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| NTRODUCTI ON

This subm ssion will express opposition to the building of the
Sout hern Expressway. Using the available terns of reference, we
shall seek to show that the Expressway, not only wll not

achieve its stated aim of bringing business developnent to
southern Adelaide, but is a msuse of governnent funds which
could with greater social and econonmic benefit be put to other
uses.

Since sone of our argunents apply to nore than one of the terns
of reference, we shall, from time to time refer back to
previous material used earlier in the paper.

Accordingly we are addressing each of the stated terns of
reference, as set out in the advertisenent on page 17 of the
Sout hern Times Messenger of 1 Novenber 1995, which was the
first information we had to tell us the date when the proposed
wor k woul d be reviewed by the Conmttee.

THE STATED PURPCSE OF THE WORK

The stated purposes of the work, as interpreted by us fromthe
Premer's media rel ease of 21 March 1995 i ncl ude:

(1) to provide a fast track road and take pressure off
South Road and avoid the Morphett Val e area

(2) to reduce congestion

(3) to service the needs of north bound traffic in
the norning and south bound traffic in the

af t er noon:
In the nmorning it will service the heavy demands
of a north-bound traffic and in the afternoon it
will revert of a south-bound only expressway.

(p.1 Medi a Rel ease)

(4) To provide jobs and enhance business devel opnent in
t he sout hern suburbs.

OUR RESPONSE

W shall argue that the Expressway wll achieve purposes one
and two only on a short-term basis, and that purposes three and
four are contradictory in nature.

The conventional w sdom has been that additional road space
reduces congestion and that when congestion returns it is due
to inevitable growh of traffic.

A report published in the UK by G eenpeace Roads, Jobs and the
Econony: John \Whitelegg, Eco-Loggia Ltd, challenges this
assunpti on.



In criticising a report published by the British Roads
Federation (BRF, 1994) the author says:

The report is based on seriously flawed assunptions. The
report assunes that additional road capacity wll free up
road space and hence lead to a reduction in congestion and
saving in journey time. Evidence available from academc
sources and from SACTRA, the governnent's own advisory
body, show that new road capacity generates new traffic.
The degree to which the M5 is used for local trips is
illustrative of the underlying process which incorporates

road capacity in new patterns of local travel, thus
negating the predicted economc advantages of reduced
congesti on.

In California, only 18% of people believe that building
freeways will solve traffic problens. (Newran, public neeting,
1994)

The Solution to Route Twenty and a New Vision for Brisbane, a
publication produced by G tizens Agai nst Route Twenty states:

It is clained that it is irresponsible not to build |arger
road to cater for forecasted traffic growth. But it is
Uni versally acknow edged that new or upgraded roads
generate traffic for the foll ow ng reasons:

1. New trip destinations are made possi bl e. )

2. The frequency of some trips increases because
access is now easier.

3. People take jobs further from their hones. [So
much for jobs in the South!]

4. Some people shift from public transport to private
car due to the trip tine for the car being reduced.

5. As patronage for public transport decreases public
transport becones | ess vi abl e and servi ce
deteriorates, encouraging even nore people to use
their cars.

6. New or upgraded roads displace people, spreading
the city and therefore requiring that nore people
travel |onger distances, again reducing the viability
of public transport.

The publication also shows how after traffic predictions have
|l ed to road upgrading the increased traffic fills the
available road space and l|eads to even greater
predictions of traffic growh. (pps.10,11)

Engwi cht, (1992), gives a hypothetical exanple of "cross-
commuting”, where two garage nechanics drive 35 km by freeway
to simlar jobs, each within walking distance of the other's
hone. Wiile this exanple is hypothetical, simlar occurrences
occur in Adel aide today, and the building of freeways increases
their incidence.(pp 46, 47)



The Asphalt Institute Quarterly of 1967 says:

Every new mle tacked onto the paved road and street
system i s acconpanied by the consunption of about 50 000
additional gallons of notor fuel a year."(Quoted by Owen,
Newspeak Ti nes, 1995)

Enpl oynment in the South

It seens inconceivable to us that the road can sinultaneously
transport people to jobs north of Darlington and create jobs in
t he Sout h.

