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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.   

IŜǊŜΩǎ ǘƘŜ ƴǳō ƻŦ 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 

ƻŦ ǇŜƻǇƭŜ ǿƛƭƭ ǇǊŜŦŜǊ ǘƻ ǳǎŜ tǳōƭƛŎ ¢Ǌŀƴǎƛǘ ǊŀǘƘŜǊ ǘƘŀƴ ǇǊƛǾŀǘŜ ǾŜƘƛŎƭŜǎΦ  LŦ ǘƘƛǎ ŘƻŜǎƴΩǘ ƘŀǇǇŜƴΣ Transit 

Revolution is not working ς ƛǘΩǎ ǘƘŀǘ ǎƛƳǇƭŜΦ  Transit Revolution is founded on the idea that we can and 

must build such a system.   wŀǘƘŜǊ ǘƘŀƴ ǎŀȅƛƴƎ ŀƴȅǘƘƛƴƎ ƳƻǊŜ ƛƴ ǘƘƛǎ ƛƴǘǊƻŘǳŎǘƛƻƴ LΩƭƭ Ƨǳǎǘ ǎŀȅ ǘƘƛǎΥ 

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

(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 ς where I start to lay out the Minneapolis 

Ǉƭŀƴ ƛƴ ŘŜǘŀƛƭΦ  ¢ƘŀǘΩǎ ƻƴŜ ǿŀȅ ǘƻ ǳǎŜ ǘƘƛǎ ōƻƻƪ -- it might be the right thing for you to do (of course you 

ŘƻƴΩǘ ƴŜŜŘ Ƴy 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 ƛǎǎǳŜǎ ōŜƘƛƴŘ ǿƘŀǘ LΩƳ ŎƘŀƳǇƛƻƴƛƴƎ 

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

Three.  ̧ ƻǳΩƭƭ 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 ς 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.  IŜǊŜΩǎ Ƙƻǿ ƛǘ άǿƻǊƪǎέ -- ǘƘŜ /ƛǘȅ άŀƭƭƻǿǎέ ǇŜƻǇƭŜ ǘƻ Ǌŀƴƪ ǳǇ 

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

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

counted.  LŦ ȅƻǳǊ ǘƘƛǊŘ ŎƘƻƛŎŜ ƭƻǎŜǎΣ ȅƻǳǊ ōŀƭƭƻǘ ƛǎ άŜȄƘŀǳǎǘŜŘέ ς no further choices are counted. 

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

ǎǘŀǘŜ ƻƴ ǘƘŜ ōŀƭƭƻǘ ŜƛǘƘŜǊ ǘƘŜƛǊ ǇƻƭƛǘƛŎŀƭ ǇŀǊǘȅ ƻǊ ǘƘŜƛǊ άǇƻƭƛǘƛŎŀƭ ǇǊƛƴŎƛǇƭŜέ όǳǇ ǘƻ ǘƘǊŜŜ ǿƻǊds, but you 

caƴΩǘ ǳǎŜ ŀƴȅ ǇŀǊǘ ƻŦ ǘƘŜ ƴŀƳŜ ƻŦ ŀ ƳŀƧƻǊ ǇŀǊǘȅΦύ  aȅ ǇƻƭƛǘƛŎŀƭ ǇǊƛƴŎƛǇƭŜ ŦƻǊ ǘƘƛǎ ŜƭŜŎǘƛƻƴ ƛǎΥ ά5Ŝmand 

¢Ǌŀƴǎƛǘ wŜǾƻƭǳǘƛƻƴέ ς the title of this book.  This is an opportunity for candidates to tell voters (with very 

limited space ς άkind of an executive summary of a Tweetέύ what they intend to do if elected. 

This system is at least a start towards the ideal of eliminating the so-ŎŀƭƭŜŘ άǿŀǎǘŜŘ ǾƻǘŜέ ς which 

ŘƛǎŎƻǳǊŀƎŜǎ ǇŜƻǇƭŜ ŦǊƻƳ ǾƻǘƛƴƎ ŦƻǊ άƛŘŜŀ ŎŀƴŘƛŘŀǘŜǎέ ƻǊ ǘƘƛǊŘ ǇŀǊǘȅ ŎŀƴŘƛŘŀǘŜǎΦ  But of course, with 35 

ŎŀƴŘƛŘŀǘŜǎ ŀƴŘ ƻƴƭȅ ǘƘǊŜŜ ǊŀƴƪƛƴƎǎ άŀƭƭƻǿŜŘέ ς ǘƘŜǊŜ ƛǎ ǎǘƛƭƭ ŀ ōƛƎ άǊƛǎƪέ ǘƘŀǘ ƴƻ ƻƴŜ ȅƻǳ vote for will win 

ς unless you guess right about ǿƘƻ ǘƘŜ άǘƻǇ ŎƻƴǘŜƴŘŜǊǎέ ǿƛƭƭ ōŜ.  I think it is simply wrong to take a 

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

ŀōƻǳǘ ǿƘƻ ǘƘŜ άōƛƎ пέ ŎŀƴŘƛŘŀǘŜ ŀǊŜ.  If our goal is to eliminate άǿŀǎǘŜŘ ǾƻǘŜǎέ 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.   

IŜǊŜΩǎ ŀƴƻǘƘŜǊ ǿŀȅ ǘƻ ǘƘƛƴƪ ƻŦ ǘƘƛǎΥ 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, άwinner take allέ system is really a kind of censorship of our free speech.  The government 

is essentially saying thisΥ άǘŜƭƭ ǳǎ your first choice and then shut up pleaseΦέ   

¢ƘŀǘΩǎ ƴƻ ǿŀȅ ŦƻǊ ŀ ƎƻǾŜǊƴƳŜƴǘ ǘƻ ǘŀƭƪ ǘƻ We the People. 

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

ǎƻƳŜǘƘƛƴƎ ƭƛƪŜ ǘƘƛǎΥ άaȅ ŦƛǊǎǘ ŎƘƻƛŎŜ ŦƻǊ aŀȅƻǊ ϑƻǊ ǿƘŀǘŜǾŜǊ ƻŦŦƛŎŜϒΣ ƛǎ .ƻō ά!Ǝŀƛƴέ /ŀǊƴŜȅ WǊΦ όǘƘŀǘΩǎ ƳŜύ 

ς ƛŦ L ŎŀƴΩǘ ƘŀǾŜ .ƻō L ǿŀƴǘ /ŀǇǘŀƛƴ WŀŎƪ {ǇŀǊǊƻǿ -- and my next preferences are Jaymie Kelly, then Sue, 
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Ralph, Cindy, Ishmael, Abdulla, and ς if worse comes to worse ς Maime ς ōǳǘ ǘƘŀǘΩǎ ƛǘ -- I either 

ŀōǎƻƭǳǘŜƭȅ ŘƻƴΩǘ ǿŀƴǘ ǘƘŜ ǊŜǎǘ ƻŦ ǘhe bunchΣ ƻǊ LΩǾŜ ƴŜǾŜǊ ƘŜŀǊŘ ƻŦ ǘƘŜƳΦέ   

My own second choice for Mayor is linked to the Political Principle: ά/ƻǳƴǘ !ƭƭ wŀƴƪƛƴƎǎέ -- chosen by 

Captain Jack Sparrow ς and yes, that is Ƙƛǎ ƭŜƎŀƭ ƴŀƳŜΦ  IŜΩǎ ǎƻƳŜƻƴŜ L ǿƻǊƪŜŘ ǿƛǘƘ ŘǳǊƛƴƎ ǘƘŜ άƘŜȅŘŀȅέ 

ƻŦ ǘƘŜ hŎŎǳǇȅ ƳƻǾŜƳŜƴǘΦ  hǾŜǊ ǘƘŜ ƭŀǎǘ ȅŜŀǊ ŀƴŘ ŀ ƘŀƭŦ ǿŜΩǾŜ ōŜŎƻƳŜ ŦǊƛŜƴŘǎ ς ǿŜΩǾŜ ƘŀŘ ŀ ƴǳƳōŜǊ ƻŦ 

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 

ƻǾŜǊŀƭƭ ǎƛǘǳŀǘƛƻƴΣ {ǇŀǊǊƻǿ άŀƭƛƎƘǘŜŘέ ƻƴ ǘƘŜ ǇǊƛƴŎƛǇƭŜΥ ά/ƻǳƴǘ !ƭƭ wŀƴƪƛƴƎǎέ ς (one of several I suggested 

to him) based on his overarching view that political process is important.  We are working together ς LΩƳ 

