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Abstract:

There exists a strtange and compelling myth that goes something like this:

"l he major problem being experienced by public transpori, especially in Australia, is
brought abour by the fascination with the 114 acre block The low population density
that is brought about by this fascination is the primary cause of the low levels of and

reductions in patronage that we are experiencing”

We are teld, in all honesty, that if we can reverse the trend of loweting population
densities that public tiansport will see a popularity resuigence and increased patronage
We contend that the loss of public transport patronage, like all complex problems, has a
simple solution -— and that solution is wrong; at best it is misleading ot incomplete
Losses in patronage are not solely caused by low population densities but are also the
result of factors far closer to home and that are under the direct control of the planners,

government and public transport management
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Introduction

The brain is a wonderfu! organ, it starts working
the moment you gef up in the morning and dees
not stop wntil you get 1o the office

Robert Frost

If pepulation density were to double then public tianspott patronage, from the same area,
would be expected at least to double We don’t argue with this trivial analysis, although

even these simple assumptions could he argued We will support our assertions with a
simple mathematical maodel

Let's assume, for the sake of cenvenience, that all public fransport patrons lived at
a single point that is at the current average distance from the CBD as they are now Thig
situation would not alter, matkedly, the cunent public ransport task. The main difference
would be the elimination of vacant seats (ie occupancy could increase), because all
passengers are picked up at the same point, and we could apply fewer buses to fulfil the
task. The same number of people would need to be picked up and the total tavel distance
would not alter to any gieat degree What public transport hopes to alter by increased
population densily is the possible nurnzhers of patrons in the catchment areas.

Suburban Design
Bringle s Bromide
The obvieus quite often isn t
A Murphyism

There are other ways to increase the population within the calchment areas by ke simple
expedient of increasing the size of the catchment We would speculate that land-use
planning can inciease the physical size of the catchment aica thereby increasing
pationage. Newer suburban sticet systems are rathet cenvoluted and fo 1each a bus roule
1equires travelling laiger distances than jn the straight line street layouts of older suburbs
We design subdivisions in this way for the best of motives - we recognise the ‘need’ for
a cat 1o make regional (1ips but wish (o minimise the intrusicn of car taffic on our
residential lifestyles. In the process, we make short fourneys (to bus stops, shops,
schools, etc) longer These long navel distances make it unattractive to travel, on foot, to
the neatest bus stop and it is a pointless exercise to travel by bike o1 car 1o these stops
because of the lack of pazking o1 security af these locations. The probiem then is not so
much the quarter acre hlock as the street layout in new suburbs which Hmit accessibility
to public (ransport toutes (and other facilities) !
Public tiansport routes, themselves, aie often made circuitous by the self-same 10ad
layout and the lack of centinuity of planning hetwecn adjacent subdivisions Bus 1oute
planners aie forced either to accept incieased journey times (and consequent additional
bus requirements) o1 10 route buses along primary roads which almost by definition are
farther from where people live and often have limited access from residential areas,

If, cut through these new suburbs, there were paths that led directly to public

L' Qne of the awthors once lived in a newly

-developing area wheze no-one lived more than 800 metres
(as the crow flies) trom the Jacal s

hopping centre - nearly everyane drove 10 the shops!
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transport services then we have incieased the size of the catchment area and hence the
potential patron population However, these would need to be more than the token paths
hetween cul-de-sac heads which were popular in the 1980°s, but which were rarely used
and are now being abandoned because of the secutity problems they pose. Alternatively,
we could adept a more fundamental approach and actually design subdivisions on the
basis of primary facilitation of local walking and cycling trips, recognising the car as
having lower priorigy.

Tt would be a far easier task to improve access to public transport via a simple,
positive and attractive planning provisions than via enforced increases in living densitics.
People don’t like living cheek-to-jowl and will fight its foreed introduction There would
appear to be little point in developing vety high density residential areas and find that no
one goes there to live, or if they do, find that we have created slums, enclaves of crime
and poverty and other forms of social degradation. In any event, how much of a city
could be developed in this mannes, surely not so much that it could make a significant
difference to public transpert patronage and/or deficits.

