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1/20/9 1. _Prof. Denis Winston on I'reeuavs.
An address wes given Dby ;Iof Denis Winston, Prcicssor of Town
J

planning at Sydney University on the 24/3/1969 on the occassion
of the presentation of the Borrett medel by the Governor of
Victaria to the Minmster for Loc-l Goverument Mr. R.c. lamer--

a function organised by vhe Toun & Country Planuniang Assoclation

Three remarks he made were lmpregsive.
Paraphrasing his remarks:

1. Planning resources and procedvres are much too slow o
meet the rapidity of changse feor which Melbourne is destined
in +Yc next Th1r¥y z6) years He said the Federal Govern-
ment has the money and fhe powers end tha local authorities
have the probiems.-- but the money power and problems ali
have to be Pought toget heiv This not only beceuse the fi
?@c@ral Gnvo?nmeau is the ouly source of big money but bseauce
only the Iederal Goxmr*mcnc can see the fusrralian picture
as a mholeo

2. He called for the nesd for the 1mprovuﬂen+ of public trang-
port which should be faagter more comfur :able and cheap. He
warned against freevays iunto the ¢l { because thev simply
can’t u LPK; He underlinzd th js graphically, quoting people:

(a) It is like playing a fire-hydrant in the front door
of a doli's house.

(b) 4gain and again Americen cities have ved that it
cen'® work. From Boston rOuCﬂuly one ; 2in, even if we
have 10 lane or 15 lZang freewaye, it caﬂco solve the
'’
t

problem of where to park ‘them.

AN

- The future Goelonﬁwf,"b,1-nv Latrobe Valley urben corrido
should 1%5 be a sprawl of houses, but a sevies of CQM@AULJJJu
and fhd;fuh re *ho Zocal authorities come ﬂnq perhaps with

iteble” advisory commitices to assist them create comnuni-
cmus&
2/20/9 2.__The Cheapest Trenspdri. .ssece LeS=DOVET.

("by Gamma™)
Pedestrian traffic has come to be taken for granted &5 merely
atter of a footpath on the edge of the read.

This parallel strip ruins 21l the pleasure of walking.

It makes you seem hopelp sly slow, the car exhousts make the
atmospherc cm@lly avd poisoncus, the engine noises make conversation
difficult, the swis 11rg of ﬁcrc is not only weorviun~, but a
constant rcuiﬂd r that ca can he lethsal %0 pedestrians who do
not cling t¢ the side lek, Wellking has beoome unpiecsant and

hazardous in nay resider tinl arens.

"i

But, a few communities do nprovide separate
tracks, for example Stevenage iy ingla

Paul Ritter writes: 2Tie space irenents ¢f ths Radburn idea
can be very modest....quite norrow peths, with scme oren gardens
leading intc them as heo insvitably haprened. 3ut the zdjscent
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trees of the fenced gardens add to the sense of spcce. They

lead into copen areag that zre provided in almost cvery civili-
§¢d city b¥ law, Tﬁe big difference licg here in thelr prac—_
tical location, eminently accessible, safe and convenient, and
so they are fully used;and again from Ritter.....

"Path design is in itg_infancy. _It is both a science and an
art. Though much smaller in scale than motor roads, it needs
careful, sensitive attention in every aspect to get efficiency
beauty, economy, and the variety that makes any route shorter."

It_could well be argued....But peovle don’'t walk today and will
walk less and less. Australia has one of the highest car owner-

ship ratios (.8 per household.) 20 why provide for the future
vhat seems to be going out of fashion?

3/20/9 Hidden Pedestrians and "Shut-in" People

Prof. Henderson'®s poverty survey has shown_that there are
"Hidden People" in our afflment society. In the same way there
are_"Hidden Pedestriond’ ... the have nots .... or the third
world of our car dominated residential greas. These car-less
people are degendent on the car driver (if there is one) in

the family. hildren, elderly peogle and women are naturally
the most numerous in tnis Froup. his dependence on a car
driver for mobility restricts people in their choice of when
they can go out, where they go to, who they go with, while the
car driver himself spends fruitless hours acfing as a chauffeur.

Tor examgle the increased use of the car to transport children
'D to school deprives the child of freedom of walking with com-
panions of his own choice. The child's leisure pursuits can
be more easily directed by adults who ferry them to activities of
arent's choice. As the tram and train and bus time-~tables
reak down, families are forced into rigid cer time-~tables.

