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This document contains the formal submission made by WestCONnex Action Group 
Incorporated (WAG) to the Greater Sydney Commission (GSC) Draft District Plans.  
 
WAG is a community group made up of residents from across western, inner and 
south-west Sydney. We are not affiliated with any political party. 
 

We refer to our letter of 18 September 2016 following our meeting with Mrs Lucy 

Turnbull. Please refer to that document in conjunction with the information contained 

in this document.   

 

For enquiries relating to this submission, please contact us at: 

 

WestCONnex Action Group 
PO Box 3249 
Marrickville Metro NSW 2204 
info@westconnexactiongroup.org.au 
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Terms of Reference 

 

Greater Sydney Commission – Vision.  

“The Greater Sydney Commission has been established to bring together all the 

various parties with an interest in the District’s future and channel this collective energy 

into better planning outcomes.  

By taking a leadership role, we can make sure that public resources and expertise are 

brought together to create a more productive, liveable and sustainable city. 

We will advocate for effective infrastructure to keep pace with population growth and 

adequately monitor and plan for demographic changes such as increases in the 

number of children living in the District as well as the frail aged in the community. We 

will support the coordination of every area of government activity and delivery – 

transport, infrastructure, land use, housing, health, education, heritage and 

environment. We will also work positively with the private sector and local 

government”. 

We want to build on the District’s assets in a way that makes it easier for people to get 

to more of the jobs, services, schools and places that help to create a great quality of 

life. We will continue to prioritise the protection of our natural areas and our heritage, 

and do so while planning for how we can boost the number and types of jobs, in the 

District. We want to see more people working in their local area, in 21st Century jobs 

that build skills and economic resilience.” 

 

 

Greater Sydney Commission – Priorities (examples from the Southern District)     

The overarching PRODUCTIVITY priorities are:  

 Planning for job target ranges for strategic and district centres  

 Growing economic activity in centres  

 Leveraging health and education assets as catalysts to grow smart jobs  

 Managing employment and urban services land across the District  

 Growing research and technological facilities at Lucas Heights  

 Growing the District’s tourism economy  

 Accessing a greater number of jobs and services within 30 minutes  

 Managing freight activities across the District  
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The overarching LIVABILITY priorities are:  

 Improving housing choice  

 Improving housing diversity and affordability  

 Coordinating and monitoring housing outcomes and demographic trends  

 Creating great places  

 Fostering cohesive communities  

 Responding to people’s need for services  
 

The overarching SUSTAINABILITY priorities are:  

 Enhancing the South District in its landscape  

 Protecting the District’s waterways  

 Managing coastal landscapes  

 Protecting and enhancing biodiversity  

 Delivering Sydney’s Green Grid  

 Managing the Metropolitan Rural Area  

 Creating an efficient South District  

 Planning for a resilient South District  

 

 

Overview of issues covered in this submission 

Due to the nature of our group, our commentary will focus primarily on 

transport planning in context with the GSC stated priorities of productivity, 

livability and sustainability.  The core focus has been placed on the Southern 

District due to time constraints. 
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Introduction 

A core component to a productive, liveable and sustainable city is efficient, well 

integrated public transport. Public transit's broad reach extends to all communities  

as it helps revitalise business districts, allows employers to tap into larger 

workforces, builds economic revenues and increases property values. On the 

national level, public transportation supports our nation’s goals and policies, 

including reducing our dependence on foreign oil, and providing critical response in 

emergencies. On an individual level, public transportation saves money, and 

provides people with transport choices by means other than the car. (1)  

 

Public transportation not only helps to maintain and create jobs, it also moves people 

to and from their jobs. Businesses located near public transportation experience 

more employee reliability and less absenteeism and turnover. Employers have 

a larger labour pool from which to choose, and employees are happier because they 

are not driving in congestion delays. (1) 

 

Public transport produces 95 percent less carbon monoxide (CO), 90 percent less in 

volatile organic compounds (VOCs), and about half as much carbon dioxide (CO2) 

and nitrogen oxide (NOx), per passenger km, as private vehicles. (2)  
 

Public transport fosters a more active lifestyle, encouraging more people to walk, 

bike or jog to transit stops. Walking to and from transit helps inactive persons attain a 

significant portion of the recommended minimum daily exercise they need.  

 

 

Active transit and public transport encourages economic and social activities and 

helps create stronger neighbourhoods. When commuters get out of their cars and 

hop onto public transport or walk, contact with neighbours tends to increase, 

ultimately helping to bring a community together as well as fostering local business. 

 
1 http://www.apta.com/resources/reportsandpublications/documents/twenty_first_century.pdf 

2 https://www.nctr.usf.edu/pdf/576-01-1.pdf 

 

 

 

 

 

http://www.apta.com/resources/reportsandpublications/documents/twenty_first_century.pdf
https://www.nctr.usf.edu/pdf/576-01-1.pdf
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GSC Goal  

To build on the District’s assets in a way that makes it easier for people to get 

to more of the jobs, services, schools and places that help to create a great 

quality of life 

Create a 30 minute city, where jobs and services are within a 30 minute trip. 

To shift away from a monocentric city with a single central CBD to a 

polycentric city with three core CD’s.  

To focus on the people who live in an area, the places they then spend time in, 

their health and quality of life as well as overall community wellbeing. 

 

Based on the Sydney’s  transport infrastructure projects, such as listed in Clause 3.8 

for the Southern District, (pictured below), your goal for commuters to move 

efficiently within and around Sydney and for a 30 minute trip can never be achieved 

given the poor selection of transport projects proposed or underway. 

The District Plan needs to take into account that continued development cannot 

continue unless serious attention is placed on improving public transport. In the 

Southern District transport projects, not only are there no new public transport, all of 

the proposals are unsuitable to mass move people and freight from centre to centre. 

With such poor transport proposals, car dependence is entrenched and congestion 

will continue to worsen as the population grows.  

