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Vastavalt lGilesandele kasitletakse kdesolevas aruandes just Tallinna thistranspordi liinivorgu
|Ghiajalist perspektiivi, neid muutusi, mida saaks ette votta juba lahiajal. Pikema perspektiivi
muudatusi peab kasitlema uuringu jargmine etapp. Sellest tulenevalt kasitletakse kdesolevas
aruandes Tallinna Ghistranspordististeemi tema olemasolevates piirides (st et ei kasitleta Gihendusi
Harjumaa valdadega ega ka raudteeliiklust).

Kdesoleva t66 koostamisel on selle autorid kasutanud analiiisi teostamiseks mitmeid
erinevaid andmebaase, mida kirjeldatakse tapsemalt jargnevas peatlikis. Tuleb réhutada, et t66
koostamise pohimotteks oligi see, et lahtutakse juba olemasolevatest andmestikest ja tdiendavalt
uuringuid labi ei viida, mis voimaldab kdesolevas t60s kasutatud metoodikate rakendada ka tulevikus.

Peamised andmeallikad

Uhissdidukite valideerimisandmed (V)

Uhissdidukite valideerimisandmed tiilipilisest perioodist (marts), tddpaevad, taandatuna tihele
keskmisele tilpilisele toopaevale. Lahtudes Tallinnas kasutatavate sditjate automaatloenduse
(Automatic Passenger Counting- edaspidi APC) andmetest on valideerimisandmestik taandatud
soitude koguarvule. See tahendab, et vorreldes valideerimisandmeid ja APC-andmeid on hinnatud
valideerimiste taset ja valideeritud sditude arv taandatud hinnangulisele koguarvule.

Maksu- ja Tolliameti andmestik elu- ja tookohtade kohta (M)

Sisaldab andmeid isikute kohta, kelle td6andja aadressina ja/vdi elukoha aadressina on registreeritud
mingi Tallinna aadress. Andmed on esitatud Uldistatuna transporditsoonide 16ikes ega sisalda
delikaatseid isikuandmeid. Andmestik parineb Maksu- ja Tolliametilt.

Tallinna linna andmestik dpilaste ja lasteaialaste elu- ja 8pikohtade kohta (O)

Sisaldab andmeid laste kohta, kelle 6pikoha (kool, lasteaed) ja/vdi elukoha aadressina on
registreeritud mingi Tallinna aadress. Andmed on kasutusel lildistatuna transporditsoonide 10ikes ega
sisalda delikaatseid isikuandmeid.



Tallinna Ghistranspordi andmebaasi andmestik transporditsoonide vaheliste (ihendusaegade kohta
(A)

Andmestik sisaldab kdikide transporditsoonide vahelisi ihendusaegu tdanase Uhistranspordi vorgu ja
sdiduplaani alusel, sealhulgas ka imberistumiste arvu. See andmestik voimaldab hinnata seda, kas
monede transporditsoonide vaheline Ghistranspordi madal kasutus vdib olla pShjustatud pikast
Ghenduse ajast.

Uhistranspordi iihendusaeg

Uhistranspordi transporditsoonide vahelise sdiduaja madramisel on aluseks véetud Tallinna
Transpordiametist saadud andmed, kus tehti valjavote koikide peatuste vahelisest kiireimast
Ghendusest. Parima lihendusaja puhul on tegemist peatusest peatusse sdiduajaga, millele reaalselt
tuleks lisada veel jargmised ajakulu elemendid:

- liikumisaeg (kGnniaeg) algpeatusse;
- ooteajad lahtepeatuses;
- liikumisaeg (k6nniaeg) sihtpeatusest |Gpp-punkti.

Kuna iheks antud uuringu eesmargiks oli vérrelda (ihendusaegu Uhissdidukiga ja sGiduautoga, siis on
andmebaasi lisatud ka transporditsoonide vahelised sGiduajad tippajal sdiduautoga. Sellise
andmestiku aluseks on Tallinna transpordimudeli andmed seisuga 2016.a siigis, tipptunnil (andmed
on saadud Stratum OU transpordimudelist).

TULEMUSED

Selles peatiikis on esitatud tldistatud kokkuvotted, millised on koostatud eelpool kirjeldatud
andmete t6o6tlemise alusel. Aruandes on tulemused lilevaatlikkuse huvides esitatud asumite 13ikes,
kuid selle anallisi aluseks olevas andmebaasist on vdimalik valjavotteid teha ka transporditsoonide
I6ikes, nagu need on kirjeldatud ka jargnevalt.

