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1 Introduction 

Sydney’s planned evolution into a multi-centred metropolis, and the derivation of benefits 

from this evolution, are being hampered by an unwillingness to implement the interconnected 

web of strong public transport services that is needed to shape this outcome.  This 

unwillingness has been apparent ever since the discarded Action for Transport 2010 

proposals. 

Much of the case for WestConnex, of which the M4 East is a part, appears to be consequent 

to this unwillingness. 

2 A Plan for Growing Sydney 

Previously to this current plan, the Metropolitan Plan for Sydney 2036 illustrated the strategic 

concept of a “City of Cities” and a matching transport network with strong cross regional 

links.  A snapshot of Pages 24-27 from this document is attached to this submission. 

The snapshot shows the intent to make Sydney more liveable and productive through making 

Parramatta, Liverpool and Penrith serve as regional capitals.  It also recognises that “Sydney, 

more than any other Australian city, is supported by a strong public transport network that 

has shaped the city’s growth”.   

However, the concept of separate cities in this plan was somewhat idealised, and there was a 

logical inconsistency with the timing of the strong networked transport system to follow, 

rather than to shape, the sought after multi-centred outcome. 

The current plan is more specific in its reference to housing choice and transport gateways, as 

well as stronger development in a multitude of strategic centres, but again the networked 

transport system is lagging.  Two figures illustrate this point, the network of Sydney travel 

demand corridors in the snapshot on the next page (taken from Page 3-1 Appendix G of the 

EIS) and the distinctly radial road and rail projects being prioritised, as taken from Figure 2 

on Page 13 of the current plan. 

3 Structural Issues 

A key structural issue for Sydney is long commutes.  Ideally, from a transport efficiency 

viewpoint, the more time-concentrated commutes should be shorter than trips for other 

purposes.  More modestly, a reduction in the average distance for all commutes, while 

accommodating a lifestyle choice for some longer commutes, would still be beneficial.  This 

could also provide an equitable pathway to achieving better fare box recovery. 

The Household Travel Survey shows that commutes in 2012/13 accounted for 15.2% of trips 

but 25.9% of distance, making commutes almost double (1.95) the length of the average 

distance for all other trip purposes.  This multiple has only declined by 2% since 2002/03. 

The issue also shows up in travel time, where the commute multiple over the average for all 

other trip purposes is 1.76; this lower figure indicates that commutes are already around 10% 

faster than the average for all other trip purposes. 

Associate Professor Ryan from UTS noted at the recent Local Government Inquiry that “We 

are facing in Sydney some of the worst travel to work times in the world. We are facing some of 

the most deep seated spatial inequity in the world. The best way to determine someone's social 

outcomes these days is to look at their postcode. So management of place in bigger cities has 

never been more important.” 



When announcing Macarthur South land releases recently, Planning Minister Rob Stokes was 

quoted as saying that “Sydney is too big to allow (vast) commuting to continue, what we need to 

do is provide the jobs closer to where houses are.” 

 

 

 
4 Strong Cross Regional Links 

A networked transport system with strong (fast, and frequent with good interchange) cross 

regional links can ease the impact of road congestion in two ways; encouraging more jobs closer 

to home and providing more opportunities to use public transport. 

The first is through agglomeration.  Knowledge based industries need both convenient access to a 

pool of workers and for those workers to have convenient access to a range of employment 

opportunities.  At present, these conditions are best met by clustering in or near the Sydney CBD; 

with poor access to employment being experienced in many suburbs.   

The second is from the network effect.  This would address the three main reasons for using a car 

to travel to work as listed in the Household Travel Survey; that public transport is indirect, too 

slow, or doesn’t go where required.  This network effect can also make public transport more 

useful for other trip purposes, and thus reduce overall car dependency. 

There is also scope for ride sharing services to ease the impact of road congestion. 

Although the above diagram of Sydney travel demand corridors looks overwhelming, and would 

need expansion to include the second airport, it is not necessary to provide strong links for all of 

them.  The stronger the links, the fewer are needed for shaping, with other corridors absorbed into 

intermediate routings through nodes (Sydney CBD, regional cities and gateways) that can also 

encompass other significant traffic flows en-route, such as for major centres, specialised 

precincts, and sporting arenas. 

5 WestConnex Drawbacks 

Although WestConnex has some obvious connectivity benefits there are, particularly in terms 

of the push towards a multi-centred structure for Sydney, a number of drawbacks: 

The first is cost.  Motorways that are predominately in tunnel, and/or in urban locations 

where the market value of land is a consideration, are an expensive way to transport people 

when the dominant mode is single occupancy cars.  More on this issue is provided in the 

accompanying paper WestConnex or What? that was prepared in March this year for a public 

transport advocacy group. 



The second is traffic, where WestConnex will eventually fill and become just as congested as 

any other urban motorway.  It seems ironic that the forecast growth in motor traffic needed to 

justify the project is inherently consistent with this outcome.  The traffic projections used in 

the EIS appears to be based more on a business as usual approach; thus implying a hampering 

of evolution towards a multi-centred structure for Sydney.    

The third is a drain on resources.  Expenditure on WestConnex is opportunity forgone to 

invest in other more strategic land use shaping projects, provided that funding is considered 

to be mode agnostic.  Some examples are shown in the accompanying paper Sydney Metro 

Possibilities that was submitted in July this year (note the subsequent edits in red).  It 

contains some comments on a reduced scope for motorway development in eastern Sydney 

that puts more emphasis on port/airport connectivity for commercial purposes.   
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Snapshot from Metropolitan Plan for Sydney 2036 (Pages 24-27) follows









 


