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Inner Metropolitan Public Transport 

Network 

1. Introduction 

The Inner Metropolitan Public Transport Network has been prepared as an adjunct to our paper 

Greater Adelaide Public Transport: A Network for 21st Century Challenges. The Inner Metropolitan 

paper focuses on Tram and Bus services within the area bounded by Grand Junction Road in the 

North, Springbank Road in the South, the Coastline in the West, and the foothills in the East. Of 

course, some routes could logically be expanded beyond these limits, though it is within this inner 

metropolitan frame that the greatest opportunities for alignment of transport, land use, and housing 

priorities can be realised. 

A key underpinning element of both our papers is a heavy rail tunnel linking the northern and 

southern rail lines under Adelaide’s CBD. The CBD Metro Tunnel, with stations at the existing 

Adelaide Railway Station, Pulteney-Rundle Street, Victoria Square and, potentially, Whitmore 

Square, will significantly improve the operation of the entire public transport network and with well-

placed platform entry/exit points will enable efficient transfer between all bus and tram services 

operating through the Adelaide CBD.   

1.1 Why Should We Plan and Invest in Public Transport Now? 

The development of the Greater Adelaide Regional Plan is the opportune moment to consider the 

long-term vision for the development of our state, and to make the necessary strategic decisions 

and provisions to enable effective development of high-quality public transport in future. High-

quality public transport can be an effective tool for: 

●  integrated land use planning (what type of city do we want to live in?). 

● strengthening equity and prosperity (how do we make our cities more prosperous, at the same 

time as more equitable?). 

● ensuring sustainable mobility (how do we decarbonize transport and improve public health at 

the same time?). 

● reducing road congestion through genuine mobility choice (how do we reduce congestion and 

provide people with affordable alternatives to private vehicles?). 
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With a customer-focused approach to service, a patronage growth mindset, and the deliberate 

alignment of land use planning, the cost-benefit of public transport investment can be substantially 

improved over time. 

1.2 Principles for Effective Network Design  

TAN has adopted a principled approach to the development of its Inner Metropolitan Public 

Transport Network Strategy, which seeks to optimize the relative benefits and strengths of Light 

Rail/Trams and Bus Priority in a manner that targets an alignment of transport investment and land-

use potential - as well as seeking to lift the quality and effectiveness of public transport service 

across the entire inner metropolitan area. These principles are as follows: 

● Mode-agnostic analysis of diverse trip generators and transport opportunities including: 

o current and proposed places of high employment 

o regional activity centres, significant education, and community services 

o potential for land-use regeneration to increase housing stock, commercial activity, and 

patronage (with trams supporting more efficient use of our roads and more housing, 

whereas road widening accommodates more traffic at the expense of housing). 

● Primarily seeking to build a comprehensive and efficient through-CBD network (where a single 

trip can take you through - not just to - the CBD and to a destination beyond) with targeted 

orbital elements. 

● Building upon existing network strengths and the inherent strengths of particular modes in 

realistic stages.  

● Prioritizing effective interchange capability over extensive duplication of services (including 

between bus and tram).  

● Segregation and transport priority are ideal, but not at the expense of occasional flexibility 

(shared-running of trams and traffic is acceptable in specific environments) 

1.3 Trams/Light Rail or Bus Priority? 

TAN propose that a combination of Trams and enhanced Bus Priority present the optimal way 

forward for Adelaide to significantly enhance public transport, and the ability to provide for more 

housing opportunities in the Inner Metropolitan Area: 

● Gold or Silver standard Bus Rapid Transit (BRT) (equivalent to the O-Bahn) is generally expected 

to be as expensive, and require additional space relative to a Tram in each of the inner-

metropolitan environments considered in this paper (Levine et al. 2018). 

o Gold or Silver standard Bus Rapid Transit (BRT) may have greater application over longer 

distances such as to the Outer North via Main North Road, the Outer South via Main 

South Road, or the Adelaide Hills via the South Eastern Freeway - though in each of the 

above cases such a proposal would instead need to be compared with the potential 

options for enhanced heavy rail to those destination. 
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● Bus Priority enhancements, such as timed (e.g. peak hour) bus only lanes, intersection priority, 

and coordinated traffic signal sequencing, are cheaper to implement and can be done gradually, 

although they do not have the same capacity, comfort levels and potential for greening and 

land-use regeneration as trams (Grimaldi et al. 2010).  

