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ASPO-Australia's Active Transport Working Group commends the Senate for holding the inquiry into Australia's future oil supplies and alternative fuels.  Such a public inquiry is long overdue as forecasts of the date of Peak Oil are clustering around 2010.

  “Active transport relates to physical activity undertaken as a means of transport.  It includes travel by foot, bicycle and other non-motorised vehicles.” 

‘Be Active Australia: A Framework for Health Sector Action for Physical Activity 2005-2010’

We recommend a massive increase in the priority and allocated funding for bicycle and pedestrian transport as a significant strategy to reduce Australia's oil vulnerability.
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Bicycle transport has traditionally been largely overlooked or discounted by transport professionals as illustrated in the cartoon above.  Peak Oil is a crucial reason to increase urgently the priority of bicycle and pedestrian transport infrastructure and promotion.

Peak Oil is one term for the inevitable change from the current rising trend of world oil production to the final decline trend as oil fields age

"…the cost of preparing too early (for Peak Oil) is nowhere near the cost of not being ready on time".  (MacTiernan, 2004)
The working group fully endorses the need for urgency in preparing for Peak Oil, shown in the U.S. DoE Hirsch report (Hirsch et al.,2005) and by WA's Minister for Planning and Infrastructure, Hon. Alannah MacTiernan.

Responding to the Risks of Peak Oil

The US Department of Energy’s ‘Hirsch’ report makes it very clear that avoiding major Peak Oil-induced economic and social dislocation and mitigating the impacts of oil depletion will require ‘crash programmes’ beginning at least 20 years prior to Peak.  As many informed authorities believe Peak Oil will occur within the current decade, it appears essential that Government-led mitigation strategies be commenced immediately.

Australia should start such ‘crash programs’ aimed at mitigating the impacts of oil depletion now!
Flow-On Economic and Social Impacts

Costs of Oil Dependence:
Australia's petroleum imports already cost approx. Au$15 billion a year and will grow many-fold as self-sufficiency drops in the years ahead and world ‘post-Peak’ crude oil prices rise.  By 2015, Australia will be using over 1 million barrels of oil per day, and producing only about a third of that ( Geoscience/ABARE). If the cost of international oil merely doubles over the next decade, importing the balance will cost almost Au$50 billion p.a. at current exchange rates and possibly much more.  This is greater than the entire Federal Government health budget, for instance.

Without drastically reducing its oil consumption and oil dependence, Australia will become reliant on foreign and increasingly uncertain sources of oil and oil purchases will demand a much greater share of the national budget.

Social and Economic Impacts of Peak Oil    Rising costs of transport fuels will have significant and unevenly focused economic and social impacts on Australians. Those impacted most immediately and severely are likely to be Australians who:

· are most reliant on motorised transport in their daily lives 

· have the least financial capacity to meet rising fuel costs.  

These will include:

· those living at the fringes of our urban areas

· regional and remote (including indigenous) communities

( Dodson and Sipe (2005), Robinson et al (2005))

The affordability and flexibility of personal transport in Australia is most immediately at risk due to oil-depletion induced rises in fuel costs, unless a substantial shift can be achieved towards the cheap and healthy option of bicycle transport and walking where appropriate. 

Alternative fuels

Australia’s most effective ‘alternative fuel’ is oil itself, used sparingly via extensive reduction in consumption and the replacement of many individual car journeys with more sustainable forms of transport.  

Biomass fuel:  Bicycle and pedestrian transport are ‘powered by biomass’, and an unhealthy and rapidly growing number of people, including many children, already carry excess waistline biomass which is available as 'transport fuel'.
Public Transport

Expansion of public transport as a strategy to cope with a liquid fuels crisis in Australia is important, but presents a number of practical difficulties. Many of our cities are geographically large (Adelaide, a city of only 1.2 M people is 90km by 35km) and would require huge public transport infrastructures and investments to cope with the potential travel demand stemming from an oil depletion-induced mode switch.  Public transport infrastructure is capital intensive and currently requires extensive public subsidy. The costs of greatly expanded public transport infrastructures may be beyond that afforded by the revenue bases of most of our cities. Peak-hour use of public transport is already very high and there is little or no ‘spare capacity’ available to cater for rapidly increasing demands in the event of a sudden fuel emergency. 

