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My interest in Adelaide public transport is prinmarily in the rail network. The
120 km four |ine suburban service is the broad gauge remmant of the fornmer South
Australian Railway network that once served nost settled parts of the state. It
is also the only railway over which the state now has governance.

During my tinme in Melbourne | travelled an estinmated 300, 000 kil onetres
conmuting to and fromwork, added to which I have covered a further 700, 000

kil ometres on non comruting rail journeys. So | think I can claimsonme authority
for "What | intend to present.

The role of public transport has declined in the last 50 years as a result of
rapid city growh, severe under investnent, poor governance, m smanaged pl anni ng
of city devel opnent, and uncontrolled growh of private notoring. In nost
Australian capital cities rail perforns a nmajor part of the public transport
task, and in fact accounts in aggregate for up to 60% of public transport
passenger kns. In Adelaide rail is a mnor player with around 15% of public
transport passenger journeys.

Whi ch | eads me to the nmajor problemfacing suburban rail in Adel aide - SURVI VAL.
As sinple as that !. Unless sonmething is done to revive rail in Adelaide the

exi sting network will disappear within the foreseeable future. To .present this
case, and focus on the thinking and action required to reverse this situation, |
intend to present a case study around the worst perform ng of the Adel ai de rai
lines - the line to Belair. But before getting to that lets take a bit of tine
to check out some data about suburban rail in Australia.

O all the Australian capitals only Hobart, which lost all its passenger trains
in 1975, and Darwin, which lost its only railway about the same tinme, do not

have suburban rail services. O the rest Sydney is by far the biggest with 267
mllion rail journeys per year, followed by Ml bourne on 113 nillion, Brisbane
on 41.5 mllion, Perth on 28.3 mllion and lastly Adelaide on a nere 8 mllion

Per haps nore usefully Sydney people on average travel by train 66 tines per
year, Mel bourne 38, Brisbane 32, Perth 24 and Adel aide 8. How relevant is rai
when the average usage is one third of the next highest city ?.

Wel Iington NZ has a popul ati on about one third of Adel aide yet nanages 9 mllion
rail journeys a year, a usage rate simlar to Perth's. Even nore spectacularly
the Perth Northern Suburbs Iine which was only built 8 years ago has tw ce the
nunber of passengers as the whol e Adel ai de network

Back in the sixties Adel aide and Perth both had about 10 million passengers per
year. Now | ook at the nunbers. Simlarly Brisbane was noving about 15 mllion
per year at that tine.

Typi cal off peak weekday headways are 15 to 20 minutes in all but Brisbane and
Adel ai de, and Brisbane is planning 20 mi nute frequencies when new trains are
del ivered. Adel aide adheres to a 30 m nute headway, and even has the uni que

di stinction of having several stations with a worse peak hour frequency than
their off peak frequency.

The concl usion has to be that over a long period of tinme the rail network in
Adel ai de has been allowed to deteriorate and decline to the point where it
provides only a nmarginal amenity to the city.



Perhaps a few |l ocal nunbers mght also be in order to place the rail systemin
perspective. By fortuitous circunmstance, and sone readi ng between the lines, |
have been able to construct some numbers which will be adequate for illustrative
pur poses.

O the four rail routes the busiest is the Noarlunga group with 36% of the
pat ronage, followed by Gawl er on 32% the Quter Harbor/ G ange group with 23% and
a distant last the Belair line with just 9%

The five busiest stations outside Adel ai de generate 25% of the journeys while
the 17 busiest stations generate over half the journeys. In other words 20% of
the stations do 50% of the business.

The Adel aide rail systemhas a fleet of 100 diesel rail cars, all air-
condi ti oned, of which between 80 and 90 are in use at peak periods. In the off
peak the number running is about 35 cars on weekdays and hal f that nunber at

ni ght and on weekends. In fact over the typical operating period of 18 hours per
day there is less than the equival ent of one quarter of the fleet in full tine
operation. Three quarters of the fleet ($200 million of capital equipnment) is
statistically perpetually idle.

The Belair line wends it's way 21 kminto the hills, the only suburban line to
do so, but by a rather indirect route in order to nmmintain an acceptable
gradient. In fact the alignnent is exactly where it was laid down in 1887 apart
fromthe 'new tunnel at Sleeps H Il which bypassed two bridges which were
beyond redenption. The stations are virtually where they were placed | ast
century, naking no allowance for contenporary needs of devel opnents. The only
concession to nodern needs has been the closure of the three stations in 1995
that had patronage figures so low that a single taxi could have handl ed the
nunber of passengers offering for each train.