Uldised andmed Tallinna Ghistranspordi tihendustest

Kui vaadata Tallinna Ghistransporditeenust tervikuna, siis iseloomustavad Tallinna linna poolt
korraldatavat Ghistransporditeenust tldised naitajad, millised on esitatud alljargnevalt:

Keskmine sGiduaeg (peatusest peatusse, sisaldades imberistumisele kuluvat aega) tsoonide |Gikes
Tallinnas on 33,2 minutit (usalduspiirides 27,3 kuni 39,1 minutit). Kui lisada s6éiduajale veel ajakulu
peatusse/peatusest lilkumisele kujuneb tGhe Ghistranspordiga tehtava reisi keskmiseks pikkuseks 41,7
minutit.

Keskmiselt kasutab (iks sitja lihe s6idu juures 1,87 Ghissoidukit.

Kui samu reise tehakse sdiduautoga on keskmiseks tihe sdidu ajakuluks 16,3 minutit ja lisades sellele
ajakulu lilkumiseks autoni/autost sihtkohani kujuneks selle vaartuseks 21,4 minutit (6htusel
tipptunnil).

Seega on Tallinna Ghistranspordikasutus siiski oluliselt aegandudvam kui tehes seda sdiduautoga.
Keskmised ajakulu erinevused kogu linna Idikes ei iseloomusta siiski digesti ajakulu tGhisséidukiga ja
ajakulu sdiduautoga liikudes. Kui vorrelda ajakulusid kahe erineva liikumisviisiga (lhissGiduk vs
sdiduauto) koikide transporditsoonide IGikes, siis on erinevus oluliselt vaiksem.



Suurima ndudlusega ihendused Tallinnas

Aruandes on esitatud andmestik kdige suurema noudlusega (mis pohineb kdesoleva aruande alguses
nimetatud andmebaasidel) asumite vaheliste Gihenduste kohta.

Selliste rohutatud suure ndudlusega tGihenduste vahel oleks otstarbekas kaaluda kiireid Ghendusi,

naditeks ekspressliine. Eelkdige tulevad siin soovitusena kdne alla jargmised:

1.

Mustamae (peamiselt Kadaka, Mustamae ) ja Lasnamae (Mustakivi, Laagna, Priisle,
Kuristiku, Ulemiste ja Ulemiste jarve asumid) asumite vahelised iihendused, mis
vOimaldavad katta ka Lillekiila analoogseid tihendusi.

Haabersti/Viike-Oismae hendused Mustamiega (eelkdige Kadaka ), Lasnamée
(Ulemiste, Ulemiste jarve) ning Lillekiilaga.

Veerenni asumi thendus Mustamae-Lillekiila ja Vaike-Oismaega.

Kalamaja Gthendus Mustamaega.

Lillekiila ihendused Lasnamaega (Laagna, Mustakivi), Vdike-Oismae, Pdhja-Tallinnaga
(Pelgurand, Pelgulinn).

Parandamist vajavad tihendused

Valiku kriteeriumid

Alljargnevalt on esitatud selliste transporditsoonide vaheliste ihenduste kokkuvdte, millel on

jargmised tunnused:

A. Teoreetiline séidundudlus on piisav (kahe transporditsooni vahel on teoreetiline
noudlus enam kui 20 inimest)

B. Uhistranspordi thenduse aeg v&rreldes sdiduautoga liikumisele kuluva ajaga on suur
(suhtarv > 2,5).

C. Uhistranspordi kasutajaid (aluseks on véetud valideerimisandmed) on suhteliselt
vahe vorreldes teoreetilise nGudlusega (valideerimisvaartuse suhe teoreetilisse
ndudlusse on vaiksem kui 60%, (ehk V/N < 0,6).

D. Elimineerimaks naabertsoonide vahelised ja tsoonisisesed sdidud, mille kestvus on
Usna vaike , aga enamasti ajakulu suhe vorreldes autosdiduga vdib kujuneda suureks
(sest peamise ajakulu komponendi maarab mitte sGiduaeg, vaid ajakulu liikumiseks
peatusse/peatusest), siis on edasisest valikust valja jaetud ka need sdidud, kus:

a. On tegemist transporditsooni sisese liikkumisega;

b. Uhendusaeg autosdidul on > 10 minutit.

c. Kuna olemasolevates valideerimisandmetes ei sisaldu elektrirongiga
teostatavad sdidud, siis on jargmisest valikust valja jaetud ka need, mida
reaalselt saab realiseerida kasutades rongi.