Head-to-Head with the Car
Help people develop their full poiential
Catch them doing semething right
Blanchard, K., & $. Toknson The One-Minute Manager
Fomana/Collins J983

The problems confienting public transport are far more deeply rooted than a simple lack
of high density living. When public transport becomes traly compeétitive with the private
cat we see what can be achieved This can be exampled by (he introduction of the bus
priority lane on the Kwinana Freeway in Perth The introduction of the bus-only lane saw
public transport patronage increase by 50% in 12 months over the areas seiviced by the
buses that tiaversed this freeway Here is an example of public transport competing with
the private car, head-on, and winning. This is but one example of how public transport
has to change so as to continue to fulfil a valid function in our new and changing world,
Attempting to alte1 the way people think and live is bound to fail and to hold the lack of
achievernent of an impossible goal as the reasons for faiture is a nonsense and a lie

Public transport has been unable to maintain its share of passenger t1ips, in recent
times, even when tidership has becn increasing In Perth, for example, although public
transport patronage has been increasing at about 1. 8% per vear since 1983, reversing a
long petiod of decting prion to then, its proportion of tips has continued 16 decline, from
8.1% in 1976 to 7 0% in 1986 and aiound 6 7% in 1989 (Transport Strategy
Committeg, 1990)

The reasons me self evident Public naasport is inconvenicnt when compared to the
private car. To remain viable into the futute public transpoit must offer advantages that
the private car cannot ofler ot point out the relative dishenefits of private cat travel One
of the most patent advantages of public tanspoit yet found, in Perth anyway, is the
speedier service (o the CBD via the use of the bus priority lanc on the ficeway
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Currently the bus priorily system is constrained o a limited section of the freeway.
If this system could be extended thioughout the city and suburhs, bearing in mind that
bus priority encompasses such technologies as traffic Hights, rights-of-way, etc nof just
bus priority lanes, we could see dramatic increases in the use of public transport
However; any diamalic inciease in public transport pationage could become
unmanageable; neither the State Goveinment or the West Australian tax-payers could
afford any dramatic increases in fleetf size o1 service levels A possible solution to the
problem of high patronage levels could be peak spreading

More generally, the exigencies of public sector financial management might lead to
the setting of public franspoit objectives which view improved cost-recovery as an
objective in its own 1ight. Whilst we accept that public tanspoit fares in Perth are too low
and that increases are desitable, even recognising the social and environmental benefits of
public transport (Tiavers Moigan, 1991), we do not want to see Perth step onto the
classic downward spiral of:
. higher fares to improve cost recovery;
. loss of patronage to piivate car travel;
. reduced services resulting from lower patronage;
. higher {ares to overcome further loss of patronage

To be snictly correct, it is unlikely (hat this particular pattern would be {ollowed,
since most public transport passengers in Perth are ‘captive’ — that is, they do not have
access to alternative means of tavel (principally lhe private ca) Higher fares, puely asa
means of improving cost tecovery would, however, make it significantly more difficult to
achieve the type of city we see as desirable for the future of Perth Public transport would
become entrenched as the ‘mode of last tesort’, instead of becoming an integial part of
the fabric of the metropolitan area, and the continued car-demination of Perth would be
ensured

Increases in service levels, rather than low fares, are the most cffective means of
attracting pecple t¢ public nansport { Transport Stategy Committee, 1992) Whilst such a
strategy would increase the total public transport deficit, from ils curtent level, it would
provide the basis for its stabilisation and, importantly, would lead to a reduction in the
real deficit per passenger Seivice frequency should be given priority over higher speeds,
in increasing service levels, to reinforce the devetopment of Strategic Regional Centres,
as well as central Perth, and to minimise the extent to which the benefits of the
improvements are taken out in longer journeys

Business Hours
Good ideas dan | just fade anay They aie
slaughtered by rampaging squads of carefully
attived, analytical managery

