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Tourism & Transport Forum (TTF)
TTF is a national, Member‐funded CEO forum, advocating the public policy interests of the 200
most prestigious corporations and institutions in the Australian transport, property, aviation,
tourism and infrastructure sectors.
TTF is the only national multi‐modal transport advocacy group in Australia.
TTF is committed to improving the quality of passenger transport across the country. TTF’s
Members include public transport operators, investors, infrastructure developers, consultants
and many others with an interest in improving accessibility to passenger transport in
Australia. TTF is working to ensure that people have genuine transport choices that meet their
needs, by encouraging the integration of transport and land use planning, infrastructure
development and by championing innovative funding solutions.

Transport Blueprint for NSW
TTF welcomes the opportunity to make a submission to the Independent Reference Panel
developing the Transport Blueprint for NSW. TTF is a strong supporter of the development of
this Blueprint, having called for such a plan for a significant period of time.
For the Blueprint to be successful in the long‐term it must:
• Be enshrined in legislation;
• Have clear, measurable targets;
• Have a funding cycle of at least ten years (separate to the standard budget cycle); and
• Have regular measurable reviews ‐ that also take into account changing population
growth and mobility patterns.
The Blueprint needs to be visionary and aspirational but also realistic. NSW residents are
understandably cynical about transport commitments made by government after successive
plans and announcements were changed or scrapped.
It is also critical that this visionary thinking goes beyond the scoped 27 years of the Blueprint.
Some of the projects that TTF has listed are on a 27‐plus year horizon for delivery.
TTF recognises that although infrastructure is the focus of the Blueprint, it is also critical to
consider operational efficiencies that can be gained now and into the future.
The TTF transport membership has a primary interest in passenger transport.
Notwithstanding this, TTF acknowledges that freight transport operates hand in hand with
passenger services and so provides its full support for the submission to the Blueprint made
by Infrastructure Partnerships Australia.
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Executive Summary
TTF argues that the future of transport in NSW requires the government to adopt integrated
transport strategies, through a combination of targeted infrastructure investment, enhanced
governance structures and improvements in operations.
The NSW Transport Blueprint should achieve this by:
Investing in projects that increase the supply of transport services and options;
Using land release and investment levers to develop employment options closer to
residential areas;
Providing clear policy direction; and
Ensuring existing infrastructure is used efficiently.

List of Recommendations
TTF makes the following recommendations for inclusion in the NSW Transport Blueprint:
Funding options
Require ten year funding cycles for the NSW Transport Blueprint
Implement Transit Oriented Development strategies to provide an income stream to help fund
transport improvements
Consider the use of other funding models for delivering local infrastructure
Use the private sector to help deliver ambitious capacity building transport infrastructure
programs and for the provision of transport services
Transport governance
Establish a new Transport Co‐ordination Authority or expand the authority of the NSW
Transport and Infrastructure Department
Establish a single Transport Marketing Group
Transport operations
Become the leader of technological advancement by increasing investment in transport
technologies to improve network efficiency and encourage transport behaviour change
Implement demand management tools to spread the demand for public transport into off peak
periods, thus using infrastructure more efficiently
Improve ticketing in Sydney through the immediate rationalisation of fare structures and
implement smartcard ticketing
Enhance bus services through a review of governance frameworks and improvements to bus
contracts
Ensure funding for “community kilometres“ in bus contracts and increase funding to meet
community transport demand and eliminate gaps in public transport provision
Increase investment in bus priority measures
Improve the integration of ferry services and consider other ferry hubs west of the Harbour
Bridge
Increase investment in Park & Ride facilities
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Expand the clearways network, particularly on arterial roads in weekend periods
Harmonise tolls on the Sydney road network
Consider the development of a new national road pricing regime which would levy registration
and stamp duty depending on road use and vehicle emissions
Require tougher fuel economy and CO2 emissions standards be met for government vehicles
and decrease the numbers of those eligible for these vehicles
Through COAG, seek equity across public and private transport in the tax system and under the
CPRS
Improve pedestrian access and cycling policies
Transport and planning
Improve the integration of land use planning and transport planning
Working with the Commonwealth, better co‐ordinate government policies, such as the First
Home Owners Grant, with transport planning
Target growth along transport corridors including the use of transit oriented development
strategies
Improve transport links to Sydney’s sub regional centres, particularly Sydney’s second CBD,
Parramatta
Transport and aviation
Improve transport links to Sydney Airport, including reform of the fare structure for the Airport
Link and the provision of increased bus services and frequencies
Improve connectivity of the arterial roads around Bankstown Airport and examine public
transport alternatives for South West Sydney
Ensure the residential housing development at Tralee does not proceed and protect the future
use of Canberra Airport through appropriate land use planning
Ensure appropriate transport infrastructure and services are delivered following the release of
the Aviation White Paper and the terms of reference for the joint study to assess options for a
second Sydney airport
Transport in regional NSW
Increase investment in transport links between regional NSW and major urban centres
Increase investment in regional rail infrastructure to optimise transport services and tourism
opportunities
Continue to invest substantially in regional aiports
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TRANSPORT INFRASTRUCTURE PRIORITES BY SHORT, MEDIUM AND LONG TERM TIMEFRAMES
SHORT TERM (1 ‐ 5 YEARS)