Ettepanekud liinivorgu muutmiseks Tallinnas

Olemasoleva olukorra lihianaltils

Kaesolevas t606s on toodud lihiperspektiivi ettepanekud Tallinnas Ghistranspordi liinivorgu
muutmiseks ja tdiendamiseks. Nende teostamise puhul on lahtutud eelkdige jargnevatest
pOhimobtetest:

- Liinivergu laiaulatuslik kiire muutmine pole Tallinnas tervikuna vajalik ega mottekas.
Uhistransport on oma olemuselt Gisna konservatiivne, paljude liinidega ollakse harjunud
ja nende likvideerimine tekitab pigem pahameelt ja suurendab negatiivseid hoiakuid
Uhistranspordi suhtes. Seega on muudatusi otstarbekas teha vaid siis, kui selleks on
olemas selge vajadus ja pohjendus.

- Tanane Tallinna Ghistranspordivork ja teenus tagab tervikuna lilkkumisvéimaluse kogu
linnas vajalikul minimaalsel, kohati ka heal tasemel.

- Tanase Uhistransporditeenuse ehamiseks probleemiks on eelkdige selle nérk
konkurentsivdoime eelkdige sdiduautoga. Kuigi bussiliikluse kiirendamiseks on Tallinna
kesklinnas viidud sisse bussiradade slisteemi ning paljudel ristmikel rakendatud ka
Ghistranspordi prioriteedisiisteem foorilahendustes, pole see piisav, et tagada
Uhistranspordi oluliselt suurem konkurentsivéime. Enamuse (thenduste jaoks on tanases
olukorras siiski sdiduauto kodige kiiremat Gihendust pakkuv liikkumisvdimalus, radkimata
sellest, et kvaliteeditasemelt sGiduautoga konkureerida ongi (ihistranspordil keeruline.

- Tanane Tallinna Ghistranspordivork on suures osas ules ehitatud linna keskuse, kui
atraktiivse sihtkoha ning moistliku iimberistumiskoha pohiselt. Viru terminal toimib
iseenesest Uisna hasti ja pakub tdepoolest reisijatele normaalse kvaliteediga bussi
ootevdimalust. Samas on Viru terminali labilaskevdime sisuliselt ammendatud ja sinna
uute liinide lisamine keeruline, et mitte 6elda vdimatu. Seega kujuneb ldhiperioodi
liinivorgu korraldamise tGiheks peamiseks kiisimuseks- kas on véimalik Viru terminali
toimivust laiendada vo6i on otstarbekas kaaluda uue voi isegi uute sarnaste terminalide
loomist, eelkdige linna keskosas, aga ka mujal, kus imberistumiste arv on suur vai voiks
kujuneda suureks.

- Sellisel keskuse-pdhisel lahendusel on mitmeid eeliseid, aga ka puudusi.

o Selle peamisteks eelisteks on vdimalus ka keerulises liiklusolukorras hoida
paremini kinni kehtestatud séiduplaanist, kuna liiniring on lihem. Samuti,
lahtuvalt Tallinna geograafilisest kujust, on kesklinna labivad voi seal
|I6ppevad/algavad liinid tegelikult paljude asumite tihendamiseks maistlik
lahendus, sest kesklinnast imbersdiduteid napib.

o Liinide kasutatavus naitab ka seda, et monede seniste pikkade kesklinna labivate
liinide (naiteks nr.5 voi 33) kasutatavus kogu liini pikkuse ulatuses koormatud,
vaid enamasti toimibki selline pikk liin, kui mitut vaiksemat Gthendust pakkuv
liidetud, kombineeritud lahendus.

o Kdaesolevas t00s teostatuid ndudluse maaramise tulemusel saab vaita ka seda, et
vaga olulisel maaral pikki kesklinna labivaid (ihendusi pakkuvaid liine, millel oleks
ka piisav ndudlus kogu liini ulatuses, Tallinnasse pakkuda pole mdistlik, moned
olulisemad ettepanekud siiski alljargnevalt toodud.

