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of saturation, as some times happens. The tunnel had no drastic effect,
merely leveling off of the passengers carried. The Mass Transit Railway,
on the contrary, drained away 12 million passengers in one year, and
apparently in a stable form.

It 1s noteworthy that the sum of the passengers carried by both lines
and compared with the total traffic (figure 4.27) declines in a perfectly
smooth fashion,

The Hong Kong case, with its impeccable documentation, allows an
insight into the mechanisms of traffic evolution and substitution of un-
parallel quality that is invaluable when applied to the Messina case.

4.3.3, Lisbon

The center of the city of Lisbon is located on the northern side of
the Tago River estuary (figure 4.33). As happens when any natural
barrier 15 not too impervious, an independent city developed on the
southern side. The estuary is relatively wide, a couple of kilometers at
the neck, more or less like the harbor channel between Hong Kong
Island and Kowloon. Because the ferries have transit times, inclusive of
access and waiting times, above the critical half an hour, the two cities
behaved independently, i.c., ferry traffic could be considered as intercity
traffic

As in the case of Istanbul, the decision to build a bridge had no
connection with the idea of easing local traffic. The bridge was to be
part of a motorway system, intended to shorten the route linking the
north and the south of the country. The very visible location near the
capital was probably chosen for political reasons: the bridge symbolized
the creative capacity of the regime.

While their purpose differed, in part, the Lisbon and Istanbul bridges
affected their urban areas in the same way. The cities on the southern
bank (primarily, Almade and Seixal) were linked to central Lisbon by
ferries carrying people and vehicles. As in Istanbul, waiting, loading,
unloading, and transit takes about 40 minutes, which our TTB model
defines as an intercity trip. As in the case of Istanbul, the construction
of a bridge bringing transit times below the twenty-minute threshold
for daily commuting created an explosion of new traffic, as the two
urban areas merged functionally into one, with traffic levels characteri-
stic of intracity traffic.

The evolution of the ferry traffic across the Tago is shown in Figu-
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FiGure 4.33. Centre of the aty of Lisbon

re 4.34 for vehicular traffic. Here we have some pre-1940 data, which
allows us to pinpoint a previous saturation level of 0.4 million vehicles
a year around 1940. During the present Kondratev cycle, traffic has
developed along normal lines, although with a fairly short time con-
stant, 16 years, pointing to some sort of technical saturation of the ferry
system, The saturation point can be estimated at 2.0 million vehicles per
year plus the carryover of 0.4 million from the previous Kondratiev
cycle.

The opening of the bridge in August 1966 instantly reduced this
ferry vehicular traffic by 1.0 million vehicles in comparison with expec-
ted growth in 1967. The loss still totaled 1.0 million m 1971 owing to
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