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Submission by People for Public Transport

Our Recommendations

Some measures below relate to investment in public transport infrastructure and operations, whilst others relate to changes in urban planning.

In the first instance, we recommend that the SA Government apply for funds from the Building Australia Fund for investment including:

· New sleepers on metropolitan rail lines (already commenced but a grant from the Federal Government would free up funds for other public transport projects).

· Electrification of all metropolitan rail lines whether as tram or light -metro trains with necessary signalling and realignment where necessary.

· Extension of the metropolitan train system e.g. Noarlunga rail line to Aldinga. Alternatively, a tram extension should be considered.

· Standardisation/dual gauge of rail tracks if needed to facilitate potential future extensions.

· Road infrastructure such as bus and cycle lanes that facilitate travel by public transport and cycling.

· Upgrading of railway stations to make them more attractive, safe and easily accessed.

· Further tram extensions, where warranted by high bus patronage or road congestion. 

Some measures that are not (relatively) major capital works include:

· A new ticketing system.

· A substantial increase in the number of Go Zones without any attendant reductions in service provision in other parts of the system.

Furthermore:

· Expansion at the margins of the metropolitan area should cease unless adequate public transport is simultaneously provided. 

· We strongly endorse investment in Transit Oriented Development.

· Increases in the rateable value of properties associated with Transit Oriented Development to be directed to investment in public transport.

Introduction

This submission will not rehearse the arguments relating to peak oil production. Regardless of whether oil prices are due to a temporary financial bubble, or more likely a continuing new level of demand, it is taken as a given that oil production will peak and petrol prices will continue to increase significantly– if not in the lifetime of in this generation, then certainly the next. 

Our concern is that the transport sector is particularly dependent on petrol as its source of energy and therefore especially vulnerable to physical or economic disruption of the oil supply.

Significant effort is required to make the transport sector less dependent on oil. Our solution encompasses a substantial improvement in public transport.

Discussion

Australia faces the twin problems of the need to reduce greenhouse emissions and placing itself in a position to minimise the impacts of peak oil.

Transport is responsible for about 14% of Australia’s greenhouse emissions and emissions from transport are rising faster than for any form of energy other than stationary energy, rising by 30% from 1990 to 2005.
 

Indeed, if transport emissions were to continue along the current trajectory, the promise by the Rudd Government of a 60% reduction in overall emissions by 2050 would be impossible to achieve.
 So would the legislated target of the South Australian Government for the reduction of greenhouse gases by 60% from 1990 levels by the end of 2050.

The Public Transport Users Association’s (PTUA) response to the Garnaut Climate Change “Climate Policy at the Junction” (Attachment C) provides a thorough analysis of the transport sector’s contribution to greenhouse gas emissions. 

Australia’s transport system and the living standards of its people are threatened by peak oil and rising petrol prices. Good public transport can ameliorate this, especially where electric trains or trams are used. 

South Australia is no exception to this rule. The fact that personal transport is car dominated (cars account for about 75% of vehicle kilometres in Australia) and Adelaide has the only mainland metropolitan rail system that relies on diesel makes Adelaide particularly vulnerable to oil shocks. 

The Draft State Transport Plan (2003, p.10) showed that 70% of transport greenhouse emissions in South Australia came from cars. This was probably road-based transport only, as trains and trams were not mentioned and the latter produce only a tiny fraction of transport greenhouse emissions. Buses, trains and trams are several times more energy efficient (using less oil or equivalent) and less greenhouse gas intensive per passenger kilometre than private cars.

Among metropolitan residents, those people living on the outskirts of Adelaide are likely to be most affected by high petrol prices. They also tend to be people on low-incomes. Social justice demands that they be given good public transport in order to access work, education and other services. It is madness to extend the urban boundary without simultaneously providing public transport for the residents, especially when those same residents are likely to be under financial stress when petrol prices rise and they have to drive cars long distances. 

Adelaide’s public transport system, considered in all modes, currently lacks the capacity or the funding to provide a good service for all residents of the metropolitan area. Because a fixed number of public transport vehicles and a fixed number of service kilometres are built into each contract, time-table changes that lead to improvements on some routes will lead to poorer services on others.

What won’t help

The PTUA
 refutes in detail the touted benefits to emission reduction of some commonly discussed alternatives. This includes the use of hybrid cars or new forms of fuel (hydrogen, biofuel or coal based synthetic oil). All of these approaches introduce new emissions either in the manufacture of cars or in the environment itself, or simply increase car usage and congestion.

