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Introduction 

 

The core of this book (chapters three through seven) lays out Phase RIGHT NOW! of a Transit 

Revolution that I am proposing We the People, (aided and abetted by a community-organizing for-profit 

business that I am leading) should demand be launched immediately, for, by, and in the City of 

Minneapolis.  I am campaigning for Transit Revolution both as a candidate for Mayor of Minneapolis, 

and as the aforesaid business person -- starting a business to promote and deliver Transit Revolution.   

Here’s the nub of what Transit Revolution is all about: America (and the rest of the World) will not 

significantly reduce our overwhelming dependence on private vehicles for transportation until we come 

up with a system that is competitive with cars and roads.  The measure for this is that a large percentage 

of people will prefer to use Public Transit rather than private vehicles.  If this doesn’t happen, Transit 

Revolution is not working – it’s that simple.  Transit Revolution is founded on the idea that we can and 

must build such a system.   Rather than saying anything more in this introduction I’ll just say this: 

Chapter One (only six pages) presents a brief summary of the how and why of Transit Revolution – 

(paying for it is covered in Chapter Seven.)  But enough (for now) -- why summarize a summary?!  

After reading Chapter One, you can go directly to Chapter 3 – where I start to lay out the Minneapolis 

plan in detail.  That’s one way to use this book -- it might be the right thing for you to do (of course you 

don’t need my permission to do or not do anything!) 

But Transit Revolution is also designed and intended to be both a national and a world wide revolution.  

Chapter Two presents a contextual survey of some basic ideas and issues behind what I’m championing 

for Minneapolis.  I recommend you read it if you have time – rather than taking the shortcut to Chapter 

Three.  You’ll be prepped with a much better perspective for considering the Minneapolis plan 

presented in Chapters Three through Seven. 

Transit Revolution is designed to be three things at once: 

 A mass movement 

 A political movement 

 A business 
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Regarding the political movement, let me tell you what is going on right now -- here in Minneapolis.  Our 

up-coming Minneapolis Municipal election features Ranked Choice Voting – sometimes also called 

Instant Runoff Voting.  This system is intended to eliminate primary elections -- anyone can file and be 

on the November General Election ballot.  Here’s how it “works” -- the City “allows” people to rank up 

to three candidates (out of 35 who filed for Mayor this year – the filing fee is $20.)  If your first choice 

ranking is eliminated, your second choice is counted – if that one is eliminated your third choice is 

counted.  If your third choice loses, your ballot is “exhausted” – no further choices are counted. 

Another feature of our Minneapolis Ranked Choice Voting election system is the right of candidates to 

state on the ballot either their political party or their “political principle” (up to three words, but you 

can’t use any part of the name of a major party.)  My political principle for this election is: “Demand 

Transit Revolution” – the title of this book.  This is an opportunity for candidates to tell voters (with very 

limited space – “kind of an executive summary of a Tweet”) what they intend to do if elected. 

This system is at least a start towards the ideal of eliminating the so-called “wasted vote” – which 

discourages people from voting for “idea candidates” or third party candidates.  But of course, with 35 

candidates and only three rankings “allowed” – there is still a big “risk” that no one you vote for will win 

– unless you guess right about who the “top contenders” will be.  I think it is simply wrong to take a 

great idea like Ranked Choice Voting – slap a three ranking cap on it – and turn it into a guessing game 

about who the “big 4” candidate are.  If our goal is to eliminate “wasted votes” then we must allow 

people to rank as many candidates as they have time and interest to consider.  That will ensure that 

every voter can fully state their preferences.   

Here’s another way to think of this: the ballot is really the essence of our right to free speech on 

political and public policy subjects.  It is the speech of We the People -- stating what we want our 

government to do, and who we want to be our public servants. 

Our one-vote, “winner take all” system is really a kind of censorship of our free speech.  The government 

is essentially saying this: “tell us your first choice and then shut up please.”   

That’s no way for a government to talk to We the People. 

Ranked Choice Voting allows each of us to state our preferences in a complete sentence – saying 

something like this: “My first choice for Mayor {or whatever office}, is Bob “Again” Carney Jr. (that’s me) 

– if I can’t have Bob I want Captain Jack Sparrow -- and my next preferences are Jaymie Kelly, then Sue, 
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Ralph, Cindy, Ishmael, Abdulla, and – if worse comes to worse – Maime – but that’s it -- I either 

absolutely don’t want the rest of the bunch, or I’ve never heard of them.”   

My own second choice for Mayor is linked to the Political Principle: “Count All Rankings” -- chosen by 

Captain Jack Sparrow – and yes, that is his legal name.  He’s someone I worked with during the “heyday” 

of the Occupy movement.  Over the last year and a half we’ve become friends – we’ve had a number of 

conversations in the one hour to two hour range on both political and religious subjects.  During the last 

week or two before filing closed, I was recruiting candidates for Mayor to represent several Political 

Principles that I thought the voters of Minneapolis should have presented to them.  After discussing the 

overall situation, Sparrow “alighted” on the principle: “Count All Rankings” – (one of several I suggested 

to him) based on his overarching view that political process is important.  We are working together – I’m 

his publicist, he’s an advisor to my campaign.  

This picture of Captain Jack Sparrow was 

taken when he was attempting to present a 

petition to the President of US Bank – 

headquartered in Minneapolis.  Sparrow 

was arrested, handcuffed, and the 

Minneapolis Police then used a technique 

they call “pain compliance” to remove him 

from the building.  Sparrow calls this 

“torture” – he’s described to me what they 

did, and based on his description I think it 

can reasonably be described as torture.   His legal name change to Captain Jack Sparrow was done so 

that when (or if… it hasn’t happened yet) he brings a lawsuit challenging the use of “pain compliance,” 

the case name will include as a plaintiff the character he had assumed during the protest that resulted in 

the use of “pain compliance.” 

Last week John Hines, a radio host at WCCO Radio (CBS) invited Captain Jack to be on his show.  Captain 

Jack then invited two other candidates to come with him, Jaymie Kelly (Political Principle: “STOP 

FORECLOSURES NOW”) and me.  All three of us participated in a fifteen minute discussion.  Jaymie has 

been foreclosed on – Freddie Mac is currently listed by Hennepin County as the owner of her home – 

but she’s battling mightily to keep the house she has lived in for decades.  Kelly did an excellent job of 

presenting this issue to WCCO listeners.  I’m personally in the process of reviewing her documents.  
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Captain Jack has been working with her as part of his involvement in Occupy related entities – he 

encouraged her to file for Mayor, along with Joshua Rea (Political Principle: “Stop Homelessness Now”.)  

We’ll be working with Jaymie to help her keep her house, both during the campaign and beyond.  We’ll 

also be advancing plans to use the powers and resources of Minneapolis – including the City Attorney’s 

office -- to help hundreds if not thousands of current and former homeowners who have been unjustly 

harmed by the economic meltdown.   

I believe that economic disaster was caused primarily by an out-of-control Financial Sector.  We need to 

thoroughly investigate what happened -- and fight back -- to see that injustices are remedied.  We will 

explore any potential claims the city has against banks, other financial institutions, and individuals.  By 

the way – I’ve been foreclosed on twice since 2009.  With the help of relatives, and a subdivision of my 

homestead, and a sale of the south lot, I currently have no bank mortgage.  I also have received an 

education on this issue from the “school of hard knocks.”  Some people say that’s the best school in the 

world.  I can tell you this – it has the highest tuition!  Together with my more conventional background 

(including a U of M Carlson School MBA, top academic honors,) I’m bringing a unique educational 

experience to the fight against banks, the financial system, and what I regard as complicit government 

entities – including the Courts.   I’m not ruling out taking legal action of my own. 

Coming back to Sparrow’s principle -- “Count All Rankings” -- We the People have a right to demand 

that our Government do just that.  This right can be argued according to the 9th Amendment to our 

Federal Constitution, which states: “The enumeration in the Constitution, of certain rights, shall not be 

construed to deny or disparage others retained by the people.” 

“… the people.” That’s us! 

I am working with Captain Jack, Jaymie, and others -- organizing an effort for We the People to lay claim 

to our rights, including a plan to print and turn in our own ballot if necessary – to allow everyone to cast 

marathon, inexhaustible ballots for Mayor of Minneapolis.  I think our People’s Ballot can and should 

include a referendum on the question of keeping the Metrodome and using the money budgeted for a 

new Vikings Stadium to buy the Vikings from the Wilf Family.  I am now calling the Wilfs a New Jersey 

Organized Crime Family – they were recently found guilty of violating New Jersey’s Civil RICO – an anti-

racketeering law.   This is a current local issue.  Here’s the claim to be presented to voters: Minneapolis 

and Minnesota have a right to an NFL football team that is not owned by an Organized Crime Family. 

A “People’s Ballot” may include other referendum questions – such as one on foreclosures.   
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Here’s the essence of my attitude:  The ballot belongs to We the People.  It does not belong to the 

Government.  If the Government does not provide us with a ballot that allows us to give complete 

instructions on what We the People want the Government to do, and who We the People want to be our 

public servants – it is up to us to replace this defective Government ballot, produce our own ballot, 

and turn it in at the polling places on election day.   

If the Government then chooses to ignore our ballot – that tells us something very important about our 

so-called “Government”:  It is defective, and needs to be fixed – or replaced! 

Here’s another way to look at this.  Ranked Choice Voting can make the election of candidates a series of 

referendums on ideas that various candidates bring to us.  This will include candidates who are more 

interested in having us vote on their idea or issue than they are in being elected.  In other words, by 

running for Mayor, many candidates, (I’m among them) are presenting We the People of Minneapolis 

with two opportunities.  First, of course Minneapolis can elect one of us Mayor – I’m personally 

campaigning for First Choice votes, and asking Minneapolis to elect me, because I will use the Mayor’s 

Office as a bully pulpit to bring forward demand for Transit Revolution, and to make it happen.  But 

second, people can vote for candidates using a lower ranking -- simply as a way of expressing their 

demand for what a candidate is proposing –  but making it unlikely that the champion of a particular 

issue will be elected.    

That’s the political aspect to what I’m doing.   

If I’m not elected Mayor, the mass movement aspect of Transit Revolution will simply go into a higher 

gear the day after the election.   I will just keep right on campaigning for Transit Revolution – 

organizing demand from We the People.  That’s what this whole effort is all about.   My goal is not to be 

elected Mayor – being elected Mayor is a means to an end: promoting and bringing about Transit 

Revolution. 

And this brings us to the third element of what I’m doing: starting a business to promote and bring 

about Transit Revolution. 

Most of what we do in America is done in the private sector.  People form businesses and not-for-profit 

organizations -- those organizations provide most of the products and services that our society uses.  For 

this reason alone, if Transit Revolution is going to happen, it will be “delivered” primarily by businesses 

in the private sector.  I intend to build a business focused on both organizing demand for Transit 
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Revolution – acting through the political and mass movement process – and providing products and 

services tailored to the needs (and wants) of Transit Revolution.   

Obviously, there are dangers and problems whenever you mix public and private activity – the 

dominance of our economy by robber barons during the post-Civil war era is just one example.   A 

discussion of the challenges and opportunities associated with engaging in private business and/or 

“Social Entrepreneurship” activity to promote the common good and the general welfare runs 

throughout this book. 

Chapter Eight is a continuation of ideas presented in Chapter Two – viewing Transit Revolution in the 

broader context of America’s current economic challenges, design features of our political and economic 

system, and specifically how our American system is designed and intended to accommodate peaceful 

but revolutionary change when this becomes necessary. 

Chapter Nine consists of material I distributed to students in a Business Ethics I took in my final semester 

at the University of Minnesota’s Carlson School of Management (where I received my MBA in 2011.)  My 

view of the ethics of transportation is quite frankly radical – so radical that I do not believe it can be 

currently implemented.  Briefly – I think any utilitarian system that a society establishes that randomly 

kills tens of thousands of people each year is unethical and immoral on its face.  From a moral and 

ethical perspective, it is an industrial and post-industrial version of the human sacrifice practiced by 

earlier societies -- but with one difference: the scale.  Transit Revolution is designed and intended to 

drastically reduce the number of people killed and injured by vehicles each year.  But again, speaking 

and thinking in terms of moral absolutes – something people aren’t accustomed to these days -- that 

only addresses the issue of scale.  Randomly killing even one person for utilitarian benefits is still (from a 

human perspective) human sacrifice.   

I fully realize that most people won’t agree with this view – many probably won’t understand it.  In 

addition, as the Transit Revolution takes off, people are quite likely to distort what I am saying.  

However, the only alternative to that likely activity is censorship, and I’m opposed to censorship.   When 

you subscribe to the idea of freedom of speech, you are agreeing to the principle that, over time, truth 

will win out. 

While I have devoted much time and thought to this book, I’m afraid it may impose a burden on you -- 

my reader -- in this sense.  Ideally, someone who writes a book should go through a long process of 

considering how all the material is interrelated.  After a process of constant rethinking and rearranging, 
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the writer should present you -- the reader -- with a text and structure that presents everything in the 

optimal logical sequence, and doesn’t omit anything you need be told.  While I’ve certainly tried to do 

that, I’m sure the result could be greatly improved – and made faster and more convenient for you to 

read – if I had much more time.  But I don’t!  So… here’s a final point I want to present:  we are talking 

revolution.  Revolutions are time sensitive – we must push onward.  If we are to carry out a successful 

Transit Revolution, there must be a sense of urgency, and a realization that things won’t be done 

perfectly or optimally.  So in that context, I hope you’ll be forgiving if (more likely when) you reach a 

point where you say to yourself “I wish Bob would have told me that fifty pages earlier” or “wouldn’t it 

be more logical to organize things this way…”  In general, let me simply say: “sorry about that,” and 

“maybe.” 

---------------- 

Pirates have been a long standing (sometimes swaying slightly) presence in the history of politics.  

While they are often thought of as wrongdoers, here’s an interesting example of an early thought 

experiment considering the “right to rule” of pirates and emperors -- from The City of God – Book IV, by 

Saint Augustine, then Bishop of Hippo, writing in the early fifth century. 

“4. How like kingdoms without justice are to robberies.” 

“Justice being taken away, then, what are kingdoms but great robberies?  For what are robberies 

themselves, but little kingdoms?  The band itself is made up of men; it is ruled by the authority of a 

prince, it is knit together by the pact of the confederacy; the booty is divided by the law agreed on.  

If, by the admittance of abandoned men, this evil increases to such a degree that it holds place, fixes 

abodes, takes possession of cities, and subdues peoples, it assumes the more plainly the name of a 

kingdom, because the reality is now manifestly conferred on it, not by the removal of covetousness, 

but by the addition of impunity.  Indeed, that was an apt and true reply which was given to 

Alexander the Great by a pirate who had been seized.  For when that king had asked the man what 

he meant by keeping hostile possession of the sea, he answered with bold pride, “What thou 

meanest by seizing the whole earth, but because I do it with a petty ship, I am called a robber, whilst 

thou who dost it with a great fleet art styled emperor.” 

Regarding both economic Justice and the principle of non-violence, I frankly have to question 

whether Captain Jack is qualified as either a pirate or an emperor, as Saint Augustine understood and 

used those terms in the above passage.  Captain Jack is both a strong proponent of economic justice, 

and of non-violence, although we disagree on some social issues.  



Demand Transit Revolution! Bob “Again” Carney Jr.  8/18/13 edition, page 10 of 148 

Onward! 

Bob “Again” Carney Jr. 

“candidate-journalist”; Candidate for Mayor of Minneapolis; Transit Revolutionary; Writer-wing 

Republican 

August 18, 2013 
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1.  A brief (six page) summary of the Transit Revolution 

 

Goals of the Transit Revolution:  

 To dramatically expand the quality and use of big city Transit Systems. 

 To make Public Transit so good that large numbers of American households will chose to own 

one less car, or to use car sharing for occasional needs, and not own a car at all. 

 To provide poor people with access to both the job market, and affordable housing, throughout 

metropolitan areas. 

 To significantly reduce energy consumption, pollution, and global warming. 

 To promote and advance the “Sharing Economy.” 

 To demonstrate that peaceful but revolutionary change is not just possible in America, it is 

something our economic and political system is designed to accommodate.  A successful Transit 

Revolution can and should lead to further Public/Private Revolutions: a “Housing Revolution,” a 

“Financial System Revolution,” and a “Robotic Revolution” are just three examples. 

 To provide thousands of part time driving jobs for a city the size of Minneapolis, at market rates: 

$18/hr fully loaded, including $15/hr W-2 pay and $3/hr for mandatory benefits. 

 

Methods of providing high quality Transit Revolution Service:   

 

Five minute service on city street Transit Revolution routes – This is the core idea -- you won’t wait 

more than five minutes for a Transit vehicle to show up on your route.  This makes Transit a much 

faster option, especially when you need to transfer one or more times. 

Slash the “Transit Time Tax” – This follows directly from five minute service.  Current Public Transit 

unnecessarily wastes an extraordinary amount of a person’s time.  Much of this is simply waiting 

time.  This really amounts to a “Transit Time Tax” – a “tax” that everyone pays with time, rather 

than money.  This Transit Time Tax falls disproportionately on working people and poor people.  But 
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it is also an economic barrier that causes the use of Public Transit to represent a very small portion 

of total travel miles.  The Transit Revolution will slash the Transit Time Tax for everyone. 

Thousands of part time driving jobs – Transit Revolution driving jobs have good pay and hours – in 

today’s economy – just not as good as the current compensation for drivers.  The plan is to “hold 

harmless” current Metro Transit drivers, and to have a lower scale for new, part time drivers on City 

Streets. 

Neighborhood Taxis – initially available using existing vehicles and companies, designed to bridge the 

last quarter mile from a Transit stop.  Fares will start at market price – but churches and other 

organizations are invited to offer reduced cost or free service for any and all people or areas they 

want to serve.  Customized Neighborhood Taxi vehicles and trailers will be developed, to handle 

wheelchairs, strollers, shopping carts, Segways, and more. 

“Roll-on, Roll-off” service for everyone – and a lot of stuff too: this includes wheelchairs, strollers, 

personal shopping carts, Segways, scooters, walkers -- anything that people typically do or might 

want to roll around on – or with -- including most of what you buy in stores.   Items like furniture 

and construction materials, 4x8s, lumber, etc., are excluded – (at least for the time being.) 

Smaller, modular and custom vehicles on city street routes – We’ll use busses with seating for up to 24 

passengers and one wheelchair (and later, 15 passenger vans) – these vehicles are much less 

expensive to purchase and maintain.  For additional modular capacity, in a future phase trailers will 

be parked along routes, attached and detached as needed to adjust system capacity in real-time, 

and to ramp up capacity during rush hours.  As service matures, ultra-light and electric hybrid 

vehicle-trailer combinations will be introduced.  The hybrid electric trailer will have their own 

power, and will also recover energy by reversing the circuit on DC motors, which then become 

generators, rather than using friction brakes. 

Service on demand – Transit Revolution will start with five minute service on fixed routes.  However, as 

the service matures, for low-use routes and areas we may switch to on-demand service using 

customized Neighborhood Taxi vehicles, strategically stationed so they can be either summoned 

within five minutes, or scheduled to appear at a point on a route at a designated time.   

Spacious interiors, with room to work, use gadgets, or just stretch out – This will be an element of the 

design of future vehicles and trailers – for use on city streets only (not freeways.)  With more 
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frequent service and lighter vehicles, there is simply no reason to design vehicles to be industrial 

sardine cans.  The interiors of future Transit Revolution vehicles can and will look more like coffee 

shop than a bus.  When people are provided the right space, Transit Time becomes, social, 

productive and enjoyable. 

Automatic traffic signal changing – Transit stops will be put on the far side of intersections with traffic 

signals.  A system will be introduced to give priority to all Transit Revolution vehicles – transit riders 

won’t be stopped by a red light unless an emergency vehicle or another transit vehicle is also 

approaching the intersection. 

No Schedules – A GPS system will be used to track vehicles – drivers will be given real time instructions 

on when to slow down to maintain the five minute service.  Based on monitoring real time demand, 

additional vehicles will be dispatched to routes as needed – both to maintain the five minute service 

level, and to handle capacity, ensuring people will almost never have to stand.  

Five minute freeway service throughout urban freeways – with transfer points at all major 

intersections, stops every half mile to mile, park-and-ride parking, and Neighborhood Taxis to go 

from each stop to nearby destinations.  These routes will use only conventional busses designed for 

freeways – as noted, passenger carrying modular trailers will be used only on city streets with speed 

limits of 40 mph and lower. 

Multi-level links using elevators, not ramps – Sometimes routes intersect at different levels – the 

Minneapolis midtown Greenway is an example.  For these situations, elevators will be used to link 

the levels.  Bike riders will benefit, but more generally anyone using something that rolls will benefit 

(as noted: wheelchairs, strollers, shopping carts, Segways, etc. can all be used on Transit Revolution 

vehicles.) 

An immediate critical mass of riders within a 

Core Service Area (“CSA”) Network – The 

Transit Revolution will start in an area 

near a big city Central Business District -- 

typically of five square miles or more – 

having the greatest continuous network 

of population density.   In the Twin Cities, 
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this is an oval area south of downtown.  For the Core Service Area (“CSA”), Transit Revolution 

vehicles will run every five minutes, 18 hours a day on weekdays and Saturdays, with reduced 

service on Sunday.   The network of routes in the CSA is designed so that people can reach all 

commercial areas walking no more than a city block, and can reach all locations in the CSA walking 

no more than a quarter mile.  Conventional taxi service will be available throughout the CSA – and 

can be initially priced at market rates, or in some cases (such as near the Greenway,) with subsidies 

from local business and/or other entities.  This CSA will be linked to surrounding areas with five 

minute Freeway Service Routes (“FSRs”,) and with five minute Neighborhood Service Routes 

(“NSRs,” discussed below,) that run during rush hours and into the evening.  The idea is to serve an 

area large enough to achieve a critical mass of Transit Revolution riders.  

Neighborhood Service Routes 

– In addition to the CSA, 

for neighborhoods that are 

near the CSA, but with 

lower population density 

and/or with geographic 

barriers, we will still 

provide five minute 

service, but using a more limited schedule of hours.  Because we can lower cost by limiting hours, 

we can still both link these neighborhoods with the CSA, and provide these neighborhoods with all 

the advantages of the CSA service during the hours the Neighborhood Service Route (“NSR”) is 

running.  The map at the left shows some NSR areas outside of the Minneapolis CSA.  As you can 

see, all of the population clusters in Minneapolis are served by a CSA route or by an NSR area 

Expansion of the CSA based on income – Once the CSA and NSR areas are determined, the next step is 

to identify neighborhoods with a high incidence of poverty.  The center map shows these areas, and 

shows the Neighborhood Service Routes that serve them.  Because many people in the higher 

poverty neighborhoods can’t afford a car, five minute service in NSR areas with more poverty will be 

provided for the same hours as the CSA.   The map at the right shows the CSA (circled) and the NSR 

areas that will have the same hours as the CSA. 

Custom features when and where unique circumstances make them possible – Example: we will grade, 

pave and use the Minneapolis Greenway as a five minute service route for faster transit from the 
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Uptown Transit Station near Lake Street and Hennepin Avenue to the Lake Street Blue Line 

(Hiawatha) Station.  As noted, elevators will link to all connecting North-South routes. 

Immediate economies of scale through a Utility Billing model – The Transit Revolution will be financed 

as a utility.  Adults in geographic areas with Transit Revolution service will be charged a monthly 

fee, starting at about $15 for adults and $5 for seniors, and will be provided with a Go Card.  For Go 

Card holders, only nominal fares are charged, for example: fifty cents a ride for adults, twenty five 

cents a ride for seniors.  Over time, Utility Billing will be the primary revenue stream for the Transit 

Revolution.  The advantage is that with everyone paying it, the level of service needed to achieve 

and maintain a critical mass of riders can be achieved immediately.  Note: This will not be imposed: 

people in a Transit Revolution area must approve the Transit Revolution plan by referendum, 

including the plan for Utility Billing.  Of course, this can be voted down – but (also of course) the 

Transit Revolution service won’t be provided if it’s voted down. 

Increased car sharing – Both bike and car sharing are coming on strong in the Twin Cities.  As the Transit 

Revolution takes off, car sharing and neighborhood car clubs will grow fast.  Car share locations can 

be put at the perimeter of Transit Revolution service zones – where surface parking is economical.  

People can switch to cars as needed, for trips outside the beltway.  The intent is to distribute the 

cost of car ownership over more people, and to make cars entirely a variable cost rather than a fixed 

cost. 

Dramatic reductions in the cost of Transit compared to private vehicles  – Today the total cost for 

private passenger vehicles is $2,746 for every man, woman and child – straight lined to over $10,000 

for an average family of four.  As households need to own one less car, or no car, the fixed cost of 

transportation for households will drop dramatically. 

Real Estate values as an economic driver – No major revolutionary change can happen in America 

without managing the impact on real estate values.   Of course, the value of real estate is a function 

of location.  As we’ve seen, the fixed cost of Transit will be dramatically lower for people and 

households in areas where Transit Revolution utility service is available.  This lower Transit cost will 

inevitably translate into higher real estate values within these areas.  This is an incentive for 

property owners and developers to support Transit Revolution.  Regulation and/or subsidies will be 

needed to keep housing affordable within Transit Revolution service areas.    
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Features to be added in later Phases include: 

Phase Two ---This is an expansion of Phase RIGHT NOW!, adding more and longer city street routes, 

more customized vehicles, trailers for variable capacity, and customized Neighborhood Taxi 

vehicles and trailers. 

Phase Three -- this phase features five minute service on all freeway routes within a major 

metropolitan area’s freeway beltway, with stops along each route, spaced about every mile. This 

service includes park-and-ride, Neighborhood Taxi service, Neighborhood Electric Vehicle rentals, 

and of course links to city street Transit Revolution system.  The idea is to make the entire area 

within the beltway so accessible that owning a car is simply unnecessary for people who live 

inside the beltway.  We also want to make it convenient for people outside the beltway to park 

at the perimeter, and continue to their destination using the Transit Revolution system and 

services. Of course, park-and-ride links can be extended beyond the beltway.  By the way – you 

may wonder how people can transfer at a cloverleaf – I’m working on a patent for that. 

Phase Four -- not yet ready to be fully disclosed due to planned patent filings – but including a transit 

plan I have promoted since 2007, which I call the “sky-bi.”  The sky-bi includes elevated, all 

season skyways dedicated for bikes, segways, scooters, and so forth, linked to ground level with 

elevators instead of ramps.   

Phase Five – the focus is on automated driving – an emerging technology with unknown forms and 

possibilities.  At this point, we only know Phase Five is out there – we don’t know what it will be, 

or when it will go into effect. 
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2. A survey of basic ideas and issues behind the Transit Revolution 

 

Global Warming and Cars – This is an obvious starting point.  According to the theory, the consequences 

of Global Warming are so severe that I think it’s irresponsible to not act -- even if the probability of 

Global Warming is low.   Therefore, if you believe Global Warming is real – or even just a possibility – 

it logically follows that we must do whatever we can – quickly! – to reduce the emissions that cause 

it.  The use of cars is a major source of those emissions: transportation consumes 27% of all the 

energy used in the U.S. (buildings consume 48%).  The energy consumption per passenger mile for 

Public Transit users is far lower than for single individuals driving.  But the unfortunate reality is this: 

the U.S. is moving very slowly to increase our use of public Transit.  In the Twin Cities, the core of 

our Transit plan is to build a new light rail line every few years, and wait for real estate development 

around the lines to cause a gradual increase in the use of public Transit.  Again – if Global Warming 

is real, this approach isn’t good enough – it’s way too slow.  We need to take a much faster, 

revolutionary approach to developing a real, practical alternative to cars. 

Beyond Global Warming -- other benefits of Public Transit –  What about people who either don’t 

believe Global Warming is happening – or who think it’s uncertain?  Some who acknowledge Global 

Warming may also believe it must be weighed against other priorities – such as U.S. energy 

independence  -- which in turn many see as related to national security.  And of course, many 

people are very busy, or may be skeptical of their own ability to make sense of what they see as a 

complicated issue.  Again -- if you think Global Warming is even a significant possibility, simple logic 

demands action as fast as possible.  But Prudence also suggests this: build the broadest possible 

coalition to take action.  Therefore, we need to consider what other benefits to everyone will result 

from the proposed Transit Revolution.   One benefit is the potential to reduce the cost to everyone 

of getting around.  In the U.S. we spend an average of $2,746 for every man, woman and child on 

private vehicles – that straight lines to over $10,000 a year for an average family of four.  Beyond 

this there is the enormous cost of building, expanding, and maintaining a highway system.   Our 

transportation system also kills tens of thousands of people every year, and injures hundreds of 

thousands.  If we can move away from private vehicles and towards Public Transit we will save both 

lives and treasure.  These benefits can and should be the basis for broad public support for a Transit 

Revolution.   While there are likely to be additional economic benefits, they aren’t as certain or easy 

to understand as the benefits listed above. 
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Transit, poverty, and the educational achievement gap – Many people associate Public Transit with 

poor people.  My personal assessment is that this association is very unfortunate in one respect: 

much of the opposition to “subsidies” for Public Transit is based on the notion that it’s “just another 

giveaway program for poor people.”  Public Transit benefits include reduced congestion and 

reduced need for new highway construction and maintenance – the case that “subsidies” reduces 

total costs for all stakeholders is a slam dunk.)  However, the correlation of Transit with poverty is – 

repeat is -- supported by academic research demonstrating that areas of big cities with better public 

Transit also tend to have higher concentrations of poverty.  According to the abstract of a 2006 

study published by Harvard, titled: “Why do the poor live in cities? The role of public 

transportation”: “The urbanization of poverty comes mainly from better access to public 

transportation in central cities.”  The Harvard study reports: 

“Figure 1 shows the income-distance relationship for three older metropolitan areas (New 

York, Chicago and Philadelphia). In these cities (and in most other older cities) there is a clear 

u-shaped pattern. The census tracts closest to the city center are often among the richest in 

the metropolitan area. The poorest census tracts come next, with the bottom of the curves 

generally lying between three and six miles away from the Central Business District. After 

that point income rises again. In most cities, income begins to fall again in the outer 

suburbs.” 

That study concludes:  

“The ability of different transportation modes to explain the urban concentration of poverty 

was surprising to us. But perhaps it shouldn’t have been such a surprise. After all, cities arise 

from the desire to eliminate transport costs for goods, people and ideas. From this point of 

view, it follows naturally that transport technologies will determine the structure of cities.” 

The simple reality is this: poor people often can’t afford a car – which you can think of as a “separate 

and unequal” transit system available to almost everyone but poor people.  One consequence of the 

resulting geographic segregation is that the limitations of Public Transit are also limitations on the 

access of poor communities to much of a metro area’s job market.  If fast, economical Public Transit 

service extends over a much bigger geographic region -- not just rush hour runs optimized for 

commuting to urban cores, but day and evening all-points access -- we are likely to achieve three 

things.  First, currently poor people (poverty can be temporary) will have better access to more jobs.  
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When currently poor people take those jobs the second and third consequences follow.  Once 

employed, these people will be either less poor, or not poor.  Third, they will have more choice 

about where they live.  The Transit Revolution can and should be combined with a demand for 

doing many things to make housing more affordable throughout big metro areas – including 

allowing more people to live in a home or an apartment.  Of course, access to affordable housing 

throughout a big metro area also means access to all the school systems.  Finally, an excellent 

regional Public Transit system would make it easier for people who move throughout a metro area 

to stay in touch with people in their old neighborhoods.  In short, more integration in education is 

an automatic consequence when we eliminate the cause of geographic segregation by income.  For 

this reason, in the long run the Transit Revolution can probably do more than anything else to 

reduce the achievement gap in education.  

Cutting the “Transit Time Tax” – People who drive are of course also free to use the “separate and 

unequal” Public Transit system.   But they seldom do -- with the exception of commuting, when the 

system is optimized for rush hours and urban cores.  In my view, the single biggest reason for this is 

what I call the “Transit Time Tax” – the additional time everyone must “pay” (time = money) to use 

public Transit instead of driving.   The Harvard study cited above includes these estimates of travel 

time per trip for commuters, which I put under a Transit Time Tax heading: 

 

The fixed portion of the Transit Time Tax is from when you begin your trip by leaving a building – 

including time to reach a car in a parking lot, and time waiting for Transit vehicles.  To understand 

what this means, let’s also note that the average compensation for U.S. workers is $23.63 per hour.  

When we use the Transit Time Tax schedule to compare two typical five mile trips -- one using a car 

and the other a bus -- the travel times are 13.6 and 37.2 minutes respectively.  At $23.63 per hour, 

that’s a Transit Time Tax difference of $9.29 per trip, or almost $20 per day, and close to $400 per 

month – based on time alone.   Of course for many people coming home to their family at the end of 

a busy day, the time saved is more in the “priceless” category.   
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One major goal of the Transit Revolution is to drastically cut the Transit Time Tax – for everyone.  

When we do this, the economic value of cutting the tax will increase with income.  And there is a 

snowball effect – the more we cut the Transit Time Tax, the more Transit riders we will have.   We 

also need to keep in mind that people can use gadgets on Public Transit to do productive, useful and 

enjoyable things – with zero danger to other drivers and pedestrians.  

Specialized and modular vehicles --  

City street transit vehicles – Vehicles and modules that run only on city streets (speed limits up 

to 40) need not be as heavy duty as those designed to run on freeways.  Over time 

specialized vehicles and vehicle modules will be designed to optimize weight, acceleration, 

and electric hybrid features such as recovering energy by reversing DC motors rather than 

braking.  Trailer modules in particular can have their own source of electric power, so that 

both the front vehicle with the driver, and trailer modules, provide power.  This means 

oversize motors and drive trains will not be required for driven vehicle modules.  In addition, 

trailer modules can be repositioned (mainly turned around to face the other way on a 

street) by remote drivers using cameras.  Additional features unique to the requirements of 

City street routes can be added.    

Transit trailers for more space and extra capacity – In addition to the opportunity for lighter 

weight and more energy efficient vehicles and modules, trailer modules can be designed to 

provide bigger seats, and ergonomic features such as more space in front of seats.  The 

intention is to provide both comfort and a good work environment for using laptops and 

various electronic gadgets.  The point is to make transit time both enjoyable and productive. 

