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American urban areas (including both inner cities and suburban
areas) are faced with serious transportation problems. During
weekday morning and evening rush hours, traffic is severely
congested, while air pollution, principally from this traffic,
threatens the health of many citizens. The increasing price of
petroleum has become a financial burden and any prolonged interuption
of fuel supplies could bring our urban areas to a halt.

Already, major suburban employers are reporting difficulties
in recruiting employees both because they are largely unserved
by transit and because of the high cost of automobile commuting.
Inner city employers are experiencing similar difficulties because
of automeobile commuting costs, congestion, and for another reason--
the crowded conditions on transit services.

It can be expected that if urban transportation is not improved,
large urban areas will decline as commercial and industrial centers,
while economic expansion is increasingly directed to small urban
and rural areas.

These circumstances underscore the necessity of improving
urban transportation in order to preserve our urban life style.
Commutation costs must at least be brought under control or even
reduced and traffic congestion must be alleviated. The fact that
both our expressways and surface streets are choked with traffic
in scme areas makes it unreasonable to suppose that roadway
improvements can result in any appreciable reduction of traffic
congestion. There is a strategy, however, by which commuting costs
can be reduced at the same time that traffic is relieved, and that
is to seek improvements in vehicle occupancy ratios. To take full

advantage of this strategy, and to most effectively improve urban



Jan 12 02 09:537p p.3
-2

transportation reguires better utilization of both public (roadways,
transit, and subsidies) and private resources.

It would seem that these transportation problems would generate
opportunities for the transit industry, with its ability to move
large numberg of people efficiently. However, it is a time of
crisis for transit as well. Operating costs continue to rise
faster than inflation and operating subsidies are proposed for
reduction in the immediate future. 1In fact, such upheaval has
been experienced in the past year that it may be surprising that
funding reductions have not yet taken place.‘

Nonetheless, the vitality of urban areas requires that
transportation be improved, and toward that end, transit has a
crucial role to play.

This presentation is concerned with improving urban mobility
today by better utilization of available resources. This is by
no means to suggest that significant capital intensive transit
improvements are not necessary. It is critical, however, that
sufficient attention be directed to short-term measures which can
quickly improve urban mobility.

The transit situation in Los Angeles County will be examined,
identifying issues which may be applicable to other urban areas.
Measures will be proposed by which transit's impact can be
intensified, while also contributing toward improved urban
transportation.

While Los Angeles is not generally conceived as a typical
urban area, the transit operational situation is very similar to

other large urban areas. With a population of 9,500,000 spread
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over approximately 1,750 square miles, it is the nation's second
most populous urban area and trails only New York in population
density. Its core density averages 15,000 to 20,000 per sguare
mile, with some areas exceeding 60,000, while its suburban densities
average nearly 5,000 (ranging from 35% to 240% above other large
urban areas). Its core, like those of other urban areas, contains

large concentrations of transit dependency and low income.

TRANSIT IN THE URBAN AREA

The operational situation of pubklic transit will be reviewed
in two important dimensions, service utilization and subsidy

distribution.

Service Utilizaticn

Transit serves all of urbanized Los Angeles County, with
widely varying patterns of use by the public.

Within the central area (from Santa Monica to Montebello and
from the Santa Monica Mountains to Inglewood and Compton) patronage
strains the available capacity of local transit services. For
example, during evening rush hours, about 40% of peak direction
buses achieve loads exceeding 70 passengers (seating capacity
varies from 41 to 51) and 53% exceed 60 passengers. Waiting
passengers are frequently passed by buses on which there is not
even standing room remaining. These overcrowded conditicns retard
growth, as potential patrons are discouraged, if not effectively
precluded from riding. Yet, even these crowded buses operate with
excess capacity for significant portions of their trips.

Among local transit services which operate into the central
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area, about 11% of peak direction buses achieve evening rush hour
peak loads above 70, and 22% above 60.

Local transit services which exclusively serve suburban areas
exhibit significant excess capacity, with only 2% of evening rush
hour trips achieving peak loads above 60 passengers. The median
peak load is below 25.

Peak only commuter express services, operated both by the
private and public sectors, carry near capacity seated loads. The
public sector serves the most lucrative market {(central business
district), but service cannot be increased due to the high subsidies
required.

And so, transit patronage is above or near capacity in two
markets (central area local services and commuter express), and
service cannot be increased due to limited subsidies, while in sub-

urban areas there 1is significant surplus capacity.

Subsidy Distribution

Just as patronage levels vary throughout the urban area, there
are also disparities in the distribution of subsidies.

Central area local service subsidies per boarding averaged
$0.22 in 1979, and were as low as $0.07%. Lines serving both
suburban and central areas had subsidies of about $0.75 per

boarding, 3.4 times that of the central lines.