Without major investment, public transport does not offer an easy option for short-term peak hour ‘modal shifts’ in most urban situations. While an important planning consideration, it must inevitably be complemented by measures supporting much higher levels of walking and cycling for the shorter intra and inter-suburban trips. 

Increased Use of Active Transport - Cycling & Walking:


No ‘single solution’ will reduce Australia’s oil vulnerability.  We need to invest in a range of “no regrets” options that:

· are already justified on other grounds
· rely on proven technology and… 
· will be useful and of lasting value irrespective of oil shortages. 
Facilities aimed at increased bicycle and pedestrian transport are such "no-regrets" options. They can already be fully justified on health, environmental & social grounds alone and – irrespective of any technological ‘solutions’ that may emerge over coming years – can only result in more personal transport choice and less oil dependence. 
Cycling and walking have critical roles in moving toward sustainable transport. Everyone is a pedestrian at some point and it is essential that pedestrian movement be maximized and made as efficient and safe as possible. The bicycle is an accessible, low-cost, non-polluting, relatively fast and healthy form of travel over short to medium-length urban distances.  There is significant potential to ‘grow’ bicycle use to 20% or even 30% of all trips in most of Australia’s cities and towns. We need to educate people in making sustainable travel choices and encourage lifestyle changes that:

· improve health

· reduce greenhouse gas emissions, local pollution and motor vehicle traffic congestion 

· reduce dependence on fossil fuel 

Rates of cycling and walking in Australia have diminished through decades of government neglect. We need to increase the share of trips made by walking and cycling significantly by better meeting the needs of pedestrians and bicycle users. 

There Are Many Reasons to Invest in Increased Cycling & Walking

· Cycling and walking already have strong community support & some 5% of Australian urban and country town trips are already undertaken by bicycle.

· Both cycling and walking are ‘no-regrets’ options with many known benefits.

· The Australian transport system is heavily dominated by provision for car-drivers at the expense of the convenience and safety of cyclists and pedestrians, and especially those 46% of Australian’s who do not have a driver's license. There is enormous need for more balance and equity in our transport systems.

· Around half of all urban trips are less than 5km and easily covered in 15-20 minutes by bicycle (these journeys use more fuel per km and produce the most pollution if undertaken by cars with cold engines).  Another 20% or so are between 5-10 kms, still well within cycling distance at the15-20 kmh speed of many urban cyclists

· Investments in walking and cycling are well placed to provide the best value for dollar of any transport investment, especially counting the externalities like increased health, less noise, congestion and pollution.  It is quite practical to aim for a level of 20% Australian urban and country-town trips by bicycle.  Many European cities have higher levels of usage than this.

· Active Transport is already supported by a number of Federal and State health programs – the potential health savings alone will easily justify increased funding for bicycle transport.  

· The social impacts of Peak Oil on the unemployed and economically and socially disadvantaged could be very serious, especially in the outer suburbs of Australia's major cities.  (Dodson and Sipe "Oil Vulnerability in Australian Cities", Dec. 2005) Bicycle transport is an affordable and healthy option, far more cost-effective in meeting the needs of people on lower incomes than expanded public transport. .

· Cycling is already well established in our communities and is a traditional (albeit under-utilized) form of transport in Australian society.

· Major investments in increased cycling and walking will be relatively cheap and of assured value in reducing the likely impacts of oil depletion. 
Cycling Development Recommendations – Planning Guidelines

The Federal Government should establish National benchmarks and expectations for increased cycling and walking. All States, cities and Local Governments should be required to plan for increasing the share of passenger trips made by walking  and cycling to agreed benchmarks 2010 and 2020 (eg; 7% by 2010, 15% by 2020).

The Federal Government should support consistent National guidelines for giving appropriate priority to safe and efficient cycling and walking in transport infrastructure planning. This could be via the development by the Australian Transport Council of a National Charter for Active Transport such as has been developed for the European Union .
AustRoads ‘Part 14’ should be reviewed to establish a much higher requirement for cycling infrastructure provision. Austroads Part 14 (National cycling infrastructure guidelines) would benefit from review to ensure more stringent cycling safety standards are specified (eg; conversion of ‘desirable’ cycling provisions to ‘mandatory minimums’).