Ƙƛǎ ǇǳōƭƛŎƛǎǘΣ ƘŜΩǎ ŀƴ ŀŘǾƛǎƻǊ ǘƻ Ƴȅ ŎŀƳǇŀƛƎƴΦ  

This picture of Captain Jack Sparrow was 

taken when he was attempting to present a 

petition to the President of US Bank ς 

headquartered in Minneapolis.  Sparrow 

was arrested, handcuffed, and the 

Minneapolis Police then used a technique 

ǘƘŜȅ Ŏŀƭƭ άǇŀƛƴ ŎƻƳǇƭƛŀƴŎŜέ ǘƻ ǊŜƳƻǾŜ ƘƛƳ 

from the building.  Sparrow calls this 

άǘƻǊǘǳǊŜέ ς ƘŜΩǎ ŘŜǎŎǊƛōŜŘ ǘƻ ƳŜ ǿƘŀǘ ǘƘŜȅ 

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 όƻǊ ƛŦΧ ƛǘ ƘŀǎƴΩǘ ƘŀǇǇŜƴed yet) he brings a lawsuit ŎƘŀƭƭŜƴƎƛƴƎ ǘƘŜ ǳǎŜ ƻŦ άǇŀƛƴ ŎƻƳǇƭƛŀƴŎŜΣέ 

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

ǘƘŜ ǳǎŜ ƻŦ άǇŀƛƴ ŎƻƳǇƭƛŀƴŎŜΦέ 

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 himΣ WŀȅƳƛŜ YŜƭƭȅ όtƻƭƛǘƛŎŀƭ tǊƛƴŎƛǇƭŜΥ ά{¢ht 

FORECLOS¦w9{ bh²έύ ŀƴŘ ƳŜ.  All three of us participated in a fifteen minute discussion.  Jaymie has 

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

ōǳǘ ǎƘŜΩǎ ōŀǘǘƭƛƴƎ ƳƛƎƘǘƛly to keep the house she has lived in for decades.  Kelly did an excellent job of 

presenting this issue to WCCO listeners.  LΩƳ 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 ς he 

ŜƴŎƻǳǊŀƎŜŘ ƘŜǊ ǘƻ ŦƛƭŜ ŦƻǊ aŀȅƻǊΣ ŀƭƻƴƎ ǿƛǘƘ WƻǎƘǳŀ wŜŀ όtƻƭƛǘƛŎŀƭ tǊƛƴŎƛǇƭŜΥ ά{ǘƻǇ IƻƳŜƭŜǎǎƴŜǎǎ bƻǿέΦύ  

²ŜΩƭƭ ōŜ ǿƻǊƪƛƴƎ ǿƛǘƘ WŀȅƳƛŜ ǘƻ ƘŜƭǇ ƘŜǊ ƪŜŜǇ ƘŜǊ ƘƻǳǎŜΣ ōƻǘƘ ŘǳǊƛƴƎ ǘƘŜ ŎŀƳǇŀƛƎƴ ŀƴŘ ōŜȅƻƴŘΦ  ²ŜΩƭƭ 

also be advancing plans to use the powers and resources of Minneapolis ς ƛƴŎƭǳŘƛƴƎ ǘƘŜ /ƛǘȅ !ǘǘƻǊƴŜȅΩǎ 

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 ς LΩǾŜ ōŜŜƴ ŦƻǊŜŎƭƻǎŜŘ ƻƴ ǘǿƛŎŜ ǎƛƴŎŜ нллфΦ  ²ƛǘƘ ǘƘŜ ƘŜƭǇ ƻŦ ǊŜƭŀǘƛǾŜǎΣ ŀƴŘ ŀ ǎǳōŘƛǾƛǎƛƻƴ ƻŦ Ƴȅ 

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

ŜŘǳŎŀǘƛƻƴ ƻƴ ǘƘƛǎ ƛǎǎǳŜ ŦǊƻƳ ǘƘŜ άǎŎƘƻƻƭ ƻŦ ƘŀǊŘ ƪƴƻŎƪǎΦέ  {ƻƳŜ ǇŜƻǇƭŜ ǎŀȅ ǘƘŀǘΩǎ ǘƘŜ ōŜǎǘ ǎŎƘƻƻƭ ƛƴ ǘƘŜ 

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

(including a U of M Carlson School MBA, top academic honors,) LΩƳ ōǊƛƴƎƛƴƎ ŀ ǳƴƛǉǳŜ ŜŘǳŎŀǘƛƻƴŀƭ 

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

entities ς incƭǳŘƛƴƎ ǘƘŜ /ƻǳǊǘǎΦ   LΩƳ ƴƻǘ ǊǳƭƛƴƎ ƻǳǘ ǘŀƪƛƴƎ ƭŜƎŀƭ ŀŎǘƛƻƴ ƻŦ Ƴȅ ƻǿƴΦ 

ComƛƴƎ ōŀŎƪ ǘƻ {ǇŀǊǊƻǿΩǎ ǇǊƛƴŎƛǇƭŜ -- άCount All Rankingsέ -- 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: ά¢ƘŜ ŜƴǳƳŜǊŀǘƛƻƴ ƛƴ ǘƘŜ /ƻƴǎǘƛǘǳǘƛƻƴΣ ƻŦ ŎŜǊǘŀƛƴ ǊƛƎƘǘǎΣ ǎƘŀƭƭ ƴƻǘ ōŜ 

construed to deny or disparaƎŜ ƻǘƘŜǊǎ ǊŜǘŀƛƴŜŘ ōȅ ǘƘŜ ǇŜƻǇƭŜΦέ 

άΧ ǘƘŜ ǇŜƻǇƭŜΦέ ¢ƘŀǘΩǎ ǳǎΗ 

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 ς to allow everyone to cast 

marathon, inexhaustible ballots for Mayor of Minneapolis.  L ǘƘƛƴƪ ƻǳǊ tŜƻǇƭŜΩǎ .ŀƭƭƻǘ Ŏŀƴ ŀƴŘ ǎƘƻǳƭŘ 

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 ς ǘƘŜȅ ǿŜǊŜ ǊŜŎŜƴǘƭȅ ŦƻǳƴŘ Ǝǳƛƭǘȅ ƻŦ ǾƛƻƭŀǘƛƴƎ bŜǿ WŜǊǎŜȅΩǎ /ƛǾƛƭ wL/h ς an anti-

racketeering law.   This is a current local issue.  IŜǊŜΩǎ ǘƘŜ ŎƭŀƛƳ ǘƻ ōŜ ǇǊŜǎŜƴǘŜŘ ǘo voters: Minneapolis 

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

! άtŜƻǇƭŜΩǎ .ŀƭƭƻǘέ may include other referendum questions ς such as one on foreclosures.   
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IŜǊŜΩǎ ǘƘŜ ŜǎǎŜƴŎŜ ƻŦ Ƴȅ ŀǘǘƛǘǳŘŜΥ  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 ς 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 ς that tells us something very important about our 

so-called άGovernmentέ:  It is defective, and needs to be fixed ς or replaced! 

IŜǊŜΩs 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 MayorΣ Ƴŀƴȅ ŎŀƴŘƛŘŀǘŜǎΣ όLΩƳ ŀƳƻƴƎ ǘƘŜƳύ ŀǊŜ presenting We the People of Minneapolis 

with two opportunities.  First, of course Minneapolis can elect one of us Mayor ς LΩƳ personally 

campaigning for First Choice votes, and asking Minneapolis to elect me, because I will ǳǎŜ ǘƘŜ aŀȅƻǊΩǎ 

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 ς  but making it unlikely that the champion of a particular 

issue will be elected.    

¢ƘŀǘΩǎ ǘƘŜ ǇƻƭƛǘƛŎŀƭ ŀǎǇŜŎǘ ǘƻ ǿƘŀǘ LΩƳ ŘƻƛƴƎΦ   

LŦ LΩƳ ƴƻǘ ŜƭŜŎǘŜŘ 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 ς 

organizing demand from We the PeopleΦ  ¢ƘŀǘΩǎ ǿƘŀǘ ǘƘƛǎ ǿƘƻƭŜ ŜŦŦƻǊǘ ƛǎ ŀƭƭ ŀōƻǳǘΦ   My goal is not to be 

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

Revolution. 