*
Figures based upon a line-by-line analysis. It is suspected that

further disaggregation could yield some line segments with costs
fully recovered through the farebox.
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Transit lines exclusively serving suburban areas had subsidies
per boarding of $1.07 (nearly five times that of central lines),
with a high of $3.13, more than 44 times that of the best central
line.

Public peak only commuter express services exhibited per
boarding subsidies of $1.63, with a high of $3.89. These high
subsidies, averaging more than seven times that of the central
area, are in stark contrast to the fact that, according to a recent
study, express passengers have family incomes averaging three times
that of other transit passengers. Private commuter express services
are unsubsidized.

And so, transit subsidies are lowest in the central area,
where transit dependency is most pronounced and highest in suburban

areas and on public commuter express services.

Assegsment

It can be concluded from this analysis that transit serves
the urban area with varying degrees of effectiveness (see Chart
$#1}. Where demand is highest and growth potential exists,
insufficient resources are committed, resulting in a shortage
0of service. Where demand is low, and potential for growth is low,
there is a surplus of service. Subsidies also vary greatly,
generally being negatively proportional to both demand and low
income transit dependency. |

Two issues arise from this analysis. First, shall shortages
of service be permitted in some area while others are characterized
by surpvluses of service? It is the guestion of whether transit

should seek to move people or alternatively, to move empty seats.



S8p

Jan 12 02 09

(9z*0-L6°0) T9"

(ze"0-19"1)€6 "

(19°0-95°CJ TF "

(8L"0-82+FT)GS"

(obuwmyd) *®AV "PIM
Ie1Tod ApTsqns
Iag sbuiparog

‘UCTAD9IIP Meod UT UOTRIRZTITIN SDIAIDS -

*Ajuno) ssTsbuy sOT UT SOUTT 3TsueIl 2TITdnd JC 2G5 WOIJ PIATISP Saanbrtg -

00°0s

0 (68 €S-E0"TS)E9 TS

0 {ET°€3-T9°0%) L0 TS

T (€9 "Ts-6€£°08) TL"08

12 (62" T$~-L0°08)CZ"0%

(obuey) *°AvY
“pam. bulpawvog
Iag ApTsqnsg

SoTpIeang

6L6T

(8¢

(¥

¥2¢

3EQC

:peOT Mead

ipeOT Yead

sng/ 09 UBUL

1973 0N
SO0 LATDS
S8oIdXH AD3NUIOD

ueTpsN) ATup 3esd 931eATId

20TAI2g ssaxdxg

U T PaK) Iojnumic) ATUQO Ye2d OTLdad

2Q S9OTAIOS TROOT urRqINGNG

9DTAISS TeBDOT BaIY

SJI0N sSproTd
yead butusaxm

31T TeIjUaD O3 urdgiIngng
SO TATSS
%07 Teoo ¥2IY [eIjUs)
snd/ 0/, UeyL ~Iob=37y

8I0W speoTd
yesd butusam

UOT1IRZTI[I3 O0TIAIOS

:Ajuno) seTebuy sod

HIAL HIIAYHS A9 NOILILVZITIILN IDIAMIS ANV SIIATSINS

T# LEVHD



Jan 12 02 09:58p p.8

-7 -

It will be suggested that such an imbalance is both counterproductive
and unnecessary. Second, can exhorbitant subsidies be justified
while subsidies are low in areas with concentrated low income and
transit dependency? Again, it will be proposed that continuation
of this imbalance 1is neither necessary nor productive.

For transit to make a significant contribution to improved
urban transportation, both in inner cities and in the suburbs,

public funds and transit resources must be more effectively utilized,

'THE URBAN AREA TODAY

Before suggesting means to improve the impact of transit,
it is useful to examine why transit achieves such mixed results
in today's urban area.

This seemingly inconsistent performance can be traced to the
radical changes that urban areas have undergone during the last
35 years, in concert with the fact that transit services have
changed very little. Before the ascendancy of the automobile,
urban areas were far more compact, and intensive fixed-route
serﬁices were capable of capturing a great percentage of urban
trips.

Since World War II, however, urban areas have sprawled--
population densities have plummeted (see Chart #2) as have
employment densities.

Just from 1950 to 1970, the ten largest American urban areas
decreased in population density by an average of 30%, while

population outside the central cities rose by more than 55%. Even

urban arxeas with modest growth experienced extensive urban sprawl.

(As an example, Pittsburgh, which had a population increase of
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20%, a full 14 percentage points behind the natiohal rate, increased
its land area by 160%). Early 1980 census information suggests
that these trends accelerated during the last decade.