Timeliness - Australia should begin implementation of mitigation and adaptation measures within 12 months (and well before Peak Oil arrives), due to long lead-times in completing infrastructure and public information programmes. President Bush has recently acknowledged that the US is addicted to oil, and Australia is in a similar situation and equally vulnerable to Peak Oil with significant impacts likely within a decade. Action needs to be taken now to reduce the oil vulnerability of Australia's transport system by undertaking serious planning maximizing the roles of non-motorized and low-power (i.e.; electric bike) transport modes.
Creation of bicycle and pedestrian-friendly environments on all urban arterial roads. Federal funding guidelines and agreements should require creation of integrated, accessible networks of paths and on-road routes that provide adequate safe provision for bicycles and walking for local, inter-suburban and cross-city purposes.  The Geelong Bikeplan principle that 'every street is a bicycle street' should be embedded in road design and planning as should the special needs of long-distance cycle commuting, such as provision of dedicated high-speed Veloways and integrated public transport facilities.  
The voice of bicycle users and interests of bicycle transport should be consistently represented in policy-making forums.  All Federal transport funding to States should require specific provision for consultation with and involvement of cycling representative bodies in planning and investment processes. This is a basic requirement if bicycle transport is to have fairer consideration in planning and managing the transport network and if the personal transport needs of all local communities are to be adequately represented.  

Cycling Development Recommendations – Funding Active Transport

Federal funding and GST contributions to State transport budgets should require that a much more balanced priority be given to Sustainable Transport, including walking and cycling investment. 

Federal funding should require that all States establish progressive Sustainable Transport Plans and Policies favouring the rapid development of cycling and walking. This should include the review and enforcement of road design standards and guidelines to safely accommodate bicycles, including spatial requirements, route marking, bicycle-sensitive traffic signals and suitable kerb ramps (as per AustRoads Part 14). 

Guidelines should be developed requiring each State’s development of a comprehensive Active Transport Planning Policy in order to receive continued Federal funding.  These should ensure the effective promotion of bicycle transport and walking in all Local Government planning with Councils required to develop and implement local Bike Plans in cooperation with their communities. State Planning Guidelines should include requirement for end-of-trip facilities for bicycle users in urban planning guidelines, including appropriate provision for long and short-stay bicycle parking, lockers and showers in commercial development, office buildings and public institutions. 

Federal funding should also require improved integration of bicycle use and public transport (allowing carriage of bicycles on trains and buses, providing secure bike lockers at bus and train stations, designing stations to facilitate bicycle access to and through them and allowing bicycles in bus lanes). All arterial road development should require installation of bicycle lanes (or high standard off-road facilities, or both) as part of arterial road developments or upgrades.

Federal tax reform should eliminate subsidies for private motorized transport and transfer savings to investment in cycling and walking.  We ask the Commonwealth Government to closely examine its tax and expenditure policies to assess areas where private motorised transport and excessive transport fuel consumption is being subsidised.  Where these policies exist, they should be replaced with policies that maximise the financial incentive for curtailing transport fuel consumption.  Examples of many "perverse policies" which subsidise profligate fuel usage are outlined by Denniss (2003). FBT and salary packaging are well-known examples which distort vehicle choice and usage levels and hence fuel use.  

Substantial Federal funding programmes should be provided for each State’s development of bicycle and pedestrian transport.  This should include provisions for related low-powered vehicles such as the electric scooters and power-assisted bicycles (used in increasing numbers with on-going technological and demographic changes). This National funding should initially be of the order of $200 million pa for bicycle and pedestrian transport, growing to $1 billion pa to overcome the decades of neglect of these transport modes. Providing adequate, safe and efficient bicycle and pedestrian facilities for cities, rural centres and country towns is a crucial, cost-effective, simple and significant first step towards reducing our oil vulnerability. The costs involved will be a small fraction of our annual oil import bill, and will be more than balanced by potential on-going savings in fuel, health costs and other areas.  This level of funding should be adequate to complete the provision of high standard close-spaced bicycle transport networks (of both separate paths and on-road bicycle lanes) in our cities and major regional centres and to provide good facilities in country towns.  A Federal funding program along lines similar to the US Federal ISTEA and TEA-21 programs is recommended.