A South Australian Transport Study of the Southern Region -
stated assunptions

"The Southern Region Road |nprovenent Strategy", Decenber 1983
(Synopsi s in Transport Pl anni ng and Nor t h- Sout h Road
Infrastructure, 1991) includes anong its assunptions:

There would be no significant increase in enploynent in
the Southern Sector due to lack of incentives or
advantages for industries to |ocate south of Darlington. A
dependence on the inner suburbs for enploynment would
continue, which would exacerbate the tidal flow of traffic
in the north-south direction ...

Journey to Wirk Census figures form 1976 to 1981 showed
60% of the work force residing within the Southern Sector
were enployed within the inner netropolitan area north of
Darlington (in particular the north-western, western and
sout h-west ern suburbs, and the CBD

The study also nade the assunption that public transport had

limted scope to accommbdate journeys to work across a diverse
enpl oynent area.

VW intend to challenge this assunption later in our subm ssion.

The Southern Expressway is planned to begin as a "one-way
reversi bl e expressway" |eading towards Adelaide in the norning

and away from it in the afternoon. Wile not all trips
northwards in the norning will end in the CBD, it is hard to
see how being able to travel nmarginally faster northwards in
the nmorning and southwards in the afternoon wll benefit

busi nesses in the southern area, eg Reynella or Noarl unga.



Most enployees travel to work in the norning and many
busi nesses require delivery of goods in the norning. Enployees
travelling southwards to work (eg at Noarlunga Centre) and
sout hern businesses requiring goods from the CBD or northern
subur bs warehouses can derive little benefit from a road going
in the opposite direction from that in which they or their
goods need to travel. Even granted that the Expressway nay
reduce traffic on South Road, it wll only reduce the city
commuter peak, which is largely irrelevant to people travelling
in the opposite direction.

As seen above, the building of major roads |eads to dispersa
of facilities, because if people can get to |arge shopping
centres along major roads, they tend to bypass |ocal shops and
other facilities. This tendency would be especially narked
along the Southern Expressway, with no shops, no houses and
limted entry and exit points. Local shopping areas would be
degraded or closed down, disadvantaging people wthout access
to a <car, including people left at honme while their
spouses/ partners are at work with the car

Al ready there is anecdotal evidence of enpty shops at Noarl unga
Centre. If the CGovernnent really wants to aid the devel opnent
of business in the far south it should not build a road to take
peopl e away fromit.

M chael Lennon, Research Fellow with the Geography Departnent
of the University of Adelaide has said that the road will not
only nake the city a stronger conpetitor wi th Noarlunga Centre,
but that the devel opnent plans for Marion Shopping Centre al so
need to be considered in this context. These include a proposal
for a further 5 000 car parking spaces. (Lennon, 1995)

We consider that it is undesirable for a suburban centre, other
than a regional centre, to grow to an excessive size and take
business away from local centres. Wile there are buses to
Marion Centre, the plan clearly anticipates that the bul k of
new clientele will arrive by car.

This has serious inplications in terns of traffic congestion
north of Darlington. The PTU Review (Spring 1995) predicts that
there will be an extra 7 000 cars a day on Marion Road if the
Expressway is built.

There is considerable support for the view that the provision
of transport does not of itself |ead to econom c devel opnent of
an area.

Fel dman (1977) chal l enges the concept that transportation
|l eads to enploynent, asserting that it leads to a |onger
journey to work and continued devel opnent of established areas.



Engwi cht (1992) details how faster transport in recent history
has not reduced tinme spent travelling to work because of
greater distances travelled, and also shows that the average
speed of notor vehicles in Australian cities has not increased
since the 1920s.

Herbert and Thomas (Cities in Space: 1990) show that initial
advantages lead to continued devel opnment in favoured areas, and
di spersal of activity will not occur unless actively pl anned.

The building of the road will lead to increased dispersion of

housi ng but no increased enploynment in the south. People wll
simply travel further to work.