It has been suggested that CBD retailers hows of opening be regulated to between 10:00
am and 7:00pm. There scems little point in tetail establishment opening at 9:00am to
service non-existent cusiemcrs and closing just as city workers are leaving work, too late
to shop CBD based goverament of tices could operate in the same way, opening and
closing later in the day or opening at 7:00am and closing at 4:00pm, so that customers
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can seek services belore they themselves have (o attend work; such suggestions tend to
get short shrift at present During the daylight saving debate in WA the greatest push for
daylight saving came fiom businesses that 1equire consistent communications with
businesses on the Eastern scaboard. Why cannot these businesses simply open during the
hours that suit them best? Why is it necessary for the rest of the State {0 mimic their
opening and clesing houss? All these suggestions spread the peak and hence make it
easier for the public t1ansport system to handle the patronage load without receurse to
increased fleet size o1 manning levels

Route Length
Hoare s Law of Larger Problems
Inside every large problem is a small problem siruggling lo get out
Another Murphyism

Another problem with public tiansport is the distance over which buses must 1un, empty,
to arrive at the start of their 1oute. [f these distances could be reduced then the transport
task is reduced since fewet buses are required to maintain the same service level These
distances can be reduced by the intoduction of regional centres (see figure 1) The buses
service only their local 1egional centres and patrons, if they wish to continue their
journey, do so by train or high specd, high volume feeders that service the CBD We
must admit that patrons dislike transfers and that this suggestion would require fuither
evaluation but the potential value is obvious The new nerihern suburbs railway in Perth
is designed (o operate in precisely this way; it has been forced to do so because the line
runs down the median of a freeway, largely precluding walk-on access

Cannington

Fremantle
© Regional Centres

Perth (znud mep) <& CBD

.~ Fig 1. Simple Schematic of some Perth Regional Development Centres.
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Where Can We Create Change?

There is a young madman proposing to
light the streets of London

Sir Walter Scont 1810

If we do make changes to the urban structure we are almost certainly limited 1o newer
outlying suburbs Existing residents in subutban arcas will, legitimately, fight against
any dramatic increases in densities or alterations to the existin £ layout Similarly, those in
‘special ual® subdivisions (0 4 - 2 hectares) fight the encroachment of the quarter acre
block These people have purchased and worked for a particular lifestyle and we (the
government) have no right to forcibly alter that lifestyle against their wishes, unless,
perhaps, the change is a patently beneficial one such as urban renewal and rejuvenation of
depressed areas and even then we are not positive as to the governmeats right to foree
change against residents wishes
Given that we are limited te controlling the urban structure of new outlying suburbs

and that, generally, these suburbs lie far from the CBD, the main destination, at this time,
for public fransport , we have a problem The public transport task is exacerbated by the
long distances fiom the CBD In an attemnpt 1o overcome the tyranny of distance, not only

for public transport, the State Government has nominated cight Stiategic Regicnal
Centres. Seven of these centres ate located on existing or proposed rail or high capacity

road links If we can adequately develop these centres into viable alternatives to the Perth

CBD we could then sec the distance problems for public transpoit being ameliorated

If Strategic Regional Centres are to be supported by public transport in improving

accessibility to employment, rather than their simply being staging posts on a system
which is oriented to seiving the Peith CBD, they will need secondary radial public

transport systems, the main function of which would be to provide access to those centies
(Self 1991) Facilitation of access 1o the Perth CBD would be a secondary function, and
might require, in many cases, a tiansfer from one mode (o1 one vehicle) to another. Such
4 system creates a public nanspont focus on the Stategic Regional Centres, which can
also serve some of the local and cross-suburban t1ansport needs, especially if these
secondary radial systems are, themselves, inter-connected

Some Simple Maths
I like your apera I think Iwill put it fo music
Beethoven 1o a fellow campaoser

Given that the changes suggested can be brought about to public tansport and urban
stiucture we could see diamatic reductions in average travel distances and increases in
public transport pationage without significantly changing the public transport task Table
lillustrates some purely hypothetical possibilities 2

2 Whilst the specific numbers are hypothetical, (he directions implicit in them are realistic and we

believe the general conclusions drawn from them are substantiable

106

.
i
3
1l




Oswriches, Monkeys and Public Transport

Table 1. Population, Travel Distance and Public Transport.