!ƴŘ ǘƘƛǎ ōǊƛƴƎǎ ǳǎ ǘƻ ǘƘŜ ǘƘƛǊŘ ŜƭŜƳŜƴǘ ƻŦ ǿƘŀǘ LΩƳ ŘƻƛƴƎΥ ǎǘŀǊǘƛƴƎ ŀ ōǳǎƛƴŜǎǎ ǘƻ ǇǊƻƳƻǘŜ ŀƴŘ ōǊƛƴƎ 

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 ƛǎ ƎƻƛƴƎ ǘƻ ƘŀǇǇŜƴΣ ƛǘ ǿƛƭƭ ōŜ άŘŜƭƛǾŜǊŜŘέ ǇǊƛƳŀǊƛƭȅ ōȅ ōǳǎƛƴŜǎǎŜǎ 

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

ά{ƻŎƛŀƭ 9ƴǘǊŜǇǊŜƴŜǳǊǎƘƛǇέ 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 ς viewing Transit Revolution in the 

broader context of !ƳŜǊƛŎŀΩǎ ŎǳǊǊŜƴǘ ŜŎƻƴƻƳƛŎ ŎƘŀƭƭŜƴƎŜǎΣ ŘŜǎƛƎƴ ŦŜŀǘǳǊŜǎ ƻŦ ƻǳǊ ǇƻƭƛǘƛŎŀƭ ŀƴŘ ŜŎƻƴƻƳƛŎ 

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 

ŀǘ ǘƘŜ ¦ƴƛǾŜǊǎƛǘȅ ƻŦ aƛƴƴŜǎƻǘŀΩǎ /ŀǊƭǎƻƴ {ŎƘƻƻƭ ƻŦ aŀƴŀƎŜƳŜƴǘ (where I received my MBA in 2011.)  My 

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

currently implemented.  Briefly ς 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 ς ǎƻƳŜǘƘƛƴƎ ǇŜƻǇƭŜ ŀǊŜƴΩǘ ŀŎŎǳǎǘƻƳŜŘ ǘƻ ǘƘŜǎŜ Řŀȅǎ -- that 

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

human perspective) human sacrifice.   

L Ŧǳƭƭȅ ǊŜŀƭƛȊŜ ǘƘŀǘ Ƴƻǎǘ ǇŜƻǇƭŜ ǿƻƴΩǘ agree with this view ς many ǇǊƻōŀōƭȅ ǿƻƴΩǘ ǳƴŘŜǊǎǘŀƴŘ ƛǘΦ  Lƴ 

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 ŎŜƴǎƻǊǎƘƛǇΣ ŀƴŘ LΩƳ ƻǇǇƻǎŜŘ ǘƻ ŎŜƴǎƻǊǎƘƛǇΦ   ²ƘŜƴ 

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 ǘƻ ǘƘƛǎ ōƻƻƪΣ LΩƳ ŀŦǊŀƛŘ ƛǘ Ƴŀȅ 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 sequenceΣ ŀƴŘ ŘƻŜǎƴΩǘ ƻƳƛǘ ŀƴȅǘƘƛƴƎ ȅƻǳ ƴŜŜŘ ōŜ ǘƻƭŘ.  ²ƘƛƭŜ LΩǾŜ ŎŜǊǘŀƛƴƭȅ ǘǊƛŜŘ ǘƻ Řƻ 

ǘƘŀǘΣ LΩƳ ǎǳǊŜ ǘƘŜ ǊŜǎǳƭǘ ŎƻǳƭŘ ōŜ ƎǊŜŀǘƭȅ ƛƳǇǊƻǾŜŘ ς and made faster and more convenient for you to 

read ς if I had much more time.  .ǳǘ L ŘƻƴΩǘΗ  {ƻΧ ƘŜǊŜΩǎ ŀ Ŧƛƴŀƭ Ǉƻƛƴǘ L ǿŀƴǘ ǘƻ ǇǊŜǎŜƴǘΥ  we are talking 

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

Transit RevolutionΣ ǘƘŜǊŜ Ƴǳǎǘ ōŜ ŀ ǎŜƴǎŜ ƻŦ ǳǊƎŜƴŎȅΣ ŀƴŘ ŀ ǊŜŀƭƛȊŀǘƛƻƴ ǘƘŀǘ ǘƘƛƴƎǎ ǿƻƴΩǘ ōŜ ŘƻƴŜ 

perfectly or optimally.  So in that contextΣ L ƘƻǇŜ ȅƻǳΩƭƭ ōŜ ŦƻǊƎƛǾƛng if (more likely when) you reach a 

Ǉƻƛƴǘ ǿƘŜǊŜ ȅƻǳ ǎŀȅ ǘƻ ȅƻǳǊǎŜƭŦ άL ǿƛǎƘ .ƻō ǿƻǳƭŘ ƘŀǾŜ ǘƻƭŘ ƳŜ ǘƘŀǘ ŦƛŦǘȅ ǇŀƎŜǎ ŜŀǊƭƛŜǊέ ƻǊ άǿƻǳƭŘƴΩǘ ƛǘ 

ōŜ ƳƻǊŜ ƭƻƎƛŎŀƭ ǘƻ ƻǊƎŀƴƛȊŜ ǘƘƛƴƎǎ ǘƘƛǎ ǿŀȅΧέ  Lƴ ƎŜƴŜǊŀƭΣ ƭŜǘ ƳŜ ǎƛƳǇƭȅ ǎŀȅΥ άǎorry about that,έ and 

άmaybe.έ 

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

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

²ƘƛƭŜ ǘƘŜȅ ŀǊŜ ƻŦǘŜƴ ǘƘƻǳƎƘǘ ƻŦ ŀǎ ǿǊƻƴƎŘƻŜǊǎΣ ƘŜǊŜΩǎ ŀƴ ƛƴǘŜǊŜǎǘƛƴƎ ŜȄŀƳǇƭŜ ƻŦ ŀƴ ŜŀǊƭȅ ǘƘƻǳƎƘǘ 

ŜȄǇŜǊƛƳŜƴǘ ŎƻƴǎƛŘŜǊƛƴƎ ǘƘŜ άǊƛƎƘǘ ǘƻ ǊǳƭŜέ ƻŦ ǇƛǊŀǘŜǎ ŀƴŘ ŜƳǇŜǊƻǊǎ -- from The City of God ς Book IV, by 

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

άпΦ Iƻǿ ƭƛƪŜ ƪƛƴƎŘƻƳǎ ǿƛǘƘƻǳǘ ƧǳǎǘƛŎŜ ŀǊŜ ǘƻ ǊƻōōŜǊƛŜǎΦέ 

άWǳǎǘƛŎŜ ōŜƛƴƎ ǘŀƪŜƴ ŀǿŀȅΣ ǘƘŜƴΣ ǿƘŀǘ ŀǊŜ ƪƛƴƎŘƻƳǎ ōut 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 hostilŜ ǇƻǎǎŜǎǎƛƻƴ ƻŦ ǘƘŜ ǎŜŀΣ ƘŜ ŀƴǎǿŜǊŜŘ ǿƛǘƘ ōƻƭŘ ǇǊƛŘŜΣ ά²Ƙŀǘ ǘƘƻǳ 

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

ǘƘƻǳ ǿƘƻ Řƻǎǘ ƛǘ ǿƛǘƘ ŀ ƎǊŜŀǘ ŦƭŜŜǘ ŀǊǘ ǎǘȅƭŜŘ ŜƳǇŜǊƻǊΦέ 

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.  
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Onward! 

Bob ά!Ǝŀƛƴέ Carney Jr. 

άŎŀƴŘƛŘŀǘŜ-ƧƻǳǊƴŀƭƛǎǘέΤ /ŀƴŘƛŘŀǘŜ ŦƻǊ aŀȅƻǊ ƻŦ aƛƴƴŜŀǇƻƭƛǎΤ ¢Ǌŀƴǎƛǘ wŜǾƻƭǳǘƛƻƴŀǊȅ; 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 ǇǊƻƳƻǘŜ ŀƴŘ ŀŘǾŀƴŎŜ ǘƘŜ ά{ƘŀǊƛƴƎ 9ŎƻƴƻƳȅΦέ 

¶ 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 ƭŜŀŘ ǘƻ ŦǳǊǘƘŜǊ tǳōƭƛŎκtǊƛǾŀǘŜ wŜǾƻƭǳǘƛƻƴǎΥ ŀ άIƻǳǎƛƴƎ wŜǾƻƭǳǘƛƻƴΣέ ŀ 

άCƛƴŀƴŎƛŀƭ {ȅǎǘŜƳ wŜǾƻƭǳǘƛƻƴΣέ ŀƴŘ ŀ άwƻōƻǘƛŎ wŜǾƻƭǳǘƛƻƴέ ŀǊŜ Ƨǳǎǘ ǘƘǊŜŜ ŜȄŀƳǇƭŜǎΦ 

¶ 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 ς This is the core idea -- ȅƻǳ ǿƻƴΩǘ ǿŀƛǘ 

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. 