Simply, the battle for technical efficiency in the operation of individual cars cannot overcome the problem created by having so many cars in the first place.
More roads do not solve traffic congestion. 

Congestion costs the Australian economy billions of dollars a year.
 Public transport in all modes has the capacity to reduce congestion. Even a small proportion of journeys transferred from private cars to public transport, particularly off-road public transport (trains, trams or buses in dedicated corridors) can result in a marked reduction in congestion. While buses and street trams share the road with cars, they also take cars off the road by attracting passengers who would otherwise use cars, particularly if they have a right of way that increases their transit speed and avoids them conflicting with other traffic.

On the other hand, it has been observed that building of freeways and major roads tends to generate further traffic and a quick return to the status quo of congestion. 

From the Washington Post: 

“Congestion on Interstate 270 had grown so oppressive by the mid-1980s that Montgomery County transportation director Robert S. McGarry pressed the state to widen it six years ahead of schedule. Maryland responded with $200 million to widen more than a dozen miles, up to 12 lanes in some stretches. But now, less than eight years after the project was finished, the highway has again been reduced to what one official called "a rolling parking lot.”
Or from Bicycle Universe, we can only expect that:

“…. the state of equilibrium of all busy roads is to have stop-and-go traffic. The question is not how many lanes must be built to ease congestion but how many lanes of congestion would you want? Do you favor four lanes of bumper-to-bumper traffic at rush hour, or sixteen?”

See Section 2.5 of Attachment C for some technical aspects of this problem.

Given the decades of experience on this matter, it is inexplicable that the State Government still continues to believe that building new roads, even if freight-only routes, will supply a solution. We believe that all new road construction should cease – it is a waste of resources that could be better used on public transport solutions with a lasting benefit.

Transit Oriented Development (TOD)

The key principle in organising urban form is that the best way to get from Point A to Point B is to put Point B next to Point A. This principle was evident in the historic walking city of pre-industrial times, and still is true in public transport based cities. The modern iteration of this is Transit Oriented Development (TOD).

The pre-eminent transport policy commentator, Peter Newman, states: 

“Transit Oriented Development is a major planning concept being worked through in every Australian city.”
 The concept requires that higher density redevelopment be undertaken around significant centres and corridors, particularly around centres for rail-based transport. Peter Newman further notes that in Perth, the rebuilt Subiaco Centre and new rail station has increased patronage by 100%. The combination of predictable rail transit services and community destinations at one location provides “a level of certainty for developers that no other infrastructure can do.” 

In fact, to the point that one developer was attracted to Perth “with a $90 million fund to build Transit Oriented Development around stations as the investment in the [rail] network will guarantee higher profits within a kilometre of any station.”
 Private developer revenue is achieved from the sale of the new office, retail or accommodation developed at the TOD project.

In addition to initial capital investment, TOD offers a mechanism for ongoing income streams for public transport. Common practice in the USA is to use “tax increment financing”. This allows for increases in the rateable value of properties associated with Transit Oriented Development to be directed to investment in redevelopments. Such income can be shared by the public transport bodies (25% in the case of Bay Area Rapid Transit in San Francisco) and other agencies (e.g. 75% by the redevelopment agency in San Francisco). 

For Adelaide, we suggest that as much of the rateable value is captured as needed to maintain the amenity and functioning of the railway station or bus interchange that is the subject of a TOD. Much as a strata corporation sets aside funds for maintenance of common areas, each station/interchange is to have its own long term Maintenance Fund. This will mean that these capital costs can be isolated from other demands on the public transport budget. Revenue that is not used for the Maintenance Fund can be used elsewhere, either in the public transport system or by the local council.

Logically, Transit Oriented Development does not only increase the use of public transport; it can simultaneously act to reduce the length of car trips - if only because more facilities are at one location instead of being scattered around several suburbs. This has implications for the desired location and hierarchy of shopping centres, and other major places of employment or business. 

The Property Council has recently made a public case in the Advertiser for

Transit Oriented Development in Adelaide. Whether or not we support the specific projects proposed by the Property Council, or other similar projects, we support such developments as part of a wider rezoning and relocation of urban facilities.
Care must be taken that any projects labelled as a TOD are more than just a building development coincidentally located next to a railway station or other public transport hub. 

