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Appendix E – Data Collection and
Modeling

E.1 Overview of Travel Demand Modeling

Travel demand models are used to project future traffic and are the basis for the determi-
nation of the need for new road capacity, transit service changes and changes in land use
policies and patterns.  Travel demand modeling involves a series of mathematical models
that attempt to simulate human behavior while traveling.  The models are done in a
sequence of steps that answer a series of questions about traveler decisions.  Attempts are
made to simulate all choices that travelers make in response to a given system of high-
ways, transit and policies.  Many assumptions need to be made about how people make
decisions, the factors they consider and how they react to a particular transportation
alternative.

Travel simulations require that an urban area be represented as a series of small geo-
graphic areas called travel analysis zones (TAZs).  TAZs are characterized by their popu-
lation, employment and other factors and are the places where trips begin (trip producers)
or end (trip attractors).  Trip making is first estimated at the household level and then
aggregated to the zone level.  Trip making is assumed to begin at the center of activity in a
zone (zone centroid).  Trips that are very short and that begin and end in a single zone
(intrazonal trips) are usually not directly included in the forecasts.  This limits the analysis
of pedestrian and bicycle trips in the typical travel demand modeling process since they
tend to be short trips.

The Twin Cities regional travel demand model was developed by the Metropolitan
Council and the Minnesota Department of Transportation.  This model, divided up into
1,200 TAZs, was developed in the early 1990s based on Census data, and a Travel Behavior
Inventory.

E.1.1 Network Development

The highway system and transit systems are represented as networks for computer analy-
sis.  Networks consist of links to represent highways segments or transit lines and nodes
to represent intersections and other points on the network.  Data for links includes travel
times on the link, average speeds, capacity, and direction.  Node data includes informa-
tion about intersections and the location of the node (coordinates).
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E.1.1.1 Highway Network

The highway networks for 2000 and 2020 were updated to include major facility changes
that have occurred since the model was last updated.  This includes improvements to
I-394, I-35W (extension of the HOV lanes to 46th Street), and other major roadway capacity
changes and connectivity changes that may affect the operation of the HOV lanes.

For this study, capacity and speed adjustments were made to the HOV lane links in the
network.  In the with HOV scenario, the typical HOV lane capacity was 1,400 vehicles per
hour per lane (vphpl) and speeds were approximately the same or five to 10 mph greater
than their adjacent general-purpose lanes.  For the without HOV scenario, the HOV lane
capacities and speeds were made consistent with the general-purpose lanes (capacity of
1,950 vphpl).  This resulted in more available capacity for use in the without HOV lane
scenario.

For the without HOV scenario, the existing concurrent HOV lane links were removed
from the network and a lane was added to the adjacent general-purpose lanes.  The
barrier-separated section on I-394 was maintained but all modes (SOV and HOV) were
permitted to use it in the without HOV scenario.

“Districts” were established for estimating the impacts within the I-394 corridor, I-35W
corridor, and in the remainder of the region.  These were originally established in IDAS
and utilized to disaggregate the model performance estimates.

E.1.1.2 Transit Network

The transit network reflects transit facilities currently in operation.  Originally, the 2000
transit network was used to forecast the usage of transit.  This forecast resulted in
approximately 20 percent growth in transit trips in 2020.  However, it was later discovered
that an updated transit network was available, which doubled the current transit opera-
tions.  This and the corresponding shifts from mode choice were rerun to compare to the
previous analysis.  This new analysis resulted in a 50 percent growth in transit trips going
to downtown Minneapolis.  The changes were compared and deemed by Metro Council to
be close enough not to require re-running of 2020 analyses.  However, transit person trips
for the three bottleneck locations were changed from 20 percent to 50 percent increases in
transit trips and vehicles were doubled.

E.1.2 Four-Step Travel Demand Model Process

The travel simulation process follows trips as they begin at a trip generation zone, move
through a network of links and nodes and end at a trip-attracting zone.  The simulation
process is known as the four-step process for the four basic models used.  These are trip
generation, trip distribution, mode split and traffic assignments.  The process used to rep-
resent urban areas and the use of model results will also be described.  The basic modeling
process is illustrated in the diagram below (Figure E.1).
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Figure E.1 Basic Travel Demand Forecasting Four-Step Process

Source: U.S. DOT Travel Model Improvement Program.