Enpl oynment in the South

Since there already is a considerable population in the far
southern suburbs, it is desirable to supply them with | ocal
enpl oynent, especially where this is accessible by public
transport. (At present there is an enphasis on transport
towards the CBD, but relatively poor Ilocal transport. The
Adel ai de Noarlunga railway line also is not readily accessible
to people living inland fromit: see bel ow).

But which enployers should be based in the south? It is
unlikely that existing enployers in the northern suburbs wll
re-locate to the south, as they are in established industria
areas, WwWth access to warehouses, and rail transport or port
facilities in many instances, while others are |ocated on the
edge of Adel ai de near naj or north-bound hi ghways.

Overseas and interstate industry is nore likely to locate north
of Adel ai de, because of access to freight and other industries.

The best way to provide jobs in the south is to encourage
smal |, diverse local industries. (See the work of Herbert and
Thomas on the devel opnent of Italian industry.)

Smal | -scale niche markets are the path to wealth w thout huge
resource outlays. These are often successfully integrated with
housi ng areas. Existing businesses in the south need support.

There is no doubt that the building of the road wll provide
some short-termjobs in road construction and that it will need
repairing from tine to time. But construction jobs are
avail able for anything which is constructed: a road, a |ight
railway, a hospital, and, in a sense, planting a forest. It is
worth enquiring into the public utility of what is constructed,
rather than view ng construction as an end in itself.



THE NECESSI TY OR ADVI SABI LI TY OF CONSTRUCTING | T

As seen above, the expressway is unlikely of itself to produce
|l ong-term jobs in the south, and may have a counter-productive
effect on southern economc activity by producing a fast track
to the north.

VW have also questioned whether the reductions in congestion
whi ch would nake it easier to travel north woul d be pernmanent.

No doubt, when one road fills up another can be built, but at
what cost? W propose to anal yse sonme of the disbenefits to the
social fabric, the environment and health which would accrue
from the building of the road, and its successors. W shall
also maintain that a public transport alternative, together
with the recommended support for small businesses in the south,
woul d be a better solution to transport problens.

The Soci al Fabric

Engwi cht (1992) quotes a study of streets in San Franci sco that
indicates that the nore traffic on a street the fewer friends
and acquaintances in the street were clainmed by residents, and
the smaller the area they regarded as "hone territory". (pp 48,
49)

Wiile the Southern Expressway is claimed to be a road with no
houses, there will be people living near it. Large roads can
cut comunities in twd. The friend across the road and round
the corner becones the friend across the highway that you have
to drive two kilonetres to access or |eave by car, or walk the
long way round via the pedestrian overpass. Very often the
delicatessen round the corner beconmes largely inaccessible on
foot, so why not drive to the supermarket a few kilonetres
away ?

Noi se is another problem which nay face people living near the
Expr essway.

Wiile people do belong to fornms of comunity outside their
i medi ate hone area, eg work place communities, sporting clubs,
the streets where people live tend to becone an inpersonal no-
person's | and, with consequent danger to unacconpani ed
children, and | oss of social cohesiveness, leading to a greater
ri sk of vandalismand crine.

Air Pollution - The Envi ronnment

It has been argued above that the building of freeways |eads to
greater use of the private car. This negates any tenporary
gains in fuel efficiency per kilometre which may accrue at the
begi nning of the freeway's life.



G eater distances travelled 1lead +to greater greenhouse
em ssions, in particular, of C0,. The enhanced greenhouse effect
has inpacts which include economc inpacts, for exanple:
changes in weather patterns |eading to |oss/change of
agricultural production, increase of insect-borne disease
af fecting humans, animals and plants, |oss of beaches and ot her
low lying areas to rising sea levels, possible increase in
storm danmage, loss/mgration of native species leading to
adverse effects on current ecosystem and loss of tourism
anenity.

Wiil e greenhouse warming wll affect human health in ways
outlined above, other fornms air of pollution affect human
health in a nore direct and short-term manner as well as

i npacting on natural ecosystens.

