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Delivering the Sustainable Urban Form – a submission 
to the Greater Sydney Commissions ‘Towards Our 
Greater Sydney 2056’  – by Philip Adams 
 

Introduction 
This submission attempts to describe a widening policy gap in the Greater Sydney Regions strategic 

planning sphere. It attempts to describe some broad solutions to these policy gaps to generate a 

more holistically sustainable and efficient form for all Greater Sydney Residents for the next 20 and 

40 years. 

The submission itself is aimed at the vision of the 3 greater cities and the 30-minute city, with the 

core of the submission relating to the fact that these 2 in combination will contribute to urban 

sprawl and a continuation of the status quo, which in turn cannot possibly lead to the most 

sustainable future our city can have, provided the tools and evidence at our disposal. The vision that 

the strategy produces could be seen as unsustainable in its current form, despite an entire 

subsection dedicated to ‘sustainability’ in the plan. This submission will attempt to describe why that 

is, utilising strategic principles, legislative mechanisms and so forth to demonstrate why. 

It is presented as a critique of the integrated land use and transport vision for the future of our city, 

and is designed as a tandem submission to both the GSC and Transports Master Plan proposals. 

The submission is designed to be a high level strategic analysis and will not delve into specific areas, 

districts, key transport corridors etc, rather it will look at the entirety of the city as a single body. 

The core of the issue 
The core of the issue in the masterplans can be described as follows. 

• Urban sprawl is being enabled through the current planning policy proposed; and 

environmental erosion will continue to occur throughout the urban fringe because of this. 

This is clearly indicated by a population explosion forecast west of Parramatta, as well as 

enormous land release areas (almost the entirety of the peri urban fringe) given a priority 

status for development.  

• This will continue to cause Sydney problems of significant congestion and efficiency loss, will 

contribute to increased social inequalities due to isolation, will contribute to enormous 

levels of carbon emissions and will cause infrastructure cost blowouts that will be untenable 

given the form generated in the proposal. 

Essentially the plan proposed causes: 

-large amounts of unnecessary land clearing 

-contributes to a heavily increased overall carbon footprint 
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-proposes a stretched, inefficient, radial and car focused transport infrastructure system 

This is critical as: 

 

Climate change and environmental destruction; and the emissions and continued human activity 

causing this phenomenon are the greatest threat to humanities future. Generating an efficient 

densified urban form is one of the most vital steps in combating emissions and ensuring a future 

for following generations that is better than our own.  

Strategic hypothesis 
Strategic planning is bound to facilitating sprawl under current forecasting, visioning and forecasting 

methodology because forecasting only accounts for an existing behaviour pattern and land use 

forecasting patterns which are predictive of how we currently use the city. This is described in detail 

in the masterplan and is an underpinning theme recurrent through both masterplans. The fact that 

Western Sydney is envisaged to grow by 2 million people and policy is encouraging of this, all while 

trying to accommodate a mass transit solution for all is impossible and will do little to increase total 

densities or change how people utilise the city.  This will make the second order CBD’s overall 

weaker long term. This in turn will make the desirability of the primary CBD stronger, which will 

repeat the cycle of Sydney’s current infrastructure and efficiency problems. This is already occurring 

with Metro and WestConnex feeding directly into the CBD from isolated or suburban areas. 

The Masterplan’s positive feedback loop of urban sprawl 

 

Diagram representation of why the 3 cities model is causing a positive feedback loop of 

sprawl 

• Phase 1:  

Radial connectivity connects growth areas and a new city to the CBD 

• Phase 2: 
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Demand and economic power cause the CBD to grow relative to new CBDs and radial nodes are 

reinforced with most movement going to the primary CBD. Meanwhile new north south 

connectors proposed are underutilised due to the CBD’s power (the simple economic dominance 

of the Eastern city has to be accounted for in any vision). The urban footprint greatly increases as 

growth centres mature. 