o Olemasoleva slisteem peamiseks puuduseks ongi aga see, et kesklinna-pohine
liinivork nduab siiski paris oluliste Ghenduste jaoks imberistumiste teostamist,
mis pole sageli vaga mugavad, nduavad paris pikkade ja ajakulukate vahemaade



labimist ja tervikuna tekitavad paris olulise tdaiendava ajakulu tekkimise, eriti
vorreldes sdiduautoga, kus sellise ajakulu komponendi vaartust on vaike.

o Teiseks oluliseks puuduseks on peatuste hajutatus kesklinnas. Uheks peamiseks
Glesandeks kujunebki lahiajal just imberistumissdlmede v6i —terminalide
temaatika- kas ja millistel tingimustel on voimalik olukorda parandada kesklinnas
ning kuhu oleks otstarbekas luua uusi imberistumissdlmi?

- Kui vaadelda potentsiaalset sdidundudlust Tallinna asumite ja transporditsoonide vahel,
siis torkavad siin silma jargmised asjaolud:

o Suurima elanike ja téokohtade arvuga linnaosad on ka suurima potentsiaaliga
liinivorgu arendamisel. Eelkdige tulevad siin kdne alla Lasnamae, Mustamae
moningad asumid ning Pohja-Tallinn. Just nende linnaosade paremad tGhendused
on primaarse tdhtsusega.

o Samas on nditeks Lasnamae elanike potentsiaalsed ndudluskorrespondentsid
hajutatud Gsna paljude linna asumite vahel (nii Mustamaéel kui néiteks Pohja
Tallinnas, mis tdhendab, et lksikute (nditeks kesklinna ldbivate) liinidega
olukorda parandada vdimalik pole. Paris paljude vajalike (ihenduste jaoks jaab
tanases olukorras ikkagi parimaks lahenduseks imberistumine kesklinna
piirkonnas teistele liinidele, mis vajalikku Ghendust juba pakuvad.

o See on tingitud peamiselt kahest asjaolust:

= a) ndudlus on hajutatud paljude asumite vahel ja kui rakendada naiteks
rakendada liini, mis neist paljusid (ihendaks, siis tekiks olukord, kus
otselihendus on kiill olemas, kuid enamuse reisijate jaoks on see liiga
aeglane, sest valdib otsesdidumarsruuti.

= b)isegi potentsiaalne sGidundudlus tervikuna on kiillaltki vdike, ega taga
maistlikku liini kasutatavust.

o Olulisel mairal méjutavad ndudlust uued arendused, niiteks Ulemiste City,
Mustamae tehnopark jt, kus just tookohtade suur kontsentreeritud arv toob
kaasa tahelepanuvaarse liikumisndudluse.

- Lahiajal muutub olukord kesklinnas tsna pd&hjalikult, kui a) rajatakse peatédnav b)
rekonstrueeritakse Gonsiori tdnav ja c) rajatakse Reidi tee. Need toovad kaasa ka
vajaduse uusi lahendusi anallitisida Ghistranspordi kdttesaadavuse ja kvaliteedi
seisukohast- kas ja mil maaral vdivad need Uhistranspordi olukorda linnas parandada voi
parssida?

Hinnang Tallinna Ghistranspordi liinidele nende kasutatavusest [ahtudes

Uldjuhul on otstarbekas ldhtuda sellest pShimdttest, kus tdna aktiivse kasutusega liine ei ole
otstarbekas muuta, kuna reeglina on (histranspordi kasutus suhteliselt konservatiivne ja harjumuslik.
Aktiivselt kasutatavate liinide muutmine vdib kaasa tuua pigem rahulolematust ja isegi nende
kasutatavuse vahenemise, mis véib mdjutada negatiivselt Ghistranspordi mainet tervikuna.

Kahjuks puuduvad Tallinnal hetkel kehtivad (ihistranspordi kvaliteeti ja teenindustaset kirjeldavad
kaasaegsed kriteeriumid. Ettepanekud nende loomiseks on toodud kdesoleva to6 jargmises peatuikis.

Sellest johtuvalt- vdikese kasutatavusega liinid ei pruugi veel iseenesest olla mittevajalikud ja seega
likvideerimisele kuuluvad. Vaikese kasutuse taga voib olla vdike ndudlus (naiteks vdikene elanike voi
tookohtade arv), kuid vajadus mingisugusegi kvaliteediga Uhistranspordilihenduse jarele on siiski
olemas. Sellisel juhul on vajalik ikkagi liin sdilitada, et tagada ka neile elanikele, kel reaalsed
alternatiivsed lilkkumisvdimalused puuduvad, véimalus Ghistranspordi kasutamiseks.