By outward appearance at least, the recent multistorey apartments built next to the Ethelton railway station appears to have the aspect of a TOD, but there is no apparent connection between the railway station and the surrounding residences and facilities. Despite the minimum requirement of a path to the railway station, there are no modifications to Newport Quays that take advantage of the proximity of a railway station. It would look exactly the same built in any other location.
[image: image2.wmf] 

Newport Quays is “protected” from contact with the Ethelton Railway Station by two fences, two roads and a car park.  

We see no facilities that unify the two forms of land use into a coherent whole - neither shopping mall, nor offices nor a path to the harbour front.
Better luck at Cheltenham?
Peter Newman recommends the creation of a Federal funding process that can be used to build urban rail/ Transit Oriented Development projects, which may also attract the interest of superannuation funds or other private investors. Interestingly, Perth investments in rail occurred without Federal support and this suggests to PPT that a properly focused State Government can proceed on its own initiative.

“Most TOD’s require repackaging of land parcels, redesign of roads and reorientation towards the rail system. Proactive planning processes that create these land packages and do the detailed urban design are usually beyond local government resources. In the US this is usually done by private developers and in Australia by land development agencies. Both need local government involvement but the history of TOD development in Australia is such that without State Government intervention little happens. The best TOD’s in recent times came from Better Cities projects linked to state development corporations.”

Transit Oriented Development is best undertaken within a framework of planning laws and zoning that promote a reduction in car dependency and concentrate places of interest at nodes suited to public transport. 

Integrating Buses, Trains, Trams and Places

You can’t always predict where people will want to go – the travel destinations of fifty years ago are not those of today and will not be those of tomorrow. Today’s public transport, with some exceptions, is fossilised into arterial transport routes representing the past pre-eminence of the CBD. New investment could readily fall into a similar trap and become the subject of regret in fifty years.

A major tool exists to overcome this longer-term lack of predictability – design public transport around the network effect.

The network effect
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An unlinked collection of low frequency routes (a non-network) The area you can reach by a

simple journey is restricted to walking distance from your closest line. Users need to have  detailed information about timetables. Transferring is difficult and crossing points have little value.

Some high-frequency services Good service along high frequency lines makes some transfers more attractive, but only in the direction towards the high-frequency service. Increased frequencies on the best sections will do little to improve general conditions.

The full network effect Many lines operating at high frequencies, or with coordinated timetables, create a network. 

In a car you can “start anywhere, go anywhere, go anytime.” The network effect describes a public transport system that matches that capacity.
The implications for designing a public transport system based on the network effect include:

· Do not expect every journey to be entirely on one bus, train or tram. Cross-suburban travel in particular may require at least one change of bus or perhaps a change from tram to bus or bus to train etc.

· Changes of vehicle should take place at interchanges. Many interchanges will be needed and the interchanges need to be well designed – safe, comfortable and friendly. As PTUA points out “15 minutes seated comfortably under cover…will be perceived much more favourably than 15 minutes spent at an isolated stop on a cold wet night with nagging doubts over the likelihood of the next service appearing as scheduled or the ability to squeeze onboard when it does turn up.”

· Bus routes in particular need to be straightened out. On some routes buses may wander around a suburb in the hope of capturing more patronage. Given that Adelaide is mostly built on a grid, bus/tram routes should go in straight lines. Allow the use of interchanges for passengers engaged in cross-suburban travel.

· Last but not least, all modes of public transport need to operate a high frequency of service. Every route on the system (effectively the entire city) should be a Go Zone – preferably with ten-minute frequency between services. 

Many of the potential Transit Oriented Developments around railway stations can assist to achieve the network effect. However many interchanges may need to be constructed at major road intersections e.g. at the meeting of Main North Road, Port Wakefield Road and Grand Junction Road.

A detailed examination of the network effect concept is available in the book by Paul Mees, “A Very Public Solution”. 
The Cost of New Investment 

The report  “Towards 30 Million – The Transformation of Adelaide’s Urban Rail Passenger System”
 considered a number of options for upgrading the rail system. 

It compared the estimated cost of cumulative investment, operating costs and revenue from 2004 to 2018 – calculated at $1.34 million - against the following options:

· $1.76 billion for an expanded diesel system (+32% above the current cost estimate);

· $1.73 billion for a light metro system (+29%);

· $1.97 billion for a tram option (+47%);

· A hybrid system costing between $1.73 billion to $1.97 billion (+29% to 47%);

· $1.890 billion if buses were used to transport additional passengers;

· $2.23 billion for bus only (+67%).

