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Radial services within
eight kilometres of
the city: 30 minutes

Radial services in built-
up areas within 15 kilo-
metres of the city: 40 minutes

Rail feeder services: 30 or 60 minutes

Outer cross-suburban
services (generally): 30, 40, 45 or
60 minutes

Radial trunk sexvices in
closely settled Hills

areas: 60 minutes
Outer Hills and other Intermittent or
outer area services: peak period only

Night and weekend services: The Group considered
that some rationalisation of these services will be required.

If former private services are to be provided with standards

of service similar to former MIT services it will be necessary

to improve services on a number of routes. Obvicusly such

improvements could only be justified on social, not economic
grounds. Patronage on services regularly operated during the

late evenings is presently very poor.

Commencement of Service

Provision of a public transport service at an early =

stage of the development of new residential areas can encourage.
the habit of transit riding and possibly reduce the need for -
families to purchase two cars. On the other hand, provision i

of such services (particularly when a whole new hus route is
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required) can be very costly with little f£inancial return.

gome former Adelaide private bus operators
Zdopted the "habit-forming" approach. One operator built up
.sérvices to a large suburb by commencing operations early.
.eVen to the extent of operating buses across a paddock to
‘reach outlying houses. The same operator was caught out in
another suburb with different socio-economic conditions, a
suburb which after ten years is still only served by two buses

a day in each direction.

: In order to minimise deficits, the MTT for

some vears used a formula based upon an average of 60 return
‘yides per 100 households per day to calculate the viability of
é new service. As a result, some suburbs were left without a

service until almost fully developed.

i Perhaps fortunately, stringent planning require-
ments now necessitate the rapid development of large new
housing tracts. 1t should not be too difficult, therefore, to
justify the provision of services inhto these new areas on a

habit-forming basis.

IMPROVEMENTS TO BUS SERVICE$ PROPOSED BY THE BUS SERVICE
PLANNING GROUP

The Bus Service Planning Group gave consideration

‘fo two types of improvements to bus services as follows:~

- Those necessary to provide services into newly-~
developing or poorly-served areas, or to improve

connections between different traffic generators,
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and which may have been possible regardless

of the operator providing the service.

- Those which were made possible by unification
of ownership of public transport services;
having overcome the problems associated with
mixed ownership, it is possible to make
improvements which were not possikle before
for economic reasons or because there was

concern about competition between bus operators.

The following sections summarise the categories of
improvements proposed by the Group. Some were considered
possible regardless of uanification, while others were only

made possible by unification.

Rationalisation of Service Types

This category of improvement relates to the "area
service policies" described previously. Having unified service
ownership it is possible to make rational decisions regarding
+he best mode of transport to serve particular areas. The
proposed improvements include rationalisation of service types
in the Elizabeth, Ingle Farm and Oaklands areas. Where rail
feeder services are proposed, some improvements to rail services

and the construction of bus/rail interchanges have been suggested.

Extensions of Services into Newly-Developing Areas

The Group made some 25 proposals for extensions OF
alterations to routes to serve newly-developing areas. Some of
these areas were poorly served for economic reasons, while in
others roads were unsuitable or residential density has not

previously justified provision of a service.
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wtensions OFf services into Areas Presently Unserved

A number of developed parts of the Adelaide
‘Metropolitan Area are currently neot within a reasonable
Qalking distance from public transport routes. These areas

ave been left unserved (some for many years) for a number of
reasons, including -
a) ©Lack of adequate roads (pavement strength,

geometry, or street layout}).

Aveas may have been insufficient in size to

warrant provision of a service.

The bus operator may have been loathe to

introduce a service for economic reasons.

Areas may have been slow developing.

The Group has made 16 proposals to serve such areas.
A few small areas will continue to be unserved, generally for

reasons (a) or (b) above.

Improvements in City Area Distribution

Since its inception the Municipal Tramways Trust
practised through-running on public transport services.through
the city. This not only provided the best city distribution
for passengers (particularly to vVictoria Square and to the

_:Rundle Street area on north/scuth services), but also meant
"'that vehicles were used to their maximum on the journey through

the city.