As it stands, the future of Sydney that is being shaped by WestConnex and 

Urban Growth is not liveable or sustainable. We believe it is not too late to 

reshape these plans, and reprioritise the response to Sydney’s transport 

needs. 

We therefore ask the Greater Sydney Commission (GSC) to use its 

influence to intervene in the WestConnex project on behalf of 

communities across Sydney.  

There is much to be shaped and improved, even where planning approvals have 

been granted and some tunnelling commenced. As one of the peak planning bodies 

for Sydney, the GSC has a responsibility to engage with other Government Bodies to 

get the best outcome for infrastructure investment.  
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Poor Transport Infrastructure Selection  

The opinion piece in “The Australian” 20 March 2017, “Less is more when we 

evaluate Infrastructure” Paul Foxlee and Stan Stavros (KPMG) is highly critical of the 

project selection process in Australia.   

“High quality and infrastructure is a major driver of national economic growth and 

productivity”. The key question they raise “are we selecting the right projects, or just 

selecting predetermined solutions that are, more often or not, large new-build 

projects”. Further, they claim “The role of business cases appears to be more about 

justifying pre-agreed projects than considering other possibilities, including a full and 

upfront assessment of evidence-based data, technology considerations and cross-

agency collaboration – to address the problem. By the time governments begin the 

business case process the decision has often been made”. “Political influences so 

often impact on infrastructure planning and delivery. Politicians understand the 

importance of being “seen” to deliver on infrastructure and so projects that announce 

new jobs and ribbon-cutting photo opportunities tend to be favoured”.    

Sydney is experiencing chronic car congestion and overcrowded public transport. 

Thirty years of neglect of the public transport system, and policies in favour 

increasing road capacity is the key component to traffic congestion.  

 
Power over city planning handed over to private corporations 
 

In regards to WestConnex, WAG finds it incredibly disturbing that many of the 

corporations that stand to benefit from its construction and operation - including 

AECOM (formerly Maunsell), Macquarie Capital and CIMIC (formerly Leightons) - 

were invited in at the very beginning by the NSW Coalition government to help 

design and justify WestConnex.(3) Given their vested interests, it is hard to believe 

that the NSW public can be assured that decisions related to WestConnex, including 

its status as a toll road and its tolling arrangements, represent the fairest possible 

outcome for the public. 

 
3 https://newmatilda.com/2016/05/18/tunnel-collapse-the-insider-emails-that-show-westconnex-in-a-
new-light/ 
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WAG notes as well that, as per the rest of Australia, one particular company holds 

what has been described by Morgan Stanley as “meta-monopoly” (4) over NSW’s toll 

roads. 

 

Transurban currently controls 13 out of 15 toll roads across Australia, (5) is building 

NorthConnex with the help of taxpayer-funded subsidies from the Federal and NSW 

Government of up to $405 million each, (6) and has already declared an interest in 

buying into parts of WestConnex. Transurban is a company that has been exposed 

as one that pays very little tax, (7) makes significant political donations, and has 

publicly declared that “Our interest was only ever the road network, and the cash”. 

(8) It is notorious for working non-compete clauses into its toll road contracts (8) 

which could likely result in the ability to introduce fresh public transport to the area 

stymied until 2060. Such clauses should be specifically barred from tolling contracts 

through legislation. 

 

Transurban is also a company that has been publicly noted for its ability to 

outmanoeuvre governments during negotiations over toll roads. As former Victorian 

Premier Jeff Kennett told The Age: "Money, instead of going to government, is going 

to the private sector; that is a total waste". (8) 

 

According to former NSW Auditor General Tony Harris: "When [Transurban] leave a 

negotiating room nothing is left on the table, not even the Laminex. They just have 

this reputation for being superb negotiators at the taxpayers’ expense." (8) 

 

Handing such a huge amount of power over the way we live, move and work to a 

private company that is solely motivated by the huge profits that can be made from 

toll-paying drivers is no way to ensure the maximum public benefit is achieved from 

our transport network. It is a sure-fire way to lock in car dependency, particularly 

among those people and communities who have the least ability to move to areas 

that are better served by public transport, jobs, lifestyle opportunities, and more. 

 
4  http://www.theage.com.au/victoria/transurban-the-making-of-a-monster-20160512-gotjm9.html 
5 
http://www.smh.com.au/national/investigations/toll-giant-transurban-wants-to-charge-for-all-roads-
20160513- goup2i.html 
6  https://www.transurban.com/our-operations/our-projects/northconnex 
7  http://www.michaelwest.com.au/why-transurban-says-the-taxman-can-wait/ 

8 http://www.theage.com.au/victoria/transurban-the-making-of-a-monster-20160512-gotjm9.html 

 

 

 

http://www.smh.com.au/national/investigations/toll-giant-transurban-wants-to-charge-for-all-roads-20160513-
http://www.smh.com.au/national/investigations/toll-giant-transurban-wants-to-charge-for-all-roads-20160513-
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Roads are inefficient and space hungry. 

In a city of 5 million people, we can never provide enough road capacity to enable 

everyone to live as far from work as they like, drive wherever and whenever they like 

in free flowing traffic. 

Roads are space hungry and inefficient. This is why: 

 

In a 2015 SMH interview of Dr Michelle Zeibots (9) “ Morning trains arriving in the 

city from the western suburbs are packed with passengers like tins of sardines. 

There's no room for more commuters. We need more rail capacity. The roads are full 

too but a road lane only accommodates 2000 cars, or 2400 people, per hour, while 

the same amount of space given over to a rail line accommodates about 20,000 

commuters. If we improve public transport services in western Sydney, we will 

relieve road congestion too, because people will have another commuting option. 

There's good science to back up the common sense view. It goes like this: public 

transport operates to a fixed speed, a timetable. Most people will take whichever 

transport option is fastest. They don't care about the mode. If public transport is 

quicker they'll catch a train or a bus, freeing up road space. If driving is quicker, 

they'll jump in their car, adding to road congestion. In this way, public transport 

speeds determine road speeds.  