Air Pollution - Hunan Health

The use of fossil fuels in internal conbustion engines results
in considerable air pollution directly harnful to human heal th.
Em ssions include Carbon Monoxide (CO which depletes oxygen in
body tissues. Prolonged exposure rmay inpair higher nervous
functions and contribute to heart disease. Qher products
include Nitrogen Oxide (NQ), a respiratory irritant which can
cause bronchitis, |lower resistance to respiratory ailnents and
exacerbate asthma, ozone, which also aggravates asthma a well
as having other ill effects, PM 10s, small particles which can
affect lung function, |ead, and benzene, a carcinogen. (Choice
July 1995)

Associ ate Professor Harry Omen, of Flinders University and
Medi cal Centre says that every tine PM 10s increase by 10
m crograns per cubic litre of air, deaths from heart attacks
rise by 1.4% deaths from bronchitis by 3.4% and reports of
ast hma attacks by 3% (Onen 1994)

G her forns of Pollution

Run-of f from the road, including oil and petrol spillages, and
products from brake deterioration could run into Sturt Creek
unl ess carefully controlled.

Noi se can affect sleep, nental concentration and cardi ovascul ar
per f or mance.

The Undesirability of Increasing Private Car Use

VW have al ready argued under term of reference
"THE STATED PURPOCSE OF THE WORK' that the building of the
Expressway would lead to increased travel, especially by
private car. W shall maintain that the private car is the nost
polluting formof |and travel conmonly in use.



In this discussion pollution produced during the running of the
vehi cl e only consi der ed.

Buses and trains powered by internal conbustion engines also
produce the pollutants nentioned above, but because of their
greater passenger load relative to fuel used, the effect on the
environment is |ess severe.

El ectric public transport vehicles: light and heavy electric
Rail, trolley buses, do, under present technology, contribute
to greenhouse em ssions through CO, and other pollutants
associated with electricity generation, and nay cause snal
scale pollution through leaks from lubricating oil, brakes,
etc. However the economies resulting from greater fue
efficiencies, as with buses, help to mtigate this. These
vehicles do not significantly contribute to air pollution at

t he point of use, as do internal conbustion engines.

Bel ow are sone fuel consunption figures obtained from
TransAdel ai de in 1994.

Bus fuel consunption:

(1) Rigid (45 seat) 39-41 litres per 100 km
(2) Articulated (74 seat) 51 litres per 100 km
(3) Mdi (new seat 24) 30 litres per 100 km

Train fuel consunption:

(1) 3 000 dass (110 seats: each car has own engi ne)
0.9 litres km

(2) 2 000 dass (2-car set: 170 seat) 2.5 litres
per km [one engi ne]j

(3) 2 000 dass (3-car set: 275 seat) 3.5

"Average Car":
12 litres per 100 km
(agrees with ENSTAT 1992 p. 46 Table 6.6)
Average |loading 1.3 people = .09 litres per passenger km
(However, The Geenhouse Strategy for South Australia
(1992) says large car 9 litres 100 km small 4 litres 100

"Aver age bus"
.03 litres per passenger km
(based on average | oading of 15 people).

CNG buses produce |ess CO, than equival ent diesel buses and are
|l ow in pollutants although producing sone oxides of nitrogen

G eenhouse savi ngs through using CNG

CNG 15% | ess greenhouse em ssions than diesel, even |ess t han
petrol (Petrol=1, CNG = .81, with future technology my = .62-

.64 (G eenhouse and Energy: D J Swai ne)
Sour ce: TransAdel ai de 1994



Wal ki ng and cycling cause virtually no air pollution during the
actual activity. Wile the Expressway plans nake provision for
a cycle track, there does not seemto be a conmtnent to its
i medi ate construction. W are not satisfied that:

(a) it wll actually be built

(b) access will be safe and easy

(c) cyclists will be adequately protected from noi se and
fumes fromthe Expressway

(d it will be pleasant to use, given (c).

As seen above, these nodes of transport becone |ess practicable
when freeways are built.

Is public transport a realistic alternative to the Expressway?

Adel aide's public transport patronage has declined over the
past decade. (see table below) This decline has been
acconpanied, if not preceded, by a lack of faith in the
capacity of public transport to cover a good deal of Adelaide's
personal transport needs.

For exanpl e, the Adel aide Transportation 1970 Report says:

A transportation plan for the future nust be
predicated on the concept one has of Adelaide in the
future. That concept marks the convergence of policies and
predictions in many fields besides transportation.