A new social provlem is increasingly being reported by sccial
workers. The problems of the 'shut~in" peodple. The housewife
and the elderly people suffer from this disease. With no
where to %o wivhin easy walking distance, exhorbitant fore and
infrequent public transport the isolation of the elderly and
of the housewife is reaching the proportions of a phenomen in
our society.

4/20/9

In this #&age of the suger»market it is encouraging to hear

here are campaigns for the retention
of the small local shovping centres. For example, the North
Melbourne Community Development Association recently held a
deputetion tc the MMinister for Hyusing and to the Director of
the Housing Commission asking that the present shopping centre
at ”H§ py Velley" be retsinea. The deputation asked that new
shops Ee built before the o0ld ones are demolished and that the
new shops be built around a court or arcade.

An architects design%or such a shopping centre showing the

} "daily needs" shops grouped around a court with coffee tables

- under trees, vas pub~%shed i? ghe Nor%%erg A%ver% ser ét%e
reekly newspaper which circulates_ in e distric in February
%ggs %ear° pnge of the comments by residents about the plan
were published in the next_issue of_ the paper._ Here are some
extracts. "The sketch really agpeals to me. I can quite
imaﬁine myself sitting there under the tree and having a bit of
a chat."

"We must have shops near our homes, pensioners cah't afford
fares and they can’t walk far to shops."

"Happy Valley shops are just right for us."
"Wouldn't that be beautiful”.
"The Happy Valley shops are part of my life."

5/20/9 The Match Box and the Motor Car

Should the car be used to buy a box of matches? There is no
alternative if there are no handy "daily needs" shops.

. . t ) ,
Should children be driven =ee school? Parents fed# compelled
to do this if there are busy roads to cross, dreary and long
distances to walk.
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Can the isoclation of the "shut-ins" be ended? It could be
lessened for many if there were handy shops, and safe walkways
in the resicdential areas.

Snoulid dad be the "taxi-driver" for the family? If shons.
recreation centres, schools public transport stops and homes
glanned s0 that all are linked by safe pleasant vathways,
bhere would be many fewer occagsions for the family car to

e used for ferrying members_of the family on theilr various
errands. The family car could than come into its own as 2

vehicle for recreational outings for the family as a whole.

TRANSPORT - A PARTISAN VIEW (PART I

’ by "Alvha!
6/20/9 Three Lxperts Yrite (by rha')

Three recent articles on transport each by experts in the
field, are worth examining carefully.

They are:-

"The provisions of Railway Services in Urban Areag"
by I.D. Richards.

"Tublic Transport by Bug" by R.P. Wilson
and ,
"Public Investment in Transport™ by H.li. Kolsen and P.J.
Forsyth,

They appeared in the October 1968 issue of The Austrelian
Planning Institute Journal. KXolsen and Forsyth are econo-
mists in the University of Cueensland and Macquarie Univer—
ity respectively. Wilson is Traffic lMgnager of the lMuniipal
Tramswags Trust Adelaide and Richards is Civil Engineer of
the Victorian Reilways Commissioners and is the "zssigned
Engineer" from the Railways on the Melbourne and Metropolitan
Transporation study.

We wish to deal more fully with Mr. Richard's articles because
it is entirely on Melbourne's particular transrort problem.
The other articles, however, although more genersl, heve some
quite important concepts. Ve will deal with these first:—

7/20/9 Is it true: The More Passensers the Bigeser the Losg?

r. Wilson attacks what he describes as "the commonly held
view that reduced fares and improved standards of service

would not only attract more people to public transport butb
would also result at least in a reductlo? in transit deficits
if not in highly profitable operations" (p. 121

He explains that "the real problem" is that "the reduction

in patronage is occuring to a greater extent in off-peak
periods than in peak periods" .... the reason is obvious: Thus
if patronage was spread evenly throughout the day one bus
crew and one bus could transport say 700 in 10 trips, but if
700 people wished to travel ot the same time, 10 buses and

10 crews would be required for the same total fares. Thus
Hong Kong Tramways for 1966 made profits (inecluding royalties
and taxes) totalging $I'C 12.7 million because of the even
spread of patronase throughout the day.