• Phase 3: 

As a new CBD comes online (WSA) the cycle is repeated. The secondary and tertiary CBD’s 

become feeders for the primary CBD. Local travel movement remains car focused due to 

transport infrastructure being impossible to accommodate such a large land area. 

PHASE X: This will happen exponentially unless policy directly fights it. 

This feedback loop is described in greater detail with context as follows in the following diagram 

representations: 

 

 

 Please see over page for phases 2 and 3 
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 Please see over page for phase 4 
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Evidence that this is occurring already is as follows: 

• Infrastructure investment is radial and caters for the Sydney CBD, even extending to 

Norwest. This is indicative of heavy reinforcement in existing paradigms for even billion-

dollar projects. WestConnex is yet another example of this radial outcome. 

• Growth areas are almost exclusively west. Where they are not, they connect an east west 

connector between Parramatta and the CBD, which in turn will strengthen desire and 

movement to the CBD, not Parramatta itself. 

• The 3 cities have a strategic ‘radial system’ emanating from themselves. This directly 

replicates current problems and will cause disruptive local travel movements. A city of cities 

should be holistic and free up movement, not stifle it, especially when one centre currently 

has 10x the present strength of the other two commercially. 

• Sydney’s current car mode share is massive, and this problem only escalates out west. This 

combined with enormous investment in commuter car parking is locking Sydney into a car 

centric future. This interaction is not currently readily addressed in the GSC’s planning as it 

champions sprawl utilising the 3 cities as a justification as such.  

• Master planned transport initiatives seem ‘stretched’ as a symptom of this and targets for 

mode shift in the transport masterplan are very low compared to world leading jurisdictions. 

 Further Symptoms of this vision 

• Infrastructure costs will not be able to cope with the amount of sprawl in relation to a 

demand for access to a constrained CBD, reinforcing unsustainable and inefficient travel 

behaviours, and contributing directly and indirectly to inequity and increased overall living 

costs. 

• This will bring down the economic as well as the environmental performance of the city, as 

the urban form continues to expand in relation to population growth with a still dominant 

(albeit less under this plan) CBD. 

• This will cause a retention of current planning problems within the GSR. 
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• Outward growth seems to be accommodated for as a response to alleviate pressure 

affordability crises while a sprawled inefficient city will cost far more in the long term 

regardless. 

A vision that claims itself sustainable cannot be so if it champions urban sprawl. The 30-minute city 

combined with the 3 cities vision does just this and enables developers free reign of much of Western 

Sydney. 

The importance of reversing this trend - why urban consolidation is so 

important 
• Sydney is currently undergoing an affordable housing crisis, with some reports estimating it 

to be the second most expensive city to live and work in the world. 

• Sydney is currently one of the least dense cities in relation to population per capita in the 

world. 

• Despite a developed public transport system and one of the world’s most extensive bus 

networks, private vehicle dominates the way the city operates, and the way people move in 

the city. This current dynamic seems to be ignored despite similar solutions being offered 

that are currently in operation and effect (spread mass transit with bus to cover the gaps). 

• Sydney, NSW and Australia, has a precarious environment that is subject to extreme 

conditions regularly. This will become more apparent over time. This will affect the fringe 

most of all. 

• Sydney residents, as an extension of Australian per capita footprint, lead the heaviest carbon 

emitting footprint per capita of any country on earth.  

• The urban footprint has a direct correlation to the amount of emissions it produces. This is 

because of travel movements and behaviours being more conducive to private vehicle for 

larger lower density urban footprints, infrastructure stretching and costing influencing 

overall prices of living, power usage and consumption being larger due to again spreading of 

electricity generating infrastructure. 
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Although Sydney ranks well in terms of Australian cities, it has one of the lowest density portfolios of 

any major city worldwide. Considering its importance as a regionally significant international 

economic hub, this trend has to look at being reversed moving forward. 

[source: chartingtransport.com] 
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The more isolated from a major CBD a node is, the more likely people are to drive; and the more car 

ownership there is. This plan champions an extreme polycentric scenario with WSA as the primary 

catalyst. With spread mass transit proposed, these trends will continue. 