T606s on esitatud ettepanekud liinivorgu tdiendamiseks liihiajalises perspektiivis jargmiste liinide
0sas:

Liin nr.55 muudatus
Liin nr.28 muudatus
Liin nr.33 muudatus
Liin nr. 47 muudatus
Uued liinid A ja B.
Liini nr.58 muudatus
Liini nr.29 muudatus
Pikema perspektiivi ettepanekud aga jargmiste liinide kohta:
Liin nr.3 Randla — Veerenni
Liinid nr.17  Sultiste-bussijaam ja 17A Siitiste- Juhkentali
Liinnr.73  Too6stuse — Veerenni
Liin nr.50 Seli-Pae

Lisaks Glal nimetatuile vdiks veidi pikemas perspektiivis kaaluda uue transporditerminali loomist
Ulemiste tulevase terminali piirkonda, mis Gihtlasi teenindaks ka kiiresti kasvavat Ulemiste tehnopoli
piirkonda ja seal olemasolevaid ning sinna rajatavaid kaubanduskeskusi, samuti perspektiivset
Ulemiste Ghisterminali. Seet&ttu tasuks kaaluda mdnede liinide 18pp-peatuse viimist Ulemisteni.

Ettepanek teenindustaseme nduete kehtestamiseks Tallinnas

Kui hinnata maailmas uuritud faktoreid, mis tihel voi teisel moel mdjutavad lihistranspordi kasutust,
siis on selliste faktorite puhul oluline ka senine Ghistranspordi olukord ja kasutatavus, ehk teiste
sOnadega harjumused ja hoiakud Uhistranspordi (kasutuse) suhtes. Samas mdjutavad seda ka mitte
ainult konkreetne Uhistranspordi pakkumise kvaliteet, vaid ka teiste alternatiivsete liikumisviiside
olukord (naiteks jalgrattaliikluse kasutatavus, aga ka autostumine ja autoliikluse terviklik olukord,
eelkdige ummikud).

Reeglina jagatakse Uhistranspordi kasutatavust mojutavad faktorid, seega ka vdimalikud
teenindustaseme eesmargid ja faktorid, kolme suurde rithma. Need puudutavad:

- Pakutavat teenust (ligipdasetavus Ghistranspordile, teenuse kattesaadavus, sobivus
lilkumiseks), sealhulgas ka selle maksumus.

- Uhissdidukite kvaliteet (naiteks tdituvus tippajal, istekoha olemasolu, puhtus,
madalapdhijalisus, uste arv, sisekliima s&idukis jms, aga ka piletimutigi/sdidu
registreerimise stisteemi hdélpus);

- Liikumiseks kuluv aeg, eriti vorreldes teiste liikumisviisidega, pikemate vahemaade puhul-
eelkdige autoga.

Samas on moistagi voimalik teenindustase seotus ka pakutava teenuse maksumusega ja selle
rahaliste katteallikatega. Moistagi on vdimalik pakkuda vaga head Uhistransporditeenust, kui selleks
on piiramatud rahalised ressursid, kuid enamasti tuleb siiski leida kompromiss pakutava teenuse
kvaliteedi ja selleks vajalike rahaliste ressursside vahel.



Usna mdistlik Ishenemisviis valitseb Soomes, kus teenindustaseme nduete (ile otsustab kohaliku
Uhistranspordi teenustaseme (le kohalik omavalitsus, kuid samas on toodud viis erinevat teeninduse
taset, alates minimaalsest ndutavast, mis véimaldab pakkuda hadavajalikku Ghistranspordi kvaliteeti
kuni konkurentsivoimeliseni (sGiduautoga), mis juba véimaldab paljude seniste autokasutajate jaoks
tosiselt kaaluda oma harjumusparase liikumisviisi muutmist Ghistranspordi kasuks.

Jargmises peatiikis on toodud ettepanek Tallinnas (ihistranspordi teenindustaseme nduete
kehtestamiseks, kusjuures on esitatud viis erinevat teenindustaseme vaartust:

Minimaalne hidavajalik *
Minimaalne liikuvust tagav **
Igapdevane vajalik ***
KilgetGmbay ****
Konkurentsiviimeline *****

mooO®wP

Nimetatud tasandite rakendamisel vdib eeldada, et tasandite A ja B puhul reisijate arv ei suurene,
pigem voib pikemas perspektiivis isegi langeda kaotades sditjaid teistele liikkumisviisidele.

