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It seems that transportation planners everywhere are looking
for ways of reducing vehicle miles of travel (VMT) by auto-
mobile, even as citizens seem determined to drive more. The
trend may be especially evident here in California where
everyone seems to believe that use of cars is excessive, hav-
ing conspired to foul the air, congest the highways, provoke
traffic accidents, and erode the quality of people’s lives. In
response, a lot of creative remedies have been invented—
schemes to entice travelers into carpools and public transit
and schemes to induce them to stay home.

AccEgss has been reporting on several of these, includ-
ing the economists’ pet formula for reducing VMT by pricing
travel at closer to its true cost. Congestion pricing and park-
ing pricing have been gaining considerable attention of late.
So have proposals for raising gas taxes to levels that
Europeans find tolerable. So have proposals for telecommut-
ing. So have proposals for inter- and intra-metropolitan rail
lines.

In this issue of Acckss, Peter Hall and Adib Kanafani
debate the merits of installing a contemporary high-speed rail-
road between Los Angeles and San Francisco. The basic tech-
nology is 180 years old and most Americans have long since
abandoned passenger trains for cars and planes.
Nevertheless, many now see the new high-speed TGV from
France and Shinkansen from Japan as the very models of
modernity and as potential means for lowering VMT. Indeed,
Governor Wilson has decreed that such a line will be con-
structed. Hall and his students have conducted detailed stud-
ies into the feasibility of a TGV link between L.A. and the Bay
Area, and their conclusions lead them to optimistic projections
of its success. Independently, Kanafani and his students have
been conducting parallel studies focusing on the competition
between airlines and rail lines along that route. They suspect
that rails will fail.

Martin Wachs has been chairing a Transportation
Research Board committee that is assessing congestion pric-
ing as a medium for lowering VMT, and those deliberations
seem to have turned him into a skeptic. Here he shares his
private doubts with the rest of us, concluding that such alarge
policy shift is politically implausible.

At the same time, ever the optimist, Donald Shoup here
extends his scheme for pricing-out employer-paid parking, an
idea he discussed in ACCESS a year ago. That plan has now
been written into California law and was recently adopted by
President Clinton. Now he’s suggesting that municipal gov-
ernments reduce off-street parking requirements for new
developments and that they control parking demand by charg-
ing market prices for curb space. He calls on neighborhoods
to go into the parking business—to organize themselves as
parking districts, rent their curb lanes to outsiders, and then
capture the revenues exclusively for neighborhood improve-
ments. A rather ingenious marketing idea that some entre-
preneurial cities just might adopt.

In an effort to lower VMT by making public transit more
attractive to motorists, Anastasia Loukaitou-Sideris has been
examining the routes that buses follow through our cities.
She finds the social and physical environments along transit
corridors to be conspicuously unfriendly to potential riders—
that they’re typically ugly, crime ridden, and barren of the civic
life that once marked these streets. She concludes that the
decline in transit riding is unlikely to reverse unless these
abandoned corridors can again become the cities’ life-sup-
porting arteries and thus attractive to pedestrians. She urges
transit agencies to become active, once again, not only as tran-
sit operators but also as community developers.

And then, Charles Lave, our in-house oracle, draws on
some hard data to explode the soft myth that Californians have
an inordinate love affair with automobiles. No doubt to every-
one’s surprise, he finds that the oft-told tales of Californians’
addiction to cars is but fabricated fantasy. It turns out that we
here own fewer cars, drive less, use transit more, and in other
ways are more “environmentally correct” than the rest of
Americans.

So, if VMT in California is lower than the U.S. average,
why is everyone making such a fuss about reducing it?

M.M.Webber
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[ime Again ][or Rail?

BY PETER HALL

This is the age o][tile train: certain/y in Japan and in Europe;
proba[a/y, soon, on the Hast Coast. The urgent question is
whether Ca/f][omia will catch the train, whether indeed it
should catch the train, and 1'][50 how

Modern Zzigk-speea’ train travel involves trains that
achieve sustained lziglz speea’—a minimum o][ 125 mplz,
a maximum in revenue service so ][ar o][ 187 mp]q—between
cities that are typica//y between 100 and 500 miles apart.
It all Zyegan exact/y thirty years ago, when the Japanese
openea’ their Tokaido Shinkansen between To/eyo and
Osaka. It took near/y another two decades be][ore France
][o//oweal suit with its TGV (Train a Grande Vitesse) over

the 270 miles between Paris and Lyon in 1081. But since
then, lziglz-speea’ trains have pro/i:y[erateal. >

Peter Hall, ][ormer/y professor o][ city and regv'ona/ p/anning at the University n/[ Ca/r'][ornia at Ber/ee/ey,

is professor of p/anning at the Bartlett School ofArc}zitecture, Bui/ding, Environmental Design and P/anning,

University Co//ege London, London WCI1H 00QB.
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The French TGV.

In 1990-91 the French opened a second
line, the Atlantique between Paris and
the Atlantic coast, running at 187 mph
in regular service. In 1993 a third, the
north line between Paris and the
Channel coast opened; it will link to the
Channel Tunnel when the latter opens
this summer.

Germany has its Inter-City
Express linking Hamburg and Munich
at speeds up to 155 mph; Sweden its
X-2000 tilt train; Britain, Spain, and Italy
also have high-speed trains; and
Europe firmly plans a network which in
twenty years will link all the continent’s
major cities.

Meanwhile, back home in the
United States, there isn’t one single
mile of true high-speed rail. The near-
est is the East Coast Metroliner, which
is now slower than two decades ago but
is about to receive a major upgrade.
Texas plans a TGV system linking
Dallas-Fort Worth, Houston, and San
Antonio, but major funding problems
have surfaced since Morrison-
Knudsen pulled out of the consortium.
There is no firm proposal for California,
even though prospects here are better
than almost anywhere else. But now,
Governor Pete Wilson has appointed a
high-speed rail commission, which

began work at the end of last year to

produce a blueprint for a system.

So it was fortuitous that a group of
us at the Berkeley campus had just con-
ducted an independent assessment of
prospects, coming out of a two-year
study. First, we made a systematic tech-
nical and commercial evaluation of the
main Japanese and European con-
tenders: the Shinkansen, the TGV, the
German Inter-City Express, the Italian
and Swedish versions of tilt trains, and
the British InterCity services, together
with German and Japanese versions of
magnetic levitation (maglev) technolo-
gy. All the regular steel-wheel systems
are in regular revenue service, for peri-
ods ranging from one to thirty years;
the two maglev systems are still in the
test-track stage.

Our firm conclusion from this first
phase of the study was that if California
needsto take a decision now, traditional
steel-wheel technology is preferable to
maglev, for two main reasons: it is
proven in revenue service, extending to
millions of miles in the Japanese and
French systems, and it can run on exist-
ing rails into downtown stations, with-
out expensive new land acquisition and
construction. Further, it can fan out to
serve a variety of destinations on exist-
ing rails, running at lower speeds, as do
both the French and German high-




speed trains. Thus, the entire system can

be built up incrementally, assuring good
value for money. The French, for instance,
are extending their original South East
line from Lyon down the Rhone valley
and plan to get it all the way to Marseille
by the end of the decade. California could
and should use the same approach.
We've specified next-generation,
state-of-the-art TGV-type technology, run-
ning between the state’s cities at up to 220
mph on new, dedicated tracks used exclu-
sively for high-speed passenger service. If
that sounds fanciful, the latest French
trains are already capable of nearly 200
mph. That does not mean a preemptive
decision in favor of French technology: we

suggest that there should be an open com-
petition, asin Texas. The Japanese and the
Germans are both developing second- or
third-generation high-speed systems,
which should be able to challenge the
French on speed and performance.
Working on that basis, we've sur-
veyed the most promising route options
for a California high-speed train system,
which we call CalSpeed. It is clear what
such a system must do. First and fore-
most, it must link the two biggest markets
in the state, Greater Los Angeles with
more than 14 million people and the San
Francisco Bay Area with more than 6 mil-
lion. As one of the busiest air traffic
corridors in the world, this is one of the

<

The proposed CalSpeed mainline.

best prospects for high-speed train travel
in the United States, and probably in the
world. It is not as good as the Japanese
Tokaido corridor—nothing is—but it is
better than some successful European
high-speed corridors such as Paris-Lyon-
Marseille. But its commercial success, in
competition with the airlines, will critical-
ly depend on how fast it can cover the
intervening 400 miles.

Because of the need for top speed,
the mainline would be a 100 percent new
system following the most direct route up
the Central Valley, but we also suggest an
option: by a diversion of only an extra few
minutes, the line could serve the fast-
expanding Lancaster-Palmdale area >




and Bakersfield. This would allow it to avoid the very costly Grapevine crossing of the
Tehachapi mountains. North of Fresno, the mainline would throw off a spur
to serve the northern central valley communities of Modesto, Stockton, and Sacramento.
The mainline itself would enter the Bay Area from the south, so as to serve San Jose and
Silicon Valley. At San Jose it would split, one arm going up the peninsula on the existing
CalTrain tracks to San Francisco, the other arm using upgraded Amtrak right-of-way up
the East Bay to Oakland and on to Sacramento, to form a northern loop.

With such a configuration, our simulations show that trains could make the nonstop
run from Los Angeles to San Francisco or Sacramento in less than 3 hours—even though
they would be slowed by the need to keep to 100 mph speeds, for environmental reasons,
within the urban areas. With Southern California feeders to San Bernardino and Los
Angeles International Airport (LAX), and an extension to Orange County and San Diego,
the system would serve all the major urban areas of California, effectively accounting for
more than 80 percent of the state’s 30 million people. And, within these areas, it would
penetrate close to where people actually live and work—thus giving it a big advantage
over air travel.

So we think that such a system has great potential. Some critics doubt this: they
argue that California’s metropolitan areas are too extensive, too sprawling, to provide an
effective basis for high-speed ground transportation. On the contrary: we think that such
large, multicentered agglomerations are almost ideal high-speed territory. Within them,
trains could run skip-stop, some running nonstop at maximum speed downtown-to-down-
town, others serving intermediate suburban and edge-of-town locations. In the Bay Area,
for instance, some trains would run nonstop from downtown San Francisco to Los
Angeles; others would make intermediate stops at San Francisco International Airport
(SFO), Palo Alto, and San Jose. At these places they would connect with existing and
planned urban rail transit systems, to give a seamless web of mass transit which would
resemble the best European systems.

Again, some experts think that California’s topography is too harsh for effective rail
operation. But Italy and Switzerland both operate effective rail service; Italy and France
together plan to pierce the Alps for high-speed service between Paris and Turin. The
French TGV is quite capable of running on gradients of 3.5 percent, and it’s safe at that
speed. With such a profile the Californian system could actually be built without the need
for many long or costly tunnels, at a cost of around $11 billion.

" But we do not want to act as PR agents for high-speed rail. On the contrary. In our
second year of work, we have been conducting a hard-nosed, even skep-

*}» tical look at the market prospects. Because funds were limited, we

were not able to undertake the elaborate market surveys that ide-
ally would have been conducted. But passenger surveys in Bay
Area and Southern California airports lead us to conclude that
the trains could win perhaps a slightly larger share of California’s
intercity traffic than would air. The projected shares of current
air traffic from the Bay Area to L.A. in 2010 are: auto, 69 per-
cent; high-speed train, 17 percent; air, 14 percent. The



baseline forecast for the San Francisco-L.A. sector is nearly 7.0 million passengers by
2010. A less frequent service would have only a marginal effect on this projection; a high-
er fare could cut ridership by as much as 20 percent.

In arriving at this figure, because of the long and sorry history of over-enthusiastic
forecasts, we have taken great care to underestimate the potential traffic. For instance,
the projection deliberately ignores the rail potential for shorter journeys, like San Jose
to San Francisco, which would mainly be won from automobile commuters. High-speed
rail commuting, within the 50- to 100-mile range, is one of the most promising market
prospects for rail in California, but it’s one that has so far gone unestimated. When the
California economy recovers from the current recession, rail could serve new Central
Valley communities between Sacramento and Stockton, or in the Palmdale area, offering
their residents the prospect of fast, comfortable rides to downtown offices.

Again, the projection completely ignores newly induced traffic, which other studies
suggest could represent anything between 5 percent and 30 percent on top. And it delib-
erately takes no account of the potential of the shorter-distance feeders in our proposed
network, such as the Capitol Corridor between Sacramento, West Oakland, and San Jose.
If the present line were upgraded and electrified, high-speed trains could run on it, pro-
viding direct service from the East Bay to Southern California. This might give a big
increase in service level to some communities, such as the North Bay, which at present
suffer from poor accessibility to Bay Area airports.

The critics doubtless will argue that, even so, our projections are optimistic because
they do not account for the likely price war that would follow the opening of any high-
speed rail system in California. California now enjoys one of the world’s most complete-
ly deregulated and fiercely competitive air markets, with a particularly gungho player in
the form of Southwest Airlines. This is true, but all the evidence suggests that as a result
airlines’ profit margins are cut to the bone. They simply do not have the capacity for a
sustained price war. So, if the projection looks good on the basis of the present price
structure, it should be pretty robust for the future. The only factor that might alter that
is higher airline efficiency arising from a shift to wide-bodied jets on the California shut-
tle services; but on present loadings, it would be impossible to do that and still offer the
current frequency. And, if rail takes a substantial traffic share, that would further delay
the incentive to introduce 767s, or their successors, on the SFO-LAX service.