E.1.2.1 Trip Generation

The first step in travel forecasting is trip generation.  In this step, information from land
use, population, and economic forecasts are used to estimate how many person trips will
be made to and from each zone.  This is done separately by trip purpose.  Trip purposes
that can be used include home-based work trips, home-based shopping trips, home-based
other trips, school trips, non-home-based trips, and truck trips.  Trip generation uses trip
rates that are averages for large segment of the study area.  Trip productions are based on
household characteristics, such as the number of people in the household and the number
of vehicles available.  Trip generation is used to calculate person trips.  These are later
adjusted in the mode split/auto occupancy step to determine vehicle trips.

Total trips generated in the region will not differ due to changes in the transportation
system.  This is because the amounts of trips are determined primarily by the socioeco-
nomic characteristics of the region, and is independent of the available transportation
networks.  Therefore, the socioeconomic data were updated in simulated existing condi-
tions and for projecting 2020 transportation alternatives.

E.1.2.2 Trip Distribution

Trip generation finds the number of trips that begin or end at a particular zone.  These trip
ends are linked together to form an origin-destination pattern of trips through the process
of trip distribution.  Trip distribution is used to represent the process of destination choice.
Trip distribution leads to a large increase in the amount of data, which needs to be dealt
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with.  Origin-destination tables are very large.  For the Twin Cities Model, which consists
of 1,200 TAZs, there are 1,440,000 possible trip combinations in its O-D table.  Separate
tables are also done for each trip purpose.

The Twin Cities Model uses the ‘gravity model’ for trip distribution.  The gravity model
takes the trips produced at one zone and distributes to other zones based on the size of the
other zones (as measured by their trip attractions) and on the basis of the distance to other
zones.  A zone with a large number of trip attractions will receive a greater number of
distributed trips than one with a small number of trip attractions.  Distance to possible
destinations is the other factor used in the gravity model.  The number of trips to a given
destination decreases with the distance to the destination (it is inversely proportional).
The distance effect is found through a calibration process, which tries to lead to a distri-
bution of trips from the model similar to that found from field data.

‘Distance’ can be measured several ways.  The simplest way this is done is to use auto
travel times between zones as the measurement of distance.  Other ways might be to use a
combination of auto travel time and cost as the measurement of distance.  Still another
way is to use a combination of transit and auto times and costs (composite cost).  This
method involves multiplying auto travel times and costs by a percentage and transit
time/cost another percentage to get a composite time and cost of both modes.  Because of
calculation procedures, the model must be iterated a number of times in order to balance
the trip numbers to match the trip productions and attractions found in trip generation.

E.1.2.3 Mode Choice

Mode choice is one of the most critical parts of the travel demand modeling process.  It is
the step where trips between a given origin and destination are split into trips using tran-
sit, trips by car pool or as automobile passengers and trips by automobile drivers.  Calcu-
lations are conducted that compare the attractiveness of travel by different modes to
determine their relative usage.  All proposals to improve public transit or to change the
ease of using the automobile are passed through the mode split/auto occupancy process
as part of their assessment and evaluation.  It is important to understand what factors are
used and how the process is conducted in order to plan, design and implement new sys-
tems of transportation.

The Twin Cities Model uses the ‘Logit’ model to determine mode split.  This involves a
comparison of the “disutility” of travel between two points for the different modes that
are available.  Disutility is a term used to represent a combination of the travel time, cost
and convenience of a mode between an origin and a destination.  It is found by placing
multipliers (weights) on these factors and adding them together.  Travel time is divided
into two components:  1) in-vehicle time to represent the time when a traveler is actually
in a vehicle; and 2) out-of-vehicle time which includes time spent traveling, which occurs
outside of the vehicle (time to walk to and from transit stops or parking places, waiting
time, transfer time).

Travel cost is multiplied by a factor to represent the value that travelers place on time
savings for a particular trip purpose.  For transit trips, the cost of the trip is given as the
average transit fare and in/out of vehicle time for that trip while for auto trips cost is
found by adding the parking cost to the length of the trip as multiplied by a cost per mile.
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HOV trip cost is a combination of the two.  For instance, many HOVs currently receive
reduced parking rates at the Third Avenue Distributor parking garages in Downtown
Minneapolis.

Once disutilities are known for the various mode choices between an origin and a desti-
nation, the trips are split among various modes based on the relative differences between
disutilities.  The logit equation is used in this step.  A large advantage in disutility will
mean a high percentage for that mode.  Mode splits are calculated to match splits found
from actual traveler data.