{ƭŀǎƘ ǘƘŜ ά¢Ǌŀƴǎƛǘ ¢ƛƳŜ ¢ŀȄέ ς This follows directly from five minute service.  Current Public Transit 

ǳƴƴŜŎŜǎǎŀǊƛƭȅ ǿŀǎǘŜǎ ŀƴ ŜȄǘǊŀƻǊŘƛƴŀǊȅ ŀƳƻǳƴǘ ƻŦ ŀ ǇŜǊǎƻƴΩǎ ǘƛƳŜΦ  aǳŎƘ ƻŦ ǘƘƛǎ ƛǎ ǎƛƳǇƭȅ ǿŀƛǘƛƴƎ 

ǘƛƳŜΦ  ¢Ƙƛǎ ǊŜŀƭƭȅ ŀƳƻǳƴǘǎ ǘƻ ŀ άTransit Time Taxέ ς ŀ άǘŀȄέ ǘƘŀǘ ŜǾŜǊȅƻƴŜ Ǉŀȅǎ ǿƛǘƘ ǘƛƳŜΣ ǊŀǘƘŜǊ 

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 ς Transit Revolution driving jobs have good pay and hours ς in 

ǘƻŘŀȅΩǎ ŜŎƻƴƻƳȅ ς Ƨǳǎǘ ƴƻǘ ŀǎ ƎƻƻŘ ŀǎ ǘƘŜ ŎǳǊǊŜƴǘ ŎƻƳǇŜƴǎŀǘƛƻƴ ŦƻǊ ŘǊƛǾŜǊǎΦ  ¢ƘŜ Ǉƭŀƴ ƛǎ ǘƻ άƘƻƭŘ 

ƘŀǊƳƭŜǎǎέ ŎǳǊǊŜƴǘ aŜǘǊƻ ¢Ǌŀƴǎƛǘ ŘǊƛǾŜǊǎΣ ŀƴŘ ǘƻ ƘŀǾŜ ŀ ƭƻǿŜr scale for new, part time drivers on City 

Streets. 

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

last quarter mile from a Transit stop.  Fares will start at market price ς 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. 

άRoll-on, Roll-offέ service for everyone ς 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 ς or with -- including most of what you buy in stores.   Items like furniture 

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

Smaller, modular and custom vehicles on city street routes ς ²ŜΩƭƭ ǳǎŜ busses with seating for up to 24 

passengers and one wheelchair (and later, 15 passenger vans) ς 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 ς 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 ς This will be an element of the 

design of future vehicles and trailers ς 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 ς 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 ς transit riders 

ǿƻƴΩǘ ōŜ ǎǘƻǇǇŜŘ ōȅ ŀ ǊŜŘ ƭƛƎƘǘ ǳƴƭŜǎǎ ŀƴ ŜƳŜǊƎŜƴŎȅ vehicle or another transit vehicle is also 

approaching the intersection. 

No Schedules ς A GPS system will be used to track vehicles ς 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 ς 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 ς 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 ς 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 ς Sometimes routes intersect at different levels ς 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 όά/{!έύ Network ς The 

Transit Revolution will start in an area 

near a big city Central Business District -- 

typically of five square miles or more ς 

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 όάCSAέύ, 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 ς 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 CǊŜŜǿŀȅ {ŜǊǾƛŎŜ wƻǳǘŜǎ όάFSRǎέ,) and with five minute Neighborhood Service Routes 

όάNSRǎΣέ ŘƛǎŎǳǎǎŜŘ ōŜƭƻǿΣύ 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 

ς 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 όάNSRέύ 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 ς 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 

ǇƻǾŜǊǘȅ ƴŜƛƎƘōƻǊƘƻƻŘǎ ŎŀƴΩǘ ŀŦŦƻǊŘ ŀ ŎŀǊΣ ŦƛǾŜ ƳƛƴǳǘŜ ǎŜǊǾƛŎŜ ƛƴ 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 ς 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 ς 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 ς but (also of course) the 

Transit Revolution ǎŜǊǾƛŎŜ ǿƻƴΩǘ ōŜ ǇǊƻǾƛŘŜŘ ƛŦ ƛǘΩǎ ǾƻǘŜŘ Řƻǿƴ. 

Increased car sharing ς 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 ς 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  ς Today the total cost for 

private passenger vehicles is $2,746 for every man, woman and child ς 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 ς 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 ƭƻŎŀǘƛƻƴΦ  !ǎ ǿŜΩǾŜ ǎŜŜƴΣ ǘƘŜ ŦƛȄŜŘ Ŏƻǎǘ ƻŦ ¢Ǌŀƴǎƛǘ ǿƛƭƭ ōŜ ŘǊŀƳŀǘƛŎŀƭƭȅ ƭƻǿŜǊ ŦƻǊ ǇŜƻǇƭŜ ŀƴŘ 

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 

ƳŜǘǊƻǇƻƭƛǘŀƴ ŀǊŜŀΩǎ ŦǊŜŜǿŀȅ ōŜƭǘǿŀȅΣ ǿƛǘƘ ǎǘƻǇǎ ŀƭƻƴƎ ŜŀŎƘ ǊƻǳǘŜΣ ǎǇŀŎŜŘ ŀōƻǳǘ ŜǾŜǊȅ ƳƛƭŜΦ 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 ς you 

may wonder how people can transfer at a cloverleaf ς LΩƳ ǿƻǊƪƛƴƎ ƻƴ ŀ ǇŀǘŜƴǘ ŦƻǊ ǘƘŀǘΦ 

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

plan I have promoted since 2007, which I call the άǎƪȅ-ōƛΦέ  ¢ƘŜ ǎƪȅ-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 ς the focus is on automated driving ς an emerging technology with unknown forms and 

possibilities.  At this point, we only know Phase Five is out there ς ǿŜ ŘƻƴΩǘ ƪƴƻǿ ǿƘŀǘ ƛǘ ǿƛƭƭ ōŜΣ 

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 ς This is an obvious starting point.  According to the theory, the consequences 

of Global Warming are so severe that L ǘƘƛƴƪ ƛǘΩǎ ƛǊǊŜǎǇƻƴǎƛōƭŜ ǘƻ ƴƻǘ ŀŎǘ -- even if the probability of 

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

it logically follows that we must do whatever we can ς quickly! ς 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 ς if Global Warming 

is real, this approach ƛǎƴΩǘ good enough ς ƛǘΩǎ 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 ς  ²Ƙŀǘ ŀōƻǳǘ ǇŜƻǇƭŜ ǿƘƻ ŜƛǘƘŜǊ ŘƻƴΩǘ 

believe Global Warming is happening ς ƻǊ ǿƘƻ ǘƘƛƴƪ ƛǘΩǎ ǳƴŎŜǊǘŀƛƴ?  Some who acknowledge Global 

Warming may also believe it must be weighed against other priorities ς 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 ς 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 ŜŎƻƴƻƳƛŎ ōŜƴŜŦƛǘǎΣ ǘƘŜȅ ŀǊŜƴΩǘ ŀǎ ŎŜǊǘŀƛƴ ƻǊ Ŝŀǎȅ 

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

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

ƳǳŎƘ ƻŦ ǘƘŜ ƻǇǇƻǎƛǘƛƻƴ ǘƻ άǎǳōǎƛŘƛŜǎέ ŦƻǊ tublic Transit is based on the notion thŀǘ ƛǘΩǎ άƧǳǎǘ ŀƴƻǘƘŜǊ 

ƎƛǾŜŀǿŀȅ ǇǊƻƎǊŀƳ ŦƻǊ ǇƻƻǊ ǇŜƻǇƭŜΦέ  Public Transit benefits include reduced congestion and 

reduced need for new highway construction and maintenance ς ǘƘŜ ŎŀǎŜ ǘƘŀǘ άǎǳōǎƛŘƛŜǎέ ǊŜŘǳŎŜs 

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

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 ǇǳōƭƛǎƘŜŘ ōȅ IŀǊǾŀǊŘΣ ǘƛǘƭŜŘΥ ά²Ƙȅ Řƻ ǘƘŜ ǇƻƻǊ ƭƛǾŜ ƛƴ ŎƛǘƛŜǎΚ ¢ƘŜ ǊƻƭŜ ƻŦ ǇǳōƭƛŎ 

transportationέΥ ά¢ƘŜ ǳǊōŀƴƛȊŀǘƛƻƴ ƻŦ ǇƻǾŜǊǘȅ ŎƻƳŜǎ Ƴŀƛƴƭȅ ŦǊƻƳ ōŜǘǘŜǊ ŀŎŎŜǎǎ ǘƻ public 

transportation in central cities.έ  The Harvard study reports: 

άFigure 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.έ 

That study concludes:  

ά¢ƘŜ ŀōƛƭƛǘȅ ƻŦ ŘƛŦŦŜǊŜƴǘ ǘǊŀƴǎǇƻǊǘŀǘƛƻƴ ƳƻŘŜǎ ǘƻ ŜȄǇƭŀƛƴ ǘƘŜ ǳǊōŀƴ ŎƻƴŎŜƴǘǊŀǘƛƻƴ ƻŦ poverty 