 

It is a common trend that densified cities have excellent economic efficiency and are orders of 

magnitude more efficient in terms of their carbon footprint. This also causes localised health benefits 

due to reduced immediate air and noise pollution for residents living near current busy roadways and 

a much more viable walking and cycling system. 
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Expanding the urban fringe also limits capacity for peri urban solar farms near centres and limits 

food growing possibilities in these areas, particularly in a NSW and Greater Sydney context where 

climate affectation will be pronounced. 

An urban footprint that is even 20% smaller than envisaged could have net societal carbon 

emissions cut by a marked percentage for millions of people. This is a consideration of priority as 

we move into a world that is ever more affected by climate change and resource scarcity. 

The raw fact is Sydney suffers from both severe urban sprawl and some of the highest land prices 

in the world. This plan does not seem to desire to tackle these two immediate and pressing issues 

in a strong manner. An envisaged average density increase from 400ppha to 600ppha is not good 

enough, given common knowledge of climate change and how people interact with urban form. 

 

A potential scenario of how Sydney will develop under the current 

masterplan 
 

Using the dynamics above with the clear call for urban consolidation described, a scenario of how 

Sydney will develop under the masterplan is shown from an urban footprint and density perspective.  
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1. Primary growth centres develop West of Parramatta as WSA comes online 

2. The mechanisms described in the hypothesis occur, coupled with LU forecasts in the draft 

master plan and a lack of peri urban protection policy, sprawl occurs westward 

3. New fringe strategic centres emerge at the sprawl to accommodate local demand. The 

CBD east strengthens, and the city becomes more polarised.  

4. Transport infrastructure cannot keep up and critical transport issues continue and worsen. 

North South connectors are underutilised due to the CBD strengthening. People become 

more isolated and the city becomes more split as the city expands ever westward. 
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The problem with the 30-minute city in relation to the masterplan – 

how it is a causal factor in a sprawl model 
The 30-minute city is an admirable goal that all cities should aspire to for the liveability of it citizens 

and the sustainability and performance of the city itself. However, when utilised in conjunction with 

certain visions or overarching directions, it can have some negative consequences, as described 

below: 

Diagrams of a ‘perfect 30 minute city’ as opposed to a real world scenario.  

 

In the above diagram, on the left is the ‘ideal 30-minute city’ where the urban form perfectly 

encapsulates centres of organised hierarchy connected well by mass transit to generate a strong 

cohesive urban form where all people can get to work within 30 minutes of where they live by public 

transport. However, in the master plan suite the 30-minute city (naturally) is not this neat. 

What the 30-minute city currently does when combined with a 3 cities vision and a low and rigid 

threshold for strategic level centres is legitimise a sprawl scenario, as it places pinpoints of 

significant isolation as being of critical importance to connectivity in order to achieve the goal of a 

30-minute city. It also enables development in totally unviable areas under the moniker of having 

’30-minute connectivity’ to an isolated centre of importance. 

In the case of the GSR with its 3 cities vision, to achieve 30-minute status, centres given strategic 

importance (due to a low rigid threshold requirement) in conjunction with 3 very spread out CBDs 

are to be connected by very large, long public transport investments. This then ‘pulls’ the funding or 

stretches the priorities of connectivity across a very large area, due to the requirements of all 3 cities 

having 30-minute influence. (diagram above right) 

Not only does this stretch the infrastructure requirement, it gives credence to vast amounts of 

sprawl as currently WSA lies on almost untouched land. If this is to be a ‘city’ it essentially discounts 

large amounts of western Sydney for true connectivity and gives licence for untenable development 

(from a connection perspective) in the long term as these sprawl areas will be ’30 minutes to the 

Western City’.  
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This sprawling will reinforce how the city currently operates and in many scenarios, could make it far 

worse. Such centres or areas that currently exemplify this are ‘the string of pearls’ (Penrith, 

Liverpool, Campbelltown and Camden) described in the plan, which are highly isolated and heavily 

car dependant. There is already powerful evidence in areas like Camden, where vast low density 

residential land releases that cannot possibly have any true connectivity apart from by car and 

isolated large pockets of population are occurring right now. 