Automobile, transit, and HOV trips are converted from person trips to vehicle trips with
an auto occupancy model.  Mode split and auto occupancy analysis can be two separate
steps or can be combined into a single step, depending on how a forecasting process is set
up.  In the simplest application a highway/transit split is made first which is followed by
a split of automobile trips into auto driver and auto passenger trips.  The Twin Cities
Model divides trips into multiple categories (single occupant auto, two or more person car
pool, local bus and express bus, etc.).

E.1.2.3 Time-of-Day Estimation

Time of day models take the estimated daily trips and distribute them across various peri-
ods of time to more accurately reflect travel in the peak hours or periods.  The time peri-
ods used for the HOV study analysis were:

A.M. peak hour;

A.M. peak shoulders;

First P.M. peak hour;

Second P.M. peak hour; and

P.M. peak shoulders.

E.1.2.4 Assignment

Upon determining the split of trips into highway and transit modes, the specific path that
they use to travel from their origin to their destination is found.  These trips are then
assigned to that path.  Traffic assignment is the most time consuming and data intensive
step in the process.  The process first involves the calculation of the shortest time path
from each origin to all destinations.

Trips for each O-D pair are then assigned to the links in the minimum path and the trips
are added up for each link.  The assigned trip volume is then compared to the capacity of
the link to see if it is congested.  If a link is congested the speed on the link needs to be
reduced to result in a longer travel time on that link.  The whole process is undergoes sev-
eral iterations until there is equilibrium between travel demand and travel supply.

Transit trip assignment is done in a similar way to auto trip assignment, except that transit
headways are adjusted rather than travel times.
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E.1.3 Model Calibration and Validation

This model was originally calibrated for the Year 1990.  Model calibration and validation
were updated to the current year for volumes and speeds in a few locations in the study
area.  The calibration and validation for this study focused on Average Weekday Traffic
Volumes (AWDT) and Mn/DOT Quarterly Report data in the study corridors.

E.2 ITS Deployment Analysis System (IDAS) Model
Parameters

Several of the national default IDAS parameters were adjusted to reflect local conditions
in the Twin Cities area and be consistent with the Twin Cities regional travel demand
model.  The following describes the assumptions and parameters used for the IDAS
analysis for estimating the travel time reliability, safety, emissions, and fuel consumption
measures.

E.2.1 Import of Travel Demand Model Data

IDAS uses the network and trip table data from the regional travel demand model to
establish the database for use in the analysis.  The following identifies the network and
trip table data obtained from the Twin Cities regional model and imported into IDAS:

Node – node number, x coordinate, and y coordinate;

Link – Anode, Bnode, facility type, area type, number of lanes, capacity, speed, volume,
time/speed indicator, and distance; and

Trip table data – O/D trip matrix, occupancy, trip type (vehicle or person), in-vehicle
time, and out-of-vehicle time.

E.2.2 Benefits Assignment Analysis Parameters

The following identifies the parameters adjusted within IDAS to reflect local conditions,
including the sources of the information.

Volume delay curves from the Twin Cities regional travel demand model were obtained
and entered into IDAS for use in the analysis.  Figure E.2 presents a sample view within
IDAS of the volume delay curves adjusted for local conditions.  The metered freeway
curve is reflected under the Urban Speed Factor title and the unmetered freeway values
are in the Suburban-Rural Speed Factor.  Note that this does not mean that metered free-
ways are in urban areas or unmetered are in rural.  The imported link file was adjusted so
that metered freeways would fall into the urban area type and unmetered in suburban-
rural so the correct curves would be used in the model assignment.
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Figure E.2 Volume Delay Curve for Metered Freeway and Unmetered Freeway

The emission rates used for the analysis were derived from Mobile5A.  Figure E.3 presents
an example of hydrocarbon emission rates used for 2020 analysis (in grams per VMT).

Figure E.3 Sample HC Emissions Rates for 2020
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Figures E.4 and E.5 identify the fuel rates used for the study.  These rates are national
default rates included in IDAS.  Figure E.4 was used for freeway facilities and rates in
Figure E.5 were used for arterial roadways.