It is not for us, who live ten thousand mles away,
[in the US] to inpose our decision as to the direction in
which this city should evol ve.

The concept that enmerges inplicitly fromthe MATS
plan is a continuation of present trend, which the plan
then sets out to reinforce. W do not say that this is
necessarily unacceptable, but we feel that it emerges by
default, rather than by design....

Every Eden has its serpent; Adelaide,like other cities,
has three: Snpbg, slumand spraw .

In other words, the powers that were in 1970 were not prepared
to attenpt to change the status quo, and the consultants,
whi | e cautiously poi nti ng out t hat t here wer e
alternatives, went along with the governnent.

The assunptions of "The Southern Region Road | nprovenent
Strategy” (1983) "that public transport had limted scope to
accommopdate the journeys to work across a diverse enploynent
area", are reinforced by the "Seaford Review of Arterial Road
Needs", (CQOctober 1989) the sunmary of which states: "Extension
of public transport services would be unlikely to reduce the
dom nance of car travel".(Transport Planning and North-South
Road I nfrastructure (SA Governnment 1991)



It seens that there never really has been, at |east since 1970,
a serious attenpt by governnments or transport planners to
chal l enge the dom nance of private car travel in Adelaide,
ei ther through major upgrading of public transport or by urban
pl anni ng desi gned to reduce the need for car travel.

By contrast, the UK CGovernnent's Royal Conmission into
Environnental Pollution (Ei ghteenth Report: 1994), not only
acknow edges that public transport is nore energy efficient on
the average than the private car, but recommends that targets
by set for increasing the percentage of public transport
Kilometres from 12% in 1993, to 20% in 2005 and 30% in 2020.
(14.71: D1) The report says that transport planning needs to be
integrated with land use planning and alternatives to road
bui | di ng exam ned. (14.57; recommendati on 49)

W are not suggesting that all netropolitan journeys can be
made by public transport, on foot or by bicycle. But we are
suggesting that public transport and other nodes have not been
given the commtnent and level of funding that they deserve,
whil e funds have been freely given for road building. W are
also maintaining that this investnment is not the best use of
transport funds.

The Advertiser, in its editorial of 13 July 1995, says that
(TransAdel ai de) bus passenger journeys have fallen by 30
mllion over ten years. TransAdelaide statistics indicate a
total loss over ten years of about 16 mllion boardings.
Boardings are different from journeys as defined by the Crouzet
System where if a passenger reboards and uses the sanme two
hour or day-trip fare the second or subsequent boarding is
considered to be the sane trip.

TOTAL BOARDI NGS STA/ TRANSADELAI DE OVER TEN YEARS
(to nearest 1 000)

1984- 85 78, 873, 000
1985- 86 81, 521, 000
1986- 87 73, 408, 000
1988- 89 74, 372, 000
1989- 90 74, 368, 000
1990- 91 79, 063, 000
1991- 92 73, 354, 000
1992- 93 67,177, 000
1993- 94 66, 478, 000
1994- 95 62, 463, 000
The rise in patronage in 1990-91 corresponds to the
introduction of free school travel in 1990,and the fall in
patronage in 91-92 and 92-93, to its withdrawal in 1992. Free
school passes to students from low incone famlies were

withdrawn in Septenber 94, to which TransAdel aide attributes
hal f of its |oss of patronage between 93-94 and 94- 95.



The above figures would seemto indicate the inexorable decline
in Adel aide public transport. However, CGovernnent policies have
affected transport patronage. TransAdelaide has attributed
fluctuations to the introduction of free transport for school
children in 1990, and its withdrawal in 1992, but the drop in
1991-92 and 1992-93 is too great to attribute to this alone,
since patronage rose by 5 mllion (1990-91) when free school
transport was introduced, but was reduced by 6 mllion in the
1991-92 figures and by 7 mllion nore in the 1992-93 figures.
W attribute sonme of this loss to the withdrawal and reduction
of "poorly patronised® night and weekend services in August
1992 and the withdrawal of train guards at about this tine.
Added to this was the uncertainty and industrial action which
preceded t hese changes.