The final stage of our work for the commission involved looking at alternative visions
of high-speed rail service for California. In particular, we studied a series of rail corridors
between major cities, to see how they could be upgraded for high-speed services and
what the costs might be. The upgrade would take these lines up to a best-case perfor-
mance level of 125 mph diesel-hauled trains, equivalent to those now running on the
British InterCity services. It could prove an effective answer for some of the less heavi-
ly trafficked routes, although it is doubtful whether it could ever provide a cost-effective
answer for the San Francisco-L.A. core route.

For the future, California will need much more detailed, rigorous, and therefore cost-
ly studies—above all, of the market potential for the network. High-speed rail should be
able to provide a commercial service competing effectively and fairly with airlines and
with cars. It should not and need not be a subsidized technological white elephant.
Experience in Japan and Europe provides abundant evidence for that. «
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NO RUSH TO CATCH THE TRAIN

BY ADIB KANAFANI

There is little doubt that a high-speed rail line could be built in
the California corridor, connecting San Francisco and Los
Angeles. To be sure some major obstacles must be reckoned
with. It will have to cross the Tehachapi Mountains directly, if
it’s to keep travel time under control. This means some exten-
sive and expensive tunneling. The large, low-density, and
expansive metropolitan regions of the Los Angeles Basin and
the San Francisco Bay Area will have to be penetrated by an
exclusive, grade-separated rail system, which will also require
some extensive urban construction. Nontechnical but equally
tough obstacles would include possible opposition by commu-
nities along the corridor, especially in rural areas where the
high-speed line would cut through but not serve.
Notwithstanding these obstacles, it’s fair to say that if we
decided to build such a system, it could be built; and it could
become a showcase of technological advancement. A high-
speed rail system would permit passengers to ride in comfort
for ajourney between the two metropolitan regions, taking any-
where between three and five hours door to door. The rail line
could carry as many passengers per hour as about 100 corri-
dor flights, could consume about a third of the energy per pas-
senger-mile that air or automobile trips use, and could gener-
ate only about a fifth of the automobile’s emissions and half
those of air trips. According to its advocates, it could do all this
at fares comparable to nondiscounted airfares, generating suf-

ficient revenues to cover its operating costs and to service the
debts incurred in its construction.

Isn’t such a sure bet long overdue? Shouldn’t the decision
to go ahead be an easy one?

The serious answers to these questions are far less opti-
mistic than the rosy promises made for the system, mostly
because all the promised virtues of high-speed rail depend on
one crucial unknown: ridership and market share. While it is
true that trains could carry people at a fraction of the environ-
mental and energy costs of other modes, there is nothing more
costly than running trains that are not full. As many urban pub-
lic transit systems in the United States have demonstrated
painfully, the promises of economic and environmental effi-
ciency vanish with low load factors. Without enough passen-
gers the system will not cover its costs. It could become a bur-
den on public funds and end up as one of the most unfortunate
transportation planning disasters of this century.

Given the critical importance of market share, it’s impor-
tant to examine the experience of modern high-speed rail sys-
tems where they have been tried—in Europe and Japan.
Especially in light of the strong role played by air transporta-
tion in the California corridor, it’s important to appraise rail’s
ability to complement and compete with air, as well as with high-
way transportation. >

Adib Kana][ani is professar af civil engineering and director of the Institute of Transpartation Studies,
University of California, Berkeley, CA 04720.
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Samuel B. Reed,

General Superintendent
and Engineer of Construction,
Union Pacific Railroad,

at the turn of the century.



POPULATION CLUSTERS ALONG RAIL CORRIDORS IN JAPAN AND CALIFORNIA

The high-speed rail corridor in Japan is characterized by a near even distribution of cities
with large populations. In contrast, the California corridor has two highly populated
regions with very little in between.

INGREDIENTS FOR SUCCESS

Five conditions are essential for the successful operation of high-speed rail tech-
nology. These five are not mutually exclusive, nor must they all be present to assure high-
speed rail’s success. But each is a critical determinant of success. -

1. Concentrated Demand: High-speed rail requires strong economies-of-densi-
ty that, in turn, depend on concentrated population centers to generate the needed pas-
sengers. This ingredient is most prominent in the Japanese high-speed rail corridor
between Tokyo in the north and Hakata in the south.

The total population in that corridor is more than 70 million, with the Tokyo-
Yokohama region alone containing more than 30 million people—nearly the entire pop-
ulation of California. It is enlightening to compare the California and the Japanese corri-
dors for the magnitudes and locations of their population centers. California has a much
smaller market, having a much smaller population within the corridor, 24 million com-
pared to 70 million. Furthermore, California has a bi-polar distribution with more than
95 percent of the total population concentrated at the ends of the corridor. In contrast,
the Japanese high-speed rail corridor contains a nearly continuous conurbation of dense
population centers. These differences suggest that a high-speed rail line in California is
going to be critically dependent on its ability to compete for trips between the two big
metropolitan nodes at Los Angeles and San Francisco (350 miles by air, 425 miles by
highway and rail). In contrast the Japanese system serves markets that are separated by



much shorter distances. The variety of market distances in that corridor allows the
Japanese system to take advantage of skip-stop scheduling and to serve a large number
of city pairs without much loss of the economies-of-density.

2. Competitive Time and Money Costs: Unlike those in Europe and Japan,
high-speed rail in California would face two formidable competitors in terms of time and
cost: both air and highway travel are relatively cheap in California. Gasoline prices in
Europe continute to be three to four times higher than in the United States. Freeway tolls
in many European corridors, including those served by the French TGV, are quite high
and add significantly to the cost of driving (for example, the toll from Paris to Lyon is
about $40). Airfares in Europe are at least twice those in California, and the situation in
Japan is even more extreme.

Not only are the costs of air and highway travel much higher in Japan and Europe
than they are in California, but so are travel times. European intercity freeways are heav-
ily congested, and many of the corridors served by high-speed rail do not enjoy anywhere
near the freeway capacity available in the California corridor. Air travel is also consider-
ably faster in California, where frequent flights provide service with virtually no sched-
ule delay, an important element of time cost in short-haul transportation. (There are cur-
rently more than 200 flights per day between Los Angeles and the Bay Area, 70 per hour
during the evening peak. Discounted fares today are below $50 per trip, making this the
lowest priced corridor in the world.)

If high-speed rail is to compete effectively against these other modes it will have to
offer matching services at competitive prices. And in California, high-speed rail needs to
be cheaper and faster than the systems in Europe and Japan.

3. Efficient Local Distribution for Quick Access to the Service: An essen-
tial element of the time competitiveness of the rail system is the collection and distribu-
tion necessary at the ends of the line-haul service. Like air transportation, rail requires
major infrastructure for intermodal transfers, and it depends on an effective distribution
system to provide quick access to and egress from its terminals. This factor plays against
rail in California as compared to Europe and Japan in three ways. First, California’s urban
areas to be connected by rail are much less dense than those in either Europe or Japan.
Second, local distribution systems in California are not as well connected. For example,
TGV connections in Paris stations coincide with those of two local distribution systems
— the Paris Metro and the regional RER train system. These bring the whole metropol-
itan region within easy access of the TGV line. In contrast a high-speed rail
terminal in the San Francisco Bay Area would be connecting to a disjointed, less efficient,
and less ubiquitous public transportation system, making it more dependent for its access
on congested urban freeways. Third, the abundance of competing airports in the
California corridor presents rail with additional challenges not faced in Europe and Japan.
With the San Francisco Bay Area served by three and the Los Angeles Basin by five
airports, there is no reason to believe that access to rail stations is likely to be any
easier than to airports. Given the line-haul speed disadvantage of rail when com-
pared with air, the rail system is going to have to provide significantly better access if it’s
to be competitive. >




4. Network Effects: Unless population densities along the corridor are high, as
in Japan, traffic between the ends of the corridor is not sufficient by itself to sustain a
high-speed rail link. The link must be part of a larger, connected rail network. The suc-
cess of Japan’s high-speed rail comes from both the very high population densities and
the consequent large demands generated along the corridor and then to the network
of public transport connections to off-line cities. In Europe, too, high-speed rail has
been successful because cities along the routes are close together and rail networks
spread outward from each high-speed station. Thus, end points of the TGV line act as
transfer centers, much as airline hubs do. This relationship is illustrated by the traffic
figures on the Paris-Lyon line, where only about 5 million of the more than 20 million
annual passengers travel between the TGV line’s end points; the rest connect to other
points in the network. Without feeding into a supportive network, it’s doubtful that even
the highly successful TGV-Atlantique would have survived. Within a four-hour high-
speed-rail trip time, the European network encompasses an area with a population
of more than 150 million.

California’s geography raises serious questions about the potential for network
effects. First, the corridor traces through a sparsely populated region, primarily devoted
to agriculture, except for the metropolitan developments at either end. The vast distances
separating the California corridor from population centers elsewhere, say in Nevada and
Arizona, also reduce network possibilities for a rail system, leaving the advantage to air
transportation.

5. Imstitutions: California’s passenger rail system is currently pretty sparse. To
operate a high-speed rail system in California efficiently will require rebuilding institu-
tional capabilities lost in past decades. In Europe and Japan, the institutions that operate
and regulate rail transportation managed to implement high-speed rail by gradually and
marginally increasing speeds over a period of time. In California, such an incremental
approach would pose an institutional challenge that would be difficult to meet within the
time horizon envisaged for the system. The danger of proceeding with inadequate insti-
tutional infrastructure is that the system will fail to meet its operational goals and con-
sequently fall short of capturing its market share.

HOW TO PROCEED—SLOWLY

Market penetration possibilities in California do not match those in Europe and
Japan. TGV captures 90 percent of the traffic between Paris and Lyon, despite its 50-
minute line-haul time disadvantage when compared to flight; but so large a market share
is wholly unlikely in California. The European intercity transportation system is trimodal,
with automobiles dominating over short distances in the range of 120 miles (200 km),
rail dominating in the range of 120-360 miles (200-600 km) and air in the range beyond
360 miles (600 km). In California the system tends to be bi-modal, with highway and air
between them competitively covering the whole range of distances.

Does this mean that high-speed rail is not a good option for California? Or are there
other compelling reasons to build the system nevertheless? Despite the conventional wis-
dom, congestion is not the reason to build a high-speed train. The intercity transporta-



TRANSEUROPEAN HIGH-SPEED NETWORK (LONG-TERM MASTER PLAN)

tion system in California is not congested, nor is it likely to become so for the reasons
discussed above. Congested air space would be minimally influenced by a diversion of
traffic to rails because corridor flights represent only a fraction of the traffic at the con-
gested airports (7 percent of Los Angeles International Airport’s capacity in 1993!).
Besides, passenger traffic can be readily increased without increasing numbers of flights
and without losing schedule convenience: simply increase aircraft size.

Perhaps the most convincing argument for rail is its environmental advantages and
possible energy efficiency. However, again, these advantages can be gained only if the
system is operated at a high enough level of efficiency. That is, enough passengers must
be on board to make energy consumption and pollutant emission levels per person per
mile less than automobile and airplane levels. What those numbers might be in California,
and whether they justify building a high-speed rail remains an open question. >
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European high-speed rail is successful

in part because it relies on a supportive
network of cities connected by existing rail.
Much of the planned high-speed system

will consist of upgraded lines.




Rail might also be seen as an poten-
tial means for enhancing accessibility to
the intermediate regions within the
California corridor. The Central Valley is
not adequately served by air transporta-
tion, mostly because the commuter air
market is not as adaptable and competi-
tive as the rest of the air carrier system. If
high-speed rail, or indeed any rail, would
effectively generate regional develop-
ment there, then it may be worthwhile to
implement policies to make that technol-
ogy feasible, including creating subsidies
to sustain the technology until it can pay
for itself. It may take $4 a gallon for gaso-
line or $200 in corridor airfares to create
a consumer market for high-speed rail.
But it seems unlikely that such policies,
which have worked to the advantage ofrail
transportation in Europe and Japan, will
ever gain the necessary political support
in California.

Many questions remain unanswered
and unanswerable with the information
we have in hand. We know very little about
the total costs of rail, or of other tech-
nologies for that matter. There has not
been a study of the total social costs of
intercity transportation in California.
Policy makers cannot even compare the
full cost of building the rail system with

that of expanding the capacity of alterna-

tive modes. Likewise, we know very little
about the nature of the demand for inter-
city transportation in the state.