Kvaliteedi tasand C vdoimaldab sailitada enam-vahem senise olukorra ja sGitjate mahud. Tasandid D ja
E aga tagaksid pikemas perspektiivis sditjate arvu ja Ghistranspordi osakaalu suurenemise
lilkumisviiside jaotuses.
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DATA AND METHODOLOGY
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An important starting point in this report is that, according to the task, this report deals with the
short-term perspective of Tallinn's public transport network, a change that could be made in the near
future. Long-term changes need to be addressed in the next phase of the study. Consequently, this
report addresses the public transport system in Tallinn within its existing boundaries (that is, no
connection with the Harju County Governments and railways).

In compiling this work, its authors have used several different databases to perform the analysis,
which will be described in more detail in the following chapter. It should be emphasized that the
principle of compilation of work was based on the already existing data and further research is not
carried out, which will allow the methodology used in this work to be implemented in the future.

Key Data Sources

Validation data for public transport vehicles (V)

Validation data for public transport vehicles from the typical period (March), working days, minus
one typical typical working day. Based on data from Automatic Passenger Counting (APC) in Tallinn,
the validation data is reduced to the total number of trips. This means that, compared to the
validation data and APC data, the validation level and the number of validated trips for the reduced
total estimated value have been evaluated.

Tax and Customs Board data on living and working places (M)

Includes data on persons who, in the address of their employer and / or address of their place of
residence, have a registered Tallinn address. The data is presented as a generalized transport zones
and does not contain sensitive personal information. The data comes from the Tax and Customs
Board.

Data on the living and study places of students and kindergartens in Tallinn city (O)
Includes data on children whose address (a school, kindergarten) and / or place of residence is
registered in a Tallinn address. The data is used in general terms in transport zones and does not
contain sensitive personal information.

Databases of the Tallinn public transport database on connection times between transport
zones (A)



The dataset contains links between all transport zones on the basis of today's public transport
network and timetable, including the number of transmissions. This dataset allows you to assess
whether the low utilization of public transport between some of the transport zones can be caused
by a long Community time.

Public transport connection time

The data obtained from the Tallinn Transport Board was used to determine the travel time between
public transport transport zones, where an extract from the fastest connection between all stops was
made. The best connection time is from the stop to the stopping point, which should in fact be added
to the following time-consuming elements:

- time of walking from door of origin to the stop and from destination stop to the door of destination
point;

- waiting time;
- travel time — time spent in the vehicle and during the change if necessary.

As one of the aims of this study was to compare the connections with the private car and the public
transport, the driving time between the transport zones is also added to the database at peak times
when driving a car. Such data is based on data from the Tallinn Transport Model for the peak of the
autumn periood of 2016 (data are derived from the transport model of Stratum OU).

RESULTS

This chapter provides generalized summaries based on the processing of the data described above.

In this report, the results are presented in terms of visibility for the purpose of overview, but the
database underpinned by this analysis can also be extracted from the transport zones, as described
below.

General information about Tallinn public transport connections
When looking at Tallinn's public transport service as a whole, the public transport services organized
by the City of Tallinn are characterized by general indicators, which are presented below:

The average travel time (from the stop to the stop, including the time spent on connecting) by the
transport zones in Tallinn is 33.2 minutes (confidence intervals from 27.3 to 39.1 minutes). If you add
time to the stop from origin and from stop to the destination, the average length of a public
transport trip will be 41.7 minutes. On average, one passenger rides 1.87 public vehicles per journey.

If the same trips are made with a car, the average one-time driving time is 16.3 minutes, and adding
time to travel from car / car to destination becomes 21.4 minutes (at peak hours).

Therefore, Tallinn's public transport usage is considerably more time-consuming than doing it with a
car. However, the average time difference between the entire city is not properly characterized by
the time spent with a public transport vehicle and the time spent traveling by car. When comparing
time costs with two different modes of movement (public transport vs car usage) car usage is still
much lest ime consuming than the public transport.