● The average cost of Tram and Light Rail projects delivered across Australia over the last 10 years 

is approximately $125m/km (Douglas and Cockburn 2019) making it prohibitive to install light 

rail across the entire inner metropolitan area. However, the cost of delivering Tram and Light 

Rail projects is highly dependent on the environment in which they are delivered, and the extent 

to which a corridor already exists as the following examples show. 

▪ the Sydney CBD and Parramatta Light Rail projects had one of the highest pre 

km costs at over $250m/km travelling directly through existing and intensely 

built-up environments and generally requiring the complete rebuilding of 

existing roadways. 

▪ The Canberra Light Rail Stage 1 cost only $59m/km as it largely followed an 

existing 12km corridor in the form of a large central median. 

▪ In Hobart, a study investigating conversion of the former freight rail corridor into 

light rail was estimated to cost approximately $6m/km where existing 

infrastructure was to be repurposed. 

For each proposal we have provided a generalised cost range based on a typical cost of $100-

150m/km - and have sought to identify where material savings are expected due to utilising existing 

portions of the network, or where the proposed alignment would accommodate trams more easily 

(where there is an existing corridor, cut-through or large central median) 

We have provided a rationale for each of the tram/light rail proposals described below. We have not 

provided detailed rationale for the implementation of bus priority enhancement. Bus priority 

enhancement involves the gradual extension of improvements (signal and intersection priority and 

rights of way) to existing bus routes along major corridors. These corridors are: 

a) unlikely to experience the same significant land use regeneration and intensification as with 

trams; and/or 

b) investment in light rail is not warranted if it is likely to compete with an existing heavy/light 

rail service.  

Benefit Cost Analysis needs to include the broad range of economic, social, and environmental 

benefits associated with public transport investments.   

All light rail/tram routes require Route Alignment Studies. Improved active transport opportunities 

should also be included in Route Alignment Studies. 
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2. A Decade Since AdeLINK: A Changing Environment – A Fresh Look 

The AdeLINK policy centred around expansion of the tram network was developed by the Weatherill 

Government in 2013 and included five new tram line extensions linking the suburbs to the city, along 

with a loop around the CBD. A similar policy position around tram network expansion was not 

adopted by the Marshall Government in 2018, nor the Malinauskus Government in 2022.  Since this 

time, the pattern of development in inner metropolitan Adelaide has included and will continue to 

include substantial infill and urban intensification which would be better facilitated and/or 

accommodated with a clear alignment of development policies and long-term public transport 

network planning. 

Adelaide City Council’s recently developed City Plan 2036 has four guiding principles which 

effectively encapsulate the broader land use and neighbourhood development objectives which sit 

comfortably alongside a tram network expansion program: 

- A Greener and Cooler City 

- Transit Diversity 

- A City of Neighbourhoods; and 

- Housing Diversity for a Growing Population 

The above principles, along with the associated City-Wide Strategies, make central further 

investment in public transport to support the doubling of the residential population of the CBD from 

26,000-50,000 by 2036. A similarly deliberate approach applied across inner metropolitan Adelaide, 

centred on the continued rollout of tram network and bus-priority expansion, would have an impact 

many magnitudes larger on the construction of new well-located well-connected housing. 

Section 2.1 and 2.2 outlines the many other changes and catalysts for action located on the edges of 

the Adelaide CBD, particularly to the North and West.  

Section 2.3 shows the existing fixed rail network with section 2.4 identifying new projects and 

therefore trip generators as well as strategic sites and urban corridors across the Inner Metropolitan 

area.  

These projects include State Government developments such as those facilitated by the Housing 

Trust and Renewal SA that respond to the State Government’s Housing Roadmap as well as private 

developments. 
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2.1 Major Changes/Catalysts for Action – North & South CBD 

 

Figure 1: Snapshot of changes/catalysts – North-South CBD 

 

 

 

Figure 2: City of Adelaide planning and advocating for a tram to North Adelaide and a CBD Tram 

Loop as part of their City Plan 2036 closely aligns with TAN objectives. 
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2.2 Major Changes/Catalysts for Action – West/Adelaide Airport 

 

Figure 3: Snapshot of Changes/Catalysts – West/Adelaide Airport 

 

2.3 Current Adelaide Heavy Rail, Light Rail/Tram, O-Bahn Network 

 

Figure 4. Foundations for an expanded and revitalised public transport network  

 

N 
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2.4 Existing Land Uses and Future Opportunities 

 

Figure 5: Location of new projects and potential future opportunities 

 

  

 

N 



Page 8 of 21 
 

3. Proposals for Change 

Section 3 outlines the Transport Action Network’s proposals to expand the existing public transport 

network in the Inner Metropolitan Adelaide area over time in three phases. Each phase roughly 

represents what is realistic to achieve within a decade timespan. The three phases of the network 

expansion are described as; foundational, substantial, and holistic. 

