LAND USE TRANSPORT INTERACTION or
WHAT WENT WRONG WITH MATS?

B.C. THompson

ABSTRACT:

The Comprehensive Transportation Studias of the 50s and
60s are now largely discredited, New urban studies are
being mounted in the cities of Australia and the guestion
arises - what to do about Land Use-Transport Interaction.
Mr. Thompson discusses the weaknesses, in his view of

the Metropolitan Adelaide Transportation Study (MATS) and
draws certain conclusions which have been incorporated in
& new generalised planning procedure which involves two
levels of planning - the long-term strategqy plan and the
immediate corridor plan. He concludes with an ocutline of
progress on the correct planning studies for the Adelaide

Region and gives some thoughts for the futyre.
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MATS - AFTER 10 YEARS

Before we get going may I please emphasise that

'and was very professional in its approach. The consultants
:and publlc service professionals involved deserve credit for

‘their effort.

What follows should be taken as a general comment
‘on comprehen51ve transpoxtatlon studles" as a whole, If I
efer to MATS it is because it is convenient for me, being the
'pnly such study with which I am sufficiently familiar.

i.l MATS, for those who are unaware, stands for the
Metropolitan Adelaide Transportation Study. It followed a
_line of comprehensive transportation studies for particular
Scities around the world, each with its own anagram, CATS for
vChicago, PATS for Philadelphia or Perth ete, r & process which
- commenced in the early 1950s in the USA and proceeded on a

-surprlslngly standardised basis elsewhere.

.1.2 The MATS study commenced early in 1965 and was

. Occasioned by the need to examine in greater depth the trans-
.port proposals (prlnc1pally a 150-cdd kilometre freeway system)
shown on the 1962 Metropolltan Adelaide Development Plan -
which at that stage was only an advisory document.

1.3 The consulting firms of De Leuw Cather and Alan

M. Voorhess & Associates {both of USA} in conjunction with
Rankine & Hill of Sydney were engaged to undertake the study
which was housed (and largely staffed) by the Highways Depart-
ment.
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The first stage involved a massive data collection
exercisé with vehicle counts, roadside interviews, on-bus

guestionnaires and a massive 5% sample home interview survey,

The second stage involved data analysis and fore-
casting of future travel demand based on a gravity model cali- :
brated for Adelaide conditions, resulting in total trip fore-
casts, by mode and trip purpose, to and from all zones in a

560 zone x 560 zone matrix.

The third stage involved all or nothing assignment.
to various trial networks leading up to a recommended network
and using a considerable amount of manual re—-assignment in the
process. To my knowledge no computer assignment was carried

out on the final recommended network.

1.4 The study was completed in 3% years, the third
stage taking at least half that time. It cost roughly $3/4m,

Overall control was by a Steering Committee dfawn_
from the highest levels of the Highways Department, Municipal
Tramways Trust, South Australian Railways, Adelaide City Counci
and the State Planning Office. There was no public partici-
pation during the study but a series of public meetings were
held after releaée of the printed report which, not-surprisinéf
were attended by throngs of people many of whom appeared to be
hostile when they learnt for the first time that their proper-
ties would be affected by the proposals,

The consultants, having completed their task,'Weﬂtﬁ
off home and the Highways Department was beleaguered for the

next year or two by citizens claiming hardship or demanding

that their properties should be acguired. The plans in the
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MATS geport showed in accurate detail alj the land which would
e ‘affected by the freeway proposals for the whole 20 year
construction period to 1986, As a result the Commissioner of
nghWays became one of the biggest landowners in Adelaide.

. The government of the day moved quickly to abandon
thé'Hills Freeway and Foothills Expressway both of which passed
through the affluent suburbs to the south-east of the city,

.'é the residue of freeways were incorporated in a Supplemen-
afy Development Plan to the 1962 Metropelitan Adelaide
'e:elOPmént Plan -~ which by now had Statutory significance.

Two major variations to the freeway System origin--

aily proposed in 1962 were:

to bring the north-south freeway very
close to the western side of the city
with high capacity access into the
city centre;

to gain access to Elizabeth via the
Torrens Valley, Modbury and Golden
Grove instead of following the northern
suburban railway line from west of the

city.

1.6 : The study also recommended an underground railway
through the city, but did not recommend electrification of
. suburban lines; Instead, diesel hydraulic rolling stock was
o (or replaced by} diesel electric cépable
of using a pe third rail power source through the tunnel
Section. This novel solution may have recognised the likely

shortage of funds to implement the proposal.
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In general, though, it must be said that the MATS
study gave insufficient regard to availability of funds to

inplement its proposals.

1.7 As I speak in 1976, halfway through the planning
period for MATS, the parking programme for the City of Adelaide
is at least up to schedule, but little else recommended by

MATS has been commenced, and there are no urban freeways.