Now he argues that off-peak potronage on public transport
cannot be improved because "it is doubtful if many pemple
would forego the convenicnce of using their own car even if
public trapsport services were provided frece of charge."

And so he concludes that "it seems likely therefore, that
- any measures taken to induce reople to use public transport
gervices would be effective, if ot 211, in peak hours rather
than at other times. Indded this appears to be the main
objective sought by thoese who advocate that such measures be
taken as a means of reducing the number of cars on our rosds
and thus reducing traffic#l congestion problems Lo manageable
proportions .... It appears however, that incressed ridings

on public transport gervices. during neak periods without com-
parakle increases at other times michy worgen rather than im-

e

prove fthe already difficult financial position,..."
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creasingyopting for car travel is one we will deal with

The thegéz of the inevitability of off-peak travellers in-
lowver.

In the meantime an examination of stetistics adduced by
Mr, Wilson to %rove hig case seems to_prove something
cuite different and even to prove the exac% oppocite.

Here are the figures given in Table 2 on p. 121:~

Deficit and number of passengers carried by public street
transport undertakings in selected Australia cities 1965=-1966

Mr. Wilson's Figures Our Figures
(in box) ~ (outside box)
City Pagsengers carried Deficit Deficit per
E’Millions) (SOOO'Q) passengcg

Sydney 2321 4878 p{cents

21; Melbourne 165.7 1555 +1

1) Brisbane 90.0 1196 1?
Perth 52.5 1282 2%
Newcastle - 23,0 747 3
Hobart 15.9 553 3z
Launceston 562 189 3§
Burnie 1.2 12 1

(2) Adelaide 5% 1 261 ¥

(1) these figures represent the combined results of tram
and bus operation. DMore passengers were carried by
tram than by bus in both Melbourne and Brisbane.

(2) Figures for Municipal Tramways Trust Adelaide for
1966 not "selected" by Mr. Wilson.

G0 6000098000 09 % 00T aeDeeOy

Mr, Wilson warns that comparisons between cities can be mis-
leading because there are variables like different operating
conditions and hence costs, and different scales c¢f Tares.

"However," he says ®Mcenerally speaking the figures tend to
show that financial Iosses were greater in those cities where
the 1ar§er number of passengers were carried". And from this
he permits himself to draw the conelusion. "This seems to
suggest that a decline in patronage does not necessarily wor-
sen a public transport undertaking's financial position, and
conversely that an iggg%ggg_gn atronage might possbiy add t8
rgthey than legsen the ;ngggiaf burden™.

Now to our way of calculation, the figurces do not shown that
there were bigger losses in $he bigger cities.” Ubviously in
conditions where all systems are making losses, the biggcer

the city the bigger the total deficit. But the significant
figure is not the total delicit but the deficit per passenser.
Strangely Mr. Wilson did not think of this although on 122
he himself pcints out thet the deficits are not as frightening
ag they may seem representing in the case of Adelaide tramways
only half a cent per pzssenger carried.

We have added a column showing the deficit per passenger in
cents.

The first thing that leaps out and hits the eye is that in
Melbourne, Brisbane and Adelaide yhere there are trams e
deficit ranges from %+ cents to 1% cents. Everywhere cise they
are 2 cents and over. And the . smaller . cities (Few-
castle Hobart and Launceston) arc over 3 cents except Burnie
which is 1 cent.

If any valid generalisction are to be 8rawn from that set of
figures, therefor, in our opinion they are two-fold#:-

(1) Tramg seem to produce deficit per passenger sbout half or
less than that of buses in _bhig ¢ities of ggmggxggggﬁEQQQ

citieg with buses onlv pro=-

~

(2) With ogghexcebtiOﬁ the smaller
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of the bigger cities with buses only (snd three times as
big as cities with trams.

The conclusions we draw from all this are as follows:

1, we are not at all impressed with Mr, Wilsonbs figures
as "proof" of his propnositions.

2. we appreciate, however the formulation of hig theoretical
proposition that the bigger the peak compared to the off-
peak the less economic the transport becomes and therefor
to win more commuters to abandon cars and take to the

trains at peak hours without comparable off-peak intremses

ay worsen rather than improve the financial position
this theory is re-inforced by statigics in Richard's
article - see next vstoe

3. those advocating more finances spent on railways, therefor
had best_not base their_arguments on the pro osal that
this will pay better. It could mean bigger deficitg. Or

to put it more kjndly: it may need more subsidy per head
to go this., ey Y P

Arguments should therefor concentrate on: -
(a) how to attract off-peak patronage.