9 http://www.smh.com.au/national/new-motorway-will-derail-commuters-20140212-32hvs.html#ixzz4691aGKOv 

 

http://www.smh.com.au/national/new-motorway-will-derail-commuters-20140212-32hvs.html#ixzz4691aGKOv
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The upshot is that increasing public transport speeds is one of the best options 

available to governments and communities wanting to reduce road traffic congestion. 

There is plenty of evidence to prove the point. When Sydney's train service reliability 

disintegrated in 2004 and the unusual decision was made to slow the city's rail 

network, road speeds fell and congestion increased. Average road speeds were 

sitting on 34 km/hour before things went pear-shaped on the rail network. 

Afterwards, road speeds dropped to about 30 km/hour and have basically stayed 

there. 

This relationship is one of the key mechanisms that make city systems tick. It is 

basic microeconomics, people shifting between two different options until there is no 

advantage in shifting and equilibrium is found. We can see this relationship in data 

sets that make comparisons between international cities. Cities with faster public 

transport speeds generally have faster road speeds".(9) 

 

There is already a substantial portion of our real estate (some 35%) that is sacrificed 

for the car (roads, parking ). How much more space given over will ever be enough?  

Each time there is another road widening project announced, we are given the 

assurance “this will benefit the community. This will solve traffic congestion” . Every 

time history has proved this not to be true. 

 

https://www.fastcompany.com/3063344/these-animated-videos-show-just-how-much-space-cars-waste-in-our-

cities 
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 “Automobile dependence, expressed through comparative levels of car ownership 

and use and transit service and use, varies widely and systematically across a large 

sample of international cities. US cities exhibit the most extreme dependence on the 

automobile, followed by Australian and Canadian cities, with European and Asian 

cities having very much more transit-oriented cities with greater levels of walking and 

cycling. These patterns are not strongly related to differences in wealth between 

cities, but do vary in a clear and systematic way with land use patterns. The total 

fixed and variable cost of cars per kilometre is also significantly related to the degree 

of automobile dependence in cities, though not as strongly as land use. The data 

suggest that the most auto-dependent cities are less wealthy than some other more 

transit-oriented cities. They have the worst operating cost recovery in transit, have 

far higher road construction and maintenance costs, spend the highest proportion of 

their wealth on passenger transportation but have roughly similar journey-to-work trip 

times and much longer trip lengths. These patterns suggest some important policy 

implications which stress the need to strategically reshape urban land use, to 

emphasise investment in non-auto infrastructure and to ensure that any physical 

planning strategies aimed at reducing automobile dependence work in concert with 

economic policies directed at increasing the real cost of both car ownership and car 

use”. 1999 Elsevier Science Ltd. 

 

 
Peter Newman (10) “It has been well documented that car dependence is costly in 

terms of environmental, social and economic externalities — for example, McGlynn 

and Andrews (1991) suggest an extra 20c per pass.km would be needed to pay 

these costs. Government costs due to accidents, pollution, noise etc. have been 

estimated and compared to the government revenue benefits of the road system in 

Australia, and there was an overall ‘road deficit’ of $8 billion in the late 1990s (Laird 

et al. 2002). Added to this is what Nicholas Stern calls ‘the biggest externality in 

history’ — the cost of climate change, which is likely to become part of all future 

transport planning as the world seeks to find a way to stop runaway impacts from 

occurring.”  

 

 

 

 

 

 

 

10 http://www.curtin.edu.au/research/cusp/local/docs/pb-cusp-research-paper-section-abcd.pdf 
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The collective Roads Lobby has done incredible damage to our city. Their influence 

of our successive governments to continue to build more and more roads has been 

at the expense of investment in good quality public transport.  

The Roads Lobby ‘persuasion’ has been instrumental for decades, involved in one of 

the greatest acts of vandalism being the ripping up of our tram lines in Sydney in 

1961. Still regarded as one of the biggest events of ‘legitimised’ vandalism in our 

history, though it is certainly rivalled by the destruction to the historic Randwick trees, 

the awful impacts imposed on the public by the WestConnex motorway and the 

proposed replacement of the Bankstown and Epping heavy rail lines for metro.    

 

Productivity.  

High quality and efficient infrastructures is a major driver of national economic 

growth and productivity. According to Tony Shepherd (AFR 16.3.2017) “traffic 

congestion is costing $5 Billion in productivity each year”. Given the huge cost of 

sitting in a traffic jam, the selection of innovative solutions that are fit for the 21st 

Century and a growing population are critical. 

The submission by Chris Standen, Institute of Transport and Logistics Studies UTS 

(2015) for the WestConnex M4 & M5 EIS encapsulates why WestConnex, The F6, 

Sydney Gateway and the myriad of local road widenings will not work:  



 
 

13 
 

 

 The stated justification for the (WestConnex) project is based on the discredited 'predict 

and provide' approach to transport planning, whereby it is assumed that transport 

demand will continue to grow, and that capacity must be increased to accommodate it. In 

practice, transport demand in cities is limited by capacity: as capacity increases, so does 

demand (induced demand). It is geometrically impossible to provide enough roadway 

capacity to accommodate all the latent demand for driving (i.e., where everyone can live 

and work where they want, and make all the driving trips they want, when they want, to 

wherever they want in free-flow traffic) in a city of Sydney's population. 

 

 Furthermore, the most efficient way to accommodate the transport and accessibility 

needs of a growing population is through mass transit and better land use-transport 

integration. Urban motorways are a very inefficient way of moving people around. A 

single traffic lane can transport a maximum of only 2000 people per hour (in ideal 

conditions); a single railway line can transport 20,000 people per hour. 

 
 

 The statement "It is acknowledged that any investment in motorway infrastructure has to 

be aligned with supporting public and active transport initiatives to achieve an increase in 

capacity, while aiming to reduce the reliance and demand of private vehicles on the 

future road network" is contradictory: increasing motorway capacity will only serve to 

increase private vehicle demand. 