Higher capacity vehicles and modules for rush hour – There is no reason why vehicles and 

trailer modules cannot also be customized for rush hour use, with correspondingly tighter 

seating.  Specialized trailers can be deployed solely for use only during rush hour, to be 

detached and parked on the street during non-rush hours.  Alternatively, it may be practical 

to have two, or even three, trailer modules in use during rush hour, allowing for small 

“Transit Trains” to provide a winning combination of higher capacity, comfort, a good 

working environment, and the full range of roll on units: wheelchairs, strollers, shopping 

carts, Segways, etc.  When using the DC energy-recovering feature rather than braking, the 
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Neighborhood Taxi trailers for
handicapped people, shopping

Transit  Revolution

carts, and stollers -- with
               side & rear doors

A Neighborhood Taxi trailers and a van
cab can be manufactured as an electric
vehicle -- made in Minnesota, of course!

extra energy required for using more spacious passenger compartments will be marginal – 

more than offset by higher ridership resulting from a significantly higher quality of service. 

Neighborhood taxis – bridging the last quarter mile – Specialty Neighborhood Taxi vehicles will be 

used to move people the last quarter mile, when needed.  These vehicles will be designed to 

also support the full range of roll-on units: wheelchairs, strollers, shopping carts, Segways, etc.   

The illustrations at right show what a specialized Neighborhood Taxi vehicle might look like.  

This version has a roll-on door on the side – the vehicle’s rear can also lower to ground level, 

allowing all units to roll on and off at street 

level.  Let me emphasize, as with many 

Transit Revolution vehicles, Neighborhood 

Taxis are not designed to be used on 

Freeways. 

Neighborhood Taxi service can also be provided by Churches and other 

organizations, using volunteer drivers to provide the service at a reduced 

cost, or at no cost.  The illustration at the right shows that Neighborhood 

Taxi Trailers can be attached to conventional cars, avoiding the need to 

purchase more expensive specialty vehicles.  

A jobs program – but for part time (“shorter work week”) hours, and entry level wages – For 

better or worse, we are moving to what could be called either a “shorter work week” economy, 

or a “part time” economy.  One big driving factor is “Obamacare” -- which allows employers of 

more than 50 people to not provide health coverage to anyone working less than 30 hours a 

week.  My own perception is that Obamacare is at least as much “shorter work week” legislation 

as it is “health care” legislation.  More generally, it is becoming increasingly apparent that the 

modern U.S. economy is simply no longer capable of providing full employment on a full time 

basis to everyone who wants a job.  We’ll consider this issue in somewhat more detail later – 

right now the point to be emphasized is this: the Transit Revolution is a jobs program.  It is 

designed to provide thousands of part time driving jobs, starting at $15 an hour (about double 

the minimum wage) – but with only legally mandated benefits.  In today’s economy many 

people, including students, think that’s good pay.  As the Transit Revolution takes off in various 

cities, it may be possible to increase both pay and hours – I’m not opposed to that in principle.  



Demand Transit Revolution! Bob “Again” Carney Jr.  8/18/13 edition, page 22 of 148 

But I don’t believe it is realistic to pay above market wages in urban areas when the Transit 

Revolution is being launched, and the economies of scale have not yet been realized.  

Changing the Public Transit cost structure – A crucial requirement for the Transit Revolution is a 

major change in the cost structure of Public Transit.  For U.S. big city bus systems, the average 

cost per vehicle hour is $128.55.  This is calculated by dividing the total cost of the transit system 

by the number of hours driven by the busses while providing service (the most widely run U.S. 

route, “NOT IN SERVICE” – doesn’t count!)   

The preliminary budget for the Transit Revolution PHASE NOW! in Minneapolis is only $47.05 

per vehicle hour.  Obviously, this is a huge difference -- you must wonder, how is that possible?!  

Here’s how: we achieve the savings in five main categories.  First, as noted, this is a jobs 

program -- the $18 total cost per hour for part time drivers is lower than the current cost for 

Metro Transit drivers.  Second and third, the cost of purchasing and maintaining vehicles is much 

lower.  The U.S. average cost for big city buses is $286,652 (natural gas burners and hybrids cost 

more) – the average cost for a Transit Revolution 24 passenger vehicle with one wheelchair bay 

is estimated at about $70,000.  But here’s a real kicker for current big city bus systems: the 

average maintenance cost per bus is $53,034 per year.  Here’s the contrast: the cab-and-chassis 

for the largest Transit Revolution vehicle will be a Ford F-450 – maintenance can be outsourced 

to local garages, or done in-house, whichever is less expensive.  Maintenance costs per mile will 

be comparable to owning a big pickup truck -- far less than for the big busses.   The fully loaded 

vehicle operating budget (excluding the driver) for the Transit Revolution is $1.00 per mile – 

adjusted up from the standard IRS business use deduction of $.555 per mile for a private vehicle, 

which includes depreciation.  The $1.00/mi cost assumes higher fuel costs, higher insurance, and 

higher maintenance.    

Fourth, the administrative budget is bare bones – but what do we need administrators for?!  It’s 

a lot easier to plan to not have them in the first place than to get rid of them.  As noted, there 

will be no bus schedules – just routes, hours and frequency.  Let’s keep it real simple:  provide 

initial training and then regular training at meetings twice a month, schedule the drivers, send 

‘em out, and schedule the maintenance.   Have a few people at a call center to answer the 

phones -- reserve capacity drivers can do double duty on that.    
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Fifth, the non-personal operating costs are also bare bones – we’ll just build some sheds to store 

the vehicles, and let drivers take them home whenever they’re scheduled to drive the next 

morning.   

That’s how we get from $128.55 to $47.05 per vehicle hour. 

By the way, here’s another way of looking at this.  When you add the purchase price and the 

maintenance costs, the average per big city bus is almost $700,000… ($286,512 purchase + 

($53,034 x 7.5 years) maintenance = $684,267.)  A big part of the Transit Revolution plan 

amounts to this: let’s take that exorbitant $700,000 for buying and maintaining one big bus, and 

spend about half of it ($350,000) to buy five Transit Revolution busses.  The rest goes to pay 

local small business garages who do the maintenance, and to the part time drivers who also 

work and spend their money locally.  (Note: the new Light Rail cars for the Metro Transit Green 

Line cost about $3.3 million each – another order of magnitude.) 

Paying for it: Let’s treat Transit as a utility! – In Minneapolis all single family homes are required to 

purchase two utilities from the City: water and solid waste removal.  The Federal Government 

and U.S. States typically regulate electrical and gas utilities.  The general idea is that if everyone 

is on the same utility network, the resulting benefits from economies of scale can be shared.  A 

core element of the Transit Revolution is to extend this logic to Public Transit.  In areas where 

Transit Revolution service and infrastructure are provided, resident adults and seniors will be 

charged a monthly utility fee.  In return, everyone in the community will receive a Go Card, 

allowing unlimited use of the Transit Revolution utility service for a nominal additional per-use 

fare – typically $.50 per ride for adults, $.25 per ride for seniors, and so forth.  These small 

amounts will be automatically charged to the Go Card as people board– to an account that the 

card holder replenishes periodically.  People from outside the community can either use their 

Metro wide Go Card (sold separately by the MTC on a monthly plan, sometimes subsidized by 

employers) or can throw in two bucks into a basket or a can. 

There are four main advantages to treating Transit as a utility.  First, because everyone in a 

community is paying, economies of scale are realized immediately – the service and 

infrastructure is available for everyone.  Second, because the marginal cost of using the Transit 

Revolution utility becomes lower than the marginal cost of using a car, people have an 

immediate economic incentive to use it.  Third, as a fixed cost the Transit Revolution utility is 
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much lower than the fixed cost of owning a car.  People will have a long term incentive to 

relieve themselves of the fixed cost of owning more vehicles than they need.  Fourth, because 

the economic value the Transit Revolution utility infrastructure is based on location, real estate 

values will increase, benefiting all home owners in the community.   

Transit economies of scale and critical mass – The single most crucial difference between the 

Transit Revolution and our current bus systems is a quantum leap in the level of service quality 

– including a major cut in the Transit Time Tax for everyone.   Once people start to switch in 

large numbers, the potential benefit from economies of scale are huge.  However, we still need 

to first reach and maintain a critical mass of riders before the economics of this whole system 

starts to snowball in our favor.   

Can we increase ridership significantly to get this whole process rolling?  We already have 

historical data as a benchmark for what is possible.  As of 1920 Minneapolis had a population of 

381,000 -- about equal to our 383,000 in 2010.  As you can see from the 1914 Streetcar system 

map on the next page, platted land with houses extended only a few blocks around the 

perimeter of the Streetcar system.  During rush hour about 900 streetcars ran.  We had 530 

miles of streetcar track (two ways,) 1,021 streetcars, and in 1920, a ridership of 238 million – 

that ridership is about triple the current Metro Transit ridership.  I ran the numbers – with 900 

cars running, the average distance between cars was about 4.7 blocks.  Why bother with 

schedules?  -- if you missed one, you could literally see the next one coming.  

The overlay map shows that our current bus route system is still based largely on the 1914 

Streetcar map -- with some extensions and better east west connections.  With one big proviso 

– our 1920 benchmark  amounts to solid historical proof that the Transit Revolution can work 

with our current population, and that the Transit Time Tax CAN be slashed to five minutes or 

less.   

The proviso of course is cars.  We need to acknowledge that the big difference between the 

early 1900s and today is that back then cars were not the dominant way of getting around.  The 

basic premise of Transit Revolution is this: through a combination of economies of scale, five 

minute service, and space to sit and work in comfort, Public Transit can compete with cars – 

when economies of scale kick in. 
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Public and Private “Revolutions” – Since the Revolutionary War American has had many other 

“Revolutions.”   The industrial revolution, the sexual revolution and the computer revolution are 

just three examples.   These have typically been private – not carried out primarily by or through 

the means of government.   

Chapter 8 of this book takes a more detailed (but still very superficial) look at how “Public 

Revolutions” can be carried out in America.   Very briefly: here’s the nub of what I’m getting at.  

Our Constitutional process provides for Amendments.  Historically, during the Progressive Era of 

the early 1900’s we used this process to approve four Amendments that each had a major 

impact:  

 a Federal income tax 

 the direct election of U.S. Senators (formerly they were chosen by State Legislatures) 

 the right of women to vote in Federal, State and local elections, and 

 Prohibition 

 

Of course Prohibition was eventually repealed.  But all of these Amendments represented major 

changes in American society and how our system of Government works.  People back then 

thought the Amendment process could be used to improve American society, and to make life 

better for everyone. 
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However, for more than forty years there has been no significant Constitutional Amendment 

(the only one, in 1992, is a more or less symbolic requirement that an election must occur 

before a Congrerssional pay raise takes effect.) 

Here’s my concern.  As a country, we seem to have kind of given up (in despair?) on the idea 

that We the People can bring about any kind of major change in how our system works that will 

be of general public benefit.  Even if Obamacare does go fully into effect, and works as well as it 

can, it is still a system designed first and foremost to accommodate the various special interests 

of the medical-insurance complex.  I think that is so sad.  My hope is that if the Transit 

Revolution succeeds, it will encourage We the People to look for other opportunities to achieve 

both peaceful and revolutionary improvements to our American society.  We’ll look at this in 

more detail in the final chapter of this book – for now I just wanted to identify the possibility of 

a peaceful “Public Revolution” – a rapid and fundamental change in the way American society 

works that involves public policy and/or public institutions -- as among the basic ideas and issues 

behind the Transit Revolution. 

TransitRevolution.com; the business – Let’s start with an obvious issue – are there dangers in 

combining business and political activity?  The answer: “yes,” clearly there are dangers.  The 

history of railroad development after the Civil war is a history of railroad barons buying off the 

government.  After all… bribery is illegal.  

Isn’t it?   

Well… let me blunt… as I see it, today the government, the “political class” and business all play 

a giant game of charades – going back and forth between government service and corporate 

payola jobs.  Independent political groups can’t “coordinate” with campaigns – but they don’t 

really have to -- they just hire the guy (or gal) who was a chief aide for years to candidate x, and 

put them in charge.  

Here’s a summary of my conclusion regarding the relationship between the public and private 

spheres.  Our manufacturing mindset from Adam Smith forward has been based on the idea of 

building a better Widget.  But in today’s complex post-industrial society, our challenge is really 

to make better “Widget Systems” – and to coordinate our society’s widget systems in ways that 

are both productive and equitable.   
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We’ll come back to this in the last chapter. 

Transit Revolution – the mass and political movement 

 The “common good,” the “general welfare,” and special interests – The Transit 

Revolution is designed to promote the common good and the general welfare, by bring 

significant economic benefits, and a major cut in the Transit Time Tax, to everyone.   

But with our current American system of government and business, this would frankly 

be something unusual.  Major systems and programs are typically designed, promoted 

and sold having in view only the special interests that are affected.  Our political system 

runs on money, and money comes from special interests.  If the agendas of special 

interests aren’t met, the money won’t flow.  But it goes beyond this – if the economic 

foundation of any major special interest group is seriously threatened, money will flow 

in torrents to end that threat.  This is our context.  To bring about a result that is 

focused on the common good and the general welfare takes some organizing. 

 

 Organizing public demand for a Transit Revolution – We can’t achieve Transit 

Revolution via focus groups – or scattered, uncoordinated efforts by many groups to do 

this and that.  Our requirement is for an entire system, and all the elements of that 

system must be laid out and coordinated.  For this reason, the system and its benefits 

must be presented to the public as a package deal.  Obviously the plan can be modified 

– can evolve if you will – but it must remain a complete and comprehensive plan.  

Developing, refining, presenting and re-presenting this plan is the core marketing 

activity of the business.  Over time, members of the public will come to see and 

understand the basic elements of the plan, how they fit together, and how the plan 

promotes the general welfare and the common good.  What this amounts to is the 

emergence of consumer demand for Transit Revolution.  The next step is to show 

consumers how they can obtain what they are demanding.  This can be done by 

petitioning, by assembling, and by advancing political candidates who will work to 

implement Transit Revolution. 

 

 Transit Revolution political candidates – Transit Revolution needs elected officials who 

will “champion” it – push for it – and make it happen.  The office of Mayor provides an 

ideal “bully pulpit” for doing this – especially in a city like Minneapolis with a “weak 
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Mayor” system – where the role of the Mayor is primarily as an advocate and civic 

leader.   The office of Governor is another appropriate office for champions of the 

Transit Revolution.   Of course, Transit isn’t the only issue facing cities and states.  But 

here are two key points to consider: First if someone is elected to office based on a 

“Demand Transit Revolution” Political Principle, this in and of itself is a mandate to 

make Transit Revolution happen.   Second, a competent, capable person can organize 

or supervise a good administration, especially when an “establishment” offers help.  

Jesse Ventura (who had previously been a suburban Mayor) offers an example during 

his service as Governor.  Ventura was willing to work with capable people regardless of 

party, and the people appointed to his administration were by and large widely 

respected by members of all parties.  In short: the advantage of electing an executive 

who campaigns as a “Demand Transit Revolution” candidate – and who receives a 

mandate from We the People to implement Transit Revolution – can outweigh a lack of 

in-depth experience in the administration of Government, because that can be more 

than made up for with a good administration.   

Note -- Minneapolis did elect an “outsider” as Mayor in 1969:  Police Detective and 

Police Federation President Charles Stenvig won on a “law and order” platform.  Stenvig 

was re-elected overwhelmingly, and served a third non-consecutive term.  Although 

Stenvig was sharply at odds with the City’s “liberal” establishment throughout his 

tenure, I’ve not heard any suggestions that there were any problems with the day to day 

administration and operation of the City’s government back then.  That simply 

emphasizes the fact that running the City is an essentially professional operation – it can 

often roll along just fine without much involvement by the Mayor.  

Political reality: the need to “hold harmless” the current Metro Transit – As noted, Transit 

Revolution can organize wide popular support because it can bring significant benefit to 

everyone, serve the common good, and promote the general welfare.   

Unfortunately, that isn’t enough!   

As a matter of practical political necessity, Transit Revolution must not threaten any major 

interest group with the ability to organize “counter-clout” to stop it.  The Metro Transit folks are 

number one on the list of organizations and people we need to keep content. 
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Metro Transit had a 2011 annual budget of $379 million, and employs Union drivers and 

maintenance staff at high levels of compensation.  About 31% of the budget (that’s about $117 

million) comes from fare revenue – the rest is a “subsidy” – including about 48% from motor 

vehicle sales taxes, 8% from the State of Minnesota general fund, and the remainder from other 

sources. 

My operating assumption regarding Metro Transit as an organization is simple:  If it can’t be 

shown that Transit Revolution will leave the current employment levels and wage structure in 

place – then Metro Transit as an institution, as components (the Unions) and individually -- as 

people who have jobs that are threatened -- will organize to oppose Transit Revolution with 

everything they’ve got.  This is simply a fact on the ground.  If it can be shown that everyone in 

the current Metro Transit will be “held harmless” – then Metro Transit might take a neutral 

position, and might even be cooperative. 

For this reason, Phase RIGHT NOW! will supplement – not replace -- current bus service in 

Minneapolis.  Phase Three of Transit Revolution – discussed briefly later in this book -- is 

designed to expand freeway bus service throughout the Twin Cities 494-694 beltway, and has a 

cost structure based on the current Metro Transit cost structure.  This is because Phase Three is 

designed to absorb much – maybe all -- of the capacity of the current Metro Transit operation 

that will become redundant as demand in the Transit Revolution Core Service Area (“CSA”) 

takes off.  We also need to keep in mind that the Transit Revolution CSA operation will be 

available to everyone in the Twin Cities who has a Go Card.  Because the marginal cost of 

additional riders in the CSA will be very low, the sale of Go Cards throughout the Metro area, 

including cards subsidized by employers and organizations, should bring in significant new 

marginal revenue to Metro Transit.   

The long term plan is to maintain both the current level of subsidies for Metro Transit, and the 

existing compensation levels for current employees, but to rely on part time drivers and a lower 

wage structure for Transit Revolution service in the CSA.  If it emerges that the resulting volume 

of service can support higher pay for the part time drivers, raising that pay will be the first 

priority. 

A Paradigm Shift: We need to make adjustments as easy and painless as possible – The Structure 

of Scientific Revolutions, by Thomas Kuhn, is probably most closely associated with the word 
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“Paradigm” – which the book popularized.  We have come to think of a paradigm as a kind of 

generic “world view” – a set of assumptions about reality, and about what is and is not possible.  

Kuhn himself had quite a rigid and narrow understanding of the word – and used it to 

distinguish between science – where he thought paradigms were present – and the “social 

sciences,” which he thought were characterized by the absence of a single, unifying paradigm. 

I use the word “paradigm” in a looser, more general sense – to indicate a prevailing set of 

assumptions, some stated, but some more or less unstated – about what issues are important in 

a given realm, and what is possible or not possible in that realm.   

Kuhn’s main contribution to the history of science was to challenge the notion that science was 

a steady, gradual accumulation of knowledge.   In Kuhn’s view, the history of science was mostly 

a history of “normal science,” where a dominant paradigm existed that articulated an 

understanding of “what reality is,” and guided further research and experiments.  But Kuhn also 

saw periods of Revolution, where an accumulation of anomalies resulting from experiments led 

to a new theory, new experience, and as proof emerged, a “paradigm shift” -- to a new 

dominant view of “what reality is.” The new paradigm became the guide for further research.  

Previous paradigms could devolve into special cases, with a limited scope, such as Newtonian 

Physics, which works fine when relative speeds aren’t too high. 

I want to latch on to Kuhn’s idea of paradigm shifts (again, without subscribing to his level of 

rigor,) and to emphasize that one goal of Transit Revolution is to shape and realize a new 

paradigm for thinking about Public Transit.  This will change and develop as Transit Revolution 

proceeds.  But to give a general idea of where this is going: let me just present what I would 

characterize as the current paradigm, and then add “Transit Revolution Paradigm Shift” – 

elements after Current Paradigm elements: 

 Current Paradigm: Big city bus systems have a high “cost per vehicle hour” – the U.S. 

average is about $130 per vehicle hour – and this high cost per vehicle hour can’t be 

changed much.  Transit Revolution Paradigm Shift – The cost per vehicle hour can be 

changed radically: core Transit Revolution city street service is about $47 per vehicle 

hour (this is detailed later in the book.) 

 Current Paradigm: Service is highly constrained by density – economic constraints make 

it difficult for big city bus service to be even as frequent as every ten minutes, especially 
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in areas with “moderate density,” such as Minneapolis (moderate being relative to New 

York and other mega-cities.)  Transit Revolution Paradigm Shift – Minneapolis proved in 

the 1920’s that our current density can support a Transit System with service so 

frequent that schedules didn’t exist for busy hours.  Five Minute service can be provided 

in a city with the density of Minneapolis.  Density is a far less significant constraint that 

we realize. 

 Current Paradigm: Expensive drivers are the main variable cost -- service must be 

limited due to their high cost.  Large vehicles are necessary to support their high per 

hour cost.  Transit Revolution Paradigm Shift – Providing jobs for everyone has become 

a major challenge for our society.   For this reason, the Transit Revolution can be and 

should be viewed as a Jobs Program!  Employing many more drivers is a goal – not a 

constraint.   More and smaller vehicles are used both to provide better service and to 

provide more jobs.  However, compensation and hours must be linked to our current 

economic reality.  Transit Revolution driving jobs are budgeted at $18/hr fully loaded – 

that’s about $15/hr as W-2 pay, the rest for mandatory benefits.  Hours are limited to 

about twenty hours a week – to provide more jobs for more people.  This level of 

compensation is good pay in today’s economy.  Deal with it! 

 Current Paradigm: Public Transit can be thought of as two systems – one concentrated 

in and near big city cores – the second bringing suburban commuters to and from work 

in big cities.  Transit Revolution Paradigm Shift – Dramatic improvements in the cost 

structure and quality of Transit Revolution service will result in one system – a real 

alternative to reliance on private vehicles for almost all or all of the transit needs of 

many households.  There will probably always be “commuter extensions” of Transit 

Revolution systems, but these systems will reach a much bigger geographic area where 

current service is more or less commuter-only service. 

 Current Paradigm: Big city Public Transit and urban poverty go together – poor people 

live where there is Public Transit because they are limited in their access to cars.  

Because the geographic reach of Public Transit is limited, poor people tend to be 

ghettoized.  Transit Revolution Paradigm Shift – Dramatic improvements in the cost 

structure and quality of Transit Revolution service will very substantially lower barriers 

that limit the access of poor people to an urban area’s job market.  The next step is to 
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link low income housing requirements with the availability of Transit Revolution 

services – this will end the default ghettoization of poverty.  

 Current Paradigm: Public Transit is paid for by a combination of fares and subsidies – 

the subsidies are both necessary due to the high cost of the system, and justified 

because of benefits that Public Transit brings to every one: less traffic congestion and 

lower costs for building and maintaining highways are among the most important.  

Transit Revolution Paradigm Shift – Transit Revolution service is a Utility.  It will be paid 

for primarily through Utility Billing in areas where the service is provided – residents 

receive a Go Card allowing them to board for a small fare ($.50 for adults, $.25 for 

seniors and youth -- charged to a stored value account.)  Subsidies provide additional 

revenue, based on the value to a larger metropolitan area, or a state, that results from 

an operating Transit Revolution system.  Of course this includes the traditional benefit 

categories from transit, such as less congestion and lower road building and 

maintenance costs. 

 Current Paradigm: As a function of all of these limitations, Public Transit cannot account 

for much more than a few percent of all the trips people take.   Public Transit is simply 

unable to compete with the ease and efficiency of using your very own vehicle to get 

around.  Transit Revolution Paradigm Shift – Transit Revolution systems will account 

for a significant percentage – up to half or more -- of all trips taken in areas where 

service is available.   

Finally, Kuhn saw Scientific Revolutions arising from newcomers to a field – people without a 

major “investment” in a current paradigm.  From this tendency, there follows a tendency by 

“established” scientific communities to resist scientific revolutions – when scientists become 

“invested” in a dominant paradigm the value of their “investment” drops as the dominance of a 

paradigm fades.  Simply put: if you’re a fifty old scientist -- a prominent member of an 

“establishment” – your position and prestige are threatened if a new paradigm shows up.  Of 

course, the more detailed and rigid any given framework becomes, the more difficult it is for 

people to “think outside the box.”  As Transit Revolution takes off, people in the “Transit 

Establishment” will probably tend to see it as a threat in the same sense that Kuhn saw 

established scientists threatened by scientific revolutions.  

Fortunately, it will be “relatively” easy to detail and explain to the “Transit Establishment” the 

elements that are causing Transit Revolution.  It can’t be as complicated as getting old 
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Newtonian Physics scientists up to speed with quantum physics and relativity.  But we need to 

make the transition to a new paradigm as easy and painless as possible. 

The emerging “Sharing Economy” and our national need to Redefine Households – As a new 

paridigm for Transit Revolution emerges we’re seeing many new ideas -- but Stewardship isn’t 

one of them.  A commitment to the principle of being good Stewards of the Earth is rooted in 

Genesis -- a common root of the Christian, Jewish and Muslim religions.  The “Sharing Economy” 

is among the new ideas we see emerging.  I think this can be broadly classified as an application 

of the principle of good Stewardship.   But as we’ll see in the last chapter, there are difficulties 

with it’s widespread application.  

Here’s the start of the Wikipedia article on this: 

The sharing economy (aka the share economy, the shared economy, the mesh or the 

collaborative economy) refers to economic and social systems that enable shared access to 

goods, services, data and talent. These systems take a variety of forms but all leverage 

information technology to empower individuals, corporations, non-profits and government with 

information that enables distribution, sharing and reuse of excess capacity in goods and services.  

A common premise is that when information about goods is shared, the value of those goods 

increases, for the business, for individuals, and for the community. 

Wikipedia is itself an example of the sharing economy. 
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3. Finally!!! – Presenting the Minneapolis Phase RIGHT NOW! Plan 

  

Population and demographics --  

o Where is density greatest and most contiguous? –  

 

The map at the right shows the big picture for Twin Cities 

population density.  The dotted yellow line is the 494-694 

beltway.  The Minnesota River basin is a major barrier – the 

Mississippi is narrower, and has more bridges.  As you can 

see, population is denser near the center.  An arrow points 

to the area of highest density – south of downtown 

Minneapolis.  There is significant “urban sprawl” – a lot of 

the population is outside of the 494-694 beltway. 

The next map shows a green oval enclosing the area of 

highest population density in the Twin Cities.  This area is 

bounded by downtown Minneapolis on the North, the 

Mississippi on the East, and the “Chain of Lakes” on the 

West (Harriet, Calhoun, and Isles).   It is constricted but still 

open at the South, spilling into or through the suburbs of 

Richfield, Bloomington and Edina. 

 

The map at the right shows the same green oval (slightly 

rounder,) encircling the Five Minute Service routes for the 

Minneapolis Core Service Area (“CSA”; the North Lowry 

Crosstown is not shown.)  We’ll look at this in more detail 

shortly; for now, let’s just note the basic features:  Five 

Minute Service will be provided 18 hours a day on weekdays 

and Saturdays, with reduced service on Sunday.   People can 

reach all commercial areas walking no more than a city 

block, and can reach all locations in the CSA walking no more than a quarter mile.  Conventional 

taxi service will be available – and sometimes subsidized -- throughout the CSA. 
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o Transit Revolution Neighborhood Service Route (“NRS”) system 

The first map at the right shows Neighborhood Service 

Route (“NSR”) areas that will surround the Core Service 

Area (“CSA”,) again circled in green.  To highlight the 

NSRs areas, the CSA routes are not displayed.  (The 

Longfellow Neighborhood is highlighted with a light blue 

grid and a blue border.  The Longfellow Neighborhood 

Route, east of the Blue Line {Hiawatha}, does double 

duty – it’s part of the CSA, but it also functions as a 

Neighborhood Service Route loop.  It’s included in the 

CSA partly because it’s near the Blue Line – we can easily 

leverage use of the Blue Line to benefit the Longfellow 

neighborhood.)  Freeway Service Routes (“FSR”) are also 

shown. 

Five Minute Service will be provided in the NSR areas, but with more limited hours – service is 

not available during daytime non-rush hours.  Evening and weekend hours are also scaled back.  

The time blocks when Five Minute Service is running are long enough so that people can plan 

trips throughout Minneapolis during those times – the whole system, including the CSA, FSRs 

and NSR areas – will all be up and running.  

The second map on the right shows all the Phase RIGHT NOW! 

routes, but with a lighter, screened version of the population 

density map as background.  As you can see, there are 

significant areas of Minneapolis with virtually no population – 

some are industrial, some are lakes.  The main point of this 

illustration is to show that all the areas of Minneapolis with 

residential population are served by either a Transit 

Revolution Core Route, or a Neighborhood Service Route.   

Transit Revolution routes were designed so that almost the 

entire population in Minneapolis lives within  a quarter mile of 

one.   
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o Transit Revolution Freeway Service Routes (“FSR”) 

 

This map shows the Freeway and Rail Transit 

Revolution routes, including the proposed 

Southwest line (yes – we’ve taken over the 

Northstar and all light rail lines… they’re now 

all “occupied” by the Transit Revolution!)   

The map also includes Neighborhood Routes 

in the Near North, Camden, University and 

Northeast neighborhoods. 

As you can see, the Near North, Camden and 

Northeast Neighborhood Routes all lead to 

entry points on the FSR system.  Five Minute 

Service is offered along these freeway routes 

for all CSA hours – including 18 hours a day on 

weekdays.  The point is that people can use 

the Neighborhood Service Routes to quickly reach the FSR system, and can then move much 

faster by freeway or light rail to a point near their destination.  The trip can be completed using 

either the Five Minute Service Transit Revolution city street routes, or with Neighborhood Taxi 

service, which will be available at all FSR stations (the circles on the FSR lines.) Of course in 

many cases people will complete their trips by simply walking.   

The FSR system is also designed to link with commuter bus routes going between Minneapolis 

and suburbs.  The 46th Street I-35W Transit Station is a crucial hub – commuter busses use the 

left lanes to enter and exit the station.  People then use elevators to go to the street level, 

linking with all city street routes and FSRs on the 46th St bridge. 

Of course the Transit Revolution FSR system is designed to link everyone with the U of M. 

Finally, let’s keep in mind that all Transit Revolution lines (city street, freeway and light rail) 

allow you to roll on and off with a wheelchair, strollers, shopping carts, bikes, Segways, etc. 
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o Where do poor people need enhanced Neighborhood Service Routes (“NSRs”?) 

 

Let’s start with some useful background – a big picture view of the Twin Cities’ seven county 

metro area.  As you can see, areas with higher percentages of poor people (20% and up) are 

almost entirely within the city limits of Minneapolis and Saint Paul.    This is consistent with the 

Harvard study cited earlier – stating that poor people tend to be geographically segregated in 

areas that have above average public transit service.  It’s not surprising that the areas furthest 

out almost all have populations with fewer than 10% poor people.  It’s currently not practical – 

some would say not possible -- to live in those areas without a car. 
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This map shows areas of Minneapolis 

according to the percent of poor people.  

As you can see, the CSA, highlighted with 

the now familiar green oval, serves many 

areas with both high population density 

and – as we now see -- relatively high 

percentages of poor people.  There are 

also poorer residential areas north of 

downtown.  The map also shows 

Neighborhood Service Route (“NSR”) areas 

that will serve these people. 

As a matter of economic justice we will 

give priority to providing extended Transit 

Revolution service to areas where higher 

percentages of poor people will rely on 

this service.  We will reach this goal by providing extended service hours for the NRS areas 

shown.  

Two of the areas are a little problematic.  The NE-East/Downtown NSR area is the group of 

North South routes that all meet at the 18th Ave NE I-35W entrance ramp leading to downtown.  

These routes serve one square area in the 20% to 30% range for poor people, and just brush on 

the bottom – at the link with the Freeway Service -- with another area with 30% to 50% range 

for poor people.  However, that area is primarily industrial, and mostly unpopulated.    The 

second problematic area is Bryn Mawr -- the NSR on the west side that is closest to the green 

oval.  The area is fairly prosperous south of Glenwood Avenue, but it serves a significant 

percentage of poor people along Glenwood and heading into downtown.  To err on the side of 

caution and economic justice, the Phase RIGHT NOW! plan includes extended hours for all the 

NSRs shown above, including the problematic routes.  The low marginal cost of extended hours 

for these NSRs is outweighed by the fact that extended hours make it practical for many 

individuals and households to choose to own one less car – or no car -- and to rely on the Transit 

Revolution service – which again is being financed in large part through a utility model.  
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A summary with a map – This map shows all the Phase RIGHT NOW! Transit Revolution Five Minute 

Service routes proposed for Minneapolis.  As we saw earlier, all areas of the city with significant 

residential populations are served.  With few exceptions people will be within two long blocks (a quarter 

of a mile) of a route.  Neighborhood Taxi services, starting with conventional cabs, can help bridge that 

gap when needed.  In the final chapters, we’ll look in more detail at the Core Service Area (“CSA”), the 

Neighborhood Service Route (“NSR”) areas, and the Freeway Service Routes (“FSR”.)  
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4. The Minneapolis Core Service Area (“CSA”) 
 

 

The map at the right shows the Minneapolis 

CSA.  As noted in Chapter 1 – for a given city, 

the CSA should be the area near the Central 

Business District – typically five square miles 

or more – having the greatest continuous 

network of high population density.   Transit 

Revolution vehicles will provide Five Minute 

Service in the CSA, with extended hours: 18 

hours a day on weekdays and Saturdays, but 

reduced service on Sunday.   The network of 

routes in the CSA is designed so that people 

can reach all commercial areas walking no 

more than a city block, and can reach all locations in the CSA walking not much more than about 

a quarter mile (note: a few blocks in the neighborhoods on both sides of the Blue Line 

{Hiawatha} light rail are a little more than a quarter mile from a route.)  Conventional taxi 

service will be available immediately throughout the CSA, with a default price at market rates -- 

the current Minneapolis minimum fare is $5.  Organizations and commercial districts will be 

encouraged to provide direct service at reduced charge or free, and/or discounts for the 

Neighborhood Taxi Service, both for poor people, and for shoppers.  Neighborhood Taxis will 

deduct money from Go Card stored value accounts.   

 

Lake Street and the Greenway; unique 

problems and opportunities --   This map 

snippet highlights the Greenway, originally a 

below-street-grade railroad right of way that runs one block (an eighth of a mile) north of Lake 

Street.  The Greenway runs from the Uptown Transit Station, on Hennepin, to just West of the 

Blue Line (Hiawatha) light rail station that passes over Lake Street.  East-west bus service runs on 

Lake Street, crossing the Mississippi and going to downtown Saint Paul.  According to the MTC 

Route 21 schedule, the full trip is 77 minutes mid-day – but schedules on this route are often 
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meaningless during rush hour due to congestion.  From Hiawatha East the congestion typically 

isn’t too bad, but it often becomes severe to the West – especially from Chicago to Lyndale.  As 

we see from the Metro Council graphic on the right, bus routes on major Minneapolis city 

streets typically relieve congestion by 

carrying a significant percent of all 

people traveling on the street.  