ǿŀǎ ǎǳǊǇǊƛǎƛƴƎ ǘƻ ǳǎΦ .ǳǘ ǇŜǊƘŀǇǎ ƛǘ ǎƘƻǳƭŘƴΩǘ ƘŀǾŜ ōŜŜƴ ǎǳŎƘ ŀ ǎǳǊǇǊƛǎŜΦ !ŦǘŜǊ 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 ǎǘǊǳŎǘǳǊŜ ƻŦ ŎƛǘƛŜǎΦέ 

¢ƘŜ ǎƛƳǇƭŜ ǊŜŀƭƛǘȅ ƛǎ ǘƘƛǎΥ ǇƻƻǊ ǇŜƻǇƭŜ ƻŦǘŜƴ ŎŀƴΩǘ ŀŦŦƻǊŘ a car ς which yoǳ Ŏŀƴ ǘƘƛƴƪ ƻŦ ŀǎ ŀ άǎŜǇŀǊŀǘŜ 

ŀƴŘ ǳƴŜǉǳŀƭέ ǘǊŀƴǎƛǘ ǎȅǎǘŜƳ ŀǾŀƛƭŀōƭŜ ǘƻ ŀƭƳƻǎǘ ŜǾŜǊȅƻƴŜ 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 ŀǊŜŀΩǎ Ƨƻō ƳŀǊƪŜǘΦ  LŦ ŦŀǎǘΣ ŜŎƻƴƻƳƛŎŀƭ tublic 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 ς 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.  

/ǳǘǘƛƴƎ ǘƘŜ ά¢Ǌŀƴǎƛǘ ¢ƛƳŜ ¢ŀȄέ ς People who drive are of course also free to use the άǎŜǇŀǊŀǘŜ ŀƴŘ 

ǳƴŜǉǳŀƭέ tublic 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 

ǿƘŀǘ L Ŏŀƭƭ ǘƘŜ άTransit Time Taxέ ς ǘƘŜ ŀŘŘƛǘƛƻƴŀƭ ǘƛƳŜ ŜǾŜǊȅƻƴŜ Ƴǳǎǘ άǇŀȅέ όǘƛƳŜ Ґ ƳƻƴŜȅύ ǘƻ ǳǎŜ 

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 ς 

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

ǿƘŀǘ ǘƘƛǎ ƳŜŀƴǎΣ ƭŜǘΩǎ ŀƭǎƻ ƴƻǘŜ 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, 

ǘƘŀǘΩǎ ŀ Transit Time Tax difference of $9.29 per trip, or almost $20 per day, and close to $400 per 

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

ŀ ōǳǎȅ ŘŀȅΣ ǘƘŜ ǘƛƳŜ ǎŀǾŜŘ ƛǎ ƳƻǊŜ ƛƴ ǘƘŜ άǇǊƛŎŜƭŜǎǎέ ŎŀǘŜƎƻǊȅΦ   
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One major goal of the Transit Revolution is to drastically cut the Transit Time Tax ς for everyone.  

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

snowball effect ς 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 ς with zero danger to other drivers and pedestrians.  

Specialized and modular vehicles --  

City street transit vehicles ς 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 ς 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 ς 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 

ά¢Ǌŀƴǎƛǘ ¢Ǌŀƛƴǎέ ǘƻ ǇǊƻǾƛŘŜ ŀ ǿƛƴƴƛƴƎ 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 ς 

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

Neighborhood taxis ς bridging the last quarter mile ς 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 ς ǘƘŜ ǾŜƘƛŎƭŜΩǎ ǊŜŀǊ Ŏŀƴ ŀƭǎƻ ƭƻǿŜǊ ǘƻ ƎǊƻǳƴŘ ƭŜǾŜƭΣ 

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 ς but for part time (άshorter work weekέύ ƘƻǳǊǎΣ ŀƴŘ entry level wages ς For 

better or woǊǎŜΣ ǿŜ ŀǊŜ ƳƻǾƛƴƎ ǘƻ ǿƘŀǘ ŎƻǳƭŘ ōŜ ŎŀƭƭŜŘ ŜƛǘƘŜǊ ŀ άǎƘƻǊǘŜǊ ǿƻǊƪ ǿŜŜƪέ ŜŎƻƴƻƳȅΣ 

ƻǊ ŀ άǇŀǊǘ ǘƛƳŜέ ŜŎƻƴƻƳȅΦ  hƴŜ ōƛƎ ŘǊƛǾƛƴƎ ŦŀŎǘƻǊ ƛǎ άObamacareέ -- which allows employers of 

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

week.  aȅ ƻǿƴ ǇŜǊŎŜǇǘƛƻƴ ƛǎ ǘƘŀǘ hōŀƳŀŎŀǊŜ ƛǎ ŀǘ ƭŜŀǎǘ ŀǎ ƳǳŎƘ άǎƘƻǊǘŜǊ ǿƻǊƪ ǿŜŜƪέ ƭŜƎƛǎƭŀǘƛƻƴ 

as it is άhealth careέ 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 jobΦ  ²ŜΩƭƭ ŎƻƴǎƛŘŜǊ ǘƘƛǎ ƛǎǎǳŜ ƛƴ somewhat more detail later ς 

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) ς but ǿƛǘƘ ƻƴƭȅ ƭŜƎŀƭƭȅ ƳŀƴŘŀǘŜŘ ōŜƴŜŦƛǘǎΦ  Lƴ ǘƻŘŀȅΩǎ ŜŎƻƴƻƳȅ Ƴŀƴȅ 

ǇŜƻǇƭŜΣ ƛƴŎƭǳŘƛƴƎ ǎǘǳŘŜƴǘǎΣ ǘƘƛƴƪ ǘƘŀǘΩǎ ƎƻƻŘ ǇŀȅΦ  !ǎ ǘƘŜ Transit Revolution takes off in various 

cities, it may be possible to increase both pay and hours ς LΩƳ ƴƻǘ ƻǇǇƻǎŜŘ ǘƻ ǘƘŀǘ ƛƴ ǇǊƛƴŎƛǇƭŜΦ  
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But L ŘƻƴΩǘ ōŜƭƛŜǾŜ ƛǘ ƛǎ ǊŜŀƭƛǎǘƛŎ 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 ς 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. 

ǊƻǳǘŜΣ άbh¢ Lb {9w±L/9έ ς ŘƻŜǎƴΩǘ ŎƻǳƴǘΗύ   

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?!  

IŜǊŜΩǎ ƘƻǿΥ ǿŜ ŀŎƘƛŜǾŜ ǘƘŜ ǎŀǾƛƴƎǎ ƛƴ ŦƛǾŜ Ƴŀƛƴ ŎŀǘŜƎƻǊƛŜǎ.  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) ς the average cost for a Transit Revolution 24 passenger vehicle with one wheelchair bay 

is estimated at about $70,000.  But hŜǊŜΩǎ ŀ ǊŜŀƭ ƪƛŎƪŜǊ ŦƻǊ ŎǳǊǊŜƴǘ ōƛƎ Ŏƛǘȅ ōǳǎ ǎȅǎǘŜƳǎΥ ǘƘŜ 

average maintenance cost per bus is $53,034 per year.  IŜǊŜΩǎ ǘƘŜ ŎƻƴǘǊŀǎǘΥ ǘhe cab-and-chassis 

for the largest Transit Revolution vehicle will be a Ford F-450 ς 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 ς 

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 ς but what do we need administrators for?!  LǘΩǎ 

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 ς just routes, hours and frequency.  [ŜǘΩǎ ƪŜŜǇ ƛǘ ǊŜŀƭ ǎƛƳǇƭŜΥ  ǇǊƻǾƛŘŜ 

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

ΨŜƳ ƻǳǘΣ ŀƴŘ ǎŎƘŜŘǳƭŜ ǘƘŜ ƳŀƛƴǘŜƴŀƴŎŜΦ   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 ς ǿŜΩƭƭ Ƨǳǎǘ ōǳƛƭŘ ǎƻƳŜ ǎƘŜŘǎ ǘƻ ǎǘƻǊŜ 

ǘƘŜ ǾŜƘƛŎƭŜǎΣ ŀƴŘ ƭŜǘ ŘǊƛǾŜǊǎ ǘŀƪŜ ǘƘŜƳ ƘƻƳŜ ǿƘŜƴŜǾŜǊ ǘƘŜȅΩǊŜ ǎŎƘŜŘǳƭŜŘ ǘƻ ŘǊƛǾŜ ǘƘŜ ƴŜȄǘ 

morning.   

¢ƘŀǘΩǎ Ƙƻǿ we get from $128.55 to $47.05 per vehicle hour. 