However, Associate Professor Peter Newran, in his paper to the
Rail 2000 Conference in April 1995, paints a nore optimstic
picture of public transport in Australia and overseas.

H's figures for per capita use of transit in Australian Cties
1961- 1991 show that the biggest drop for all mainland capitals
(except Canberra) in the ten year intervals from 1961 to 1991
was from 1961 to 1971. Between 1981 and 1991, per capita
transit use rose in Ml bourne, Sydney and Canberra, and the
overall decline in per capita transit use was levelling out in
1991. (See attachnent)

Newran instances the Northern Suburbs Rapid Transit system in
Perth as an exanple of a successful public transport venture
despite predictions that it would fail

The northern suburb area had been served by a freeway, plus
some buses. By the 1980s the freeway was clogged at peak hour.
A strong political push resulted in the Northern Suburbs Rapid
Transit System a 33 km electric rail service with 7 stations
|l i nked by feeder buses. (Newman 1995) The system cost $220
mllion, including the trains. (Habitat, February 1995)

It was predicted that public transport patronage would fall
because people did not |ike to change vehicles. In fact,
pat ronage of the Rail-bus systemincreased 40% over that of the
former bus-only corridor. Twenty five percent of patrons had
previously made the journey by car. The system is now al nost
breaki ng even on running costs. (Newran 1995)

This case is interesting because it indicates:

(1) Good public transport can get people out of their
cars, even in Australi a.

(2) A railed public transport system eg electric |ight
rail, is alnbst as cheap per kilometre to build and equip as
the projected cost of a freeway. (Conpare $220 mllion for 33
km for a light rail in Perth [including trains] wth the
projected cost of $112 nillion for a 21 km Expressway in
Adel ai de, for which the governnment will not be collecting fare
revenue.)



In a survey of city car park patrons conducted by People for
Public Transport in Adelaide, 1989, 60% of respondents said
they would wuse public transport if it were inproved, and
frequency of service was the nost frequently nentioned
i mprovenent (39%.

There is a certain level of service needed to make public
transport viable. W nmaintain that there has been a |ack of
political will to fund this "critical mass" of public transport
conveni ence and frequency.

An exanple of this in the south is the failure of feeder buses
at Hallett Cove Beach Station to neet every train that stops
there, including peak hour trains. (See Noarlunga Train and
680-2 bus timnetables).

This failure of political wll to provide a wuser-friendly
public transport system wll result in costs to public health
t he environnent and the social fabric.

W would also like to point out that the area proposed for the
start of the road contains significant aboriginal sites and
remant native vegetation

There is also an area of Mallee Box on Beach Road, Noarl unga,
which will be affected by the second stage of the road.

THE PRESENT AND PROSPECTI VE PUBLI C VALUE OF THE WORK

W have already alluded to, wunder the previous term of
reference, the lack of value of the Expressway, from a soci al
heal th and envi ronnental point of view

W would also point out sone studies which question the
econom ¢ val ue of investing in roads, as opposed to transit.

Aschauer and Canpbel |l (1991) found that:
Transit spending has nore than twice the potential to
i nprove worker productivity than does hi ghway spendi ng.
(Quot ed by Newran, 1995)

A 10 year, $100 billion increase in transit investrment would
yield inproved worker output valued at $521 billion, conparable
expendi ture on highway, $237. (Newran, 1995, from Aschauer and
Canpbel I)

Newran al so conmments that the UK Governnment in its 1995 budget,
scrapped nore than half of its notorway programmes, while
mai nt ai ni ng expenditure on public transport.



THE RECURRENT OR WHOLE- OF- LI FE COSTS ASSOCI ATED W TH THE WORK|
I NCLUDI NG COSTS ARl SI NG QUT OF FI NANCI AL ARRANGEMENTS

W have already alluded to costs to health and the environnent
fromthe building of freeways such as the Southern Expressway.
Wiile it is not possible for us to do a detailed financial
analysis, we would like to point out sone of the financial
costs of a policy of freeway building rather than subsidising
ot her nodes of transport.

A table of costs from Newran's paper is appended.

END
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