Most private bus services, however, have for many
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years terminated at the edges of the Central Business District,
partly because of a City Council ban on buses using King
William Street imposed in 1926, and, since this ban was lifteq,
because operators considered they could not justify the extia
buses needed for extensions through the city. The Tramways
did not need extra vehicles for the through-city journey

because the through-journey eliminated vehicle layover time,

The Bus Service Planning Group did not congider details
of possible through-routing of services as it wished to obtain
agreement to proposed suburban routes as a first step However,

through the city, provided bus stop kerb space is available,

provides the opportunity for improving city area distribution

for a significant proportion of public transport travellers.

Improvements to Route Linking and Extensions to Major
Suburban Centres

A Public Transport Attitude Survey undertaken in 1972
indicated considerable dissatisfaction amongst Adelaide
residents regarding lack of cross-suburban public transport.
Not only are there few cross-suburban services, except in
outer suburbs, but there is little linking between radial bus
routes., Parallel arterial roads and a desire to minimise
distances travelled by public transport vehicles militated

against radial routes "touching” each other.

Because the majorlty of public transport passengers
are city-bound, there has been a tendency to ignore, in some
cases, the non-city-bound traveller. In a few cases bus routes
travel outwards from the city about 10 kilometres to within
two or three kilometres of a regional centre. Because there
have been other routes serving the regional centre, these
particular services have not been extended to those centres,
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seven though they would cater for different passengers.

In line with the route planning policy described
:preVlouSly, and so as to provide better linking between radial
services, the Group has proposed about 20 route alteratlons
or extensicns to major centres and another eight extensions
‘to other route "touching" points. These proposals will
?improve access to regional centres and create interchange
‘points at those centres to allow for convenient cross-suburban

“travel.

Improvements to Cross—-Suburban Services

Linking of radial bus routes at regional centres
will pnot solve the problems of cross~suburban travel in areas

less than ten kilometres from the city.

Adelaide has generally had a poor record in the
provision of cross-suburban services except in outer suburbs,
A number of private bus operators tried a variety of services
in the 1940's, but most of these had failed by the mid-fifties.
Cross-suburban fixed-route bus routes served only narrow
corridors. Their low freguency meant that transfer from other
services was particularly inconvenient, while the lack of
transfer tickets made two vehicle cross-suburban journeys

expensive.

It is proposed to attempt to rectify this situation
by running an experimental circular suburban service with a 15-
minute frequency along arterial roads some six to ten kilometres
from the city. The relatively high frequency and the avéilability
of transfer tickets will reduce some of the disadvantages of

former cross-suburban services, while the service will satisfy

some social needs.
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dditon to the above, the Group has proposed
ovements to cross-suburban

In a

some rationalisation and. impr

services in outer areas, particularly as links between the

bus interchange points at regional shopping centres.

Service Integration

The Bus Service Planning Group made a number of

or the previously mentioned integration
ith shorter-distance
In some cases it

proposals to allow £
of longer limited-stop gservices w
services at nights and weekends.,

stopping
eroute these services so that they

will be necessary to I
follow common routes so as to avoid passenger confusion.
The other type of service integration (which has

been discussed previously) relates to the integration of

services which follow similar routes to enable savings to be

made or a better frequency to be provided.

Improvements +to Route Directness

The Group made a number of proposals which, if
the route length and therefore the

implemented, will shorten
Some services followed devious or

travel time of passengers.
o as to serve a large number of passengers

but the population density
outes. In other

circular routes s
with a minimum number of buses,
ow allow the provision of more direct ¥

would n
ates followed devious routes to avoid

places private bus ro

competition.