On the Belair line just three stations generate 55% of the journeys, these being
Bl ackwood, Coromandel and Eden Hills. Four downhill stations between Lynton and
Unl ey Park generate 25% of passengers, alnost half of which cone from M tcham
whil e three upper section stations fromGenalta to Belair produce only 14% The
remai ning 6% are fromstati ons Goodwood to M| e End, which have shared services
with Noarlunga line trains. If all passengers were equally shared across al
weekday trains there would be an average of about 50 people per train, about

half a single railcar, or just over one bus per service.

So when we | ook at the big picture we see that the typical Australian city has
about one third the public transport usage of a European city, Adel aide has the
| owest public transport usage in Australia, rail in Adel aide has by far the

| owest share of public transport usage in this country, the Belair |ine produces
| ess than 10% of the rail passengers in Adelaide, with a nere three stations
produci ng 55% of the Iines business. Single car trains suffice for nost
services, and when it get to that situation it is fairly obvious that the next
possi bl e service reduction is no railcars.' no trains at all! So you will
appreciate why | say the real issue is SURVI VAL.

The only justification for public transport is if people use it, the anenity

gai ned by the popul ace at large fromthe public transport network is measured by
their use of the system All the touchy feely reasons in the world matter little
if the public choose en nasse not to use the services. It is all a matter of
buns on seats when it cones down to the political bottomline. If perhaps 2% of
the population in the Belair line catchment actually use the train do you think
the politicians are going to be greatly concerned ?



There are a nunber of significant issues for rail that need attention nowif the
rail systemis to have any chance, and nost of these are issues that the
government will have to resolve. The governnment will only be inclined to do so
if they are convinced that the voters want themto do so (politicians in this
country seemto have deci ded, en masse, that what is good for themis nore

i mportant than what is good for the state/country - think about it !). So the
voters had better start convincing their elected representatives.

The nost i mediate issue is the soon to be introduced GST. Adelaide will get a
smal | concession fromthe diesel excise reduction, sonething that rail in other
capitals will not, but will suffer additional cost inposts fromthe addition of
a GST on nost of their goods and service acquisitions. Public transport fares
will be subject to GST, and with underlying cost changes fares will have to rise
by at least 5% just to naintain the status quo. Private cars will decrease in
price at the sane tine by up to 7% which will further tilt the playing field.

In a city like Sydney where road gridlock is becoming a fact of life this may
not matter, but in Adel aide where notorists are being given free kicks all over
the place it is a very threatening issue.

The conbi ned i npact on public transport costs and passenger numnbers arising from
the GST may well sinply expedite draconi an action by government obsessed with
managenment (an oxynoron) by cost cutting.

The second issue that is that of planning. W have public transport plans, road
(inreality private transport) plans, land planning, environnental plans, water
pl ans and so on. But do these planning processes ever relate to each other and
do they ever deal with the greater good rather than their own particul ar
parochi al patch. | would suggest not.

Two exanples. Adelaide has limted water, and in fact the |lucky ones get to
drink the bottomof the Murray River during sunmer. So one way or anot her

Adel aide is not a place able to sustain population growh. If there cannot be
popul ati on growt h why for goodness sake are places such as Seaford allowed to
devel op, kilonetres beyond existing services, for which the provision of water,
electricity, gas, roads and public transport services becomes an additional cost
to us all. There are no nore people in Adel ai de but the space they occupy is
expandi ng and dissipating all the tinme. And everyone in the state, and to a

| esser extent the nation, is paying for the |ack of planning coordination and
managenent by governnent. The second exanple. In 1980 a major rail freight yard
was built at Dry Creek North just beyond Wakefield Road) in an area sone what

fl ood prone and totally unpopul at ed.

It is also in one of the three major industrial corridors of Adelaide, normally
a good place for a freight yard. Now it appears housi ng devel opnent is planned
(do they really mean planned ?) adjacent to the yard, and demands are bei ng nmade
that will force rail to forgo its existence there. Wiy anyone would want to live
in one of the nost blighted areas of Adel aide is beyond conprehension, but even
wor se why woul d a governnent even contenpl ate yet another unnecessary housing
estate at the expense of a major enploynent industry that serves nmany ot her
maj or enpl oyment industries in the area?