Instead, we have gaeen better use being made of the
existing road system, firstly by clearways and secondly by
priority roads. Staggered working hours by means of flexitime :
may also have had some effect. Significant traffic generators,:
such as shopping centres and offices continue to disperse '
throughout the suburbs and dilute the problem to some extent.

There is a concerted effort to improve public trans-
port services and the first major improvement for many years,
viz. the Christie Downs railway extension, commenced services
a few weeks ago. Patronage from the outset was encouraging
and suggests that some peak hour commuters may have switched

from car to train.
2, WHAT CAN W& LEARN FROM ALL THIS?
2.1 Most importantly, we find that the sheer chaos

predicted for 1976 if urban freeways were not built has not
materialised. The peak demand forecast in 1966 has not been -

reached and the existing road system has been shown to have a:

higher capacity.

(Levels of service for motorists are no doubt -
below those planned for in MATS, but on the other hand $300m
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has not been spent op freeways ang was, in theory, availahble

for hospitals, schoolsg Or some other use. )

We find that politj
public attitudes,

2.4 The bagice tenetg
ascertained future demand ang
that demand, MATS fel)] into t
'could be satisfied.

siderations. The interactive effe particularly with lang
use, were thusg largely ignored. Alternative Scenarios were

not investigated.
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2.7 The presentation of a beautifully bound printed
report was seen by the public as a fait accompli, which is
precisely what it was at that time. MATS should have invited
public participation at an earlier stage and thought more of
the consequences, and need, to show detailed proposals for

such a long period in advance.

2.8 ' The study assumed more Or less standard responses
and uniform behaviour of the public over a twehty year pericd,
There is in fact a great deal of flexibility in people's abilﬁw'
to respond and more use could have been made of this in a 20-

year plan.

2.9 The study was very much data-based and took the
philosophy vlet's find out what people are doing and provide
for them to do more of it in future", and the data formulation
and analysis to achieve this was enormously expensive in money
and time. An alternative and much simpler approach is to
plan by objectives, whereby the aims and objectives are looked
at first and detailed investigations are narrowed down to a
few key problems which become apparent when matching policies

and proposals to the aims and objectives.

2,10 MATS tried to carry out all levels of planning
down to fine detail in one exercise. As a result, detailed
proposals tended to be rushed through as the target date for

completion came nearer.

It would have been wiser in my opinion to have
spent more time on overall interactive planning including
social and environmental aspects as well as public and politi-
cal considerations to produce a STRATEGIC PLAN or framework

within which later detailed studies could have been fitted in

accordance with a congtruction programme.




In Conclusiopn, I

I am not discrediting MATS 5

s
: You may read n»

There are stil]
"magic paékage"

Otherg have suggested

“thought modelg®

- which 1 think
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are another name for commonsense - whilst others yet again
have given up, saying that you cannot plan more than five years:

ahead anyway so what's the use.

Being a practising down-to-earth planner I have
ne magic theories, just some commonsense conclusions (or should

I say thought models).

One clue to the problems at the Canberra Workshop
may have been that about 95% of those in attendance were trans- -

port planners as distinct from land use planners.

The problem was tackled from the bottom up concen-
trating on transportation aspects and ignoring the totélity of -
the system. The first thing should have been to eétablish aims
and objectives, identify the problems and then look for solutions
over the whole spectrum, not just transport solutions.

I would suggest the following ways of tackling

transport and land use interactive planning of an urban area.

3.1 Firstly don't assume you know what people want, go
out and ask them - but not in such a way that they merely con-
firm what you have sugéested. In our current planning study
for Adelaide we have been quite surprised at the widespread
interest and depth of understanding-of ordinary people and
groups, when asked for their views without preconditioning.

I doubt that we learnt much that was new about community prob-'
lems, but we gained an important understanding of people'é

priorities.

3.2 Use these results plus the intuitive and technical

input of the study team, and required policies and directives
of government to postulate a series of aims and objectives for
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The decision having been made with corridors
should be developed during the (say) five year planning periogd
prior to the next review of the overall plan, planning can
proceed for those particular corridors to the required degree
of detail.

3.7 Planning can proceed at two levels — an overall
strategy plan updated at (say) 5-yearly intervals and corridor
(or sector) plans for the areas programmed for that particular
(say)} 5-yearly interval.

Strategy planning tends to be carried out at a
"broad brush" poiitical and social level whereas detailed
corridor planning is likely to involve data-based comparative
economic studies of alternative land use and transport config-
urations, involving factors such as modal choice, comparative
travel times, residential densities and alternative transport
technelogies.,

3.8 : Over a review period the resulting urban develop-
ment will pre-comit the next strategy plan which in turn will
be extended by one more review period. In theory, anyway,
the stfategy plan maintains long-term flexibility and gives
a direction for future development while the corridor plans
provide the financially justified development package for

that specific time period in those specific locations.