However, while Nicollet carries 37% of 

all traffic, Lake Street currently carries 

only 19% of total traffic, (the Lake Street 

route also has a higher ridership than 

Nicollet, but it’s a longer route.)  

Obviously there is room for a very 

significant reduction in traffic congestion 

if we can crank up the number of people using transit on the Lake Street corridor.     

To do this, the Phase RIGHT NOW! plan will use the Greenway right of way between Hennepin 

and Hiawatha.  The plan is simple: GRADE, PAVE, USE.   The right of way is a hundred feet wide, 

about half of that is used for the current bike paths -- but the south half has plenty of room to 

put in a road.  For a typical North-south bridge there are three bays – in general we can use the 

South bay (on the right) to run the road through.  We only need about nine feet of clearance.  

For a few bridges it’s possible some extra work may be needed to get a path wide enough for 

that clearance – but I doubt it.   

According to the Minnesota Department of Transportation, it costs about $130,000 per mile to 

pave a gravel road with hot mix asphalt.  So hey!… all we need is a gravel road on the South side 

of the Greenway.  This shouldn’t be too difficult – the basic requirement is to clear some brush, 

grade it, and put some gravel down.  To be on the safe side, I estimate the Greenway road cost 

at $5 million, or over $1 million a mile.  Might not last long…  but hey, this is REVOLUTION! 

Returning to the map snippet, the grey dots 

represent mostly intersections with North-

south CSA routes – spaced about every 

quarter mile (for the dot between Hennepin and Lyndale, the routes are spaced more   
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than a quarter mile.)  For each of the North-south route intersections, we will install an elevator 

on each side of the North-south street.  This will link the North-south Transit Revolution 

vehicles -- as well as Neighborhood Taxis and Metro Transit busses – with the below grade East-

west Greenway Transit Revolution vehicles.  These elevators will of course be available to bikers 

who want to move from street level to the Greenway.  I’ve estimated elevator costs, with simple 

enclosed stations top at bottom, at $250,000 each.  Ten intersections with North-south routes 

require two elevators – on on each side of the street.  One additional location (between 

Hennepin and Lyndale) requires one elevator  – the far right grey dot is at street level.  This 

totals to a requirement for twenty one elevators, for a cost (rounded) of about $5 million.  So… 

for about $10 million we can get Greenway Transit Revolution service up and running. 

Because the Greenway is one block north, we will want to plan on providing plenty of taxis to 

move people – including families with children and strollers – to and from Lake Street and the 

Greenway elevator stations.  The point is to make everything as easy as possible -- to encourage 

the largest number of people to use the Greenway.  Greenway users will benefit from faster 

travel on the Greenway, where the speed limit will be 40 mph, and where there are no stop 

signs or stop lights – only stations every quarter mile.  The Phase RIGHT NOW! plan calls for an 

initial budget of $10 million per year to contract with cab companies for Neighborhood Taxi 

service – for the Greenway this will provide cabs dedicated to transporting people back and 

forth, for a nominal charge of $1 per ride (not per person.)  This cab service subsidy will be 

continued for the first two or three years of operation.  Beyond that, we will encourage 

organizations and businesses to provide Neighborhood Taxi service at a reduced cost, or free.  

We will review more funding mechanisims, including any or all of these: 

 Selling sponsorships to local businesses.   

 Increasing the cab charge, and providing stored value on Go Cards on a sliding scale, so 

that poor people still have access to the cabs when they need them. 

 Valuing the savings to everyone from reduced congestion on Lake Street, and providing 

a permanent subsidy for cab service to and from Lake Street and the Greenway  based 

on what we determine the economic value of reduced congestion.  This cost could be 

passed on to local businesses in various ways, and in whole or in part, including a special 

assessment district, or higher transit utility charges for people who live near the 

Greenway.    



Demand Transit Revolution! Bob “Again” Carney Jr.  8/18/13 edition, page 43 of 148 

The Lake/GW/ 38th St CSA Loop – the map below shows this loop – it’s expected to be one of the two 

most important and widely used loops in the CSA.  Not only is it at the center of the CSA, the portion 

west of Hiawatha has very high population density, and there are high percentages of poor people 

within almost the entire area of the loop.  Transit Revolution vehicles will travel this loop in both 

directions, running on the Greenway from Hennepin to past Cedar, then jogging over to Lake Street 

just before Hiawatha.  The loop then continues along Lake Street to 46th St, and heads South to start 

the 38th St portion of the round trip, which follows the existing Metro Transit 23 line.  The large red 

dots represent intersections with the FSRs.  (Note: not all FSR vehicles will stop at 38th St, some will 

only stop at Lake Street and 46th Street.  The ones that do stop at 38th St will be frequent enough to 

provide five minute service at 38th St; they will enter and exit using the right lanes at 35th and 36 St, 

stop on 38th Street, and loop back to 35th/36th as needed.  This is not ideal, but it also provides a link 

to the FSRs at 35th/36th St.  Eventually, there will be a center lane Transit Stations at Lake Street, 

extending to the Greenway, and (hopefully) another at 38th St.)  As discussed above, the smaller grey 

dots are(with two exceptions) intersections with North-south CSA loops – we’ll look at each of these 

shortly.  

 

 

Lake Street is the most major East-west city street commercial artery in the Minneapolis street 

system.  While 38th St doesn’t have nearly as much commercial development, it is still also an 

important Wast-west commercial street.  The 38th St part of this loop is also important because it 

will bring people to the north-south routes that link to Lake Street and the Greenway.  With Five 
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Minute Service it makes it a lot more practical for people to hop on the 38th St part of the loop, hop 

off at the nearest North-south loop, and then connect with Lake Street or the Greenway.  This 

convenience (relative to waiting for more infrequent busses) is of course one of the big selling points 

of Transit Revolution – we are drastically cutting the Transit Time Tax.  As Transit Revolution takes 

off, we’ll look at upgrading service in the CSA even more -- to three minute service during some 

hours, such as weekday evenings – or making the service routes more dense, reducing walking 

distance.  

 

The Franklin/26th-28th St CSA Loop – the map below shows this loop – – it’s expected to be the second 

of the two most important and widely used loops in the entire system.  It is towards the center of 

the CSA, and near downtown.  The entire area has the highest population density in Minnesota; 

there are also high percentages of poor people within the entire area of the loop.  Vehicles will 

travel this loop in both directions, running on Franklin from Hennepin to Hiawatha, and connecting 

on the south with two one way streets: 26th St for West bound vehicles, and 28th St for East bound. 

 

 

 

 

 

 

 

 

When you include both North-south and East-west routes, the South part of this loop has the 

shortest average walking distances anywhere in the sytem.  Only the two block swath from 22nd 

Street to 25th Street is more than one block from an East-west route.  The North-south grid is very 

dense, there are eleven Nourth-south routes from Hennepin to Hiawatha.  On the Northwest 

corner, the routes jog a little North, to a major connecting and transfer point – expected to emerge 



Demand Transit Revolution! Bob “Again” Carney Jr.  8/18/13 edition, page 45 of 148 

as a Hennepin/Groveland Transit Station above the intersection of Lyndale and Hennepin – 

described at the end of this chapter.  The Nicollet DT/Crosstown route interesects this loop three 

times, and provides additional links to the I-35W FSRs at Lake Street.  FSR vehicles also stop at the 

Franklin Blue Line (Hiawatha) station – providing links to the U of M, Northeast Minneapolis, and 

North Minneapolis.  

The Nicollet DT/Crosstown and Chicago 3rd/4th  routes go through downtown, as does the Blue Line 

from the Blue Line Franklin station.  In addition, there are good connections to frequent downtown 

service at the Hennepin/Groveland station.  Additional short downtown service routes may be 

added, intersecting at points along Franklin.  The very frequent service along Franklin, from both this 

loop and the North-south loops that run along it, should significantly reduce traffic congestion along 

Franklin. 

 

The Bryant/Lyndale/Grand CSA Loop – Vehicles will move in both 

directions along this route.  On the West it follows the Metro Transit 4 

route, from the Hennepin/Groveland Station on the north, along 

Lyndale to 31st St, then over to Bryant to 46th St.  At 46th it runs along a 

spur to the I-35W 46th St Transit Station, linking to both Metro Transit 

and suburban commuter busses, and the Transit Revolution FSRs.  The 

loop then comes back to Grand, where it proceeds to Lake Street, 

jogging one block over to Pleasant and completing the loop at the 

Hennepin/Groveland Station.   

Except for the commercial corridor on Lyndale North of Lake Street, 

this loop is primarily residential, with high density due to many 

apartment buildings.   In addition to links with the main East-west 

loops, many people will find the access to the Freeway system at 46th 

St can be a time saver.  Routes from the I-35W 46th St Transit Station 

will provide fast access to both the center of downtown, and to the 

fast-growing downtown East area.  The Greenway link will also provide access to I-35W freeway 

service at Lake Street.  People headed to downtown St. Paul will find freeway service from the 46th 

Street and Lake Street faster than going downtown and taking the Green Line light rail.  The loop is 
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tight – people from Hennepin to Nicollet won’t have to walk more than a long block and a half to 

reach either this loop, or the nearby Hennepin and Nicollet service.  

The Nicollet DT/Crosstown CSA line – this runs from just Northeast of downtown to 66th St – (Note: 

Phase RIGHT NOW! of the Transit Revolution is geared to Minneapolis, but this route will certainly 

be extend past the Hub shopping center at 66th and 

Nicollet, in Richfield.) 

As noted in one of the graphics above, transit riders 

already represent 37% of all “person throughput” on 

Nicollet.  The Nicollet DT/Crosstown line runs in both 

directions, and follows the Metro Transit 18 route, but 

with short spurs to the Lake Street I-35W Transit stop 

and the I-35W 46th St Transit Station.  South bound 

vehicles move to Stevens Ave, next to I-35W, at 28th St, 

and return to Nicollet at Lake St – North bound 

vehicles follow the current Nicollet detour, moving to 

1st Ave at 31st St, then back to Nicollet just north of the 

Greenway.    

As with the Lake Street-Greenway corridor, Nicollet is 

a major commercial route for its entire length.  

Because of its proximity to I-35W it is also the logical 

route for people using the Transit Revolution FSRs to 

complete their trips when they need to move North or 

South.  While there are a number of bridges over I-

35W, this route primarily serves the residential area on 

the west side of the freeway.  This is also a high density residential area, with many apartment 

buildings along Nicollet.   

This is a major Transit Revolution link to downtown – it follows the Nicollet Mall through the heart 

of the business district.  The Nicollet DT/Crosstown line also passes within a block of the Convention 

Center – Nicollet Avenue is marketed to convention goers as “eat street” due to the large number of 

restaurants.  Going past the new Minneapolis Central Library, the Nicollet Line crosses the Hennepin 
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Avenue bridge, and reaches the major residential and commercial developments on the East bank of 

the Mississippi.  It’s an easy and scenic walk along the river from the Hennepin Avenue bridge to the 

historic Milling District. 

The Chicago  3rd/4th CSA Loop – This is another route that 

connects directly with downtown, following 3rd and 4th 

Avenues on the West side, and the Metro Transit 5 line – the 

Chicago Line – on the East side (the 5 line has the highest 

ridership of any City Street line, about 7% of all riders, 

including Light Rail and the Northstar.)  The CSA loop runs 

South to 46th St -- a Neighborhood Service Route loop 

continues further south.  A spur connects both sides of the 

loop to the I-35W 46th St Transit Station. 

Unlike the Metro Transit 18 Nicollet line -- which ends at 

downtown Minneapolis  -- the Metro Transit Chicago line links 

North and South Minneapolis.  The 5 route runs from the 

North suburb of Brooklyn Center, through the Camden and 

Near North neighborhoods of Minneapolis, then through the 

heart of the downtown business district to Chicago Avenue, 

and South on Chicago to the South suburb of Bloomington and 

the Mall of America.  A trip from one end to the other takes 

about an hour and 20 minutes.  The length of the route, high 

population density, and the high percent of poor people along 

the route, all combine to result in a high demand for service – 

in turn, this high demand results in more frequent service.   

The central portion of the MTC 5 line – from Broadway on the 

near North side to 38th St on the South, runs every seven or eight minutes, during both rush hour 

and mid-day.   

Chicago Ave is a major commercial and multi-family housing corridor, although it becomes more 

residential South of Lake Street.  There is high population density, and many apartment buildings, 

along and near the entire length of the Chicago side of loop – from downtown to 46th St. 
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The 3rd/4th Ave side of the loop is high density residential and commercial North of Lake Street, but 

quickly becomes primarily residential, with some apartments, South of Lake Street.   

This loop will bring many people directly to and from downtown, including people who transfer to it 

from East-west loops, and people going to Downtown East.  It also serves many commercial districts. 

The Oakland / 12th CSA Loop – This route 

goes in both directions, and straddles the 

Chicago  3rd/4th CSA loop in this sense: 

the Oakland side of this loop is to the 

west of Chicago, while the 12th Ave side is 

to the east of Chicago.  This loop has one 

main function – to decrease the 

maximum distance from the nearest CSA 

route.  Without this loop, Chicago and 

Bloomington are at the maximum half 

mile separation -- meaning that people 

about half way between will walk about 

two blocks, sometimes more, to reach a 

CSA route.  On the other side of the 

Chicago  3rd/4th loop, Chicago and 4th are 

three eights of a mile apart – people in 

the middle will walk about two blocks.  

With this loop, few people in the center 

of the CSA will have to walk much more 

than one block to reach the nearest north-south stop.  Because this loop straddles the Chicago  

3rd/4th loop, people going downtown can get off at Franklin and Chicago, and transfer to the Chicago 

Transit Revolution vehicles. 

The 12th Ave part of this loop jogs over to Chicago to go around Powerhorn Park, and again to go 

around St. Mary’s Cemetery at the South end.  There is a spur to the I-35W 46th Transit Station at 

the South end, providing access to the FSRs and suburban commuter routes.  
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This loop is in the area of highest population density, and only the south end – from 42nd St to 46th 

St, serves a neighborhood where less than 20% of the people are poor.  People in these households 

are most likely to respond to shorter walking distance by deciding they need one less car, or don’t 

need a car at all.  When people decide this, ridership will increase, and traffic congestion will 

decrease. 

The Bloomington/Blue Line CSA Loop –  This loop also 

runs in both directions, and it is strongly oriented 

to the Blue Line (Hiawatha) Light Rail.  A spur is 

planned to run (with no stop) from Cedar to the 

Lake Street light rail station and back – although 

this could be dropped if a transfer to the Lake 

Street route proves acceptable (with the spur, all 

stations along the line are connected to the West 

side of the loop.) 

The area served south of 42nd St is more 

prosperous, and has a slightly lower population 

density.  South of Lake Street the areas served are 

primarily residential -- mostly single family houses.  

Because the 46th St Crosstown line runs along 42nd 

Street from Cedar to 28th, almost all the area 

within the loop is within two long blocks of 

service.   

One major goal for this loop is to make the Blue Line (Hiawatha) Light Rail as accessible as possible 

to people living in this neighborhood.  The Blue Line offers fast service to downtown, the airport, 

and the Mall of America.   There are also good east-west connections to the FSRs on I-35W, and to 

the suburban commuter routes that stop at the I-35W 46th St Transit Station.   Because the Blue 

Line will soon link with the Green Line (Central Corridor,) the people living within this loop will be 

right at the top in terms of the overall quality of access to transit service.  To make this high service 

level even higher, Neighborhood Taxi service will be added as quickly and extensively as possible, 

along with as many park and ride lots along routes as possible.  Again, the idea is to encourage 
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households to own one less car, or no car – both higher transit use and less traffic congestion are 

expected results. 

The south part of this loop runs from Bloomington and 46th St to the Blue Line (Hiawatha) 50th St 

station, and then loops back on Hiawatha to the Blue Line 46th St Station.  Because it parallels one of 

the two Nokomis/Blue Line Neighborhood Routes, people using this route are linked to the CSA, 

and have good access to the I-35W 46th St Transit Station.   

The Longfellow/Blue Line CSA Loop – this is 

similar to the Bloomington/Blue Line CSA 

loop in that it serves primarily residential 

neighborhoods, and it is strongly focused 

towards the Blue Line Light Rail.  The West 

side of the loop runs along Minnehaha, 

which runs parallel to Hiawatha. For this 

reason, it is easy to run short spurs to each 

of the Blue Line stations.   

On the North end this loop takes Riverside 

to Cedar, and stops at both the Blue Line 

Franklin Station and the Green Line West 

bank Station before returning to 

Minnehaha.  From Lake Street to Franklin, 

much of the area in the loop is commercial 

and industrial.  South of Lake Street the 

population density is somewhat lower than at the center of the CSA, but still very substantial.  The 

percentage of poor people is mixed, some areas have a high percentage, but the areas near the 

Mississippi are at the low end – less than 10%.   

The overall access to transit service for this neighborhood is comparable to the neighborhoods on 

the West side of the Blue Line, so what was just said for that route generally applies.  Trips to the 

center of the CSA, and to the I-35W 46th St Transit Station are about an extra mile compared to the 

West side, but all the East-west links are there for both sides of the Blue Line. 
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In addition to connecting with both the Blue and Green lines, this route stops at the Cedar/I-94 

ramps, and reaches the Washington Ave I-35W link before turning around.  The importance of 

reaching these four nearby and fast transit rights of way will be looked at next.   To make this high 

service level even higher, Neighborhood Taxi service will be added as quickly and extensively as 

possible, along with as many park and ride lots along routes as possible.  Again, the idea is to 

encourage households to own one less car, or no car – both higher transit use and less traffic 

congestion are expected results. 

The U of M/18th Ave NE CSA route – 

This combines a CSA loop with a 

Freeway Service Route (“FSR”) 

to Northeast Minneapolis.  It’s 

worth looking at in substantial 

detail, because the U of M part 

of the route is duplicated by two 

other U of M routes. 

We need to consider a key point 

before proceeding.  The U of M 

West bank part of this loop 

involves four major high speed 

routes that are near each other 

– but not near enough to form a 

hub where you can walk from 

one to the next.  These are: 1) 

the Washington Ave ramps for I-

35W, which connects Northeast 

Minneapolis and beyond to 

downtown.  2) I-94, which connects points East (to St. Paul and beyond) to downtown.  3) the 

“opening soon” Green Line West Bank Station, and 4) the Blue Line Franklin Station.  These two lines 

merge at the Downtown East Station -- but with super-frequent Transit Revolution vehicles and 

routes, it is better to connect all four high speed routes at this West bank nexus.  
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Here’s how this works:  There are actually two route systems here.  One route system runs from the 

U of M East bank, along I-94, stopping at Riverside, then exiting at Cedar, and jogging down to the 

Blue Line Franklin Station.  It then doubles back to Cedar, goes East to 20th Ave, North to the Carlson 

School, over to 19th Ave, and North again to the Green Line West Bank Station.  It then heads to the 

Washington Ave ramp for North I-35W, stopping at University/4th St, and then back on to I-35W to 

19th Ave NE.   The return trip is a reverse, stop by stop.   

The second route goes in both directions, but this route turns around at Washington and I-35W.  

The East-to-west loop follows the route described above to I-35W and Washington, then retraces 

that route to the Blue Line Franklin Station, and returns to the U of M East Bank loop on Franklin.  

This is the route providing service on Franklin east of the Blue Line station --  crossing the 

Mississippi.  The West-to-east loop is the same route in reverse.   

The map insert shows how the NE – East/Downtown NSRs, and the University - Como NSR all link 

up to I-35W, at 18th Ave NE and University/4th Ave respectively .   

The CSA loop element runs in both directions – but it is one way as it circles the U of M East bank 

campus south of Washington Ave – it connects  to the Green Line East bank station on Washington.   

Due to the high concentration of students, the population around the U of M area served by this 

CSA route has an unusually high population density, and over 50% of that population is poor 

(resident students are typically poor.) Traffic congestion is a serious challenge for the U of M.  For all 

of these reasons, transit service improvements at the U of M are needed, and should be welcomed.  

Here’s the second key point: The other two U of M routes – to and from South and North 

Minneapolis -- will also exit at I-35W and Washington and reach both the Green Line and the Blue 

Line station before entering I-94 at Cedar to go to the East bank loop.  This means the service 

connecting these four high-speed routes will be super fast – you typically won’t wait more than two 

minutes for a vehicle from one of the three routes that go between these four high speed locations.  

Obviously, in the short run this is excess capacity.  However we need to keep in mind that Phase 

RIGHT NOW! of the Transit Revolution is only the beginning.  Phase Three includes five minute 

service on all the freeway and light rail routes inside the 494-694 beltway.  Because the U of M West 

bank is the area where four of these routes meet, it is naturally a place where we want a major 

Transit Hub connecting all of those routes.  That’s what these three U of M routes amount to – 

super fast links between all of them.  By the way, as this West bank area emerges as a hub, it will 
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make sense to add an entrance and exit ramp on the West side of Cedar and I-94, so that I-94 

Transit Revolution and commuter routes can stop at this hub, and then continue. 

So… as Transit Revolution expands to broader freeway service, this hub will become increasingly 

crucial.  For the present, people using the Minneapolis system will use the FSRs to go to this hub, as 

an interchange for both of the light rail lines and the commuter busses running on these freeways.  

The potential of this hub will be considered further in the next chapter. 

The 46th St Crosstown CSA Route – This follows the Metro Transit 46 line, which was added when the 

Blue Line (Hiawatha) Light Rail started running.  For Transit Revolution, this line is added to 

maximize the value of the I-35W FSRs and suburban commuter routes, and the Blue Line.  People in 

South Minneapolis can gain the full benefits of these higher speed transit options, including low cost 

access to the airport, as well as access to the CSA network through all its service hours.   

Designated and contracted park and ride along the 50th St section of this route should be an 

important supplement to the route’s value.  Park and ride service can be expected to draw users 

from around Lake Harriet, and from the area from Nicollet and 46th to the city limits on the South 

and West.  As just a few example  of park and ride opportunities, Mount Olivet Lutheran Church has 

half of a square block of parking right on this route – the Christian Science church across the street 

has additional parking available.  The Church of Christ the King, between York and Zenith, has a 

significant amount of parking, as does Lake Harriet Methodist Church, between Beard and Chowen.  

A communication system will be needed to reroute park and riders when churches need their lots 

for funerals or other events – but these lots often have few cars during the business day.  

Because the Southwest neighborhoods of Minneapolis are prosperous, few households are likely to 

give up cars, although some may find they need one less car.  The combination of park and ride with 

Transit Revolution routes should reduce congestion throughout the metro area. 
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Through its length this line passes through neighborhoods that are relatively prosperous.  From 

Lyndale to Chicago, and again from Bloomington to Nokomis, It is on the south boarder of 

neighborhoods with percentages of poor people from 10% to 20%.  From Bryant to Cedar, the 46th 

Crosstown is an important East-west connection for all the North-south lines in the CSA, and for 

NSRs linking to it from the south. 

The Lowry Crosstown CSA Route – This is certainly the simplest of all the routes.  It crosses the 

Mississippi at Lowry Avenue North – using one of only four North Minneapolis Mississippi River 

bridges.  A link to I-94 is proposed – currently there are no freeway exits or entrances at Lowry. 

 

 

 

 

 

It is difficult to assess what the impact of this route will be.  As shown on the MTC map below, this 

follows the Metro Transit 32 line from the Robbinsdale Transit Center to the Rosedale Transit 

Center.  However, It only runs once every half hour on weekdays, including during rush hour.  As the 

Metro Transit map shows, it is also the only Metro Transit city street bus route that crosses the 

Mississippi north of downtown Minneapolis.  Think about that!  This means from a Public Transit 

point of view, North Minneapolis and Northeast Minneapolis are effectively separate communities.   

Because these communities are currently 

so isolated, I don’t anticipate there will be 

significant initial ridership.  But while it 

intersects no other core street routes, it 

does intersect a lot of North-south bus 

routes, and it also intersects a lot of 

Transit Revolution NSRs.  This route 

supports a policy principle: that there 

should be at least one route with Five 
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Minute Service linking between all major geographical communities.  The Mississippi divides the 

part of Minneapolis North of downtown into two communities: North Minneapolis and Northeast 

Minneapolis.  The Lowry Crosstown CSA route connects these two communities with Five Minute 

Service.  

Before proceeding to wrap up presenting the CSA routes – this is a good time to examine more closely 

what I’ve called the Transit Time Tax, and its impact.  As we’ve seen, there is only one Metro Transit 

city street bus every half hour crossing the Mississippi North of Downtown – this includes rush hour.  

What does this mean in terms of the ability of someone to use Public Transit to commute across the 

river to a job? 

First let’s note that unless either the job -- or the person’s home – or both – are within a quarter of a 

mile or so of Lowry, a commuter must transfer twice on each trip.   

Second, the timing of the first transfer must be based on when the bus reaches the transfer point to 

the Lowry bus.  If the first bus reaches it less than five minutes before the Lowry bus, there’s a 

significant risk that a delay of the first bus will resulting in missing the Lowry bus, and being half an 

hour late to work (or coming home.)  Depending on how the schedules mesh, it may be necessary to 

plan on a typical wait of up to twenty minutes, or more, from the first bus to the Lowry bus.   

Third, there will be a wait when transferring from the Lowry bus to the third and final bus.  Again 

depending on how the schedules mesh, this could be up to another twenty minutes – or more. 

Repeat this process on the return trip, and the possible delays for transfers alone – just waiting -- 

can easily be more than an hour a day. 

In addition, timing is crucial both when leaving home, and when returning.  If you are late getting 

out the door either way, the consequence can be a half hour delay – or more – if you miss the Lowry 

bus as a result. 

Given these realities, anyone who takes a job that requires commuting across the Mississippi north 

of downtown Minneapolis will justifiably view owning a car as a necessity. 

The Lowry Crosstown loop radically changes this equation.   Due to five minute rush hour service on  

North-south Neighborhood Route on both sides of the Mississippi, the Transit Time Tax waiting for 

vehicles is cut to a maximum of about fifteen minutes each way – assuming you just miss every one.  
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The average time waiting for all three vehicles to arrive is seven and half minutes one way.  This 

makes it practical to commute over the Mississippi North of downtown Minneapolis using Public 

Transit.  Even during times when the NSRs aren’t running, the continuing Five Minute Service on the 

Lowry Crosstown route is a big improvement in the quality of service. 

An emerging Hennepin/Groveland Transit 

Station! – The Phase RIGHT NOW! plan has 

several CSA and NSRs looping around 

Hennepin and Lyndale, turning around at 

Groveland Terrace, located at Hennepin 

Avenue United Methodist Church and just 

south of the Walker Art Center.   

The initial plan is simple and inexpensive – a 

more elaborate design with more is coming.   

But… this is a Revolution – you do what you 

gotta do for Phase RIGHT NOW!   

The initial plan is to use eminent domain to 

acquire the triangle circled above, near 

Hennepin Avenue United Methodist Church 

(a screen scrape from the Hennepin County 

Property Information site shows the triangle 

below.)  This will allow Transit Revolution 

vehicles to briefly enter Groveland after 

leaving the Transit stop across from the church, and then loop 

around to the Transit Stop on Southbound Hennepin and Lyndale 

– before they split.  From this stop, Transit Revolution vehicles 

coming in from Franklin and Lyndale will complete their loop.  

Other Transit Revolution vehicles coming from the Olson 

Hwy/7th St North Minneapolis Hub, or exiting from I-94 and 

stopping in front of Hennepin Methodist, can enter or re-enter I-

94, which also allows access to Southbound I-35W.  All this 
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activity can begin immediately – but there is much more that can be done to develop this location into a 

central Transit Hub linking to all of downtown Minneapolis.  We’ll briefly consider what could be done 

going forward – but the Transit Revolution Phase RIGHT NOW! plan has already been summarized.  

The map at the right shows some routes that 

could come from a Transit Hub built over the 

existing road infrastructure from the I-94 exit 

ramp just South of Hennepin Avenue United 

Methodist.  As noted, this can be implimented 

immediately – as part of Phase RIGHT NOW!  

Because that plan will leave the existing bus service as-is, people will exit the 

Transit Revolution vehicles at the bus stop next to the triangle at Groveland, 

and will then board current Metro Transit busses running routes 4, 6 and 12.   

The map at the right shows the large area above the current tangle of 

roadways, where we could put a Transit Hub on top, without requiring any 

additional land (the triangle in from ot Hennepin Ave Methodist could then be sold back to the Church – 

thanks for loaning it!)  Let’s briefly consider the expansion possibilities, starting with a survey of current 

routes heading downtown that could be served by the proposed Transit Station.     

Four Metro Transit routes currently go past Hennepin and Groveland: the 4, 6 and 12 all approach from 

the South, while the 25, serving the Lake of the Isles neighborhood, approaches from Douglas on the 

West.  However, we should factor in the 17 route, which currently goes down Hennepin to 24th and then 

heads to Nicollet.  We should also factor in U of M bus service.  This is being written during summertime, 

when these schedules are cut back, but the Metro Transit 113 and 114 routes both use the I-94 exits 

that are part of the proposed Transit Station. 

When you run the numbers for the proposed location, including route 17, we find that between 8:00 to 

9:00 during the morning rush hour, 28 full sized Metro Transit busses head down Hennepin or Lyndale, 

and then to downtown or to the U of M.  That’s an average of one every 2.1 minutes – far above our 

Transit Revolution Five Minute Service standard.This drops to 15 midday busses from 1:00 to 2:00 – still 

an average of one every four minutes.  The 12 route doesn’t run beyond the Hennepin Transit Station 

during midday, so riders on those busses heading downtown exit and board a route 6 bus. Here’s the 

bottom line: we already have a critical mass of transit riders heading to and from downtown that either 
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enter the proposed Transit Station site, or in the case of the Metro Transit 17 route, could be rerouted 

to go there. 

Let’s now examine an 

enlarged version of our 

map of possible transit 

routes.  The main idea is 

that with a Transit Hub 

above the highway and 

freeway lanes, both 

conventional buses and 

Transit Revolution 

vehicles could enter and 

exit the Transit Hub from and to all of these routes, and from all the Transit Revolution street routes 

that go to this Hub from the South.  People can then exit one vehicle and board another one routed and 

optomized to go quickly and directly to their downtown desitination. 

Groveland Ave currently affords quick and direct access to Nicollet and Third Ave.  The 

Hennepin/Groveland Transit Hub could keep using Groveland for these routes -- or something else 

could be added… possibly transit-only elevetated freeway lanes over the I-94 corridor.  This would afford 

the option of extending the lanes into downtown further to the east, with Five Minute Service on all of 

them, and with no stops between the Transit Station and, say, 12th St downtown.  Alternatively, these 

routes could remain elevated throughout downtown.  If we allow only Transit Revolution vehicles on it, 

those vehicles are significantly lighter than conventional busses.   The service to downtown would then 

have no stop lights, and each vehicle would be optimized to stop only two or three times altogether.  

This would obviously become a preferred way for most people to enter downtown from the South and 

West.  But this logic can be extended: many from the North might want to continue on to this Hub; 

elevated, dedicated transit lanes could be added linking to the Transit Hub at Olson Hwy and 7th St 

North.  Transit riders on I-94 on the East and I-35W on the South could also use the 

Hennepin/Groveland Hub – at freeway speed it takes about one more minute compared to exiting 

directly into downtown.   Similarly, transit routes coming in from the Northeast on I-35W could be 

routed to the Hennepin/Groveland Hub.  If we have an optomized grid of access lanes to and from all of 

downtown – designed to bring you quickly and directly to anywhere in downtown -- there is a major 
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advantage to having all these  lanes originate and terminate at a single point.  A Hennepin/Groveland 

Transit Station appears to be the logical site to choose.  
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5. The Minneapolis Freeway Service Route (“FSA”) system 

 

The map at the right shows the Freeway 

Service Route system (“FSA.”)   The light 

rail and Northstar routes are included – 

the proposed Southwest line is also 

shown (I’m assuming the cost overrun 

problem can be worked out, and that it 

will be built – but the Transit 

Revolution is not at all dependent on 

it.)   There are two main purposes to 

this system.  First, it is a way for people 

to move longer distances within 

Minneapolis at something approaching 

freeway speed – slowed down 

somewhat by stops as frequent as one 

every mile (sometimes less than a mile.)  

Second, these routes are a way to link 

suburban commuter routes to Transit 

Revolution service -- including reverse 

commuter trips -- to open up access to more jobs.  The I-35W 46th St Transit Station is expected to play 

an especially important role in this.  It is a stop for all surburban commuter busses coming into 

downtown Minneapolis on I-35W, and could also be a stop for the new Red Line of rapid bus service 

that runs on Cedar, as well as for everyone who commutes from the Mall of America’s MOA Transit 

Station to downtown Minneapolis.  Unfortunately, the Red Line currently terminates at the MOA 

Transit Station.  More on the “Red Line Problem” (“RLP”) at the end of this chapter.   

Our next step in this brief chapter is to examine each of the FSRs, one by one, also onsidering the Blue 

Line (Hiawatha) and the new Green Line.  As we do this, we will examine the CSA routes and NSRs that 

link to each FSR.  In some cases, CSA routes and NSRs will be included as inserts in the illustrations. 
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The 49th Ave N/66th St S FSR – This route spans 

Minneapolis, from I-94 at 49th Ave N to I-35W at 66th 

St S.  It makes connections at 49th Ave and Dowling 

Ave with the Camden Neighborhood Service Routes.  

There is a proposed link at Lowry Ave No with the 

Lowry Crosstown – there are no freeway exits or 

entrances here, but there is enough room on both 

sides to have a Transit stop like the one currently on 

Lake Street (let’s add elevators, like the Greenway.)   

The next stop is at the Olson Hwy/7th St N Transit 

Hub, where this Freeway route links with all the 

Near North NSR loops, including one that runs on I-

94 from Dowling to Olson Hwy /7th St.  At this point, 

the route leaves I-94, following service roads on 

each side to the Hennepin/Groveland Transit 

Station.  This stop provides links to several CSA 

routes, and also has entrance and exit ramps to I-94.  

The route resumes travel at freeway speed, turning 

south on to I-35W with stops at Lake Street, the 46th 

Street I-35W Transit Station, 54th St, and ending at 

66th St.  All of these stops except 66th St link with at 

least one CSA route, or a NSR.  66th St links with 

Metro Transit’s 551 route, which runs every 15 

minutes from the MOA Transit Station to the 

Southdale Transit Station, passing through 

downtown Richfield.  Of course as the Transit Revolution advances the East-west 66th St route is a 

prime candidate for Five Minute Service. 