Suggestions for changing the route network in Tallinn
In this paper, short-term prospects are proposed for changing and supplementing the public
transport network in Tallinn. Their implementation is based, in particular, on the following principles:
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- It is not necessary and meaningful to change the route network in Tallinn in a comprehensive way.
Public transport is quite conservative in nature, many routes are used to it, and their eradication is
more anger and an increase in negative attitudes towards public transport. Therefore, it makes sense
to make changes only if there is a clear need and justification for this.

- Today's Tallinn public transport network and service ensure the mobility of the whole city in the
least necessary, at times, also at a good level.

- The problem with today's public transport service is, in particular, its weak competitiveness, in
particular with a passenger car. Although the bus system has been introduced in the center of Tallinn
in order to accelerate the bus traffic and a number of intersections have also introduced a public
transport priority system in traffic solutions, this is not enough to ensure a much higher degree of
competitiveness of public transport. For most connections, however, today's situation is still the
fastest way to reach the car, not to mention the difficulty of competing with the public at high-
quality cars.

- Today's Tallinn public transport network is largely built around the city center, as an attractive
destination and a reasonable transfer point. The Viru terminal operates in itself quite well and offers
indeed a bus to the bus of normal quality for passengers. At the same time, the Viru terminal's
capacity is virtually exhausted and adding new lines there is complicated, not to say impossible. Thus,
one of the main issues in organizing a short-circuit network is to see whether it is possible to expand
the performance of the Viru terminal, or it may be expedient to consider creating new or even similar
terminals, especially in the central part of the city, but also elsewhere, where the number of
connections is large or could become large.

Such a center-based solution has many advantages, but also deficiencies.

e |ts main advantages include the ability to keep track of the scheduled timescale in a difficult
traffic situation, as the line is shorter. Also, according to the geographic form of Tallinn, the
routes through / to the center of the city are, in fact, a sensible solution to connect many
settlements, because the city bypass is not enough.

e The usability of the lines also indicates that the use of some of the old long lines of the city
center (such as No. 5 or 33) is loaded over the entire length of the line, but, as a rule, such a
long line serves as a hybrid, combined solution offering several smaller connections.

e Asaresult of the demand created in this paper, it can be argued that it is unreasonable to
offer to Tallinn a significant number of lines providing long-distance connections through the
city center, which also has sufficient demand throughout the line; however, some of the
most important proposals are presented below.

However, the main disadvantage of the existing system is that the center-concentrated network does
require changes for essential connections which are often not very comfortable, require quite long
and time-consuming distances and, in their entirety, cause considerable additional time, especially
when compared to a car where the value of such a time component is small.

Another important disadvantage is the dispersal of stops in the city center. One of the main tasks in
the near future will be just the topic of trans-shipment nodes or terminals, and under what
conditions will it be possible to improve the situation in the city center and where would it be
expedient to create new transmission nodes?

If you look at the potential driving demand between the districts and districts of Tallinn, then the
following points are noticeable:
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o The areas with the highest population and jobs are also in the development of the network with
the greatest potential. In particular, some of Lasnamée's, Mustaméae's and North-Tallinn's (PGhja-
Tallinn) are coming here. The better connections of these districts are paramount.

At the same time, for example, the potential demand-side correspondents of the population of
Lasnamade have been scattered among quite a number of settlements in the city (both in Mustamae
and, for example, in northern Tallinn (Pdhja-Tallinn), which means that it is not possible to improve
the situation with single (for example, city center) routes. For many of the necessary connections, in
the city center area for other lines that already offer the necessary connection.

o This is mainly due to two factors:

e a)Demand is scattered across many locations, and if, for example, it applies a line that
connects many of them, there would be a situation where there is a direct connection, but
for the majority of passengers it is too slow to avoid a direct route.

e D) Even the potential driving demand as a whole is rather small, and there is no reasonable
use of the line.

The new developments, for example, Ulemiste City, Mustam&e Tehnopark, etc., are of great
significance for demand, where a high concentrated concentration of jobs leads to remarkable
mobility demand.

- In the near future, the situation in the city will be thoroughly dealt with: (a) the main street will be
built; (b) Gonsiori Street will be reconstructed; and (c) the Reidi Rd will be built. They also lead to the
need for new solutions to be analyzed in terms of the availability and quality of public transport and
to what extent can they improve or suppress the public transport situation in the city?