Are we trying to create housing for the unenpl oyed, or do we have sufficient
housi ng and/ or | and for housing and need to concentrate on enploynent of the
peopl e who one way or anot her al ready have houses. Thi nk about it

Coordi nation of planning in this state is an absolute essential for reasons that
extend way beyond the public transport issue, but are fundanental to public
transport.



The third major issue is the of the transport |evel playing field. The fact is
that there is no level playing field, and as a result there are severe

di stortions appearing in the transport structure in this country. in terns of
urban transport there are two issues.' that of private versus public, and within
public transport the issue of equitable treatnment of the different npdes.

In the first situation it would be reasonable to ask where is the incone that
of fsets the several hundred mllion of our dollars that have been | avi shed on
the one way freeway south of Darlington ? There is no direct charge rai sed, and
in fact the biggest beneficiary of the state expenditure is the Federa
government through increases private car usage generating increased fuel taxes
and exci se.

As an exanpl e of the second i ssue consider for a nonment the 1994 State Transport
Aut hority annual report. At least $10.5 million is identifiable as track

mai nt enance costs for the rail system but nothing is shown for road usage by
buses. Detail ed analysis would al nost certainly indicate that the disparity is
even wider in both capital and operating costs. Poor decision making is the

i nevitabl e outcome of the internal accounting distortions in the system

The solution to this conundrumlies in placing responsibility for road and track
for all metropolitan transport (public and private) in the hands of a single
authority with a clear mssion that relates to the greater good for all. This
woul d then have road and rail track under one unbrella, with a brief that

i ncl uded equitable charging for use of the 'track' taking due consideration of
the intangible costs and benefits that arise fromthe various users of the

di fferent pieces of track. A radical proposal perhaps, but there is no reason
why Adel ai de should not be a | eader rather than a foll ower in devel oping

i nnovative solutions to difficult situations. This concept would al so provide
the basis for a service quality "privatisation" of the rail operation

The other major issues | would identify are the twin issues of costs and
revenues, but in a slightly different format. Railway vehicles are very
expensive itens. For instance the 10 railcars required for the Belair line (8
operating at peak plus 2 spare) cost about $22 nmillion new, with a capacity of
about 1000 seats. For the sane noney 60 buses with 2700 seats coul d be acquired.
So to make the nost of investnment in rail vehicles it is essential to get high
utilisation, to maxi m se seat kilonmetres produced by each vehicle. Existing T.A
utilisation is poor with barely 25% of the fleet in the equivalent of full tine
operation, a situation exacerbated by undue attention to car kilonmetres rather
than fleet utilisation. Froman alternative perspective each full tine T.A
railcar is effectively costing around $9 nmillion, a prohibitive price.

The solution here can only cone frombetter bal ance of services in peak and non
peak tines, with nmore frequent use outside peak periods coupled with close
managenent of peak services to ensure there is no wastage of capacity. The | ast
few peak hour passengers on each line, for whomseating is noninally provided,
are currently costing the taxpayer a fortune.

Revenue can only be effectively enhanced by increased passenger nunbers. Key
service factors are predictability frequency, confort, accessibility,
connectivity' and safety of the services, and these are the issues to which the
public transport users will respond. A related issue nmust be the wllingness of
public transport managenent (and their sharehol der governnent) to adapt to
changi ng needs.

A powerful external inpetus to inproved usage can cone from coordi nated pl anni ng
with appropriate regulatory and financial incentives to make best use of
existing infrastructure (including existing water, gas, and electricity grids as
wel | as roads and public transport) rather than head for "quick buck"
greenfields sites. Sensible provision and pricing of parking, control of road
traffic at key nodal |ocations, and access to public transport at major traffic
CGenerators are be part of this process.



O these revenue enhancing strategies only the first few can be nanaged by the
public transport operator; the rest are nore in the domain of governnent at
various levels. Frequency is self evident, but in Adelaide it is a significant

i ssue. Alone anong all the capitals Adel aide has had the deserved reputation for
poor frequencies on all its public transport, not just rail. Accessibility is
all to do with tinetables, fare structures, the ability to easily acquire
tickets and easy direct access routes to platforns nore than it is to do with

t he di sabl ed. Connectivity is another significant factor in public acceptance of
public transport. In Adel ai de we have the absurd exanple of the three ngjor
public transport routes to the city all ending up blocks fromeach other. To
make matters worse the typical traveller arriving in the city on the tramhas to
negotiate three sets of traffic |lights before they, have any shelter fromthe

el ement s.