(b) the over-riding reasons that may make such increased
subsidy fullgjustified°

4. Trams on the face of Mr. Wilson's figures appear to be
far and awa¥ more economic than_ buses, and %gis is a stron-
fFer argument against those who,like Wilbur Smith & Asso-
cilates and the Minister for Transport (apparcntly) succumb
to the concept of changn% the form of street passenger
transport from trams to busg-on-frecways.

To give Mr. Wilson his due, after discussing what a public
transport system would do if it were run as a private bu=-
siness enterprise, namcly simpady cut out the uneconomic
trips,(ie night~time, Saturday afternoon and Sunday) he says:-

"continued financial support suggests very strongly that the
community in general looﬁs upon public transport, not as a
businegs proposition but z2s a much needed public service" :
p 122) and he proceeds to deal with optimum operating condi-
tions for buses e.g. difficulty of premature subdivisions

creatin% sparse density in_ outer suburbs, menace of parked
and double-parked carg to bus operating,etc.

However, he seems to be a trifle "bus-—-eyed" when he complains
"the design of many estatcs may be aesthetically pleasin%

with their multiplicity of crescents and cul-de-sac btut this
type of lay-out does not lend itself to the efficient OEeration
of bus-services." Surely pedestrian walk-ways that too
"short-cuts" to bus stops imrespective of the road design

could be devised? Mr. loul Ritter, for sure, could solve

that one!

What is the "Cost" and what the "Beneidit"?

rod e
The economists Xolsen and Forsyth tear_ to pleceg the %ﬁﬁe

unsophisticated economic coneebts of planners who step over
the threshold of the planning discipline and enter the dlSOl%llne
of the economist. They make them appear as babes, who do no

known in which direction to crawl.

"Planners sometimes regard cost-minimisation of public uti-
litees a2s a major objective in urban (and other) planning

and give the impression that this is, in its crude form, an
acceptable and operational planning objective. It is the
economist's job to point out that there are many other impor-
pant factors which must be taken into consideration, and to

draw attention to implied wvalue judgementsin the proposed solu-~
tions to any specific planning problem." (p 124)

Ve have underlined the words "implied value judgements" be-
cause this we believe is the chief virtue of the article.

They deal with tgg shg t comings of the cconomist's early
thecory of the "imessz cost-pricing principle" i.e. that the
pxnreaaian nf maamlele Aamands +heagurh *hg rrice-mechionisn
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should be accented vithin wide limits ot least as en indi- -
cator of what people really went.™

But....wvhat are "costs" what are "benefits"? "Are all the
'benefits’ of, say, a road construction project to be cre-
dited to the road? How can the effects of noise and fumes,
dangers to life and limb, obgstructions to pedestrian and
other traffic be guantified?" Lven travelling time which it-
self is not reflected in market price cannot be directly com-
pared as between 2 different modes of trevel "some pecple

might prefer 20 minutes reading a book in a tram to 10

ninutes driving in heavy trafiic.'

In otha:r words the¥e are all sorts of '"costs" and "benefits"
which do not find expression in a merket price, but wvhich
ea@e there nevertheless.

In deferminine the most beneficial allocation of capital re-
sburces therefor, an effort must be made to guantify these
effects which are not valued by the impersonal market.

"The point is", they say "that quantification of" (these)

"effects must proceed by careful statement of the basig of
the quantisication.”

The difficulty is that "no one reall¥ knows what people want
until they heve been given a chance to show, by their effec-
. tive demand, that they do in fact want it.®

"But" they go on to goint out "an urban area canmté be planmed
?oleég)by reference to what people have wanted in the pagt"
j o g °

On:2 part of their solution to the quandary we fully endorse.
Atthoueh the authors do not put it this way themselves, it is
really an aspect of democratis choice. They point out it is
not one way of living, but alternative ways of living thot
the planners should provide (eg high medium or low density
housing, travelling &y car or rail etc.)

This brings then a sovhistication in the formwlsetion of allo-

cating investment resources %o accord with the principle that
costs are minimised.

