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Public Comment submitted by Bob “Again” (bobagain) Carney Jr., -- re: Supplemental Draft 

Environmental Impact Statement for the proposed Southwest Light Rail Line 

 

Preface – 

My focus in this public comment is to highlight and explicate what I regard as four fundamental facts.   

First, there are alternative alignments available that would be far preferable to the current plan being 

advanced by the Metropolitan Council.  For this reason, the Southwest LRT project should be sent back 

to the scoping phase – alternatives need to be considered, and one needs to emerge as a real Locally 

Preferred Alternative.  Referring to the current Alignment as a “Locally Preferred Alternative” is 

laughable – if only for the fact that co-location was not an element of the design when it was chosen. 

Second, the so-called “no-build” option is also a reasonable alternative.  For this point, I want to 

emphasize that “no-build” should not be seen as “doing nothing.”  Rather, it should be seen as a 

preference for study and careful consideration of all of the options available to us in Minnesota, and the 

Twin Cities. 

Third, I think the whole idea of focusing on a “corridor” is a fatal flaw in the entire planning process.  We 

need to view transportation, and Transit, as a system.  In my presentation of what I see as a preferable 

alternative alignment and plan, I persistently emphasize how what I am suggesting makes sense in the 

broader context of a Transit and transportation system that is optimal for our Twin Cities.  I see this 

perspective as being essentially absent from the SWLRT planning process – that is very unfortunate. 

Fourth, the current Southwest LRT plan has -- in effect – been given a “vote of no confidence” by the 

Legislature.  If the Metropolitan Council persists with their current funding scheme, the inevitable result 

will be a confrontation with the Legislature next session – one that the Council can’t possibly win, but 

with the potential to disrupt an opportunity for Minnesota to fully provide for our roads and bridges 

needs for the next decade.  This is covered in more detail shortly – presented in my most recent Star 

Tribune Editorial Counterpoint article. 

If Light Rail is to be introduced at all in this corridor, I would prefer to develop a plan that would be 

eligible for Federal funding.  But let me be blunt: I think the current plan is so bad that it may be better 

to implement a LRT solution that represents the best overall solution in the context of a Transit and 

transportation system for the Twin Cities, even if the plan turns out not to be eligible for Federal 
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funding, according to current formulas.  Our main priority can and must be doing what is best for the 

Twin Cities and Minnesota – not making what really amount to a whole series of bad choices because 

they “qualify” us for Federal dollars.  Unfortunately, I think that is a good summary of the whole history 

of the SWLRT project.  If it emerges that the best plan from a Transit and Equity perspective is ineligible 

for Federal funding, we should challenge the current formulas, both through the political process, but 

also in court.  If the current formula can be shown to result in sub-equitable LRT systems, that is 

unacceptable and unjust.  Let’s not be afraid to speak that truth. 

I am especially concerned – frankly both upset and angry – about the idea of using what either is -- or 

should be -- park land, because it is seen as a “cheap” or “convenient” option.  I have studied the history 

of Minneapolis and our Park System extensively; it is truly a unique and amazing history.  As an example 

of this study, I encourage you to visit my web site, www.bobagain.com, and view my featured video on 

the history of our park system. 

We have traditionally thought ahead a hundred years, and have been successful in coordinating both 

good stewardship – an idea rooted in and derived from our Judeo-Christian values -- and economic and 

business interests.  The current SWLRT plan, and the whole history of the project, is nothing short of an 

assault on that history.  The Kenilworth corridor is – on a “de facto” basis – a park.  GO LOOK AT IT!  

Walk or bike through it!  Throughout our history, our approach to this situation would be to concentrate 

on acquiring this land as park land, and developing it as part of our park system.  That’s what we should 

do now.  I think there is an area near the proposed Penn Station that could and should be developed as 

a combination of residential and commercial development, and that can be linked to downtown with 

outstanding transit resources.  Running Light Rail through the Kenilworth Corridor is NOT the way to do 

this! 

An assessment of Minnesota’s current situation regarding roads and bridges, and transit 

Below is the text of my most recent Star Tribune op-ed article – published July 13th in the print edition – 

it includes in summary form the outline of the Alternative Alignment that comprises most of this Public 

Comment: 

TITLE OF STAR TRIBUNE ARTICLE: Southwest light-rail plans unrealistic 

In two recent editorials this paper lamented the 2015 Legislature’s failure to meet Minnesota’s 

transportation challenges and celebrated the latest not-dead-yet Southwest light-rail plan, 

http://www.bobagain.com/
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wrapped in shiny new duct tape (“Minnesota sputters in roads, transit race,” July 6; “Civic 

sacrifice keeps Southwest on track,” July 8). 

Those editorials are unrealistic. Let’s survey what the Legislature and Gov. Mark Dayton could 

agree to next year — and what is out of reach. 

Fortunately our state transportation commissioner — self-described “old bus guy” Charlie Zelle 

— is respected and trusted by all. 

Zelle told the House Transportation Committee in January that without reliable funding he could 

not responsibly choose more expensive but also more cost-effective options. When a budget is 

too tight, only short-term band-aid solutions are possible. DFL Rep. Ron Erhardt — a former 

Republican Transportation Committee Chair — took Zelle’s cue, proposing a constitutional 

amendment to permanently dedicate new funding. Expanded bonding authority could be 

included in that amendment. 

Zelle’s prudence, reliable management and realistic numbers are the foundation for the real lead 

story from this year’s session: Dayton and House Republicans agree about the billions needed for 

a decade of adequate and effective spending on roads and bridges. 

All things considered, this represents real progress — it’s not a “giant step backward.” Next year 

our Legislature and governor can, should and might agree to fund roads and bridges for one 

year, followed by a November constitutional vote to provide the decade of reliable funding Zelle 

insists on. 

As a registered lobbyist for “We the People,” I promoted the Legislature’s decision to cancel an 

earlier $30 million Southwest LRT appropriation — repurposing those dollars for Metro Transit 

operations. That plan — the best available option as the session wound down — ensured that 

Metro Transit could avoid service or job cuts. 

At the special session House Speaker Kurt Daubt confirmed to me that with only $15 million of 

state money now appropriated ($150 million less than planned), there will be no more state 

Southwest LRT money in 2016. 

This brings me to the bad news. Based on my lobbying work with dozens of legislators, it’s clear 

that Minnesota’s transit challenge simply cannot be solved next year. 
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The current transit sales tax system — now heavily favoring Hennepin County — is losing support 

from other counties. The Chamber of Commerce supported the new quarter-percent transit sales 

tax in 2008; today they oppose any increase. And that was before the most recent Southwest LRT 

planning disasters. 

This paper’s editorials implicitly acknowledged these transit obstacles — noting that when the 

DFL controlled both Houses and the governor’s office, no transit sales tax increase was approved. 

If light rail is to go forward at all, a new framework is needed, possibly including public-private 

partnership elements and light-rail tax districts. 

Unfortunately, the Met Council is choosing to ignore our elected governor and Legislature. Their 

Southwest LRT finance plan now includes “Certificates of Participation” — backed by anticipated 

tax revenue — to be sold if (make that when) the Legislature doesn’t provide more money next 

year. 