 

Another contribution to this debate was the pointed discussion by Tim Williams, the 

chief executive of the Committee for Sydney, an advocacy group whose members 

include engineering and finance firms that would typically be on the hunt for work 

from a multibillion-dollar toll-road. 

 

Dr Williams used a presentation at the University of Sydney (March 2015)  to 

advocate fiercely for a more ambitious public transport agenda, arguing governments 

needed to help transform Sydney into a city that relied less on the car, while also 

lambasting the refusal of motorway authorities to release information about their 

projects. 

 

http://www.smh.com.au/nsw/committee-for-sydneys-tim-williams-slams-road-building-plans-for-city-20150429-1mv3vq.html
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In Dr Williams' telling, other global cities have realised merely adding new roads 

does not solve the problem of congestion, nor do new motorways of themselves 

create a more productive or liveable city. 

 

"Many other cities in the world are taking their highway capacity out and I'm just 

wondering, what is so different about the Australian city experience that means that 

they're wrong and we are right?" Dr Williams asked. 

 

"We think this is a congestion-busting proposition and nowhere in Christendom does 

that appear to be the case – so what's going on?" 
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WestConnex – Impacts on local roads. 

Example from a Kingsgrove residents submission to the New M5 EIS highlighting  

impacts on the local road network will worsen because of WestConnex: 

No improvement in local access to M5 and local road traffic with the project 
Delays at on-ramps and off-ramps have been omitted from the travel time forecasts, so 
actual travel times will be significantly higher than those forecast. Perhaps the reason these 
were omitted is the EIS statement in 9.2.2.  

 Impacts to the performance of the King Georges Road Interchange 
"The King Georges Road Interchange Upgrade project includes the provision of on ramps 
to, and off ramps from the New M5. The King Georges Road Interchange is expected to 
operate at a level of service F, irrespective of whether the New M5 is constructed or 
not." 
Further the EIS states that while traffic delays will be reduced, the interchange will continue 

to operate at level of service F.  

"The results of the traffic and transport assessment undertaken for the King Georges Road 
Interchange Upgrade project (Jacobs, 2014) indicated in 2027 (10 years after opening), the 
interchange would operate at a level of service F in the AM and PM peak without the 
upgrade and with all components of the WestConnex program of works completed, as well 
and the future Southern extension. With the completion of the WestConnex program of 
works and the future Southern extension, average traffic delays at the interchange 
would be reduced, despite its continuing to operate at a level of service F." 
The reported travel times savings have been selectively chosen to show only those routes 
where travel times are forecast to decline (i.e., the M5 itself). The impacts on travel times 
for adjacent routes have not reported, in particular Stoney Creek Road, Canterbury Road, 
(also impacted by M4 rat runs) Forest Road and Queens Road where traffic is expected to 
increase by at least 35% after the imposition of tolls. Additionally, there would be no 
positive impact on local businesses by the additional traffic. 

 The EIS states in Chapter 6 Amenity, states: 
"Forecast traffic volumes indicate that King Georges Road, Stony Creek Road and 
the Princes Highway south of the M5 East Motorway interchange would experience 
increases in traffic after the opening of the project due to some drivers diverting or 
“rat-running” through these roads to avoid the introduction of the motorway tolls on 
the New M5 and the M5 East Motorway. This effect is larger during off-peak hours, as 
Stoney Creek Road is already heavily congested during peak hours. 
Due to the behavioral nature of these diverting motorists, in that they are utilising 
non-arterial roads during off peak it is unlikely that these motorists would have a 
positive impact on passing trade on businesses located on these roads." 
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Public Transport  Issues     

Sydney Trains 

According to David Hill on 702 Radio Sunday 19 March, “Sydney’s rail network was 

built in the 1940s to move 1 million people”. Little in the way of rail investment has 

occurred since that time (Gladys Berejiklian, 2012). Mr Hill recommended that 

Sydney needed 6 more train lines to accommodate a population of 5 million.  

The original NSW Transport Master Plan (2012) “Most of Sydney’s rail network was 

built more than 100 years ago and is primarily centred on servicing the CBD. There 

has been little recent expansion of the network, with 39 kilometres of the total 

CityRail system of 1,050 kilometres built in the past 33 years (as at 2012).. As 

Sydney has grown and evolved to a multi-centred city, its needs have changed and 

our rail system needs to evolve to keep up with these changes.” 

“Businesses often cite the lack of public transport connectivity as an inhibitor to 

establishing a presence in the three regional cities of Parramatta, Penrith and 

Liverpool, as well as precincts like Macquarie Park, Sydney Olympic Park and Port 

Botany”.  

  

“By enabling industries to set up in the regions, in transport terms, this would reduce 

the impacts of dispersed employment in Greater Sydney, alleviate car dependency 

and long commutes, and promote more liveable communities”. 

 

Our radial rail network is at capacity. It has not kept pace with the changing 

commuting patterns of commuters. Not only has rail and other public transport 

investment been largely neglected over 30 years, rail timetable changes has had a 

disastrous impact on communities and connectivity.     

 

NSW Transport Master Plan v1 (2012) 

There is a requirement for the EIS that the proponent’s proposal is consistent with all 

Sydney’s strategic planning instruments. Requiring WestConnex to be consistent 

with all strategic planning instruments, this project was clumsily shoehorned into the 

document in 2013 and completely overhauled in 2016 in order to place WestConnex 

at the center of their transport strategies. 

Below are the original core objectives of Ms Gladys Berejilkian as Transport Minister. 

This document was been completely rewritten to retrofit Westconnex as front and 
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centre of Sydney’s transport planning, replacing the $10 Billion of public transport 

initiatives.  This objective in the current version has been completely removed. 

NSW Transport Master Plan v1 2012 

The city will become more liveable by improving the design of buildings and public areas, 
developing mixed-use spaces where people work and live, and creating more opportunities 
for people to walk and cycle to work and major service centres. Protecting our natural 
environment, improving access to green spaces and improving air quality will be critical. The 
Metropolitan Strategy for Sydney underpins this land use and planning vision for 
Metropolitan Sydney to 2031.  