3.9 Considerations of land use and transport inter- -
action at the specific corridor level have in recent years _
given rise to some generally accepted optimum reisdential lanf;
cuts, e€.g. with higher density housing adjacent to a central '
public transport spine and lower density housing extending

outwards towards parallel arterial roads on each side of the 
urban corridor, served by district centres located at major:
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4.1.3 Infrastructure Phase. Detailed planning of de-
fined future living areas showing sufficient detail to ensure
provision of all reguired community facilities, bus routes,

open spaces, etc. in the correct locality,

4,2 The first step in the strategy study was to call
for public comment on issues of region-wide significance.
Response was overwhelming and the standard of submissions was
very high. (& major recurring comment was the need for im-
proved public transport facilities, i.e. more freguent sefvices
provided within reasonable walking distance and as soon as

development starts in a new area).

4.3 Specific aims and objectives were specified and
the planning implications of the various constraints considered
before arriving at a series of policies and proposals which

were considered realistic and achievable,

4.4 Physical and geographical constraints dictate that
Adelaide should be a linear city running north/south along the
coastal plain between the sea and the Hills Face Zone of the

Mt. Lofty Ranges. Considerations of urban structure and trans-
portation systems also favour a linear city where one can have
easy access to abutting countryside and yet also enjoy all the
advantages of a regional centre plus ready access to the city
centre and the rest of the metropolitan area via a linear trans-
port spine.

4.5 The major disadvantage of a linear city is the
long distances involved in reaching the city centre from the
extremities, This requires that a fast and frequent transport
service be provided along the spine. By fortunate coincidence
this can be achieved in Adelaide with a rail system which

serves most of the new regional centres along its north/south




Detaileqd feasibility studies are underway in the

Department of Transport tgo identify the appropriate line haul
technology.

4.8

LAND USE -~ TRANSPORT AIMS AND OBJECTIVES
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These plus other

Thompson

relevant objectives (such as the

need for any scheme to be within the financial capability of

government) are all relevant

to the planning task.

5.1 Urban Structure and Accessibility

The shape of a city and its transport system have

a considerable influence on the ability of its inhabitants to

enjoy city life. The distance they must go to enjoy open

countryside or the ease with which they can move throughout

the urban area, with oxr without their own vehicle, are obvious

examples.

The way facilities are grouped together within the

urban structure can effect profitability and efficiency by

providing a wider choice and

by the public.

easier access to such facilities

The geography‘and natural features of a region

place limitations on the shape of a city which then limits

the options available for transport modes within that city.

The geographic, economic and social aspects of

this interaction between urban structure and accessibility are:

spelled out in the following

cbhjectives:

5.1.1 Provide maximum mobility for all sections of the

community.

5.1.2 Promote an urban

best living environment,

5.1.3 Promote an urban
public and private transport

ment where each mode is most

structure which provides the

form which optimises the use of
for passengers and freight moVé-:_
appropriate and efficient.




_ Make best use of, improve the standard of,
‘existing transport facilities,

The importarce of the City of Adelaide as a metro-

.politan and State focug should be tecognised in terms of both

surban form ang transport systems,

5.1.8 Efficient access is needed between the metropolitan
o area, the rest of the State, ang the rest of Australig,

S 5.1.9 Environmentat and- social impact of transport
@ facilities opn urban andg rural area should be'minimised.

5.1.1¢0 ' The Spatial Priority, or access advantage,

various forms of movement should denerally favour

5.1.12 Urban structure and communication systems shoulqd
bPromote the - resources ang should remain flexible
to cope with'changes, provided.development at a Necessary and
logical pace is neot hindereq,
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6. CONCLUDING REMARKS
I have tried to give a broad outline of a more

flexible politically responsive planning process which we
think will work in Adelaide.

Many of the gquestions on transportation planning

remain unanswered, and I make no apology. I don't think any-

one has the whole answer, the problems are so complex and

interactive that it becomes impossible to comprehend the whole,

We must do our best and can reply upon the com-
forting fact that human beings will adapt to cope with a fairly

wide margin of error.

After all, most of our present environment was
the result of individual judgements and we manage to survive

reasonably well,

One factor which has come through strongly is the

need to be able to cope with a wide variety of futures, scme

of which may include shortages of fuel and lower living stand-

ards, Future urban development should have ability therefore

to be served by public transport. To ensure this requires

close co-ordination of major land use locations with transport.

systems., Cities with such co-ordination can also be readily:

served by private transport (as will be the case in AdelaideV-:

via the parallel freeway reservation), whereas the opposite

doesn't apply - cities with highly»developed private transéort

systems and scattered land uses often cannot be economically -

served by public transport., The losers are the 30% of the

population without private transport, a percentage that may-.

well rise sharply by the turn of the century.
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