3.1 Phase 1 - A Foundational Network 

North Terrace and King William Street are identified by TAN as the primary long-term light rail/tram 

corridors through the CBD with Grenfell/Currie Streets serving as the main bus corridor, consistent 

with the City of Adelaide’s City Plan. 

 3.1.1 Phase 1 Tram Expansion – Foundational Network

 

Figure 6: Foundational Tram Expansion Options. 

Route 1 Glenelg – City – Hindmarsh  

Enhance the existing route with new/relocated interchange station at Goodwood Train Station, 

possibly delivered in connection with full grade-separation of Goodwood Road and completion of 

the Mike Turtur Bikeway.  

 

N 
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Rationale: Creation of non-stop, full-priority, multi-modal transit corridor with efficient interchange 

capability with an enhanced metro rail service. 

Route 2 Airport – City – Magill  

Rationale: Would significantly mitigate the impact of a projected 126,000 daily vehicle movements 

related to Adelaide Airport by 2039 (a projected 130% increase from 2018 to 2039). The tram would 

support Adelaide Airport’s aspirations to develop further into an accommodation and employment 

hub, would support uplift around Sir Donald Bradman Drive, and would enhance access to the new 

Women’s and Children’s Hospital, South Australian Sports Institute and upgraded Mile End Sports 

precinct. 

Extending east would support those areas currently experiencing intensification of development in 

Kent Town along Norwood Parade and enable a superior future redevelopment of the University of 

South Australia Magill Campus. It would help to address local resident concerns about intensification 

of land use leading to more traffic, and would permit lower levels of car ownership and reduce the 

additional traffic generated by new development. 

Route Alignment:  

● A tram to the airport along Henley Beach Road could significantly increase the intensity of 

development including new housing and an enhanced commercial offering along this road. 

However, past proposals proved challenging for the community, a significant factor being the 

limited width of the corridor to accommodate trams without significant impacts on road space 

and properties. 

● TAN recommends that the tram follow the alignment of Keswick Creek from Adelaide Airport as 

far as South Road. This route will allow for a significantly faster service, minimise interaction 

with other road users, require limited land acquisition, and could facilitate enhanced east-west 

connectivity in an area impacted by the T2D. TAN recommends that a tram east would be best 

served by continuing down the Parade as far east as Penfolds and St Bernards Road, with 

redistribution of some bus routes onto Magill Road and Kensington Road to achieve Go Zone 

levels of frequency as a result. 

 

Route 3 Kilburn – City – Mitcham  

Rationale: Improves access to and from North Adelaide and the very active Prospect Road precinct, 

as well as further north beyond Regency Road to the rapidly regenerating suburbs of Kilburn and 

Blair Athol. The CBD to Mitcham segment utilises the existing light rail line and serves Urban 

Corridors (Greenhill and Unley Roads) that are experiencing significant development. A light rail 

terminus at Mitcham provides the opportunity for regeneration of lower order commercial 

development around Mitcham centre and to develop a combined bus, heavy rail and light rail 

interchange at Mitcham Station. 

Route Alignment:  
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● Route extending north up O’Connell Street and along Prospect Road, potentially turning west to 

an interchange with the Gawler Train Line and/or new depot near Grand Junction Road or at 

Kilburn Station. 

● Route extending south:  

o Either, along King William Street and Peacock Road, diverting into Greenhill Road, then into 

Unley Road then onto Belair Road through to Mitcham.  

o Or, along King William Street to Victoria Square, then Angas Street (along the City Loop), 

Pulteney Street and Unley Road. 

Route 4: CBD Tram Loop  

Rationale: Facilitate movement around the CBD for residents and visitors, facilitate resident access 

to other major public transport routes leading out of the CBD, serve CBD areas currently 

underserved by public transport, stimulate uplift particularly housing to double the City’s 

population.  

Route Alignment:  

● The City of Adelaide has identified the following City Loop alignment: North Terrace, East 

Terrace, Hutt Street, Halifax Street, Sturt Street, West Terrace. 

● Advantages. This proposed route broadly encapsulates the existing core CBD activities and 

would facilitate the potential extension of these activities along Hutt Street and King William 

Street (as per the Adelaide City Plan). It would serve the south-west city residential areas 

and could stimulate a transformation of West Terrace with mixed use development. 