Notably, the options most dependent on road vehicles are not only the most expensive options, but also the options that ultimately may be most vulnerable to the impact of peak oil. An expanded diesel system, is similarly vulnerable and the most polluting option.

The above includes capital costs of $650 to $850 million
 amongst which are two proposals already complete or in progress.
 The completed project – and arguably the least worthy – is the $21 million extension of the tram towards the Adelaide Railway Station, whilst the $132 million track integrity-upgrading project is presently under way.

It should also be noted that the estimates above aim for a doubling of rail patronage from 15 million to 30 million boardings a year, and is part of increasing public transport usage in Adelaide from 5% of journeys to 10% of journeys. This is a very modest ambition - and not a sufficient response to climate change or peak oil.

We support the investment made by the State Government in public transport. However, some of that investment in public transport has lacked a systemic basis in a larger strategic plan. The State Government has been embarrassed by the greater than projected success of the Glenelg tram extension. This both illustrates the popularity of trams as a transport mode and the necessity to avoid investment in “showpiece” developments which do not – on the evidence so far – lead to further initiatives.

The “Towards 30 Million” report did not examine the benefits of an improved rail system as the backbone of a bus/tram system focused around railway stations and made only passing mention of value capture using TOD projects. Singly, each of these initiatives may fail to achieve the benefits of a unified approach to urban planning. 

Since the 1950’s transport investment by federal and state governments and private investors has overwhelmingly favoured motor vehicles. An exception was the Better Cities Program under the Keating Labor Government that provided, among other things, funds to the states to improve public transport.

The new Building Australia Fund presents an opportunity for the South Australian Government to apply for funds to upgrade public transport. While buses, or trains/tram rolling stock may not be classified as infrastructure, train and tram track extensions and upgrading, including signalling may be so classified. Road works involving bus lanes and priority traffic signals for public transport may also qualify, as may the construction of transport interchanges. If the Federal Government helps fund metropolitan rail works, more money will be made available for necessary bus improvements and purchase of rolling stock.

Light Rail Defined

Since there is confusion in the definition of light rail, we refer to:

· Vehicles as are used on the Glenelg line as trams.
· The heavier on and off street light-rail vehicles as used in Karlsruhe, Germany as tram-trains.
· The type of electric rail used in the Perth Metropolitan system (25 kV) as light metro trains. 

· The energy efficiency of electric trains versus current diesel trains is arguable, although the 25 kV is energy efficient, but there are other advantages, such as more rapid acceleration and deceleration which enable more trains to be run, and make them safer to use in Transport Oriented Developments. They are also non-oil dependent and may be at least partially run on renewable electricity. Electric buses also show this characteristic.

We believe that:

· Because of its current and potential length and patronage the Gawler-Noarlunga lines should remain as train lines – with electrification.

· Shorter lines, such as the Outer Harbor, Grange, and other potential branches, and possibly Tonsley and Belair lines could be converted to tram or tram-train lines. 

· The type of rail used depends on future plans. In the case of the Tonsley line, it depends on whether the Government wants to allow it to carry freight from Tonsley Park, or to extend it as a tram system to Marion Shopping Centre, Flinders Medical Centre and University and to link with Brighton Station. 

· The Outer Harbor line currently bypasses the main business district of Port Adelaide. There is an argument that this line be converted to a tram. This would also enable easy branching to other destinations, such as West Lakes and Football Park.  However, it is 20 km long, which may require heavier vehicles such as train-trams.

· New tramlines to be considered in place of buses on particular routes, or as a means of instituting major new public transport routes. Examples include:

· A new line from Port Adelaide to Marion (perhaps incorporating a coastal line down Military Road or Tapleys Hill Road);

· The length of Golden Grove Road, or Grand Junction Road;

· A City to Airport line continuing on the coast;

· Cross suburban routes such Hollywood Plaza – Salisbury Railway Station - Park Tce - Smith Rd to connect with a Bridge Road tramline. Perhaps a tramline connecting the Woodville Railway Station, the Queen Elizabeth Hospital and other useful points.

The Cost of No Investment

All the options above represent a high cost, but the alternatives start from a stranded outer suburban population under both mortgage and petrol stress up to the possibility of the collapse of the car dependent city. 

We urge the South Australian Government to put its public transport plan on the table and apply for funding from the Federal Government and where appropriate from private investors. Even if funding is not obtained in the current Budget there is scope for future funding, if only the vision is there.

------------oo000oo----------- 
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