a) As Is CBD Inner Suburb Quier Suborh [otals

Fopulalion 100G 895000 123000 1028000
Proportion Using Public Transport 0.5 0.15 .08 0.15
Distance to Work Centre 1 10 30 11.02
# Public Iransport Passenpers 5000 134250 5840 145090
# Bus Trips Reguired 83 2238 164 2485
Iotal fravel Distance 83 22375 4920 273738

b) Reglonal Centres

Population 10000 895000 123000 1028000
Proporiion Using Public fransport 0.5 0.15 0.08 0.15
Distance to Work Centre i 8 13 8.23
# Public_Transporl Passengers 5000 134250 9840 149090
# Bus Trips Required 83 2238 164 2485
Total Travel Distance 83 17900 2460 20443

c) Bus Priority

Population 1 0000 BI5000 123000 | 1028000
Proportion Using Public Transport 0.5 0‘19_| 0.15] - 0.19
Distance to Work Cenlre 1 8 15 2.49
# Public {1ansport Passengers 3000 170050 18450 193500
# Bus Lrips Required - 83 2834 308 3225
Total Travel Distance 83 23673 4613 27369
d} Urban  Consolidation

Population 10000 1018000 0 1028000
Proportion Using Pubiic Transport 0.5 0.15 .08 0.15
Distance to CBD Centre 1 10 30 9.71
# Public_Transport Passengers S000 152700 . 4] 157700
# Bus Tiips Required 83 2545 0 2628
Tota] Travel Distance 83 25450 0 25533

The first section of the table shows the cuirent situation with average travel distance
being 11 02 kms, 149 090 passengers and a total of 27 378 bus-km The second section
indicates the changes which might be brought about by intensive use of the regional
centres: avetage travel distance reduces to 8,23 kms and total bus-km to 20 443 The
third section shows what could happen with regional centres and changes to urban
structure and bus priority: § 49 km average tiavel distance. 27 369 bus-km travel and
193 500 patrons. The last section indicates what might happen if alf existing people were
relocated to within the inner submbs (ic the extreme effects of higher density living):
9 71 km average travel distance, 25 533 bus-km total tzavel and 157 700 patrons.
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Tt is clea: that increased densities do not bring about significant increases in
patronage ot redactiens in public transport task and this alternative was biased very
significantly in favour of public transport by assuming that no outer subuib services
would be required The ‘best” alteinative is the third; where bus priority, urban structure
and tegional centres ate considered and altered to allow for the better use of public

transport

Getting Them into the Buses
Travel at high speed is not possible because pussengers,
unable 10 breathe would die of asphyxia
Dr Dionysius Larder in discussion of train speeds of 75 MPH

Thete is evidence to suggest that once people are in (heir cars it becomes an almost
impossible task (o get them out of them (Baldassare, 1991) - at least until they get to their
ultimate destination Given this, it becomes imperative, if public transport wishes to
maintain a high level of commuter and othe tips, that the public not be diiven to
purchasing a car in the first place by a lack of service. To achieve this we need to ensure
that adequate public transpott services are introduced into new residential areas as soon
as, o1 maybe even before, people move in. 1f we leave new outer suburban aieas
pnserviced the residents will, of necessily, purchase cars for travel Once they have
purchased that car; public tiansport is left out in the cold and we will never get those
people back into public transport Tt might be simpler (o delay ot climinaic the puichase of
a ca1, by supplying adequate seivice in the carly stages of suburban development, than it
is to attract them back into public nansport after they have bought a cat

An obvicus spin-off benefit is the reduction in tiansport disadvantage and social
isolation in newel suburbs We easily lorget that, despite the car-domination of
Australian cities, many people do not have independent access 1o a cai In Perth, for

example:
. 26% of the population is too young to have a driver’s licence,;
o 19%, whilst old enough to diive, do not have a licence — many for reasons other

than choice, such as disability ot the cost of owning a car 01 historical

circumstances {particularly amongst the elderly);

. many of those do who have a licence @ drive do not have access 10 a car — fot
reagons of choice o1 cost -

The transport disadvantaged are disproperiionately 1o be found among the young
{100% of those younger than 17). the aged (43% of those over 60 do not have a driver’s
licence) and women (25% cf women over 17, and 60% of those aged 60 and over, do not
have a licence to diive) Howevet, even those of us with a car are “transport
disadvantaged’ from time to lime — when oul cat breaks down o1, indirectly, when we
have to provide transport for out children to get to schoot or sporting activities