Central to these outcomes will be an integrated and efficient transport system that is closely 
aligned with land use planning. Sydney’s transport infrastructure and services will cater to 
the customer, providing diverse transport options and reduced travel times, while being 
readily accessible across all parts of the city. Improved public transport networks will 
increase productivity and global competitiveness 
 
Improve sustainability – by maintaining and optimising the use of the transport network, 
easing congestion, growing the proportion of travel by sustainable modes such as public 
transport, walking and cycling, and becoming more energy efficient  

For public transport - If Under a ‘do nothing’ scenario, most travel in Sydney would continue 
to be by motor vehicle, with roughly the same percentage of trips still made by car in 2031.  

Transport has an important role in supporting Sydney as a global city. Strong connectivity 
across the city, quality public transport networks and opportunities for walking and 
cycling can all contribute to maintaining Sydney’s role as a centre of economic and 
social activity. 
 
The city will become more liveable by improving the design of buildings and public areas, 
developing mixed-use spaces where people work and live, and creating more opportunities 
for people to walk and cycle to work and major service centres. Protecting our natural 
environment, improving access to green spaces and improving air quality will be critical.  

Central to these outcomes will be an integrated and efficient transport system that is closely 
aligned with land use planning. Sydney’s transport infrastructure and services will cater to 
the customer, providing diverse transport options and reduced travel times, while being 
readily accessible across all parts of the city. Improved public transport networks will 
increase productivity and global competitiveness 
 
The Master Plan also goes on with the rationale “Currently, around 14 percent of 
greenhouse gas (GHG) emissions produced in NSW come from the transport sector, 
making it the State’s second highest source of emissions. In the context of population 
growth and increasing travel demand, mitigating GHG emissions is a major challenge for the 
future”.  

Providing people with opportunities to use public transport instead of private vehicles 
will help to reduce the environmental impact of transport in NSW. Increased walking and 
cycling, particularly for short, local trips, will also contribute to improved environmental 
outcomes.  
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The cost and availability of oil and the rising cost of electricity will also have a direct 
influence on the choices we make in procuring the most environmentally sustainable and 
energy efficient technologies to power our transport fleets”.  

The growing travel task is also a challenge for preserving the amenity of many of our 
communities. The movement of freight is rarely silent and the generation of noise on a 
shared network in proximity to residential areas is a recognised issue”.  

Regular physical activity is important to our health and wellbeing. Recent research shows 
that many people get an additional eight to 10 minutes of exercise each day when they use 
public transport. Importantly, being active for part of our journey to work or school 
incorporates exercise into our daily routines. The NSW Centre for Population Health has 
observed that public transport use, walking and cycling are associated with a number of 
health benefits, including a reduced incidence of obesity, higher levels of exercise and 
improved mental health.  

Building social and community goals into our transport planning will strengthen communities, 
reduce disadvantage and open up opportunities. To meet our objective of reducing social 
disadvantage, we will require new ways of thinking about how to distribute transport services 
more evenly across the State. We will need to give people healthier travel options, such as 
making it easier and safer to cycle to work or walk to the nearest train station. We will also 
need to integrate our transport system more closely with land use planning, creating well-
designed cities and suburban centres that reduce our reliance on cars, encourage us to be 
more active and produce safe, attractive and well-used urban spaces. 
 
Most of Sydney’s rail network was built more than 100 years ago and is primarily centred on 
servicing the CBD. There has been little recent expansion of the network, with 39 kilometres 
of the total CityRail system of 1,050 kilometres built in the past 33 years (as at 2012).. As 
Sydney has grown and evolved to a multi-centred city, its needs have changed and our rail 
system needs to evolve to keep up with these changes. 
 
Businesses often cite the lack of public transport connectivity as an inhibitor to 
establishing a presence in the three regional cities of Parramatta, Penrith and 
Liverpool, as well as precincts like Macquarie Park, Sydney Olympic Park and Port 
Botany.  
 
By enabling industries to set up in the regions, in transport terms, this would reduce the 
impacts of dispersed employment in Greater Sydney, alleviate car dependency and long 
commutes, and promote more liveable communities.  
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Sydney Metro City & Southwest. 

Whilst new public transport assets are welcome, there  are many serious criticisms 

of the Metro Project. The key criticisms according to the community group 

“Sydneham to Bankstown Alliance” are: 

 That two existing rail lines, including the near new Chatswood-Epping  

line, will be  replaced by metro. This, therefore is not a new public transport 

asset  

 MTR’s  primary business model is as a property developer 

 That the metro tunnels are 30 cm too small to ever be retrofitted to 

heavy rail.  

 That there is significant disruption to some 25,000 commuters 

(Bankstown) & 8000 (Epping) for a timeline that continues to extend, now for 

5 years.  

 That the significant waste of billions as virtually every station needs 

modification. Many of the stations on the Bankstown line are heritage.  

 60% reduction in seating capacity compared to existing heavy rail. This 

may be fine for short  inter city trips, but is not suitable for longer suburban 

trips.  

 The metro line is being used to push dramatic over-development on 

communities along the Bankstown corridor of some 36,000 new homes and a 

polulation influx of more than 80,000 people. At least 3,800 homes (many 

intact historic housing ) are slated to be demolished & replaced with buildings 

of new heights from 4 to 25 storeys. 

 Bankstown line commuters will lose access to other suburban stations 

of St Peters & Erskineville. Hurlstone Park station is slated to close, as it won’t 

have enough residents to justify rmaining open underlines the perverse 

outcomes that result from private operation.   

 

As outlined in the submission of public transport lobby group Ecotransit to the 

Chatswood to Sydenham section of the Metro line, this money could be better spent 

on providing new public transport solutions for suburbs with limited connectivity, or 

improving signalling operations to speed-up the capacity of the current network, 

rather than cannibalising  existing lines.  