The map insert shows how the Camden and Near North Neighborhood NSRs are designed to link to 

the 49th St N/66th St S FSR.  This provides fast access for Camden and Near North residents to Transit 

Revolution routes throughout Minneapolis -- and to suburban commuter bus reverse trip runs.   
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The Downtown/66th St S FSR – This 

route goes from Washington Ave 

downtown, along 4th and 5th Ave, to 

12th St, where I-35W reaches 

downtown.  It then proceeds along I-

35W to 66th St in Richfield, stopping 

at Lake Street, the 46th St Transit 

Station, and 54th St.  All stops, 

entrances and exits are from and to 

the right side lanes – to avoid the 

need to cross all the lanes to and 

from 46th St. 

Both the CSA Nicollet line and the U 

of M to South Minneapolis route fill 

in the gap between Lake Street and 

the I-35W 46th St Transit Station.  The 

Freeway routes starting at 49th Ave N 

on I-94, and 18th Ave NE on I-35W, 

also follow this route.  All of these 

routes stop at the 46th St I-35W 

Transit Station.   

The insert map shows what a large area is served by this route, and the other routes that go along 

part or all of the length of I-35W from downtown to 66th St.  I-35W is the only North-south freeway 

in South Minneapolis (Hiawatha has stop lights, and city street posted speeds.)  From downtown to 

60th St it’s about 3.5 miles from I-35W to the Mississippi.  The I-35W right of way then jogs west 

about a mile, and then it’s more or less straight South to Iowa.  The North-south blocks on the street 

grid are twice the length (8 to a mile) of the East-west blocks.  The whole effect is to funnel traffic 

South from Minneapolis, through Richfield and Bloomington, and then to Burnsville and beyond, 

crossing the Minnesota River valley. As the Transit Revolution gains momentum, fast Five Minute 

Service along I-35W will be a backbone of the expansion.  We can expect this route to have a lot of 

riders.  
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The Blue Line and the Green Line – the 

map on the right shows Phase Three 

Transit stops planned along Freeway 

and light rail routes on the West side 

of the Twin Cities’ 494-694 beltway.  

The light rail lines are shown in dark 

yellow – the lighter yellow route is 

the Northstar.  The Minneapolis city 

border is shown in blue. 

We can leave the Southwest line 

(Green line extension) aside for now.  

The Blue Line of course has the Airport and the Mall of America as anchor destinations on the South 

end.  Because it is largely within the Minneapolis city limits, it figures prominently into the Transit 

Revolution plan – which orients NSRs on both sides towards its stops, and will supplement these 

with Neighborhood Taxi and park and ride service.  The main function of the Blue Line is to bring 

people (of course including commuters) moving to and from downtown Minneapolis, and to bring 

people to the anchor destinations on the South end of the line, which is now extended further south 

by the new Red Line. 

The “opening soon” Green Line is mostly outside of the Minneapolis city limits.  The Transit 

Revolution U of M lines are very effective in giving good access throughout Minneapolis to the 

Green Line West bank Station – and in turn, access to the entire Saint Paul service are of the Green 

Line. 

Because the Northstar doesn’t stop between downtown Minneapolis and Fridley, it doesn’t figure 

into the Phase RIGHT NOW! part of the plan.  At some point it may be possible to do some things to 

supplement the Northstar… but that prospect is pretty hazy right now. 

Note: the population in the Prospect Park neighborhood east of the U of M East bank loop is 

currently served by the MTC 8 and 16 routes.  No Transit Revolution route is planned in this area for 

Phase RIGHT NOW!  – instead, this area will be served by Neighborhood Taxis, linking it to the Green 

Line and the continuing Metro Transit 16 line. 
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The U of M/Olson 7th St N FSR – In the 

last chapter we looked at the U of 

M/18th Ave NE CSA route.  That 

discussion also applies here – both the 

U of M routes considered on this page 

link the four high speed transit right-

of-ways into a hub.   As shown on the 

map insert, this route connects the 

Near North, Camden, Bryn Mawr and 

East Calhoun-Isles neighborhoods with the U of M.  There are two intermediate stops – one at the 

Hennepin/Groveland Transit Station, available to commuters from several CSA and NSRs, and a 

second at Riverside, which also provides good access to Augsburg College.  As discussed earlier, this 

is one of three U of M routes that together function as a hub for four high speed transit right of 

ways: the Green and Blue Lines, as well as I-35W and I-94.   

The U of M/46th St S FSR – This route is designed 

to provide access to the U of M for people in 

South Minneapolis -- and of course also to 

provide on-campus students with access to 

South Minneapolis.  The map insert shows 

how neighborhoods West and South of Lake 

Harriet are linked, as well as the 

neighborhood east of 46th St and west of 

Nokomis.  I-35W has entrance and exit 

ramps at 35th and 36th street, but not 38th St.  

Because 38th St is an important East-west 

line in the CSA, this FSR uses those exits, and provides city street service to and from the I-35W 46th 

St Transit Station, with stops at each long block, and on both sides of I-35W.  Because this route 

provides Five Minute Service, people on other FSRs can exit and enter at either Lake Street or 46th 

St if they need to get to 38th St, or if they want to go to and from anywhere on Nicollet from 36th to 

46th St.  As with the other U of M routes, the Riverside stop also provides good access to Augsburg.   
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An emerging West bank Transit Hub – 

At the end of the last chapter we 

considered the merits of an expanded 

Hennepin/Groveland Transit Station.  

We’ve already seen how the U of M FSRs 

and the Longfellow/Blue Line NSR will 

all link the four high-speed Transit right-

of-ways at the U of M West bank.   In 

effect, this area will already be 

functioning as a Transit hub.   

The map on the right shows the Transit 

stops on the west side of the Mississippi 

for Phase Three of Transit Revolution.  This will provide freeway speed service inside the entire Twin 

Cities beltway.  I numbered all of the stops – with one exception – the green circle shows the West bank 

area, and the stop I labeled with a question mark rather than a number.  That question mark 

represented a place holder for the Transit Hub we’re now considering.  Let’s consider what major routes 

come together here, assuming that for I-94 we will add an entrance and exit ramp on the West side. 

We’ll start with I-94.  Of course, on the East side, this connects with St. Paul and points beyond.  I-94 

currently also links with I-35W going South.  In turn, I-35W reaches all the South suburbs, to Lakeville, 

Farmington and beyond.  But it also splits off on the Crosstown, linking with Cedar Avenue at the point it 

is also a freeway, and extending into the South suburbs – as we’ve seen, the new Red Line rapid bus 

service runs on Cedar South of the Mall Of America. 

Continuing to the West, I-94 links with I-394, serving the Western suburbs out to Lake Minnetonka and 

beyond.  I-94 also continues through North Minneapolis, reaching the Northwest suburbs directly, and 

also reaching Northern suburbs with Highway 252, north of the 494-694 beltway.   

From the West bank Washington Ave ramps, I-35W continues through Northeast Minneapolis, reaching 

more points Northeast.  At Roseville Hwy 36 splits off going East, while I-35W continues North, linking 

with the 494-694 beltway.   

Of course the Blue Line and Green Line light rail stations reached at this hub provide access to Saint 

Paul, the airport, and the Mall of America.   
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In short, the four high speed Transit right-of-ways that link up at what is becoming  the U of M West 

bank Transit Hub can provide fast Transit access throughout the Twin Cities, and beyond.   

The emerging Hennepin/Groveland Transit Station is well suited to reach in – to all points downtown.  

The emerging West bank Transit Hub is equally well suited to reach out – to all points in the Twin Cities 

494-694 beltway, and beyond. 

 

Can we run light rail service at the Five Minute service level? 

Both the Blue Line and the Green Line are currently based on a ten minute service level.  This is a  

carryover of the current transit mentality – which considers ten minute intervals to be good service.   Of 

course, from point of view of most consumers – specifically most people who can afford a car as an 

alternative --  ten minute service is pretty lousy service.   

So… the question is: can we upgrade the service on the light rails to every five minutes?  This can 

certainly be done.  Currently the typical train has two or three cars.  Each car has a driver cab on both 

ends.  We could standardize on two cars during rush hour, and one car during off-peak hours.  These 

levels can be upgraded if needed, based on experience.  There will be an additional cost for drivers.  It’s 

possible we may need to buy some more cars.  (Note: the cars cost about $3.3 million each, and you can 

not assemble multi-car trains using both first-generation Blue Line cars and second-generation Green 

Line cars – trains must be all one or the other.) 

Before running the numbers, we also need to consider that the interruption to traffic on these routes 

was planned and contemplated based on a ten minute service level.  If we increase this to five minutes, 

we will double the number of times traffic signals need to switch on these routes to accommodate the 

light rail service.  That’s probably a manageable problem until we get to downtown Minneapolis, and 

both lines are running on the same track.  At some point it may make sense to elevate the light rail track 

from West of the new Vikings Stadium into downtown.  Three skyways would have to go up from 

Government Plaza to north of Hennepin  – but there would be a significant advantage to bring the light 

rail to Skyway level for the core of the Central Business District.  

Let’s run the numbers.  The Blue Line carried about 10.4 million people in 2011.  If we improve the 

service level from ten minutes to five minutes, the average waiting time drops from five minutes to two 

and a half minutes.  The average hourly compensation for U.S. workers is $23.63.  If we take this average 
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as a representative measure, then 10.4 million rides x 2.5 minutes saved per ride x $23.63 yields a 

savings for riders of about $10 million per year.  Of course, the Transit Revolution is going to bring more 

riders to the Blue Line, and an improvement in service to five minutes would also result in more riders.  

Here’s the point – by increasing the service level on the Blue Line to five minutes, we can provide about 

$10 million in value to our consumers.  It would cost a lot less than $10 million to achieve this increased 

value.   

We should look at the option of “trailer cars” – coming up with something that could be built for a lot 

less than one of the $3.3 million hulks, but could be pulled by one of those battleships.  

If it’s just a question of adding drivers, even at a fully loaded $40/hr cost for MTC drivers (estimated,) 

the annual cost of adding 50 full time drivers is 50 x $40 x 2,080 = $4,160,000.  That’s about half of the 

additional value to consumers from faster service.  

Here’s the bottom line – we should look closely at what could be done to increase to Five Minute 

Service. 

 

Rapid Bus Service and the “Red Line Problem” (“RLP”) 

The new Red Line will eventually run from Lakeville, but it currently terminates at the MOA Transit 

Station – where Minneapolis commuters are expected to leave their comfortable busses for the Blue 

Line trip downtown.   

Why, one might ask, are Red Line riders required to wait for another line that runs every 10 minutes, 

and then ride for 36 minutes to reach the Nicollet Mall station?   

Why, one might ask, are these loyal transit users not allowed to simply keep right on going  -- at freeway 

speed -- along Cedar, to I-35W, to reach downtown Minneapolis in about half the time -- with 

opportunities to transfer at 46th St and Lake Street along the way? 

Are these infathomable mysteries? 

Seriously… here’s what I think is going on.   
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First, Metro Transit is like any bureaucracy… public… private… whatever.  In my view all bureaucracies 

are run primarily for the benefit of the bureaucrats.   Metro Transit wants to make itself look good, and 

wants to make its numbers look good. 

Second, from Metro Transit’s point of view, we already have an outstanding rapid transit line going from 

the Mall of America to downtown Minneapolis.   The Blue Line runs every 10 minutes (that’s outstanding 

from the point of view of Metro Transit’s fast-fading paradigm -- from a customer’s point of view, not so 

much.  It takes only 36 minutes to go from the MOA Transit Station to the Nicollet Station.  This is a full 

14 minutes faster than the 50 minutes it takes on the Metro Transit 5 line to go from the same MOA 

Transit Station to 7th and Nicollet (that’s for midday during the week – the 5 line arrives two short blocks 

south of the Nicollet light rail station.) 

Third, the marginal cost to Metro Transit for shepherding people from the Red Line to the Blue Line and 

running them downtown is very low.  The Blue Line requires one driver for up to three train cars.  There 

is a little higher cost for electricity and wear and tear on the train cars to move more people.  If you put 

these people on a freeway bus with two or three stops, they would get there faster – the trip might take 

15 or 20 minutes rather than 36 minutes.  But this means paying more drivers, and more busses would 

be required for the Red Line.  The end result would be worse Metro Transit cost per ride numbers – and 

worse Metro Transit Blue Line ridership numbers.  In short, Metro Transit has a negative incentive to do 

this. 

We also need to consider that by landing everyone at the MOA Transit Station, people can transfer to 

the Blue Line not just for downtown, but for all the stops along the way.  They can also transfer to any of 

the many routes that link at the MOA Transit Station.  This expands commuting options for Red Line 

riders to jobs along the 494 beltway, and into Saint Paul. There’s no question that a jog in the Red Line 

from Cedar to the MOA Transit Station results in some major benefits for commuters. 

This is the MTC’s logic, and it is evident that there are elements of merit to this logic.   

But if you’re a Red Line customer heading to downtown Minneapolis  -- or anyone else at the MOA 

Station heading there -- you will also see the merit of saving 15 or 20 minutes… each way… each day… 

by taking a Freeway commuter bus to downtown.  In fact, let’s do a little number crunching.  Suppose 

you can move an average of 50 people on a big commuter bus during rush hour, and these people are 

making the U.S. average for compensation per hour: $23.63.  If each one of these people saves 15 

minutes each way, that’s a half an hour a day.  In dollars and cents this works out to: $23.63 x .5 x 50 = 
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$590.75… and here’s the kicker: that’s for each two way trip.  Suppose an average Red Line bus could 

make two rush hour trips from the MOA Station downtown each morning, and another two trips back in 

the evening.   This transiates to a Transit Time Tax savings of $590.75 x 2 = $1,181.50 per bus per day.   

Unfortunately, this enormous potential savings (from the customer’s point of view) simply doesn’t show 

up anywhere in the MTC logic, which effectively ignores the value of time unnecessarily wasted when 

service is not designed to cut the Transit Time Tax for consumers.  As noted, the only thing that would 

show up in the MTC’s numbers would be higher costs and lower Blue Line ridership. 

Of course, as a good Transit Revolutionary, I am in favor of running a Red Line or its equivalent from the 

MOA Transit Station directly to downtown Minneapolis, since that service would be faster than making 

people transfer at the MOA Transit Station, and since this would give people the chance to transfer to 

other locations at the I-35W 46th St Transit Station.  This is something I will certainly push for mightly. 

But more generally, we need to find ways to build in the customer’s point of view into Transportation 

logic, economics, and accounting.  Specifically, for public institutions, we should expand “Generally 

Accepted Accounting Practices” (“GAAP”) to include all costs that are imposed on society by all forms of 

transportation.  I’m not suggesting modifying the current practice for preparing Income Statements and 

Balance Sheets.  Instead, I’m suggesting that we need to develop a generally accepted methodology to 

add additional standardized forms of financial and economic reporting, so that the true costs to society, 

and to future generations, are fully reflected for the full range of various transit options.  That’s a heavy 

lift – for now let’s just add it to the list. 

More immediately, we need to consider the advantages of Rapid Bus Transit in the context of the 

Transit Revolution drive to make Public Transit an option that a sizeable people will prefer to the 

alternative of private autos.  That’s the only way we’re really going to successfully compete. 

 

 

  



Demand Transit Revolution! Bob “Again” Carney Jr.  8/18/13 edition, page 70 of 148 

6. The Minneapolis Neighborhood Service Route (“NSR”) system 

 

We’re now ready to look at the 

Neighborhood Service Routes (“NSRs”, 

note: the Longfellow/Blue Line CSA 

route is arguably an NSR, but it is 

included in the CSA because the 

population density is significant, it is 

contiguous to the rest of the CSA, and it 

is strongly linked to the Blue Line.)  The 

two maps to the right both show the 

NSR’s on a background of population 

density – the density map on the right is 

screened to make it easier to see the 

routes.   

Eyeballing these maps, I would estimate that the population outside the circled CSA is probably a little 

larger than the population within the city limits served by the CSA – but as you can see, the Western half 

of CSA population significantly denser than anywhere else. Let’s say the populations inside and outside 

the CSA are roughly comparable. 

We’ll start with Bryn Mawr and then go clockwise through these 

neighborhoods.  But first, I want to introduce an additional map 

format we’ll be using – an example for Bryn Mawr is shown at 

the right.  We’ll look at each NSR primarily as they are related to 

the Minneapolis Central Business district, shown as the blue oval, 

and the CSA, encircled with the now familiar green oval.  The 

FSRs are also shown.  In addition, we’ll also include map insert 

showing the local population density and the local percentages 

of poor people living in the neighborhoods.   
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The Bryn Mawr Neighborhood Service Route – This is one of the smallest routes – it’s near downtown, 

and the loop part of the route serves the Bryn Mawr neighborhood South of Glenwood and West of 

Cedar Lake Road.  The North side of the loop and the line extending to Hennepin Ave in downtown 

Minneapolis, follow the Metro Transit 9 route, and also serves the neighborhood extending to Olson 

Highway on the North. 

 

As the population insert shows, the density for this area is relatively light.  The area Southeast of Cedar 

Lake Road is industrial – the area to the West of Bryn Mawr is Theodore Wirth park. 

The entire area of North Minneapolis has high percentages of poor people – as does the North side of 

this route.  However,  south of Glenwood Avenue the percentage of poor people drops.   The 

combination of proximity to downtown and Theodore Wirth park may make this area ripe for 

development and higher density. 

This Neighborhood Route links with Hennepin Avenue on the downtown side.  Of course, Hennepin is 

one of the main entrance routes into downtown, and will remain so.  This route also links at the 

Hennepin/Groveland Transit Station with the service road portion of the 49th Ave N/66th St S FSR, 

providing good North-to-South Freeway access for the entire city.  The Hennepin/Groveland Transit 

Station provides direct links to two CSA Routes, the Franklin / 26th-28th St CSA loop, and the Bryant-

Lyndale / Grand-Pleasant CSA loop.  In addition, the Calhoun-Isles East NSR, and one of the Calhoun-

Isles West NSR loops link with the Hennepin/Groveland Transit Station. 
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The Near North Neighborhood Service Routes – 

These three loops are built on existing North-

South Metro Transit bus lines.   The left loop runs 

from 36th St N to just north of Olson Highway, 

with a spur connecting to the Olson Hwy/7th St N 

Transit Hub.  The East side of this loop is Penn 

Ave N, where Metro Transit’s heavily used 19 line 

runs from Olson Hwy North.  The West side is 

Vincent Ave N, two blocks East of the City line.  

The middle loop runs from 36th St N to Plymoth, 

where a spur also connects it to the Olson 

Hwy/7th St N Transit Hub.   The East side of this 

loop follows Metro Transit’s heavily used 5 line:  Emerson Northbound to just past Lowry, and Fremont 

Southbound.   The West side of this loop follows Knox Ave, looping around West Broadway to Irving, and 

then back to Knox, before reaching Plymouth.  The right loop extends further north, to the Dowling I-94 

ramps, where the East side of this loop connects with the Olson Hwy/7th St N Transit Hub at non-stop 

freeway speed.   The West side runs along Metro Transit’s 22 line Lyndale route.  The middle and left 

loops run parallel on the North with a Camden neighborhood loop that links to the I-94 FSR at Dowling.  

The Lowry Crosstown CSA route intersects all the loops, providing Five Minute Service to Northeast. 

As the map inserts show, these neighborhoods have both high population density, and high percentages 

of poor people.  Fortunately, these neighborhoods already have frequent Metro Transit service to 

downtown.  As noted earlier, due to these demographc considerations, the service hours for these 

Neighborhood routes will be extended to match the hours for the CSA routes.  The Transit Revolution 

Phase RIGHT NOW! plan will greatly improve access from these neighborhoods to jobs throughout 

Minneapolis, and beyond.   

The crucial link is at the Olson Hwy/7th St N Transit Hub.  This Hub links with the North-to-South 49th 

Ave N/66th St S FSR, providing fast service to Lake Street, the I-35W 46th St Transit Station, and 66th 

Street in Richfield.  The 46th St Station links with reverse commuter runs to South suburbs.  The U of 

M/Olson 7th St N FSR provides excellent access to the U of M, and also, as described earlier, good access 

to the emerging hub of fast Transit right-of-ways, including the Blue and Green Lines, and Freeway 

speed service Northeast on I-35W, and East on I-94.   
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The Camden Neighborhood Service Routes –These two loops don’t follow existing MTC bus lines, but 

the North loop does have a spur to Osseo Road on the west, linking to the Metro Transit 5 route.  Both 

the 5 route and the  19 route intersect the South loop – unfortunately they don’t run as frequently as 

they do further South.  Both loops also link to the I-94 FSR going to the Olson Hwy/7th St N Transit Hub.  

All these intersections provide good North-south connections.  In addition, the Metro Transit routes 

intersect with the Lowry Crosstown CSA route, giving good Transit access to Northeast Minneapolis. 

The South loop circles the Crystal Lake cemetary and Folwell park.  The two loops are separated by 

Victory Memorial Drive, and also by an industrial area to the North of the Drive. 

The population density is a little less than for the Near North neighborhood, but still very substantial.  

The percentage of poor people is significantly less than for the Near North neighborhood, but still high, 

centered around neighborhoods in the 20% to 30% range.  Because of this, these NSRs have the same 

service hours as the CSA routes. 

Overall, the I-94 link to the FSRs, to the Central Business District, and to Northeast Minneapolis will 

significantly increase access to the Twin Cities job market from the Camden neighborhood.   
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The Northeast-West/Gateway  Neighborhood 

Service Routes –These are North-south routes 

designed to link to the downtown Central 

Business District.   The line on the West follows 

Marshall St to Broadway, then jogs two blocks 

east to Grand, continuing past Lowry to 31st Ave 

NE, and ending at the large rail and trucking 

facilities that extend North from there.  The East 

loop follows University Ave on the West side (the 

Metro Transit 11 route runs on 2nd Ave, one to 

two blocks West), then loops on Lowry to link 

with Central Ave and the Metro Transit 10 line 

from Lowry to 18th Ave, then jogs to 19th Ave at 

Monroe, continuing West to Washington St and 

5th St to Hennepin.   Both routes connect with 

Washington Ave downtown via the Hennepin 

Avenue bridge and the 3rd Ave bridge. 

The population density for these routes is roughly comparable to the North Side and Camden 

neighborhoods and the rest of Northeast.  The percentage of poor people is high – moving away from 

downtown percentages are in the 20% to 50% categories.  For this reason, these routes are also 

upgraded to the same service hours as the CSA routes. 

These routes link to CSA and FSRs primarily through the central business district service.  The East route 

runs parallel with one of the other Northeast routes, which links with the U of M/18th Ave NE CSA 

route.  This in turn links with the Blue and Green lines at the Franklin and West bank stations 

respectively, and with the Downtown/66th St S and 49th Ave N/66th St S FSRs.  While these routes 

require multiple transfers, the overall connectivity is good.  The West side line meets the 

Downtown/66th St S FSA route at Washington Ave.   The Lowry Crosstown intersects with all of these 

routes – it would be major advantage to have an I-94 freeway access for the Lowry route. 

As with the rest of the Transit Revolution Phase RIGHT NOW! system, the neighborhoods served by 

these routes have much better access to the Twin Cities job market. 
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The NE-East/Downtown  Neighborhood Service Routes –

These North-south routes all link to the Freeway part of the 

U of M/18th Ave NE CSA route, which stops at University/4th 

St and again at Washington Avenue, and brings commuters 

to the West Bank Transit hub at freeway speed.  From there, 

a rush hour shuttle could bring people quickly to the heart of 

the Central Business District.  The shuttle could also link to 

the Downtown East station (where both of the light rail 

routes run) during all the hours the CSA routes are running.  

The Washington Avenue stop connects to two other U of M 

FSRs, allowing quick trave throughout the freeway system. 

The West side of the West loop runs from 18th Ave NE to the 

City Limits at 37th Ave NE, and follows the Metro Transit 10 

route along Central Avenue, returning on Fillmore St, with a 

brief Eastward jog on Lowry.  A spur runs East on 18th St to 

link with the U of M/18th Ave NE CSA.  The West side of the 

middle loop follows the Metro Transit 4 route along Johnson 

St NE from 18th Ave NE to the City Limits at 37th Ave NE, then 

doubles back to 33rd Ave NE, turns four blocks East to Arthur St NE, and continues South back to 18th Ave 

NE, also linking with the U of M/18th Ave NE CSA.  The Stinson Boulevard line simply runs North-to-

South along Stinson Blvd from 18th Ave NE to 37th Ave NE, with a spur to the U of M/18th Ave NE CSA.   

The population map shows that these routes reach a relatively uniform population density, roughly 

comparable to the single family Longfellow and Nokomis neighborhoods.  Except for the blocks at the 

South of these routes, the percent of poor people is relatively low, although it is in the 10% to 20% 

range in a one mile square neighborhood north of Lowry and between Central and Johnson.  Based on a 

benefit of the doubt, these neighborhoods also have extended service hours equal to the hours for the 

CSA.  The Lowry Crosstown provides good East-west connections near the middle of these routes, and 

with the other neighborhood routes of Northeast Minneapolis, as well as with North Minneapolis. 
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The U of M/Como  Neighborhood Service Route –This Northeast loop serves the East bank Dinkytown 

neighborhood as well as the Como neighborhood.  The population density is very high -- comparable to 

the CSA.  Due to a large number of students, the percentage of poor people also high, in the 30% to 50% 

range.  For this reason, the service hours are extended to the same hours as for the CSA. 

The loop is on 

the FSR coming 

in to the West 

bank hub from 

Northeast 

Minneapolis.  In 

addition,a short 

spur on the 

lower right links 

to the Green 

line U of M 

Stadium station.  

On the West, the loop extends to Washington Avenue via the Hennepin Avenue bridge and the Third 

Avenue bridge, providing good connections into the heart of the Central Business District. 

In addition to the U of M FSR routes and the Blue Line Franklin station, all connecting at Washington and 

I-35W, this route also links with the Downtown/66th St S FSR at Washington Avenue.  In addition, it 

connects to the Nicollet line at Hennepin Avenue and Washington Avenue, which in turn connects to the 

CSA routes.  It connects directly to all the Northeast routes, either at the Washington and I-35W ramps, 

or on Hennepin Avenue.  Overall, this neighborhood loop has excellent 

connections to the job market served by the Transit Revolution Phase 

RIGHT NOW! routes. 

 

The Longfellow/Blue Line  Neighborhood Service Loop – Because this loop 

(shown at right) does “double duty” as both a Neighborhood loop and as 

part of the CSA system, we’ve already looked at it in the CSA chapter. 
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The Nokomis/Blue Line  

Neighborhood Service 

Routes –These two routes 

are in neighborhoods with 

evenly distributed and 

moderate population 

density, based on single 

family homes.  The North 

loop runs from the Blue 

Line 50th St Station on the 

East, to 28th Ave on the 

West.  On the South, this 

loop follows 52nd St, while 

on the North it starts on 

50thSt, and then jogs one block North to 49th St.  Because the South side parallels the Bloomington / 

Cedar- 23rd -- Nokomis CSA Loop, there is a good connection with the CSA, and also at the I-35W 46th St 

Transit Station to the FSRs and suburban commuter routes .    

The South loop has a spur connecting to the Blue Line 50th St Station; the North side of the loop then 

runs on 54th St to Lake Nokomis, where it angles down to 57th St; a second spur connects with Cedar 

Ave, where a link with a Southwest/Nokomis Neighborhood Route connects it to the 49th Ave N/66th St 

S FSR at 54th St, and thus to the rest of the FSRs .  The South side of the loop returns on 57th, with a jog 

one block north around Bossen Field Park, and heads north on 43rd Ave to complete the loop. 

Due partially to proximity to the airport, this area isn’t likely to see significant increases in density.   

The percentage of poor people is relatively low, although there is one area near Bossen Field Park in the 

20% to 30% range, and another area near the Blue Line 50th St Station in the 10% to 20% range.   

The connection to the Blue Line is a big focus of these Neighborhood loops.  Of course there is thus 

quick access to the Airport, but the trip downtown is also relatively fast.  This is likely to be a prime area 

for Neighborhood Taxi service, and possibly also for park and ride. 
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The Chicago/Nokomis  Neighborhood Service Routes –  This loop is an extension of the Chicago / 3rd – 

4th CSA loop that ends at 46th St.  The West side of the extended loop continues on 4th to 49th St, then 

goes East and continues on Portland to 54th St, then goes further East to continue South on Chicago to 

60th St.  A spur connects with Nicollet at 60th St, returning North via 12th Ave to 54th St, East to 

Bloomington and 51st, then North on 12th Ave to 47th St, and over to Chicago and 46th St.   When this 

loop is running, there is no spur to the I-35W 46th St Transit Station, instead, the East side of the loop 

continues North on Chicago.  The 46th Crosstown CSA route provides the connection to the I-35W 46th St 

Transit Station. 

There are two 

important 

connections with 

other Neighborhood 

Routes.  At 54th St a 

Southwest/Nokomis 

line connects this loop 

with FSRs at the 54th 

St I-35W ramps, and 

also with Southwest 

Minneapolis neighborhoods.  This line also connects with the Nokomis East neighborhoods at Cedar, 

South of lake Nokomis, providing a route to the Blue Line 50th St Station. 

The neighbord served has a density associated with predominantly single family housing.  The 

percentage of poor people in the neighborhood served is low from 46th St to Minnehaha Creek, but 

furtherto the South there are areas in the 20% to 30% range. 

This loop provides good connections to the CSA, the FSRs, and the Blue Line.  Commuting time to 

downtown should be reduced significantly by using the FSRs.  Transit access to the Twin Cities job 

market is significantly improved, including via reverse trip suburban commuter routes stopping at the I-

35W 46th St. Transit Station. 
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The Southwest 

/Nokomis  

Neighborhood Service 

Routes –  These two 

routes reach a large 

neighborhood that has 

both significant density – 

typical of single family 

homes – and also no 

geographic barriers to 

the South or West.  Good 

service and significant 

use will pave the way for 

extending Transit 

Revolution to 

neighborhoods in both 

directions.  With the exception of one neighborhood just West of Nicollet and North of the city limits, 

the number of poor people is less than 10% of the population for all the neighborhoods served.  While 

the economic incentive to own one less car is weaker, people in these neighborhoods may have a 

disposition to favor Transit if the service is good  (it will be.)  Park and ride lots along the routes to I-35W 

connections may be popular for commuting. 

One route follows Metro Transit’s 4 route from Penn and 66th St to 50th St and Girard, but then turns 

North  at Girard to 48th St, over to 46th at Nicollet, and then to the I-35W 46th St Transit Station.  The 

middle loop runs from France Ave on the East, taking 54th St on the North, and connecting with FSRs at 

the  Diamond Lake/54th St I-35W ramps; the loop then continues as a spur, linking with a Nokomis/East 

Neighborhood Route at Cedar, on the South side of Lake Nokomos.  The return trip loops at Lyndale to 

58th St, and completes the loop at France. 

A south line runs on 60th St from France to Sunset Drive, then angles to 58th St, then goes North on 

Lyndale to 54th St, and links with FSRs at the  Diamond Lake/54th St I-35W ramps.  People can connect 

with the Blue Line airport via either the 46th St Crosstown CSA route, or the 54th St spur. 
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The Southwest /Harriet West  

Neighborhood Service Routes –  

These two loops reach the 

neighborhoods West of Lake 

Harriet and North of 50th St.  The 

West loop parallels the MTC 6 

line on France, a long spur then 

heads East along 39th St, Lake 

Calhoun and 36th St, to connect 

at 36th St with the U of M/46th St 

S FSR.  The spur then takes I-

35W to Lake Street – linking 

with other FSRs, including the 

one to downtown Minneapolis -- and then loops back to 36th St to the East site of the West loop, which 

runs on Beard to 46th St, then to Chowen and to 50th St.  Note: the spur also intersects several North-

South CSA routes, providing good connections to the CSA. 

The East loop parallels Metro Transit’s 6 line on the West (that line branches to France and Xerxes,) and 

on the East follows Upton from 50th to 43rd; then Sheridan to 39th St, where it loops back.  People on this 

loop can transfer to the West loop spur to reach I-35W.  Note: Because these routes don’t connect well 

with the SW/Nokomis routes, it may make sense at some point to extend the East loop to 60th St, which 

would then intersect all the Southwest/Nokomis loops.   

The income map is omitted for these routes, because all the neighborhoods served are in the lowest 

category (0% to 10%) for the percentage of poor people. 

The population map is extended West, to show that there is a significant population West of France, 

that could be served with additional North-south routes as Transit Revolution expands. 

As with the Southwest/Nokomis routes, while the demographic data indicate the incentive to own one 

less car is weak, people served by these routes may have a disposition to favor Transit if the service is 

good  (it will be.)   
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The Calhoun-Isles East  

Neighborhood Service Routes –  

These two loops reach the 

narrow neighborhoods from 

West of Hennepin Ave to Lakes 

Calhoun and Isles.  This is kind 

of a borderline case – it isn’t too 

far to walk, but these people 

pay so much in property tax it 

seems a little unfair not to give 

them the benefit of the doubt 

on good service.  They may also 

be disposed to use public 

Transit if it is convenient.  

Finally, these narrow 

neighborhoods do have high 

population density. Due to the 

high cost of real estate so near 

to the lakes, the percentage of 

poor people in these neighborhoods is in the lowest category – under 10%. 

The South route runs on Irving Ave between Lake Street and 36th St, and then loops past Hennepin, 

turning around at Dupont and returning on Lagoon, connecting with the Uptown Transit Station.  The 

center route follows the Lake Street/Lagoon loop, also connecting with the Uptown Transit Station, and 

follows Irving to Franklin, ending with the loop to the Hennepin/Groveland Transit Station.  The North 

loop runs on Summit Ave on the South and Mt. Curve on the North, between the Hennepin/Groveland 

Transit Station on the East, and Logan Ave on the West.  The connections at Hennepin/Groveland will be 

of major benefit to people commuting to downtown, to the U of M, and along the FSRs. 

Of course due to proximity, these routes all have good connections to the CSA area on the West, and to 

the Blue Line Lake Street Station via the Greenway.   
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The Calhoun-Isles West Neighborhood Service Routes –  These routes provide service in neighborhoods 

with meandering streets, relatively low density, and almost no poor people.  There are some apartment 

buildings on the South loop, but (as far as I can tell) None on the north loop.  The Metro Transit 25 route 

meanders through the area of the North loop, and along the South edge of the South loop, during 

morning and afternoon rush hours only – with four runs in the morning and four in the evening.  There is 

no weekend service.   