The decisions to deploy high-speed
rail technology in California cannot be
rushed. Careful study of important issues
is needed to inform public opinion and to
support responsible decision making.
Therefore, before rushing to build, we
must take time for more careful and dis-
passionate study. «
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Will Congestion Pricing
Fver Be Aa’optea’ ¢

BY MARTIN WACHS

Transportation planﬁers and economists are urging us to adopt
congestion pricing—to charge motorists more for driving on crowded
roads during rush hours and less for traveling on uncrowded roads
in off-peak hours. By putting a price on peak-hour travel, we would
encourage motorists to switch to less crowded alternate routes or,
better yet, take public transit, join a carpool, or travel at a time of day
when the roads are less crowded. Such tolls might even induce some
travelers to alter the origins or destinations of their trips or to cancel
less important trips, thereby cutting their total amount of auto travel.
In his recent article in ACCESS (Spring 1993), Kenneth Small
suggested why the idea of congestion pricing is gaining much more
attention today, even though it has been around for decades. In part
it’s because electronic toll collection now allows us to vary prices on
roads by time of day and location without awkward and costly toll
booths which themselves slow traffic. Congestion pricing has also
become attractive because governments are strapped for funds, and

road pricing is potentially a lucrative source of revenue. >

Martin Wachs is prafessar af urban p/anning and director o]’ the Institute of Transportation Studies at the
Uniuersil‘y of Ca/ifornia, Los Ange/es, CA 90024. He is current/y ckafring the Study Committee on Urban Congestion
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We're used to congestion pricing

at movie theaters.

©

Schedule
of Rates

8AM-5PM
5PM-11PM

11PM-8AM

Full Evening Night
Weekday Rates Weekend
Rates Rates

And we avoid long-distance phone calls

when possible during the day.

Congestion pricing is a good idea. We know it works, and we readily accept it in
other parts of our déily lives: the telephone company has long varied the price of a call
by time-of-day and day-of-the-week; airline fares between the East and West Coasts can
differ by as much as a thousand dollars depending upon the timing of the trip; many
restaurants offer early bird specials and movies give matinee discounts.

Congestion pricing on roads would be fair. It would levy the social costs of driving
more directly against those who impose them; it would lead to more efficient use of
existing roadway capacity; it would make public transit more economically competitive
with driving; and it would produce revenue for public treasuries that could be used for
many beneficial transportation and nontransportation purposes. [ am persuaded by the
evidence that congestion pricing should be applied to our highway system.

Yet, I think the prospects for widespread adoption of congestion pricing are
extremely limited. The political realities seem to me to work strongly against widespread
adoption, and I think pricing proponents have not analyzed the political obstacles as
carefully as they have the technical ones.

The Political Pitfalls

In the American political system most changes are small and most innovations are
incremental. Rarely do we entirely overhaul our basic ways of doing things. While every-
one agrees, for example, that the health care system needs reform, note how difficult it
is to erase the current system and replace it with another. It is much easier to reach con-
sensus on raising the gas tax by a few cents than on replacing the gas tax by conges-
tion tolls.

One reason for this consistent pattern is that proposals for change must pass many
political tests. While victory at one level may only ensure that the idea will live long
enough to be tested at another level of government, failure at any one level can whisk
the idea out of systematic consideration for good. Usually it’s only the safer, marginal
changes that are supported by so many interests that they pass muster in every test.
Entirely new ways of doing business are rarely adopted because their opponents need
defeat them only a few times.

New ideas must have tireless and sophisticated proponents who “work the system”
in favor of their concepts. Usually, those who do work the system to promote some inno-
vation have a lot to gain from its adoption. For example, highway building and rail tran-
sit construction programs benefit from strong lobbies of construction contractors,
unions representing construction workers, public agencies whose budgets will swell if
the programs are approved, owners of urban real estate at potential station sites, envi-
ronmentalists, and others.

Who are the proponents of congestion pricing? Is there an obvious constituency
of promoters who will lobby at local, regional, state, and federal levels on behalf of this
concept? Will they be zealous enough to successfully fight off the dozens of well-estab-
lished and well-organized vested interests who have already raised questions about con-
gestion pricing? In addition to professors of transportation economics and planning—
who hardly constitute a potent political force—I can think of few interest groups that
would willingly and vigorously fight for the concept in what will surely become a pitched
battle, if ever the idea is seriously proposed.



Downtown businesses might gain from reduced congestion if congestion pricing
were adopted, but they might also lose business to outlying areas; so they are hardly like-
ly to rally around the cause. The trucking industry might benefit from lowered conges-
tion, but so far truckers seem more threatened by the charges than they are enticed by
congestion relief. Transit agencies may benefit through increased ridership as a result
of higher auto costs, but transit is hardly a powerful constituency, representing some-
thing like two percent of our national market for tripmaking. Environmentalists might
line up for congestion pricing, but they have so far been tentative, and there is even the
possibility that higher auto speeds resulting from congestion tolls might increase emis-
sions of oxides of nitrogen.

Congestion pricing constitutes a basic change in the way we charge travelers for
transportation services. Although gasoline taxes in a very rough way apportion the costs
of roads in proportion to the amount of driving we do, they leave to motorists entirely
free choices about when and where to drive. And, many interests will likely line up against
changing this. Automobile drivers as represented by automobile clubs, for example, will
argue that they have already paid for highways through user fees such as gasoline taxes,
and that tolls would constitute paying twice for the same roads. The idea of user fees as
devices for rationing road space is both unfamiliar and distasteful to some of these groups.

While economists are confident that higher prices at the peak will cause travel pat-
terns to shift, many lay citizens—including influential political leaders—believe simply
that demand for travel is inelastic. Thus, they argue that because people “have to travel”
at the peak hour, congestion pricing will merely raise more money from beleaguered
motorists who will still be driving under congested conditions. Both theory and a few
implemented programs, like that in Singapore, assure some of us that prices can be set
at an appropriate level to clear congestion, but how might we persuade the skeptics,

unless we can first establish an American demonstration? >

Are we ready for time-of-day

pricing on roads?




And then, suppose we could create a domestic test project, how would we in prac-
tice actually set the price level? Economists tell us that if the price is initially too low to
clear congestion it can be raised; if it is initially so high that it causes underutilization
of aroad’s capacity the toll can be lowered. Yet, the press and politicians will be quick to
call any imperfection a failure: a price that does not clear congestion will “prove” the idea
doesn’t work; a toll that creates a half-empty freeway at rush hour will be labeled a fool-
ish waste of public capital investment. The risks of these possible outcomes will cause
few veteran politicians to support congestion pricing enthusiastically, and that in turn will
make opposing voices seem even louder.

Many, many skeptics have already raised questions of “equity.” Congestion tolls
will surely impact those who have little discretionary income more than they will the rich.
Working mothers may be more likely than other commuters to continue to drive at rush
hour, even if they would rather switch travel modes or travel times, because child-care
responsibilities place greater limits on their flexibility to shift. Surely, for congestion tolls
to work many people must be made worse off than others, by having to change their trav-
el patterns in a way they would rather not. Those groups will undoubtedly consist dis-
proportionately of poorer people, hourly wage workers who have little work-schedule
flexibility, and so on.

The direct losses to poorer people could easily be compensated, say the proponents
of congestion pricing, by redistributing the revenues to improve transit services, by reduc-
ing existing regressive sales and property taxes which are being allocated to trans-
portation programs, and possibly by granting tax credits to the poor who pay congestion

The San F i Bay Bridge- . 5 e
S San Icis. S SHRas tolls. While these arguments are all valid, the negative impacts of the tolls on poor peo-

a potential site for a . . . I .
- ple seem very immediate and direct, and the possibilities of redress by comparison seem

congestion pricing experiment.
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tentative. While equalizing measures could be adopted, where are the guarantees? Many
citizens have little faith in government; they honestly believe that while the increased
revenues might be used to redress the inequities, they could just as well be “squandered”
by politicians.

I don’t believe that the current transportation finance system is at all equitable.
Indeed, I believe that reliance upon congestion prices instead of sales and property taxes
could make transportation finance much more equitable than it is today. Yet, I hear few
complaints about the fairness of the existing system from community spokespersons,
while many seem quick to oppose congestion pricing on the grounds of its threat to equi-
ty. Many who challenge road pricing on the basis of equity seem to have little concern
for the well-being of the poor or of working women when considering other policy ini-
tiatives, such as sales tax increases to support the expansion of rail lines. This irony illus-
trates again the principle that it is harder to introduce a new way of doing things than it
is to change marginally the way we do things now.

Future Prospects for Congestion Pricing

In sum, the political risks associated with congestion pricing are great. No obvious
political constituency will fight vigorously for the idea, and there are many potential road-
blocks to adopting and implementing peak-hour tolls. Although today’s traffic conges-
tion results from the mispricing of automobile travel, that seems irrelevant. The only
politically prudent course of action, then, is to move slowly and incrementally. Congestion
pricing is likely to be adopted in the near future only on new highways or on new lanes
along existing highways, such as those now being constructed in Orange County where
congestion pricing is to be employed. The concept is less likely to be imposed at a sig-
nificant scale on any existing urban highways.

Other possible opportunities for testing the concept are on existing toll routes, as
on the San Francisco Bay Bridge. Motorists are much more likely to accept congestion
pricing in the form of incremental revisions to familiar tolls than peak-hour charges sud-
denly imposed where tolls don’t presently exist. So, I enthusiastically support the con-
gestion-pricing experiment now being carefully designed by the MTC for the Bay Bridge.
Proposals allowing solo drivers to buy their way into high-occupancy vehicle lanes offer
another incremental step that may have more political appeal than would pure conges-
tion pricing.

Although full-scale regional application of congestion pricing may offer the best
attack on congestion in America, I don’t believe that approach has the slightest chance
of being enacted in the coming decade. Advocates of congestion pricing will have to set-
tle for smaller victories during the foreseeable future. Eventually many small victories
could add up to a new approach to highway management and finance, but don’t count on
it happening any time soon. «
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Cas}zing "
on Curb Parking

BY DONALD C. SHOUP

Customs House, Monterey, CA, early 1900s.

Whether you re a’riving to work, to a doctor’s appointment, or to dinner with a
][riena], you don’t want to reach your destination and then circle the neig/azyorkooal][or
40 minutes /ooking ][or a paréing space. You want even Jess to compete with dozens
o][ other cars /ooéing ][or that same vacant space, while a’oa’ging aloub/e-paréed cars

and /istening to ZzonLing and cursing.

Donald C. S}:oup is pro]/essor af urban p/anning at the University o][ Ca/ifornfa, Los Ange/es, CA 90024.

This essay is aalapteJ from his ][orflwamfng article in the Journal of the American Planning Association.



To preventjust thatkind of nightmare, city planners across the country have ordained
minimum off-street parking requirements for everything from apartment houses to zoos.
They've thought that if the city could assure convenient, free parking, more visitors,
employees, and business clients would come into town. Besides, by keeping parked cars
off the streets, they could make local residents happy, and they’re the ones who vote.

But I believe that planners have seriously misdiagnosed the parking problem. By
imposing minimum parking requirements, planners have inadvertently increased auto-
mobile dependency and decreased urban density.

Because parking requirements are based on observing the number of cars parked
at existing land uses, and because motorists report paying nothing to park for 99 percent
of all trips,! parking requirements are implicitly based on the demand observed at a zero
price, without regard to either the cost of providing parking spaces or what motorists are
willing to pay for them. When all development is required to provide enough parking to
satisfy demand at a zero price, the resulting market price will be zero. The consequence
is avicious circle of parking subsidy, required oversupply of parking, and ubiquitous free
parking which then leads to an observed “demand” that is used to set future minimum
parking requirements.

Butifnew development doesn’t provide sufficient off-street parking to meet the newly
created demand, won’t parking inevitably spill over onto the neighborhood streets? If
nearby curb parking is free, any development that does not provide enough off-street
parking to meet the demand at a zero price will cause spillover. I would argue that the
spillover problem is not caused by a shortage of off-street parking for all motorists who
want to park free. Rather, it is caused by the government’s failure to charge an appro-
priate price for curb parking.

If solving the spillover problem by pricing curb parking were so simple, why wasn’t
it done long ago? The answer lies, I believe, with what happens to parking meter rev-
enue. Money put into a parking meter seems literally to disappear into thin air. Unless
citizens can see how the revenue directly benefits them, why would they support charg-
ing for something that used to be free?

To change the political calculus, suppose market prices for curb parking were
introduced by creating “Parking Benefit Districts” that differ from existing Residential
Parking Permit (RPP) districts in two ways. First, residents would continue to receive
permits to park free in their district, but nonresidents would be charged the market price
for parking. Second, the resulting revenue would be spent for additional public services
in the neighborhood where the revenue is collected, such as for sidewalk and street
repair, street tree planting and trimming, street cleaning, street lighting, graffiti removal,
or putting overhead utility wires underground.

Spending curb parking revenue in the neighborhood where it is collected would help
residents to see themselves as owners, not merely users, of curb parking. Seen from the
resident’s side of the transaction, charging nonresidents for curb parking and spending
the money to benefit the adjacent property resembles Monty Python’s scheme to
“tax foreigners living abroad.” >

1 In the 1990 Nationwide Personal Transportation Survey, the 48,400 respondents reported free parking for 99 percent of all
their automobile trips.
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Where does the revenue

from curb parking go?
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By creating Parking Benefit Districts,
curb parking revenue could be used to

beautify streets like this.

A Parking Benefit District represents a compromise between the one extreme of

free curb parking that is overused by nonresidents, and the opposite extreme of RPP dis-
tricts that flatly prohibit nonresident parking. When cities establish conventional RPP
districts, they are overlooking some important benefits that a more market-like solution
can offer to both residents and nonresidents. A Parking Benefit District offers nonresi-
dents the option of paying a fair market price to park (rather than simply prohibiting them
from parking), and it offers residents neighborhood public revenue derived from non-
residents.