Other Route Improvements

A pumber of other bus route improvements of a

detached nature have been proposed, either to provide a more

efficient service or to improve service to the public.,
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one such improvement is a proposal to eliminate
"loop" terminals. A fow Adelaide suburbs are served by
fadial pus routes which terminate in one-way circular loops of

.up to a kilometre in diameter which are designed to serve &

lar
these loops usually include & terminal bus layover point at

ge area with a minimum number of buses. Unfortunately,

Passengers travelling around the loops must
wait in the bus at the terminal point for a minimum of five
minutes or up to 15 minutes before the bus moves on to the

‘passenger's destination.

Proposals have been made to eliminate these large
‘loops while at the same time continuing to provide satisfactory

" service coverage.

BUS ROUTE PLANNING PROBLEMS

General

‘Even with unification of ownership of bus services
there are a number of other problems associated with bus route
planning. Some of these are associated with the introduction
of new bus routes into new areas, while others relate to the
recrganisation of bus routes in previously served areas. In

the following sections I have described some of the problems..

Serving Dispersed Land Uses

Probably the most significant problem in bus
route planning in all Australian cities is the service of
dispersed suburban areas and the provision of links between
these and major traffic generators. Residents of.residential
areas expect bus services from their suburb to every major

traffic generator; with our present densities it is difficult
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to justify even one frequent bus service to serve each suburh

This problem is made worse by the fact fhat
developers of major traffic generators, private and government
alikeé, spread their developments out so that it is not
possible to satisfactorily serve each generator, i.e. regional
shopping centres, major educational establishments, hospitals,
and other employment centres. These generators are almost

invariably located using such criteria as private vehicular

access, cheap land, landscaping opportunities and so on.
Public transport is sometimes considered but invariably has
low priority. Developers are then most surprised to discover
that the public transport system in their region cannot
immediately be completely reorganised to serve their develop-

ment. The fact that hundreds of existing passengers would be

inconvenienced by a bus route deviation of a kilometre or more

does not occur to them.

Because the majority of off-peak public transport
trips are shopping trips, suburban bus routes generally focus

on regional shopping centres. It has been common practice in

Adelaide to locate a university or a hospital several kiloe-
metres from the regional centre (and public transport node
point) and then expect public transport services to be

provided from all nearby suburbs to that university or hespital.
Geénerally, the public transport patronage to these establishments
can justify only an infrequent link from the local regional
shopping centre, the majority of public transport capﬁives

thereby having to use two vehicles to travel to the establish-

ment concerned. The developers then wonder why their car parks

are overloaded!

The next step in discouraging public transport use

is to set the buildings back from the main road one-half kilo-
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atre or more, using the intervening space for car parking,
‘jandscaping or playing fields. The bus route planner is then

féquested to divert buses from the main route into and out of
the centre (carrying a majority of passengers not destined for
the.centre)“ The bus is also delayed when trying to re-entex

he main road.

Regional shopping centres are best located, from

a public transport point of view, close to a major railway

station. In this way a series of feeder bus routes can serve
the regional centre and the station at the same time. In
Adelaide, although attempts in the right direction have been
made, the regional centres are generally located sufficiently
far from railway stations to make efficient sexvice of both

‘centre and railway station operationally difficult,

In this context I put forward a plea for planners
‘and developers of major traffic generators to attempt to
“consider existing and planned public transport route networks
'in their locational and design decisions. Sites at public
;transport network nodes may sometimes be more expensive, but
. savings can be made in the provision ¢f parking and in the

‘eliminaticn of social costs.

. Use of Roads

One of the reasons given for replacement of trams
by buses in the 1950's was that buses are more flexible than
trams, because trams are confined to tracks. On the contrary,
bus routes are, in fact, very inflexible. The bus also requires
a track - the road, and the ordinary street pavement will not

withstand regular bus traffic for very long.

Once a particular road has been specially constructed
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to carry buses, then, even if the route is not a particularly'
sensible one, it is diffiecult to alter the bus route to use 4

street not specially constructed for the purpose.