At the same time, people living in these areas may be disposed to use Public Transit if good service is 

available. And since Transit Revolution service is being provided on a utility billing model, it is of course 

necessary to provide service in all areas.     

The North loop proceeds only one way, and runs back and forth on a spur to the Hennepin/Groveland 

Transit Station.  This provides good links to the CSA, to downtown, and to the FSRs.   

The South loop is two-way, but with a smaller one-way loop to reach residents near Lake of the Isles.  It 

then proceeds down Lake Street to the Uptown Transit Station, which provides connections to the CSA, 

to downtown, and to the FSRs.  As Transit Revolution expands, this may be extended to the West. 
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“Ummm… you missed two spots…” –  We kind of 

did – they’re highlighted in black ovals on the 

maps.   

The one on the West is cut off from Bryn Mawr 

by I-94.  It has a low population density, and 

doesn’t lend itself to an efficient connection with 

the nearby routes.   

The one on the East has higher population 

density, and also doesn’t efficiently link with the 

nearby U of M East bank loop.  Although the one 

on the East appears to have a high percent of 

poor people on the left side, this is partly because 

the neighborhood region is large, and includes 

the U of M resident population.  The housing in 

these neighborhoods is single family, and the 

neighborhoods are prosperous.  In additon, it’s a 

relatively short walk to University Avenue the 

Green Line, and Metro Transit’s route 16  

University Ave bus service. 

Because the Utility Billing model is being used for 

Transit Revolution, we need to provide service to these areas.  It will start as Neighborhood Taxi only – 

on demand -- to achieve the Five Minute Service level. 

As Transit Revolution expands, these neighborhoods may have route connections with the system going 

forward.   

 

 

 

 



Demand Transit Revolution! Bob “Again” Carney Jr.  8/18/13 edition, page 84 of 148 

7.   Paying for it all… Utility Billing, fares, subsidies… and more? 

 

 

Obviously it must be possible to pay for this – or it won’t work.  This chapter presents an initial finance 

plan, showing that this whole system is affordable and sustainable – if we accept these assumptions: 

1. This system won’t start until Minneapolis voters approve a referendum for it – and that 

referedum will include a Utility Billing charge to city residents, at an initial rate of about $50 

million a year (per city, not per resident.)  It will be understood from the get-go that this rate 

may go up after two years – but again, only with a second voter referendum to continue with 

the system. 

2. There will be a major subsidy for the first two years – while we test out everything, see what we 

need to modify, and develop the modified plan and new Utility rates for the second referendum. 

3. There will inevitably be system design changes after two years – based on what we’ve learned 

about what’s working and what isn’t working. 

4. If the overall system is working, then existing Metro Transit city street service in Minneapolis 

will be mostly or almost entirely merged with the Transit Revolution system after the first two 

years.  One likely modification is to extend Transit Revolution lines into the suburbs.  However, 

the current Metro Transit system will continue as-is for the first two years – simply to assure 

everyone that they can continue to rely on what they have been relying on. 

5. The basic financial model for the Minneapolis Transit Revolution system will be supported by 

three revenue streams: 

a. A Transit Utility fee payable by all adult residents of Minneapolis.  The initial utility 

charges will be low: about $15 per month for adults, and about $5 per month for 

seniors.  In return, everyone will receive a Go Card, good throughout the Metro Transit 

system.  After two years, these utility rates will probably be set to double or triple – but 

this must be looked at in the context of a car payment – people would be pretty happy if 

their car payment was $30 or $45 per month!  That’s what we’re aiming for.  Rate 

increases will not occur until the existing system is such an obvious value that people 

won’t complain about what is being charged.  As noted, Utility Billing will not go forward 

initially – planned rate increases will not go forward – and the whole system will not go 

forward – unless and until these are approved by City referendums. 
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b. A continuing subsidy.  The current MTC budget consists of roughly one third fare 

revenues, and two third subsidies.  After the two year trial period, the plan is to conduct 

the second Utility Billing referendum, and assuming it passes, then reduce the ongoing 

subsidy for the Minneapolis Transit Revolution to 50%.  Over time, the utility rate may 

be increased enough to reduce the subsidy to about one third.  But we need to keep in 

mind that rates for the Utility Billing model will be set both to pay for the Minneapolis 

Transit Revolution system, and also in consideration of what is a fair apportioning of 

costs among all Metro Transit users.  It could be that sales of Go Cards outside of 

Minneapolis will skyrocket, and near by suburbs will vote in their own systems, also with 

Utility Billing support – based on experience with the Minneapolis Transit Revolution 

system.  If that happens, the benefits of the Minneapolis sytem to all other Twin City 

residents may justify a higher continuing regional subsidy of the Minneapolis system.  As 

suburbs vote in the model, there will be negotiations between individual cities and 

Metro Transit over a city’s cost to purchase Go Cards for all residents that will be good 

metro wide.    

c. Additional fare revenue, but at a greatly reduced rate.  Fares will be $.50 for adults, $.25 

for seniors and youth, and will be automatically deducted from a stored value account 

on the Go Card.  Anyone with a Go Card can use the Minneapolis Transit Revolution 

system – it is designed to make Minneapolis a great shopping and all-around destination 

for everyone.  Of course this will have a very positive impact on Minneapolis businesses 

and property values – that’s part of the plan.  Note: during the first two years no fares 

will be charged – primarily because Go Cards don’t require additional fares for the 

continuing regular Metro Transit bus service. 

6. The cost structure for the Phase RIGHT NOW! system will be detailed in the next section.  Right 

now, here’s the bottom line.  The fully loaded cost per vehicle hour is $47.05.  That compares 

with an average cost per vehicle hour of $128.55 for all U.S. bus systems.  As Transit Revolution 

extends to insid- the-beltway Freeways, the cost per hour of Freeway service will be higher.  But 

a major premise of Transit Revolution is an absolute, fanatical determination to keep costs as 

low as possible – to drive a massive switch from cars to Public Transit.  As the economies of 

scale kick in I’m in favor of considering an increase in compensation for drivers – but the current 

fully loaded rate of $18.00 per hour is good pay in todays economy.  Until a new equilibrium is 

established between cars and transit, we can’t afford to pay more. 
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A closer look at costs for the Transit Revolution Phase RIGHT NOW! plan 

 

Our starting point is to determine how many vehicles will be required.  Two important numbers will be 

derived from this: vehicle hours per year, and vehicle miles per year.  To do this, I developed a 

spreadsheet, shown on the next page.  Rather than providing a row-by-row, blow-by-blow account of 

how this spreadsheet works, I’ll provide a simpler, higher level explanation. 

As we’ve seen, there are three main components to the Transit Revolution Phase RIGHT NOW! plan: 

Freeway Service Routes (FSRs,) the Core Service Area (CSA,) and Neighborhood Service Routes (NSRs.)  

The spreadsheet groups all of these routes by category, and then calculates the number of vehicles 

needed for each route.  This is based on the length of the route, and an estimate of the average speed 

on the route, including time required to make stops.  Most of the routes are two way, so the length of 

the route is doubled.  Sometimes a route has one or more spurs – these are also factored in.  The 

number that rolls out is the number of vehicles that must be running on that route to achieve Five 

Minute Service.  It’s shown to two decimals, but don’t worry, the fudge factors come later. 

Two additional numbers are then calculated for the vehicles on each route.  We first take the number of 

vehicles running, and multipliy by the hours they are running, shown under the “Hours” header.  To 

arrive at hours per year, weekday hours are multiplied by five days per week, and 52 weeks per year.  

Weekend hours are totaled and multiplied by 52.  The result is “Vehicle Hours Per Year.”   To arrive at 

the second number -- “Vehicle Miles Per Year” – we simply multiple Vehicle Hours Per Year by the 

average speed, in miles per hour. 

For each of the three categories (FSR, CSA, NSR,) the spreadsheet then totals up these numbers. 

Our next step is another spreadsheet, to arrive at a preliminary budget.  Our guiding principle for this is 

to spend money delivering actual transit services –  and there are only two essential ingredients: drivers 

and vehicles.  It if isn’t a driver expense, or a vehicle expense, here’s the default answer in advance: 

NO! 
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Length Avg Route

of MPH time,

Route one Rush Non Sat Sun Number Hours Miles

(miles) way Hour: Rush needed per per

6-9 AM Hours year year

3 to

6:30

PM

Freeway Service Routes (FSRs)

49th Ave N/66th St S 12.83  30 25.67 6.5 9.5 18 12 10.27    74,741              2,242,240     

U of M/Olson 7th St N 7.20    18 24.00 6.5 9.5 18 12 9.60      69,888              1,257,984     

U of M/18th Ave NE 6.53    18 21.78 6.5 9.5 18 12 8.71      63,417              1,141,504     

U of M/46th St S 7.20    18 24.00 6.5 9.5 18 12 9.60      69,888              1,257,984     

Downtown/66th St S 7.55    30 15.10 6.5 9.5 18 12 6.04      43,971              1,319,136     

Subtotals, FSRs: Number of vehicles: 44          321,905            

Fully loaded cost, based on vehicle hours & $47/hr: $15,129,555 7,218,848     

Core Service Area (CSA) Routes

Lake GW 38th St 11.03  12 55.17 6.5 9.5 18 12 22.07    160,645            1,927,744     

Franklin 26th/28th St 7.00    12 35.00 6.5 9.5 18 12 14.00    101,920            1,223,040     

Bryant/Lyndale/Grand 7.30    12 36.50 6.5 9.5 18 12 14.60    106,288            1,275,456     

Nicollet DT/Crosstown 7.50    12 37.50 6.5 9.5 18 12 15.00    109,200            1,310,400     

Chicago 3rd/4th 9.00    12 45.00 6.5 9.5 18 12 18.00    131,040            1,572,480     

Bloomington/Blue Line 9.30    12 46.50 6.5 9.5 18 12 18.60    135,408            1,624,896     

Oakland/12th St 10.50  12 52.50 6.5 9.5 18 12 21.00    152,880            1,834,560     

Longfellow/Blue Line 10.30  12 51.50 6.5 9.5 18 12 20.60    149,968            1,799,616     

U of M/18th Ave NE

46th St Crosstown 7.50    12 37.50 6.5 9.5 18 12 15.00    109,200            1,310,400     

Lowry Crosstown 4.40    12 22.00 6.5 9.5 18 12 8.80      64,064              768,768        

Subtotals, CSAs: Number of vehicles: 168       1,220,613        

Fully loaded cost, based on vehicle hours & $47/hr: $57,368,827 14,647,360  

Neighborhood Service Routes (NSRs)

Calhoun-Isles East 4.00    12 20.00 6.5 3.5 6 6 8.00      30,784              369,408        

Calhoun-Isles West 5.25    12 26.25 6.5 3.5 6 6 10.50    40,404              484,848        

SW -- Harriet West 9.40    12 47.00 6.5 3.5 6 6 18.80    72,342              868,109        

SW/Nokomis 14.60  12 73.00 6.5 3.5 6 6 29.20    112,362            1,348,339     

Chicago/Nokomis 6.30    12 31.50 6.5 3.5 6 6 12.60    48,485              581,818        

Nokomis/Blue Line 8.40    12 42.00 6.5 3.5 6 6 16.80    64,646              775,757        

Longfellow/Blue Line -      12 -      6.5 3.5 6 6 -        -                     -                 

Near North 12.10  12 60.50 6.5 9.5 18 12 24.20    176,176            2,114,112     

Camden 9.00    12 45.00 6.5 9.5 18 12 18.00    131,040            1,572,480     

University/NE -      12 -      6.5 3.5 6 6 -        -                     -                 

University – Como 8.80    12 44.00 6.5 9.5 18 12 17.60    128,128            1,537,536     

NE – East/Downtown 11.00  12 55.00 6.5 3.5 6 6 22.00    84,656              1,015,872     

NE – West/Gateway 10.10  12 50.50 6.5 9.5 18 12 20.20    147,056            1,764,672     

Bryn Mawr 4.25    12 21.25 6.5 9.5 18 12 8.50      61,880              742,560        

Subtotals, NSRs: Number of vehicles: 206       1,097,959        

Fully loaded cost, based on vehicle hours & $47/hr: $51,604,082 13,175,510  

Grand Totals Number of vehicles: 418       2,640,478        

Fully loaded cost, based on vehicle hours & $47/hr: $124,102,464 35,041,718  

Hours Transit Revolution Vehicles

Estimate of Transit Revolution Vehicles Required, hours/yr, and miles/yr 
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We must and will keep all other costs at an absolute, bare-bones minimum.  This is a Revolution!  We 

are revolting to fundamentally change the equation between cars and Transit.  We can’t afford any 

unnecessary expense, and I for one am determined to maintain the necessary discipline.   
The spreadsheet is on the next page.  As with the last review, we’ll focus on the main ideas rather than 

the details of how the numbers were crunched – but if you are a numbercruncher (as I am!) you’ll see 

how this was arrived at. 

Here we go with the conceptual tour.   

 

Capital Costs (start-up) 

I spoke with the President of a company that produces Metro Mobility busses.  He told me these start 

with a Ford E-450 chassis and cab, and the bus compartment is put on top.  These vehicles get real world 

mileage of about 10 or 12 mpg.  Of course, since the engine and guts are standard Ford products, I’m 

assuming they can be maintained at about the same schedules and cost for components that you’d 

expect for big pickup trucks, rather than honkin’ big busses.  They burn gas rather than diesel, but they 

cannot handle E85 – it wrecks the engine.  A vehicle configured for 24 seats and one wheelchair lift has a 

fully loaded cost of about $70,000.  The seating will be reduced to 18, allowing for roll-on-roll-off of 

strollers, shopping carts – generally anything you’d want to roll on and off.  Of course there is standing 

room for at least an additional six during rush hour.  Bottom line: we’re budgeting for a start-up capital 

cost of $70,000 a vehicle.  Federal subsidies may be available, along with price breaks. 

The first spreadsheet showed a requirement of 418 vehicles – but that is the minimum needed for Five 

Minute Service.  To be on the safe side, and to be able to respond to real-time demand, we are 

budgeting for 600 vehicles.  This will allow us to deploy some in reserve – stationed like ambulences 

around the city – ready to supplement vehicles on a route when capacity is reached (we will contract 

with cab companies to offer supplemental service when needed – this is described below.)  Our capital 

cost for 600 vehicles is $42 million. 
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Capital:

Cost for one vehicle $70,000

(18 seats, one handicapped, 6 standing)

Cost for 600 vehicles $42,000,000

All other initial capital (estimate) 20,000,000                      

Total start up capital: $62,000,000

Operating:

Cost for drivers @$18/hr, fully loaded $18.00

Based on vehicle hrs/yr $47,528,603

30% add'l for reserve drivers, breaks, vacations, etc. $14,258,581

subtotal: drivers: $61,787,184

Administration, @ $25/hr fully loaded $10,400,000

Assume 200 FTE administrators

Fully loaded operating cost, @ $1/mi, function of 

vehicle miles per year $35,041,718

20% add'l for reserve vehicles $7,008,344

subtotal: vehicles: $42,050,062

Cost for non/personnel overhead (Note: drivers can 

take vehicles home if they have safe parking; cost 

for personal use is $1.00/mi) $10,000,000

Total annual cost: $124,237,246

Annual Riders: assume an average of 25% load, (6 

passengers, including standing room) and 5 mi trips 

(includes transfers)

42,050,062                      

Key Metrics

Cost per vehicle hour $47.05

Average trips per day: 115,206                            

Percentage of all daily Metro trips: 2.2%

Average total cost per trip: $2.95

Number of part time jobs @ 1,000 hr/yr: 3,433

Comparisons to ridership data (millions of riders)

Current MTC annual riders: 81 million

Peak ridership of Mpls. Streetcar system, 1920: 238 million

Capital and Operating Expenses Spreadsheet
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An additional $20 million is budgeted for all other capital costs – this is really bare bones.  About half of 

it will go to paving the Greenway and installing elevators at the intersections of North-South CSA routes 

– all discussed earlier.  We will build some simple, steel frame sheds to store the vehicles – gravel on the 

ground, no concrete.  We’ll put some heaters and air conditioning in some of the sheds, and stick the 

administrators in there.  Desks or tables will be provided, with concrete blocks to stand them on – if 

admins want to use chairs and not put the desks on the concrete blocks to stand at the desk, that’s ok, … 

but they’re on their own, they can bring their own chairs.  This is a revolution!  Is the mentality and 

attitude I’m trying to convey clear?  Good! 

So that’s the start up capital budget – it will buy phone service, and a computer network to track the 

vehicle locations with GPS.  I’m assuming that for $1 million (or less) we can hire some people to 

develop a GPS app (if there isn’t one already) so that every driver can see the location of the vehicle 

ahead of them and the one behind – we’ll assign the drivers the responsiblity to maintain their 

separation with each of those vehicles.  At some point we may develop a system that tracks those 

distances centrally, and sends verbal instructions to vehicles to slow down as needed – to maintain the 

separation.  We will not send instructions to speed up – we assume that in the absence of a slow order, 

vehicles are all moving as fast as they can safely move. 

 

Operating Costs 

Our starting point is the compensation for drivers: $18 per hour fully loaded.  We will only provide part 

time work – twenty hours a week.  School bus and Taxi drivers will be given a hiring preference.  This 

translates to about $15 an hour for W-2 pay, and the rest in mandatory benefits, including employer’s 

FICA, worker’s comp, and unemployment.  Note: because drivers will be working less than thirty hours a 

week, they will be responsible for their own purchase of health insurance under Obamacare.  Since 

these purchases are on an income-adjusted sliding scale, this shouldn’t be an undue burden (isn’t that 

what Obama has been telling us?)  It’s now happening throughout our economy – recently the bulk of 

new hiring is for part time workers.  Again, we can’t afford to pay above market prices. 

We combine this $18/hr cost with the vehicle hours number we arrived at in the first spreadsheet, and 

the result is $47,508,623.  Here comes the first and biggest “fudge factor” – I add 30% (an additional 

$14,258,581) to account for breaks taken by drivers, vacations, reserve drivers, and so forth.  Recall, 
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when service overloads, we will dispatch reserve drivers and vehicles – so there will typically be more 

than the minimum of 418 vehicles running.  Drivers can take breaks while vehicles continue to run – 

they just won’t be driving the same vehicle when they resume. 

The total for drivers is $61,787,184 – that’s about half of the total cost of the system. 

Our next budget item is administrators – and by this I mean everyone who isn’t either driving a vehicle 

or maintaining a vehicle.  The budget provides for a total of 200 Full Time Equivalent (“FTE”) positions, at 

an average fully loaded cost of $25/hr.  This includes both managers and technical experts who will be 

paid more than the average, and call center staff who will be paid less than the average.  When possible, 

we will make these positions less than 30 hours a week – again, to minimize health care costs based on 

the Obamacare rules.  Note that at 1,000 hours a year the budget for drivers provides for 3,433 driver 

jobs – that’s about 17 drivers for every FTE administrator.  Of course because many administrators will 

be part time, the ratio of people might come out closer to 15 to one, or maybe 12 to one. Again, our 

focus is on directly providing service.  The total cost for administration is $10,400,000. 

Our next step is to pay for operating the vehicles.   The IRS allows a deduction of $.555 per mile for 

operating a car.  This per-mile cost is calculated to represent the total cost of ownership, including fuel, 

vehicle purchase, maintenance, and insurance.  Since we’re using heftier vehicles, with lower gas 

mileage, I’m bumping this up to a fully loaded cost of $1.00 per vehicle mile – close to double what the 

IRS allows (note: at $4 for fuel, the difference between a 30 mpg vehicle and a 12 mpg vehicle is about 

$.20 a mile.)  Because our rate is $1/mi, and we have already calculated the vehicle miles per year in our 

first spreadsheet, we just add a dollar sign to the vehicle miles per year number, and our fully loaded 

cost for operating the vehicles is $35,041,718 per year.   I add a second “fudge factor” to this, another 

20% to represent the cost of reserve vehicles that may be stationed like ambulances, or that may be 

running on routes to maintain the five minute service level as vehicles fill up.  The subtotal for vehicle 

operating costs is $42,050,062.  Note: if Metro Transit has excess capacity resulting from lower 

requirements for the Minneapolis City Street bus routes, some of this may be paid to Metro Transit. 

I want to emphasize one point here: this budget item includes all maintenance expenses – and I 

personally have no predisposition as to how or where the maintenance is done.  It could be outsourced 

and done on a contract – it could be done by many local garages, if they can bring the vehicles into their 

bays and hoist them.  It could eventually be done “in-house” – but during the startup period a 

combination of the need to avoid fixed costs, and the lower maintenance requirements for what will be 
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a fleet of brand new vehicles, suggest contracting and outsourcing might be good options.  As noted, the 

fully loaded cost is based on an IRS number that includes average vehicle maintenance costs, and we’ve 

nearly doubled that cost to be on the safe side.  My view is that rigorous management of maintenance 

can keep this expense within the paramenters specified. 

Note that the total direct cost for providing service (drivers plus vehicles) is: $103,837,246 – that’s 84% 

of the total cost for the system.  Again, we’re willing and committed to pay for actual, on-the-ground 

transit services provided – but nothing else if it can possibly be avoided or minimized. 

Here comes the final dollop of “fudge factor” – an annual budget of $10 million for non-personnel 

overhead costs – with no detail provided.  I assume we’ll need some computers and software – the plan 

is to expense everything.  If we’re really committed to penny pinching, I’m not sure how we can possibly 

spend as much as $10 million for this category, but the budget goes up to that limit. 

And this brings us to our grand total cost of $124,237,246. 

   

Revenue – beyond year two 

We’ll look at start up costs last.  But first, we’ll look at the revenue sources that will pay for Transit 

Revolution beyond year two – including the referendums required to approve a Minneapolis Transit 

Utility Tax. 

The next spreadsheet shows where the revenue will come from.  There are three main sources. 

Source One – a Transit Utility Fee – 

The idea we’ve been looking at throughout this book is simple and straightforward – we can and should 

see Transit as a Utility.  Minneapolis already provides water and solid waste removal as utilities.  We 

already provide one major element of Transit as a utility: a system of public streets.  But the usefulness 

of the current Transit Utility services is radically limited by the fact that we don’t supply a crucial missing 

ingredient: the use of transit vehicles.  To provide a complete Transit Utility service, we will of course 

make Transit Revolution vehicles and routes available -- with a nominal fare to ensure people don’t 

“leave the water running” because water is free. 
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Revenue source -- Transit Utility Fee:

Population of Minneapolis 388,000                            

Age demographics -- estimate:

0-17 (21.8): 84,584                              

15-64 (67%): 259,960                            

18-64 (69.7%): 270,436                            

65 and over(8.5%): 32,980                              

Utility charge, adults @ $15/mo $48,678,480

Utility charge, seniors @ $5/mo $1,978,800

Total -- utility fee: $50,657,280

Revenue source -- Fares Per Ride:

(charged to Go Card, tracks transfers -- youth pay a 

quarter each ride, in cash, no transfers are tracked 

or allowed for youth)

Adults with Go Card -- $.50: $14,654,447

Seniors with Go Card -- $.25: $893,564

Youth (0-17) -- $.25: $2,291,728

Adults without Go Card, $2 per ride, no transfer -- 

no difference between rush and non-rush -- assume 

add'l 5% of total rides: $4,205,006

Total -- fares: $22,044,745

Revenue source -- MTC Subsidy allocation: $62,118,623

based on 1/2 of total cost

Total revenue, fares and utility fees: $134,820,648

Net surplus (revenue - expenses): $10,583,402

less budget for Neighborhood Taxi contracts: $10,000,000

Net Surplus after Taxi contracts: $583,402

Revenue Sources -- Phase RIGHT NOW!

Based on demographic data, the proposed initial monthly Transit Utility Fee is $15 per adult resident, 

and $5 per senior resident.  At these rates, Transit Utility revenue will produce $50,657,280 in revenue, 

which will be applied towards the cost of the Transit Revolution Phase RIGHT NOW! system. 

Source Two – fares per ride – These fares will be nominal – fifty cents for adults, twenty five cents for 

seniors and youth – and they will be charged to stored value accounts on Go Cards.  Although they are 

low, they are still a significant source of revenue, and charging something will discourage  
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unnecessary rides – this is along the idea that if you make water free, people might just leave the 

faucets running.  Assuming 42 million annual rides for Transit Revolution service only (about half of 

the current MTC total ridership,) and 5% of rides paid for at $2 per ride by people without Go Cards, 

fare revenue will be $22,044,745 per year.  

Source Three – MTC Subsidy Allocation – About one third of the current MTC budget comes from 

fares – the other two thirds is subsidized.  As the Transit Revolution starts out, there will be a 

continuing subsidy – but at a lower rate of 50% of total costs.  This equates to $62,118,623. 

These three funding sources total to $134,820,648 – leaving a surplus of $10,583,402.  However, to 

start out, we are going to subsidize Neighborhood Taxi Service, especially to bring people from Lake 

Street to the Greenway connection with North-south routes.  When this $10 million cost is 

deducted, we’re at about breakeven. 

As noted the Utility Billing revenue source will increase over time – it may end up as somewhere 

between double and triple the starting amounts.  Of course, this won’t be done arbitrarily – it will be 

based on a study of what benefits result from both the Minneapolis system, and from Transit 

Revolution services generally.  And approval of the plan for increased rates will be by referendum – 

if Minneapolis is unwilling to pay for a fair share towards this system, we won’t get it.  My own 

sense is that this whole thing is going to be great, and the benefits will be extraordinary.  And again, 

the comparison is to a typical car payment.  So… all that said, here are some possible monthly rates, 

and the associated Utility Billing revenues: 

 

 

 

 

 

As you can see, the amount of additional revenue that can become available to pay for Public Transit 

using a Utility Billing model is very substantial – the high end of a $45 per month billing rate can 

cover the entire cost of the Minneapolis Phase RIGHT NOW! system.  I’m not saying at this point 

what rates would be appropriate – we need to study the results and impacts of the emerging 
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system.  But I will say we should have this as our guiding principle: if the benefits to users are so 

substantial that large numbers of households have one less car, or no car, a Utility Billing rate at the 

high end seems reasonable on its face.  We should certainly not expect Rural Minnesota to subsidize 

a Public Transit system for Minneapolis residents if the value to us far outweights a reasonable 

Utility Billing charge for the system.  That would obviously be unfair and unjust. 

From these numbers it seems clear that if the Transit Revolution Phase RIGHT NOW! is a success for 

Minneapolis, the ongoing costs will be affordable. 

However, there are some major financial obstacles to be overcome along the way.  The biggest one 

is how to “hold harmless” the existing Metro Transit system, services, and employees. 

 

Start-up Financing Challenges  

As stated multiple times, during the first two years of the Transit Revolution Phase RIGHT NOW! 

operation, the current Metro Transit service will be continued as is.  Obviously, there is a lot of 

redundancy built into this plan.  However, this redudency is justified for four reasons.  First, this is a 

Revolution – trying to negotiate a merger from the get-go would be enormously time consuming.   

Second, we don’t want to disrupt what people are already relying on.  The rational reasons for the 

design of the routes has been presented – but we don’t really know what patterns of use will 

emerge.   Continuing the existing systsem will allow us to compare who is using what routes – both 

for the new systsem and the existing system.  This information will be vitally important when the 

time comes to consolidate the systems.  Third, we want to make it absolutely clear to the whole 

Metro Transit operation that the Transit Revolution is not designed or intended to threaten them or 

take away their jobs.  Leaving the existing system in place while the new system is introduced is one 

way to demonstrate that commitment.   Fourth, I’m an optomist, but I admit it is possible that the 

Transit Revolution won’t work.  Minneapolis voters could also vote down the second referendum.  

In either event, Transit Revolution service can be simply shut down – existing Metro Transit service 

would then continue, and we wouldn’t be any worse off (in terms of service) than we are today.  So, 

the existing system is a backup for the new system. 

As noted, it is also necessary to not charge fares for Transit Revolution services during the first two 

years.  Every Minneapolis resident is getting a Go Card – which allows you to ride free on Metro 
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Transit busses (express and rush hour charges may apply.)  For anyone with a Minneapolis Go Card 

no fares on Transit Revolution vehicles during the first two years will tend to level the playing field – 

the ridership on either sytems won’t reflect a bias resulting from fare differentials.   

Finally, we will also need to pay for the $62 million in start-up capital costs for the system. 

Here’s what this all amounts to regarding the revenue requirement during the two start-up years.  

Metro Transit must continue to receive what it has been receiving in revenue.  Beyond that, the 

Transit Revolution Phase RIGHT NOW! must be paid for in full. 

At the same time, of course the point of this whole effort is to make it work – i.e., to achieve 

ridership levels that will make it possible in two years to consolidate the two systems.  Starting in 

year three, this will mean phasing out most or allmost all of the Metro Transit Minneapolis City 

Street bus routes.  These routes may resume at the city borders, linking with Transit Revolution 

service, including FSRs.  However, starting with year three there will be a significant decline in the 

number of regular Metro Transit busses running, along with the maintenance requirements for 

those busses. But as a matter of practical political necessity, we’re committed to continuing to 

employ the same Metro Transit drivers and maintenance people that we’re employing now.  We 

must also keep in mind that (assuming the Minneapolis side is working) that Saint Paul will be 

clamoring to get in the act with their own version of Transit Revolution Phase RIGHT NOW!  Of 

course they should -- and I want to work with them on that. 

Thinkikng ahead, here’s something else to be aware of – we’ve taken  a peek at the preliminary 

Phase Three Transit Revolution maps, showing freeway Five Minute Service throughout the 494-

694 beltway.  When this starts up, current Metro Transit busses, drivers, and maintenance people 

will be needed to operate those routes – that’s why the preliminary cost struture for Phase Three is 

based on the current MTC cost structure – not the Transit Revolution Phase RIGHT NOW! cost 

structure, which is based on city street service.  Phase Three is expecte to reabsorb the excess 

capacity that will be freed up when the Transit Revolution Phase RIGHT NOW! system is 

consolidated.  That’s why planning for it – including modifiations to ramps and intersections, will 

commence during the first two years that the Transit Revolution Phase RIGHT NOW! system is 

running. 

Here’s what all of this amounts to.  For the first two years, to err on the conservative side, we should 

assume that launching the Transit Revolution will involve a subsidy of the entire fare revenue Metro 
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Transit currently collects in Minneapolis.  Obviously, it won’t cost that much – there will still be 

riders and fare revenue on Minneapolis Metro Transit routes --  but we need a number to get our 

heads around.  Based on data Metro Transit has supplied me, they collect about $55 million a year in 

Minneapolis fares, and also receive revenue of $8.4 million in retail Go Card sales plus Go Card sales 

along the Blue Line in Minneapolis.  That totales to $63.4 million.  This is in addition to paying for 

the start up capital costs, and the cost of operating the Phase RIGHT NOW! system.  

So, here is what this totals to: 

Start up capital costs:      $62 million 

Annual Phase RIGHT NOW! and Metro Transit subsidy costs: 
 
Annual additional  MTC subsidy:        $62 million 
(Minneapolis fare and Go Card revenue) 
 
Annual cost of Phase RIGHT NOW!      $74 million 
The $124 million cost, less Utility Billing revenue 
 
Annual cost of subsidized Neighborhood Taxi service  $10 million 
 
Annual operating/subsidy costs, first two years:   up to $146 million  
 
 
Once we get beyond year two, the financials show that if we attain Transit Revolution ridership of 

about 40 million or more, the Transit Revolution Phase RIGHT NOW! is in good shape – we’re 

heading towards a future where all marginal increases in Public Transit service can be paid for by 

relying on a combination of fares and Utility Billing, with subsidies limited to continued support of 

the existing Metro Transit system.  But of course, coming up with about $300 million dollars is a 

major challenge.  How can we do it? 

First, with the exception of bonding for the $62 million in start up capital costs, it’s out of the 

question to consider bonding as a means of financing.  Bonding is designed to finance capital costs -- 

but our requirement is to pay for operating costs.  Minnesota has seen a lot of accounting gimmics 

in recent years – let’s not go there. 

However, continuing to look at the $62 million in start up capital costs, it turns out that amount is 

roughly equivalent to the amount the Legislature approved for “revenue capture” to pay for phase 
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one of the proposed Streetcar Line on Nicollet Ave.   It would be reasonable to ask the Legislature to 

simply expand the allowed use for this money to include the Transit Revolution Phase RIGHT NOW! 

But we still need to come up with a way to bridge the $146 million per year gap for the first two 

years.  

One of the terms in the enabling legislation could be a requirement that if Minneapolis approves the 

Utility Billing plan to continue the system after two years, the revenue raised must include an 

amount sufficient to pay back about half of the initial state subsidy over twenty years, but at zero 

interest.  Assuming we can get the total annual cost down to $150 million – that would require an 

additional $7.5 million in Utility Billing revenue from Minneapolis residents each year.  Of course, if 

Minneapolis votes it down, there will be no repayment to the State.  But people will be voting on 

whether or not they like the new system, not on whether they have to pay about $2 more per 

month to pay for it – that’s roughly what the additional $7.5 million breaks out to for adults. 

This gets us down to a likely net gap of about $150 million – with a risk that it could be $300 million 

if Minneapolis votes down the second referendum. If the state takes on this obligation, there is an 

enormous up-side potential from a Transit Revolution success.  The reduced wear and tear on roads 

alone would result in a savings far above this amount over the next ten or twenty years.  The 

potential to greatly expand Public Transit while incurring no marginal subsidy costs at the state level 

is another major upside.  More development and more property tax revenue would be another 

likely result.    

Let’s keep in mind also that the State recently committed to a subsidy of the new Vikings Stadium 

far about this $150 million amount.  This was justified on the expectation of future economic 

benefits from having the Stadium.  The upside of making an investment in a revolutionary 

improvement in Public Transit is far greater than even the rosiest scenario for the Stadium. 

Having said that, we need to keep in mind that the multi-level Vikings Stadium financing scheme – 

including “blink on” revenue sources if the gambling revenue plan fall short – is still ultimately a 

bonding scheme – it’s financed over decades.  I’m in favor of looking at any available mechanism to 

spread the State’s cost out over a few years.  But ultimately I think we’re looking at a requirement to 

build the cost in over a maximum of three or four bienniums (each two year state budget cycle is a 

biennium.)  So this is a cash flow issue as much as a total dollar amount issue.  Although the 



Demand Transit Revolution! Bob “Again” Carney Jr.  8/18/13 edition, page 99 of 148 

expectation is that half will be repaid, we need to finance about $300 million over three or four 

bienniums. 