Almost every city must have some neighborhoods with broken sidewalks, potholed
and treeless streets, or overhead wire blight that could benefit from additional public
investment financed by nonresidents’ payments for curb parking.

Consider what it means to set a “market price” for curb parking. Traffic engineers
usually recommend that at least one in seven curb spaces remain vacant at all times to
ensure easy parking access and egress. Thus, the appropriate price for curb parking
would limit demand so that at least one in seven spaces remains vacant to accomodate
new arrivals. This strategy is not new: all commercial parking operators set prices high
enough to maintain vacancies. The last thing a commericial operator ever wants to do is
put out the “full” sign, because it means that the price is too low.

Can market-priced curb parking really yield sufficient revenue to make it worth col-
lecting? At a price of fifty cents an hour for only eight hours each weekday, and an 85
percent occupancy rate, one parking space would yield $884 a year. By comparison, the



median property tax on single-family houses was $922 a year in 1991. Many single-fami-
ly neighborhoods have two curb spaces in front of each house. Therefore, even at mod-
est market prices, potential curb parking revenue in neighborhoods subject to spillover
parking could easily exceed current property tax revenue.

A neighborhood-generated public land rent that is spent on the neighborhood’s own
highest public priorities should especially appeal to advocates of greater neighborhood
self-government. It may not be easy to decide how to spend a Parking Benefit District’s
revenue, but Special Assessment Districts, which are already used to finance public pro-
jects that specially benefit particular neighborhoods, show there is ample precedent for
neighborhood political choice.

Special Assessment Districts are often organized by petition from residents, and it
is common for each benefitted property to pay a special assessment in proportion to
its street frontage. Indeed, the chief difference between a Special Assessment District and
the proposed Parking Benefit District seems to lie in who pays: resident property own-
ers pay special assessments, while nonresident motorists would pay for curb parking.
Many cities already use special assessments, so these cities must already have the account-
ing systems for allocating district-specific revenue to neighborhood public services.

Because anyone parking illegally would be stealing neighborhood public revenues,
residents would have a new incentive to cooperate with the police and parking enforce-
ment officers in supporting parking regulations. And if market prices create ubiquitous
vacant legal spaces, no one would ever “need” to park illegally by a fire hydrant, in a bus
stop, or in a handicap space.

What’s more, we now have the technology to do away with having to feed the meter.
One particularly promising new system employs a personal in-vehicle parking meter, sim-
ilar in size and appearance to a small pocket calculator, that operates like a debit card.
With this system, motorists pre-pay a municipal authority for a total value of parking that
is programmed into their in-vehicle meter. After parking, the motorist keys in the park-
ing zone code, switches on the meter, and leaves it inside the car with its LCD display
visible. The motorist does not need to carry coins, and does not suffer the “meter anxi-
ety” associated with conventional parking meters. Cities in California, New York,
and Virginia have already begun to use the in-vehicle parking meter, which in Europe is
called an “electronic purse.” Motorists who have tried them report an overwhelmingly
positive response.

The real obstacles to charging market prices for curb parking are political, not tech-
nical. The political acceptability of charging for curb parking depends on a politically
acceptable distribution of the collected revenue. If each neighborhood’s parking revenue
were spent for that neighborhood’s highest public spending priority, more people would
want to charge for curb parking. The purpose of a Parking Benefit District would be to
make the neighborhood a place where people want to be, rather than merely a place
where anyone can park free. >
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In-vehicle meters
make paying for curb parking easy.

(AutoParq by Duncan Industries)
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A tiny fraction of the

countless land uses for which parking
requirements exist in zoning ordinances.
Perhaps the only common element is

the assumption that there should be at
least one parking space for every person
(except for religious land uses).

Is it Fair To Charge for Parking?

If people “need” parking, won’t pricing it necessarily harm the poor? But the fair-
ness of charging for parking has to be considered in comparison to the alternative, which
is “free” parking made possible by minimum parking requirements for all land uses.
Parking itself appears to be free, but the cost does not disappear; rather, it reappears as
higher costs for all other goods and services, especially housing. A case study from
Oakland, California shows how minimum parking requirements reduce the supply and
raise the cost of housing. In 1961, Oakland’s zoning ordinance began to require one off-
street parking space per dwelling unit for all apartments developed after that date. As a
result, the number of dwelling units per acre in new developments fell by 30 percent and
the construction cost per dwelling unit rose by 18 percent.

Why did developers reduce housing density by 30 percent in response to a mini-
mum parking requirement of one parking space per dwelling unit? First, developers said
the requirement made previous densities impossible without expensive underground
garages; therefore, they reduced density and devoted more land to surface parking.
Second, developers said that adding a dwelling unit required another parking space, but
enlarging a dwelling unit did not; therefore, they built fewer but larger units.

All architects and developers know of similar situations where minimum parking
requirements dictate what can be built, what it looks like, and what it costs. Form no longer
follows function, or fashion, or even finance; instead, form follows parking requirements.

SELECTED PARKING REQUIREMENTS
LAND USE MINIMUM PARKING REQUIREMENT

Adult Entertainment 1 parking space per patron plus one space per employee
on the largest working shift
Barber 2 parking spaces per barber
Beauty Shop 3 parking spaces per beautician
Bowling Alley 1 parking space for each employee and employer, plus 5 spaces for each alley
Golf Course 10 parking spaces per hole
Heliport 5 parking spaces per touchdown pad
Mausoleum 10 parking spaces per maximum number of interments in a one-hour period
Nunnery 1 parking space per 10 nuns
Rectory 3 parking spaces per 4 clergymen
Swimming Pool 1 parking space per 2,500 gallons of water
Taxi Stand 1 parking space for each employee on the largest shift, plus 1 space per taxi,
plus sufficient spaces to accommodate the largest number of visitors
that may be expected at any one time




It is doubtful that “free” parking benefits the poor when the hidden costs of the con-
sequent minimum parking requirements are considered. Because the cost of providing
the required “free” parking is incorporated into the cost of all other goods and services,
parking requirements force the poor to pay for parking regardless of whether or not they
own a car. A recent transportation survey in Southern California found that the poorest
20 percent of the population owned only one car for every three persons, while the rich-
est 20 percent owned one car for each person. In this environment, it would be mislead-
ing to argue that charging nonresidents for curb parking and reducing off-street parking
requirements will harm poor people.

Will t Hurt Small Businesses?

A separate equity issue concerns the fairness of charging market prices for curb
parking in areas where small businesses rely on curb parking for their customers. Recall
that we want curb-parking prices to yield about an 85 percent occupancy rate. A lower
price is called for if there are too many vacancies, and a higher price if there are so few
vacancies that motorists must drive around to find a place to park.

Market pricing will not reduce the total number of curb spaces and will encourage
a higher turnover rate. Also, those who arrive in higher occupancy vehicles can split any
parking charge so their cost per person will be low, and those who stay a short time will
pay little even if the price per hour is high. Because market pricing favors higher occu-
pancy vehicles and higher turnover, adjacent businesses should end up with more cus-
tomers per curb space than when the same spaces are free (and taken by solo drivers
who stay longer once they find a spot).

Finally, by allocating the available curb spaces to those who are most willing to pay
for them, rather than to those who will come only if parking is free, market-clearing park-
ing prices should attract customers who will spend more in the adjacent businesses per
hour they are parked. By delivering more, and higher-spending, customers per curb
space, market prices should help rather than harm the adjacent businesses. The result-
ing revenue will also be available to spend on improving public services in the commer-

cial districts where these businesses are located. >

Weaverville, CA, 1940s.




Conclusion

Comprehensive planning is supposed to coordinate individual actions toward a
desired overall outcome, but what worthwhile planning goal is achieved by zoning ordi-
nances that effectively remove the cost of parking as any disincentive to automobile own-
ership or use? Minimum parking requirements in zoning ordinances are like fertility
drugs for cars, and they help to explain why the United States now has 1.1 motor vehi-
cles per licensed driver.

When the whole city is considered the patient, minimum parking requirements will
never cure traffic congestion, reduce air pollution, decrease energy consumption, or
improve urban design. Rather, minimum parking requirements are a harmful addiction
masquerading as a cure. When three spaces per 1,000 square feet no longer accommo-
date the demand for free parking, a stronger dose of four spaces per 1,000 square feet
can temporarily quiet the neighbors’ complaints, but every jab of the parking needle
relieves only the local symptoms, and ultimately worsens the real disease.

The fear of spillover parking is a legitimate but not unanswerable objection to elim-
inating minimum parking 25 requirements. To deal with spillover parking problems that
may occur if cities eliminate parking requirements, I have proposed creating Parking
Benefit Districts where the revenues from market-priced curb parking are dedicated to
paying for neighborhood public services. At relatively modest parking prices, curb park-
ing revenue could easily exceed the current residential property tax in neighborhoods
subject to spillover parking from nearby commercial development.

Eliminating minimum parking requirements will encourage people to do what plan-
ners have long exhorted them to do: carpool, ride mass transit, bicycle, or walk. With
market prices for curb parking, and a commitment to spend the resulting revenue to ben-
efit the neighborhood where it is collected, spillover parking can become an important
source of public revenue, rather than a source of annoyance. That is, spillover parking
can be converted into an additional advantage of eliminating inappropriate minimum
parking requirements.
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REVIVING TRANSIT
CORRIDORS AND
TRANSIT RIDING

BY ANASTASIA LOUKAITOU-SIDERIS

When parts of their freeway network were damaged by the recent earthquake, many Los
Angelenos were forced to “take to the streets”—to drive on the numerous arterials and
transit corridors that interlace the city. They discovered a forgotten commercial land-
scape of small retail establishments mixed with office and residential buildings, automo-
bile dealerships, junkyards, parking lots, and vacant space. These corridors are not
unique. They are typical urban landscapes that can be found in virtually all American
cities. Prior to the construction of freeways they were the principal traffic and transit arter-
ies of the city, and they still carry the largest share of transit traffic. Urban arterial corri-
dors are the “in-between” spaces of the city. They connect centers with subcenters, and
the latter with one another, in the multicentered urban expanse that is typical of the
post-industrial American city. But these transit corridors have become unfriendly to
transit riders.

GENESIS AND EVOLUTION OF COMMERCIAL CORRIDORS

Many believe that commercial corridors are products of automobiles. Although the
automobile has had dramatic effects on city form, actually the horsecar and later the elec-
tric streetcar generated the corridors. The evolution of commercial corridors traces back
to the middle of the nineteenth century, when most American cities started to expand
rapidly beyond the limits of downtown. Many years before the automobile, alert specu-
lators were erecting commercial buildings along streetcar lines. These commercial estab-
lishments served the households that settled along the lines, sparing residents from hav-
ing to go all the way downtown to shop. >
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Initially a few stores, churches, and sometimes schools were built to serve the res-
idents. These first commercial establishments outside downtown were modest, consist-
ing of a single row of shop fronts. They were seen as interim improvements, designed to
produce enough revenue to pay the taxes and hold the property for more intense devel-
opment in the future. Hence, these buildings were also referred to as “taxpayers,” and
the commercial corridors they fronted were called “taxpayer strips.” A linear, centerless
shopping district—the commercial strip—was evolving.

For businesses, taxpayer strips offered an ideal solution. Rents were lower than
downtown, yet many people lived close by. Customers could walk, or even take the elec-
tric car to the shops. Strips were less congested than downtown and allowed for more
parking near the stores. As the primary access routes that connected downtown to the
outlying residential districts, the strips quickly became important and vibrant places for
commercial, recreational, and residential activities.

The automobile initially gave a further boost to businesses located along commer-
cial strips. By the 1920s, motor vehicles were not only more numerous but also faster
and larger. Motorists wishing to shop grew impatient with the crowded streets and the
lack of parking downtown. Land costs were considerably cheaper along the outlying com-
mercial corridors. Soon banks and department stores opened branch outlets along the
taxpayer strips, vying for choice plots or major intersections. As one observer explained
it, “the new businesses induced more and more customers and the demand for parking
soon overwhelmed available curbside space. Before long enterprising developers start-
ed building taxpayer blocks, set back a car length from the sidewalk to provide perpen-
dicular parking in front of the stores.”!

Taxpayer strips could be found all over the country. They were loosely lined with
single-story retail stores and occasional supermarkets, movie houses, and two-story com-
mercial buildings. They combined both car- and pedestrian-oriented functions (drug-
stores, groceries, small shops). Parts of these strips were eventually widened and extend-
ed, and these improvements set the stage for strip commercialization and the complete
dominance of the automobile.

Soon commercial corridors became lined with gas stations, hot dog stands, motels,
shopping centers, and drive-in theaters. As competition increased, merchants looked for
new ways to lure their prospective clients. Each sign and building had to visually shout
“slowdown, pullin, and buy!” Thus, the architecture of the strip became the direct expres-
sion of its commercial function. Rules along the strip were usually less strict than those
downtown or in older, denser, commercial zones. Keenly aware that trade would be lost
if they could not capture the attention of motorists passing by, merchants tried to blend
building and sign, architecture and advertising.