Substantial proportions of the Federal Black Spot Funding should be tied to enhancing bicycle transport safety on State Arterial Road Systems.  Existing Federal Black Spot funding is usually restricted to the needs of motorists and road freight with very little going to meet the needs of bicyclists. Black Spot funding should be provided with clear guidelines aimed at redressing this imbalance.  In particular, the flaws caused by under-reporting and under-recording of injury bicycle crashes should be considered, and actual hospital admission data should be used as the yardstick, not Police "reported crash" data files.  In many jurisdictions, only 10% of the numbers of people admitted to hospital from bicycle crashes are recorded in the Police data.  Use of these seriously incomplete Police data sets substantially biases the Black Spot funding allocations against bicycle transport safety.  As well many Black Spot projects make the road system less safe and less convenient for bicycle transport due to the automobile-dominated outlook of many traffic engineers which causes them to overlook hazards they may inadvertently create for cyclists while improving the road system for motorists.
Charging the real costs of transport to influence transport choice and shift funding towards sustainable transport modes

These charges should include the ‘lost opportunity’ costs for future generations of our profligate use of short-lived resources. Motorised transport users do not pay the real costs of travel, many costs being imposed on the community (e.g.; health effects and loss of community amenity). Many transport costs are fixed (e.g. vehicle registration and insurance) or too low (e.g. fuel prices compared with many other nations) and so distort the market. This mismatch results in social and economic costs for the community and a strain on public funds. The costs of depriving future generations of vital petroleum are not included in current pricing or policies. 

Federal Government should allocate 20% of all urban road funding towards safe, efficient transport facilities for cyclists and pedestrians. 

Remove Federal subsidies and concessions for car imports and company cars and transfer savings to development of sustainable transport. There are many perverse subsidies that work against an equitable sustainable transport system (e.g.; $940 million pa in subsidies to company cars, and tariff subsidies to 4WDs). Transferring the real costs of motoring to transport users (e.g.; through fuel prices, road user charges or other means) would send a strong signal capable of influencing travel behaviour, better reflecting the real costs, and providing funds for sustainable transport infrastructure and demand management strategies. 

Incrementally increase excise on petrol and diesel to European levels to reduce demand and to provide funds for health, environmental and sustainable transport programs. A significant share of revenue should be transferred to a National Sustainable Transport Fund to assist States in funding major sustainable transport projects, like urban bicycle networks. 

Abolish vehicle ownership charges and replace with a total pay-as-you-go vehicle use charge. Replacement of fixed charges with an equivalent fuel tax was recommended by both the Royal Automobile Club of WA and the WA Coalition State Government in 1979 during the second oil crisis.  Funds now obtained from motor vehicle registration charges and third party vehicle insurance costs should be recouped entirely from fuel taxes. Congestion costs, road damage and crash injuries all depend on the level of use of the vehicle. A car left at home by someone walking or riding to work, or catching a bus should not be taxed while standing still. It is not using road space or fuel, or injuring anyone while in the garage. Mass and distance based charges should apply to commercial vehicles, especially long distance heavy haulage trucks, rather than fixed licence charges, as was foreshadowed recently at COAG..

Promotion of Cycling and Walking

Require all professionals involved in road planning, engineering and traffic management undertake professional development in bicycle and pedestrian transport needs and standards. State Governments should agree to consistently fund and support professional development initiatives such as AITPM seminars and PedBikeTrans Networks.
Establish Federal Government programmes for nationally-consistent individualised marketing of cycling and walking as preferred travel modes. -As discussed in more detail in the main ASPO-Australia submission, Australia is a leader in individualized marketing of sustainable transport modes.  These programs have achieved high benefit /cost ratios and decreases in fuel usage of around 12-13% overall.  Increased government support for these programmes would achieve significant transport fuel savings more rapidly and effectively than many other options. The Federal Government should ensure availability of nationwide travel demand management programs using proven Individualised Marketing strategies used in TravelSmart programs around Australia (Robinson, 2004, Socialdata 2004 and Department for Planning and Infrastructure TravelSmart Individualised Marketing at http://www.dpi.wa.gov.au/travelsmart/1637.asp )
A Legal Framework Favouring Active Transport

Legislation is needed to more effectively recognize the causal presence of the motor vehicle in most cycling and pedestrian injuries and deaths. Cars colliding with cyclists or pedestrians nearly always kill or injure – the opposite rarely happens. Insurance regulations need to be biased to better ‘protect’ the interests of vulnerable road users and encourage much higher standards of duty-of-care on the part of drivers. One strategy is to introduce ‘driver fault’ legislation to make drivers prove no-fault when in collision with pedestrians and cyclists, as is the practice in some European countries.  The Federal Government should conduct an inquiry into the effectiveness of the various state legislation, and in collaboration with the States propose a uniform national framework to give far higher priority to vulnerable road users, like cyclists, pedestrians and elderly users of low-powered electric vehicles like gophers.