Figure E.4 Fuel Consumption Rates for Freeways

Figure E.5 Fuel Consumption Rates for Arterials
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The crash rates in IDAS were adjusted to reflect local conditions since data were available.
Typically, the Minnesota State crash rates are lower than the national average.  The values
shown in Figures E.6 through E.8 are based upon crash data in the Minnesota Crash Facts
2000 prepared by the Department of Public Safety, Office of Traffic Safety.  Crash rates
were not available by speed range, so the Minnesota injury and property damage only
(PDO) crash rates were adjusted at volume to capacity (v/c) ratios above 0.79 to reflect
national increase trends at these v/c ranges.

Figure E.6 Fatality Crash Rates

Figure E.7 Injury Crash Rates
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Figure E.8 PDO Crash Rates

Travel time reliability was also estimated using IDAS.  As mentioned in the report, travel
time reliability is only computed for the freeway facilities within IDAS.  Figure E.9 pres-
ents the national default rates used to estimate travel time reliability.

Figure E.9 Travel Time Reliability Rates

E.3 Performance Measure Assumptions and Results

The following describes some of the assumptions used in the analysis and provides more
detailed data regarding the findings presented in the body of the final report.
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E.3.1 Traffic Flow Impacts

E.3.1.1 Travel Time and Speed

Changes in travel times and speeds were obtained using the Twin Cities regional travel
demand model.  Average speeds used to compute average travel times through the HOV
corridors were obtained from vehicle miles traveled (VMT) and vehicle hours traveled
(VHT) estimates for the corridors.  The corridors only include the freeway facility itself
(the HOV lane and the adjacent general-purpose lanes).  These were obtained separately
for I-35W and I-394.  It does not include parallel facilities.  The speeds obtained from the
model are identified in Table E.1.

Table E.1 Estimated Travel Speeds for the HOV Corridors from the Model

2000 2020

A.M. P.M. A.M. P.M.

With HOV: I-394 HOV Concurrent 56.0 58.1 54.5 50.3

I-394 General-Purpose Lanes 38.2 33.7 26.6 24.6

I-35W HOV Lanes 62.9 61.4 57.4 52.7

I-35W General-Purpose Lanes 34.2 32.1 16.1 16.4

I-394 HOV Barrier 56.4 55.9 56.6 55.7

Without HOV: I-394 General-Purpose Lanes 43.6 39.5 31.4 28.4

I-394 Barrier 43.2 42.0 40.6 39.3

I-35W 42.8 41.3 20.9 20.9

Difference: I-394 HOV Barrier -13.3 -13.9 -16.0 -16.5

I-394 Concurrent -12.4 -18.6 -23.1 -21.9

I-394 General-Purpose Lanes 5.4 5.8 4.8 3.9

I-35W HOV Facility -20.1 -20.1 -36.5 -31.8

I-35W General-Purpose 8.6 9.2 4.8 4.5

E.3.1.2 Vehicle and Person Throughput

Vehicle and person throughput were estimated from the model for a few key bottleneck
locations (the same locations as in the HOV quarterly reports generated by Mn/DOT
Metro Division – Freeway Operations Section).  These locations are shown in Figure E.10.
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Figure E.10 Bottleneck Locations for Comparing Vehicle and Person
Throughput Results

Tables E.2 and E.3 present the estimated vehicle volumes for these three bottleneck loca-
tions from the travel demand model.

Table E.2 Estimated Model Vehicle Volumes at Bottleneck Locations
(A.M. Peak Period)
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Table E.3 Estimated Model Vehicle Volumes at Bottleneck Locations
(P.M. Peak Period)

Using an average vehicle occupancy of one for SOVs and 2.1 for HOVs, consistent with
violation rates obtained in the field and used for the HOV Quarterly Reports, person trips
were estimated.  These are shown in Tables E.4 and E.5.  The SOV and HOV values came
directly from the vehicle volumes from the travel demand model.  Transit trips in the with
HOV scenario are from the Spring 2001 HOV Quarterly Report.  From the travel demand
model, total change in transit trips were estimated for each of the peak periods.  These
changes were applied to the two corridors at I-394/Penn and I-35W/Minnesota River
according to the proportion of trips in the with HOV scenario.  The change in transit at
Louisiana and Winnetka were a proportion of the change at Penn, using the with HOV
proportion.  The transit trips were applied to the HOV versus general-purpose lanes
according to the SOV and HOV proportions in the without HOV scenario.  The travel
demand model estimated an increase in transit trips over the 2000 with HOV scenario of
50 percent for trips going to downtown Minneapolis.  This 50 percent was used to esti-
mate the number of person trips for the 2020 with HOV scenario.  The estimated change in
transit trips from the 2020 without HOV scenario was applied similarly to the 2000
scenario.
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Table E.4 Estimated Person Volumes at Bottleneck Locations for 2000