Fortunately, we have alternatives. 

One Southwest LRT option could start in Hopkins (supplemented beyond by buses), follow the 

Greenway (below grade) — surfacing at a giant Interstate 35W Transit Hub linking with I-35W 

MNPass bus service and the Lake Street and Nicollet lines — and then (elevated) follow the 

freeway corridor to Franklin, a Convention Station, and finally to Royalston and Target Field 

Stations. 

Light rail can and should make all Minneapolis stadiums and arenas — and the nearby U of M — 

extensions of our convention facility. Convention visitors quickly could go to the heart of our 

amazing park system, to the airport and to the Mall of America. Special Blue Line trains could 

continue along the same track to the Convention Station when major conventions are here. 

Let’s send Southwest LRT back to the drawing board, and take an honest look at all our options 

— including bus-based alternatives. Let’s not let a light-rail bureaucratic steamroller crush 

Minnesota’s opportunity to fully fund our needed road and bridge work for the next decade. 

Bob "Again" Carney Jr. is a transit advocate in Minneapolis. 
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Proposed Alternative Alignment for Southwest LRT 

Briefly, as outlined in the above op-ed article, I am suggesting the following be considered, as one 

example of an alternative alignment that is clearly so far preferable to the current plan that the current 

plan simply must be scrapped: 

Part A: Core elements integral to the Alternative Alignment SWLRT project: 

1. Stop the line at either Shady Oak, or Downtown Hopkins – preferably at Shady Oak. 

2. Link the current Southwest Station, and an Eden Prairie Center Transit Hub, including a system 

of shopping and extended stay traveler routes, with direct, point-to-point bus service to the last 

Hopkins LRT station. 

3. Provide high frequency (five minutes or better) commuter bus service from the last Hopkins LRT 

station to job sites throughout the Golden Triangle. 

4. For Hopkins, Saint Louis Park and the Golden Triangle, provide subsidized Car2Go service. 

5. Provide radically better reverse commuter service to the entire Southwest quadrant (roughly 

defined by I-35W and I-394), with greatly improved links to low income neighborhoods having 

high concentrations of people of color -- in both North Minneapolis and the near South side of 

Minneapolis. 

6. Build a Transit Hub linking Highway 100, Highway 7, and the LRT, and including a large and 

expandable park and ride facility (this can be excluded or deferred based on budget 

considerations). 

7. Build a Transit Hub linking Highway 169 and the LRT, and including a large and expandable park 

and ride facility (this can be excluded or deferred based on budget considerations). 

8. As an equity element integral to this system, provide high-frequency service (five minutes or 

better) on the entire length of West Broadway in North Minneapolis, and high frequency (five 

minutes or better) one-stop freeway service from West Broadway and I-94 to the Greenway & I-

35W Hub (the one stop is at the 12th Street and Hennepin Station, to link to reverse commuter 

routes in the Southwest quadrant). 

9. The overall plan includes a series of Transit Hubs; although all of the Uptown and North Hubs, 

and part or all of the Convention Hub and the Greenway & I-35W Hub should be part of the LRT 

project’s budget, the other hubs should not be part of this project’s budget.  The series of 

Transit Hubs will be linked with elevated bus-only transit ways and freeways, and will include 

park-and-ride ramps.  These are designed to link LRT service with both bus service and… gasp… 
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people who drive cars.  The four Hubs nearest downtown are also designed as points from 

which people can board small vehicles dispatched at very high frequency (2-3 minutes during 

rush hour, five minutes other times) to make all points in downtown an easy walk (in most cases 

1/8 of a mile or less, never more than a quarter mile). 

10. The Twin Cities is known for providing excellent biking resources, including trails, bike racks on 

all buses, the ability to roll on and off light rail, and most recently the Nice Ride system.  

However, the ability to shop using transit is severely limited, due to the difficulty of bringing 

shopping carts on buses.  The current design of LRT vehicles -- with roll-on-roll-off ability -- can 

and should be combined with specially designed and equipped shopping buses, with scheduled 

runs planned around LRT corridors, and designed to greatly expand shopping opportunities, 

especially for transit-dependent communities – again, North Minneapolis and the near South 

side of Minneapolis.  This is also fundamentally an equity issue, and should be treated as such, 

including for budget and ridership purposes. 

11. An elevated, all season bicycle “sky-bi” system. Because the LRT is elevated from the Greenway 

& I-35W Hub to downtown, it will be easy to add an elevated, all-season bicycle “sky-by” route 

on top.  This will be connected to similar elevated, all-season “sky-bi” routes on top of the 

elevated bus transit ways that connect the Transit Hubs that circle downtown.  It might make 

sense to add a canopy above the Greenway bike path, allowing it to be enclosed with sides 

installed like storm windows during winter months.  Of course because bikes can so easily be 

rolled on and off LRT, the result will be an integrated bike-and LRT system.  Additional “sky-bi” 

only grid elements can be added within the downtown Transit Hub “sky-bi” perimeter – and of 

course, Nice Ride bikes can be made available year round throughout the system.  The result will 

be greatly increased year-round mobility within a system having a backbone comprising the LRT 

routes. 

12. From West Lake to Downtown, use a modified version of the “3C” alignment, considered earlier 

in the SWLRT process, but dropped partly because “a tunnel under Nicollet would be too 

expensive” (the tunnel is now proposed for Kenilworth).  Several additional elements not 

detailed here are included as integral to the Alternative Alignment plan – one example is a 

Transit Hub linking LRT with BRT service on I-35W.  This part of my proposed Alternative 

Alignment will be considered following the Part B summary.  

13. Cancel the proposed Bottineau LRT – instead, provide guaranteed congestion-free service with 

an elevated bus transit way above Broadway, following the Bottineau corridor to Highway 100.  
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Beyond Hwy 100 we can ensure a congestion-free system by using MNPass lanes and/or a 

variant of dedicated bus shoulders.  This is included as an element in the current plan, because 

the Blue Line can then be extended along the alternative “3C” alignment, providing five minute 

service from the Downtown East station to at least the Uptown Transit Hub, or beyond – 

possibly all the way to Shady Oak. 

Part B: Additional transit and transportation elements and considerations 

14. Additional element – As noted, a series of Transit Hubs; the cost of the Convention Hub and the 

Greenway & I-35W Hub may be partially outside of this project’s budget, the other Hubs should 

be entirely outside of the budget. The series of Transit Hubs will be linked with elevated bus-

only transit ways and freeways, and will include park-and-ride ramps.  These are designed to link 

LRT service with both bus service and… gasp… people who drive cars.   