● Challenges. By virtue of its length, it would be slower and less attractive than a more 

compact and direct loop between major activity hubs. It anticipates a changing function of 

West Terrace that may not be supported by Transport and the State Government, patronage 

potential would in fact be limited relative to a more compact loop due to much of the 

walking catchment comprising the edge of the parklands. 

Alternative Alignment Proposed by TAN: 

● North Terrace, East Terrace, Hutt Street, Angas Street, King William Street, Grote Street, Gray 

Street.  

● Advantages. This proposed route would broadly encapsulate the majority of the core CBD 

activities, would be shorter in length and thus quicker and cheaper, is less dependent on a 

complete transformation of West Terrace, and provides greater interchange potential and 

overlap with other proposed tram routes. Trams on both the Glenelg Line and the CBD Loop 

could share a stop in Victoria Square, greatly facilitating passenger same-platform 

interchange. 

● Challenges. It is less effective in serving the south-west quadrant of the CBD, which is 

proposed would be better addressed with a CBD Metro Station (heavy rail) in the vicinity of 

Whitmore Square instead. 
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A second alternative is North Terrace, East Terrace, Hutt Street, Angas Street, King William Street, 

Grote Street, Morphett Street, Light Square (service roads), Currie Street and West Terrace.  

There are advantages and disadvantages of various tram routes within the city centre. Further 

detailed studies and stakeholder consultations are required for each potential route in this 

important area. 

Table 1: Phase 1 Route Costs 

Route Point A Point B Distance less 

Existing 
Cost* 

$Billion  
Potential Savings from 

Alignment** 

Route [1] Hindmarsh Glenelg 15.0km 15.0km 0.2  

[Grade 

Separation] 

N/A 

Route [2] Airport Magill 15.0km 2.5km 1.25 - 1.9  Keswick Creek 

Deviation Road 

Route [3] Kilburn Mitcham 15.0km 2.5km 1.25 - 1.9       

Route [4] CBD Tram Loop  6.0km 2.0km 0.4 - 0.6 Shared Running on Minor 

Streets 

  Total 51.0km [22.0km] 

29.0km 

3.1 - 4.6 Billion  

* (Distance km less Existing km) x $100-150m/km. 

** Potential savings not incorporated into cost. 
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3.1.2 Phase 1 Bus-Priority Expansion – Foundational Network 

 

Figure 7: Foundational Bus Expansion 

 

 

N 
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3.2 Phase 2 – A Substantial Network 

3.2.1 Phase 2 Tram Expansion – Substantial Network 

 

Figure 8: Substantial Route Expansion Options 

Route 1 – Glenelg – City – Hindmarsh (No change in Phase 2) 

Route 2 – Henley – Airport – City – Paradise  

Rationale: Extending the tram from the CBD and Airport to Henley Beach will improve access to and 

from the highly popular (and difficult to park) Henley Square precinct. With direct access from both 

the Airport and the CBD, Henley Beach would have the capacity to develop further as one of 

Adelaide’s most popular coastal lifestyle, hospitality, and holiday destinations, with enhanced 

transport options and reduced out-of-neighbourhood parking to benefit residents along the corridor 

and living adjacent to Henley Square. 

Extending the route north from Magill to Paradise Interchange will facilitate access all throughout 

the inner-east to and from the O-Bahn, and by extension TTP and the north-east, with expectations 

that north of Montacute Road the route may well be used more often to access the O-Bahn than 

travel direct to the CBD. 

 

N 
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Route Alignment: From the Airport, May Tce, Henley Beach Road, Seaview Road. From Magill, along 

St Bernards Road, Newton Road, and Darley Roads to Paradise Interchange. 

Route 3 – Kilburn – City – Mitcham (No change in Phase 2) 

Route 4 – CBD Tram Loop (No Change in Phase 2)  

Route 5 – Flinders – City – Burnside 

Rationale: The segment from Flinders to the CBD connects numerous high trip generating 

destinations including Flinders University, Flinders Medical Centre, Marion Shopping Centre, 

Morphettville Racecourse.  

Critically, the alignment interchanges with the Flinders Line, Seaford Line, Glenelg Tram, and Airport 

Tram and provides for enhanced access between these services as well as those areas in-between 

which fall outside the catchment of these services. 

Morphett Road has potential for commercial regeneration and an increase in housing stock. 