Table E.5 Estimated Person Volumes at Bottleneck Locations for 2020

Figures E.11 to E.14 present change in volume plots from the travel demand model.  Green
represents increases in volumes and red shown decreases in volumes.  Note that these
only represent the general-purpose lanes in the case of I-394.  The increase in volume in
the barrier-separated lanes is not represented in these figures.
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Figure E.11 Estimated Model Volume Changes When HOV Lanes Opened to
All Traffic – 2000 A.M. Peak Hour (6:30 A.M. to 7:30 A.M.)

Red (dark shading) – decreases, green (light shading) – increases.
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Figure E.12 Estimated Model Volume Changes When HOV Lanes Opened to
All Traffic – 2000 P.M. Peak Hour (4:40 P.M. to 5:40 P.M.)

Red (dark shading) – decreases, green (light shading) – increases.
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Figure E.13 Estimated Model Volume Changes When HOV Lanes Opened to
All Traffic – 2020 A.M. Peak Hour (6:30 A.M. to 7:30 A.M.)

Red (dark shading) – decreases, green (light shading) – increases.
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Figure E.14 Estimated Model Volume Changes When HOV Lanes Opened to
All Traffic – 2020 P.M. Peak Hour (4:40 P.M. to 5:40 P.M.)

Red (dark shading) – decreases, green (light shading) – increases.
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Volume to capacity (v/c) values were also computed for the three bottleneck locations.
These are shown in Table E.6.  Figures E.15 to E.24 show v/c ratios in 2000 in the HOV
corridors and a parallel roadway (TH 77) both with HOV and without HOV.

Table E.6 Volume to Capacity Ratios for Bottleneck Locations from Model
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Figure E.15 Model Estimated V/C on I-394 from I-494 to Hwy 169 –
2000 A.M. Peak Hour (6:30 A.M. to 7:30 A.M.)

With HOV

Without HOV
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Figure E.16 Model Estimated V/C on I-394 from Hwy 100 to
Downtown – 2000 A.M. Peak Hour (6:30 A.M. to
7:30 A.M.)

With HOV

Without HOV
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Figure E.17 Model Estimated V/C on I-35W at the Minnesota
River – 2000 A.M. Peak Hour (6:30 A.M. to 7:30 A.M.)

With HOV Without HOV
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Figure E.18 Model Estimated V/C on I-35W near I-494 – 2000 A.M.
Peak Hour (6:30 A.M. to 7:30 A.M.)

With HOV Without HOV
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Figure E.19 Model Estimated V/C on I-394 from I-494 to Hwy 169 –
2000 P.M. Peak Hour (4:40 P.M. to 5:40 P.M.)

With HOV

Without HOV
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Figure E.20 Model Estimated V/C on I-394 from Hwy 100 to
Downtown – 2000 P.M. Peak Hour (4:40 P.M. to
5:40 P.M.)

With HOV

Without HOV
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Figure E.21 Model Estimated V/C on I-35W at the Minnesota
River – 2000 P.M. Peak Hour (4:40 P.M. to 5:40 P.M.)

With HOV Without HOV
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Figure E.22 Model Estimated V/C on I-35W near I-494 – 2000 P.M.
Peak Hour (4:40 P.M. to 5:40 P.M.)

With HOV Without HOV
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Figure E.23 Model Estimated V/C on Parallel Facility TH 77 –
2000 A.M. Peak Hour (6:30 A.M. to 7:30 A.M.)

With HOV Without HOV
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Figure E.24 Model Estimated V/C on Parallel Facility TH 77 –
2000 P.M. Peak Hour (4:40 P.M. to 5:40 P.M.)

With HOV Without HOV
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Table E.7 presents the VMT and VHT estimates from the travel demand model for auto
trips by corridor.

Table E.7 Vehicle Miles Traveled and Vehicle Hours Traveled for Autos from
the Travel Demand Model by Corridor

E.3.1.3 Travel Time Reliability

Table E.8 presents the travel time reliability estimates from IDAS.  These values are for
freeways only and do not include arterials or reliability for transit in the bus-only shoul-
ders.