"It does not mean that public transport must be developed
because it is the cheapest way of transporting masses of co-
mmaters or that people must live in high density housing be-

, cause the per household costs of electricity, gas and water

o connectiong are lowest. Planners must provide for differences
in user preferences ...." ( p 127) i.e. the objesztive of cost
minimisation is, of course, important buf should be operated
within each preferential type of development.

S0 far so good, btut the next part of their argument we cannot
accept. They deal with the three main transport modes, of
user preference--- car, bus and rail then they say:-

"It is not possible to distinguish between these alternctives
by value Ju gement == i.e, whether the planner ‘*likes’ or
‘dislikes' one or more of these alternatives. So the prcblem
is to discover what the actual and potential customers, the
users,prefer." (5127) and the rest of the article is concerned
largely with analysing the elements that sway user preference
i.e. tﬁe costs of the alternatives and the quality of the al-
ternatives.

11/20/9 But if these economists can tcach the planners sophistication
of cost-minimigation and benefit-cost analysis$, the planners
need to teach the economists something tco.

The benefit-cost yard-stick cannot be confined to user-pre-
ference only ---- or rather to "individualwuser-prgference”
only, if we can coin a phrase or two. This is an impartant
element of individual choice that should always be preserved.
But there is another equally important element "community-user-
preference", which it should be the planners special job to
preserve. In fact that is precisely what planning means~--

not leave the fate of resource allocation entirely to the fee

A
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play of the individual's behaviour snd the spending of his
dollar (whilst making allowance for this) however, sophisti-
cated the range of choice provided, bhut also, because man
is a social animal with over-riding common needs to see that

these common needs which are not always readily recBgnisable
by every indiwiducl, are nevertheless met,

It is strange that the authors do not arrive at this conclu-
sion because elsewhere they say. "In some arecs eg education,
we accept that the community has preccdence over the indi-
vidual in determining the amount of the goods or service to
be consumed. So too, with reduapion in probability of acci-
dents ~--- often individuals camnot know the benéfits" (p127)

grec;selyé Although 1t}§ot a question so much of the community
"having precedence over the individual" as the community
assisting the individual to widen his choice, of "user prefe~
rence", actually, by ecuipping him behter to exercise that

Similarly applied to transport, should not the community throw
subsidies to thst particular mode of transport mamely rail
Iransport that helps to protemt and develop the unique central
city activities that properly related to big industries
high~density estates and big social facilities grouped in
d;itri%t centres would help to foﬁster lively district acti-
vities®

{E} Any planner that cannot embrace perspectives of this type is
not worth his salt, because these "community-user-preference!
are ﬁrec1sely the ones which, if encourasged, raise the range

of choice and quality of alternatives for the "individual-user—
preference."

The problem in everyday language is not keeping up with the
Joneses ® even providi user-alternatives of several types

of Joneses to keep up with, but to "raise the quality of life"
which means involving all the Joneses in various types of
community activity. bLducation Housing, density ,crowith patterns
transport modes and a host of other factors all have 2 bearing
on the solution of this,the really important problem.

This brings us to our third review:-
Tremd g

12/20/9 Which s Win ~ The Good Ones of the Bad Ones?

Discourcgingly, amongst all the valuable factual and theore-
tical material in the above two articles here reviewed no

6 planning purpose, no compunity geal, no definition of quality
of life, emerges, onlg, (in variocus combinations) trends and
the sophisticated analysis of trends.

The same, basically can be said of the third article by Mr.
I.D. Richards,however, instructive its detailed snalysis. For
Melbourne this has particular significance because Mr. Richards
is the Railways technical man on the Melbourne Transvortation
Study and from him, if from anyone, one would hope to find

the most cogent arguments for railway development, which is

of the highest priority importance in our view.

Mr. Richards, deals theoretically with transport problem,
before examining Melbourne's transport in detail.

He comes up with the indubitable truism:-

"The stronger the city centre the greater is the likelihood
of benefi%s accruing from a mass transport system." (p 111)

However, it is typical of the peculiar methodology of many
modern planners of which the three articles here are all
examples in their different ways, that ig does not occur to
Mr. Richards anywhere in the article, ¥ y turn this propo-
sition on its head and examine the converse, that is:-~

"The better the mass transport system, the stronger the city
vwa’gcen‘tre and the greater the likelihood of benefits aceruing
from such a centre."

R e T L
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