15. Additional element – High frequency (five minute or better) small bus service (Metro Mobility 

size vehicles) on the entire Greenway, from the Hiawatha/Lake Street Blue Line Station to 

Uptown, and continuing West using Lake Street, Excelsior Boulevard and Highway 7.  This one-

seat ride route will be available for both frequent stop and express service, because the LRT will 

be in a tunnel from the Uptown Transit Hub to I-35W -- it will surface just West of I-35W, and 

will be elevated along the I-35W corridor to Downtown Minneapolis.  This small bus service will 

be linked with Lake Street bus service at six major intersections, representing the six stops for 

the express service.  The frequent stop service will stop approximately every full city block (1/8th 

of a mile), including at all other North-South bus intersections.  All bus intersections will include 

elevator service linking the below-grade Greenway with the surface North-South routes. 

16. Additional element – As with the Lake Street/Greenway lines, the Nicollet line will be linked 

with freeway-speed express service on I-35W.  Initially, the links will be at the Convention Hub, 

Lake Street, and 46th Street – this can and should be expanded further South to a frequent-

service route that turns West on 66th Street to link with I-35W at 66th Street Station.  Because 

Lyndale and I-35W continue parallel, and are relatively close, and due to significant commercial 

development out to 98th Street, the Nicollet Link line could take I-35W to 76th Street, then run a 

loop (in both directions, clockwise & counter-) including Lyndale and I-35W, switching at the 98th 

Street Bloomington Transit Center.  The improved access to jobs along this corridor makes it an 

Equity issue – an argument could be made for including this as a core element of the Alternative 

“3C” plan. 
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17. Additional element – A general bus service plan to introduce high frequency service (every five 

minutes or better) on the Lake Street, Franklin and Nicollet bus routes, and on other North-

South routes as soon as this becomes practical.  The basic idea is simple: when service frequency 

is five minutes or less, people are much more willing to transfer, and don’t worry about 

schedules.  The result will be a virtuous cycle: better service and higher use. 

18. Additional consideration – In 2013 I published a book-length presentation of what such a five 

minute service system might comprise  for all of Minneapolis.  Presenting this option in greater 

detail is beyond the scope of this comment, but should be noted. 

19. Additional consideration – A potential Metro-wide alternative to both Light Rail and “Corriders 

of Commerce”/BRT systems might be a grid system of high-frequency Freeway bus service 

provided throughout the I-494/I-694 beltway.  Presenting such an option in greater detail is 

beyond the scope of this comment, but should be noted. 

20. Additional consideration – We are in the century of automated everything, including automated 

driving.  However, while there’s currently a lot of buzz about cars, little attention has been given 

to the significance for transit.  Automated driving will make it possible to provide “last mile” 

vehicles, greatly expanding the reach of all forms of transit, including LRT routes.  This reality is a 

huge consideration in considering the reasonableness of the so-called “no build” option – which 

is really more of a choice to wait a little while and “keep our powder dry.” 

Part C: Focus on the modified “3C” 

Alignment 

The first map (at right) shows the “3C” 

alignment, but with my proposed 

modification to that route shown as a 

dashed purple line.  Instead of tunneling 

North-South at Nicollet, the modified 

alignment would proceed to a Greenway &  

I-35W Transit Hub, then to a Franklin Station 

and a new Convention Hub (in effect 

replacing the “3C” 12th St. Station), before 

linking again with the “3C” alignment.  

Although the alternative route is a little 
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longer, it can probably proceed at higher speed along the freeway corridor – the length of the trip would 

not be likely to increase by more than a minute (if that) compared to the current “3C” alignment.  For 

the alternative purple section of the route, there is no net change in the number of stations compared 

to the “3C” alignment. 

The next maps (below) show a side-by-side illustration of the first map and a new rendering of the 

Alternative for “3C”, including several new features that will be detailed.  The two side-by-side 

illustrations are approximately to scale. 

 

Looking ahead to the next page, and to a larger view of the Alternative alignment map, let’s focus on the 

individual features. The Greenway & I-35W Hub is a major addition, and emphasizes the importance of 

integrating this LRT line into our overall transit system, which of course includes both established city 

street routes, and freeways. I-35W is emerging as a major, if not the most important, transit corridor in 

the entire Twin Cities.  It features center MnPass lanes from downtown Minneapolis to Burnsville, 

ensuring congestion-free bus commuting.  Here’s another crucial point: there is already a 46th Street 

Transit Station connecting to the center MnPass lanes (thank you Mayor Rybak!)  Buses pull into this 

station, and people can transfer from 46th Street to the buses, which then continue in the center MnPass 

lanes.  These buses can and will stop at the Greenway & I-35W Hub, but with a major additional 

advantage – the freeway BRT routes are now linking to both an LRT line, and to two of the most 

important and heavily used street bus routes in the Metro Transit system – the Nicollet line (18) and the 
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Lake Street line (21, there is also a 53 express route on Lake Street).  Those buses will go on dedicated 

ramps to a special hub platform above the LRT platform, which itself will be above the I-35W right of 

way.  Nicollet is about 800 or 900 feet from I-35W – however, Nicollet buses are currently already 

detouring around the K-Mart site at Nicollet.  With new, dedicated ramps optimized for an efficient 

transfer, there will be either no increase, or a very negligible increase, in the trip length. The Lake Street 

buses will also move on dedicated ramps optimized for an efficient transfer – their detour is one city 

block (660 feet). As noted, the LRT will be in a tunnel from just West of the Uptown Hub, surfacing and 

rising to an elevation above I-35W.  This will accommodate another key feature of the entire system – a 

right of way for high-frequency Metro Mobility size buses running the entire length of the Greenway 

from a link to the Blue Line on the East, to just beyond the Uptown hub, where they will be routed to 

Lake Street to continue further West.   

 

The elevators at the Greenway & I-35W Hub will thus have four levels.  Level 1 links to the below-grade 

small bus service, and to bikers and walkers using the Greenway.  Level 2 links to buses on I-35W.  Level 

3 links to the LRT, and level 4 links to the “sky-bi” route above the LRT.  Of course the elevation of the 
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entire structure changes when approaching bridges and other multi-level sections along the freeway 

corridor. 

It certainly makes sense to plan for a park-and-ride facility, which would add at least a level 5.  We can 

and should integrate transit and car use to the fullest extent possible.  After all, when people are willing 

to use their cars for part of a trip, and transit for the rest of the trip, the net effect will be to reduce 

congestion, but also, to increase the level of population density that is sustainable without 

transportation congestion.  This will have the effect of increasing the economic value of all existing 

housing stock, and more generally of all real estate. 

Regarding the budget, it is appropriate to include at least part, and possibly most or all, of the cost of 

the Greenway & I-35W Hub as part of the LRT project.  One reason is that the LRT route is so closely 

integrated with the other features that this should be viewed as a “package deal”.  But beyond this, the 

Equity issue is crucial – this Hub will greatly improve the usefulness and value of the entire Transit 

system for people of color and low income people. 

The Franklin Station is a simple link between the LRT and users of Franklin Avenue, including transit 

riders, people driving, bikers, pedestrians, skateboarders… let’s just stop there. 

The LRT route then proceeds to a new Convention Hub, which will also link with the Nicollet line (18), a 

number of other city street routes, with other Transit Hubs surrounding downtown, and with express 

bus commuter and reverse commuter routes coming into and out of downtown.  This Hub will also 

provide small vehicles dispatched at very high frequency (2-3 minutes during rush hour, five minutes 

other times) to make all points in downtown an easy walk (in most cases 1/8 of a mile or less, never 

more than a quarter mile). 