 

 

http://majorprojects.planning.nsw.gov.au/?action=view_submission&job_id=7400&submission_id=151221
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Freight 

The relentless rise of heavy vehicles in Australia’s transport system over the past 

four decades has occurred in part because Australia has no proper charging system, 

and because governments have starved the publicly owned rail-freight system of 

investment. As a result, rail’s share in moving the goods that Australians buy every 

day has steadily declined, while the volume of road freight has increased almost 

tenfold over the past 40 years, to 203 billion tonne kilometres. (11) 

 

This development is in marked contrast with the situation in the United States. The 

US still moves about 40% of its intercity freight via rail. The US rail system is one of 

the most efficient in the world, and it is also profitable. Australia’s shift to the roads 

has locked us into a freight system that is inherently more costly, more carbon 

intensive and more dangerous. Figures published by the federal government’s 

Bureau of Infrastructure, Transport and Regional Economics (BITRE) show that the 

cost of moving 1 tonne of freight by road over a distance of 1 kilometre (known as 

cost per tonne kilometre) is 7.5 cents for road, more than double the 3.5 cents for 

rail. The greenhouse-gas emissions for road are more than triple those for rail: 52 

grams per tonne kilometre versus 15.  

 

This road-dependent freight system also means that Australia’s cost of living is much 

more exposed to oil price rises. The carbon-intensive nature of the system makes it 

vulnerable to any future moves to introduce international trading systems or other 

regulations for greenhouse emissions.  

 

There’s also road dependency’s cost to human life. In the five years to 2011, the 

average number of fatalities from Australian road accidents that involved a truck of 

more than 4.5 tonnes was 239 a year. The comparable number for rail, including 

passenger trains, was 34 deaths a year, which is remarkably low given that rail 

moves greater tonnage than road when bulk commodities such as minerals and 

grain are included. This means that trucks cause around 20% of all road fatalities in 

Australia even though they make up only 2.5% of the vehicles on the road. The 

number of people injured in such accidents continues to rise. In 2008–09, the latest 

year for which injury data is available, 1536 people were hospitalised after accidents 

with trucks. Accident victims classified as suffering a “high threat to life” totalled 551 

in 2008–09, an increase of 18% in eight years, according to a 2014 BITRE report.  

BITRE predicts a further 50% rise in the number of trucks on our roads over the next 

15 years. Despite the urgent need for policy action, the wheels of government are 

moving slowly.  
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Two key reforms would give Australia a less costly, less dangerous and more 

climate-friendly freight system, and they are related. The first is distance-based 

charging for heavy vehicles, and the second is the construction of an inland rail line 

between Melbourne and Brisbane, which would avoid Sydney’s notorious congestion 

and the 19th-century coastal rail line.  

 

Trucking has become so dominant that even the trucking companies are saying that 

it’s in their interest to shift more freight onto rail. Fox and his company executives 

declined to answer a series of questions put to them, and Abbott would not comment 

on his relationship with Fox. But back in 2009, Fox broke ranks with the industry, and 

the Abbott view, and said Australia had to shift back to rail if it were to have a viable 

freight system. 

 

 
“I’m talking against myself when I’m talking about putting things on rail,” Fox told a 

forum at the National Press Club. Fox backed the inland rail line, but he also 

advocated making greater use of coastal shipping, transferring more of Sydney’s 

trade activity to Newcastle or Wollongong, and shifting Melbourne’s major port to 

Hastings on the Mornington Peninsula. In the early ’70s, about one-third of the 

freight moved between Victoria and Queensland went by sea, but that has now fallen 

to nil. He said Australia could learn a great deal from China, which has built deep-

water ports away from major cities. “We do need to move away from running 

transport operations in the centre of the city, particularly on the east coast of 

Australia.” 

11 http://www.smh.com.au/nsw/more-trucks-on-sydney-roads-as-government-fails-to-hit-rail-share-

targets-20140921-10jyab.html#ixzz3pDnELmvV 

 

 

 

 

 

 

 

 

 

 

 

 

http://www.smh.com.au/nsw/more-trucks-on-sydney-roads-as-government-fails-to-hit-rail-share-targets-20140921-10jyab.html#ixzz3pDnELmvV
http://www.smh.com.au/nsw/more-trucks-on-sydney-roads-as-government-fails-to-hit-rail-share-targets-20140921-10jyab.html#ixzz3pDnELmvV
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In addition, an analyst from the University of Sydney’s Institute of Transport and 

Logistics Studies (ITLS), Chris Standen, has also pointed out that other supposed 

benefits of WestConnex - including making “life easier for hundreds of tradies, 

couriers and freight operators who rely on Sydney’s roads every day” (12), and 

taking trucks off surface roads - are unlikely to be realised. In a recent article for The 

Guardian, Mr Standen noted: 

 

“By increasing the competitive advantage of road freight over rail, [WestConnex] 

will actually encourage more trucks onto the road network. During peak times, 

truck operators will pay to use the tollroads. However, they are likely to avoid the 

tolls at other times, meaning more trucks on suburban streets off-peak, and at 

night.” 13 

 

 

 
12 https://www.westconnex.com.au/about 

http://www.transport.nsw.gov.au/sites/default/files/b2b/media/med-rel-westconnex-delivery-authority-
establis hed.pdf 
13 
https://www.theguardian.com/commentisfree/2017/feb/27/westconnex-is-a-bad-deal-for-motorists-
and-taxpayers-who-is-it-good-for 

 

 

 

 

 

 

 

 

 

 

 

 

 

http://www.transport.nsw.gov.au/sites/default/files/b2b/media/med-rel-westconnex-delivery-authority-establis
http://www.transport.nsw.gov.au/sites/default/files/b2b/media/med-rel-westconnex-delivery-authority-establis
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Livability Impacts 

In the article “The impact of Road Widening on the Local Economy” by Dom Nozzi 

(2013) describes the impact increasing road capacity has on the LIVABILITY of a 

city: 

“That the “habitat” intended to make cars happy is, conversely, one of the most powerful 

ways that quality of life in a community is damaged.” A quote from Dom’s book Road to 

Ruin that the best invention humans have come up with (short of aerial carpet bombing) to 

destroy community quality of life. Widening a road inevitably creates a “For Cars Only” 

ambience. It creates a “car habitat” that screams “CARS ARE WELCOME. PEOPLE ARE 

NOT.” 