Diagram demonstrating mass transit connectivity ‘stretch’ borne by new centres appearing at the 

sprawled fringe, under the masterplan definition of a centre of a city, strategic and district centre. 

 

 

What is recommended is to look at: 

• The weighting given to each city in relation to the 30-minute city to scale the balance of 

growth to less isolated areas and protect the peri urban fringe. This could activate 

Parramatta far quicker and avoid mass land releases in completely untenable areas. 

• Look at the requirement of what a strategic centre is to be far more flexible and strategically 

based (rather that a static number requirement) for the 30-minute city to be an aspirational 

target that shapes the urban form and its infrastructure corridors in a positive manner. 

• Look to transport to ‘shape’ where 30-minute cities will be most viable, not simply where 

the most coverage to a population can be.  

The fact is, proposals are given strong justification based on 30-minute cities today, when they are 

serviced by a single mass transit line that goes to the Sydney CBD only. This is often a single hourly 

service. Less the state government invest colossal amounts in infrastructure, it will be untenable for 

these areas to be ever serviced correctly for public transport and a sprawl pattern is given further 

justification. 
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Governance and sustainability – scrutinising the true integration of 

land use and transport planning across the master planning suite 
This section will look at some probable causes of some gaps in the current vision of the masterplan, 

ranging from a high-level look at the attempt at integrating governance structures, to more specific 

policy issues. It will also identify the necessary step in reversing this outward looking trend to a 

‘consolidation’ of urban form, as described in the masterplan as the ‘growth compact’. 

Firstly, the masterplan seems to paint a smooth picture of how the metro plan will allow a flow 

effect of a truly integrated vision of the city, however in execution there is nothing in the plan that 

discusses how these ‘integrations’ will occur when decisions are made, and as such this is an 

‘existing’ snapshot of what actually occurs: 

Diagram explaining the current planning process on the ground in relation to the proposal in the 

masterplan 

 

Even with master planning initiatives considered, essentially the crux of the issue is no matter what, 

existing paradigms are used as a baseline to continue the status quo. If at the very start, these linear 

relations are questioned through a comprehensive strategic look (for example instant refusal for 

proposals of large low density estates that have no transport viability), then a more holistic approach 

may be considered. 

This gap on how land use and transport planning talk to each other must be strengthened holistically 

for any integration (and by doing so viable increases in density) to occur.  

Furthermore, this can be expanded to the total policy suite on what will happen and does currently 

happen in attempting to incorporate draft district and metro strategies into real planning decisions, 

with key problems identified below: 
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Interpretative governance diagram of how strategic planning manifests in the masterplan 

(problems are numbers which are explained below) 

 

(1) The current vision is dominant in being land use led with transport following. The 3 cities 

vision ignores viability of true transport connectivity and transport has to ‘play ball’ to the 

Growth areas identified in order to accommodate supply and population for the future, 

which has vast swaths of west and South west Sydney developed. The third city is used as a 

‘crutch’ to unlock large low-density areas in very isolated pockets, making transports job in 

accommodating infrastructure challenging.  This then flows on to LEP reviews influencing 

key transport decisions, with areas like the Growth Centres, Camden and Campbelltown 

getting ‘ahead of the game’ and forcing transports hand. This then can even lead to 

proponent led proposals directly influencing critical infrastructure decisions, which may 

explain the radial and unusual route that Metro takes (even though modelling etc etc 

justifies it due to the invisible hand of ‘growth’ occurring there). 