Because reverse commuting service will be such a big element of the Convention Hub, and because this 

is an equity issue, for this reason alone, the cost of the Convention Hub should be entirely within the LRT 

project budget. 

The exact location, dimensions, and scope of this Hub are to be determined – it might make sense to 

build it above the I-94 corridor, including as part of a large, extended open plaza area, or combined Park-

and-Plaza area, to the rear of the Convention Center – such an area could be configured as either a park-

like setting, or as space for outside exhibits, depending on the specific Convention event. 
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The overriding idea driving what the Convention Hub should be is to greatly expand the features and 

attractiveness of Minneapolis as a Convention site, and more specifically, to use Transit to integrate the 

Convention Center with the Airport, lodging locations, other near-by facilities, including all our Stadiums, 

Arenas, and Auditoriums, and with academic institutions including the University of Minnesota, the 

University of Saint Thomas, Augsburg College, and MCTC.  Finally, since Minnesota is such an important 

location for Medical technology, we need to consider how best to link the Mayo Clinic with future 

Convention and Conference events.   

As noted in the summary, if the Bottineau corridor is served by an elevated, congestion-free BRT and 

frequent stop bus transit, the Blue Line can easily be extended to the Convention Center, and beyond, to 

at least the Chain of Lakes Station, but possibly all the way out to Shady Oak.  If this is done, LRT trains 

would cross Hennepin at 12th Street an average of every 2.5 minutes – for this reason it will be necessary 

to either elevate over Hennepin or tunnel underneath Hennepin.  However, after accepting this added 

costs, one advantage of the proposed Alternative LRT alignment is that there is no barrier to having five 

minute service, or even more frequent service, to at least the Chain of Lakes Station – for this entire 

distance the LRT route does not cross any other transportation right of way at grade.  Of course the 

advantage of this service frequency is obvious – people simply don’t have to worry about schedules -- or 

about waiting any significant amount of time, when transferring. 

Leaving the proposed Transit Hubs circling downtown aside for the moment, an LRT system including a 

Blue Line extension to at least Uptown (or beyond) will accomplish the goal of linking all the stadium and 

arena venues, the academic institutions, and the Airport to the Convention Center, as one large if 

somewhat extended facility.  This alone will greatly increase the attractiveness of the Twin Cities as a 

Convention venue.  Beyond that, convention goers will also have quick Transit access to the heart of our 

amazing Park System – stopping at the Chain of Lakes Station. 

At least a brief comment about Chain of Lakes Station is in order.  One of the most unique (and best) 

aspects of the Minneapolis Park System is that it offers almost a total escape from commercialism.  On 

the map, the Chain of Lakes Station is deliberately illustrated as a simple green circle.  The Station itself 

must be devoid of all commercial signage, except for the kind of informational displays the Minneapolis 

Park Board discretely and artfully supplies – directions about how to rent bikes, boats, and so forth, and 

a “you are here” map.  This is an essential element of our Park experience in Minneapolis. 
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Of course, convention goers can also get off at the Downtown East Station, where it’s a short walk to the 

equally interesting and historic Milling District. 

In short, Minneapolis is a fantastic place to have conventions already – the addition of the LRT line, and 

LRT service linking all the elements of our “Chain of Conventions” facilities will be a huge step forward. 

From the Convention Hub people can of course also go to downtown Saint Paul, with its many 

attractions, including the Ordway, the Excel Center, and the new Saints Stadium, and to all the amenities 

and lodging facilities in Saint Paul and along the Green Line route. 

And let’s not forget the Mall of America, at the end of the Blue Line – this will be an attractive end-of-

day destination for many conventioneers – not just people who are lodging at or near the MOA, or along 

that route. 

Finally, Mystic Lake will of course want to have high-frequency, non-stop express buses running to and 

from the Convention Hub – Canterbury Park and ValleyFair will probably want to work cooperatively 

with Mystic Lake to also offer their amenities. 

The Convention Hub will also include a giant park-and-ride ramp – directly accessible from I-35W 

MnPass lanes.  There’s no reason why that ramp shouldn’t include both “traditional” car rental facilities, 

and also services like “Hour Car” and Car2Go, both active participants in the Twin Cities transit scene.  

There will also be a giant “Nice Ride” bike rental facility (note: the number one Segway rental facility in 

the U.S. is located in the Milling District, accessed from the Downtown East Station). 

From the Convention Hub the “3C” Alternative Alignment returns to the proposed “3C” route, and next 

reaches the Hennepin Station at 12th Street.  As noted, assuming the Blue Line extension and five 

minute service, this must be above or below grade.  We should note here that this location is a crucial 

link to many Southwest and West Commuter bus routes, which can and should all serve as reverse 

commuter routes.  This is again a major Equity issue.   

I presented an overview of a plan for greatly expanded reverse commuting service in a recent Star 

Tribune Commentary article: “A solution to affordable housing lies in creative busing” 

Here is a link to the article, published 3/15/15:  

http://www.startribune.com/a-solution-to-affordable-housing-lies-in-creative-busing/297300831/ 

http://www.startribune.com/a-solution-to-affordable-housing-lies-in-creative-busing/297300831/
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Here is an extended excerpt (most of the entire article), focusing on the reverse commuting aspect: 

Fortunately, there is something we can do immediately to achieve a kind of instant transit-to-

work equity. This proposed improvement also will establish needed transit links for future low-

income residents of suburban affordable housing. 

Here are some relevant facts: 

About 40 percent of workers in downtown Minneapolis commute using transit. Every weekday 

morning, 711 buses roll down Marquette or 2nd avenues, bringing in tens of thousands of 

suburban express commuters. This does not include Minneapolis day-and-evening city routes. 

Those 711 buses are on 104 express routes — most are shiny and new, and many sport free 

onboard Wi-Fi. All travel partly or mostly on a freeway. The average express route has seven 

buses coming in each morning. 

However, only 90 of those 711 incoming buses are on a reverse-commute route. The other 621 

buses often deadhead back for another run. 

To be conservative, let’s start by assuming that half of the disparity between incoming buses and 

outgoing buses — about 300 bus runs — could and should be used for more reverse commuting. 

But let’s not think “routes” — let’s think in terms of trips to work. Instead of deadheading, each 

trip should have its own published, online schedule — for one point-to-point bus run at freeway 

speed — to one of 300 top employment locations throughout the Twin Cities. 

Here’s where the instant transit-to-work equity part comes in: Minneapolis neighborhoods with 

high concentrations of poverty are within a 20-minute morning city street bus run to link up with 

these proposed trip-to-work buses. All 300 of these job destinations would be accessible. 

In the afternoons, we’d just run it all backward. 

This transit-to-work system wouldn’t be based on income. Anyone near downtown could 

commute to these major job destinations in the Twin Cities. Your job moves? Different job? No 

problem. 