In short, it will be a heavy lift to get the Legislature to provide the necessary funding for the first two 

years.  But it can be done -- the Vikings did it.  There is at least as good a case to be made for the 

Transit Revolution as there was for the Vikings Stadium. 

 

Continuing to “hold harmless” Metro Transit beyond Year Two 

As noted, the consolidation beyond Year Two will reduce the services required from Metro Transit 

for Minneapolis City Street routes.  However, as also noted, assuming Phase RIGHT NOW! emerges 

as a success, there will be a clamor leading to the launch of a similar system in Saint Paul.  Other 

suburbs near Minneapolis will probably also be interested in expanding the system to their 

communities -- developing their own plans based on the Utility Billing model.   That of course will 

produce additional revenue.  

Regarding Metro Transit’s capacity, maintenance work for the Minneapolis Transit Revolution 

sytem can be done by Metro Transit.  This will result in a cash flow savings not factored in to the 

numbers given above.  Metro Transit drivers can be assigned to new routes in an emerging Saint 

Paul system.  Obviously there are gaps to be covered here – but the Transit Revolution cost models 

can be supplemented with a transitional subsidy to have Metro Transit drivers and maintenance 

resources do the work until the Phase Three freeway Five Minute Service system starts operating 

within the 494-694 beltway. 

In addition, we can expect to see a significant increase in Go Card sales outside of Minneapolis, as 

suburban riders, especially commuters, see the advantages of using the whole system.   Higher Go 

Card sales rates will be both a major source of additional revenue for Metro Transit, and a strong 

indication of “buy in” by people throughout the Metro area.  

It’s also important to keep in mind that many employers make contributions towards Go Card 

purchases.  There should be a major drive to increase the number of employers who do this, and the 

amount of the subsidy they pay.  The Minnesota business community might want to put together a 

plan to raise a signficant amount of money towards Transit Revolution .  Quite simply, the business 



Demand Transit Revolution! Bob “Again” Carney Jr.  8/18/13 edition, page 100 of 148 

community can and should help pay for Transit Revolution because it’s good for the Minnesota 

business environment. 

Finally, part of the Utility Billing rate increase anticipated after Year Two (pending approval by the 

second referendum) should be allocated to Metro Transit as part of the purchase cost for Go Cards 

for all Minneapolis residents.  After all, these Go Cards can be used throughout the Metro Transit 

system.  But this is also a way to provide additional “hold harmless” revenue to Metro Transit during 

the first few years of operation.  We need to keep in mind that the current Metro Transit budget 

includes significant sales of Go Cards to Minneapolis residents (about $8.4 million) – because all 

residents will receive a Go Card under the Utility Billing mode -- some current MTC Go Card revenue 

will be lost. 

Here’s the bottom line for looking beyond Year Two – we should expect a higher rate of subsidies 

to continue for at least several years.  But this is premised on the assumption that the Transit 

Revolution is a success – and we have enough by way of results to see the long term benefits that 

justify those continuing subsidies.  As Transit Revolution expands, and the Utility Billing model is 

extended, we may see either stable or even dropping state subsidy costs for Public Transit.    
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8. More macro changes: Stewardship and the “Sharing Economy,” The 
“Abundance Crisis;” Rethinking and Redefining Households; Social 
Entrepreneurship; more Revolutions to come 

 

As noted earlier with reference to The Structure of Scientific Revolutions – one operational definition of 

a revolution in science is a “Paridigm Shift”  – a new way of looking at the world.  This is certainly what 

Transit Revolution is about.  But looking at the bigger picture, we also need to reflect on more macro 

changes that are all going on at once – here are just three: 

1. The dramatic increase in what is now technically possible. 
2. America’s increasing inability to provide full time jobs for everyone, and our consequent need 

to rethink and redefine households, and to redefine and/or shorten the work week. 
3. An emerging “sharing economy” – where people are increasingly willing to share cars and living 

spaces. 
 

Stewardship and the Sharing Economy   

As a new paridigm for our Transit Revolution emerges we’re seeing many new ideas -- but Stewardship 

isn’t one of them.  A commitment to the principle of being good Stewards of the Earth is rooted in 

Genesis -- a common root of the Christian, Jewish and Muslim religions.  But the “Sharing Economy” is 

among many new thought categories we see emerging.  I think this can be broadly classified as an 

application of the principle of good Stewardship.   But as we’ll see, there are difficulties with it’s 

widespread application.  

Here’s the start of the Wikipedia article on this: 

The sharing economy (aka the share economy, the shared economy, the mesh or the 

collaborative economy) refers to economic and social systems that enable shared access to 

goods, services, data and talent. These systems take a variety of forms but all leverage 

information technology to empower individuals, corporations, non-profits and government with 

information that enables distribution, sharing and reuse of excess capacity in goods and services.  

A common premise is that when information about goods is shared, the value of those goods 

increases, for the business, for individuals, and for the community. 

Wikipedia is itself an example of the sharing economy. 
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In the transportation realm, the company Lyft is an example 

of this.  Lyft drivers must be 23, and must pass a phone 

interview, an in-person interview, and a background check.  

After jumping over these hoops (the hoops are actually laying 

on the ground,) they are issued a large pink moustache for 

whatever grill of their dreams they’re driving… and off they 

go.   Instant taxis.  You find them with the Lyft cell-phone 

app. 

According to a recent Star Tribune article, “Minneapolis’ head of business licensing, Grant Wilson, 

believes Lyft drivers would need licenses in order to operate in the city. He said Minneapolis has not 

been contacted by the company, however, nor has the city discovered Lyft operating.”  The Star Tribune 

reporting continues: 

“City Council Minneapolis City Council Member Gary Schiff, the council’s authority on taxicab 

ordinances, said licensing taxis is important to ensure that drivers are not fugitives, that vehicles 

are inspected, and that consumers can lodge complaints.” 

“That means licensing drivers and the company itself, regularly inspecting the vehicles and 

installing meters.” 

“‘It’s a little dumbfounding to me that this start-up company has this business model that leads 

them to get into fights with cities all across the country,’ Schiff said.”  

I think the basic idea of a ”Sharing Economy” is great.  But there is another aspect to consider – the 

overall economic effect of this is to decrease scarcity.  On its face, of course that sounds like a good 

thing – we’re taught to think it’s a good thing.  However, when you look at how our society actually 

operates – a big driving force is the creation  and management of scarcity.   Planned obsolecense is just 

one example – our society could (and in many cases used to) manufacture products that last much 

longer than they do today.  But why would stores want to carry such products?  That would be taking 

away future sales.   

Let me give you just one instance: toasters.  During the internet heyday there was a website called 

antiquetoasters.com (it’s apparently shut down now.)  The web site used to sell old toasters, from the 

1930’s, 1940’s etc.  The web site noted that they weren’t built for three pronged plugs, and they often 
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needed a new power cord – but the heavy duty guts of the toasters still worked.  Appliances back then 

were designed to last for decades.  Today, the average toaster lasts only a few years.   

Has our society lost the art of toaster making?   

Here’s some good news: about 10 years ago, I worked with a student in a class I was teaching, who did 

his final project on longer lasting toasters.  We found one toaster on the market, sold to commercial 

establishments, that was designed to last -- it was from England and their marketing slogan was “tough 

as boots.”  Our society has not – repeat not – lost the art of toaster making.  The real problem is that 

selling products that aren’t junk is not good for the business of stores, who rely on us to buy new junk at 

a certain frequency.  The existence of hundreds of millions of toasters that are designed to reliably self-

destruct every few years is just one of many examples of planned obsolescence – when our stores sell 

more stuff faster – more people will have jobs… in China.  But there’s hope! – the Robotic Revolution 

can manufacture junk products just as economically here in the USA as they can in China (Robots don’t 

care where they work.)  

OK… a little sarcasm there.  And f course that doesn’t fix the planned obsolescence problem – but it 

does help the balance of payments problem. 

--------------------- 

The reason Minneapolis is raising regulatory conerns about Lyft almost certainly has much more to do 

with protecting the jobs of taxi drivers than it does with problems with Lyft.   

So let me ask you: what do you think about the danger of Lyft taking away jobs of taxi drivers?   

I personally think it’s a problem – a big problem.   As a general principle, the Transit Revolution is about 

identifying and “holding harmless” organizations and the employees that work for them – whenever 

possible.   This is a question of ecoomic justice.   

Here’s another example of the two-edged sword (scarcity and abundance are the edges) that we use to 

slice and dice our economic ideas.  We typiclally think of “abundance” as good, and “scarcity” as bad.  

Let’s apply this idea: an abundance of labor is a good thing?  Right? 

The problem of course is that “Labor Abundance” goes by another name too: high unemployment. 

We’ll come back to this. 
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So… on the one hand, a “Sharing Econnomy” is certainly on the way, and I think it’s a good thing in 

principle.  Specifically, as we all learn to share more, and develop new and better ways of sharing more, 

we can be better Stewards of the Earth.  But dilemmas and tradeoffs abound.  The “Sharing Economy” 

will require major adjustments in the way our entire society is organized – to deal with the aggregate 

impact on employment and unemployment.  In fact, let’s put the Sharing Revolution on our list of up-

coming revolutions. 

 

An Application: Neighborhood Transit and Neighborhood Taxi Service 

Let’s consider how “Neighborhood Transit” might emerge as part of the Sharing Revolution. 

One key element of Transit Revolution is the goal of bridging the distance between the nearest Transit 

stop and a person’s home or their destination.  I’m all for walking… but here’s the reality: people are 

much more disposed to view walking favorably when it’s an option – not a necessity.  And we need to 

keep in mind that Transit Revolution is designed to move both people and all our stuff – things we 

typically take in cars.  If we’re going to compete with cars, Transit Revolution must at a minimum do 

what people can do with a car. 

Of course this is why Neighborhood Taxi service is a major planned element of Transit Revolution.  But 

unlike traditional taxi service, it does not have to be done exclusively on a for-profit basis, or as part of a 

service provided by government.  Again… we’re talking about a paradigm shift.  One of the things we 

need to consider is how neighborhoods can be strengthend – and the Transit Revolution can be 

supercharged – by organizing community volunteers to provide Neighborhood Taxi service in various 

ways.  It can be provided as a free service – or on a voluntary contribution basis.  It can be delivered by 

volunteers -- or by students paid minimum wage to sit in a cab and study during the times when they’re 

not providing service.   Obviously, churches and houses of worship can participate -- members can 

volunteer -- congregations can pay student drivers (who are students only when they’re not driving.) 

The vehicle itself is a key element – it needs to be able to drop off and pick up people – and (again) all 

their stuff, which sometimes includes a wheelchair -- at Transit stations where a standardized height will 

be a foot or two above street level.  But it also needs to provide for roll-on-roll-off service at street level.    

I have two designs for Neighborhood Taxis – one has a trailer, the second is a modified van cab and 

chassis.  Let’s start with the car-and-trailer approach. 
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The first illustration is of a trailer unit, with the side door open – a top view is also provided.  The middle 

illustration shows the trailer hooked up to a car. This trailer is designed for use at Transit stops with a 

platform that is a standardized height above street level, and that has an extensible tongue to reach the 

floor of the trailer.  This design allows roll-on-roll-off use by handicapped people with a wheelchair, or 

by people with strollers, shopping carts – whatever someone wants to roll on and off.  The third 

illustration shows the rear of the trailer in a lowered position, allowing roll-on-roll-off use at street level.  

Note: with this design we don’t need to wait for platforms to be installed: people and their stuff can 

simply roll on and off at street level at or near Transit Stations. But platforms are better. 

The next illustration is based on the idea just 

presented, but the design is for a single, somewhat 

weird –looking “Frankensteinesqué” vehicle (a van 

head and a trailer body, obviously there’s room for 

significant aesthethc improvement to this, but a van 

head and chassis would get the job done) with the 

same trailer features for entering and exiting, but with the additional advantage that the passengers and 

driver are always in the same space.  The passenger seats fold up as needed (it might be possible to add 

additional fold up seats to the rear door – these would fold up when that door is opened.) 

By the way, I hope it’s obvious that these Neighborhood vehicles are not designed for use on Freeways!  

They are designed only for city street use, at relatively slow speeds and travelling short distances.  It 

might make sense for a public entity (City, County, Metro Transit, etc.) to purchase the vehicles and 

make them available to organizations that are willing to provide volunteers and/or paid students. 

Neighborhoods and the Transit Revolution  -- As we’ve seen, the design of Minneapolis routes is based 

on a CSA (Core Service Area,) with a number of neighborhood routes that link to that core.  I’ve tried my 

best to come up with a good initial system of Neighborhood routes.  But over time, we should plan on 
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having neighborhoods exercise at least some control – maybe a lot of control, but maybe not -- over 

how Transit Revolution services are provided in their neighborhood.  This may involve modifying or 

adding routes to accommodate local businesses.  It will certainly involve planning how Neighborhood 

Taxi service is provided, and organizing both individual and organizational volunteers to provide it.  

Some neighborhoods may want to put more time and effort into the Neighborhood Taxi component, 

others may want to rely almost exclusively on the routes.   

Local businesses and the Transit Revolution -- The Transit Revolution local planning will of course also 

involve local businesses.  One key idea behind local loops is to make local shopping easier.  I don’t want 

to go into too much detail at this point, but I think it’s fair to say that the Transit Revolution can and 

should be giving a big boost to small and local businesses of all kinds – including local food production.  

As just two examples, with our car-based transit system, many local stores and businesses are limited by 

the absence of off street parking.  With Transit Revolution service, shoppers don’t need off street 

parking.  The roll-on-roll-off feature makes it easier to do local grocery shopping – you can either roll 

your own cart home, or, depending on the weather, and your health, and what mood you’re in, use the 

Neighborhood Taxi  service to complete your trip.  Here’s something to think about: the Transit 

Revolution system may expand to a local delivery system – stores could load your stuff on to the route 

vehicle, and a Neighborhood Taxi could pick it up and bring it to your door.  Why should you come along 

for the ride if it isn’t necessary?  The whole idea is to think and act locally.  All of these options are based 

on the idea of services with major planning inputs from the neighborhoods.  And of course, these 

options are based on the idea of vehicles as assets shared by everyone in a community, rather than 

owned by each household in a community. 

 

The “Abundance Crisis” and a shorter work week 

As noted, we tend to slice and dice economic ideas with a two-edged sword -- scarcity and abundance 

are the edges.  We typiclally think of “abundance” as good, and “scarcity” as bad.  But as we’ve seen 

when we try to apply this overly simply view, we run into immediate and major problems – as just one 

example, “Labor Abundance” is another name for high unemployment. 

I’ve come to believe that America is currently facing an “Abundance Crisis” – and the fulcrum is our 

inability to provide enough jobs for people.  Our society has the technology and knowhow to provide for 
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everyone’s needs – but not based on a continuation of the (recently) traditional definition of full time as 

40 hours per week (historically, full time once meant more hours per week than that.) 

The recent symptoms of the Abundance Crisis are high unemployment and a decline in labor force 

participation.  The unemployment challenge has been made worse by the outsourcing of millions of 

manufacturing jobs.  While much of this production is likely to come back to America, it won’t be done 

by people – it will be done by robots.  The key economic issue here is this: unlike people, it doesn’t 

matter whether a robot is producing things in America, or in another country, the cost of building the 

robot is the same, and the cost of operating it is similar.  The difference is in the effect on our balance of 

trade – things produced here, by domestic robots, don’t require us to “export” money in return for 

manufactured good. 

It’s interesting to note that one major aspect of “Obamacare” seems to be a deliberate plan to shorten 

the work week.  It’s being done by a simple rule: when organizations employ people for less than 30 

hours per week, the organization doesn’t pay for health care, individuals pay for it -- and are eligible for 

a subsidy based on income.  This is an incentive for part time work, and a shorter work week.  If 

Obamacare succeeds, this feature – amounting to a shorter work week mandate -- may ultimately turn 

out to be the single most important element of the sytem.  Could the “health care” part be a gimmick? 

 

The “Decline and Fall Index”; labor force participation; defining households 

To better understand what’s been going on with our economy since World War II, and to see why both a 

shorter work week and a redefinition of households are probably inevitable, let me start by introducing 

you to my Decline and Fall Index, (“DFI”.)  This is an economic index I’ve developed – along the line of 

the “Misery Index” that became popularized during Jimmy Carter’s first Presidential campaign (1976.)  

The DFI is the total of the Federal Deficit plus the Trade Deficit, minus economic growth -- measured as a 

percent of Gross Domestic Product.  By the way, I haven’t updated this, the numbers run through 2011, 

but the Federal deficit for 2012 is similar to the previous Obama years – it is now declining significantly 

in 2013.   
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As illustrated by the above graph, I’ve calculated this index for administrations from 1960 forward  -- 

using it, I’ve also identified what I call the “Era of Big Stimulus” – elaborated on shortly.  By the way, the 

Red and Green numbers do not denote positive and negative values – instead, I show the DFI as Red 

when the total of the two deficits exceeds economic growth.  A Red DFI is like a flashing warning light – 

telling us that our deficits are out of control. 

I include the Trade Deficit as one of the two DFI deficit components because we have $10 trillion in 

cumulative trade deficits since the “Era of Big Stimulus” started.  If our economy falters and the dollar is 

dumped as the world reserve currency, the dollars we “exported” will buy American assets (they’re used 

for this now,) and our children will work for foreigners.  That's America’s "Plan B" -- sell the country. 

As you can see, from Kennedy through Carter economic growth outpaced both deficits.   

The twin deficits started to grow faster than the economic when the "Era of Big Stimulus" began – 

introduced by President Ronald Reagan in the early 1980's.  This Era has featured monetarism, and 

globalization, and was also shaped by Reagan's domestic economic strategy: lower taxes and less 

regulation would grow the economy and make up for lower rates. 
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Reagan dropped the top rate from 70% to 28%.  Both the Federal Deficit and the Trade Deficit went up, 

resulting in a couple of years of Red warnings from the DFI for the first time.  Monetarism did produce 

low inflation, and has ever since.  Over time, Reagan's strategy worked.   

But let's keep a stubborn fact in mind.  During the Reagan years 20% of our economy was manufacturing 

-- both in jobs and GDP.  The computer revolution was underway. When the tax rates dropped, 

productive investment opportunities for capital were available here in America. 

Reagan’s strategy was revived from 2000 to 2008 by Bush II.  But it sputtered, for two reasons.  First, 

there's much less stimulus impact from dropping the high tax rate a few points, compared to Reagan's 

42% drop.  But here's the really crucial point: unlike the 1980's, there was no productive place in 

America for capital to go.  Manufacturing was in a death spiral -- down from 20% of GDP in 1980, to 14% 

in 2000, to 11% in 2009 – it continues to drop.  With this disaster in manufacturing, the money had only 

two places to go: overseas, and into a a giant housing bubble. Offshoring and McMansions do not make 

America more productive. 

But the real disaster is in our manufacturing for domestic consumption.  We have only two significant 

sectors for this -- cars and paper products.  When you back out cars, paper, and printing, less than 2% of 

our GDP represents manufacturing for domestic consumption.  That's comparable to agriculture. 

As we see, for the eight years of Bush II, the DFI was running Red at an average of 4.4% a year.  For the 

first three years of Obama, the DFI has been at full Red Alert – averaging 14.3% a year (and as noted, the 

2012 data doesn’t really move the needle on the 14.3% DFI.)   

To sum it up: the reality is this -- since 1980 we’ve been in an "Era of Big Stimulus" -- driven by 

monetarism, globalization, tax cuts, and deregulation.  In the early 1980's -- when our top tax rate 

dropped 42%  -- when our economy was 20% manufacturing -- when the computer revolution was 

booming -- when our Federal debt was 30% of GDP -- Reagan's domestic economic strategy worked.  A 

growing economy did result, and resulting economic growth got the DFI under control.   

Today our circumstances are vastly different -- manufacturing is into less that 10% territory, --- the top 

tax rate is under 40% -- Federal debt is heading above 100% of GDP – the dot com and housing bubbles 

are long dead.  The "Era of big Stimulus" is over.  That's just a fact.  Attempting to continue it will not 

result in economic growth sufficient to flip the DFI from Red to Green, as we saw during the 

Reagan/Clinton period.   There is little prospect for “re-importing” the $10 Trillion we have exported so 
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far.  The only real question is: will we a) default on Federal debt, or b) cut off further trade deficits, and 

fix the current level of foreign ownership of American assets and U.S. Treasury bonds.  If we don’t 

default, we are committed to paying interest on U.S. bonds to foreign entities forever.  This, I am sorry 

to say, is the reality of our current economic situation.  Unlike the America of Franklin D. Roosevelt – we 

don’t “owe it to ourselves.”  Let me hammer it one more time: Ten Trillion Dollars of “it” (American 

Debt) is owed to foreign entities. 

Of course, we have the additional dilemma that any sudden decrease in our Trade deficit would be likely 

to cause a global economic recession.  Let me add a further element to this dilemma – something I’ve 

been wondering about, and that you may not have heard about.  As you probably know, the U.S. Dollar 

is the “World Reserve Currency” – international trade is conducted in dollars, both large businesses and 

countries want to hold dollars as assets.  We’ve considered the danger that we face if the U.S. Dollar 

ceases to be the World Reserve Currency: countries and businesses will trade in more of their dollars for 

U.S. assets.  But consider this: the basic premise of Monetarism is that for an economy – any economy – 

inflation is controlled by matching the growth of the money supply to economic growth.  Too much 

money in circulation will cause inflation.  But if the money supply remains fixed, economic growth will 

be slowed down.   

The Federal Reserve is responsible for managing the money supply of dollars – to match its increase with 

the rate of U.S. economic growth.  But consider this: to increase the global money supply, circulation of 

a World Reserve Currency must increase with the global rate of economic growth.  If the World Reserve 

Currency is a national currency, there is only one way this can happen – the country that “owns” the 

World Reserve Currency must run a Trade deficit.  That’s the only way to increase the global money 

supply of the World Reserve Currency.  I’ve never heard this “Emperor Has No Clothes” economic 

dilemma discussed by anyone – but I can’t find a flaw in the basic Monetarist argument: whenever the 

Global Reserve Currency is a national currency, the nation that “owns” it is committed to a permanent 

Trade deficit.  

I think the best that could be hoped for would be some kind of a “soft landing” – where a “currency 

basket” emerges as the Global Reserve Currency.  That is being talked about.  Unfortunately, the recent 

behavior of the Euro hasn’t helped the prospects of this option.  But the bottom line is this: at some 

point it seems inevitable that the U.S. Dollar will cease to be the Global Reserve Currency.  The only 

question is, when this happens can we organize a “soft landing” for the global economy – or might this 

be an economic disaster worse than the 2008-2009 meltdown?    
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Let's now look briefly at employed adults as a percent of the population.  As you probably know the 

unemployment rate can be artificially low when people give up looking for work.  That's why I prefer a 

different measurement -- the percent of adults from age 18 to 64 who are employed – including people 

who are working part time.  I've smoothed out the recessions to show the trend.   

 

 

 

 

Of course, the biggest change since World War II has been the entry of women into the work force.  

During the "Era of Big Stimulus" adults in the work force soared a full 10% from the Kennedy years.  This 

measure dipped during the second Bush, and has plummeted during Obama.   

I should note that both the narrower definition of “unemployment,” and the broader measure based on 

labor force participation, are deeply flawed in the sense that a person qualifies as “employed” by 

working only a few hours a week.  But these economic barometers are the best we have right now – at 

least labor force participation doesn’t filter out “discouraged workers,” not taking them into account at 

all. 

When we consider employed adults as a percentage of the population: here's the bottom line.  There 

are about 10 million Americans who were working in '08, but are not working today.   

The Democrats -- lead by Paul Krugman -- said our fundamental problem has been and is a lack of 

demand.  Their solution is more spending and more stimulus now.   
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As noted… today's recent Republican doctrine has been: repeat the Reagan formula.  I’d like to be able 

to tell you what a current consensus Republican plan is – but I frankly don’t think there is any realistic 

plan being presented. 

Unfortunately, due to the limits we’re hitting based on the DFI, I don’t think we have a “conventional 

wisdom” plan that is sustainable or realistic.  The "Era of Big Stimulus" is over.   

We need to come up with another way to provide enough work for everyone, and to reduce the strain 

on the “social safety net,” which is burdened by high unemployment, food stamp, and Medicaid costs.  

By the way, in 2011 the total cost to the Federal government for unemployment insurance payments, 

food stamps, and Medicaid was $343 billion – that’s 2.3% of America’s Gross Domestic Product.  The 

main driver of the deficit is still reduced federal tax revenue caused by the 2008-09 crisis in the financial 

sector.   

Obamacare (if it works, we’ll see,) should be able to resolve the Medicaid cost problem ($86 billion of 

the $343 billion total shown above.)  And due to what I call the “shorter work week” mandate, it may 

have a very significant positive impact on both the high cost of unemployment insurance payments, and 

food stamp use.  But I don’t think it will fully resolve the underlying structural problem – the dramatic 

decline in labor force participation, and America’s continuing Abundance Crisis.   

So… let’s consider a further set of solutions to the Abundance Crisis that might be acceptable to 

Republicans, Democrats, and Independents.  By the way -- these solutions are all designed to lead away 

from European Socialism – and towards what I would like to call an American Sharing Economy. 

First, let's consider needs and wants.  If we focus on human needs, there is simply no question that the 

post-industrial, created world we live in (that is my religious perspective) is a world of Abundance.  It's 

just a question of how we organize things.  Our priority as a society should be to focus first on human 

needs.   

Let's start by deregulating poverty -- both legally and mentally.  Legal regulation is one thing -- but the 

real regulating in our society is mental -- it's all the boxes we carry around in our heads. 

Our traditional answer to "labor abundance" -- AKA unemployment -- is to get more people working -- 

consuming -- leading traditional middle class lives.  Our default prescription starts with a car, an 

apartment, and a nuclear family. 
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I find it ironic that our mental regulation is done partly in the name of economic efficiency.  There is no 

family unit more economically inefficient than one built around a single adult -- with or without kids.  

When you have more people, you have both a division of labor and economies of scale.  That's how 

early Christians lived.  So here's my first question -- can we solve part of our Abundance Crisis by 

deregulating, rethinking, and redefining housing and households? 

Why not allow for housing that includes both common rooms and individual rooms?  Minneapolis 

zoning typically requires either one family, or a maximum of five people including two unrelated adults. 

Let's get rid of zoning that prohibits small rooming houses.  An adult could live in a building with a 12 

foot square private room - with a group of 10 or 20 other adults -- including married couples with 

children -- and with common spaces for the whole bunch.  Why not?  Families could have individual 

apartments of varying size within the same building.  The building occupants could vote out anyone who 

was causing trouble – or who they didn’t like.  Household jobs could be bid out within this extended 

household -- including cooking, property maintenance, and so forth.  Vehicles can be shared. Home 

schooling, and home group schooling, can be added to the mix -- with vouchers to pay those doing the 

teaching.   

We could call this the Household Revolution – and also an Education Revolution -- let’s add them to the 

list. 

This would dramatically improve the economic efficiency of households, and could dramatically reduce 

the money cost of living.  It would probably result in a major improvement in the “quality of life.” 

Of course, we need to consider the macro economic effects of phasing this in – and they would be 

major.  Just the idea of home schooling as an emerging norm opens all kinds of political cans of worms.  

This is a book on Transit Revolution – so let’s just add the broader possibilities to the list.  But regarding 

the transit aspect, I just want to note three points, and then briefly draw out some consequences. 

First, as we’ve seen, the population of Minneapolis in 1920 was roughly comparable to today’s 

population.  If we have the Transit Revolution Phase RIGHT NOW! system presented in this book, our 

current level of density can make it sustainable.  But if we significantly increase density, this will only 

make the Transit Revolution service better.  However, Minneapolis zoning would have to be 

fundamentally changed.  And this brings me to my second point.  I think a major consideration driving 

our current limitations on zoning is a concern that higher density will inevitably cause more congestion.  
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Of course, the Transit Revolution is intended to make congestion (a byproduct of mass private car 

ownership) unnecessary.  Therefore, when we rethink zoning, we should think in terms of what we allow 

to be done with homes – including adding an additional floor and more bedrooms – in the context of 

imposing rules on car ownership.  We might, for example, allow each household occupying a single 

family home to own only one car if they want to expand the house by another floor.  We might even 

require that no car be owned – or that the right to own one car is only good for ten years, and can be 

reduced to no car based on how the Transit Revolution service, including car sharing at the periphery, 

developes over that time. 

Third, we might consider basing property taxes partially on the number of people occupying housing – 

to ensure that a minimum amount of revenue is paid to the City and County based on the cost to 

provide city services to people.   

Note: I am not advocating that the current rights of single family home owners should be changed.   

What I am suggesting is a tradeoff between options to increase the size and occupancy limits of houses 

and a permanent limitation on car ownership that would then go with the house. 

Of course, this could be a real economic boon to most home owners in Minneapolis (disclosure: I’m one 

of them.) 

Community gardening and urban micro farming offer huge economic opportunities that can be linked to 

the Transit Revolution.  I was looking at one point at launching a community garden on a buildable lot I 

own next to my home (the lot was sold.)  My research results really surprised me -- a city lot -- 40' x 135' 

-- can yield about $10,000 a year in produce.  The Twin Cities already has about 400 community gardens.  

Urban micro farming can put land in blighted urban neighborhoods to productive economic use, and can 

provide ways for millions of Americans to earn or save money on the side.  Let's consider an urban 

homestead act -- let people establish and run urban micro farms -- until increasing density, land value, 

and prudence finally combine to prompt them to accept hundreds of thousands of dollars for their 

micro farm.  Lower food transportation costs and healthier eating will also result.  Minneapolis recently 

got rid of some unneeded regulations on Community Gardening. 
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Social Entrepreneurship 

As noted earlier, the Transit Revolution is designed to be: 

 a business  

 a mass movement, and  

 a political movement  

I think it’s appropriate to classify the Transit Revolution as a form of Social Entrepreneurship – but I’m 

deliberately challenging some “conventional wisdom” regarding the boundaries that have theoretically – 

(but in a charade-like way) “separated” public and private activity. 

Recently the U.S. Supreme Court’s Citizens United opinion changed the ground rules (some say it 

restored earlier ground rules) for coordinating public and private actions, by affirming a Constitutional 

right of corporations and other associations to spend money on political advertising, including support 

or opposition regarding specific candidates.  I see this principle extending to the right of a corporation or 

an association to both advocate for the Transit Revolution per se, and to support candidates who favor 

the Transit Revolution. 

As stated in Chapter 2: we need to address an obvious issue: are there dangers in combining business 

and political activity?  The answer: “yes,” clearly there are dangers.  The history of railroad development 

after the Civil war is a history of railroad barons buying off the government.  After all… bribery is illegal.  

Isn’t it?   

Well… let me blunt… as I repeat: today the government, the “political class” and business all play a giant 

game of charades – going back and forth between government service and corporate payola jobs.  

Independent political groups can’t “coordinate” with campaigns – but they don’t really have to -- they 

just hire the guy (or gal) who was a chief aide for years to candidate x, and put them in charge.  They’ll 

know what to do. 

Here’s that summary again of what’s coming up: my conclusion regarding the relationship between the 

public and private spheres.  Our manufacturing mindset from Adam Smith forward has been based on 

the idea of building a better Widget.  But in today’s complex post-industrial society, our challenge is 

really to make better “Widget Systems” – and to coordinate our society’s “Public/Private Widget 

Systems” in ways that: 



Demand Transit Revolution! Bob “Again” Carney Jr.  8/18/13 edition, page 116 of 148 

 are more efficient  

 are equitable, and, 

 promote the General Welfare (this is different from the question of equity)   
 

One potential solution to the dangers of coordinated business and political activity is complete and 

absolute disclosure and transparency.  That’s what I intend to do.  But beyond that let me lay out some 

additional questions and issues. 

Let start with this basic premise:  with few exceptions (high tech is the main one) what is technically 

possible in a post-industrial society goes far beyond what is politically, socially and economically 

possible.  The rate of change that is possible is far above our society’s ability to tolerate and adjust to 

change.  Our whole system is a giant, grease and sand-filled machine – we pour in grease to keep it 

running – we use the sand to slow it down, so the rate of change is something we can deal with. 

In amazing anticipation of this, our American system of government and business has been designed 

from the 1780’s get-go to prefer stability over efficiency – and it does.  High tech is the only major sector 

of our economy where we actually allow the Darwinian jungle of perfect competition to run at anything 

near the speed of possibility – and we’ve seen the incredible rate of technological innovation that 

results.   

However, even within the high tech domain the full potential of absolutely unregulated “perfect 

competition” is channeled and managed by intellectual property rights.  The driving force of innovation 

is also directed by means of a now-standard “exit strategy” for high tech startups: come up with 

something with a sufficient edge to threaten one or more big players, then, when sales start to take off, 

sell the company to one of them – probably the one most threatened by what you’ve come up with. 

From Adam Smith’s “invisible hand” forward, we’ve had a notion not just that the profit motive will 

ultimately benefit everyone, but also this second (and usually unstated) proposition: “if a better 

mousetrap can be built, it will be built.” 

But is this second proposition still true in a society that increasingly provides goods and services through 

a complex web of private enterprise, public infrastructure, regulation, and interest groups?  As noted: 

today our challenge is not to make better widgets, but to make better widget systems. 
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Steve Jobs once said: “It's really hard to design products by focus groups. A lot of times, people don't 

know what they want until you show it to them."  In general, why should we expect “average” 

consumers to know -- for any genre of high tech product – what is possible at any point in time?  I think 

that’s the nub of what Steve Jobs was saying – the best new product development is a combination: a 

sense of what customers would like, and a knowledge of what is possible.  

And so it is with the transportation sector.  Today we have a combination of current infrastructure and 

modes, interest groups, and a vast sea of technological possibility.  We also have a “critical mass” 

challenge – economies of scale must be reached before a significant percent of people will freely choose 

to switch from private autos to Public Transit. 

With this as our context, I think the only realistic possibility of triggering such a mass shift is to take the 

approach I’m taking, combining:  

 a business 

 a mass movement, and  

 a political movement 

The business element is needed to build and promote a vision, and a package of solutions, with an alloy 

of clarity, focus, and access to resources that is found in its most pure form in the private sector.  The 

economic foundation of such a business is a set of inventions -- based on both an understanding of the 

emerging shape of the new system, and a knowledge of what is technologically possible -- that will result 

in massive sales of new products and systems that will be demanded as the form of a Transit Revolution 

takes place – and of course the business will be working to shape that form.   

That’s the plan. 

 

More Revolutions to Come! 