.ȅ ǘƘŜ ǿŀȅΣ ƘŜǊŜΩǎ ŀƴƻǘƘŜǊ ǿŀȅ ƻŦ ƭƻƻƪƛƴƎ ŀǘ ǘƘƛǎΦ  ²ƘŜƴ ȅƻǳ ŀŘŘ ǘƘŜ ǇǳǊŎƘŀǎŜ ǇǊƛŎŜ ŀƴŘ ǘƘŜ 

ƳŀƛƴǘŜƴŀƴŎŜ ŎƻǎǘǎΣ ǘƘŜ ŀǾŜǊŀƎŜ ǇŜǊ ōƛƎ Ŏƛǘȅ ōǳǎ ƛǎ ŀƭƳƻǎǘ ϷтллΣлллΧ όϷнусΣрмн ǇǳǊŎƘŀǎŜ Ҍ 

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

amounts to ǘƘƛǎΥ ƭŜǘΩǎ ǘŀƪŜ ǘƘŀǘ ŜȄƻǊōƛǘŀƴǘ ϷтллΣллл ŦƻǊ ōǳȅƛƴƎ ŀƴŘ ƳŀƛƴǘŀƛƴƛƴƎ 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 ς another order of magnitude.) 

Paying for it: [ŜǘΩǎ ǘǊŜŀǘ ¢Ǌŀƴǎƛǘ ŀǎ ŀ ǳǘƛƭƛǘȅΗ ς 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 ς 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 boardς 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 ς 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 ς The single most crucial difference between the 

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

ς 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 ς 

that ridership is about triple the current Metro Transit ridership.  I ran the numbers ς 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 

ς 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 ς 

when economies of scale kick in. 
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Public and Private άRevolutionǎέ ς Since the Revolutionary War American has had many other 

άRevolutionsΦέ   ¢he industrial revolution, the sexual revolution and the computer revolution are 

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

the means of government.   

Chapter 8 of this book takes a more detailed (but ǎǘƛƭƭ ǾŜǊȅ ǎǳǇŜǊŦƛŎƛŀƭύ ƭƻƻƪ ŀǘ Ƙƻǿ άtǳōƭƛŎ 

wŜǾƻƭǳǘƛƻƴǎέ Ŏŀƴ ōŜ ŎŀǊǊƛŜŘ ƻǳǘ ƛƴ !ƳŜǊƛŎŀΦ   ±ŜǊȅ ōriefly: ƘŜǊŜΩǎ ǘƘŜ ƴǳō ƻŦ ǿƘŀǘ LΩƳ ƎŜǘǘƛƴƎ ŀǘΦ  

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

ǘƘŜ ŜŀǊƭȅ мфллΩǎ ǿe 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.) 

IŜǊŜΩǎ Ƴȅ ŎƻƴŎŜǊƴΦ  !ǎ ŀ ŎƻǳƴǘǊȅΣ ǿe 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 ǎƻŎƛŜǘȅΦ  ²ŜΩƭƭ ƭƻƻƪ ŀǘ ǘƘƛǎ ƛƴ 

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

a peaceful άtǳōƭƛŎ wŜǾƻƭǳǘƛƻƴέ ς 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 ς [ŜǘΩǎ ǎǘŀǊǘ ǿƛǘƘ ŀƴ ƻbvious issue ς are there dangers in 

combining business and political activity?  The answerΥ άȅŜǎ,έ clearly there are dangers.  The 

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

government.  !ŦǘŜǊ ŀƭƭΧ ōǊƛōŜǊȅ ƛǎ illegal.  

LǎƴΩǘ ƛǘΚ   

²ŜƭƭΧ ƭŜǘ ƳŜ ōƭǳƴǘΧ as I see it, toŘŀȅ ǘƘŜ ƎƻǾŜǊƴƳŜƴǘΣ ǘƘŜ άǇƻƭƛǘƛŎŀƭ Ŏƭŀǎǎέ ŀƴŘ ōǳǎƛƴŜǎǎ ŀƭƭ Ǉƭŀȅ 

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

Ǉŀȅƻƭŀ ƧƻōǎΦ  LƴŘŜǇŜƴŘŜƴǘ ǇƻƭƛǘƛŎŀƭ ƎǊƻǳǇǎ ŎŀƴΩǘ άŎƻƻǊŘƛƴŀǘŜέ ǿƛǘƘ ŎŀƳǇŀƛƎƴǎ ς ōǳǘ ǘƘŜȅ ŘƻƴΩǘ 

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.  

IŜǊŜΩǎ ŀ ǎǳƳƳŀǊȅ ƻŦ Ƴȅ ŎƻƴŎƭǳǎƛƻƴ ǊŜƎŀǊŘƛƴƎ ǘƘŜ ǊŜƭŀǘƛƻƴǎƘƛǇ ōŜǘǿŜŜƴ ǘƘŜ ǇǳōƭƛŎ ŀƴŘ ǇǊƛǾŀǘŜ 

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

ōǳƛƭŘƛƴƎ ŀ ōŜǘǘŜǊ ²ƛŘƎŜǘΦ  .ǳǘ ƛƴ ǘƻŘŀȅΩǎ ŎƻƳǇƭŜȄ Ǉƻǎǘ-industrial society, our challenge is really 

ǘƻ ƳŀƪŜ ōŜǘǘŜǊ ά²ƛŘƎŜǘ {ȅǎǘŜƳǎέ ς ŀƴŘ ǘƻ ŎƻƻǊŘƛƴŀǘŜ ƻǳǊ ǎƻŎƛŜǘȅΩǎ ǿƛŘƎŜǘ ǎȅǎǘŜƳǎ ƛƴ ǿŀȅǎ ǘƘŀǘ 

are both productive and equitable.   
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²ŜΩƭƭ ŎƻƳŜ ōŀŎƪ ǘƻ ǘƘƛǎ ƛƴ ǘƘŜ ƭŀǎǘ ŎƘŀǇǘŜǊΦ 

Transit Revolution ς the mass and political movement 

¶ ¢ƘŜ άŎƻƳƳƻƴ ƎƻƻŘΣέ ǘƘŜ άƎŜƴŜǊŀƭ ǿŜƭŦŀǊŜΣέ ŀƴŘ ǎǇŜŎƛŀƭ ƛƴǘŜǊŜǎǘǎ ς 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 ŀǊŜƴΩǘ met, the money ǿƻƴΩǘ flow.  But it goes beyond this ς 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 ς WŜ ŎŀƴΩǘ ŀŎƘƛŜǾŜ Transit 

Revolution via focus groups ς 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 

ς can evolve if you will ς 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 ς Transit Revolution needs elected officials who 

ǿƛƭƭ άŎƘŀƳǇƛƻƴέ ƛǘ ς push for it ς and make it happen.  The office of Mayor provides an 

ƛŘŜŀƭ άōǳƭƭȅ ǇǳƭǇƛǘέ ŦƻǊ ŘƻƛƴƎ ǘƘƛǎ ς ŜǎǇŜŎƛŀƭƭȅ ƛƴ ŀ Ŏƛǘȅ ƭƛƪŜ aƛƴƴŜŀǇƻƭƛǎ ǿƛǘƘ ŀ άǿŜŀƪ 
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aŀȅƻǊέ ǎȅǎǘŜƳ ς 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 ƛǎƴΩǘ 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 

άDemand Transit Revolutionέ 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 administrationΣ ŜǎǇŜŎƛŀƭƭȅ ǿƘŜƴ ŀƴ άŜǎǘŀōƭƛǎƘƳŜƴǘέ ƻŦŦŜǊǎ ƘŜƭǇΦ  

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 

ǿƘƻ ŎŀƳǇŀƛƎƴǎ ŀǎ ŀ άDemand Transit Revolutionέ ŎŀƴŘƛŘŀǘŜ ς and who receives a 

mandate from We the People to implement Transit Revolution ς 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 -- aƛƴƴŜŀǇƻƭƛǎ ŘƛŘ ŜƭŜŎǘ ŀƴ άƻǳǘǎƛŘŜǊέ ŀǎ aŀȅƻǊ ƛƴ мфсфΥ  tƻƭƛŎŜ 5ŜǘŜŎǘƛǾŜ ŀƴŘ 

Police Federation President Charles {ǘŜƴǾƛƎ ǿƻƴ ƻƴ ŀ άƭŀǿ ŀƴŘ ƻǊŘŜǊέ ǇƭŀǘŦƻǊƳΦ  {ǘŜƴǾƛƎ 

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

{ǘŜƴǾƛƎ ǿŀǎ ǎƘŀǊǇƭȅ ŀǘ ƻŘŘǎ ǿƛǘƘ ǘƘŜ /ƛǘȅΩǎ άƭƛōŜǊŀƭέ ŜǎǘŀōƭƛǎƘƳŜƴǘ throughout his 

tenureΣ LΩǾŜ ƴƻǘ ƘŜŀǊŘ ŀƴȅ ǎǳƎƎŜǎǘƛƻƴǎ that there were any problems with the day to day 

ŀŘƳƛƴƛǎǘǊŀǘƛƻƴ ŀƴŘ ƻǇŜǊŀǘƛƻƴ ƻŦ ǘƘŜ /ƛǘȅΩǎ ƎƻǾŜǊƴƳŜƴǘ ōŀŎƪ ǘƘŜƴΦ  ¢Ƙŀǘ ǎƛƳǇƭȅ 

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

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

tƻƭƛǘƛŎŀƭ ǊŜŀƭƛǘȅΥ ǘƘŜ ƴŜŜŘ ǘƻ άƘƻƭŘ ƘŀǊƳƭŜǎǎέ ǘƘŜ ŎǳǊǊŜƴǘ Metro Transit ς 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 isnΩǘ ŜƴƻǳƎƘΗ   

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

ƛƴǘŜǊŜǎǘ ƎǊƻǳǇ ǿƛǘƘ ǘƘŜ ŀōƛƭƛǘȅ ǘƻ ƻǊƎŀƴƛȊŜ άŎƻǳƴǘŜǊ-Ŏƭƻǳǘέ ǘƻ ǎǘƻǇ ƛǘΦ  The Metro Transit folks are 

number one on the list of organizations and people we need to keep content. 