Similarly, extensions of bus gservices into new
residential areas often cannot be made because roads are not
suitable to carry buses or are even left unmade. In Adelaide
it is possible to reguire a subdivider to provide heavy duty
roads within his subdivision, but very difficult to have the
access roads to the subdivision constructed, as these are
usually a local government responsibility. Local governments
are loathe to construct these roads until they obtain rates
from the subdivisions in question. As a result, the access
road is not built until the subdivision has been occupied for
some time. By that time the residents have purchased two cars

and have no real need for a bus service,

Roads can also be geometrically unsuitable for bus
traffic, or, as touched upon previously, residential layout may
preclude the operation of a bus service. Attempts are now
being made to ensure that provision is made in new subdivisions
for roads suitable for bus services. However, this usually
becomes a compromise with others whose desire is to restrict

through traffic.

A not insignificant problem associated with the
operation of buses along streets which previously had no bus
service is associated with the feelings of residents of that
street. Everybody wants a bus service as long as it is in the
next street. When told about a possible new bus service along

their street, residents immediately allow their emotions to

exaggerate the likely effect of buses on the residential envirowf_;ﬂ

ment. They imagine a continuous line of buses all travelling

at 60 kilometres per hour with the one exception that each bus
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;11 stop at the bus stop, which will be placed immediately
. gront of thelyx house. The buses will kill children in

ath, will wake residents with their continuous noise

their P
at night. and will pollute the neighbourhood.

Buses have their problems, but the above comments
ye a gYoss overstatement. Residents living on bus routes in
ﬁéw regidential areas would be lucky to get two buses per hour,
gﬁd very fortunate indeed to have any buses at night. There
i1l probably he no more buses than other service vehicles,

i ». baker, milkman, o0il tanker, etc.

Local councils are sometines concerned about the
sffect new bus routes will have on retailers in their area.
several councillors recently obiected to a new pus route which
"éonnected an established shopping conplex with a new regional
‘shopping centre in Adelaide. They claimed that the bus route
would take customers away from the old centre, wut could not
understand that +he same buses couid also bring new customers

to the old centre.

Some years ado a council prevented a radial bus
route being extended to a regional shopping centre, using the
.argument that a road which was proposed to be used was not
‘suitable. The real reason was apparently that the bus route
‘served several minoxr shopping centres (of about four shops
‘each) and the shopkeepers were afraid of a 1oss of trade to

‘the regional centre.

Bus operators are not in business toO promote
particular shopping centres, put rather to provide a service

“to the general public.
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Resistance to Change

Probably the most significant problem to be faceg
in making alterations to bus routes so as to provide an
improved service is the general resistance to change among
many of those concerned with the bus services in question,

and with some reason.

Firstly, existing bus services are carrying ekisting
passengers., Any variation to a bus route, which to the planper
would appear to provide a better service to the public at
large, may not necessarily provide a better service to all the
people using the existing service. The existing passengers
may be captives to that service, while the new patronage which
the planner is hoping to attract to the altered service is a
somewhat unknown quantity. This new patronage is not presently
captive and does not shout as loudly as the people who are upset
by a change. This reaction therefore affects the politicians,

local councillors, and bus operators alike.

Any change to bus services introduced to provide

an improved service for a greater number of potential passen-

gers must be well publicised, with the reasons given for the
change. These reasons and the publicity must beé given to all

potential passengers; it is of little use to inform only those
passengers using the existing service. As they may not always
be the ones to benefit from the change such limited publicity

is a sure recipe for failure.

Should we therefore retain bus routes as they are, R
with their particular idiosyncrasies, avoiding public objection, .7

or should we be brave and make alterations designed to improve

the service to the public at large in the hope of attracting

new patronage?
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I recommend that the "brave" approach be adopted.
in planning new orx altered bus routes we are catering for the
travel habits of people possibly for the next fifty vears. If
bus routes are not improved now (at the risk of upsetting a

- few) then we can expect future patronage to fall off at an

even faster rate. 1In these times people do not often complain
about the fact that they have no bus route to cater for their.

needs, they merely purchase a car.

The "brave" approach must be accompanied by a good
community relations programme. Unfortunately, public transport
operators are usually short of funds or personnel to carry out
this work. Let us hope that this situation can be rectified.