Adapt ati on of services to neet changi ng needs (or even to neet needs) is
fundamental to mmintaining the rel evance of public transport. People's
expectations rise, centres of attraction change, popul ati ons age, and work
itself changes all of which requires the public transport systemto adapt An
exanple is the long running proposal to convert the Port Iine to light rail with
possi bl e extensions to Football Park and West Lakes. This proposed conversion
woul d seemto have several benefits; extending the Genelg tramto North
Terrace, linking two and reconnecting one major traffic nodes to rail, renewal
of the tram (light rail) fleet with nodern hi gh performance vehicles and access
for both routes to the city centre. And what are the downsi des?. Perhaps sl ower
times to Port Adel aide (but nore stopping |ocations?), smaller 'trains' (but

hi gher frequency ?) and possibly some route changes. Despite the apparent

advant ages, and the commtnent indicated by T. A's laying of dual gauge concrete
sl eepers there has been no public debate on the issue.

| suspect the reason conmes froma an obsession with nmanagenent by cost cutting,
conbined with a seizure of governnent initiative arising from nisreadi ng past
syst em change protests.

I f sone of the above concepts were to be applied to the Belair |ine, which you
will remenber is probably the nost marginal suburban rail line in the country,
what woul d we get?

First lets ook at the future growth opportunities of traffic generators.
Stations on the Adel aide plain (as far as Lynton) have little undevel oped | and
near them and are constrained by hills face devel opnent restrictions, so little
catchment growt h is possible. The next three stations, Eden Hills, Coromandel
and Bl ackwood, are already the major traffic generators on the line, but they
are also in an area that has the only prospect for catchnent growh with the
Crai gburn devel opnent. Beyond Bl ackwood | and is severely constrai ned by
topography and to a | esser extent the National Park, so expansion of the
catchment there is unlikely.

In aggregate there are sone catchnment (nmarket size) opportunities in the Eden
Hlls - Blackwood area but not nuch el sewhere on the Iine. Planned |inkage with
existing or yet to be built major comrercial centres mght offer margina
prospects. Other opportunities could cone frominproving tourist nunbers on the
line; for the train ride through quite spectacular scenery, for the Parks at
Coronmandel and Belair and for various wal king tracks from and between vari ous
stations.

The first strategy to inprove the patronage should be at virtually no cost”
marketing the tourist potential to local and out of town tourists, and trying to
i nprove the use by locals for commuter trips by the sane neans. Snall scale

i mprovenents to the car park at Coronandel in particular would be worthwhile as
woul d i mproved pedestrian access and si gnage between Bl ackwood station and the
near by shopping centre. A tram stop at Goodwood station, preferably above the

pl atforns, would also be a good nove for coordination (connectivity), as would
cross platform connecti ons between Noarlunga and Belair line trains at the sane
pl ace (which woul d require stopping daytine Noarlunga |ine trains there).



Properly presented to the popul ace these measures shoul d produce some neasurabl e
and enduring response in passenger numbers. A larger scale inprovenent, with a
nore dramatic inpact on passenger nunbers, would be a new station at Shepherds
H 1l Loop, just off Shepherds H Il Rd., where there is alnmobst unlinited space
for a car park.

A maj or inproverment that should be applied to all Adelaide rail lines would be
to provide a 15 minute off peak frequency rather than the 30 m nute now

provi ded. Contenporary travellers are intolerant of long waits, with |lack of
frequency being the single nbst aggravating issue for potential users.

Railcars are freely available during the day, nunmbers of crew are on inter-peak
"standby", and car Kilometres would increase |ess than 50% for | OO% i nprovenent
in frequency. In the longer termthe future for the Belair line has to be as a
light rail line with sone interesting diversions possible to greatly inprove the
i nes useful ness for prospective users, including a 'city |loop' using the

G enelg - Port Adelaide city |ink

Undue attention paid to trying to resurrect three noribund stations on the
Belair line has not only distracted the public transport |obby fromthe far nore
i mportant issue of rail survival, but has also resulted in the government
running straight to the sand pit and planting its collective head firmy init.
The 'save the stations' canpaign has been futile and even worse has led to

vi rtual abandonnent by governnment of responsible and innovative governance that
m ght have turned the fortunes of the Adel ai de suburban rail system

It is not too late, but if recent trends in usage are not reversed the issue of
survival will beconme all too real

Putting the public back into public transport is what it ultimately is al
about .