1 Liebs, 1985



CORRIDORS DECAY

Immediately following World War II, the scene began to change—and rapidly.
Increased suburbanization contributed to the decay and demise of many inner-city com-
mercial corridors. The automobile opened the way to new, low density suburbs; federal
policies blessed the move of the middle class to remote and outlying areas. Housing along
and behind the corridors filtered down to low-income families. As the economic crisis of
the inner city deepened, demand for commercial space along the corridors fell dramati-
cally. Posh shops, banks, and department stores migrated into suburban malls. Starting
in the 1960s many small shops serving the neighborhood were boarded up. Some were
replaced by long, warehouse-type buildings with blank, windowless facades. Other shops
were simply razed, fenced empty lots appearing in their place. Sidewalk trees disappeared,
parking lots multiplied, and corridors became collections of micro-environments, a visu-
al hodgepodge of unrelated and often ugly buildings. Proliferating mini-malls at corner
lots during the 1980s did nothing to enhance economic vitality.

In the 1990s many inner-city commercial corridors are but skeletons of their for-
merly prosperous selves. The overabundance of commercially zoned property in com-
bination with economic recession and disinvestment has contributed to high rates of
vacancy. Planning policy has ignored or neglected the corridor environment. Without
adequate public funds, the public realm has deteriorated. Our survey of three Los Angeles
corridors found them suffering from neglect, lack of upkeep, economic disinvestment.
Many corridors now lack basic pedestrian amenities, benches and bus shelters are nonex-
istent, debris clutters the narrow sidewalks. Residents complain bitterly about their crime
and ugliness (Figure 1) and desire a range of improvements (Figure 2).

These streets are unfriendly to transit, being devoid of pedestrian life, landscaping,
and street furniture. However, they are still the primary transit routes in the city.
Hundreds of miles of bus transit are in operation connecting the inner city with outlying
employment centers. Hundreds of thousands of people depend every day on a bleak,
often hostile corridor environment for transportation services. Up to one-third of our sur-
vey respondents do not own a car. In addition to these captive riders, the survey revealed
that the majority of car owners say they would use public transit if the bus system were
more reliable, clean, and safe and if the public environment (bus stops, sidewalks, streets)
were more amiable.

RETHINKING TRANSIT POLICY: TOWARD A CORRIDOR RETROFIT

Transit agencies seek to expand their markets by lowering fares, improving fre-
quency and reliability of service, offering more comfortable and faster buses, relieving
overcrowding through proper scheduling, protecting passenger safety when in the bus,
and supplying better information on schedules and routes. These are all rational mea-
sures, but they ignore an important factor. Unlike travel by private automobile that does
not require one to set foot on public grounds, transit travel involves considerable expo-
sure to the public realm. The environment’s condition and a person’s perception of it—
the quality of the street, the sidewalk, and the bus stop—become as important as the reli-
ability, frequency, and affordability of the transit service. People with the option to choose
will not be lured by a transit system that exposes them to unacceptable levels of dis-
comfort and risk. Yet, waiting at the bus stop is uncomfortable and often unsafe. The pub-
lic environment is hostile to pedestrians . Many people avoid the bus, if they can. >

FIGURE 1

Corridors’ Biggest Problems
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FIGURE 2

Residents’ Desires Regarding
Corridor Improvements
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Streets will again be friendly to
transit only if they become friendly to
pedestrians. So, the physical and eco-
nomic retrofit of corridors should be high
on transit agencies’ agendas and an insep-
arable part of transit policy. The high
level of transit use along corridors, the
potential for even higher use because of
the corridors’ strategic locations in
between employment centers, and the
corridors’ currentunderdevelopment that
allows for infill and densification, all
provide good reasons for promoting
pedestrian-oriented improvements and
economic rejuvenation.

Reconverting urban arterial corri-
dors to pedestrian use poses quite a
challenge. The corridors’ basic structure
is long and linear, while pedestrians
want concentrated and concentrically
patterned activities that expand the
frequency of shopping opportunities per
walking distance. Sidewalks are now
interrupted by numerous driveways and
parking lots; buildings are often set back
from the streets; many building facades
are blank; automobile-oriented activities
predominate. Still, physical improve-
ments are easier to tackle than economic
ones. A rich literature on pedestrian

A transit corridor in Oakland, CA, 1890s.

behavior finds that the presence or
absence of certain physical/environmen-
tal factors can support or inhibit pedestri-
an activity and, hence, transit use.
Variables that encourage or deter pedes-
trian activity include: density, type and
mix of land uses, pedestrian/automobile
interaction, configuration and condition of
the streetscape, convenience, comfort,
and security.

Economic strategies are more eva-
sive but crucial to recapturing the vitality
that once characterized corridors. It is
quite clear that unless development
recurs and businesses, housing, and



services return to fill the holes in the corridors, the environment will continue to deteri-
orate. Inner-city revitalization has been a goal of federal and local governments for
decades, but the results of urban renewal did not leave room for hope. Subsequent
antipoverty programs did not bring tangible benefits for inner-city residents. So is there
any hope now for these streets that form the backbone of the American inner city and its
public transit service? Who can plant the seeds for their revival?

For one the federal government has again decided to invest money in the inner cities.
It has passed legislation to establish nine federal “empowerment zones” and ninety-five
“enterprise communities” in depressed urban and rural areas of the country. Critics are
skeptical about the outcomes of this policy, mainly because past efforts with enterprise
zones at the state level have not produced major benefits. However, the existence
and proliferation of community development corporations (CDSs) in many inner-city
neighborhoods raise signs of hope. These are nonprofit, community-based groups
consisting of neighborhood residents and local business owners who are dedicated to
revitalizing their neighborhoods. They want to enter into partnerships with the federal
government and philanthropic foundations to achieve neighborhood-based physical and
economic improvement. But even though self-help and community initiative are essen-
tial elements of community development, redevelopment is unlikely to occur without seri-
ous support from local government and concerted efforts by local agencies—including
transit agencies.

In the early days of the streetcar, transit entrepreneurs were among the most pow-
erful urban developers. They built large suburban projects with integral transit lines that
made their new houses accessible to downtown and hence salable. These developers
understood that environmental quality and volume of transit patronage go together, that
each determines and depends upon the other. Today, when most transit systems are
owned by governments, they’ve been turned into specialized agencies, concerned
exclusively with running their buses or trains. But our current experience with ever-
declining transit patronage suggests that’s no longer enough.

Transit agencies now need to play a larger role, a role reminiscent of that played
by the transit barons of yesteryear. Because their hundreds of bus lines along these
deteriorated corridors are typically running in the red, their self-interest calls for them
to rejuvenate their own business by helping to rejuvenate the corridors. I suggest that
transit agencies should again go into the land-development business. Bus operators
should pursue joint-venture development projects next to transit stops, just as some rapid-
transit agencies are now promoting commercial and residential development around
subway stations. Bus operators should provide street furniture—benches, kiosks,
bus shelters. They should cooperate with municipal and other agencies in beautifying
transit streets—replacing lost trees, repaving sidewalks, and encouraging new pedestri-
an-oriented businesses and related civic activities. >

Streets can again

be friendly to transit...

...only if they become

friendly to pedestrians.




Consider the prospect for “transit enterprise corridors.” With the blessing of city
council, selected derelict locations might be turned into active development sites,
triggered by development incentives to private entrepreneurs and modern transit entre-
preneurs—tax breaks for investors, access to credit on favorable terms, judicious use of
eminent domain, rezoning to permit mixed land use with fewer restrictions, reduced
parking requirements, inducements to nonprofits and CDCs to build affordable housing
along transit corridors. Consider what might happen if transit agencies were again to
become development agencies. If currently bleak transit corridors were reconverted
into attractive places to live, walk, and shop, perhaps many more people would then
patronize the transit lines. After all, it was transit that initially defined these corridors,
then made them into prosperous business districts where civic activities were once
dynamic and rich.

If transit’s declining patronage does in part reflect the decline of the corridors, then
one way to attract more riders is to make those corridors attractive again. Transit agen-
cies should look back to their predecessors and once again become urban developers,
using public transit and corridor revival as mutually reinforcing instruments.

R E F E R E N C E S A. Loukaitou-Sideris, “Retrofit of Urban
Corridors: Land Use Policies and Design
Guidelines for Transit-Friendly

Barton Ashman Assoicates, Inner City .
Environments,” 1993. UCTC No. 180.

Transit Needs (report prepared for the Los
Angeles Metropolitan Transit Authority,

M. Southworth and K. Lynch, Designing and
1993).

Managing the Strip (Cambridge: Harvard-MIT

Joint Center for Urban Studies, 1974).
J. Fruin, Pedestrian Planning and Design

(Mobile: Elevated World, Inc., 1987).
R. Untermann, Accommodating the

Pedestrian (New York: Van Nostrand
Reinhold, 1984).

C.H. Liebs, Mainstreet to Miracle Mile:
American Roadside Architecture (Boston:

Little, Brown and Company, 1985).
A. Vernez-Moudin, ed., Public Streets for

Public Use (New York: Columbia University
Press, 1987).




* Adler, Jeffrey L. and
Michael G. McNally
“In-Laboratory Experiments to
Investigate Driver Behavior Under
Advanced Traveler Information
Systems (ATIS)”
1993 UCTC 184

Adler, Jeffrey L.,

Michael G. McNally and

Wilfred W. Recker

“Interactive Simulation for Modeling
Dynamic Driver Behavior in Response
to ATIS”
1993 UCTC 171

Adler, Jeffrey L., Thomas F. Golob
and Michael G. McNally

“A Structural Model with Discrete-
Choice Variables for Predicting
Enroute Behavior Under ATIS”

1993 UCTC 174

Adler, Jeffrey L.,

Wilfred W. Recker and

Michael G. McNally

“A Conflict Model and Interactive
Simulator (FASTCARS) for Predicting
Enroute Driver Behavior in Response
to Real-Time Traffic Condition
Information”

1992 UCTC 127

Adler, Jeffrey L.,

Wilfred W. Recker and

Michael G. McNally

“In-Laboratory Experiments to Analyze
Enroute Driver Behavior Under ATIS”
1993 UCTC 148

Adler, Jeffrey L,

Wilfred W. Recker and

Michael G. McNally

“Using Interactive Simulation to Model
Driver Behavior Under ATIS”

1992 UCTC 126

Baer, Christopher T., Daniel B.
Klein and John Majewski

“From Trunk to Branch: Toll Roads
in New York, 1800-1860”

1992 UCTC 121

Barnett, Roger

“British Rail’s InterCity 125 and 225,”
CalSpeed Series

1992 UCTC 114

Barnett, Roger

“Tilting Trains: The Italian ETR and
the Swedish X-2000,” CalSpeed Series
1992 UCTC 113

Bennett, Anna K.

and David D. Little

“Earthquake Effects on Employee
Transportation,”Studies on the Loma
Prieta Earthquake, No. 2

1990 UCTC 152

Bennett, Anna K.

and David D. Little
“Earthquake Effects on Employee
Transportation,”Studies on the
Loma Prieta Earthquake, No. 2
Executive Summary

1990 UCTC 153

Berechman, J. and

Kenneth A. Small

“Modeling Land Use and
Transportation: An Interpretive Review
for Growth Areas”

1988 UCTC 1

Blankson, Charles

and Martin Wachs

“Preliminary Evaluation of the Coastal
Transportation Corridor Ordinance in
Los Angeles”

1990 UCTC 32

Brownstone, David

“Multiple Imputations for Linear
Regression Models”

1991 UCTC 37

Brownstone, David

and Thomas F. Golob

“The Effectiveness of Ridesharing
Incentives: Discrete-Choice Models of
Commuting in Southern California”
1991 UCTC 93

Bunch, David S.