Demand Transit Revolution! .ƻō ά!Ǝŀƛƴέ /ŀǊƴŜȅ WǊΦ  8/18/13 edition, page 29 of 148 

Metro Transit had a 2011 annual budget of $379 million, and employs Union drivers and 

maintenance staff at high levels of compensation.  About 31% ƻŦ ǘƘŜ ōǳŘƎŜǘ όǘƘŀǘΩǎ ŀōƻǳǘ Ϸммт 

million) comes from fare revenue ς ǘƘŜ ǊŜǎǘ ƛǎ ŀ άǎǳōǎƛŘȅέ ς 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:  LŦ ƛǘ ŎŀƴΩǘ ōŜ 

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

place ς 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 

ŜǾŜǊȅǘƘƛƴƎ ǘƘŜȅΩǾŜ Ǝƻǘ.  This is simply a fact on the ground.  If it can be shown that everyone in 

ǘƘŜ ŎǳǊǊŜƴǘ aŜǘǊƻ ¢Ǌŀƴǎƛǘ ǿƛƭƭ ōŜ άƘŜƭŘ ƘŀǊƳƭŜǎǎέ ς then Metro Transit might take a neutral 

position, and might even be cooperative. 

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

Minneapolis.  Phase Three of Transit Revolution ς 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 ς maybe all -- of the capacity of the current Metro Transit operation 

that will become redundant as demand in the Transit Revolution /ƻǊŜ {ŜǊǾƛŎŜ !ǊŜŀ όάCSAέύ 

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 ς The Structure 

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

ƎŜƴŜǊƛŎ άǿƻǊƭŘ ǾƛŜǿέ ς 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 ς and used it to 

distinguish between science ς where he thought paradigms were present ς ŀƴŘ ǘƘŜ άǎƻŎƛŀƭ 

ǎŎƛŜƴŎŜǎΣέ ǿƘƛŎƘ ƘŜ ǘƘƻǳƎƘǘ ǿŜǊŜ ŎƘŀǊŀŎǘŜǊƛȊŜŘ ōȅ ǘƘŜ absence of a single, unifying paradigm. 

L ǳǎŜ ǘƘŜ ǿƻǊŘ άǇŀǊŀŘƛƎƳέ ƛƴ ŀ ƭƻƻǎŜǊΣ ƳƻǊŜ ƎŜƴŜǊŀƭ ǎŜƴǎŜ ς to indicate a prevailing set of 

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

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

YǳƘƴΩǎ Ƴŀƛƴ ŎƻƴǘǊƛōǳǘƛƻƴ ǘƻ ǘƘŜ ƘƛǎǘƻǊȅ ƻŦ ǎŎƛŜƴŎŜ ǿŀǎ ǘƻ ŎƘŀƭƭŜƴƎŜ ǘƘŜ ƴƻǘƛƻƴ ǘƘŀǘ ǎŎƛŜƴŎŜ ǿŀǎ 

a steady, gradǳŀƭ ŀŎŎǳƳǳƭŀǘƛƻƴ ƻŦ ƪƴƻǿƭŜŘƎŜΦ   Lƴ YǳƘƴΩǎ ǾƛŜǿΣ ǘƘŜ ƘƛǎǘƻǊȅ ƻŦ ǎŎƛŜƴŎŜ ǿŀǎ Ƴƻǎǘƭȅ 

ŀ ƘƛǎǘƻǊȅ ƻŦ άƴƻǊƳŀƭ ǎŎƛŜƴŎŜΣέ ǿƘŜǊŜ ŀ ŘƻƳƛƴŀƴǘ ǇŀǊŀŘƛƎƳ ŜȄƛǎǘŜŘ ǘƘŀǘ ŀǊǘƛŎǳƭŀǘŜŘ ŀƴ 

ǳƴŘŜǊǎǘŀƴŘƛƴƎ ƻŦ άǿƘŀǘ ǊŜŀƭƛǘȅ ƛǎΣέ ŀƴŘ ƎǳƛŘŜŘ ŦǳǊǘƘŜǊ ǊŜǎŜŀǊŎƘ ŀƴŘ ŜȄǇŜǊƛƳŜƴǘǎΦ  .ǳǘ Yǳhn 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 άǇŀǊŀŘƛƎƳ shiftέ -- to a new 

dominant ǾƛŜǿ ƻŦ άǿƘŀǘ ǊŜŀƭƛǘȅ ƛǎΦέ The new paradigm became the guide for further research.  

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

tƘȅǎƛŎǎΣ ǿƘƛŎƘ ǿƻǊƪǎ ŦƛƴŜ ǿƘŜƴ ǊŜƭŀǘƛǾŜ ǎǇŜŜŘǎ ŀǊŜƴΩǘ ǘƻƻ ƘƛƎƘΦ 

L ǿŀƴǘ ǘƻ ƭŀǘŎƘ ƻƴ ǘƻ YǳƘƴΩǎ ƛŘŜŀ ƻŦ ǇŀǊŀŘƛƎƳ ǎƘƛŦǘǎ όŀƎŀƛƴΣ ǿƛǘƘƻǳǘ ǎubscribing 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 ŀŘŘ άTransit Revolution Paradigm Shiftέ ς 

elements after Current Paradigm elements: 

¶ Current Paradigm: Big city bus systems have a high άŎƻǎǘ ǇŜǊ ǾŜƘƛŎƭŜ ƘƻǳǊέ ς the U.S. 

average is about $130 per vehicle hour ς and this high cost per vehicle hour ŎŀƴΩǘ ōŜ 

changed much.  Transit Revolution Paradigm Shift ς 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 ς economic constraints make 

it difficult for big city bus service to be even as frequent as every ten minutes, especially 
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ƛƴ ŀǊŜŀǎ ǿƛǘƘ άƳƻŘŜǊŀǘŜ ŘŜƴǎƛǘȅΣέ such as Minneapolis (moderate being relative to New 

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

ǘƘŜ мфнлΩǎ ǘƘŀǘ ƻǳǊ ŎǳǊǊŜƴǘ ŘŜƴǎƛǘȅ Ŏŀƴ ǎǳǇǇƻǊǘ ŀ ¢Ǌŀƴǎƛǘ {ȅǎǘŜƳ ǿƛǘƘ ǎŜǊǾƛŎŜ ǎƻ 

frequent that schedules ŘƛŘƴΩǘ ŜȄƛǎǘ 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 ς 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 ς 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 ς 

ǘƘŀǘΩǎ ŀōƻǳǘ ϷмрκƘǊ ŀǎ ²-2 pay, the rest for mandatory benefits.  Hours are limited to 

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

ŎƻƳǇŜƴǎŀǘƛƻƴ ƛǎ ƎƻƻŘ Ǉŀȅ ƛƴ ǘƻŘŀȅΩǎ ŜŎƻƴƻƳȅΦ  Deal with it! 

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

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

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

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

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

Ƴŀƴȅ ƘƻǳǎŜƘƻƭŘǎΦ  ¢ƘŜǊŜ ǿƛƭƭ ǇǊƻōŀōƭȅ ŀƭǿŀȅǎ ōŜ άŎƻƳƳǳǘŜǊ ŜȄǘŜƴǎƛƻƴǎέ ƻŦ 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 ς 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 ς Dramatic improvements in the cost 

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

ǘƘŀǘ ƭƛƳƛǘ ǘƘŜ ŀŎŎŜǎǎ ƻŦ ǇƻƻǊ ǇŜƻǇƭŜ ǘƻ ŀƴ ǳǊōŀƴ ŀǊŜŀΩǎ Ƨƻō ƳŀǊƪŜǘ.  The next step is to 
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link low income housing requirements with the availability of Transit Revolution 

services ς this will end the default ghettoization of poverty.  