This larger, more sparsely populated urban area is more
difficult for transit to serve, and it is not even remotely
possible for transit to serve the percentage of trips which it
served before 1950. With its vast expanse, today's urban area
has transportation needs much different from those of the former
concentrated urban area which has since passed into history. Any
improvement in transit's impact will require a better matching

of services to the needs of today's urban area.

POLICY OBJECTIVES

For transit to better serve the urban area, attention must
be directed to the objective of improving urban transportation.
This will entail an examination of objectives which should be

discarded and of another which should be adopted.

Objectives Which Limit Mobility

One rationale for providing conventional transit services
throughout the urban area has been to return tax revenues to
subareas within the urban area. This geographical reﬁurn {or per
capita) objective has resulted in disproportionately high subsidies,
and poorly patronized services, especially in suburban areas.

Not only has this resulted in unproductive transit, but also
inefficient use of public funds. Demand goes unmet in high demand
areas; and consequently, pressure mounts f£or increased public

funding, while subsidies, which might otherwise be directed toward
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demand, provide service levels in low-demand areas far in excess
of those required by even the most optimistic.

To distribute public resources based upon a geographical
criteria is at odds with the efficient utilization of subsidies.

This can be illustrated by a somewhat extreme analogy: If a
geographical formula were applied to the distribution of federal
disaster relief, the effectiveness of the program would be diluted
if not nullified. Insufficient funding would be directed to areaé
experiencing disasters, while locales with the good fortune to
avoid disasters would have excess funding. This illustrates that,
to the extent that public funding is directed away from solving
problems, its utility is reduced.

Geographical distribution formulas threaten to fragment society
artificially, hindering meaningful efforts to solve the myriad
of problems which transcend political boundaries. They encourage
a myopia which renders society incapable or unwilling to recognize,
much less address common concerns. This weakening of community is
a weakening of the social contract itself.

When public funding is distributed on such inefficient criteria,
problems are at best only partially solved, while new beneficiaries,
who previously provided for their own needs, come to rely on public
assistance. So long as geographical distribution formulas divert
attention from solving problems, public policy must inevitably
achieve, at best, mixed results. In public service programs, funds
should be distributed in such a way that maximum utility is obtained.
In public transportation, this translates into solving transportation

problems regardless of their geographical incidence.
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A second, and more subtle objective underlying some transit
planning teday is that transit should be the catalyst for changing
urban land use patterns. As attractive as land use changes may
be, the appropriate decision forum is not the transit planning
department, and is rarely, if ever, the transit board room (though
transit should be a part of the process).

There are two good reasons why this objective must be discarded.
First of all, transit does not have a mandate to change urban areas,
and any such attempt without a mandate is inappropriate where political
processes depend upon the consent of the governed. Secondly, and
following from the first, transit does not have the financial
resources to change urban areas. Continued efforts, typified by
the provision of services inappropriate for low demand market
segments, threaten the dilution of transit effectiveness and
further separation from the constituency which finances transit.

To the extent that geographical distribution and urban
reconfiguration objectives interfere with solving the transportation
problems of today, they retard the ability of the urban area to
obtain improved mobility--mobility which is crucial to urban

vitality.

An Objective Which Promotes Mobility

Transit, therefore, must meet the transportation needs of
urban markets as they are today, by seecking the objective of
maximizing vehicle occupancy ratios. This would involve maximizing
the transit rides provided per each dollar of subsidy, while seeking
maximum utilization of supplemental resources which require little

or no subsidies.
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Not all transportation needs are best served by traditional
fixed route services, and alternative services should be promoted
where they better contribute more efficient resource utilization
and improved urban transportation. In short, all available resources

should be committed to the objective of improving urban mobility.

APPLICATIONS

Directing the resources of transit to improved transportation
requires matching services to the very differing needs of potential

markets.

High Demand Local Markets

In high demand markets, characterized by low per boarding
subsidies, modifications could result in growth potential and
better utilization of resources. Services should be increased
where demand is high (by means of shortlining, etec.) and reduced
where it is not. Such an effort, while not technically uncomplicated,
would yield increased passenger revenue from which increased service
levels and increased transit employment could be financed, while

increasing the passengers carried per subsidy dollar.

High Demand Express Markets

Suburban areas exhibit strong transit demand most notably
for express work trips to the central business districts. These
express services, however, are characterized by extremely high
subsidies, even with premium fares. Yet, the strong patronage

trends of such lines suggests significant growth potential--
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potential which remains untapped because of the high subsidy
reguirements.

There are means, however, to provide for growth in this market,
while improving the utility of public funds. This involves turning
thege services over to private operators. 1In Los Angeles County,
nearly half of the daily commuter express trips are provided by
the private sector. Fares are comparable to public transit fares,
and there are no subsidies, not even for vehicle procurement. Not
only could the private sector increase service by reinvesting
profits, but the subsidies could be redirected to increase
patronage in high demand areas and to increase transit employment.