“Estimability in the Multinomial
Probit Model”

1991 UCTC 71

Bunch, David S.

and Ryuichi Kitamura

“Probit Model Estimation Revisited:
Trinomial Models of Household
Car Ownership”

1991 UCTC 70

Burns, Elizabeth

“Arizona’s Metropolitan Travel
Reduction Programs”

1992 UCTC 81

Burns, Elizabeth

“Improving Traffic Congestion by
Regulating Employee Travel:

A Phoenix Survey”

1991 UCTC 22

Burns, Elizabeth

“Linking Geographic Information
Systems and Trip Reduction: Success
and Failure in a Pilot Application”
1993 UCTC 143

Burns, Elizabeth

“Vance’s Commuting Analysis
Extended to the Suburban Southwest:
Tempe Arizona”

1992 UCTC 67

Cervero, Robert

“Accessibility and Third World
Rural Development: A Case Study of
Sumatra”
1990 UCTC 108

Cervero, Robert

“Congestion, Growth and Public
Choices”
1991 UCTC 51
Cervero, Robert
“Jobs-Housing Balancing and
Regional Mobility”

1989 UCTC 50

Cervero, Robert

“Land Market Impacts of Urban Rail
Transit and Joint Development: An
Empirical Study of Rail Transit in
Washington, D.C. and Atlanta”

1992 UECTE 135

Cervero, Robert

“Land Uses and Travel at Suburban
Activity Centers”

1991 UCTC 91

Cervero, Robert

“Land-Use Mixing and Suburban
Mobility”
1988 UCTC3

Cervero, Robert

“Paratransit in Southeast Asia:

A Market Reponse to Poor Roads?”
1991 UCTC 90

Cervero, Robert
“Profiling Profitable Bus Routes”
1990 UCTC 92

Cervero, Robert

“Ridership Impacts of Transit-Focused
Development in California”

1993 UCTC 176

Cervero, Robert

“Suburban Employment Centers:
Probing the Influence of Site Features
on the Journey-to-Work”

1991 UCTC 49

*

*

*

*

*

*

Cervero, Robert

“Surviving in the Suburbs:
Transit’s Ultimate Challenge”
1993 UCTC 169

Cervero, Robert and John Landis
“Suburbanization of Jobs and the
Journey to Work”

1991 UCTC 83

Cervero, Robert and Mark Dunzo
“An Assessment of Suburban-Targeted
Transit Service Strategies in the
United States”

1993 UCTC 178

Choy, Manhoi, Mei-Po Kwan
and Hong Va Leong

“On Real-Time Distributed
Geographical Database Systems”
1994 UCTC 216

Chu, Xuehao

“Endogenous Trip Scheduling:
The Henderson Approach
Reformulated and Compared with
the Vickrey Approach”

1993 UCTC 199

Chu, Xuehao and

Gordon J. Fielding

“Electronic Road Pricing in Southern
California: Policy Obstacles to
Congestion Pricing”

1994 UCTC 189

Cohn, Theodore E.
“Integration by the Human Eye:
Implications for Warning Signal
Design”
1993 UCTC 207

Cohn, Theodore E.

and David J. Lasley

“Wallpaper Illusion: Cause of
Disorientation and Falls on Escalators”
1990 UCTC 160

De Vany, Arthur and

W. David Walls

“Network Connectivity and Price
Convergence: Gas Pipeline
Deregulation”

1993 UCTC 202

De Vany, Arthur and

W. David Walls

“Pipeline Access and Market
Integration in the Natural Gas
Industry: Evidence from
Cointegration Tests”

1993 UCTC 200

¥* not previously listed

>
~
~
~
wv
wv




De Vany, Arthur and

W. David Walls

“When Barriers to Markets Fall:
Pipeline Deregulation, Spot Markets,
and the Topology of the Natural

Gas Market”

1992 UCTC 123

Deakin, Elizabeth

“Land Use and Transportation
Planning in Response to Congestion:
The California Experience”

1989 UCTC 54

Deakin, Elizabeth

“Suburban Traffic Congestion, Land
Use and Transportation Planning
Issues: Public Policy Options”

1990 UCTC 57

Deakin, Elizabeth

“The United States” (from Transport
Policy and the Environment: Six
Case Studies)

1990 UCTC 66

Deakin, Elizabeth

“Toll Roads: A New Direction
for U.S. Highways?”

1990 UCTC 56

Deakin, Elizabeth
“Transportation and Air Quality in
California: A Policy Analysis”
1989 UCTC 55

Deakin, Elizabeth
“Transportation and Land Use
Planning in California: Problems
and Opportunities for Improved
Performance”

1988 UCTC 53

DeLuchi, Mark A.

and J.M. Ogden

“Solar-Hydrogen Fuel-Cell Vehicles”
1993 UCTC 158

DeLuchi, Mark A., Quanlu Wang
and Daniel Sperling

“Electric Vehicles: Performance,
Life-Cycle Costs, Emissions, and
Recharging Requirements”

1989 UCTC7

Fielding, Gordon J.

and Daniel B. Klein

“High Occupancy / Toll Lanes:
Phasing in Congestion Pricing a Lane
at a Time”
1993 UCTC 179
Fielding Gordon J. and
Daniel B. Klein

“How to Franchise Highways”
1992 UCTC 134

*

* Girling, Tommy, Mei-Po Kwan
and Reginald G. Golledge
“Computational-Process Modelling of
Household Activity Scheduling”

1993 UCTC 217

*

Garling, Tommy, Mei-Po Kwan
and Reginald G. Golledge
“Computational-Process Modelling of
Travel Decisions: Review and
Conceptual Analysis”

1991 UCTC 209

Garrison, William L. and
Reginald R. Souleyrette II
“Relations between Transportation
and Production”

1990 UCTC 45

Giuliano, Genevieve
“Is Jobs-Housing Balance a
Transportation Issue?”
1991 UCTC 133

Giuliano, Genevieve

“New Directions for Understanding
Transportation and Land Use”

1989 UCTIC 2

Giuliano, Genevieve and

Kenneth A. Small

“Alternative Strategies for Coping with
Traffic Congestion”

1994 UCTC 188

Giuliano, Genevieve and
Kenneth A. Small

“Is the Journey to Work Explained by
Urban Structure?”

1992 UCTC 107

Giuliano, Genevieve and
Kenneth A. Small
“Subcenters in the Los Angeles
Region”

1990 UCTC 39

*

Giuliano, Genevieve and
Kenneth A. Small

“The Determinants of Growth of
Employment Subcenters”

1994 UCTC 220

Giuliano, Genevieve and
Martin Wachs

“Responding to Congestion and
Traffic Growth: Transportation
Demand Management”

1991 UCTC 86

Giuliano, Genevieve and
Thomas F. Golob

“Using Longitudinal Methods
for Analysis of a Short-Term

Transportation Demonstration Project”

1990 UCTC 28

Giuliano, Genevieve,
Keith Hwang and Martin Wachs

“Employee Trip Reduction in Southern

California: First Year Results”
1993 UCTC 164

Giuliano, Genevieve,

Keith Hwang and Martin Wachs
“Mandatory Trip Reduction

in Southern California:

First Year Results”

1992 UCTC 98

Giuliano, Genevieve, Keith Hwang,

Diane Perrine, and Martin Wachs
“Preliminary Evaluation of Regulation
XV of the South Coast Air Quality
Management District”

1991 UCTC 60

Glazer, Amihai and

Esko Niskanen

“Parking Fees, Congestion, and
Consumer Welfare”

1991 UCTC 24

*

Glazer, Amihai and

Esko Niskanen

“When Do Consumers Favor Price
Increases: With Applications to
Congestion and to Regulation”
1992 UCTC1983

*

Glazer, Amihai and

Esko Niskanen

“Why Voters May Prefer Congested
Public Clubs”

1992 UCTC 195

*

Glazer, Amihai and Kai A. Konrad
“Ameliorating Congestion by

Income Redistribution”

1993 UCTC 192

*

Glazer, Amihai and Refael Hassin
“Governmental Failures in
Evaluating Programs”

1994 UCTC 194

Glazer, Amihai, Daniel Klein
and Charles Lave

“Clean for a Day: Troubles with
California’s Smog Check”

1993 UCTC 163

*

Golledge, Reginald G.

“Do People Understand Spatial
Concepts: The Case of First-Order
Primitives”
1992 Uere 211

* Golledge, Reginald G.

“Place Recognition and Wayfinding:
Making Sense of Space”

1992 UCTC 212

*

*

*

*

Golledge, Reginald G.
“Time and Space in Route Preference”
1993 UCTC 213

Golledge, Reginald G.,

Mei-Po Kwan and Tommy Gérling
“Computational Process Modelling of
Travel Decisions: Empirical Tests”
1991 UCTC 210

Golledge, Reginald G.,

Mei-Po Kwan and Tommy Girling
“Computational-Process Modelling of
Household Travel Decisions Using a
Geographical Information System”
1994 UCTC 218

Golledge, Reginald G.,

Valerie Dougherty and Scott Bell
“Survey Versus Route-Based
Wayfinding in Unfamiliar
Environments”

1993 UCTC 214

Golob, Thomas F.

“Structural Equation Modeling of
Travel Choice Dynamics”

1988 UCTC 4

Golob, Thomas F.

“The Dynamics of Household Travel
Time Expenditures and Car Ownership
Decisions”
1990 UCTC 26

Golob, Thomas F. and

Jacqueline M. Golob

“Practical Considerations in the
Development of a Transit Users Panel”
1989 UCTC 17

Golob, Thomas F. and

Leo van Wissen

“A Joint Household Travel Distance
Generation and Car Ownership Model”
1989 UCTC 8

Goulias, Konstadinos G.

“A Dynamic Microsimulator for Travel
Demand Forecasting”

1992 UCTC 95

Goulias, Konstadinos G.
“Forecasting the Impact of
Sociodemographic Changes on Travel
Demand: Experiments with a Dynamic
Microsimulation Model System”

1992 UCTC 94

Goulias, Konstadinos G.
and Ram Pendyala
“Innovations in Transportation:
The Case of Telecommuting”
1991 UCTC 72

* not previously listed



Goulias, Konstadinos G.

and Ryuichi Kitamura

“Analysis of Binary Choice
Frequencies with Limit Cases:
Comparison of Alternative Estimation
Methods and Application to Weekly
Household Mode Choice”

1991 UCTC 96

Goulias, Konstadinos G.

and Ryuichi Kitamura
“Recursive Model System for Trip
Generation and Trip Chaining”
1991 UCTC 40

Goulias, Konstadinos G.,

Ram M. Pendyala and

Ryuichi Kitamura

“A Practical Method for the Estimation
of Trip Generation and Trip Chaining”
1991 UCTC 62

Goulias, Konstadinos G.,
Ram M. Pendyala and
Ryuichi Kitamura
“Updating a Panel Survey
Questionnaire”

1991° UCTC61

Hall, Peter, Brian Sands

and Walter Streeter

“Managing the Suburban Commute:
A Cross-National Comparison of Three
Metropolitan Areas”

1993 UCTC 177

Hall, Peter, Daniel Leavitt

and Erin Vaca

“High-Speed Trains for California.
Strategic Choice: Comparisons of
Technologies and Choice of Route,”
CalSpeed Series

1992 UCTC 104

Hall, Peter, Daniel Leavitt
and Erin Vaca

“High-Speed Trains for California.
Volume II: Detailed Segment
Descriptions, Cost Estimates, and
Travel Time Calculations,”
CalSpeed Series

1992 UCTC 105

Hall, Randolph W.

“Design for Local Area Freight
Networks”
1991 UCTC 63

Hall, Randolph W.

“Pickup and Delivery Systems for
Overnight Carriers”

1992 UCTC 106

*

Hall, Randolph W. and
Wei Hua Lin

“LTL Trucking in Los Angeles:
Congestion Relief through
Terminal Siting”

1990 UCTC 43

Hansen, Mark and Jacob Sutter
“The Shake with Freight: The Impact
of the Loma Prieta Earthquake on Bay
Area Truckers,” Studies on the Loma
Prieta Earthquake, No. 1

1990 UCTC 151

Hansen, Mark and

Sharon Weinstein

“East Bay Ferry Service and the
Loma Prieta Earthquake,” Studies on
the Loma Prieta Earthquake, No. 5
1991 UCTC 162

Harsman, Bjorn and

John M. Quigley

“The Spatial Segregation of Ethnic
and Demographic Groups:
Comparative Evidence from
Stockholm and San Francisco”
1993 UCTC 149

Hedrick, J.K. and Kyongsu Yi

“The Effect of Alternative Heavy Truck
Suspensions on Flexible Pavement
Response”
1991 UCTC 46

Hwang, Keith and

Genevieve Giuliano

“The Determinants of Ridesharing:
Literature Review”

1990 UCTC 38

Jayakrishnan, R.,

Michael G. McNally and

Michael 1. Cohen

“Simulation of Advanced Traveller
Information Systems (ATIS) Strategies
to Reduce Non-Recurring Congestion
from Special Events”

1993 UCTC 173

Jayakrishnan, R., Wei T. Tsai,
Joseph N. Prashker, and
Subodh Rajadhyaksha

“A Faster Path-Based Algorithm for
Traffic Assignment”

1994 UCTC 191

Jovanis, Paul P., Tetsuya Kaneko
and Tzuoo-Din Lin

“Exploratory Analysis of Motor Carrier
Accident Risk and Daily Driving
Patterns”
1991

UCTC 73

*

Kaneko, Tetsuya and

Paul P. Jovanis

“Multiday Driving Patterns and Motor
Carrier Accident Risk: A Disaggregate
Analysis”
1991 UCTC 59

Keeler, Theodore E.

“Highway Safety, Economic Behavior,
and Driving Environment”

1993 UCTC 65

Kim, Seyoung

“After the Resolution: Excess
Commuting for Two-Worker
Households in the Los Angeles
Metropolitan Area”

1993 UCTC 144

Kim, Seyoung

“Gender Differences in Commuting:
An Empirical Study of the Greater
Los Angeles Metropolitan Area”
1994 UCTC 190

Kitamura, Ryuichi

“Panel Analysis in Transportation
Planning: An Overview”

1990 UCTC 68

Kitamura, Ryuichi and

David S. Bunch

“Heterogeneity and State
Dependence in Household Car
Ownership: A Panel Analysis Using
Ordered-Response Probit Models
with Error Components”

1990 UCTC 52

Kitamura, Ryuichi, Jack M. Nilles,
Patrick Conroy, and

David M. Fleming

“Telecommuting as a Transportation
Planning Measure: Initial Results of
California Pilot Project”

1991 UCTC 58

Kitamura, Ryuichi,

Patricia L. Mokhtarian,

Ram M. Pendyala, and
Konstadinos G. Goulias

“An Evaluation of Telecommuting as
a Trip Reduction Measure”

1991 UCTC 5

Klein, Daniel B.