(2) District infrastructure initiatives have little sway in how planning proposals are generated 

and there is a lack of communication occurring between core agencies on how decisions are 

achieved. Where new infrastructure is proposed, land use must accommodate around this, 

leading to tensions such as compulsory acquisition and complex VPA’s. Furthermore, there is 

a lack of dialogue and guidance in how land use planners respond to new infrastructure 

systems. This all leads on to a flow on effect of transport being a secondary consideration in 

land use decision making, reinforcing existing urban form paradigms. The current 

masterplan does not seek to address this tension or proposed frameworks on how cross 

agency dialogue can be better achieved (for example a collaborative project to bar 

proponent led proposals for mass housing developments outside of a certain area of an 

appropriate train system). Land use is blind to infrastructure decisions and vice versa. 

(3) This then flows into the total toolkit available to planners (and especially developers) for 

integration when land use decisions are made on the ground. The system becomes silo’d 

and the 3.4 ILUT s117 direction and associated infrastructure SEPP’s provide little guidance 

on how strategic considerations and especially regionally significant infrastructure 

considerations can be addressed. The associated document that does provide guidance is 
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outdated (2001 as part of 3.4 ILUT s117 direction) and the plan does not seek to address 

this, even though it is one of the most critical pieces of ‘integrative’ planning available in the 

strategic planner’s arsenal. This makes proponent led proposals able to have an almost null 

‘strategic’ level consideration of what occurs infrastructure wise, enabling sprawl across 

western Sydney to go ahead with ease. The feedback loop is completed as the 3 cities 

model as described throughout only provides policy to support this. 

 

The proposed governance structure could resolve these issues by: 

1) Proposing a transport led yet fully integrative vision based on key corridors connecting NS 

nodes along existing centres (explained above). Core to the vision will be urban 

consolidation based around Parramatta as a proxy CBD to provision for an existent western 

Sydney. This will free transport to lead the urban form (much like in the Transport for 

London plan) and will enable a much freer, non ‘existing paradigm’ driven scenarios. 

2) This will enable district shaping infrastructure to talk directly to land use through district 

planning and enable a more mass transit orientated city. This will still enable WSA to thrive 

with key connectivity but will not enable it to unlock the entire peri urban fringe for low 

density development as transport led solutions will clearly show this is unviable cost benefit 

wise. This will free SBC’s to incorporate more strategic level initiatives that do not yield 

‘immediate’ cost benefit yet is regionally beneficial for Sydney. 

3) All of this will be covered by a comprehensive strategic guidance piece that will have to be 

fully reported on before any land use decisions are made. This will insulate non-viable 

proponent led proposals as well as provide a powerful guidance piece for Councils as they 

interpret the District Plan directives as well as translate housing strategies. This piece will 

have to be comprehensive and detailed in how to best marry infrastructure and land use on 

all major scales. 

4) The full net effect is transport leads a consolidated 2 city urban form that has land use 

complimenting efficient mass transit that is dense and enriched, much like the transit 

systems of the worlds most efficient PT systems (Tokyo, London et al).  
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Essentially the entire planning proposal and transport strategic business case process must be 

relooked at in line with a more consolidated vision to ensure a more sustainable total urban form 

that discourages car driven urban sprawl. These processes are not addressed in the plan currently 

in detail but are the primary methods of execution of the plans. 

Reversing the ‘arrow’ of sprawl inevitability. Looking at policy to 

enable the growth compact by preserving the urban fringe and 

attacking sprawl directly 
 

The GSC’s look at the growth compact as a concept is commended and necessary given above 

stated. Some areas to look at from a policy perspective are as follows to potentially enable a more 

compact urban form. This is submitted in hopes to spark some ideas of reversing the ballooning 

urban form of the Greater Sydney Region as envisaged by the master plan, combating inequality and 

enabling more people to get access to what they need quicker, all while maintaining the critical 

urban fringe. The overarching governance framework idea is explained in the previous section. 

Those steps and these could help assist ‘reverse’ the arrow of sprawl. 

In the opposite to the above sprawl scenario for Sydney, policy reverses the ‘outward facing’ nature 

of the current masterplan and density occurs mostly within the Eastern and Parramatta regions. This 

enables greater densities and contributions, making a richer transport infrastructure network that 

enables greater access to goods and services for residents, contributing to a more viable ’30 minute 

city’. It attempts to utilise the growth centres as a pivot for inward facing growth and WSA as a proxy 

centre, not a city that will be a core draw for Parramatta instead of attempting to be independent. 

