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REORGANIZATION OF LOCAL BUS ROUTE
AND FAIRNESS OF COST SHARING BY PUBLIC SUBSIDY

The users of local bus are decreasing rapidly because of motorization and depopulation. Since many bus routes are
deficit, local governments try to keep the bus routes by public subsidy as much as possible. However, many
municipalities have a financial deficit and are pressed to reorganize the local bus route. The present subsidy system also
has many problems about cost sharing among the municipalities. This paper examines reorganization of local bus route
and studies what public subsidy should be. Then, the bus riding survey was performed on the northern area of
Kumamoto prefecture in order to investigate the actual condition of bus utilization.

Key Words: Local Bus, Public Subsidy, Bus Riding Survey, Cost Sharing, Reorganization of Bus Route
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A REORGANIZATION OF DAILY TRANSPORTATION
AFTER DEREGULATION OF BUS BUSINESS

13 14
19

This paper describes the influences of deregulation of bus business, revision of public subsidy, and the consolidation
of local governments on daily transportation in Kumamoto prefecture. In this research, a questionnaire for 59 local
governments in Kumamoto prefecture was executed in order to survey these influence. The trend of a reorganization of
daily transportation was analyzed using the questionnaire data, and factors of the trend were made clear. Community
bus tend to be adopted as a facility of future daily transportation. However, community bus may cause problems if
regionality is disregarded. Then the issues were found in order to reorganize daily transportation in local area.

Key Words: deregulation, daily transportation, local area
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AMETHOD OF LINE CHARACTERISTIC EVALUATION
AND NETWORK REORGANIZATION PLANNING OF BUS SYSTEMS

JICASTRADA

By the spread of passenger cars, and introduction of a new transportation system, the bus attraction gets worse in cities
across the country. As deregulation of bus service, it is easy to enter or get out of bus service. When bus employer gets
out of unprofitable bus route, there is fear that the life route for local resident is spoiled. So we need characteristic
evaluation by bus service. In this paper, from the two view points of production efficiency and elicitation potential
demand along the bus line, we assess existing bus line and propose rational method of reorganization on bus network on
Kumamoto urban area.

Key Words: bus route reorganization, transit latent demand, transit production effectiveness
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DEMAND AND COST-BENEFIT ANALYSIS OF UPGRADING THE LOCAL
RAILWAY INTO LRT SYSTEM AND ITS EXTENSION TO THE DOWNTOWN

LRT
28 LRT

LRT

LRT

Cost benefit analysis is very important in project evaluation. However, estimating exact benefit of a transport
project is difficult, because it is complex to estimate demand and total benefit generated from the project. The
context of this study is the proposal upgrading of local railway to LRT system and its extension line to the downtown.
In this study, disaggregate mode choice model is used to estimate car and mass transit demand in the case of
implementing the proposal. Benefit is calculated by assigning the demand into road and mass transit network of the
study area. With the result, cost benefit analysis is carried out and efficiency of this proposal is evaluated.

Key Words : LRT, disaggregate mode choice model, demand forecasting, cost benefit analysis
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APPLICABILITY OF BEHAVIORAL INTENTION METHOD TO DEMAND FORECASTING
OF KUMAMOTO-DENTETSU RAILWAY LRT PLAN

LRT
LRT LRT
LRT

LRT
Bl LRT
Bl
Bl

Behavioral intention (BI) method is a new technology for demand forecasting. In this method, behavioral intention
is directly measured from targeted people to imagine actual behavior in new traffic environment. Bl method is based
on the attitude theory, which is different from utility function models based on the reasoned choice theory in
microeconomics. Therefore, all factors which affect traffic behavior do not need to be specified and converted into
quantity to get included in function models. In this study, demand of Kumamoto-Dentetsu railway LRT plan is
forecasted by using Bl method. Thus, LRT specific effects are considered in demand forecasting. Comparing the
result with that of four-Step method, which is a traditional method for traffic forecasting, knowledge on application of
Bl method to new traffic policy can be obtained.

Key Words: Attitude Theory, Behavioral Intention, Demand Forecasting, LRT, Mobility Management.
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