Many enhancements merit study. Each bus could stop twice (oh, all right, a few times), resulting 

in two morning and two afternoon runs to the 300 (or more) point-to-point jobs destinations. We 
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could add a third stop on the Interstate 494-694 beltway — and a beltway loop route — so 

people could short-circuit the hub-and-spoke system. 

The difference between commuter buses and reverse-commute runs is a disparity in transit 

access to jobs. Of course, we don’t want to take away transit from suburban commuters. But, as 

a matter of justice, we can and should provide transit-to-work equity — the same number of 

commuting and reverse-commuting trips. For efficiency, some trips could be with Metro Mobility 

buses, vans or even taxis. (Uber? Humm.) 

In this century, we can and should make hub-and-spoke commuting — and transit-to-work 

equity — a two-way street. 

Bob (Again) Carney Jr. is a registered lobbyist for We the People, an informal association. 

I have since compiled a spreadsheet, looking at all the commuter express routes (both Metro Transit and 

the so-called “opt-outs” like Southwest Transit) going into downtown Minneapolis each morning.  Of the 

700+ buses going in, about 400 have enough time to travel the same route in reverse, with ten minutes 

to spare, before beginning the final in-bound commuting run.   

Very simply, this means we have an opportunity to provide an extensive, revolutionary increase in 

reverse commuting bus service from Downtown Minneapolis to job locations throughout the Metro 

area, but more particularly, to the entire job-rich quadrant bounded by I-35W and I-394. 

Here’s a crucial point, all of the reverse commute routes for this quadrant come in on either I-35W, 

which will be routed directly to the Convention Hub, or I-394, which already crosses Hennepin at 12th 

Street – and both of these Freeways have MnPass lanes.  Therefore, all of the reverse commuter runs 

can be routed to freeway entrances at two points: the Convention Hub, and the Hennepin Station at 12th 

Street.  Of course with the proposed Alternative “3C” Alignment, LRT trains from the North Hub will 

reach both the Hennepin & 12th Street Station and the Convention Hub every five minutes. 

We’ll turn next to the North Hub (“Royalston” in the “3C” plan) – significantly and necessarily expended 

in the Alternative Alignment plan.  For now, here is the crucial point: the Alternative Alignment is a huge 

step forward in Transit equity, because it links all the city street bus service on both the North Side, and 

the near South Side, to what will be a greatly expanded network of reverse commuting runs reaching 

jobs at freeway speed throughout the Southwest quadrant of the Twin Cities, and more generally, 

throughout the entire metro area. 
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As we now consider the North Hub in more detail, we’ll see why the Equity issue requires it to be fully 

funded by the current proposed LRT budget. 

North Minneapolis and the near South Side of Minneapolis are the two areas of the city with the highest 

concentrations of poverty; both these areas also have high concentrations of people of color.  This is 

why Transit equity is such an important issue. 

Fortunately, North Minneapolis is well served by North-South bus routes, and here’s some really good 

news: with two exceptions, all of these routes – the 9 (Glenwood/Cedar Lake), the 19 (Penn), the 5 

(Emerson/Fremont) and the 22 (Lyndale) already all converge at or very near the North Hub.  The 

convergence of these routes alone is what makes the location of the North Hub obvious.  The remaining 

two routes – 14 (Broadway) and 7 (Plymouth) -- head into downtown a quarter mile and 3/8 mile from 

the North Hub.  Although this isn’t a perfect solution (there isn’t one), as with the Nicollet and Lake 

Street lines, dedicated, elevated bus transit ways can be built and optimized to quickly bring 14 and 7 

buses to the North Hub, and then quickly return them to their current routes.  

Of course one advantage follows immediately – all LRT riders (all lines) can take any of the North 

Minneapolis routes from the North Hub.  But uniting all the North Minneapolis routes at the North Hub 

offers several other advantages.  One is that there is now 5 minute LRT service to all of the reverse 

commuter routes reaching the entire Southwest quadrant of the Twin Cities – via the 12th and Hennepin 

Station and the Convention Hub.  Another is that this 5 minute services extends directly and quickly to 

bus service on Franklin, Lake Street, and to Uptown, including all the I-35W, Nicollet and Lyndale North-

South routes, and all the routes heading South and West from Uptown. 

This leads to a further point – the current plan includes as a core element high frequency service (five 

minutes or better) on West Broadway, linking all North-South bus routes on the North side, and also 

linking to high frequency service (five minute service or better) providing a direct, one-stop freeway link 

from Broadway and I-94 to the Greenway & I-35W Hub – and that one stop is at the 12th & Hennepin 

Station.  This provides even faster service for North side commuters to all of the commuting 

opportunities offered by the proposed Alternative version of the “3C” alignment – including all reverse 

commuter service in the Southwest quadrant. 

The North Hub will also include a large park-and-ride facility – to accommodate people who are better 

served if they can drive part of the trip, and then use one or more of the Transit services available from 

the North Hub.  As with people driving to the large ramps at the downtown end of I-394, car pooling 
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should be encouraged.  This additional parking, with access that can be managed to bring people in who 

are not driving through downtown, will also serve sports events at Target Field, the Target Center, and 

Vikings games, and of course will bring in revenue doing so.  As with other Hubs, there will be high 

frequency small vehicles bring people to a 1/8 mile walk from most downtown destinations – never 

more than a quarter mile.  This service will be coordinated with the LRT and bus routes converging at 

the North Hub, which already are reaching many areas of downtown. 

In short, the proposed Alternative “3C” alignment, when combined with a North Hub, is such a major 

advance in Transit Equity that based on this issue alone it’s full cost must be included in the proposed 

LRT budget. 

But even considering only the impact on residents of North Minneapolis, the Equity issue really extends 

further.  The overall increase in Transit Equity resulting from this Alternative version of the “3C” 

alignment is so great that it must be weighed carefully when considering any Federal funding formula 

that fails to provide Federal money for such a plan.  Very simply, a Federal formula that fails to give due 

weight to the Equity advantages of a plan such as this plan is probably grounds for a lawsuit challenging 

the formula as itself fundamentally unjust. 

Let’s turn now to South Minneapolis, with a focus on the near South side – and giving special attention 

to the area East of I-35W. 

Looking forward, it is essential to put LRT in a tunnel from just West of Uptown to when it surfaces at I-

35W – even if high-frequency (five minute or better) “one seat ride” Metro Mobility don’t immediately 

run the full length of the Greenway, we need to be sure this service is possible as part of the plan. 