MEDIUM TERM (5 ‐ 10 YEARS)

LONG TERM (10‐25 YEARS)

Road

Road

Road

Duplication of the Pacific Highway

M4 East to M2

Sydney outer orbital ring road

M2 widening

M4 East to M5

Bells Line Expressway

M5 East duplication

F3 – Sydney Orbital

M4 East

Military Road tunnel

F6 – Loftus to Sydney
Public Transport

Public Transport

Public Transport

Bus corridor expansion

South East light rail / Metro rail

Very Fast Train – Newcastle to Sydney

Metrobus expansion

Heavy rail / Metro for North West Sydney

Introduction of rapid ferry service

Metro for North East Sydney

Ferry fleet replacement

Second rail Harbour crossing

City light rail expansion to
Barangaroo and Circular Quay

Investment in new rail rolling stock

Inner West light rail expansion – Dulwich Hill

Investment in new buses

North West T‐Way – expansion to Castle Hill

Light rail in Parramatta region

West Metro
Bondi Beach rail extension
South West Rail Link

NOTE: There is no order in which the projects are listed except by timeframe priority.
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Introduction ‐ Transport in NSW
The public transport share of total urban travel (passenger kilometres) has remained relatively
stable since the 1980s as patronage has increased proportionally with population growth.
However, demand for public transport in most Australian cities has been increasing at above
trend rates in recent years.
Sydney’s transport network already suffers from high car dependency and infrastructure
bottlenecks. Congestion cost Sydney $4.58 billion in 2009, a figure that is forecast to rise to
$7.76 billion by 2020. 1 Urban sprawl, particularly in the city’s west, north‐west and south‐
west, combined with limited public transport access in these areas, is compounding the
problem.
This has economic impacts, because longer travel times result in lost work hours and reduced
business productivity. It has social impacts, because commuting delays mean workers spend
less time with their families and suffer stress during their journey. It also has environmental
impacts, because greater car use results in more greenhouse gas emissions, impacting the
government’s ability to meet climate change policy goals.
More broadly, these trends reduce Sydney’s attractiveness as a place to live and destination
for business and tourism, ultimately affecting its national and international competitiveness.
Forecast population growth in Sydney of 1.5 million people by 20362 will exacerbate the
situation unless governments plan strategically, with recent projections suggesting a city in
excess of seven million by the middle of the century. In particular, the city’s north‐west and
south‐west – designated ‘growth centres’ under the NSW government’s Metropolitan
Strategy – are at risk from inadequate public transport access.
For too long the transport debate in Sydney has been a simplistic one of “road v rail”‐ both in
terms of passengers and freight. To address congestion issues, and recognising economic and
topographic realities, the right framework will be a mix of public transport and road solutions
– but with an increasing reliance on mass transit passenger options.
While higher oil prices and a regulated carbon price will encourage switching to more fuel
efficient and lower‐emission modes of transport, price alone will not be enough to ensure a
significant mode shift. Improving the service quality of public transport (including route
coverage, frequency, operating hours, speed, safety and comfort) will be critical in this regard.
It is therefore vital that public transport becomes a more accessible and attractive proposition
for commuters, long‐term integrated planning is properly addressed and market failures are
corrected.
TTF argues that the way forward is to adopt integrated transport strategies, through a
combination of targeted infrastructure investment, enhanced governance structures and
improvements in operations.