Estimation of Tallinn public transport routes in terms of their usability

As a general rule, it is useful to proceed from this principle, where today it is not expedient to change
the lines of active use, since, as a rule, the use of public transport is relatively conservative and
habitual. Changing the lines actively used may result in more dissatisfaction and even a decrease in
their usability, which may negatively affect the reputation of public transport as a whole.

Unfortunately, there are currently no current criteria for describing the quality of public transport
and service levels in Tallinn. Proposals for their creation are presented in the next chapter of this

paper.

Consequently, low-availability lines may not necessarily be in themselves unnecessary and hence
eliminated. Little use may be low demand (for example, small living

They also lead to the need for new solutions to be analyzed in terms of the availability and quality of
public transport and to what extent can they improve or suppress the public transport situation in
the City.
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Estimation of Tallinn public transport routes in terms of their usability

As a general rule, it is useful to proceed from this principle, where today it is not expedient to change
the lines of active use, since, as a rule, the use of public transport is relatively conservative and
habitual. Changing the lines actively used may result in more dissatisfaction and even a decrease in
their usability, which may negatively affect the reputation of public transport as a whole.

Unfortunately, there are currently no fixed criteria for describing the quality of public transport and
service levels in Tallinn. Proposals for their creation are presented in the next chapter of this paper.

Consequently, low-demand lines may not necessarily be in themselves unnecessary and hence
eliminated. Low demand may be low (for example, a small number of people or jobs), but there is
still a need for some kind of public transport connectivity. In this case, it is still necessary to maintain
the line to ensure that residents who do not have real alternative mobility options have the
opportunity to use public transport.

The paper presents proposals for completing the line network in the short term for the following
lines:

Line No.55 change

Line no.28 change

Line No.33 amendment
Line no. 47 amendments
New lines A and B.
Changes to line number 58

Nowukwne

Changes to line no.29
Long-term proposals for the following lines:

Line no.3 Randla - Veerenni

Lines No.17 Siitiste-Bus Station and 17A Siitiste-Juhkentali
Line No.73 Toostuse - Veerenni

Line nr.50 Seli-Pae

N s

In addition to the aforementioned, in the slightly longer perspective, consideration could be given to
the creation of a new transport terminal as the planned at Ulemiste, which would also serve the
rapidly growing area of Ulemiste Technopol and the existing and emerging trade areas there. In this
case, it would be worth considering putting the (today's) end of the line (s) to Ulemiste.

Proposal to establish requirements for service level requirements in Tallinn

Assessing the facts that have been studied in the world, which in one way or another affect the use
of public transport, there are quite a lot of material and different starting points there. Of course, the
current state of public transport and its usability, or, in other words, the habits and attitudes towards
public transport (usage), are important in such factors. At the same time, it affects not only the
specific quality of public transport provision but also the situation of other alternative modes of
mobility (such as the use of bicycle traffic, but also car parking and the overall situation of car traffic,
in particular congestion).
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As a rule, factors affecting the usability of public transport, hence the possible goals and factors of
service level, are divided into three large groups. They concern:

- The offered service (accessibility to public transport, availability of services, fitness to travel),
including its cost.

- Quality of public transport (for example, top-of-the-line occupancy, seating position, cleanliness,
low floor, number of doors, indoor climate, etc., but also ticketing / driving registration system);

- Total travel time, especially when compared to other modes of travel, for longer distances,
especially by car.

At the same time, of course, the possible level of service is also related to the cost of the service
offered and its financial sources. Of course, it is possible to provide a very good public transport
service if there is unlimited financial resources, but in the meantime, however, there is a compromise
between the quality of the service provided and the financial resources required.

There is a rather interesting approach in Finland, where local municipality decides on the level of
service requirements, based on five different levels of service - starting with the minimum required
to provide the necessary quality of public transport to a competitive level (with a car), which already
allows many existing car users Consider seriously changing your habitual mode of transport for public
transport.

The next chapter introduces a proposal to establish the requirements for service level in public
transport in Tallinn, with five different levels of service level presented:

e  Minimum level of service *

e Minimum mobility **

e Everyday needed level of service ***
e Attractive level of service ****

e Competitive level of service *****

If implementing these levels, it can be assumed that the number of passengers for levels A and B will
not increase, but may in the long run even decrease by losing the occupants to other modes of
travel. The quality level C allows you to maintain a more or less current situation and passenger
volumes. Levels D and E would, in the long run, increase the number of passengers and the share of
public transport in the distribution of traffic patterns.