More immediately, even without that service on the Greenway East of I-35W, the Lake Street bus 

service is now linked with the Greenway & I-35W Hub.  The weekday rush hour travel time from the 

Blue Line Lake Street Station to the Greenway & I-35W Station will be about 15 minutes – from Uptown 

to I-35W it’s about 12 minutes.  On Franklin, the times from the Hennepin and Blue Line ends to the I-

35W Station will be a little less.  Very simply, this means that with fast and five minute service from the 

Greenway & I-35W Hub to both the Convention Hub and the 12th and Hennepin Station, the proposed 

Alternative “3C” Alignment will provide excellent access to all the reverse commute routes in the 

Southwest quadrant, and more generally throughout the Metro area.  Again, this is a crucial, compelling, 

Equity issue – the proposed plan does much more for Transit Equity than the current, so-called “Locally 

Preferred Alternative” running through Kenilworth. 
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Now, let’s add in “Additional Element 15” from our list – this is NOT included in the current plan or 

budget, but it is enabled by the proposed plan and budget.  Very simply, the plan is to grade, pave, and 

use the Greenway, from the Blue Line West, continuing along Lake Street after Uptown, with spurs along 

Excelsior Boulevard, Highway 7, and Lake Street.  There will be both high frequency (five minute or 

better) express service, and high frequency (five minute or better) frequent stop service.  In addition, 

special one-block ramps, optimized for fast transfers, will be built for two of the express stops: at 

Chicago and Bloomington-Cedar – as with the Greenway & I-35W Hub, Lake Street buses will link with 

the Greenway stops at these intersections.  Lyndale will probably not have such a ramp, but the 

Westbound Lake Street buses may simply be routed to the Greenway, proceeding on 29th Street instead 

of Lake Street to the Uptown Transit Station (all the busses already go North half a block to Lagoon at 

Dupont).  Regarding Bloomington and Cedar – these two North-South routes are five blocks apart – it 

makes sense to also include special ramps meeting at a central transfer point above the Greenway.  

Because these routes are so close, meeting there will add only a minute or two to the trip time, but will 

offer significant advantages – easy transfers between the two routes, and a common stop on the 

Greenway, promoting faster express service.  

One major advantage offered by this system is the high frequency (five minutes or better) fast, “one-

seat”, guaranteed congestion-free express service along the entire Greenway.  Very simply, with this 

system it will be faster to use transit rather than a car to traverse significant East-West distances.  The 

links with Lake Street are frequent enough so that people can, in a reasonable amount of time, get from 

any address along Lake Street or the Greenway, to any other address along Lake Street or the 

Greenway.  Because this high-frequency one-seat service will extend both East (towards/to Saint Paul) 

and West (towards/to Hopkins/Eden Prairie/Minnetonka) and will reach all points on both Excelsior 

Boulevard and Highway 7 (the parallel routes nearest the LRT), the overall East/West Transit service will 

be incredibly good.  Of course, one predictable result from this system will be a solid row of large 

apartment complexes along the entire length of the Greenway – that feature is already largely complete 

between Hennepin and Lyndale 

And again, returning to our crucial point about Equity – this level of service will be of the greatest 

benefit to people living in the middle – in the near South Side neighborhoods with high concentrations 

of poverty and of people of color. 

With this additional element factored in, the Equity case for the proposed Alternative “3C” Alignment, 

when combined with this supplemental feature, is simply overwhelming. 
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Two additional Hubs: Lowry and East, comprise the system of Hubs encircling downtown Minneapolis.  

Both of these are not directly associated with the Southwest LRT project, and thus do not merit inclusion 

in the budget.  However, because the encircling system of downtown Hubs will promote more transit 

use to and from downtown, and because the system supports enhanced and all-season biking, which is 

also closely integrated with Transit, these aspects merits further comment. 

The Lowry Hub is important as a connecting point for I-394 to I-35W and I-94, for multiple city street bus 

connections (routes 2, 4, 6, 12 and 25), and for its ability to relieve a lot of congestion by providing a 

park-and-ride facility for all the neighborhoods South and West of Hennepin and Franklin.  Because the 

Lowry Hub can be quickly reached from the North Hub, it provides fast bus commuting access to these 

many city street routes.  An elevated Transit way, also open to MnPass drivers, should be considered 

from Hennepin directly to the Lowry Hub – this can both produce revenue and relieve congestion by 

also bringing in cars from South of Lake Street and West of Hennepin – including of course, reverse 

commuters and car poolers.  Restrictions on car use on Hennepin during rush hours should also be 

considered, as another way to relieve congestion and facilitate faster service for the 6, 12 and 17 routes 

(17 turns East at 24th Street).  Finally, because a “sky-bi” can be included above an elevated Transit way, 

this will significantly increase all-season bike commuting and riding – the Uptown area already has a high 

concentration of bike commuters and riders, with excellent bike connections to downtown, including 

the Bryant bike boulevard. 

The East Hub is also important as a connecting point for freeways: I-35W, I-94, and I-394 all reach the 

Hub.  Because this is the point where the two LRT lines diverge, all the freeways can be linked here to 

both lines.  The 7 and 22 lines – both North-South routes in South Minneapolis, head directly to the East 

Hub, as does the 94 express service to Saint Paul, and the 3 route, a high frequency route that also runs 

to downtown Saint Paul.  However, to best coordinate and integrate North-South service for South 

Minneapolis, a dedicated, elevated Transit way must extend to as far as 9th Street and Portland Avenue 

– this will link in the 5, 9 and 14 routes, all providing North-South service.  The result is that all the 

downtown to South Minneapolis North-South lines from Chicago to the Mississippi River will be 

integrated and coordinated at the East Hub – that justifies the slightly longer trip times for the 5, 9 and 

14 routes.  Note that all reverse commuter routes that don’t go through either 12th and Hennepin or the 

Convention Hub will go through the East Hub or the North Hub.  As with the other Hubs, there will be a 

giant park-and-ride ramp above this Hub, making major elements of the entire Transit system accessible 

to people who are driving to Minneapolis from all points East and Northeast.  This ramp will also serve 
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Downtown East, and will provide added parking for sporting and other events, again producing more 

revenue in the process. 

We have already noted that all reverse commuter routes will pass through either one of the Hubs, or 

will be reached by the 12th Street and Hennepin station, which is also looped in to the Hub system with 

an elevated Transit way.  However, several city street routes remain unaccounted for.  To complete this 

part of the puzzle, Routes 10, 11 and 17, all providing North-South service to NorthEast Minneapolis, will 

all reach and be linked in to the Convention Hub.  Route 61, serving near NorthEast Minneapolis before 

heading to Saint Paul, will be linked in to the North Hub. 

An encircling system of dedicated, elevated Transit ways directly connects the three downtown Hubs 

(Lowry is a separate case) and the 12th and Hennepin link to both LRT lines and to South and West 

reverse commute busses.  The overall result is that all city street routes, all commuter routes, and all 

reverse commuter routes reaching downtown can be accessed at one or more of these Hubs.  Because 

shuttle bus service connecting the hubs is both direct and very frequent (2-3 minute service during rush 

hours, never less frequent than five minutes except owl hours), the result is quick and easy connections 

among all the city street, commuter, and reverse commuter routes.  People can also access this entire 

system using the giant park-and-ride ramps, gaining all the benefits of the entire Transit system without 

ever entering downtown in their cars.  And all the Hubs provide very high frequency (2-3 minutes during 

rush hours) small vehicle connections to the entire downtown area, typically with a walk of an eighth of 

a mile or less, never more than a quarter mile. 