Ostriches, Monkeys and Public Transport

Goals
And God created the organisation and
gave it dominion over man

Genesis £, 30A subparagraph (viii)
Townsend R Up the Qrganisation Coronet Bocks 1971

We also believe that public fiansport agencics can easily get theil goals messed up The
objective of public ransport should be ‘to assist in the undertaking of activities that are
sepaiated by distance’, not ‘the running of an efficient public transport service’ If their
goals were to change in line with that suggested then public transpost agencies would be
looking at teleworking, telecommuting, remote jearning? and other mechanisms for
assisting the public in the elimination of tiip taking They would also be looking into
urban planning. land usc, assisting in the development of regional cenires and other
actions that have the potential to reduce the travel distances required to undertake
activities

To its credit, Transpeith does play a sigrificant role in matters of urban and
tiansport planning in Perth. However, it is usually easict for public transport aperators to
concentrate on building new and bigget bus stations, extending suburban 1ail systems?,
converting 1ail to electic?, purchasing larger buses® and other actions that are simple
extensions of tiaditional methods of dealing with the problems confronting public
transport

Why Do We Do 1t?
Prediction is very difficndi especially abeut the fitiure
Neils Bohr

Travel is a derived demand, we don't travel hecause we enjoy it, we tiavel so as 10
undertake some activity at the destination In many instances the activity can be
petformed temotely ot the origin and destination can be brought plysically closet
together Public ttanspoit was put in place to allow us te easily access activities in the
days when few people had then own cars; today many peeple have access (o a private car
and the reasons for the otiginal sctting up of public transport have almost completely
disappeared This is not to imply that public tiansport has lost its uselulness but 1ather
that the public’s needs have changed Some of the newer toles that public tzansport has 0

Remote learning here implies students studying from home inn their metropolilan suburb rather than
from out in the bush by radio as in the School of the Ajr With the advent of Computer Based
Learning this is a viable allemative to travelling (o school every day of the week )

The proposed extension of (he [reeway and he rail sysiem caused immediate pressure 10 release
residential land well beyond the existing developiment font This extension of residential living is
likely Lo aggravaie the problems con fvonting public wransport in Perth .

Which will have minimal cfiects upon ridership and might well increase gieenhouse emissions
becanse of the inefficiencies of electricity generation and transimission Electric rail is not necessarily
more greenhousc-fricndly than diesel buscs - it all depends on the primary energy source for
electricity (River & Kenworthy, 1992) and the level of patronage

Very efficient at servicing the CBID during the peak periods bul of limited use during off-peak or for
servicing non-radial routes
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tulfil are to ameliorate congestion, reduce vehicle generated pollution levels, service the
transport disadvantaged - all new tasks that were not envisioned in the beginning
However, many public transport agencies have not taken these new goals sufficiently on-
board, let alone locked to the future and to what their goals will need to become but are
tather still looking at goals such as increased efficiency and effectiveness Goals that
would have existed 90 years ago and have very littfe validity today or in the future.

Why They Failed!
The only reason some people get lost in thought
is because it is unfamiliqr territory

Paul Fix

There are many exampies in the marketing literature of companies that went bankrupt
because their goals were all wrong Public transport providers might well be of the same
mould as those corporate dinosaurs, tiying to sell the wrong product to the wrong people
and losing the 1ace (See the seminal paper by Levitt {1964)) Ewven if all the ‘correct’
sums are done, such as envitenmental, external and hwman factor accounting, public
transport might well still be shown to ran at a ‘loss’ This, if true, is prima facie evidence
that public transport is a failing business and should be radically restructured.

Transperth is recognised as one of the most efficient public transport utilities in
Australia This is something to be very proud of Howevet, to be the most efficient
provider of an un-needed or ineffective? service would be a dubious honour, if you are
supplying services that are awkward 1o use, don't get people to where they want to go
without a lot of tzouble and wasted time, are not convenient to use and are a drain on the
public purse

Public Service Myopia
The human mind treqls a new idea the way the
body treals a strange proiein; if rejects i
P B Medawar.