 

In doing this, combined with a marriage of intensifying transport close to existing agglomerated 

centres, the peri urban fringe can be maintained without a huge expense to the viability of WSA. This 

will also give Parramatta its best shot as density will be much greater in and around Parramatta 

itself. This will also alleviate pressure on roadways as a dense mass transit system will be more viable 

across the city. 
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A possible (yet optimistic) outcome for the Greater Sydney Region’s future could be as follows, with 

fully developed twin CBDs, a protected fringe and powerful mass transit options in a grid fashion for 

a compact urban form, all while maintaining a suburban form where it presently exists. 

 

Relationship between hazard planning and environmental erosion 

Currently hazard planning ‘trumps’ environmental considerations (indicated through 10/50 clearing 

as but one example). This enables environmental erosion throughout the fringe of Sydney and is a 

contributing factor in land clearing across western Sydney. This tension must be addressed in far 

greater detail in the current master plan.  

A comprehensive looks at how SEPP’s truly interact with the peri-urban fringe and the ‘green grid’ 

must be considered to avoid environmental erosion for the future. There are countless DA and PP 

cases where development goes ahead (even through court appeals) where Councils and the State are 

hopeless to stop decisions due to policy loopholes or weaknesses that are uncovered. This could be 

timely given the SEPP review process currently underway by DPE and a swath of new environmental 

reforms on the horizon by DPE/ GSC. 

Release areas contributing to the challenge – subregional, not a regional focus  

The GSC and DPE must look at the heavily west weighted areas of priority for growth. These areas of 

focus must be planned for but their priority and the amount of them in isolated areas is concerning 

and could be a factor in contributing to the sprawl paradigm among us.  

A consideration of what a priority growth area must be looked at, and the governance surrounding 

growth areas must be clarified as there are so many types of them. Of concern is the amount of 

growth areas west of Parramatta which could be contributing negatively to the overall vision of 

future Sydney. 

The vital role of the SIC (expanding the SIC role significantly): 

The SIC process must be rigorously expanded to give a strong chance of a densification increase 

occurring through more funding being available for public transport projects. This will enable a 
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conserving the environment in the peri-urban fringe and shifting market pressure inward rather than 

using land release as a primary mechanism to deliver supply.  

• A more lenient approach to densification around core transport nodes must be considered  

• The SIC cannot remain static and a ‘case by case’ basis may be a better approach to ensure 

the most equitable SIC is given where appropriate and encourage density and accommodate 

for infrastructure shortfalls. Essentially the SIC must be variable dependant on the 

desirability of a site and encourage growth in the right spots. 

• SIC’s must be far more comprehensively applied across the region. 

• This can only really work if transport is a co-leader in the vision of the city at the very least. 

• Commuter car park conversions must be looked at across Sydney as these will enable large 

SIC income’s while discouraging private vehicle use and putting density in the right spots.  

The master plan must be brave enough to consider obvious areas of density such as the north shore 

(now duplicated) mass transit corridor; and must work in tandem with developers to enable 

challenging infrastructure requirements in currently deemed ‘unviable’ areas of density. This could 

unlock pockets of density and contribute to a denser public transport system as well as development 

being in more sustainable areas, all while getting far more contributions. 

 

Developing a replacement for the guidance documents for Ministerial Direction s117 and giving it 

legislative independent weight under section 3 of the EPA Act. 

 

A proposal to look towards updating integrated land use transport outcomes for planning proposals 

must be considered for the future and it must be one of the (if not the) strongest consideration of 

any proposal. The piece would demand: 

– thinking strategically for all transport strategy decision making, land release and planning 

proposals 

-regional scale modelling for major projects and emissions impacting 

-integrative land use and transport considerations for proposals of all sizes 

-would propose a component of SBC’s for transport also, to guide this in how land use is considered 

from all scales 

-enable more stringent requirements and enable more refusals of unsatisfactory proponent led 

proposals (an appeal process with the LEC would have to be set up here).  