1

Bureau of Transport and Regional Economics, Estimating urban traffic and congestion cost trends for Australian cities – working paper 71,
2007 p109.
New South Wales State and Regional Population Projections: 2008 Release.
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The NSW Transport Blueprint should achieve this by:
Investing in projects that increase the supply of transport services and options;
Using land release and investment levers to develop employment options closer to
residential areas;
Providing clear policy direction; and
Ensuring existing infrastructure is used efficiently.
The community is anxious to see genuine progress towards the development of better
transport networks. This submission begins by outlining the key principles for all transport
investment, the triple bottom line of transport as a facilitator of the economy, social equity,
and sustainability. The submission then outlines key infrastructure priorities for the short,
medium, and long term followed by a review of the governance structures and operational
improvements required for the better management of transport infrastructure. This is broken
down under the following sections:
1. Public transport projects
2. Road projects
3. Funding options
4. Governance
5. Operations
6. Transport and planning
7. Aviation and land transport
8. Transport and regional NSW
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The Triple Bottom Line
Transport – a facilitator of the economy
It is essential that the Transport Blueprint is written with economic development as one of its
core principles and objectives.
Transport is fundamental to economic productivity and competitiveness. Good transport
systems ensure that cities function effectively, link urban and regional economies and provide
efficient international transport access. They are vital in achieving economic connectivity –
moving skills, labour and knowledge – attracting business and finance and driving urban and
regional development.
The 2006 Eddington Review of transport for the British Government found that transport can
create a virtuous economic circle: good transport generates economic growth, and economic
growth generates higher demand for transport. Conversely, poor transport systems can stifle
growth by constraining productivity. In a globalised world, business, capital and workers seek
out the most productive markets. Without strong transport networks, nations, regions and
cities cannot compete in this environment.
In the words of the Eddington review:
The transport network secures connectivity between different parts of a country, as
well as to the rest of the world: linking people to jobs; delivering products to markets;
underpinning supply chains and logistics; and supporting domestic and international
trade. The quality of infrastructure, and how comprehensive the transport network is,
will influence the role transport plays and its contribution to the functioning of a
successful economy.3
This is particularly true in NSW, Australia’s economic and financial centre, and in Sydney,
Australia’s global gateway city. Transport delivers workers from Sydney’s suburbs to its
central business district (CBD) and other employment hubs. The capacity of the Sydney
transport network determines how many workers can be accommodated at any one time; the
efficiency of the network determines how quickly they reach work. Capacity and efficiency
shortfalls result in congestion and delays, which affect business productivity.
As NSW companies and organisations seek to increase their output and productivity, they will
require more workers and skills, and for those workers to use their skills more effectively.
How the transport system responds to that market demand determines how fast businesses
can improve output and productivity – and ultimately impacts the state’s economic growth
rate.
Integrated transport assists this process. World‐class transport networks enable commuters
to transfer easily from one mode to another, without having to spend time and money doing
so. They also recognise, as France has shown, that the commute should not be considered a
‘wasted time’ but a vital opportunity for social or professional activity.

3

Eddington, Sir Rod, The Eddington Transport Study: Transport’s role in sustaining the UK’s productivity and competitiveness, December
2006, p3.
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Poor transport networks often force people to use one mode of transport exclusively. In
Sydney, it is difficult and expensive to transfer between modes. The city’s transport system is
characterised by a reliance on private vehicle travel, resulting from a combination of urban
sprawl, poor transport planning and under‐investment in public transport infrastructure.
Access to public transport in Sydney is not sufficient to achieve mode shift away from private
vehicles and reduce congestion.
Geographic integration is equally important. The NSW government is attempting to develop
alternative employment and business centres to complement the CBD (such as Parramatta,
Macquarie Park and Norwest Business Park). Good transport links will be required to attract
workers to these precincts and to ensure their economic vitality. Similarly, transport links to
and from Sydney Airport are fundamental to NSW’s – and Australia’s – economic
performance. Sydney Airport is the gateway to Australia for tourists, businesspeople and
students. At present, however, it is not well‐connected to the transport network as a whole,
which has negative effects in terms of both economic productivity and Sydney’s ‘brand’ and
reputation.
Other state governments – particularly Victoria, Queensland, and South Australia – have taken
a more strategic approach to incorporating transport planning into broader economic policies.
While growth in NSW and Sydney has slowed during the global economic downturn, demand
for public transport and fuel prices are likely to continue to increase strongly over the medium
and long term. It is imperative that policies and funding streams are put in place to ensure
that demand can be met, car dependency reduced and productivity supported.
Unless this is done strategically, based on a comprehensive vision for infrastructure,
governance and operations across the network, transport will become a drag on economic
growth, rather than a facilitator of it. NSW’s credibility as a place in which to work, study and
invest, in an evolving global economy, depends on how the government responds to these
challenges.