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

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 ς Transit Revolution service is a Utility.  It will be paid 

for primarily through Utility Billing in areas where the service is provided ς 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 ς Transit Revolution systems will account 

for a significant percentage ς 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 ς people without a 

ƳŀƧƻǊ άƛƴǾŜǎǘƳŜƴǘέ ƛƴ ŀ ŎǳǊǊŜƴǘ ǇŀǊŀŘƛƎƳΦ  CǊƻƳ ǘƘƛǎ ǘŜƴŘŜƴŎȅΣ ǘƘŜǊŜ Ŧƻƭƭƻǿǎ a tendency by 

άŜǎǘŀōƭƛǎƘŜŘέ ǎŎƛŜƴǘƛŦƛŎ ŎƻƳƳǳƴƛǘƛŜǎ ǘƻ ǊŜǎƛǎǘ ǎŎƛŜƴǘƛŦƛŎ ǊŜǾƻƭǳǘƛƻƴǎ ς when scientists become 

άƛƴǾŜǎǘŜŘέ ƛƴ ŀ ŘƻƳƛƴŀƴǘ ǇŀǊŀŘƛƎƳ ǘƘŜ ǾŀƭǳŜ ƻŦ ǘƘŜƛǊ άƛƴǾŜǎǘƳŜƴǘέ ŘǊƻǇǎ ŀǎ ǘƘŜ ŘƻƳƛƴŀƴŎŜ ƻŦ ŀ 

paradigm fades.  Simply put: iŦ ȅƻǳΩǊŜ ŀ ŦƛŦǘȅ ƻƭŘ ǎŎƛŜƴǘƛǎǘ -- a prominent member of an 

άŜǎǘŀōƭƛǎƘƳŜƴǘέ ς 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 

ǇŜƻǇƭŜ ǘƻ άǘƘƛƴƪ ƻǳǘǎƛŘŜ ǘƘŜ ōƻȄΦέ  !ǎ Transit Revolution ǘŀƪŜǎ ƻŦŦΣ ǇŜƻǇƭŜ ƛƴ ǘƘŜ ά¢Ǌŀƴǎƛǘ 

9ǎǘŀōƭƛǎƘƳŜƴǘέ ǿƛƭƭ ǇǊƻōŀōƭȅ ǘŜƴŘ ǘƻ ǎŜŜ ƛǘ ŀs a threat in the same sense that Kuhn saw 

established scientists threatened by scientific revolutions.  

CƻǊǘǳƴŀǘŜƭȅΣ ƛǘ ǿƛƭƭ ōŜ άǊŜƭŀǘƛǾŜƭȅέ Ŝŀǎȅ ǘƻ ŘŜǘŀƛƭ ŀƴŘ ŜȄǇƭŀƛƴ ǘƻ ǘƘŜ ά¢Ǌŀƴǎƛǘ 9ǎǘŀōƭƛǎƘƳŜƴǘέ ǘƘe 

elements that are causing Transit Revolution.  It caƴΩǘ ōŜ 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. 

¢ƘŜ ŜƳŜǊƎƛƴƎ ά{ƘŀǊƛƴƎ 9ŎƻƴƻƳȅέ and our national need to Redefine Households ς As a new 

paridigm for Transit Revolution ŜƳŜǊƎŜǎ ǿŜΩǊŜ ǎŜŜƛƴƎ Ƴŀƴȅ ƴŜǿ ƛŘŜŀǎ -- ōǳǘ {ǘŜǿŀǊŘǎƘƛǇ ƛǎƴΩǘ 

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.  TƘŜ ά{ƘŀǊƛƴƎ 9ŎƻƴƻƳȅέ 

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

ƻŦ ǘƘŜ ǇǊƛƴŎƛǇƭŜ ƻŦ ƎƻƻŘ {ǘŜǿŀǊŘǎƘƛǇΦ   .ǳǘ ŀǎ ǿŜΩƭƭ ǎŜŜ ƛƴ ǘƘŜ ƭŀǎǘ ŎƘŀǇǘŜǊΣ ǘƘŜǊŜ ŀre difficulties 

ǿƛǘƘ ƛǘΩǎ ǿƛŘŜǎǇǊŜŀŘ ŀǇǇƭƛŎŀǘƛƻƴΦ  

IŜǊŜΩǎ ǘƘŜ ǎǘŀǊǘ ƻŦ ǘƘŜ ²ƛƪƛǇŜŘƛŀ ŀǊǘƛŎƭŜ ƻƴ ǘƘƛǎΥ 

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!!! ς Presenting the Minneapolis Phase RIGHT NOW! Plan 

  

Population and demographics --  

o Where is density greatest and most contiguous? ς  

 

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 ς 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 ς south of downtown 

Minneapolis.  There is significant άǳǊōŀƴ ǎǇǊŀǿƭέ ς 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 ƻƴ ǘƘŜ 9ŀǎǘΣ ŀƴŘ ǘƘŜ ά/Ƙŀƛƴ ƻŦ [ŀƪŜǎέ 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 CƻǊŜ {ŜǊǾƛŎŜ !ǊŜŀ όάCSAέ; the North Lowry 

Crosstown is not shown.)  ²ŜΩƭƭ ƭƻƻƪ ŀǘ ǘƘƛǎ ƛƴ ƳƻǊŜ ŘŜǘŀƛƭ 

shortly; for now, ƭŜǘΩǎ Ƨǳǎǘ 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 ς and sometimes subsidized -- throughout the CSA. 
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o Transit Revolution Neighborhood Service Route όάbw{έύ system 

The first map at the right shows Neighborhood Service 

Route όάNSRέύ areas that will surround the Core Service 

Area όάCSAέ,) 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 ς ƛǘΩǎ ǇŀǊǘ ƻŦ ǘƘŜ CSA, but it also functions as a 

Neighborhood Service Route loop.  LǘΩǎ ƛƴŎƭǳŘŜŘ ƛƴ ǘƘŜ 

CSA ǇŀǊǘƭȅ ōŜŎŀǳǎŜ ƛǘΩǎ ƴŜŀǊ ǘƘŜ .ƭǳŜ [ƛƴŜ ς we can easily 

leverage use of the Blue Line to benefit the Longfellow 

neighborhood.)  CǊŜŜǿŀȅ {ŜǊǾƛŎŜ wƻǳǘŜǎ όάFSRέύ ŀǊŜ ŀƭǎƻ 

shown. 

Five Minute Service will be provided in the NSR areas, but with more limited hours ς 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 ς the whole system, including the CSA, FSRs 

and NSR areas ς 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 ς 

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 ¢Ǌŀƴǎƛǘ wŜǾƻƭǳǘƛƻƴ CǊŜŜǿŀȅ {ŜǊǾƛŎŜ wƻǳǘŜǎ όάC{wέύ 

 

This map shows the Freeway and Rail Transit 

Revolution routes, including the proposed 

Southwest line (yes ς wŜΩǾŜ ǘŀƪŜƴ ƻǾŜǊ ǘƘŜ 

bƻǊǘƘǎǘŀǊ ŀƴŘ ŀƭƭ ƭƛƎƘǘ Ǌŀƛƭ ƭƛƴŜǎΧ ǘƘŜȅΩǊŜ ƴƻǿ 

ŀƭƭ άƻŎŎǳǇƛŜŘέ ōȅ ǘƘŜ 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 ς 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 ς 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. 

CƛƴŀƭƭȅΣ ƭŜǘΩǎ ƪŜŜǇ ƛƴ ƳƛƴŘ ǘƘŀǘ 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 όάbSRsέ?) 

 

[ŜǘΩǎ start with some useful background ς ŀ ōƛƎ ǇƛŎǘǳǊŜ ǾƛŜǿ ƻŦ ǘƘŜ ¢ǿƛƴ /ƛǘƛŜǎΩ ǎŜǾŜƴ Ŏƻǳƴǘȅ 

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 ς stating that poor people tend to be geographically segregated in 

areas that have above average public transit service.  LǘΩǎ ƴƻǘ ǎǳǊǇǊƛǎƛƴƎ ǘƘŀǘ ǘƘŜ ŀǊŜŀǎ ŦǳǊǘƘŜǎǘ 

out almost all have populations with fŜǿŜǊ ǘƘŀƴ мл҈ ǇƻƻǊ ǇŜƻǇƭŜΦ  LǘΩǎ currently not practical ς 

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 ς 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 wƻǳǘŜ όάNSRέύ ŀǊŜŀǎ 

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 ς 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 ς or no car -- and to rely on the Transit 

Revolution service ς which again is being financed in large part through a utility model.  