The car habitat makes for a world that repels humans. Huge asphalt parking lots. High-speed  

 

Highways. Sterile dead zones which form “gap tooth” tears in the fabric of a town center. 

Large amounts of air and noise pollution. Awful levels of visual “Anywhere USA” blight. 

Worsened safety — for pedestrians, bicyclists and transit users, that is. 

And worst of all, because a person in a car consumes, on average, about 19 times as much 

space as a person sitting in a chair, places designed for cars lose the comfortable, compact, 

enclosed, charming, human-scaled, vibrancy-inducing spacing and place-making that so 

many people love to experience. 

As David Mohney once said, the first task of the urbanist is controlling size. 

One consequence of this worsening quality of life that comes from widening a road to 

improve conditions for cars: The quality of the public realm worsens to the point where 

American society is noted for growing levels of retreating from the public realm and a flight 

to the cocooning private realm. 

Given this, road widening and the substantial increase in auto dependency that the widening 

induces sends the quality of life of a community into a downward spiral. And that, in my 

https://domz60.files.wordpress.com/2012/12/monstor-hwy.jpg
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opinion, is toxic to the economic health of a community. 

Note that road widening inherently creates increased auto dependency because big, high-

speed, “happy car” roads create what economists call a “barrier effect.” That is, big and high-

speed roads make it more difficult to travel by bicycle, walking or transit. So wider roads 

recruit new motorists in a vicious, never-ending cycle of widening, more car dependence, 

more congestion, more calls for widening, etc. 

 

Cumulative Impacts of building more Roads on Communities 

Christopher Standen (2015) “Although the economic, social and environmental costs 

of each individual motorway (as reported in an EIS) may be considered by some 

stakeholders to be acceptable, the cumulative costs are considerable: 

1. Following decades of road expansion and consequential sprawl, Sydney now 

spends about 13% of its GDP on transport, while the average European or 

Asian city spends only between 5% and 8%. 

2. Serious human health impacts due to petrochemical vehicle emissions/smog, 

including:  

1. Lung cancer, 

2. Asthma 

3. Heart disease, 

4. Impaired lung and nervous system development in children living near 

motorways/exhaust stacks. 

3. Waterways contaminated with road runoff (heavy metals and carcinogens in 

brake and clutch dust, exhaust particulates, etc.). 

4. High traffic crash costs (deaths/traumatic injuries and material damage). 

5. Urban sprawl and increasing commuting distances. 

6. Social isolation for non-drivers living in car-dependent suburbs. 

7. Increasing numbers of people losing sleep due to traffic noise pollution. 
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8. Impacts on visual amenity (pollution stacks, concrete interchanges, concrete 

flyovers). 

9. Extreme summer temperatures (urban heat island effect). 

10. Community destruction and severance 

11. Destruction of heritage areas/buildings. 

12. Irreversible biodiversity loss. 

13. Less incidental physical activity from walking and bicycling (including to/from 

public transport), resulting in higher rates of obesity, diabetes, cancer and 

heart disease. 

14. Increased chauffeuring burdens for parents and carers 

15. Less independence for children. 

16. High per-capita greenhouse gas emissions 

 

Figure 1 Kingsgrove children protesting against the unfiltered exhaust stack near their school 
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Solutions 

The Greater Sydney Commission will never achieve a livable, sustainable and 

productive city with transport planning in the grips of the Roads Lobby. We need 

alternative ways to get around Sydney that includes public transport and cycle ways; 

not more roads. WestConnex is not the answer to Sydney’s transport problems. The 

NSW Government must present us with better options that give us the best possible 

outcome. 

There are a plethora of great public transport initiatives. Here are just a few: 

 

Airport Train Fares 

 

With a flick of the pen, the NSW Government can immediately slash the expensive 

Airport Train surcharge to standard fares to make train travel more affordable.  

 

The tourism industry, transport advocates and community groups agree that the fees 

should be cut to make it more attractive to catch the train to the airport, surrounded 

by notoriously congested roads. (13)  ''People can't afford it,'' Charles Marcellienus, 

an operations manager for a baggage handling company at the airport, said. 

Mr Marcellienus said his staff often had trouble arriving at work on time because of 

the unreliability of the roads. ''Everybody who works is given a start time - say it is 

7am; they can leave one day and their trip takes an hour, the next day it will take two 

hours,'' he said. (14)  Road traffic around the airport reaching capacity in as little as 

two years (ie 2015), proved correct resulting in a near-permanent traffic jam around 

Mascot. (15) 

 

The City of Sydney, the Sydney Business Chamber, Botany Bay council and the 

airport corporation are arguing that the station access fee should be dropped 

because it distorts transport choices and is impacting on Sydney's economy by 

driving tens of thousands of airport passengers and staff on to heavily congested 

roads each day. In 2014, Airport Link had projected that dropping the fee would 

increase passengers on the rail line by 1.28 million to 2.56 million a year and remove 

1 million car journeys from surrounding roads .(16) 

14 http://www.smh.com.au/nsw/nsw-government-set-to-pocket-1m-a-week-from-airport-rail-link-

20140226-33i9f.html 

15 http://www.smh.com.au/nsw/airport-link-to-deliver-40m-to-state-coffers-20130830-2sw36.html 

16 http://www.smh.com.au/nsw/train-ticket-markup-puts-sydney-airport-workers-in-danger-20131123-

2y2lx.html 

http://www.smh.com.au/nsw/nsw-government-set-to-pocket-1m-a-week-from-airport-rail-link-20140226-33i9f.html
http://www.smh.com.au/nsw/nsw-government-set-to-pocket-1m-a-week-from-airport-rail-link-20140226-33i9f.html
http://www.smh.com.au/nsw/airport-link-to-deliver-40m-to-state-coffers-20130830-2sw36.html
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Rail – High Capacity Signalling 

In an interview with The Sunday Age, Public Transport Victoria chief executive Mark 

Wild said high capacity signalling would allow about 24 to 30 trains to run per hour –

 up from the standard 20 train’s l signalling system. (17) 

"Every train is fitted with a computer, and that computer is keeping the trains a 
certain distance apart, and operating the brakes and the toggle.  