Table E.8 Travel Time Reliability from IDAS (for Freeways Only)

E.3.2 HOV and Transit Use Impacts

E.3.2.1 Mode Shift

Table E.9 presents the estimated shift in total trips when the HOV lanes are opened to all
traffic using the model.  The increase in HOV trips in 2020 is likely a result of transit trips
shifting to auto and realizing a parking advantage and/or being constrained by income
level.  These shifts represent a small portion of the overall carpool and transit trips in the
region.  For transit, this is approximately three percent (both 2000 and 2020) and for car-
pool it is about one percent in 2000 and 0.1 percent in 2020.
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Table E.9 Shift in Total Trips

E.3.2.2 Change in Transit Vehicles to Maintain Headways

An approach for determining the additional number of buses/operators that may result if
the HOV lanes were open to all traffic was developed with assistance from the transit rep-
resentatives on the TWG.  This study assumed that current headways would need to be
maintained, regardless of any ridership increases or decreases.  This approach is outlined
below.  There were cases where this approach did not apply (e.g., where service is
demand-based, not run on headways).  To address this, the approach was applied to all of
the routes affected, and then the results were discussed with each of the transit represen-
tatives and the values were adjusted to reflect these discussions.

Approach

According to typical transit planning methods, the number of buses required to maintain
a specific headway is:

headway

timecycle
busesofNumber

The cycle time, if the lanes were opened to all traffic, became the existing cycle time, plus
the change in travel time on the roadway segments that are being opened to all traffic.
This assumed that travel times on the other portions of the bus routes remained the same.
The increase in travel time on the roadway segments opened to all traffic was estimated
using speeds generated from the travel demand model and an estimate of speed for bus-
only shoulder operations.

The assumptions included:

Buses would use bus-only shoulder facilities where feasible, and the general lanes with
all traffic where bus-only shoulders are not feasible;

The maximum speed for bus-only shoulders is 35 mph;
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The estimated average speed for the bus-only shoulder is 25 mph (from Metro Transit);

Speed for the mixed-flow traffic, once the lanes are open to all traffic, will be estimated
using the travel demand model;

The same level of service (headway) will be maintained;

Annual operating cost changes will include additional drivers and vehicle operations
(fuel) and maintenance; and

The estimate of capital cost changes will include additional vehicles.

The equation then became:

SegmentHOVOpenedonTimeTravelinChangetimecycleCurrenttimecycleAdusted

The data obtained from each of the transit operators consisted of the following:

Bus routes using the I-394 or I-35W HOV facilities;

Average headway for each route;

Cycle time for each route;

Peak direction ridership and bus capacity;

Average annual operating cost (driver and vehicle operation and maintenance);

Average annual capital cost per vehicle.

Tables E.10 and E.11 present the bus routes using the HOV facilities during the a.m. and
p.m. peak periods.  As shown, approximately 31 bus routes provide 120 transit trips on
I-394 eastbound in the morning peak hours of 6:00 to 8:00 a.m.  Six routes on I-35W serve
48 bus trips in the morning peak northbound.  In the afternoon, there are eight bus routes
on I-35W with 50 trips.  Westbound I-394 during the afternoon peak period has 128 bus
trips.

The analysis and further discussions with the transit representatives resulted in
15 additional buses being needed to maintain current headway levels.  There are also
additional operations and maintenance costs associated with the increase in trip time and
drivers needed for these new buses.
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Table E.10 Morning Peak Period Transit Routes Using HOV Lanes
(6:00 am to 8:00 am)

Agency
Bus

Route From To Trips

Avg.
Headway

(min)
Cycle
(min)

I-35W Northbound
MVTA 431 Hwy 13 82nd 3 31 60

460 Hwy 13 Downtown 26 5 72
464 Hwy 13 Downtown 3 30 105
490 Hwy 13 Downtown 2 30 120

Metro 47 98th Downtown 10 12 110
44C 98th Downtown 4 25 60

Total Trips 48
I-35W Southbound
MVTA 460 Entire entire 2 30 72
Southwest Metro 681 Downtown Hwy 62 3 42 90
Metro 47 Downtown 98th 4 19 –

551 Downtown 98th 2 88 –
Total Trips 11
I-394 Eastbound
Plymouth 776 Entire Entire 4 30 100

772 Co Rd 73 Downtown 5 23 90
790 Hwy 169 Downtown 7 18 90

Southwest Metro 683 Hwy 169 Downtown 1 – 130
680 Hwy 169 Downtown 2 39 130
682 Hwy 169 Downtown 1 30 100
684 Hwy 169 Downtown 3 18 130
685 Hwy 169 Downtown 4 25 100
688 Hwy 169 Downtown 1 – 130
690 Hwy 169 Downtown 6 14 90
691 Hwy 169 Downtown 1 – 130
692 Hwy 169 Downtown 4 27 130