Provide National guidelines on the reduction of urban and rural speed limits to improve road safety (real and perceived) as well as reducing fuel consumption. The Australian Transport Council should review the effective restriction of 50km/h speed limits to residential streets with a view to setting all urban arterial road speed limits to 50 kmh and residential street limits to 30 or 40 kmh. There is a great deal of evidence that the predominant 60km/h arterial limits:

· are acting as a major inhibitor of increased cycling in towns and cities

· are extremely unsafe for cyclists and pedestrians in the event of car collisions

· can be reduced with virtually no impacts on trip times and with major overall, net benefits.

Electric bicycles

Adopt a 300 Watt limit for electric bicycles with 500 Watts for people with physical disabilities. The electric bike opens up cycling to people inhibited by hills, long distances or lack of fitness. Electric bikes make existing cycling infrastructure available to many more people. Unfortunately Australian vehicle regulations require electric bikes with power output over 200 Watts to be registered. The imposition of charges for economical, low-polluting, non-congesting bike transport is inappropriate and no longer applies in EU countries.  In particular, intelligent power-assisted bicycles (PABs), known as ‘Pedelecs’ in Europe, are a very important new technology.   A Pedelec senses the power being supplied by the user, and supplements it (for example 1:1). This means assistance is provided going up hills, but not downhill when the rider is not pedalling.  This is a far safer and more sensible strategy than a solely electric-powered bicycle (known as ‘E-bikes’).  Pedelecs can be used for people with disabilities (for instance on-going hip or knee problems) and those recovering from illness or surgery, as they slowly recover their strength, or for people who would like to ride a bike to work, but who are not initially fit enough to make the journey in comfort.
Reduce car use and road freight transport to conserve petroleum

Broaden the scope of AusLink, the Federal Government's national land transport plan, to include urban passenger transport, walking and bicycle transport and to give high priority to transport energy efficiency, especially the implications of oil decline, in setting priorities and assessing funding bids.

Conclusion

In summary, the ASPO-Australia working group on Active Transport is confident that bicycle and pedestrian transport offers a very substantial means of reducing our future oil usage, and supports these transport modes.  Reducing daily car use by increasing the use of active transport modes is a very significant conservation strategy and would effectively generate ‘alternative transport fuel’.  The use of these modes frees motor vehicle fuel for essential purposes, such as Meals on Wheels, fire services, farming, and so on.  

Many more people would use bicycle transport and walking as a transport mode if far more safe convenient facilities were provided in our cities.  Active transport trips can be stand-alone or integrated with other modes, such as public transport.  Riding a bike 7 km to a train station, catching the train to the station nearest the destination, and walking the remaining 1 km of the trip is one example.  Active transport could reduce urban and country town passenger transport fuel usage by perhaps 10-20%, under current conditions, with higher possible participation in the event of sudden fuel emergencies, or long-term shortages and rationing.

An editorial "Fossil fuels, transport, and public health" in the British Medical Journal by 3 prominent medical academics from the University of London, and Britain's chief representative on the Intergovernmental Panel for Climate Change (IPCC) said "Policy goals for physical activity and emission controls point the same way".  (Appendix 1:) 

We can amend this to:-

"Policy goals for oil vulnerability reduction, physical activity and emission controls point the same way - to active transport" 
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Appendix 1:

Editorial in the British Medical Journal: November 2000

Fossil fuels, transport, and public health

     Andy Haines, Tony McMichael, Ross Anderson, and John Houghton

     BMJ 2000;321 1168-1169, 

See     http://bmj.com/cgi/content/full/321/7270/1168
Editorials

Fossil fuels, transport, and public health 

Policy goals for physical activity and emission controls point the same way

The recent protests in Britain over the price of fuel initially seemed to enjoy public support: any cause that might put more money in the public's pocket is superficially attractive. But our dependence on motor vehicles powered by fossil fuels incurs an array of external costs to the environment and the public's health. Further, the resultant accumulation of carbon dioxide, a greenhouse gas with a very long life, is storing up trouble for us and for future generations. 