Every society needs to strike a balance between stability and the ability to infrequently accommodate 

necessary, fundamental and revolutionary change.  As noted, our American system tends to strike the 

balance more towards the stability end of the spectrum – we do after all have the oldest functioning 

Constitutional Republic in the world.  I think that is both an achievement and a blessing.  But we should 

keep this in mind: if a solid, enduring public consensus is reached, fundamental change that is both 

peaceful and revolutionary is possible in America.  In fact, I think our Constitutional system of 
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government was deliberately designed to make possible only this kind of revolutionary change.  The fact 

that the process is also designed to be difficult and time consuming speaks largely to the goal of having 

an end result that is based on an enduring, stable consensus of public support.    

Of our historical examples of fundamental changes that have been carried out primarily in the Public 

sector, I want to focus briefly first on changes that took place during the Progressive Era, and then (again 

as briefly as possible,) on changes from the New Deal forward.  By the way, we should keep in mind that 

the Progressive era was interrupted by World War I – it’s almost impossible to imagine how American 

and World history would have been different had that war not been fought. 

The Progressive Era included both some fundamental constitutional changes, and a reining in of the 

Robber Barons by President Teddy Roosevelt.  Of the two, I think the constitutional changes are the key 

to the current effort, both because this was done through the admittedly cumbersome amendment 

process, and because in one case we proved the process can work in reverse – prohibition was tried, but 

later discarded. 

Here’s a summary of amendments We the People adopted during the Progressive era -- the first four can 

be thought of as “core” amendments, making fundamental changes: 

 (1913) Amendment 16, permitting a Federal income tax. 

 (1913) Amendment 17, requiring the direct election of U.S. Senators, who had previously been 
appointed by State Legislatures. 

 (1919) Amendment 18, prohibition of manufacturing, selling or transporting “intoxicating 
liquors” -- (this was repealed by the 21st Amendment in 1933.) 

 (1920) Amendment 19, establishing the right of women to vote in all elections (Federal, State 
and Local.) 

 (1933) Amendment 20, moving up the default time when a newly elected Congress convenes in 
the year after an election (from early December to January 3rd), and when a new President takes 
office, (from March 4th to January 20th). 

 (1933) Amendment 21, repealing Amendment 18. 

 

When you read books, articles and so forth from the Progressive Era, it’s difficult to miss this abiding 

belief and attitude (badly shaken by World War I):  Progress could and would make the human condition 

steadily better and better.   There was an accompanying attitude that this would be accomplished 
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“scientifically” – by experts.  As evidenced by the prohibition amendment, this attitude extended to 

both material and moral improvement. 

Let’s fast forward to the Depression, the New Deal, World War II, the Supreme Court’s Brown v Board of 

Education, the ensuing Civil Rights movement, Roe v Wade, and on to the present. 

Obviously, that’s a hopelessly large amount of historical ground to cover briefly!  However, looking at 

this time from the point of view of “Revolutionary Change,” I want to draw out just a few points 

regarding how the possibility and the process for bringing about fundamental change in America’s 

government and society has been viewed. 

First, let’s compare the Constitutional amendments of this period with those of the Progressive era.  

Here is a brief survey of the six “Post-Progressive” amendments. 

 (1951) Amendment 22, limiting the President to two terms – this was a kind of “restoring” 
amendment -- a new legal requirement for a tradition started by President George Washington, 
and “breeched” only once, by President Franklin Roosevelt under the extraordinary 
circumstance of World War II. 

 (1961) Amendment 23, Assigning electoral votes to the District of Columbia – equal to the 
number for the smallest State. 

 (1964) Amendment 24, Establishing the right to vote in Federal elections without any obligation 
to pay a poll tax or other tax. 

 (1967) Amendment 25, Establishing a procedure to fill the office of Vice President when there is 
a vacancy, and establishing rules for transfer of authority when a President is incapacitated – 
this was in response to the assassination of President Kennedy. 

 (1971) Amendment 26, Establishing the right to vote at age 18 – this was a response to the fact 
that 18 year olds could be drafted, but could not vote. 

 (1992) Requiring an election to occur before a pay raise for members of Congress could take 
effect. 

In general, while some of these Amendments do represent significant extensions of rights, the general 

theme is not so much Progressive – taking major steps forward -- as it is one of consolidating gains that 

(it was supposed) had already been made, but where some ”backsliding” was happening.  The two term 

limit restored the tradition Washington established.  The 24th Amendment’s prohibition against a poll 

tax was intended to ensure States didn’t try to get around the right of blacks to vote – established right 

after the Civil War with the 15th Amendment.  The 24th Amendment can be seen as backsliding in this 

respect: while the 15th Amendment covers all elections, the 24th Amendment does not cover State or 
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local elections.  While the 23rd Amendment establishes a right to vote in the District of Columbia, it can 

also be seen as backsliding because it only includes Presidential elections, and does not provide for DC 

residents to be represented in Congress.  By contrast, the 15th and 19th Amendments gave blacks and 

women the right to vote in all elections.   The 26th Amendment can be seen as an extension of the 

principle “no Taxation without Representation” to “no Draft without Representation.”   

From 1971 to 2013 – the last 42 years – our Constitutional Amendment machinery has gone silent – 

except for the 27th Amendment – which I think has a solid claim to being the most pipsqueak, petty, 

small-minded Amendment ever enacted – we should call it the first “pet peeve” Amendment.   The 27th 

Amendment amounts to this: the normal election process cannot be trusted to hold Congress 

accountable if it gives itself an inappropriate raise.  Now, unfortunately that’s true, but … oh… forget it! 

When we compare our post World War II “Constitution making” to our early efforts, there is a timid, 

consolidating, legalistic quality to all of the recent work done by We The People.  None of these 

amendments have the sweeping, advancing character of the post-Civil war Amendments, or the core 

Progressive Era Amendments. 

Is this because no historical events from 1930 forward called for major changes in American society?  

Hardly!   

Let’s keep this in mind: over ten years beyond the lie-driven invasion of Iraq -- more than four years 

after the early 2009 economic meltdown, no Constitutional remedies are seriously even in the works to 

address those disasters.   

Why have We The People gone so silent?  I think at least two major silencing factors have been at work, 

turning us away from the idea of achieving fundamental change by amending our Constitution. 

The first “silencer of fundamental Constitutional change” is generic “judicial activism.”  Let’s consider 

this briefly in the context of the “Living Constitution” theory, most prominently advocated for by Prof. 

Bruce Ackerman of Yale.  The heart of Ackerman’s theory is that as a practical matter, the formal, 

“official” process for amending the Constitution – Article V requires a two thirds vote by both Houses of 

Congress followed by ratification by majority votes in 37 States -- has historically been ignored or 

traduced during three great times of crisis in American history.   

Ackerman’s first example is the 1787 Constitutional Convention itself – which was originally called to 

draft proposed amendments to the Articles of Confederation.  That earlier Constitutional document -- 
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more like a treaty among nations – required a unanimous vote by the States to make any changes.   

Realizing this was impossible, the Founders at the Philadelphia Constitutional Convention – meeting in 

secret – decided to throw out the Articles and replace them with a new Constitution, which would 

become effective when nine of the original 13 states approved it at State conventions specially called for 

that purpose. 

Ackerman’s second example is the Civil War – and his argument can be summarized with this question: 

how could three fourths of the State freely agree to the post-war Amendment when over one fourth of 

the states had just tried to quit the Union entirely -- and fought a Civil War --to oppose what those 

Amendments were establishing?  The historical answer was to delete (temporarily) the word “freely” – 

force of arms was used to order former Confederate States to approve the 13th, 14th and 15th 

Amendments, and in effect to re-launch the Constitution and the Country.  That’s what happened. 

Ackerman’s third example is the least extreme – but the most relevant to our current situation – over 

multiple election cycles the New Deal resulted in fundamental changes in the “fabric” of the 

Constitution. 

Ackerman’s conclusion is this: during times of crisis, over a period of several election cycles, America can 

and has made “new law for a new day.”  Over time the Supreme Court takes on the task of weaving this 

“new law” into a body of cases that that result (eventually) in “settled law,” (meaning: “we’re done 

fighting about it – at least for the time being.”)  In the formal Article V Amendment process, “consent of 

the government” is explicit -- in Ackerman’s process we can think of “consent of the governed” as 

acquiescence, over years and decades, to what has been done, and is being done. 

The Brown v Board of Education Supreme Court decision more or less made the process Ackerman 

describes an official method of Constitutional change.  Raoul Berger argues at length in Government by 

Judiciary that Brown v Board of Education was intellectually just plain dishonest – and I agree.  But here 

is the reality Berger never really came to grips with: both the Civil War and the post-war Amendments 

really amounted to a geological fault line in our original Constitutional system that simply could not be 

repaired through the normal Amendment process.  Again: more than one fourth of the states has quit 

the Union and gone to war.  That war has been slow to end… it’s still ending… even leaving aside the 

meaning of phrases like “equal protection of the laws,” a hundred years later Southern States were still 

effectively sabotaging the Constitutional right of blacks to vote. 
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By the time Brown v Board of Education came along, almost a hundred years later, something needed to 

be done about unequal education, and it was done -- by Chief Justice Earl Warren, whose life history 

was as a uniter, not a divider. (In 1946, running for re-election as Governor of California, Republican 

Warren won all three of the state’s major primaries, Republican Democratic, and Progressive.)   

Warren insisted on two things: the Brown vs Board of Education decision had to be unanimous, and it 

also had to allow plenty of time for implementation of its results.  Only then could even the enormous 

prestige of the U.S. Supreme Court be effectively applied towards a final, slow moving campaign to end 

the Civil War.   

We can think of Brown v Board of Education as a kind of “Judicial Activism” precedent, which I would 

describe as this: Constitutional change can be carried out not just by Amendment, but also by the 

process Ackerman described – but only if it is supported by a broad consensus (a unanimous decision in 

Brown v Board of Education,) and if needed time is allow for adjustments to be made – that was called 

“all deliberate speed” in the Brown v Board of Education decision.  Ten years after that decision, 

Supreme Court Justice Hugo Black wrote: “the time for mere ‘deliberate speed’ has run out.”  

Following Ackerman’s theory, since Brown v Board of Education the Supreme Court has become a 

clearing house for resolving many of our society’s dilemmas through a continuing body of legal opinions 

that amount to a broad framework for “what we can and cannot do” in our society.  However, one 

consequence of this is that Supreme Court appointments have come to be viewed as a way of shaping 

how this direction will be carried out – and of course the battle is along partisan and ideological lines.   

In my view, the prestige and authority of the Supreme Court suffers as it appears to continue on a 

partisan and ideological track.     

In our context of the periodic need for Revolutionary change, I think there is a real price to be paid for 

this approach.  Ultimately, over time, punting political questions to a “Team Supreme” with five players 

running one way and four the other erodes undermines the idea of government by “the consent of the 

governed.”  The “official” amendment route is cumbersome because it does require this consent.  This is 

why I think that as a foundation for peaceful but Revolutionary change, we should look towards that 

formal process, rather than to Ackerman’s model.  That’s the approach the Progressives took, and it is 

the context in which I call myself a Progressive today. 

The second big “silencer of fundamental Constitutional change” is the fact that since World War II – 

when you look at the grand sweep of history – things have been going pretty well in the U.S.  This is not 
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to say we haven’t caused a lot of problems for people in a lot of other countries.  Rather, as a practical 

assessment, I’m saying that from World War II forward, the American Empire has by and large 

“delivered” a good life for its citizens.  Granted, we have had stagnent income for the middle class for 

decades, but the plateau we’ve reached is a relatively comfortable one.  We have made progress in civil 

rights.  We have made progress in protecting the environment.  Technology has made our life better in 

ways that are difficult to measure with historical economic data.  How can we really compare the value 

of advanced technology between people living today, and people who lived in earlier decades and 

centuries when that technology didn’t exist.  We simply can’t use the same “market basket” of goods 

and services to make statistical comparisons.  Can more be done?  Absolutely.  But the fact that 

Americans haven’t been revolting against the government since World War II is because the system has, 

by and large, accommodated people on political issues that have arisen. 

However, recently we are seeing a serious, fundamental breakdown in our system on at least three 

fronts.   

 Unjust, illegal and ineffective Wars – Today many have concluded we were “lied into Iraq.”  Iraq 

was not a threat to us -- there were no weapons of mass destruction.   Recall: an Envoy from 

Pope John Paul II met with President Bush for 40 minutes in March, 2003, and tokd the 

President a war against Iraq without approval of the United Nations would be “unjust and 

illegal.”  The United States declined to seek a Security Council vote before invading Iraq – 

concluding that the Security Council would not approve the invasion.  But we went in anyway, 

and the clamor for more wars continues.  In retrospect, we can add “ineffective” to the list of 

reasons why we should not undertake more wars. 

 The 2008-09 economic meltdown and its consequences – “Great Recession” doesn’t really fully 

describe what happened – in particular, the devastation of the net worth of blacks and many 

middle class working people.  Statistically, as noted, over 10 million Americans who were 

working in 2008 are not working today.  And as also noted, new jobs are mostly part time.   The 

House Ways and Means Committee reports since January 2009 we’ve added a net total of 

270,000 full-time jobs, but over 1.9 million part-time jobs.   We have not corrected the 

fundamental danger that an out-of-control financial sector can “offer” us the options of 

economic collapse or a massive bailout.  America appears to have a permanent and increasing 

failure to provide enough full time work for everyone. 

 1984-style Government Data Sweeps  -- We’re now finding out the incredible extent to which 

the Government is gathering data about everyone.  
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Our Constitutional Solution: Amend it to fix these problems! 

 

Since 2011 we’ve see the Occupy movement come – and apparently go – there are still meetings and 

efforts going on in Minneapolis -- but right now it appears to be dormant as a mass movement. 

Or is it? 

The issue that launched it – an out of control Wall Street – certainly hasn’t gone away. 

I am strongly in favor of exercising our core Constitutional rights: freedom of speech, of the press, the 

free exercise of religion, (listed first, in the First Amendment, before speech and press,) and the crucial 

“… right of the people peacably to assemble, and to petition the Government for a redress of 

grievances.”  In my view, when we use them properly these rights are fully sufficient to bring about 

peaceful but Revolutionary change.  One legitimate use and purpose of those rights is to advocate for 

change by Constitutional Amendment.   And the starting point for this is to move the process to the 

State level, by eliminating the currert Congressional bottleneck.  Therefore, here’s what I propose for a 

“reboot” of our rusted-out Amendment  Manufacturing Process  – the Twenty Eighth Amendment (to 

be): 

“The Legislature of any State may propose an Amendment to this Constitution, which shall be 

valid to all Intents and Purposes, as part of this Constitution, when, within seven years from the 

date the Amendment was proposed, ratification by majority votes of the Legislatures of three 

fourths of the several States is effective, but during the seven year period any State’s legislature 

may rescind and make ineffective that state’s prior ratification.” 

The idea behind this Amendment is simple: Get Congress Out Of The Way!!! 

The current requirement has an unnecessary bottleneck: Congress must approve an Amendment by a 

two thirds vote of both houses before States can start to consider it.  But Congress is owned – bought 

and paid for by special interests.  If we’re going to start getting Constitutional Amendments that serve 

the Public Interest – that promote the General Welfare – we need to get Congress out of the way. 

Of course, we could develop a Transit Amendment – but frankly, I think it is unnecessary – the plan I’m 

laying out should work.  I will continue to think about this, and may develop a Transit Amendment 

sometime in the future. 
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However, here’s an amendment approach to a more general problem – but also an opportunity -- that I 

think should be addressed by a Constitutional Amendment, and sooner rather than later.  Patents are 

provided for in the original Federal Constitution – to encourage inventions and innovations by ensuring 

that inventors and investors who support their efforts will be rewarded.  Here’s the relevant 

Constitutional passage: (Article I, Sec. 8, 8) “To promote the progress of Science and Useful Arts by 

securing for limited times to Authors and Inventors the exclusive Right to their respective Writings and 

Discoveries.“  Unfortunately, as a practical matter the patent process can also be used to lock up ideas 

that could lead to better products, services and systems -- but that threaten existing businesses and 

economic sectors.  When economic interests buy patent rights, inventors benefit from their 

“Discoveries,” but the rationale of the Constitutional basis for patents and copyrights – “To promote the 

progress of Science and Useful Arts” – is turned upside down and defeated.  While (as noted previously) 

this contributes to the stability of our economy and our society, this benefit has a high price: inventions 

and technology that could be organized to benefit to the Common Good and the General Welfare are 

surpressed by economic special interests. 

One solution to this problem might be an Amendment that allows either Congress, or the American 

people by direct popular vote – to first designate certain sectors of the Economy, such as Transit – or 

automated-robotic manufacturing -- and then provide for a general power of the Federal Government to 

exercise eminent domain over all intellectual property relating to that area.  A forumula or mechanism 

could be established that would pay fair value to inventors, but not the monopoly value that inventors – 

and the economic interests they sell out to -- can currently claim through the patent process.   

This approach would accomplish three things. 

First, it would send a signal to markets and inventors: “We the People are in the market for patents and 

new ideas in…” {insert name of target area: transit is just one example.} 

Second, it would provide fair compensation to inventors and investors – sufficient to induce the 

development and commercialization of the inventions. 

Third -- and this is the crucial point -- it would ensure that new inventions and innovations would be put 

to use – not held hostage to current economic interests that are threatened by innovation. 
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Part of the process of peaceful but Revolutionary change that would result from this proposed eminent 

domain process should be to ensure a “soft landing” for existing industsies that will shrink or disappear 

over time. 

We must also find a way past our present, very expensive and environmentally harmful gridlock.   

I’ll be continuing to work and write on these more general issues as I continue to work on Transit 

Revolution. 
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Chapter the last -- Extended Edition – Ethics and Transportation 

 

This chapter explores some ethical issues, as related to transportation – but also as related to the vastly 

broader sense among the “creatively destructive” rich of what is possible in the world, and more 

specifically, what Money can do (if and as applied with a higher sense of value.)   

Presented are: a paper, and a short story by O Henry (with questions at the end) – two unsolicited 

writings that I voluntarily distributed to students in my Business Ethics class during my last semester at 

the U of M Carlson School, completing my MBA.  

The paper addresses Transportation ethical questions more directly – and examines the radical idea that 

our whole Transportation system is fundamentally immoral.  I believe this to be true, and as the Transit 

Revolution proceeds I’m very focused on showing how we can stop the slaughter of tens of thousands 

of Americans killed annually by our current system.  Among other items, partly to give a flavor of his 

thinking, the paper also contains an essay by Soren Kierkegaard, writing in the 1840’s, that I see as 

anticipating (way back then) the Economics of Abundance challenge that I’ve presented in this book.  

Kierkegaard’s conclusion is that with everyone relentlessly making life easier and easier, someone is 

going to have to make something harder – Kierkegaard’s character  volunteers for this mission. 

A traffic jam figures prominently in the O Henry story – there’s also a surprise ending that I won’t wreck 

for you.  But this short, wagging tale -- full of characters sketched vividly in a few short words and 

phrases -- abounds with larger questions of justice, “new” and “old” “money,” transportation, ethics, 

and a very family oriented view of what money is really for.   The story, published amidst the Progressive 

Era, is at least as interesting for the attitudes towards the world and the possibility of progress that it 

sketches as for the plot and the moral. 

Following the story I tagged on a series of “academic ethical questios” to consider – I must confess to an 

infusion of sprinkles of irony and satire in these questions – like little chocolate question marks on ice 

cream.  At the very end is a commercial for the sponsor of the Story with Ethics questions (me.)    

I personally find “Mammon and the Archer” to be a charming and insightful story, and hope you enjoy it 

too.   But first…



Demand Transit Revolution! Bob “Again” Carney Jr.  8/18/13 edition, page 128 of 148 

 

Abraham and Isaac -- Highway 

 61 revisited -- a Kierkegaard 

Sampler -- Living beyond 

Compliance 
 

GOD said to Abraham: "KILL ME A SON." 
Abe said: "Man.... you must be puttin' me on." 
GOD said: "NO!" 
Abe said: "What?!" 
GOD said: "YOU CAN DO WHAT YOU WANT ABE, 
 "BUT... 
 "THE NEXT TIME YOU SEE ME COMIN'... 
 "YOU'D BETTER RUN..." 
Abe said: "Where do you want this killin' done?" 
GOD said: "OUT ON HIGHWAY 61."  
 

 Bob Dylan -- Highway 61 revisited. 
 
 

Per Professor Marcus' syllabus, this week (week 

2), we are looking at ethics from the point of 

view of "the individual."  In the following weeks, 

we will move steadily outward -- away from or 

beyond "the individual" -- to the organization 

(week 3), the organization's stakeholders (week 

4), and to a proactive view of ethics at the level 

of society -- socially responsible investing 

(weeks 5-7). 

It's easy to assume that each of us -- you and I -- 

are existing individuals.   

But are we?   

What does it mean to be an individual? 

Suppose someone asked you (or I) to actually 

prove you are an individual.  What could you 

do?  Show them your driver's license?  Your 

birth certificate?  Gently grasp them by the 

shoulders and shake -- demonstrating that you 

have a body with which you can shake them?  

After all, and unlike corporations, we exist.  If 

you hold a mirror in front of your mouth, it will 

fog up.  We breath.   

All of these things prove that we have at least a 

space-and-time existence.  But buildings occupy 

space too -- and no one argues they are 

individuals.  You and I may say we're individuals 

-- but how can we prove it?  All of the external 

evidence: driver's license, birth certificate, 

fingerprints -- even breathing -- really doesn't 

get us anywhere closer to proving that we are 

individuals. 

------------------- 

 The existing individual vs "the system" 

 The Christian vs  "Christendom" 

 Abraham and Isaac -- a telological 
suspension of the ethical  

 
These were themes and subjects for Soren 

Kierkegaard, a Danish Lutheran pastor who 

wrote... and wrote... and wrote again... from 

1843 to his death in 1855.  

Kierkegaard is often described as a philosopher, 

or a theologian, or the father of existentialism.  

At root, he seems to have conceived of his task 

in life as something different from any of those 

categories.  Kierkegaard wrote in the early 
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stages of the industrial revolution, and at a time 

when everyone seemed whirled up in the idea 

that "systems" and "specialists" and "progress" 

could march humankind straight into Heaven in 

mass.  Kierkegaard conceived of his task as 

trying to show how the root of this whole 

worldview has a fatal flaw -- that only individual 

human beings can be saved, but that the whole 

tendency of everything he saw going on around 

him seemed to make it unnecessary for anyone 

to become an individual at all.  With the new 

industrial/philosophical system, "people" could 

trot through the whole course of their earthly 

life by simply "going with the flow" -- without 

ever being subject to the reality of any 

temptation or any hardship that couldn't be 

easily paved over and bridged.  Kierkegaard saw 

a world emerging in which "people" would 

never have to undergo the inconvenience of 

becoming individuals at all.  It was this "sea of 

troubles" that he took up arms against.  

I think this excerpt from Concluding Unscientific 

Postscript to the "Philosophical Fragments", 

published Pseudonymously by Kierkegaard, as 

Johannes Climacus in 1846, gives some of the 

flavor of Kierkegaard's view of this world, which 

includes a heavy dose of irony (and sarcasm): 

HOW JOHANNES CLIMACUS 

BECAME AN AUTHOR 

It is now about four years since I got the 

notion of wanting to try my hand as an 

author.  I remember it quite clearly; it 

was on a Sunday, yes, that's it, a Sunday 

afternoon.  As usual I was sitting out-of-

doors at the cafe in the Frederiksberg 

Garden, that wonderful garden which 

for the child was fairyland, where the 

King dwelt with his Queen, that 

delightful garden which afforded the 

youth happy diversion in the merriment 

of the populace, that friendly garden 

where now for the man of riper years 

there is such a homely feeling of sad 

exaltation above the world and all that 

is of the world, where even the 

invidious glory of royal dignity is what 

it is now out there -- a queen's 

remembrance of her deceased lord.  

There I sat as usual and smoked my 

cigar. 

I had been a student for ten years.  

Although never lazy, all my activity 

nevertheless was like a glittering 

inactivity, a kind of occupation for 

which I still have a strong predilection, 

and perhaps even a little talent.  I read 

much, spent the rest of the day idling 

and thinking, or thinking and idling, but 

that was all it came to; the earliest 

sproutings of my productivity barely 
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sufficed for my daily use and were 

consumed in their first greening.  An 

inexplicable and overwhelming might 

constantly held me back, by strength as 

well as by artifice.  This might was my 

indolence.  It is not like the vehement 

aspiration of love, nor like the strong 

incentive of enthusiasm, it is rather like 

a housekeeper who holds one back, and 

with whom one is very well off, so well 

off that it never occurs to one to get 

married.  This much is sure: though 

with the comforts of life I am not on the 

whole unacquainted, of all, indolence is 

the most comfortable.   

So there I sat and smoked my cigar until 

I lapsed into reverie.  Among other 

thoughts I remember this: "You are 

now," I said to myself, "on the way to 

becoming an old man, without being 

anything, and without really 

undertaking to do anything.  On the 

other hand, wherever you look about 

you, in literature and in life, you see the 

celebrated names and figures, the 

precious and much heralded men who 

are coming into prominence and are 

much talked about, the many 

benefactors of the age who know how to 

benefit mankind by making life easier 

and easier, some by railways, others by 

omnibuses and steamboats, others by 

telegraph, others by easily apprehended 

compendiums and short recitals of 

everything worth knowing, and finally 

the true benefactors of the age who by 

virtue of thought make spiritual 

existence systematically easier and 

easier, and yet more and more 

significant.  And what are you doing?" 

Here my self-communion was 

interrupted, for my cigar was burned 

out and a new one had to be lit.  So I 

smoked again, and then suddenly there 

flashed through my mind this thought: 

"You must do something, but inasmuch 

as with your limited capacities it will be 

impossible to make anything easier than 

it has become, you must with the same 

humanitarian enthusiasm as the others, 

undertake to make something harder."  

This notion pleased me immensely, and 

at the same time it flattered me to think 

that I, like the rest of them, would be 

loved and esteemed by the whole 

community.  For when all combine in 

every way to make everything easier 

and easier, there remains only one 

possible danger, namely, that the 

easiness might become so great that it 

would be too great; then only one want 

is left, though not a felt want -- that 
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people will want difficulty.  Out of love 

for mankind, and out of despair at my 

embarrassing situation, seeing that I had 

accomplished nothing and was unable 

to make anything easier than it had 

already been made, and moved by a 

genuine interest in those who make 

everything easy, I conceived it my task 

to make difficulties everywhere.  I was 

struck also by the strange reflection that, 

after all, I might have to thank my 

indolence for the fact that this task 

became mine.  For far from having 

found it, as Aladdin did the lamp, I 

must rather suppose that my indolence, 

by hindering me from intervening at an 

opportune time to make things easy, 

had forced upon me the only task that 

was left..." 

------------------- 

Kierkegaard, like his pseudonym Johannes 

Climacus, went at this task -- "to make 

difficulties everywhere" -- with everything he 

had.  Following is a more extended excerpt -- 

from Fear and Trembling (1843) published 

under another pseudonym: JOHANNES DE 

SILENTIO.  This focuses on the biblical account 

of Abraham's willingness to obey God's direct 

command: to sacrifice his son, Isaac -- for no 

apparent reason other than it is God's direct 

command.  Kierkegaard terms this a 

"teleological suspension of the ethical".  God's 

command is direct violation of both the Ten 

Commandments ("thou shalt not kill") and of 

Abraham's fatherly duty to love his son.   

The story of God's command to Abraham to 

sacrifice his son Isaac is in Genesis, Chapter 22.  

To more fully understand what is going on as we 

consider Kierkegaard's account of Abraham and 

Isaac, we must keep in mind at least three things.   

First, for the ancient Hebrews, God was both all-

powerful, and was in a direct personal 

relationship with the prophets --  of whom 

Abraham was one.  God revealed his purposes 

directly to these prophets, and also revealed the 

moral law directly.  For the Hebrews, ultimate 

knowledge of the universe came through direct 

revelation from God.  In contrast, for Greek 

philosophers such as Socrates, Plato and 

Aristotle, ultimate knowledge -- or the best 

human approach to it -- came through a 

dialectical process of reason -- asking and 

answering questions to develop an 

understanding of the world.  This dialectical 

process is the root of the scientific method.  

Saint Thomas Aquinas rendered a Christian 

theology to reconcile natural revelation, which 

roughly parallels the dialectical method, and 

supernatural revelation, as exhibited in 

Abraham's direct, personal relationship with 

God. 

Second, when God ordered Abraham to sacrifice 

his son Isaac, Abraham was an old man, and had 
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been in a direct relationship with God for a long 

time.  Through this relationship, Abraham had 

come to understand both that God was all-

powerful, and that God's plan was a glorious 

future for Abraham and Sarah -- a multitude of 

people that would be descendants of Abraham's 

son, Isaac. 

Third, it seems clear from the Genesis account 

that Abraham embraced what Kierkegaard 

would agree is "the paradox" --and something 

that we might today think of as "doublethink".  

The common thread is simultaneously believing 

(or knowing?!) two things that are logically 

contradictory.  In the case of Abraham, he both 

believed (or knew) that God had ordered him to 

sacrifice Isaac, but at the same time, he also 

clearly believed that things would somehow 

"work out in the end" -- based on what God had 

already told him about the future.   

Here's most of Genesis 22, verses 1 through 19: 

After these things God tested Abraham, 

and said to him, "Abraham!"  And he 

said, "Here am I."  He said, "Take your 

son, your only son Isaac, whom you 

love, and go to the land of Moriah, and 

offer him there as a burnt offering upon 

one of the mountains of which I shall 

tell you."  So Abraham rose early in the 

morning, saddled his ass, and took two 

of his young men with him, and his son 

Isaac; and he cut the wood for the burnt 

offering, and arose and went to the 

place of which God had told him.  On 

the third day Abraham lifted up his eyes 

and saw the place afar off.  Then 

Abraham said to his young men, "Stay 

here with the ass; I and the lad will go 

yonder and worship, and come again to 

you."  And Abraham took the wood of 

the burnt offering, and laid it on Isaac 

his son; and he took in his hand the fire 

and the knife.  So they went both of 

them together.  And Isaac said to his 

father Abraham, "My father!"  And he 

said, "Here am I, my son."  He said 

"Behold, the fire and the wood; but 

where is the lamb for a burnt offering?"  

Abraham, said "God will provide 

himself the lamb for a burnt offering, 

my son."  So they went both of them 

together. 

When they came to the place of which 

God had told him, Abraham built an 

alter there, and laid the wood in order, 

and bound Isaac his son, and laid him 

on the alter, upon the wood.  Then 

Abraham put forth his hand, and took 

the knife to slay his son.  But the angel 

of the Lord called to him from heaven, 

and said, "Abraham, Abraham!"  And he 

said, "Here am I."  He said, "Do not lay 

your hand on the lad or do anything to 
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him; for now I know that you fear God, 

seeing you have not withheld your son, 

your only son, from me."  And Abraham 

lifted up his eyes and looked, and 

behold, behind him was a ram, caught 

in a thicket by his horns; and Abraham 

went and took the ram, and offered it up 

as a burnt offering instead of his son.  So 

Abraham called the name of that place 

The Lord will provide; as it is said to 

this day, "On the mount of the Lord it 

shall be provided." 

And the angel of the Lord called to 

Abraham a second time from heaven, 

and said, "By myself I have sworn, says 

the Lord, because you have done this, 

and have not withheld your son, your 

only son, I will indeed bless you, and I 

will multiply your descendants as the 

stars of heaven and as the sand which is 

on the seashore.  And your descendants 

shall possess the gate of their enemies, 

and by your descendants shall all the 

nations of the earth bless themselves, 

because you have obeyed my voice."  So 

Abraham returned to his young men, 

and they arose and went together to 

Beer-sheba; and Abraham dwelt at Beer-

sheba. 

------------------- 

Back now to Kierkegaard's question -- and 

challenge: Is Abraham's direct relationship with 

God -- his duty to love and obey God -- more 

important than Abraham's duty to obey 

universally recognized ethical absolutes?   

In this excerpt, Kierkegaard presents difficulties 

that he draws from this question.  Important 

background information is in brackets, prefaced 

with "background".  By the way, this excerpt is 

more abstract and difficult to read than the first 

one -- but it's by no means the most abstract or 

difficult of Kierkegaard's writing.  The first 

difficulty with Kierkegaard is often simply to 

understand what he is saying: 

PROBLEM I 

IS THERE SUCH A THING AS 

A TELEOLOGICAL 

SUSPENSION OF THE 

ETHICAL? 

The ethical as such is the universal, it 

applies to everyone, and the same thing 

is expressed from another point of view 

by saying that it applies every instant.  It 

reposes immanently in itself, it has 

nothing outside itself which is its telos, 

but is itself telos for everything outside 

it, and when this has been incorporated 

by the ethical it can go no further.  

Conceived immediately as physical and 
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psychical, the particular individual is 

the particular which has its telos in the 

universal, and its task is to express itself 

constantly in it, to abolish its 

particularity in order to become the 

universal.  As soon as the individual 

would assert himself in his particularity 

over against the universal he sins, and 

only by recognizing this can he again 

reconcile himself with the universal.  

Whenever the individual after he has 

entered the universal feels an impulse to 

assert himself as the particular, he is in 

temptation (Anfechtung), and he can 

labor himself out of this only by 

abandoning himself as the particular in 

the universal.  If this be the highest 

thing that can be said of man and of his 

existence, then the ethical has the same 

character as man's eternal blessedness, 

which to all eternity and at every instant 

is his telos, since it would be a 

contradiction to say that this might be 

abandoned (i.e. teleologically 

suspended), inasmuch as this is no 

sooner suspended than it is forfeited... 

If such be the case, the Hegel is right 

when, in dealing with the Good and the 

Conscience, he characterizes man 

merely as the particular and regards this 

character as "a moral form of the evil" 

which is to be annulled in the teleology 

of the moral, so that the individual who 

remains in this stage is either sinning or 

subjected to temptation (Anfechtung).  

On the other hand, he is wrong in 

talking of faith, wrong in not protesting 

loudly and clearly against the fact that 

Abraham enjoys honor and glory as the 

father of faith, whereas he ought to be 

prosecuted and convicted of murder. 

For faith is this paradox, that the 

particular is higher than the universal -- 

yet in such a way, be it observed, that 

the movement repeats itself, and that 

consequently the individual, after 

having been in the universal, now as the 

particular isolates himself as higher than 

the universal.  If this be not faith, then 

Abraham is lost, then faith has never 

existed in the world -- because it has 

always existed.  For if the ethical (i.e. the 

moral) is the highest thing, and if 

nothing incommensurable remains in 

man in any other way but as the evil (i.e. 

the particular which has to be expressed 

in the universal), then one needs no 

other categories than those which the 

Greeks possessed or which by consistent 

thinking can be derived from them.   