Metro 52M Plymouth Downtown 2 15 84
588 Hwy 100 Downtown 4 33 63
587 Hwy 100 Downtown 3 27 91
663 Louisiana Downtown 6 18 63
667 Hwy 169 Downtown 10 16 60
668 Hwy 169 Downtown 3 30 –
671 Plymouth Downtown 4 28 72
672 Entire Entire 4 28 120
674 Entire Entire 3 40 –
673 Co Rd 73 Downtown 10 14 45
675 Start to Plymouth General Mills to downtown 6 18 180
676 Entire entire 2 92 150
677 Entire Entire 3 33 –
764 Hwy 100 Downtown 4 20 –
765 Hwy 100 Downtown 4 20 –
58 Hwy 100 Downtown 3 30 60

Laidlaw 664 Hwy 100 Downtown 4 30 52
665 Hwy 169 Downtown 3 30 52
670 Hwy 169 Downtown 3 30 69

Total Trips 120
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E-34 Cambridge Systematics, Inc.

Table E.11 Afternoon Peak Period Transit Routes Using HOV Lanes
(3:00 A.M. TO 6:00 P.M.)

Agency
Bus

Route From To Trips

Avg.
Headway

(min)
Cycle
(min)

I-35W Southbound

MVTA 431 82nd Hwy 13 3 30 60

460 Entire Entire 27 6 80

464 Entire Entire 3 30 120

490 Entire Entire 2 30 120

Southwest Metro 681 Downtown Hwy 62 1 – 90

696 Downtown Hwy 62 1 – 90

Metro 47 Downtown 98th 10 13 –

44C Downtown 98th 3 31 80

Total Trips 50

I-35W Northbound

MVTA 460 Entire Entire 2 30 80

Southwest Metro 681 Hwy 62 Downtown 5 37 90

Metro 47 98th Downtown 4 44 –

551 98th Downtown 2 120 –

Total Trips 13

I-394 Westbound

Plymouth 776 Entire Entire 5 31 100

772 Downtown Co Rd 73 5 33 90

790 Downtown Hwy 169 8 18 90

Southwest Metro 680 Downtown Hwy 169 2 29 130

682 Downtown Hwy 169 2 27 100

684 Downtown Hwy 169 3 33 130

685 Downtown Hwy 169 4 30 100

689 Downtown Hwy 169 2 113 100

690 Downtown Hwy 169 5 20 90

692 Downtown Hwy 169 4 33 130

Metro 52M Downtown Plymouth 3 34 –

587 Downtown Hwy 100 5 27 60

588 Downtown Hwy 100 3 52 –

663 Downtown Louisiana 9 14 60

667 Downtown Hwy 169 8 22 80

668 Downtown Hwy 169 3 30 –

671 Downtown Plymouth 3 29 –

672 Entire Entire 4 39 120

674 Entire Entire 4 27 –

673 Downtown Co Rd 73 10 18 45

675 Downtown to General Mills Plymouth to end 7 31 180
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Cambridge Systematics, Inc. E-35

Table E.11 Afternoon Peak Period Transit Routes Using HOV Lanes
(3:00 A.M. to 6:00 P.M.) (continued)

Agency
Bus

Route From To Trips

Avg.
Headway

(min)
Cycle
(min)

676 Entire Entire 4 50 160

677 Entire Entire 3 30 –

764 Downtown Hwy 100 3 31 –

765 Downtown Hwy 100 5 26 –

58 Downtown Hwy 100 3 31 60

Laidlaw 664 Downtown Hwy 100 5 30 52

665 Downtown Hwy 169 3 30 52

670 Downtown Hwy 169 3 30 69

Total Trips 128

Table E.12 Additional Buses and O&M Costs to Maintain Headways

Transit Provider
Additional

Buses Capital Cost

Annual
Operations and

Maintenance
Costs

Plymouth Metro Link 3 $825,000 $264,400
Metro Transit 5 $1,350,000 $710,700
Southwest Metro 4 $1,740,000 $510,000
MVTA 3 $652,500 $436,300
Laidlaw 0 $– $24,800
Total 15 $4,567,500 $1,946,200