“The Voluntary Provision of Public
Goods? The Turnpike Companies of
Early America”

1990 UCTC 18

Klein, Daniel B. and

Gordon J. Fielding

“Private Toll Roads: Learning from
the 19th Century”

1992 UCTC 118

Klein, Daniel B. and

John Majewski

“Economy, Community and Law:
The Turnpike Movement in
New York, 1797-1845”

1991 UCTC 76

Klein, Daniel B. and

John Majewski

“Promoters and Investors in
Antebellum America: The Spread
of Plank Road Fever”

1991 UCTC 75

Kroll, Cynthia A., John D. Landis,
Qing Shen, and Sean Stryker
Economic Impacts of the Loma Prieta
Earthquake: A Focus on Small
Business,”Studies on the Loma Prieta
Earthquake, No. 3

1991 UCTC 154

* Kwan, Mei-Po and
Reginald G. Golledge
“Contributions of GIS to ATIS”
1994 UCTC 215

Lasley, David J.,

Russell D. Hamer, Robert Dister,
and Theodore E. Cohn

“Postural Stability and Stereo-
Ambiguity in Man-Designed

Visual Environments”

1991 UCTC 157

Lave, Charles

“Did the 65 Mile-Per-Hour Speed
Limit Save 3,1113 Lives?”

1991 UCTC 69

Lave, Charles

“Federal Subsidies and the Ruinous
Decline in Transit Productivity:

It Wasn’t Supposed to Turn Out
Like This”
1991 UCTC 74

Lave, Charles

“Measuring the Decline in Transit
Productivity in the U.S.”

1991 UCTC 159

Lave, Charles

“The Demand Curve Under Road-
Pricing and the Problem of Political
Feasibility”
1992 UCTC 136

Lave, Charles

“Things Won’t Get a Lot Worse:

The Future of U.S. Traffic Congestion”
1990 UCTC 33




Leavitt, Dan, Sean Ennis
and Pat McGovern

“The Cost Escalation of Rail Projects:

Using Previous Experience to Re-
Evaluate the CalSpeed Estimates,”
CalSpeed Series

1993 UCTC 156

* Leavitt, Daniel, Erin Vaca
and Peter Hall
“Revenue and Ridership Potential
for a High-Speed Rail Service in the
San Francisco / Sacramento -
Los Angeles Corridor”
Calspeed Series
1994 UCTC 185

Loukaitou-Sideris, Anastasia
“Retrofit of Urban Corridors: Land
Use Policies and Design Guidelines
for Transit-Friendly Environments”
1993 UCTC 180

Majewksi, John,
Christopher T.Baer and
Daniel B. Klein

“Market and Community in
Antebellum America: The Plank
Roads of New York”

1991 UCTC 47

McNally, Michael G.

“Regional Impacts of Neotraditional
Neighborhood Development”

1993 UCTC 172

McNally, Michael G. and
Sherry Ryan

“A Comparative Assessment of
Travel Characteristics for
Neotraditional Developments”
1992 UCTC 142

McNally, Michael G. and
Sherry Ryan

“Accessibility of Neotraditional
Neighborhoods: A Review of
Design Concepts, Policies, and
Recent Literature”

1992 UCTC 141

Meurs, Henk, Leo van Wissen
and Jacqueline Visser
“Measurement Biases in Panel Data”
1989 UCTC9

Miller, Vincent P. and

John M. Quigley

“Segregation by Racial and
Demographic Group: Evidence
from the San Francisco Bay Area”
1989 UCTC 14

*

Mokhtarian, Patricia L.

“A Typology of Relationships
Between Telecommunications and
Transportation”

1990 UCTC 82

Mokhtarian, Patricia L.
“An Empirical Analysis of the
Transportation Impacts of
Telecommuting”

1991 UCTC 131

Mokhtarian, Patricia L.

“An Empirical Evaluation of the
Travel Impacts of Teleconferencing”
1988 UCTC 132

Mokhtarian, Patricia L.
“Defining Telecommuting”
1992 UCTC 80

Mokhtarian, Patricia L.
“Telecommuting and Travel: State
of the Practice, State of the Art”
1991 UCTC 79

Mokhtarian, Patricia L.

and Ilan Salomon

“Modeling the Choice of
Telecommuting: Setting the Context”
1993 UCTC 147

Monismith, C.L., J. Lysmer,
J. Sousa, and J.K. Hedrick
“Truck Pavement Interactions:
Requisite Research”

1988 UCTC 48

Munshi, Kaivan and

Edward C. Sullivan

“A Freight Network Model for Mode
and Route Choice”

1989 UCTC.25

Novaco, Raymond W.
“Aggression on Roadways”
1989 UCTC 16

Novaco, Raymond W.
“Automobile Driving and
Aggressive Behavior”
1990 UCTC 42

Novaco, Raymond W.

and Cheryl Collier

“Commuting Stress, Ridesharing,
and Gender: Analyses from the 1993
State of the Commute Study in
Southern California”

1994 UCTC 208

Novaco, Raymond W.,

Daniel Stokols and Louis Milanesi
“Objective and Subjective Dimensions
of Travel Impedance as Determinants
of Commuting Stress”

1990 UCTC 30

Novaco, Raymond W.,

Wendy Kliewer and

Alexander Broquet

“Home Environment Consequences
of Commute Travel Impedance”
1991 UCTC 77

O’Regan, Katherine M.
“Space and Poverty: The Effect
of Concentrated Poverty”

1992 UCTC 150

O’Regan, Katherine M. and
John M. Quigley

“Family Networks and Youth
Access to Jobs”

1992 UCTC 128

O’Regan, Katherine M. and
John M. Quigley

“Labor Market Access and Labor
Market Outcomes for Urban Youth”
1991 UCTC 84

Parker, John K.

“Meeting Land Transportation
Needs of the Ports of Long Beach
and Los Angeles”

1990 UETE 35

Parker, John K.

“The Consolidated Transportation
Corridor: Surface Access to the Ports
of Long Beach and Los Angeles”
Final Report

1990 UCTC 137

Pendyala, Ram M.,
Konstadinos G. Goulias

and Ryuichi Kitamura
“Impact of Telecommuting on
Spatial and Temporal Patterns of
Household Travel”

1992 UCTC 111

Prosser, Neil A. and
Stephen G. Ritchie
“Real-Time Knowledge-Based
Integration of Freeway
Surveillance Data”

1990 UCTC 89

Ritchie, Stephen G.

“A Knowledge-Based Decision
Support Architecture for Advanced
Traffic Management”

1990 UCTC 31

Ritchie, Stephen G. and

Neil A. Prosser

“A Real-Time Expert System Approach
to Freeway Incident Management”
1990 UCTC 88

*

Sampath, Srikanth, Somitra
Saxena and Patricia L. Mokhtarian
“The Effectiveness of Telecommuting
as a Transportation Control Measure”
1991 UCTC 78

Sands, Brian D.

“InterCity Express: A Technical and
Commercial Assessment,”
CalSpeed Series

1992 UCTC 101

Sands, Brian D.

“The Development Effects of
High-Speed Rail Stations and
Implications for California”
Calspeed Series

1993 UCTC 115

Sands, Brian D.

“The Transrapid Magnetic
Levitation System: A Technical and
Commercial Assessment”
Calspeed Series

1992 UCTC 183

Scott, Allen J. (editor)

“Electric Vehicle Manufacturing in
Southern California: Current
Developments, Future Prospects”
1993 UCTC 170

Shaw, Peter

“Seaport-Surface Transportation
Access and Air Quality”

1993 UCTC 181

Shaw, Peter L.

“New Federal Transportation
Financing and Legislative Directions:
No New Taxes or $31 Billion a Year?”
1990 UCTC 36

Shaw, Peter L.
“Seaport-Surface Transportation
Access and Urban Transportation
Congestion”

1992 UCTC 116

Shaw, Peter L.

“Setting the State for National
Transportation Policy to the Year
2020: The Surface Transportation
and Uniform Relocation Assistance
Act of 1987”

1989 UCTC 13

Shaw, Peter L.

“Surface Transportation Policy
and Seaports” Final Report
1990 UCTC 138

% not previously listed



Shoup, Donald C.
“Cashing Out Employer-Paid Parking”
1992 UCTC 140

* Shoup, Donald C.
“Cashing Out Employer-Paid Parking:
A Precedent for Congestion Pricing?”
1993 UCTC 205

* Shoup, Donald C.
“Cashing Out Employer-Paid Parking:
An Opportunity to Reduce Minimum
Parking Requirements”
1994 UCTC 204

Shoup, Donald C. and
Richard W. Willson
“Commuting, Congestion and
Polution: The Employer-Paid
Parking Connection”

1992 UCTC 120

Shoup, Donald C. and
Richard W. Willson
“Employer-Paid Parking: The
Problem and Proposed Solutions”
1992 UCTC 119

* Small, Kenneth A.
“Economics and Urban Transportation
Policy in the United States”
1993 UCTC 219

* Small, Kenneth A.
“Real Costs of Transportation
and Influence of Pricing Policies”
1993 UCTC 187

Small, Kenneth A. and
Shunfeng Song

“Population and Employment
Densities: Structure and Change”
1993 UCTC 161

Small, Kenneth A. and

Shunfeng Song

“Wasteful Commuting: A Resolution”
1992 UCTC 87

* Song, Shunfeng
“Does Generalizing Density
Functions Better Explain Urban
Commuting? Some Evidence from the
Los Angeles Region”
1994 UCTC 197

* Song, Shunfeng
“Modelling Worker Residence
Distribution in the Los Angeles
Region”

1993 UCTC 196

* Song, Shunfeng
“Monocentric and Polycentric
Density Functions and Their
Required Commutes”

1992 UCTC 198

Song, Shunfeng
“Spatial Structure and
Urban Commuting”
1992 UCTC 117

Song, Shunfeng

“The Distribution of Population in
a Contemporary Metropolitan Area:
The Case of Orange County

[A Replication]”

1991 UCTC 44

Sperling, Daniel and

Mark A. DeLuchi

“Is Methanol the Transportation
Fuel of the Future?”

1989 UCTC 10

Sperling, Daniel and

Mark A. DeLuchi
“Transportation Energy Futures”
1989 UCTC 11

Streeter, Walter C.

“The French Train a Grande Vitesse:
Focusing on the TGV-Atlantique,”
CalSpeed Series

1992 UCTC 100

Taniguchi, Mamoru
“High Speed Rail in Japan:
A Review and Evaluation of
Magnetic Levitation Trains,”
CalSpeed Series

1992 UCTC 102

Taniguchi, Mamoru
“High Speed Rail in Japan:
A Review and Evaluation of
the Shinkansen Train,”
CalSpeed Series

1992 UCTC 103

Taylor, Brian D.

“Unjust Equity: An Examination
of California’s Transportation
Development Act”

1991 UCTC 64

Taylor, Brian D. and Paul M. Ong
“Racial and Ethnic Variations in
Employment Access: An Examination
of Residential Location and
Commuting in Metropolitan Areas.”
1993 UCTC 175

*

Tsuchida, Pamela and

Linda Wilshusen

“Commute Behavior in Santa Cruz
County,” Studies on the Loma Prieta
Earthquake, No. 4

1991 UCTC 155

Turrentine, Thomas and
Daniel Sperling

“Theories of New Technology
Purchase Decisions: The Case of
Alternative Fuel Vehicles”

1992 UCTC 129

Turrentine, Thomas,

Martin Lee-Gosselin,

Kenneth Kurani, and

Daniel Sperling

“A Study of Adaptive and Optimizing
Behavior for Electric Vehicles
Based on Interactive Simulation
Games and Revealed Behavior of
Electric Vehicle Owners”

1992 UCTC 130

Uhlaner, Carole J. and

Seyoung Kim

“Designing and Implementing a Panel
Study of Commuter Behavior: Lessons
for Future Research”

1993 UCTC 145

Vaca, Erin, Thomas Bordeaux,
Daniel Leavitt, and Peter Hall
“Revenue and Ridership Potential for a
High-Speed Rail Service in the San
Francisco / Sacramento - Los Angeles
Corridor: Technical Appendix”
Calspeed Series

1994 UCTC 186

van Wissen, Leo J.