Finally, let’s keep in mind that this perimeter of elevated Transit ways is the backbone of a system of 

“sky-bi” routes providing all-weather, year round bike access to and within downtown.  As an inner grid 

of “sky-bi” routes is built, and with Nice Ride bikes available everywhere in the system, all kinds of trips 

within and near downtown – anywhere from a few blocks to a couple of miles – can be completed by 

bike.  Of course this includes courier and food delivery services. 

The effect of bike commuting, and of bike use in general, on reducing congestion in Minneapolis is 

already significant – and will only grow in years to come.  The key to accelerating this growth is to 

establish an all season, all weather core of routes, and to tightly link bike use with Transit – we’re 

already doing both of these things. 

Let’s next briefly consider one of the greatest barriers to the ability of people, and households, to 

reduce or eliminate the need for owning and using cars: shopping.   
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Simply put, it is typically very inconvenient to shop using Transit.  However, the roll-on-roll-off design of 

LRT cars, and the large number of square feet available on each train, has the potential to radically 

change this.  The missing element is a system of shopping buses and routes.  These can be added, and 

scheduled intermittently – for example, several hours a day one or two days a week can be designated 

as “shopping bus times” for various specific routes that link with LRT.  During these times, connections 

to several major shopping venues can be provided, along with specially configured buses that provide 

the same roll-on-roll-off capability for full size shopping carts that LRT already provides.  These could be 

Metro Mobility buses designed with the ability to quickly switch out multiple interior configurations.  

The point is simply to allow people to roll their own full-size shopping cart to and from their home and a 

wide variety of shopping destinations.  The carts can be designed with larger tires, to accommodate 

winter.  They can be power-assisted – they can even allow people to stand on a platform at the “push” 

end and drive them. 

The Eden Prairie Center and surrounding shopping venues are currently accessible only by car – they’re 

simply too spread out.  However, the Alternative “3C” Alignment, supplemented by Shopping Bus 

service, can completely change this situation. 

Let’s start by assuming direct high 

frequency (five minutes or less) bus service 

from the Hopkins end of the LRT line to 

Prairie Central Station, using buses 

configured for roll-on-roll-off shopping 

carts. 

The map at the right shows Prairie Central 

Station, which supports two shopping 

routes, a third route for travelers who 

want to avoid renting a car, and a fourth 

route shuttling back and forth between 

Flying Cloud Airport (this can be expanded 

to an MSP shuttle loop).  The shopping 

routes are designed to make a range of 

general retail and home-oriented shopping 



bobagain Public Comment – SDEIS 7/21/15, p 22 of 27 

venues available to people who don’t or can’t drive.  As noted, if you don’t drive, this group of retailers 

tends to be too spread out to make bus shopping practical. We can and should do at least as much for 

people who shop using transit as we do for people who combine biking with transit.  This is yet another 

fundamental transit Equity issue.  A major increase in Transit ridership, using the proposed Alternative 

“3C” Alignment – for shopping – by people in all income groups, throughout the transit areas linked by 

LRT,  should be an expected result from implementing this plan. 

Notice how many of these venues (Home Depot, Costco, Menards come immediately to mind) typically 

are not conveniently accessible to people living in urban cores who don’t drive.  This plan ends that 

disparity – yet another powerful argument that the overall Equity provided is an impelling reason for 

Federal funding – with a modified formula if necessary – achieved by a lawsuit if necessary. 

We should note that there are also seven major lodging 

establishments in a concentrated area near Prairie Central 

Station.   Better shopping options will make longer stays 

for business employees and contractors more economical.  

Let’s figure out a way to pass the savings from not needing 

a car to the people who won’t need them.  That should be 

a fringe benefit for contractors and people on extended 

business trips.   

From Shady Oak Station to Eden Prairie Center – and 

Southwest Station. 

Let’s assume that the Alternative “3C” Alignment ends at 

Shady Oak Station rather than Hopkins Station.  

First, a high frequency (five minute or better) direct run 

should be provided from Shady Oak Station to Southwest 

Station.  This will accommodate many people, including 

some who car-share to Southwest Station, and U of M 

students and employees, with a link to the LRT line, and 

therefore to all the Transit options it provides.  Many 

people may want to take the Southwest Transit commuter 
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bus to downtown in the morning, but have all Transit options available to them before they return to 

their car at Southwest Station later in the day or evening.  These people can and should be accomodated 

– but without the enormous expense of running an LRT line through the Golden Triangle. 

For the map on the previous page, the currently proposed LRT Alignment (the one that runs through 

Kenilworth), with four stations, is shown with the thick white line.  Shady Oak Road is in red – the red 

West side of the loop at the bottom is Hwy 212.  It’s about three miles from Shady Oak Station to 

Golden Triangle Station, and about another mile and a half to my proposed new Prairie Central Station, 

in the middle of Eden Prairie Center.  When you consider these distances, here’s the reality that 

emerges:  the proposed Light Rail stations are not walking distance apart.  However, when you’re in a 

vehicle, a mile is nothing.  Therefore, we need to add some additional ingredients to the mix.  First, since 

we’re replacing the proposed Southwest Light Rail right of way with Shady Oak Road, we’ll add a Golden 

Triangle Loop – circled in light blue -- running South of the Shady Oak/212 intersection, with Five 

Minute Service frequency, and closer stops.  A spur runs to Prairie Central Station.  The Golden Triangle 

Loop brings about 20,000 jobs within real walking distance of a Transit stop.  The meandering Northern 

Shady Oak Loop is another yellow brick road --highlighted with a yellow line -- and also with Five Minute 

Service frequency -- connecting the Shady Oak/Hwy 212 stop on the South with Shady Oak Station on 

the North.  The longer path, with on-demand stops along the way, is necessary to reach all major 

buildings, including Super Value Headquarters and a new United Healthcare facility with 6,000 jobs, and 

to accommodate one way streets in Minnetonka.  There are three intermediate stops, including Hwy 62.   

Next, let’s consider the “last mile” challenge for Hopkins, Saint Louis Park, and the Golden Triangle – and 

a simple solution: subsidized Car2Go service for those areas.  Car2Go is already operating in Minneapolis 

and Saint Paul.  The cost is about $.50 a minute, typically with about a $1 per trip surcharge.  Users can 

reserve a Car2Go for half an hour (there will always be enough at LRT stops to make that part 

unnecessary), then drive to their destination, get out, and just leave the vehicle.  It can be put “on hold” 

at a charge – or people can simply take a chance – it might be there when they’re ready to go back, or it 

might not – if it isn’t, just look at the on-line map half an hour before the return trip, pick the nearest 

Car2Go, reserve it, and go back to the nearest LRT station – or somewhere else. 