 

Complementary densification agreements  

This idea encourages appropriate densities through partnerships – flipping the narrative to enable 

more positive outcomes for all parties and unlocking potential for conservation. This policy proposal 

is an idea to utilise this framework and add an extra ‘tool’ in the arsenal for planners to protect the 

urban fringe. 
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Current framework 

The current operating model utilises credits through biobanking agreements (including the 

Biodiversity Conservation Act 2016) to protect areas of environmental value by ‘offsetting’ 

environmental erosion caused by development in the urban fringe.  Typically, a site is developed in a 

sensitive area, and then an offset arrangement is reached and this site cannot be touched as a 

‘biobanking’ site, as shown: 

However, when we look at the policy from a totalitarian urban form perspective, this addition is 

made (we include an urban site that also wants to densify, therefore we contribute to sprawl and 

spread density thin across the city, making it hard to accommodate infrastructure). The supply is 

spread across the fringe and inner urban area. This theorem proposes to join these 2 in an area. The 

diagram below shows the relationship when regional considerations are added. 
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Proposed framework

 

The proposed framework is simple: 

(1) Identify a developer that wants to develop next to a transport node within proximity to 

Parra/ Sydney. 

(2) Facilitate a partnership with a developer that wants to develop on the urban fringe 

(3) Double the density on site, then add an increased density as part of a contractual 

agreement. 

(4) Both developers yield a greater profit in the joint initiative and share ownership of a 

powerful site. 

(5) The SIC contribution will be far greater, the environment at the fringe is preserved and there 

is greater density in the right area. Housing supply is also further increased compared to a 

standard scenario 

(6) This contributes to ‘reversing the arrow’ as described above. 

Utilise a transport led land use vision to heavily densify corridors out in the eastern and central 

regions of the city as part of the plan. 

One of the most important initiatives of the previous masterplan is the concept of urban renewal 

corridors as it begins the conversation of a more integrative approach to spatial planning for Sydney. 

What this proposes is a simple expansion to the next level of this, similar to Transport for Londons 

MasterPlan, showing a clear direction for major urban renewal corridors as well as for core North 

South Connectors, showing a clear regional scale consideration in detail for land use and 

infrastructure of a corridor that couldn’t be achieved across many Councils.  

Some key connectors that may be shown in depth could be: 

-Macquarie Park to Parramatta to Southern Sydney 

-The airport/ southern rail line bottleneck in approach to Sydenham 

-Eastern Suburbs and the new light rail with bus 
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- The Northern Suburbs rail corridor to Berowra 

(and so on) 

The Sydenham to Bankstown Metro corridor is a shining beacon of integrative planning in Sydney as 

it realises the importance of a mass transit system in densifying a challenging suburban zone across a 

very restricted land use corridor. This could be used as a framework for many more initiatives in 

‘challenging’ corridors. 

Conclusion 
 

- Recognise the 30 minute city as a potential hindrance under the current vision of 3 cities, 

that when used in conjunction could be directly counteracting the ‘growth compact’. 

- Urban sprawl contributes to inequality, inefficiency, car dependency and promotes 

environmental destruction as well as greatly increases total emissions and resource use. It 

should be the number one priority of the masterplan to avoid this.  

- Currently the overarching policy and vision demonstrated in the masterplan, although 

accommodating for an understandably enormous amount of variables, could be strategically 

shown to promote urban sprawl for Sydney’s long term future, with the 3 cities vision being 

a core catalyst of such. 

- Allow Transport to lead the way in a vision for Greater Sydney 

- Incorporate and prioritise initiatives that reverse, not contribute to urban sprawl 

- There must be far greater detail on the execution of the plan at proposal and business case 

level. 

 

A possible, more sustainable equitable future for Greater Sydney: 
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