A hypothetical example of such a service transfer is illustrated
in Chart #3. The better productivity of the local line would result
in a twelve fold increase in patronage, utilizing the same amount
of subsidy. Public transit revenues (fares plus subsidy) would
be increased by 60%, amounting to an annual increase of about
$360,000. From this process, many would benefit--new riders from
increased service, the private sector from the instant market made
available and the potential for additional profits from expanded
service, potential transit employees for whom new positions would
be created from the increased transit revenue and services, and
taxpayers, whose contributions would be more efficiently utilized.
In general, urban transportation would be improved without the
necesssity of additional public funding.

This seeming paradox, that public transit service can be
increased as a result of reducing or eliminating services which
regquire high subsidies, results from the fact that high demand

lines, to which released subsidies would be directed, Carry so

many more passengers per gsubsidy dollar and the fact that their
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operating ratios are relatively high.

Low Demand Areas

In extremely low demand areas, a variety of approaches are
available to meet transportation needs while improving subsidy
utility. Conventional transit itself can beccme more cost effective
by developing timed-transfer systems, which permit reduced service
frequencies while generally improving access toO trip generators.

Fixed or flexible route paratransit services, taxi-user
subsidies and coordinated dial-a-ride preograms may be more cost
effective than conventional transit in some areas. Substituting
less costly modes for transit services, again paradoxically, permits

overall increases in transit service and employment.

Low and Medium Density Employment Markets

Another market currently has little or no public transit
service, and no prospect of any: work trips to low and medium
density employment areas. Some of these areas, such as Route 128,
Northeastern New Jersey, the Santa Clara Valley, and the Los Angeles
Airport/El Segundc area have relatifely high employment densities,
but not high enough to support intensive transit. |

The objective of increasing vehicle occupancy ratios can be
addressed in this market by increasing carpocling and vanpooling.
Forward looking transit agencies, such as the Peninsula Transportation
District (Hampton-Newport News) and Houston Metro are promoting
this approach.

Transit can provide matching services and promote incentives
where conventional transit services cannot adequately serve the

need.
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Indeed, it is only carpeoling and vanpooling which can
effectively serve all urban markets. It can even supplement
transit where demand exceeds supply, in addition to its unigue
gualifications for serving low and medium density employment
markets. Because peak hour automobile occupancy ratios are so
low, even a modest increase in carpooling and vanpooling can
significantly reduce congestion and improve travel times.

The transit experience in low demand markets should suggest,
however, that ceonventional transit serﬁices achiéve, at.best, mixed
productivity. The automobile can be expected to continue its dominant
role, in such areas, and more cost effective approaches must be
adopted. In these markets, as in the rest of the urban area,
public expenditures should not exceed that which is necessary to

provide for the transportation needs.

CONCLUSION

For urban areas to retain their relative importance and to
facilitate the development which their future reguires, urban
transportation must be improved. More efficient traffic movement
and reduced commutation costs can be obtained by increasing vehicle
occupancy ratios. Yet the ability of the public sector to provide
this increase is very limited, and significant progress requires
a partnership between the pubklic and private sectors in which
public agencies not only provide transportation, but also
facilitate the efficient utilization of private transportation
resources,

Transit overcrowding can be relieved, returning growth potential

and maximizing patronage by increased utilization of demand as
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the criteria for service distribution, while low .demand and commuter
markets are served by approaches better matched to their needs

and potentials (see Chart #4). By maximizing public transit

patronage within resource constraints, while seeking private

sector, carpooling and vanpooling supplements, vehicle occupancy

rates can be increased, facilitating urban transportation improvements
of a magnitude which would be unachievable through conventional

means, short of public resource commitments many times those of

today.

aAnd so, the urban area of the 1980's is characterized by a
complex set of transportation needs which require a new dimension
of public policy and focused upon maximizing urban mobility within
the very real constraints upon public resources.

The future of transit will depend upon its effectiveness in
promoting improved urban transportation. The transit agency which
defines its product in terms of improved transportation and mobility,
while rejecting the narrow definition limited to conventional transit
services will well serve its patrons and its constituency.
Paradoxically, it will also provide more conventional transit
service than it would have otherwise. Conversely, the future of
the urban area depends in large measure on the performance of
transit.

In today's dynamic and rapidly changing urban society,
organizations unwilling or incapable of adjusting to new conditions
will degenerate and perhaps even disappear. The choice is clear:
given a finite level of public resources, shall transit serve the

needs of today and promote vitality or shall it ceontinue to have
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its efforts diluted by the provision of services irrelevent to
current demand? The future of our urban areas, inner cities and

suburbs alike, may well depend upon that choice.