There s a form of myopia in the public service that can casily cause major problems.
Fach government department or instrumentality has its own turf and will not move
outside of its narrowly define area We mentioned before that public transport should be
looking at teleworking and telecommuting; however, that would be perceived as a
communications initiative and nothing to do with public transport. Given that there is no
State Department of Communications, it has been Ieft to the Department of Transport, in
WA, to raise the issue (Transport Strategy Committee, 1992) We meationed land vse
and urban planning; however, that is often seen as the Department of “urban planning’s’
arena and nothing to do with public ttansport We talked about remote learning; again
nothing to do with public transport, that's Education It is this 'head-in-the-sand’ o

T Ineffeclive implies in this context, a service that does not take people to where they wish o go
There is contention in Perth because of the lack of infra-boundary bus services Currently services

feed into and out of the CBD; not much use if you want to move in a non-radial manner.
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Ostuich like attitude that ensures that we do not achieve what is achievable It should be
stated here that this attitude is not limited 1o public transport but is rather a near universal
problem within the public service

There are a large number of services, supplied by governments and other public
service agencies, which are taken for granted but seme of which are, in reality, no longer
needed? - is public transport (at least in its present form) one of these services? It may
now be the time for the public and government to 1e-evaluate services that governments
currently provide and should provide In a pepulation which exhibits very high levels of
private car ownership, is a public tiansport system an anachionism? A closer look at the
pubtic transport system and the functions it serves is required

Simple Solutions

We are continually faced with a series of enormous opportunities
brilliantly disguised av insolubfe problems

The annual Transperth deficit is approx $120 million and these funds are applied to
servicing approx 120 000 patrons of which approx 40 000 are students The goveinment
purchases 40 000 bicycles (and heimets) at $250 each and gives them to these students;
cost $10 million. Next the government bays §0 000 small motorcycles at $2 000 each and
gives them to (he remaining 80 000 patrons; cost $160 million Total cost 1o eliminate the
public transport system and those $120 million deficits, forever; is $170 million. Annual
cost to maintain the system would be in the order of 4 000 bicycles and 8 Q00
motoicycles for a total cost of $17 mitlion. Don’t be sucked in by these very favourable
figures, they are obviously wrong, How do you determine, in subsequent years, who
descrves a bicycle or a motorbike? However ciazy this particular example may he, these
types of analyses should be performed but they never are

Responsibilities
The politics of the world is too serious a
business 1o be left any more to politicians

Speciator 1970

We need to constantly reappraise the 1esponsibilities of government and other public
utilitics There is a general tendency to continue performing functions that have been
performed in the past and to fail (0 evaluate alternatives o1 to attempt to determine if the
services offered aie still required. According to Drucker (1969), the inability to stop
performing actions cuniently being performed and perfoimed historically is the most
destructive disease of government; the notion of change is always a threat and is thus
resisted in the strongest terms As Allison (1971) has said, ‘the bureaucracy does best

§ It was not so lang ago that sanatorivimns for those with Tuberculosis were prevalent and government

funded TB disappeared, but it took quite a while for the sanatoria to g0 The same may be true of
certain forms of public transport We need to analyse, very carefully, the services that public
transport 1s supplying and to discover if those services are still needed and if they are can they be
fulfilled in some other. cheaper more efficient or more effective manner
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temorrow what it did yesterday’, and as Sit Geoffrey Vickeis (1970) said:

the past is no longer a confident guide to the luture. and despite the loss in validity

of old assumptions, there is great anxiety and little inclination to extend learning

beyond what is widely termed linear thinking

So old and outmoded methodologies and mechanisms may be applied again and

again, failing to supply what is needed and necessary We live in a time when many
useful discoveries are accidental (ic errors in the application of the tiaditional techniques)
rather than the application of systematic thought and effort These facts are universally
recognised and accepted and yet we cfuse to rethink the way we perform and what we
petform And to top it all, we have the audacity to state, “Lemmings are Suicidal”

But People Won’t Do It Anyway...
A good idea is the enemy of a better one
You siop looking for alternatives
T Rickards