At present, trains are separated by signals along the railway tracks, which are a fixed 
distance apart. High capacity signalling puts those signals inside the driver's 
carriage, with computers determining how far apart the trains should be, thereby 
allowing trains to run at shorter intervals. 

 

Connected Rail System 

One of the initiatives promoted in the original NSW Transport Master Plan was to 

connect Sydney’s radial rail lines to be a connected system, particularly the western 

suburbs. This enhancement would make rail travel times more efficient attractive as 

reaching north / south destinations would avoid travel via Central. 

 

Park n ride & cycle lock ups 

Facilities to encourage a combination car / cycle then public transport commute.    

 

Track Free Electric Trams 

Proposal by the Inner West Council for Parramatta Rd is a track-free tram. It can be 

implemented relatively quickly. It would also be cheaper than light rail, and have the 

key engineering advantage of being able to run on a relatively narrow strip on the 

middle of the existing road. Ken Welsh, the council's strategic transport planner, said 

the trams could use a narrower lane than buses, and had the added benefit of 

having a "much lower" carbon footprint than diesel buses. (18) 

 

17 http://www.theage.com.au/victoria/signalling-trial-could-revolutionise-transport-but-

will-we-benefit-20150523-gh7zr3.html 

18 http://www.smh.com.au/nsw/trackfree-electric-trams-proposed-for-parramatta-road-20170327-

gv7c0g.html 
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Congestion Taxes 

 

In overseas jurisdictions such as London and Stockholm, road charging has been 

shown to be an effective at reducing traffic congestion by prompting drivers to shift to 

alternate modes such as active or public transport, car sharing, or avoiding car trips 

at the most congested times of day, or eliminating unnecessary travel altogether. A 

key factor in the success of this strategy is the quality and availability of alternatives 

to motorways, such as integrated and effective public transport, which much of 

Sydney currently lacks, particularly throughout the west. (19) 

 

Road travel creates other external costs for society in addition to congestion. 

Perhaps the most significant is the damage caused to the environment and human 

health by vehicle emissions. With the right policies in place, road charging can be 

used to help cover the costs of these environmental externalities. 

 

In cities like London, congestion charges are also reinvested into improving the city’s 

transport network, and particularly subsidising public transport infrastructure. 

 

However, WAG notes that the tolls being proposed for WestConnex and its 

extensions are very different to these kinds of congestion charges, which are 

designed to deliver ongoing public benefits in the form of improved public transport, 

reduced congestion, and so on. This is because after the public has borne the 

upfront cost and risk of building WestConnex, the NSW Government plans to sell the 

tolling concessions off to a private corporation or corporations, which will have the 

right to charge tolls on each stage of WestConnex until at least 2060. It is likely that 

the contracts could impose no-compete clauses restricting future investment in 

public transport for the tolling period. 

 

 

 

 

19 http://www.smh.com.au/comment/why-sydney-needs-congestion-20160510-gos5dz.htm 

 

 

http://www.smh.com.au/comment/why-sydney-needs-congestion-20160510-gos5dz.htm
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Freight by Rail   

Asciano announced in 2015 (20) plans  to have a second freight hub transporting 

containers by rail to Port Botany within 12 months, as it prepares to spend $100 

million building a new intermodal terminal in western Sydney. This new 43-hectare 

hub will be located in St Marys which is claimed as an ideal location for big retailers 

such as Woolworths, Coles and Bunnings, which have distribution centres nearby. It 

will be Asciano's second intermodal terminal in western Sydney after Chullora. The 

Chullora terminal started transporting containers on rail to the port two months ago. 

The new hub's rail shuttle will have annual capacity of 300,000, 20-foot equivalent 

units (TEUs) annually. Chullora has annual capacity of 600,000 TEUs, including up 

to 135,000 TEUs that can run on rail to Port Botany. Chullora is running 

some 75,000 TEUs annually on rail to Port Botany. 

At full capacity, moving freight from Port Botany by rail from Chullora could take up 

to 100,000 truck journeys off roads every year, according to Asciano chief executive 

John Mullen. 

The distribution centres at both Chullora and Moorebank are better suited for 

distributions in the inner west.  Mr Mullen stated that with “most of the distribution 

centre activity is further north-west” then it makes sense to transport via a cheaper 

and more efficient rail mode.   

 

Cars are killing Sydney 

As it stands, the future of Sydney that is being shaped by WestConnex and 

Urban Growth is not liveable or sustainable. We believe it is not too late to 

reshape these plans, and reprioritise the response to Sydney’s transport 

needs. 

We need to shift our thinking from car-centric transport planning to multi-modal 

thinking. Without this change in mindset, Sydney will remain in a polluted, noisy  

traffic jam.   

 

20 : http://www.smh.com.au/business/asciano-spends-100m-on-expanding-sydney-freight-hub-network-

20151008-gk44qp.html#ixzz3oFxu8ITj 

http://www.smh.com.au/business/asciano-spends-100m-on-expanding-sydney-freight-hub-network-20151008-gk44qp.html#ixzz3oFxu8ITj
http://www.smh.com.au/business/asciano-spends-100m-on-expanding-sydney-freight-hub-network-20151008-gk44qp.html#ixzz3oFxu8ITj
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<End of Submission> 
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