In 1994 the Royal Commission on Environmental Pollution pointed out that methods of transport had changed dramatically over the previous 25 years. In Britain the average daily distance travelled per person has risen by 75% to around 18 miles.(1)  Most of this reflects an increase in the use of cars, amounting to a 10-fold increase in distances travelled over 40 years. This has been accompanied by a decrease in travel by bus, coach, bicycle, and in walking. Transport of freight by road has also increased but at the expense of rail travel. Yet if the external costs of road freight (in terms of accidents, road congestion, air and noise pollution, etc) are calculated and added to the costs of providing and maintaining transport infrastructure, public revenue from heavy goods vehicles contributes only 49-68% of total costs.(1) 

The potential adverse effects of transport on health include accidents, air pollution, noise, the social exclusion of vulnerable groups, and the development of sedentary lifestyles which lead, for example, to obesity.(2) Our increasing reliance on private transport has created an urban environment that is unfavourable to walking and cycling. Over the past two decades there has been a marked reduction in the proportion of children who walk or bicycle to school and a substantial rise in childhood obesity in the United Kingdom and a number of other countries.3 The daily energy expenditure of British adults has declined since the 1950s by the equivalent of 2-3 hours of walking per day. It is no coincidence that the prevalence of obesity the precursor to many diseases in adulthood that shorten life, particularly high blood pressure, heart disease, and diabetes has risen markedly in recent decades.(4) The prevalence of obesity in adults and its rising trend over the past two decades is much less pronounced in the Netherlands than elsewhere in Europe (3); this probably reflects the fact that the Dutch rely on bicycling, walking, and using trams to travel.(5) 

A recent report assessed the contribution of traffic related air pollution to mortality and morbidity in Austria, France, and Switzerland. It used effect estimates from two cohort studies in the United States and found that particulate matter was responsible for about 6% of total mortality. About half of this was attributable to motorised traffic.(6) Cohort studies suggest that the long term effects of outdoor air pollution are greater than is evident from analyses of daily mortality over time.(7) Air pollution from traffic may be responsible for the excess number of lung cancers in urban areas that remain after adjusting for smoking.(8)

Although in recent years technical improvements have resulted in reductions in air pollutants related to transport there is no room for complacency, and the government of the United Kingdom has acknowledged that its provisional air quality objectives for fine particles are unattainable in the near term.(9) 

The transport sector accounts for 26% of all carbon dioxide emissions in the European Union, and its contribution is rising.  The concentration of carbon dioxide in the atmosphere has increased by around one third over the past 150 years, and it is a major cause of the worldwide rise in temperatures and the changes that are occurring in the climate.(10) There is a growing awareness that global warming may have various effects, mostly adverse, on health.(11) Although any single event cannot be attributed to climate change with certainty, the recent floods in parts of the United Kingdom are indicative of the type of extreme event which is likely to become more common in the future. 

Recognition of the health costs of the present UK policy on transport leads to the conclusion that society must do several things soon. The availability and quality of public transport must be improved, and walking and cycling should be encouraged. This should be done not just to avoid road congestion and reduce air pollution but also to re-establish higher levels of physical activity and to enhance community cohesion by improving opportunities for social interaction.(5) 

The use of fossil fuel must be curtailed as newer, renewable energy technologies emerge. There should be greater incentives to develop more energy efficient vehicles and to reduce pollution levels for example, by fitting particulate traps to heavy vehicles. A tax on carbon could help the United Kingdom reduce its carbon emissions by about 60% by 2050.(12) The regressive aspect of the tax could be offset by ensuring that well subsidised public transport is accessible to communities that are at a disadvantage either through poverty or by living in a rural area. 

Society will benefit from a more efficient, less polluting transport system. Taxes on fuel do not compensate for the damage caused by road transport, but they may provide the resources to develop cleaner options and the encouragement to use them. 

Andy Haines,   Professor, Primary care. 

Department of Primary Care and Population Sciences, Royal Free and University College Medical School, London NW3 2PF
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ASPO-Australia


Australian Association for the Study of Peak Oil & Gas


� HYPERLINK "http://www.ASPO-Australia.org.au" ��www.ASPO-Australia.org.au�   





Active Transport Working Group


Convenor, Sam Powrie,  � HYPERLINK "mailto:kabir@chariot.net.au" ��kabir@chariot.net.au�


President, Bicycle Institute of South Australia 


08-8449 9902     0414 307 413





Bicycles are powered 


by alternative fuels,


either Weetbix or abdominal fat.





No shortage of either!
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