New ideas aie often dismissed on the basis that ‘the market won’t accept #t' 'We can even
*demonstiaic’ with modcls that they won’t work
This impiies an inability 1o adapt and change, yet one of the distinguishing features
of the human race is precisely its ability 1o adapt, of its own volition, when faced with
changed circumstances Simply, we under-1ate ourselves and our fellow human beings
Even monkeys arc capable of major behavioural changes!

e SR = i Gl
“The Japanese monkey Macaca fuscala has been observed in the wild for a period of 30 years

In 1952 on the isiand of Koshima, scientists were providug monkeys with sweel polatoes dropped in
the sand The inorkeys liked the tasie of the vaw sweel poiatoes, bul they found the dirt unpleasant

An 18-month old female naned Ino found she ceuld solve the problem by washing the potatoes in a
nearby stream She tawght this trick o ey moither Her playmates also learmed 1015 new way and 1hey Iaught
their mothers too

This cultwral innovalion was gradually picked up by various monkeys before the eyes of the scientisis
Behween 1952 and 1958 all the young monkeys learned to wash the sandy sweet potaioes to make them more
palatable

Only the adults whe unitated their childven learned this social improvement Qe r acult's kept caring the
dirty sweet potaloes

Then someihing stariling look place In the Avinmn of 1958 a certain number of Koshima monkeys
were washing their sweet potatoes - Hie exact yuumber iv not kuown

Let us suppose rhat when the sun rose one morning there were 99 monkeys on Kostima Island who had
learned 1o wask thair swee! potatocs

Let us further suppose that later that moring the handredih monkey learned to wash the polataes

THEN IT HAPPENETH

By that evening almost everyane in the fribe was washing s eet poratoes before eating thes

The added encrgy of this hundiedth nionkey semcion created me ideolegical hreakiin ongh

But notice A most suiprising thing observed by these scientisis was that the habit of washing sweet
polatoes then junped over the sea
Colonies of monkeys on other islands and the mainland troep of menkeys on Takasativana Began
washing their swect polatocs”

Scurce: Keys (1984)
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Although many have tried to debunk the specifics of the hundredth monkey story,
the principle lives on Other work has even suggested scientific expeiiments which could
be used to demonstrale its existence {Sheidrake, 1983)

.. And If We Don’t Try, We Won’t Find Out!

Acknowledgement

The permission of the Director General of Tiansport to present this paper is
acknowledged The views expressed thersin are those of the authors and do nat
necessarily represent thase of the WA Department of Transport




Chambers & Ker

References.

Allison, G (1971) Essence of Decision: Explaining the Cuban Missile Crisis Boston:
Littte, Brown and Co

Baldassare, M (1991) Transportation in Suburbia: Trends in Attitudes, Behaviors and
Policy Preference in Orange County, California Transportation 18 (3) 207-222

Drucker, P (1969) The Age of Discontinuity New York: Harper and Row

Keys, K (1984) The Hunds edth Monkey Vision Books: Oregon, USA (2nd edition)

Levitt, T (1964) Marketing Myopia, IN Buisk, E C and | F Chapman (Eds) Modern
Marketing Strategy. Harvard Unj Press: Cambridge, Mass

River, D and Kenworthy, T (1992) Pullirg Figures out of the Air Chain Reaction April
1992, 32/33

Self, P (1991) The Need for Regional Plarning in the Australion Conrexr IN Comments
by Professor Peter Self on the State Planning Strategy Discussion Paper 4b, State
Planning Strategy Department of Planning and Utban Development Perth, WA

Sheldrake, R (1983) A New Science of Life Patadin Books

Tiansport Snategy Committee (1990} Transporting Perth into the 21 st Century: A

Discussion Paper Depaitment of Transport, FOR Transport Strategy Committee on
Future Perth: Perth, WA

Transport Strategy Committee (1992) Transporting Perth into the 21t Century Fingl

Report Department of Iransport, FOR Transport Stiategy Commitice on Future Perth;
Perth, WA

Travers Morgan (1991) Optimum Financial Suppoit Level for Metropolitan Public
Transpori Services Department of transpoit, Peith, WA

Vickeis, G (1970) Freedom in g Rocking Boar Changing Values in an Unstable Society
London: Allen Lane, Penguin