The segment from the CBD to Burnside will facilitate further uplift on Fullarton Road, Greenhill Road 

and Glenside and provide access to key trip generating destinations such as Burnside Shopping 

Centre. This route enhances access to the SE of the CBD and also links residents from the inner SW 

and SE suburbs to major CBD destinations including every major public and private hospital in the 

CBD. 

Route Alignment: from Flinders Medical Centre along Sturt Road to Marion Shopping Centre then 

Morphett Road to Anzac Highway then utilising the former Glenelg Rail corridor to connect with the 

Airport Line, North Terrace then King William Street to Victoria Square. 

● Divert from King William Street at Angas (or Halifax) Street, and continue either: 

o Via a tram right of way extending from the end of Angas Street through the Parklands and 

then along the access road on the east side of Fullarton Road to Glenside, improving access 

to businesses and the Urban Corridor Zone along Fullarton Road. 

or  

o Via Hutt Street and Hutt Road then left into the Greenhill Road median, improving access to 

businesses and the Urban Corridor Zone along Greenhill Road. 

• Continuing east along Greenhill Road, past Burnside Shopping Centre, and Council Chambers and 

as far east as Hazelwood Park and to the extent that grade permits. 
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Table 2: Phase 2 Route Costs* 

Route Point A Point B Distance less 

Existing 

Cost*  

$Billion  

Potential Savings from Alignment** 

Route [1] Hindmarsh Glenelg 15.0km 15.0km n/a n/a 

Route [2] Henley Beach Paradise 25.0km 15.0km 1.0 - 1.5 Shared running on May Tce 

Route [3] Kilburn Mitcham 15.0km 15.0km n/a n/a 

Route [4] CBD Tram 

Loop 

n/a 6.0km 6.0km n/a n/a 

Route [5] Flinders Burnside 23.0km 6.0km 1.7 – 2.5 Former Glenelg Rail Alignment. 

East Parklands. 

Shared running along Fullarton Road 

Service Road. 

  Total 84.0km [57.0km] 

27.0km 

2.7 - 4.0  

* (Distance km less Existing km) x $100-150m/km. 

** Potential savings not incorporated into cost. 
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3.2.2 Phase 2 Bus Priority Expansion – Substantial Network  

  

Figure 9: Substantial Route Expansion Options 

 

 

N 
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3.3 Phase 3 – A Holistic Network 

3.3.1 Phase 3 Tram Expansion – Holistic Network 

 

Figure 10: Tram/Light Rail Network at 2050 

Route 1 – Glenelg - City - Hindmarsh - Grange 

Rationale: Conversion of the Grange heavy rail corridor to a light rail corridor will facilitate increased 

heavy rail frequencies to Port Adelaide and Outer Harbor - whilst a combination of three light rail 

routes [1, 2, 6] will facilitate far greater transport choice between major western suburban 

destinations, urban corridors, shopping centres, whilst interchanging with heavy rail at Woodville, as 

well as each providing direct access to the CBD.  

A tram extension along Grange Road will facilitate regeneration of variously zoned small scale 

commercial and ageing housing stock to support an increase in housing as well as business activity 

and employment through medium density, mixed use development. The more direct route - relative 

to the existing heavy rail line - will assist in mitigating a slower average speed of travel. 

Route Alignment: Hindmarsh to Grange via Grange Road, Frederick Road, and the converting Grange 

heavy rail corridor. 

 

N 
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Route 2 – Woodville – Henley  – Airport – City – Paradise 

Rationale: Creation of a comprehensive western suburbs orbital service which provides connection 

to the CBD in either direction - in addition to connecting an extensive section of the western suburbs 

to its best beaches and esplanade hubs. 

Route Alignment: Extension along Seaview Road to Grange, and then following the converted former 

heavy rail corridor through to Woodville to interchange with heavy rail in addition to tram routes [1] 

and [6] 

Route 3 – Kilburn – City - Mitcham (No change in Phase 3) 

Route 4 – CBD Tram Loop – (No change in Phase 3) 

Route 5 – Flinders – City – Lightsview 

Rationale: Connection to Lightsview and Oakden, via Klemzig Interchange, would provide a series of 

rapidly developing infill suburbs with access to direct hiqh-quality public transport which connects 

them with local destinations and commercial activities as well as providing rapid access to the CBD 

via the O-Bahn. 

In combination with route [2] the combined inner east, inner north-east, and broader north-east 

would be highly interconnected, each interchanging with one another in addition to the O-Bahn. 

Route Alignment: Deviating from Route [2] at the commencement of Parade West and continuing up 

Rundle Road, Fullarton Road, Payneham Road, OG Road, Fosters Road. 