“A Model of Household Interactions
in Activity Patterns”

1991 UCTC 15

van Wissen, Leo J. and
Thomas F. Golob

“Simultaneous Equation Systems
Involving Binary Choice Variables”
1990 UCTC 20

van Wissen, Leo J.,

Thomas F. Golob and

Hank J. Meurs

“A Simultaneous Dynamic Travel and
Activities Time Allocation Model”
1991 UCTC 21

Wachs, Martin

“Learning from Los Angeles:
Transport, Urban Form, and
Air Quality”
1993

UCTC 166

*

*

*

Wachs, Martin

“Policy Implications of Recent
Behavioral Research in Transportation
Demand Management”

1991 UCTC 165

Wachs, Martin

“Regulating Traffic by

Controlling Land Use: The Southern
California Experience”

1990 UCTC 12

Wachs, Martin

“Transportation Demand Management:
Policy Implications of Recent
Behavioral Research”

1990 UCTC 23

Wachs, Martin and
Genevieve Giuliano
“Employee Transportation
Coordinators: A New Profession
in Southern California”

1992 UCTC 99

Wachs, Martin, Brian D. Taylor,
Ned Levine, and Paul Ong

“The Changing Commute: A Case
Study of the Jobs/Housing
Relationship over Time”

1993 UCTC 167

Walls, W. David

“A Cointegration Rank Test of Market
Linkages with an Application to the
U.S. Natural Gas Industry”

1993 UCTC 201

Walls, W. David

“Competition and Prices in the
Deregulated Gas Pipeline Network:

A Multivariate Cointegration Analysis”
1993 UCTC 203

Walls, W. David

“Competition in a Network of Markets:
The Natural Gas Industry”

1992 UCTC 122

Wang, Quanlu and

Mark A. DeLuchi

“Impacts of Electric Vehicles on
Primary Energy Consumption and
Petroleum Displacement”

1991 UCTC 6

Wang, Quanlu, Catherine Kling
and Daniel Sperling

“Light-Duty Vehicle Exhaust
Emission Control Cost Estimates
Using a Part-Pricing Approach”
1993 UCTC 206




*

Wang, Quanlu, Catherine Kling
and Daniel Sperling

“Marketable Credits for Light-Duty
Vehicle Emission Control in California”
1992 UCTC 109

Wang, Quanlu, Mark A. DeLuchi
and Daniel Sperling
“Emission Impacts of Electric

Willson, Richard and

Elham Shirazi

“Transportation Demand
Management: Policy Implications
of Recent Behavioral Research”
Symposium Summary

1991 UCTC 29

Willson, Richard W.

Willson, Richard W. and
Donald Shoup

“Parking Subsidies and Travel
Choices: Assessing the Evidence”
1990 UCTC 34

Yi, Kyongsu and J.K. Hedrick
“Active and Semi-active Heavy
Truck Suspensions to Reduce

Yim, Youngbin

“Shopping Trips and Spatial
Distribution of Food Stores”
1993 UCTC125

Yim, Youngbin

“The Effects of Transportation Services
on the Scale of Food Retailing”

1992 UCTC 112

Vehicles” “Estimating the Travel and Pavement Damage”
1990 UCTC 41 Parking Demand Effects of 1989 UcerTC 27 Yim, Youngbin
Employer-Paid Parking” “Travel Distance and Market Size

Webber, Melvin M. 1992 UCTC 139 Yi, Kyongsu, Margaret Wargelin in Food Retailing”
“The Joys of Automobility” and J.K. Hedrick 1992 UCTC 124
1991 UCTC 110 “Dynamic Tire Force Control by

Semi-Active Suspensions”

1992 UCTC 97

D 1 S $S ERTATI ONS

Dissertations have not been reprinted, owing to their length. However, copies can be made on

Adler, Jeffrey Lewis

“An Interactive Simulation Approach
to Systematically Evaluate the
Impacts of Real-Time Traffic
Condition Information on Driver
Behavioral Choice”

1993 Diss 18

Blankson, Charles

“A Study of the Los Angeles Coastal
Transportation Corridor Specific Plan”
1989 Diss 10

Chatti, Karim

“Dynamic Analysis of Jointed
Concrete Pavements Subjected to
Moving Transient Loads”

1992 Diss 9

Chu, Xuehao

“Trip Scheduling and Economic
Analysis of Transportation Policies”
1993 Diss 16

DeLuchi, Mark A.

“Emissions of Greenhouse Gases
from the Use of Transportation
Fuels and Electricity”

1991 Diss 6

Photo Credits

*

*

Du, Yafeng

“Fleet Sizing and Empty
Equipment Redistribution for
Transportation Networks”
1993 Diss 11

Guensler, Randall

“Vehicle Emission Rates and Average
Vehicle Operating Speeds”

1994 Diss 19

Handy, Susan Leigh

“Regional versus Local Accessibility:
Variations in Suburban Form and the
Effects on Non-Work Travel”

1992 Diss 5

Kurani, Kenneth Stuart
“Application of a Behavioral Market
Segmentation Theory to New
Transportation Fuels in New Zealand”
1992 Diss 15

Levine, Jonathan Charles
“Employment Suburbanization
and the Journey to Work”
1990 Diss 12

*

O’Regan, Katherine M.
“Social Networks and Low Wage
Labor Markets”

1990 Diss 3

Pendyala, Ram Mohan

“Causal Modeling of Travel Behavior
Using Simultaneous Equations
Systems: A Critical Examination”
1993 Diss 14

Rubin, Jonathan David
“Marketable Emission Permit Trading
and Banking for Light-Duty Vehicle
Manufacturers and Fuel Suppliers”
1993 Diss 13

Song, Shunfeng
“Spatial Structure and
Urban Commuting”
1992 Diss 8

Souleyrette, Reginald R. I1
“Transportation Services and
Innovation in the Housing Industry:
A Study of the Relations Between
Transportation and Production”
1989 Diss 7

*

*

special order.

Taylor, Brian D.

“When Finance Leads Planning:
The Influence of Public Finance on
Transportation Planning and Policy
in California”

1992 Diss 1

Walls, David William

“Open Access Transportation, Network
Competition, and Market Integration in
the Natural Gas Pipeline Industry”
1992 Diss 17

Wang, Quanlu

“The Use of a Marketable Permit
System for Light-Duty Vehicle
Emission Control”

1992 Diss 2

Willson, Richard W.

“Employer Parking Subsidies, Mode
Choice, and Public Policy”

1991 Diss 4

Yim, Youngbin Lee

“The Relationship between
Transportation Services and Urban
Activities: The Food Retail
Distribution Case”

1990 Diss 20

* not previously listed

Front Cover background: Railway Age; Front Cover insets (I-r): Kathleen Buckley; Sean McCrary, The Bancroft Library; pg.2: Sean McCrary;

pg.4: Kathleen Buckley; pg.5 (map): Eureka Cartography, pgs.6 & 9: The Bancroft Library; pgs.16 & 17: Sean McCrary; pg.18: Caltrans; pg.20: The Bancroft Library;
pg.22: Sean McCrary; pg.23: Duncan Industries; pgs.25 & 30: The Bancroft Library; pg.31 (top): Anastasia Loukaitou-Sideris; pg.31 (bottom): Sean McCrary;

Back Cover: California State Automobile Association.

&



O R D E R F O R M

UCTC # AUTHOR TITLE QUANTITY

ACCESS NUMBER 4
Spring 1994

Editor: Lydia Chen
Design: Beth Loudenberg

Manager: Katharine Crum

UCTC Papers are free, but please limit your request to subjects of genuine interest to you.
Dissertations are available on special order.
If you would like to be added to our mailing list to receive future issues of @
Access, please check here ]
University of California
Transportation Center

NAME

Printed on recycled paper.

ORGANIZATION

ADDRESS

PHONE

SEND TO:
Publications, University of California Transportation Center
108 Naval Architecture Building
University of California, Berkeley, CA 94720
Telephone (510) 643-5454 Fax (510) 643-5456




The Access Almanac:

Love, Lies, and Transportation in L.A.

In the past six months Angelenos have been shaken by earthquakes and scorched by brush fires.
Sort of like lumps of tofu in a stir-fry wok. But, what the hell, we're tough out here. We can take it.

What does scare us, though, is suffocation. We're about to go down for the third time in the
sea of media cliches that followed the quake. One more mention of “California’s love affair with the
car” and we'’re goners. That’s not us. If we wanted to fondle cars, we’d be somewhere in Alabama.

But aren’t Californians slaves to their cars? Compared to whom? Thirty-six states have
more vehicles per capita than California.

But don’t we drive a lot? Well, the folks in 36 states drive more miles per capita than we do.
But don’t Californians get a driver’s license at birth? Not exactly, 37 states have more drivers per
capita than we do. And for those of you with Greenish inclinations, 42 states use more gasoline and
diesel per capita than we do. Ah, but what about public transit? Yes, we have it and we use it.
Forty-two states use transit less than we do. The numbers are all right there in Highway Statistics
and the Statistical Abstract published by the Feds. That’s primary data, not secondary hearsay
from newspaper clippings.

So how did this love-affair stuff get started? I have the inside story from a highly placed
source. Once upon a time, a New York reporter came out here to learn about the horrors of
auto-eroticism. Seek and ye shall find. Especially if you start with the conclusion and then search
until you find a fact that supports it. Ignoring the ordinary, this guy finally found someone with
a 90-minute commute. He could now go home and write his story: People in Los Angeles travel
90 minutes to get to work.

Not exactly a scientific sample. Suppose I were to visit New York, searched for a long
time and found a smiling New Yorker. Would it be fair if [ wrote a story accusing New Yorkers
of being happy?

But seriously, the pesky government statistics even have something to say about that 90-minute
commuter fish-story. Turns out the average commute in L.A. is 26 minutes and the average commute
in New York is 5 minutes longer, 31 minutes. That’s 10 minutes a day we save on a round trip—extra
time to fight brush fires, clear quake rubble, or hum a mantra.

So much for our fabled auto dependence. What phrase might take its place to fill the cliche
gap? Well, we do have a lot of hot tubs. Why not write about California’s love affair with hot water?

— Charles Lave



MEASURING CALIFORNIA’S “AUTO DEPENDENCE"”

MOTOR FUEL ; MOTOR FUEL LICENSED DRIVERS VMT VMT VEHICLES % OF WORKERS
PER VEHICLE  PER PERSON PER 1,000 PER PERSON PER DRIVER PER 1,000 TAKING TRANSIT
PERSONS PEOPLE TO WORK

ALABAMA 7122 653 79 10,497 14,610 905 0.8% ALABAMA R s e
ALASKA 602 497 7,054 12,645 826 2.6% ALASKA
ARIZONA 716 544 640 9.314 14,554 760 2.1% ARIZONA
ARKANSAS 1,100 687 725 9,247 12,750 624 0.5% ARKANSAS
COLORADO 570 514 617 8,216 13,314 902 3.0% COLORADO
CONNECTICUT 592 466 672 8,091 12,034 787 4.0% CONNECTICUT
DELAWARE 23 568 728 9,884 13,570 785 2.5% DELAWARE
FLORIDA 688 517 730 8,547 11,708 752 2.1% FLORIDA
GEORGIA 77 670 696 11,023 15,835 863 2.9% GEORGIA
HAWAII 538 370 616 7174 11,638 692 7.6% HAWAII
IDAHO 590 599 685 9,931 14,498 2.0% IDAHO
ILLINOTS 652 463 638 7,401 11,608 710 10.3% ILLINOIS
INDIANA 775 610 616 9,673 15,715 787 2.6% INDIANA
10WA 642 612 664 8,236 12,399 955 1.3% 10WA
KANSAS 788 593 714 9,293 13,022 753 0.7% KANSAS
KENTUCKY m 616 650 9,484 14,589 798 17% KENTUCKY
LOUISIANA 725 519 610 8,163 13,377 716 31% LOUISIANA
MAINE 726 576 720 9,594 13,329 793 0.9% MAINE
MARYLAND 661 494 661 8,508 12,866 747 8.4% MARYLAND
MASSACHUSETTS 702 429 701 7,761 11,065 611 8.5% MASSACHUSETTS
MICHIGAN 672 520 687 8,746 12,735 773 1.7% MICHIGAN
MINNESOTA 756 558 574 8,857 15,418 739 3.8% MINNESOTA
MISSISSIPPI 852 621 743 9,605 12,936 728 0.8% MISSISSIPPI
MISSOURI 841 644 724 9,884 13,660 766 2.1% MISSOURI
MONTANA 734 696 718 10,290 14,327 948 0.6% MONTANA
NEBRASKA 702 619 671 9,848 13,189 882 1.2% NEBRASKA
NEVADA 909 624 708 9,185 11,566 686 2.7% NEVADA
NEW HAMPSHIRE 626 514 767 8,991 1,722 820 0.7% NEW HAMPSHIRE
NEW JERSEY 687 729 7,640 m 9.0% NEW JERSEY
NEW MEXICO 789 699 10,835 853 NEW MEXICO
NEW YORK 665 569 ] NEW YORK
NORTH CAROLINA 747 675 NORTH CAROLINA
NORTH DAKOTA 716 709 671 990 NORTH DAKOTA
0RI0 644 510 794 0HIO
OKLAHOMA 756 635 841 OKLAHOMA
OREGON 683 586 858 OREGON
PENNSYLVANIA 686 461 672 PENNSYLVANIA
RHODE ISLAND 651 408 626 RHODE ISLAND
SOUTH CAROLINA 880 611 694 SOUTH CAROLINA
SOUTH DAKOTA 703 702 m 999 SOUTH DAKOTA
TENNESSEE 656 601 685 917 1.4% TENNESSEE
TEXAS 794 581 651 32 2.3% TEXAS
UTAH 740 514 603 695 2.4% UTAH
VERMONT 755 595 777 788 0.8% VERMONT
VIRGINIA 710 567 740 799 41% VIRGINIA
WASHINGTON 610 535 696 878 4.7% WASHINGTON Source Notes:
WEST VIRGINIA 787 557 714 707 1.1% WEST VIRGINIA Transit mode share doto come
WISCONSIN 702 22 685 m 2.6% WISCONSIN ifg;esl'g';’;”':"’ W 1,
WYOMING 997 0 WYOMING All other data come from

Highway Statistics, 1991,
published by FHWA, U.S. DOT,
Tables MF-21, MF-21A, MV-1,
DL-1B, VM-2.
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