This fact Hegel ought not to have 
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concealed, for after all he was 

acquainted with Greek thought... 

Faith is precisely this paradox, that the 

individual as the particular is higher 

than the universal, is justified over 

against it, is not subordinate but 

superior -- yet in such a way, be it 

observed, that it is the particular 

individual who, after he has been 

subordinated as the particular to the 

universal, now through the universal 

becomes the individual who as the 

particular is superior to the universal, 

inasmuch as the individual as the particular 

stands in an absolute relation to the 

absolute.  This position cannot be 

mediated, for all mediation comes about 

precisely by virtue of the universal; it is 

and remains to all eternity a paradox, 

inaccessible to thought.  And yet faith is 

this paradox... 

That for the particular individual this 

paradox may easily be mistaken for a 

temptation (Anfechtung) is indeed true, 

but one ought not for this reason to 

conceal it.  That the whole constitution 

of many persons may be such that this 

paradox repels them is indeed true, but 

one ought not for this reason to make 

faith something different in order to be 

able to possess it, but ought rather to 

admit that one does not possess it, 

whereas those who possess faith should 

take care to set up certain criteria so that 

one might distinguish the paradox from 

a temptation (Anfechtung). 

Now the story of Abraham contains 

such a teleological suspension of the 

ethical... Abraham's relation to Isaac,  

ethically speaking, is quite simply 

expressed by saying that a father shall 

love his son more dearly than himself.  

Yet within its own compass the ethical 

has various gradations.  Let us see 

whether in this story there is to be found 

any higher expression for the ethical 

such as would ethically explain his 

conduct, ethically justify him in 

suspending this ethical obligation 

toward his son, without in this search 

going beyond the teleology of the 

ethical. 

When an undertaking in which the 

whole nation is concerned is hindered, 

when such an enterprise is brought to a 

standstill by the disfavor of heaven, 

when the angry deity sends a calm 

which mocks all efforts, when the seer 

performs his heavy task and proclaims 

that the deity demands a young maiden 
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as a sacrifice -- then will the father 

heroically make the sacrifice.  He will 

magnanimously conceal his pain, even 

though he might wish that he were "the 

lowly man who dares to weep," not the 

king who must act royally.  [background: 

this refers to the Trojan War.  When the 

Greek fleet was unable to set sail from Aulis 

because of an adverse wind, the seer 

Calchas announced that King Agamemnon 

had offended Artemis and that the goddess 

demanded his daughter, Iphigenia, as a 

sacrifice of expiation.]  And though 

solitary pain forces its way into his 

breast and he has only three confidants 

among the people, yet soon the whole 

nation will be cognizant of his pain, but 

also cognizant of his exploit, that for the 

welfare of the whole he was willing to 

sacrifice her, his daughter, the lovely 

young maiden. "O charming bosom!  O 

beautiful cheeks! O bright golden hair!" 

(v.687)  And the daughter will affect 

him by her tears, and the father will 

turn his face away, but the hero will 

raise the knife. -- When the report of this 

reaches the ancestral home, then will the 

beautiful maidens of Greece blush with 

enthusiasm, and if the daughter was 

betrothed, her true love will not be 

angry but be proud of sharing in the 

father's deed, because the maiden 

belonged to him more feelingly than to 

the father. 

When the intrepid judge, who saved 

Israel in the hour of need, in one breath 

binds himself and God by the same 

vow, then heroically the young maiden's 

jubilation, the beloved daughter's joy, he 

will turn to sorrow and with her all 

Israel will lament her maiden youth; but 

every free-born man will understand, 

and every stout-hearted woman will 

admire Jephthah, and every maiden in 

Israel will wish to act as did his 

daughter.  For what good would it do if 

Jephthah were victorious by reason of 

his vow, if he did no keep it?  Would not 

the victory again be taken from the 

nation? [background: Jephthah vowed to 

the Lord that if the Lord would give his 

enemies, the Ammonites, in battle, that on 

his return, he would offer as a sacrifice 

whoever first came out of his house.  When 

he returned, his daughter and only child was 

that person.  She asked to be able to 

wander the mountains for two months with 

her friends, bewailing her virginity.  When 

she returned, she was sacrificed. Judges 11: 

29-40]  

When a son is forgetful of his duty, 

when the state entrusts the father with 

the sword of justice, when the laws 

require punishment at the hand of the 
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father, then will the father heroically 

forget that the guilty one is his son, he 

will magnanimously conceal his pain, 

but there will not be a single one among 

the people, not even his son, who will 

not admire the father, and whenever the 

law of Rome is interpreted, it will be 

remembered that many interpreted it 

more learnedly, but none so gloriously 

as Brutus.  [background:  The son of 

Brutus, while his father was consul, took part 

in a conspiracy to restore the king Rome 

had expelled, and Brutus ordered him to be 

put to death.]  

If, on the other hand, while a favorable 

wind bore the fleet on with swelling 

sails to its goal, Agamemnon had sent 

that messenger who fetched Iphigenia in 

order to be sacrificed; if Jephtha, 

without being bound by any vow which 

decided the fate of the nation, had said 

to his daughter, "Bewail now thy 

virginity for the space of two months, 

for I will sacrifice thee"; if Brutus had 

had a righteous son and yet would have 

ordered the lictors to execute him -- who 

would have understood them?  If these 

three men had replied to the query why 

they did it by saying, "It is a trial in 

which we are tested," would people 

have understood them better?... 

The difference between the tragic hero 

and Abraham is clearly evident.  The 

tragic hero still remains within the 

ethical.  He lets one expression of the 

ethical find its telos in a higher 

expression of the ethical: the ethical 

relationship between father and son, or 

daughter and farther, he reduces to a 

sentiment which has its dialectic in the 

idea of morality.  Here there can be no 

question of a teleological suspension of 

the ethical.   
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With Abraham the situation was 

different.  By his act he overstepped the 

ethical entirely and possessed a higher 

telos outside of it, in relation to which he 

suspended the former.  For I should 

very much like to know how one would 

bring Abraham's act into relation with 

the universal, and whether it is possible 

to discover any connection whatever 

between what Abraham did and the 

universal -- except the fact that he 

transgressed it.  It was not for the sake 

of saving a people, not to maintain the 

idea of the state, that Abraham did this, 

and not in order to reconcile angry 

deities.  If there could be a question of 

the deity being angry, he was angry 

only with Abraham, and Abraham's 

whole action stands in no relation to the 

universal; it is a purely personal 

undertaking.  Therefore, whereas the 

tragic hero is great by reason of his 

moral virtue, Abraham is great by 

reason of a personal virtue.  In 

Abraham's life there is no higher 

expression for the ethical than this, that 

the father shall love his son.  Of the 

ethical in the sense of morality there can 

be no question in this instance.  Insofar 

as the universal was present, it was 

indeed cryptically present in Isaac, 

hidden as it were in Isaac's loins, and 

must therefore cry out with Isaac's 

mouth, "Do it not!  Thou are bringing 

everything to naught." 

Why then did Abraham do it?  For 

God's sake, and (in complete identity 

with this) for his own sake.  He did it for 

God's sake because God required this 

proof of his faith; for his own sake he 

did it in order that he might furnish the 

proof.  The unity of these two points of 

view is perfectly expressed by the word 

which has always been used to 

characterize this situation: it is a trial, a 

temptation (Fristelse).  A temptation -- 

but what does that mean?  What 

ordinarily tempts a man is that which 

would keep from doing his duty, but in 

this case the temptation is itself the 

ethical -- which would keep him from 

doing God's will. 

Here is evident the necessity of a new 

category if one would understand 

Abraham.  Such a relationship to the 

deity paganism did not know.  The 

tragic hero does not enter into any 

private relationship with the deity, but 

for him the ethical is the divine, hence 

the paradox implied in his situation can 

be mediated to the universal. 
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Abraham cannot be mediated, and the 

same thing can be expressed also by 

saying that he cannot talk.  As soon as I 

talk, I express the universal, and if I do 

not do so, no one can understand me.  

Therefore if Abraham would express 

himself in terms of the universal, he 

must say that his situation is a 

temptation (Anfechtung), for he has no 

higher expression for that universal 

which stands above the universal which 

he transgresses. 

Therefore, though Abraham arouses my 

admiration, he at the same time appalls 

me.  He who denies himself and 

sacrifices himself for duty gives up the 

finite in order to grasp the infinite, and 

that man is secure enough.  The tragic 

hero gives up the certain for the still 

more certain, and the eye of the 

beholder rests upon him confidently.  

But he who gives up the universal in 

order to grasp something still higher 

which is not the universal -- what is he 

doing?  Is it possible that this can be 

anything else but a temptation 

(Anfechtung)?  And if it be possible, but 

the individual was mistaken -- what can 

save him?  He suffers all the pain of the 

tragic hero, he brings to naught his joy 

in the world, he renounces everything -- 

and perhaps at the same instant debars 

himself from the sublime joy which to 

him was so precious that he would 

purchase it at any price.  Him the 

beholder cannot understand nor let his 

eye rest confidently upon him... 

The story of Abraham contains therefore 

a teleological suspension of the ethical.  

As the individual he became higher than 

the universal: this is the paradox which 

does not permit of mediation.  It is just 

as inexplicable how he got into it as it is 

inexplicable how he remained in it.  If 

such is not the position of Abraham, 

then he is not even a tragic hero but a 

murderer.  To want to continue to call 

him the father of faith, to talk of this to 

people who do not concern themselves 

with anything but words, is thoughtless.  

A man can become a tragic hero by his 

own powers -- but not a knight of faith.  

When a man enters upon the way, in a 

certain sense the hard way of the tragic 

hero, many will be able to give him 

counsel; to him who follows the narrow 

way of faith no one can give counsel, 

him no one can understand.  Faith is a 

miracle, and yet no man is excluded 

from it; for that in which all human life 

is unified is passion, and faith is a 

passion. 
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------------------- 

Abraham and Isaac and 

Kierkegaard and Highway 61 all 

Revisited 

Bob Dylan, a Minnesota prophet, released 

Highway 61 Revisited in August 1965.  We may 

think we're in a post-industrial, post-human-

sacrifice society.   

But are we?   

Let's look at those lyrics again, while gently 

rocking in our minds this question: who -- or 

what -- is the God of this society... our society... 

today? 

GOD said to Abraham: "KILL ME A SON." 
Abe said: "Man.... you must be puttin' me on." 
GOD said: "NO!" 
Abe said: "What?!" 
GOD said: "YOU CAN DO WHAT YOU WANT ABE, 
 "BUT... 
 "THE NEXT TIME YOU SEE ME COMIN'... 
 "YOU'D BETTER RUN..." 
Abe said: "Where do you want this killin' done?" 
GOD said: "OUT ON HIGHWAY 61."  
  

Is this ethical?   

Here's the best I've been able to come up with 

for an answer so far -- in the framework of this 

class. 

Utilitarianism (teleological ethics) IS the "I-

AM", or the "WE THE PEOPLE ARE" -- 

the secular-humanist God of this society. And 

utilitarianism demands from us random 

human sacrifice -- 40,000 people a year.  That 

number is a simple, innocent fact -- innocent as 

all facts are innocent --  it's the approximate 

number of Americans killed each year on our 

highway system. 

Here's one version of the utilitarian argument 

justifying our present transportation system:  

First --  the U.S. transportation system provides 

"the greatest good for the greatest number" in 

this sense -- it makes possible a highly efficient 

and productive economy that is capable of mass 

manufacturing and distributing an abundance of 

material goods. 

Second -- anyone is free to use the system fully, 

partially (stay off freeways, use bikes, etc), or 

not at all.  Individuals are personally free to 

assume, or not assume, all, part, or none of the 

risks inherent in the system. 

Third -- our system of tort law provides 

economic compensation for people who are 

injured, and for the families of people who are 

killed.  

In sum -- the utility of the system outweighs the 

negative consequence -- mass-human-sacrifice -- 

and each person is free to assume all, part, or 

none of the inherent risk.  In short -- the system 

works. 

Please take a moment to look back and up, at the 

slippery slope you have just gone down. 

------------------- 
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Next, let's consider this random mass-human-

sacrifice system from the viewpoint of a 

deontological ethical system.   

When the interstate highway bill was passed 

during the Eisenhower Administration, one 

major Constitutional justification for it was that 

it was needed (necessary and proper is the 

Constitutional phrase) for national defense.  In 

the context of national defense, every citizen can 

be seen as an end, and not a means to an end, at 

least in this sense: the goal is to defend 

everyone.  The interstate system was originally 

called the "Dwight D. Eisenhower National 

System of Interstate and Defense Highways."  

During World War II, Eisenhower came to 

understand the logistical importance of 

Germany's Autobahn system -- which could and 

did move both troops and supplies.  Eisenhower 

knew from his experience in World War II that it 

is far easier to route trucks around bomb craters 

than it is to re-route trains.   

But of course most people -- and certainly 

Congress -- saw the real purpose of the interstate 

highway system as a way to promote interstate 

commerce, including "see the USA in your 

Chevrolet" vacations.  Interstate highways were 

the "rock" -- and cars were the "roll" -- of both a 

new economy and a new music.  

The gradual emergence of a "Military Industrial 

Complex" was something Eisenhower didn't 

foresee, and tried to warn us about in his 

farewell address.  Since World War II, it seems 

we have moved steadily to a view that 

inextricably links a "strong economy" as the 

supporting foundation for national defense.   In 

recent years, we arrived at the point where 

president George W. Bush (43) urged Americans 

to "get out and spend" to support the war effort 

in Iraq and Afghanistan.   

As a factual matter, it is certainly true that the 

size and scope of the U.S. economy does 

provide a foundation that is capable of 

supporting the present size and power of our 

military.  A significant cause of the "failure" of 

the Soviet Union was that a much higher 

proportion of its economic resources were 

required to "compete" with the size and power 

of the U.S. military.  

From this perspective, an argument can be made 

that random mass-human-sacrifice -- the death 

of about 40,000 Americans each year -- is 

morally and ethically justified because national 

defense protects the freedom and autonomy of 

all citizens -- the character of each citizen as an 

end, and not a means to an end.   

However, within the deontological ethical 

framework, the question can also be framed and 

criticized another way -- or looked at from 

another point of view: 

 Aren't we all -- collectively -- using 

every other person as a means to our 

own ends, rather than recognizing each 

other person as an end rather than a 

means to an end?   
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 Doesn't what we are doing amount to a 

decision by each of us to kill other 

human beings as a means to our own 

personal ends?  Certainly if any 

individual did that we would look at him 

as we would look at Abraham -- (if God 

had not stopped Abraham at the last 

moment) -- as a murderer. 

 If it is unethical for us to do this as 

individuals, how can it be ethical for us 

to do this as a group?  If an individual 

teleological suspension of the ethical 

(Kierkegaard's term) is suspect, why is a 

group suspension of the ethical OK? 

-------------------  

Living beyond compliance 

As we all know, the title of Professor Marcus' 

book for our course is: Managing Beyond 

Compliance: The Ethical and Legal Dimensions 

of Corporate Responsibility.  Looking at the 

syllabus, it seems we are heading towards a plan 

of broadening the traditional questions of 

business ethics -- to consider how we can be not 

just ethically compliant, but ethically proactive.  

I'm for it!  I think that's a good thing. 

But I think we can broaden our thinking, and 

become individuals (pastor Kierkegaard's 

precondition -- what he saw being discouraged -- 

being made obsolete all around him) in three 

more ways. 

First -- through political action and 

journalism  Let's consider the career of Ralph 

Nader -- who I think has clearly done more than 

any living American to make our transportation 

system less of an evil in the sense that fewer 

people are killed or injured.   

In 1965, Nader published Unsafe at Any Speed: 

The Designed-In Dangers of the American 

Automobile.  This book detailed many ways in 

which American cars were unsafe -- and the 

industry's refusal to make safety a priority.  The 

book contributed to Nader's fame, but GM 

"helped" with its own campaign of harassment 

against Nader, including trying to hook Nader 

up with prostitutes.  Nader sued GM for invasion 

of privacy, and won a settlement of $284,000.  

His work led directly to the 1966 National 

Traffic and Motor Vehicle Safety Act -- passed 

unanimously by Congress (how about that!) -- 

which required safety improvements including 

mandatory seat belts. Nader led the way for an 

emerging product safety revolution.  

Second -- consider existing and becoming an 

individual.  After you've cut up your credit 

cards, consider cutting up your driver's license 

too.  At least consider it.  Kierkegaard would 

probably be horrified, but not surprised, if he 

saw today the extent to which a secular-

humanist utilitarian system has become the 

powerful and jealous God of our society.  You 

might be surprised how effective a simple 

refusal to go along with what you know is wrong 

can be in any organization.  However, consider 
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this as a warning -- "it is difficult for a person to 

understand something if their job depends on not 

understanding it."  You should be mindful of 

what is affecting (or effecting!) "people" you 

work with to prevent them from understanding 

things -- here's a hint: they're probably not 

dumb. 

Third -- get to know Jesus. 

------------------- 

End note: Religion and the academy.  As we 

all know (or think we know, etc... let's just 

assume this now for the sake of argument,) the 

University of Minnesota is an Academic 

Institution.  In an academic setting, what is the 

place, if any, for comments on issues and 

questions that are made from an explicitly 

religious point of view?  Is there a bias against 

this?  A de facto prohibition?  As an example, in 

the first class, discussing the question: what do 

two people do in a desert if there's a flask of 

water sufficient for only one to survive?  I 

suggested: "prayer."  Is there a built in bias 

against this?  After all, the scenario was framed 

so that at least one of the two people must die.  

But for Christians, miracles are possible, if not 

to be expected.  How can a Christian honestly 

participate in a discussion of that ethical 

scenario, with its restrictive assumption denying 

the possibility that miracles occur and prayers 

are answered? 

For now, let me just end with two thoughts.   

First -- I can understand how others might feel 

threatened if this kind of discussion is allowed to 

flourish -- especially with our knowledge of both 

historical and present-day religious persecution.  

The "solution" that presently seems to be in 

place in our society is to synthesize from all 

religions a common ethical core -- and I agree 

that such a core does exist -- and then to proceed 

with that in the context of a discussion of ethics 

that allows the dialectical method, but excludes 

revelation.   

Second -- I think these questions are legitimate 

ones: 

 Is there a built in bias within academia 

against any religion that is rooted in 

revelation and/or miracles?   

 How can believers appropriately 

exercise their rights to freedom of 

speech, and freedom of religion, in an 

academic setting -- understanding that 

others in that setting are, of course, free 

to disagree with them? 

  



Demand Transit Revolution! Bob “Again” Carney Jr.  8/18/13 edition, page 144 of 148 

Mammon and the Archer 

 

by: O. Henry 

 

A chock-full-of-ethics tale -- tendered to you with 

the compliments of Bob Carney Jr. 

Old Anthony Rockwall, retired manufacturer and 

proprietor of Rockwall's Eureka Soap, looked out the 

library window of his Fifth Avenue mansion and 

grinned. His neighbour to the right--the aristocratic 

clubman, G. Van Schuylight Suffolk-Jones--came out 

to his waiting motor-car, wrinkling a contumelious 

nostril, as usual, at the Italian renaissance sculpture 

of the soap palace's front elevation. 

"Stuck-up old statuette of nothing doing!" 

commented the ex-Soap King. "The Eden Musee'll 

get that old frozen Nesselrode yet if he don't watch 

out. I'll have this house painted red, white, and blue 

next summer and see if that'll make his Dutch nose 

turn up any higher." 

And then Anthony Rockwall, who never cared for 

bells, went to the door of his library and shouted 

"Mike!" in the same voice that had once chipped off 

pieces of the welkin on the Kansas prairies. 

"Tell my son," said Anthony to the answering menial, 

"to come in here before he leaves the house." 

When young Rockwall entered the library the old 

man laid aside his newspaper, looked at him with a 

kindly grimness on his big, smooth, ruddy 

countenance, rumpled his mop of white hair with 

one hand and rattled the keys in his pocket with the 

other. 

"Richard," said Anthony Rockwall, "what do you pay 

for the soap that you use?" 

Richard, only six months home from college, was 

startled a little. He had not yet taken the measure of 

this sire of his, who was as full of unexpectednesses 

as a girl at her first party. 

"Six dollars a dozen, I think, dad." 

"And your clothes?" 

"I suppose about sixty dollars, as a rule." 

"You're a gentleman," said Anthony, decidedly. "I've 

heard of these young bloods spending $24 a dozen 

for soap, and going over the hundred mark for 

clothes. You've got as much money to waste as any 

of 'em, and yet you stick to what's decent and 

moderate. Now I use the old Eureka--not only for 

sentiment, but it's the purest soap made. Whenever 

you pay more than 10 cents a cake for soap you buy 

bad perfumes and labels. But 50 cents is doing very 

well for a young man in your generation, position 

and condition. As I said, you're a gentleman. They 

say it takes three generations to make one. They're 

off. Money'll do it as slick as soap grease. It's made 

you one. By hokey! it's almost made one of me. I'm 

nearly as impolite and disagreeable and ill-mannered 

as these two old Knickerbocker gents on each side of 

me that can't sleep of nights because I bought in 

between 'em."  

"There are some things that money can't 

accomplish," remarked young Rockwall, rather 

gloomily. 

"Now, don't say that," said old Anthony, shocked. "I 

bet my money on money every time. I've been 

through the encyclopaedia down to Y looking for 

something you can't buy with it; and I expect to have 

to take up the appendix next week. I'm for money 

against the field. Tell me something money won't 

buy." 

"For one thing," answered Richard, rankling a little, 

"it won't buy one into the exclusive circles of 

society."  

"Oho! won't it?" thundered the champion of the 

root of evil. "You tell me where your exclusive circles 

would be if the first Astor hadn't had the money to 

pay for his steerage passage over?" 
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Richard sighed. 

"And that's what I was coming to," said the old man, 

less boisterously. "That's why I asked you to come in. 

There's something going wrong with you, boy. I've 

been noticing it for two weeks. Out with it. I guess I 

could lay my hands on eleven millions within twenty-

four hours, besides the real estate. If it's your liver, 

there's the Rambler down in the bay, coaled, and 

ready to steam down to the Bahamas in two days." 

"Not a bad guess, dad; you haven't missed it far." 

"Ah," said Anthony, keenly; "what's her name?" 

Richard began to walk up and down the library floor. 

There was enough comradeship and sympathy in this 

crude old father of his to draw his confidence. 

"Why don't you ask her?" demanded old Anthony. 

"She'll jump at you. You've got the money and the 

looks, and you're a decent boy. Your hands are 

clean. You've got no Eureka soap on 'em. You've 

been to college, but she'll overlook that." 

"I haven't had a chance," said Richard. 

"Make one," said Anthony. "Take her for a walk in 

the park, or a straw ride, or walk home with her 

from church. Chance! Pshaw!" 

"You don't know the social mill, dad. She's part of 

the stream that turns it. Every hour and minute of 

her time is arranged for days in advance. I must have 

that girl, dad, or this town is a blackjack swamp 

forevermore. And I can't write it--I can't do that." 

"Tut!" said the old man. "Do you mean to tell me 

that with all the money I've got you can't get an hour 

or two of a girl's time for yourself?" 

"I've put it off too late. She's going to sail for Europe 

at noon day after to-morrow for a two years' stay. 

I'm to see her alone to-morrow evening for a few 

minutes. She's at Larchmont now at her aunt's. I 

can't go there. But I'm allowed to meet her with a 

cab at the Grand Central Station to-morrow evening 

at the 8:30 train. We drive down Broadway to 

Wallack's at a gallop, where her mother and a box 

party will be waiting for us in the lobby. Do you think 

she would listen to a declaration from me during 

that six or eight minutes under those circumstances? 

No. And what chance would I have in the theatre or 

afterward? None. No, dad, this is one tangle that 

your money can't unravel. We can't buy one minute 

of time with cash; if we could, rich people would live 

longer. There's no hope of getting a talk with Miss 

Lantry before she sails." 

"All right, Richard, my boy," said old Anthony, 

cheerfully. "You may run along down to your club 

now. I'm glad it ain't your liver. But don't forget to 

burn a few punk sticks in the joss house to the great 

god Mazuma from time to time. You say money 

won't buy time? Well, of course, you can't order 

eternity wrapped up and delivered at your residence 

for a price, but I've seen Father Time get pretty bad 

stone bruises on his heels when he walked through 

the gold diggings." 

That night came Aunt Ellen, gentle, sentimental, 

wrinkled, sighing, oppressed by wealth, in to Brother 

Anthony at his evening paper, and began discourse 

on the subject of lovers' woes. 

"He told me all about it," said brother Anthony, 

yawning. "I told him my bank account was at his 

service. And then he began to knock money. Said 

money couldn't help. Said the rules of society 

couldn't be bucked for a yard by a team of ten-

millionaires." 

"Oh, Anthony," sighed Aunt Ellen, "I wish you would 

not think so much of money. Wealth is nothing 

where a true affection is concerned. Love is all-

powerful. If he only had spoken earlier! She could 

not have refused our Richard. But now I fear it is too 

late. He will have no opportunity to address her. All 

your gold cannot bring happiness to your son."  

At eight o'clock the next evening Aunt Ellen took a 

quaint old gold ring from a moth-eaten case and 

gave it to Richard.  

"Wear it to-night, nephew," she begged. "Your 

mother gave it to me. Good luck in love she said it 
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brought. She asked me to give it to you when you 

had found the one you loved." 

Young Rockwall took the ring reverently and tried it 

on his smallest finger. It slipped as far as the second 

joint and stopped. He took it off and stuffed it into 

his vest pocket, after the manner of man. And then 

he 'phoned for his cab. 

At the station he captured Miss Lantry out of the 

gadding mob at eight thirty-two. 

"We mustn't keep mamma and the others waiting," 

said she. 

"To Wallack's Theatre as fast as you can drive!" said 

Richard loyally. 

They whirled up Forty-second to Broadway, and then 

down the white-starred lane that leads from the soft 

meadows of sunset to the rocky hills of morning. 

At Thirty-fourth Street young Richard quickly thrust 

up the trap and ordered the cabman to stop. 

"I've dropped a ring," he apologized, as he climbed 

out. "It was my mother's, and I'd hate to lose it. I 

won't detain you a minute--I saw where it fell." 

In less than a minute he was back in the cab with the 

ring. 

But within that minute a crosstown car had stopped 

directly in front of the cab. The cabman tried to pass 

to the left, but a heavy express wagon cut him off. 

He tried the right, and had to back away from a 

furniture van that had no business to be there. He 

tried to back out, but dropped his reins and swore 

dutifully. He was blockaded in a tangled mess of 

vehicles and horses. 

One of those street blockades had occurred that 

sometimes tie up commerce and movement quite 

suddenly in the big city. 

"Why don't you drive on?" said Miss Lantry, 

impatiently. "We'll be late."  

Richard stood up in the cab and looked around. He 

saw a congested flood of wagons, trucks, cabs, vans 

and street cars filling the vast space where 

Broadway, Sixth Avenue and Thirty-fourth street 

cross one another as a twenty-six inch maiden fills 

her twenty-two inch girdle. 

And still from all the cross streets they were hurrying 

and rattling toward the converging point at full 

speed, and hurling themselves into the struggling 

mass, locking wheels and adding their drivers' 

imprecations to the clamour. The entire traffic of 

Manhattan seemed to have jammed itself around 

them. The oldest New Yorker among the thousands 

of spectators that lined the sidewalks had not 

witnessed a street blockade of the proportions of 

this one. 

"I'm very sorry," said Richard, as he resumed his 

seat, "but it looks as if we are stuck. They won't get 

this jumble loosened up in an hour. It was my fault. 

If I hadn't dropped the ring we-- 

"Let me see the ring," said Miss Lantry. "Now that it 

can't be helped, I don't care. I think theatres are 

stupid, anyway." 

At 11 o'clock that night somebody tapped lightly on 

Anthony Rockwall's door. 

"Come in," shouted Anthony, who was in a red 

dressing-gown, reading a book of piratical 

adventures. 

Somebody was Aunt Ellen, looking like a grey-haired 

angel that had been left on earth by mistake.  

"They're engaged, Anthony," she said, softly. "She 

has promised to marry our Richard. On their way to 

the theatre there was a street blockade, and it was 

two hours before their cab could get out of it.  

"And oh, brother Anthony, don't ever boast of the 

power of money again. A little emblem of true love--

a little ring that symbolised unending and 

unmercenary affection--was the cause of our Richard 

finding his happiness. He dropped it in the street, 

and got out to recover it. And before they could 

continue the blockade occurred. He spoke to his love 
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and won her there while the cab was hemmed in. 

Money is dross compared with true love, Anthony." 

"All right," said old Anthony. "I'm glad the boy has 

got what he wanted. I told him I wouldn't spare any 

expense in the matter if--" 

"But, brother Anthony, what good could your money 

have done?"  

"Sister," said Anthony Rockwall. "I've got my pirate 

in a devil of a scrape. His ship has just been scuttled, 

and he's too good a judge of the value of money to 

let drown. I wish you would let me go on with this 

chapter." 

The story should end here. I wish it would as heartily 

as you who read it wish it did. But we must go to the 

bottom of the well for truth. 

The next day a person with red hands and a blue 

polka-dot necktie, who called himself Kelly, called at 

Anthony Rockwall's house, and was at once received 

in the library.  

"Well," said Anthony, reaching for his chequebook, 

"it was a good bilin' of soap. Let's see--you had 

$5,000 in cash." 

"I paid out $300 more of my own," said Kelly. "I had 

to go a little above the estimate. I got the express 

wagons and cabs mostly for $5; but the trucks and 

two-horse teams mostly raised me to $10. The 

motormen wanted $10, and some of the loaded 

teams $20. The cops struck me hardest--$50 I paid 

two, and the rest $20 and $25. But didn't it work 

beautiful, Mr. Rockwall? I'm glad William A. Brady 

wasn't onto that little outdoor vehicle mob scene. I 

wouldn't want William to break his heart with 

jealousy. And never a rehearsal, either! The boys 

was on time to the fraction of a second. It was two 

hours before a snake could get below Greeley's 

statue." 

"Thirteen hundred--there you are, Kelly," said 

Anthony, tearing off a check. "Your thousand, and 

the $300 you were out. You don't despise money, do 

you, Kelly?" 

"Me?" said Kelly. "I can lick the man that invented 

poverty."  

Anthony called Kelly when he was at the door. 

"You didn't notice," said he, "anywhere in the tie-up, 

a kind of a fat boy without any clothes on shooting 

arrows around with a bow, did you?" 

"Why, no," said Kelly, mystified. "I didn't. If he was 

like you say, maybe the cops pinched him before I 

got there." 

"I thought the little rascal wouldn't be on hand," 

chuckled Anthony. 

"Good-by, Kelly." 

---------------- 

Note: this story was published in 1906 as part of The 

Four Million.  It is in the public domain. 

Questions: 

1.  Was it ethical for Mr. Rockwell to arrange for a 

giant traffic jam, doubtlessly causing 

inconvenience -- at the least -- to a large number 

of people, just to arrange for Richard and Miss 

Lantry to be alone long enough for Cupid to work 

his will? 

2.  Was Richard paying too much for soap?  He paid 

fifty cents a cake, but his dad, (an expert!), 

pointed out that Eureka soap -- the purest soap 

made -- costs only ten cents a cake.  Is it ethical 

for Richard to be paying so much for soap with all 

the poverty and suffering in the world?  

3.  Kelly, the man who set up the traffic jam, said: "I 

can lick the man that invented poverty."  Is 

poverty natural -- or a human invention?  In an 

industrial or post-industrial society, is poverty an 

artificial condition  -- engineered by things like 

planned obsolescence, "product differentiation" 

(Eureka soap vs. "perfumed" soap), and the 

financial system?  Is our fundamental economic 

problem scarcity -- or abundance (hint: 

unemployment is an abundance of labor.)  Is our 
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whole economy basically one giant, perfumed 

soap bubble?  Where is ethics in all this? 

4.  Why did Richard drop the ring?  Was he part in -- 

or all in --on his dad's plot (a chip off the old soap 

cake!?)  Did his dad tell him where to delay the 

cab -- but not why... or how? Did he just pretend 

to drop it? 

5.  Is Miss Lantry right -- are theatres stupid?   

6.  Who in your own life has been setting up the 

traffic jams for you?  Is it ethical for them to do 

that?  How much of who we are can be traced to 

psychological conditioning, or manipulation of 

some kind?  Who (if anyone) have you been 

doing this to -- and why? 

7.  Do we really have any idea what's going on in the 

world -- or why?  If we don't, can we rely on 

ethical systems -- utilitarianism in particular -- 

that are rooted in our supposed ability to predict 

and assess the consequences of actions?  What 

other choices are there (if any)? 

8.  Mr. Rockwell said: "Your hands are clean. You've 

got no Eureka soap on 'em."  Was he suggesting 

that there is a crime behind all great wealth -- or 

just his? Or was this just another dig at the 

snoots? 

9.  What -- or who -- is Mammon?  Is there a 

difference between Mammon and money? 

10.  Almost forgot -- is it ethical to bribe police 

officers?  If so, how can a reasonable price be 

determined?  Is this market self-regulating? (this 

is sarcasm!) 

---------------- 

And now, a word from our sponsor: 

Let me be blunt -- our Minnesota (and national) 

Republican party is veering away from a tradition of 

pragmatic, moderate and progressive policy and 

towards a kind of insanity. Minnesota and America 

need a Republican 

party that is true to the 

meaning of the word. Very 

simply: I see a lot of good 

hearted grass roots 

Republicans being 

systematically manipulated 

and misled -- to act against 

their interests, and against 

our country's interests.  This 

needs to be challenged -- with community 

organizing. 

In the last election cycle I launched a political career, 

which has progressed remarkably well.  Spending 

only $5,000, I ran an internet, video and news 

release campaign against Emmer, and finished 

second in the GOP primary for Governor -- with 

about 10,000 votes, about 8% statewide.  Going 

forward, I'll be organizing  moderates and 

progressives to attend next year's Republican 

caucuses.  I'm also the plaintiff in the first 

"unallotment lawsuit" -- challenging the unallotment 

of the Political Contribution Refund program (an 

appeal to the Minnesota Supreme Court is in 

process.)  I may run for the Republican U.S. Senate 

endorsement in 2012 -- if I do, I'll take that to the 

primary also. 

 