The switching of the existing Burnside connection from Route [5] to Route [6] - in connection with the 

Route [5] extension to Lightsview - facilitates two overall more direct, efficient, and useful through 

trips. 

Route 6 – West Lakes – Woodville – City – Burnside  

Rationale: West Lakes Centre is a major centre likely to undergo further development, is adjacent 

two major urban renewal projects in West Lakes and Seaton. Torrens Road has a large 

retail/entertainment complex, a variety of education facilities, light industry, and businesses along 

its route, though many of which could benefit from regeneration. A tram will facilitate 

redevelopment of ageing small scale commercial and residential buildings with opportunities for a 

significant increase in housing stock. 

The switching of the existing Burnside connection from Route [5] to Route [6] - in connection with the 

Route [5] extension to Lightsview - facilitates two overall more direct and more useful through trips. 

Route Alignment: From West lakes Centre along West lakes Boulevard, connecting with the 

converted former Grange heavy rail alignment, onto Woodville Road (possibly in the context of 

grade separation of heavy rail), Torrens Road, onto the South Road service road then down Hawker 

then Chief Street. 
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Table 3: Phase 3 Route Costs* 

Route Point A Point B Distance less 

Existing 

Cost*  

$Billion  

Potential Savings from Alignment** 

Route [1] Grange Glenelg 24.0km 15.0km 0.9 - 1.35 Conversion of former Heavy Rail 

alignment - overlap with Route [2] 

Route [2] Woodville  

via 

Airport 

Paradise 33.0km 25.0km 0.8 - 1.2 Conversion of former Heavy Rail 

alignment - overlap with Routes [1, 6]] 

Route [3] Kilburn Mitcham 15.0km 15.0km n/a n/a 

Route [4] City Loop n/a 6.0km 6.0km n/a n/a 

Route [5] Flinders Lightsview 27.5km 17.0km 1.05 - 1.58 n/a 

Route [6] West Lakes Burnside 22.0km 11.0km 1.1 -1.65 Conversion of former Heavy Rail 

alignment - overlap with Route [2] 

  Total 127.5km [84.0km] 

43.5km 

3.85  - 5.77 *overlap between new routes 

approximately 5.0km 

* (Distance km less Existing km) x $100-150m/km. 

** Potential savings not incorporated into cost. 

 

The combined length of the six routes after all three phases of the network extensions is 

approximately 127.5km, whilst the total length of track is approximately 106.0km, due to 

overlapping sections of routes totalling approximately 21.5km. 

Implementing all phases of the tram/light rail network expansion would therefore involve the 

construction of approximately 110.5km of new track relative to our existing 17.0km network. 

With each phase roughly intended to represent what is realistic to deliver within a decade, over a 

period of 30 years the investment would be in the order of $350-550m per year to deliver the three 

phases in full, equivalent to a few major road intersection upgrades per year. 

The return on this investment would be far broader than a pure transport benefit calculated in 

reduced congestion or savings on reduced need for car ownership and use etc, but would need to be 

measured in terms of uplift, aligned investment in new housing supply and businesses along 

transport routes, reduced GHG emissions, and the social equity benefit of a highly connected highly 

mobile inner metropolitan urban area. 
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3.3.2 Bus Priority Route Expansion - Holistic Bus Network 

 

 

Figure 11: Holistic Bus-Priority Network 2050 

Orbital Priority Bus Route  

Rationale: A strong hub and spoke inner metropolitan transport network will facilitate 

highly direct and attractive access to and from the CBD, as well as many cross-suburban 

trips proving they are on the other side of town and an efficient transfer can be made. A 

rapid orbital bus route is proposed to facilitate a variety of alternate cross suburban trips 

not otherwise neatly accommodated by the proposed network. 

It is only intended to stop at major destinations and locations that intersect with other main 

public transport corridors. For example, along Regency Road it would stop at Hampstead 

Road, Main North Road, Churchill Road (for Gawler Line). The Orbital priority bus route has 

been attached to Phase 3 as it anticipates deriving its value as a service and patronage 

through the existence of those proposed tram routes and bus priority routes. Higher levels 

of service will increase cross suburban demand for access to these services. 

 

N 
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Route Alignment: Muller, Regency, Torrens, Woodville, Findon, Rowells Roads, May Terrace 

into the Airport, James Schofield Drive, Sir Donald Bradman Drive, Marion, Cross, Portrush, 

Payneham and OG Roads. 
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