Because Car2Go already has their infrastructure operating in the Twin Cities, they are a logical candidate 

for a contract providing for subsidized service for qualified Transit riders.  Admittedly, there is an Equity 

issue here – some Transit riders, due to bad driving records and/or other reasons, may not be accepted 

as Car2Go customers.  It seems clear that Car2Go must be given the option, using objective criteria, to 
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decline to accept some customers.  If this issue doesn’t emerge as a “show-stopper” obstacle, the next 

step is to work out a contract with Car2Go that will provide an effective “last mile” solution to people 

using LRT to travel (probably to a business or store) in Hopkins or Saint Louis Park – or to reach a site in 

the Golden Triangle.  Of course, Car2Go users can also end their trip anywhere in Minneapolis where 

Car2Go drop offs are allowed (only a few areas, such as parts of Uptown, are excluded as drop-off 

areas).  Assuming that this feature makes the overall “Transit deal” attractive for many people who 

otherwise wouldn’t use it, the subsidy is justified for that reason alone – over time, these people are 

likely to increase their Transit use.  Many people living in Southwest Minneapolis would probably find 

this an attractive option – even if one they use only occasionally.  They can complete a trip by driving 

directly to their house, and then just leaving the car outside. 

Our final element for consideration is adding two Hubs, linking the LRT line with Highway 169, and with 

Highway 7 and Highway 100.  The basic idea of the Greenway & I-35W Hub applies, buses go directly 

from the freeways to the hub, people get on and off, and a park-and-ride facility is provided.  Due to 

cost, this element of the plan may be delayed, but planning should ensure it can be added later in an 

optimal way.   

Two final and concluding points:  First, I suggested at the beginning that studying a transit “corridor”, 

rather than considering an entire Transit and transportation system, is almost a fatal flaw to this entire 

process.  Without going further, I simply want to reemphasize that throughout this presentation I have 

tried to emphasis the system elements. 

Second, at the beginning I suggested “no built” must also be considered as an option.   

For more elaboration on this point, below is the title and text of another of my op-ed articles, published 

by the Star Tribune 2/18/14: 

 TITLE: For Transit, smaller vehicles and lots more trips 

In recent weeks, transit has been a recurring topic on this page. An editorial documented a 

woeful future that threatens, due to worn out roads and bridges (‘State’s in a jam on 

transportation funds,” Jan. 11). A commentary article followed, from Republican legislators, 

indicting the economics of streetcars (“Why the Legislature should put brakes on streetcar 

dreams,” Jan. 18). Minneapolis officials responded with a challenge (“Streetcars, yes, and buses 
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and more,” Jan. 29), saying the lawmakers should offer up “… a BRT-only, no-rail transit system. 

Then we could have a real debate.” 

A “real debate” is welcome. But let’s expand our scope to a comprehensive vision of what we can 

truly do with transit. Let’s think and plan using our knowledge of current and emerging 

technology. Let’s plan on the scale — with the 100-year time frame and public-private 

coordination — that founded our Minneapolis park system. 

And let’s start with a Southwest light-rail alternative — shaped by three future-focused 

considerations: vehicle size, service frequency and automated driving. 

My proposed “Transit Revolution” approach uses Metro Mobility-size vehicles — 24 passengers 

and one lift. These cost about $70,000 new, compared with $3 million per light-rail car. I’ve run 

the numbers for a plan that would move the same number of people on the Southwest Corridor 

as light rail. 

The light-rail plan features about 200 weekday trips, with about 100 people on each train. The 

Transit Revolution alternative averages about 10 people a trip, with about 2,400 trips a day. 

Here’s your obvious thought: “Bob, you’re crazy! Economies of scale — it’s a slam dunk — light 

rail is the way to go!” 

Well, let me sit you down for a shocking fact: I ran the numbers for part-time drivers (we’ll need 

almost 700) at $17 per hour. Even with about 10 times as many discrete daily trips, the $35 

million annual operating cost is about the same as the Met Council’s $32.7 million light-rail 

operating cost estimate. 

Let’s now consider the advantages of having 10 times as many discrete trips. The service 

frequency could be much higher — every five minutes or better — even including variants and 

supplements built into the route. We could tailor express runs for speed, with specialty runs and 

door-to-door shuttles to bring people to a much finer grid of destinations. Over decades, we 

could tailor a small-vehicle system for both speed and access in ways that those behemoth light-

rail whales can’t possibly match. 

In the short term (decades), what I’m proposing is a giant jobs program — and today this is 

desperately needed. But automated driving is coming. When that happens — when drivers are 
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the equivalent of elevator operators — the cost per driver ($0) will become the same for a Metro 

Mobility-size bus and light rail. Which system do we want our children and grandchildren to have 

when the switch over begins? That’s the decision we’re making today. 

Next, let’s consider capital costs. 

Here’s the key formula: “existing” equals “zero capital cost.” 

Transit Revolution vehicles could use the existing Shady Oak Road to roll through the Golden 

Triangle to Eden Prairie Center. 

From Shady Oak Road to downtown our slogan is: “Grade it … Pave it … Use it.” We could use the 

existing right of way proposed for the Southwest line from Shady Oak Road to west of Lake 

Calhoun. But from there, let’s go down the existing Midtown Greenway — under three at-grade 

cross streets just east of Calhoun — with stops at the existing Uptown Station and Lyndale and 

Nicollet Avenues — all linked by elevator to existing north-south bus routes. 

Our Transit Revolution vehicles could go up a ramp at a new Greenway/Lake Street transit 

station on Interstate 35W, and roll to and from downtown using existing MnPass lanes that are 

guaranteed congestion-free. 

Let’s demand a Transit Revolution. Let’s build for future generations, instead of rebuilding the 

past. 

Let me suggest that a very significant amount of the overall benefit I’ve been presenting for the 

Alternative “3C” alignment can be achieved without LRT – simply by putting high-frequency small buses 

in the corridor – and please note – the plan already connects the Convention Hub, the North Hub and 

the Hennepin and 12th Station using elevated bus Transit ways.  As you can see, the nub of this approach 

was outlined in the February 2014 article above.  No further elaboration of the “no build” option will be 

provided in this public comment – beyond noting that a modified and entirely bus-based version of the 

proposed plan can be developed and studied as an additional reasonable alternative.  But I do want to 

emphasize one additional point made in the article: in the short run (decades) my entire approach is 

deliberately designed to be a giant jobs program.  A radical expansion of Transit service, using thousands 

of smaller, Metro Mobility size vehicles – and even integrating service with existing taxi fleets, can be 

and should be the WPA for our time.  Our society currently has a desperate need to produce more jobs 

for people.  The approach to Transit I am advocating for will do that directly, by providing thousands of 
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new jobs for drivers – with the explicit understanding that many if not all of these jobs will be less than 

full time, that new employees  will be coming in at a lower pay scale than the current union drivers, (an 

approach taken by many large unions with other employers), and with the further explicit understanding 

that when (not if, when) automated driving becomes a reality, these jobs will be phased out.     

To conclude and wrap up:  the current plan should be rejected.  Per the original Draft Environmental 

Impact Statement, co-location alone makes it an unacceptable alternative.  When you factor in the 

subsequent enormous cost increases, and now the slashed-back character of the current plan – which 

would require hundreds of millions of future dollars (with no Federal match) to get it into decent shape 

– the time is long since past to stop surpressing reasonable alternativfes, and to send this back to the 

drawing board, and to the scoping process. 