Transport – a facilitator of social equity
Transport is a key factor in social inclusion: the ability of an individual, family or community to
access economic and employment opportunities; education, healthcare and other services;
and leisure, sporting and social activities. Low‐income earners, the unemployed, those with
disabilities and the elderly are particularly disadvantaged by poor transport options, and
consequently at risk of social exclusion.
Major cities with poor transport systems tend to have a high incidence of ‘urban fringe’
suburbs, typified by car dependency, low incomes and poor access to public transport.
Sydney’s urban profile – with economic activity clustered around the Harbour and Parramatta
River – makes it especially susceptible to this tendency.
In parts of the city’s south‐west and north‐west, residents have minimal access to public
transport, yet are less able to meet the costs of running a car than those in inner suburbs well‐
served by trains and buses. Conversely, residents of affluent areas – such as the eastern
suburbs, inner‐west and lower north shore – benefit from a range of public transport options,
and car ownership in these suburbs is widespread.
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A two‐tier transport system entrenches inequality: people move to the outer suburbs because
they cannot afford to live closer to the city; and they are excluded from economic and social
opportunities because they live in these suburbs. In Sydney, this cycle has been compounded
by development patterns: the city has expanded outwards, not upwards, with an emphasis on
low‐density housing. Transport planning, investment and employment have not kept pace
with urban sprawl, largely created by government land release policies.
Transport strategy in NSW should be more closely aligned with other policy areas, such as
planning, housing, and health. Ultimately, a more integrated transport system, with a greater
emphasis on public transport, will deliver social benefits across the network, encouraging
healthier lifestyles, reducing greenhouse gas emissions and strengthening communities.
However, as part of this general objective, there is a pressing need to ensure that Sydney’s
transport network contributes to reducing social inequality and increasing economic
opportunities for the most disadvantaged in society.

Transport and the environment
The transport sector contributes around 14 per cent of Australia’s total greenhouse gas
emissions and this contribution is expected to grow in the future. It is imperative that the
transport sector plays its part in tackling Australia’s greenhouse challenge – but a true
partnership between industry and government is needed. The Government can assist by
developing a policy framework that encourages modal shift to public transport, greater take‐
up of low‐emission vehicles, and greater use of renewable energy and alternative fuels in the
transport sector.
With the science of climate change indicating that global emissions must peak and then
decline over the coming decade, the next five years will require radical changes in our energy
and transport systems. Australia is 99.9 per cent dependent on fossil fuels for private
transport and despite a move towards smaller vehicles and a greater awareness of the need
for energy conservation and energy efficiency, total fuel consumption is rising.4 The transport
sector is one of the keys to reducing our carbon footprint given Australia is almost entirely
dependent on oil for transportation fuel.
The development and commercialisation of sustainable alternative fuels for the transport
sector is therefore a key component in addressing Australia’s transport emissions.
Sustainable transport biofuels are particularly important, given they would reduce the need
for structural adjustment,5 delivering much faster market penetration and greater gains in
terms of carbon abatement.
However, there is also a very important abatement role for the public transport sector
through take up of a proportion of road passenger traffic, both within and between our urban
centres. In 2008 private vehicles represented about 90 per cent of motorised passenger
transport in Australian capital cities, while urban public transport (UPT) represented about 10
per cent. However, when commuter journey to work is considered, the share of UPT is
considerably higher—about 16 per cent nationally. Making the shift to public transport will
depend on improving existing public transport infrastructure and services and developing new
4
5

The Jamison Group, A Roadmap for Alternative Fuels in Australia: Ending our dependence on oil, July 2008, p11.
Garnaut, Ross, The Garnaut Climate Change Review, 2008, p503.
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infrastructure, including new integrated public transport systems and inter‐modal facilities
that enable efficient transfer of passengers. With appropriate planning and investment, there
is a substantial opportunity for mode shift to public transport, particularly in outer‐urban
areas.
Further, the ability of public transport, particularly urban passenger rail, to reduce emissions
for the transport sector will be improved as more renewable energy is supplied to the
national electricity grid.

13
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1. Specific public transport project recommendations
A recommended timeline of projects can be found on page 21.

1.1 Investment in additional rail rolling stock, buses and ferries
Continued investment in new rail rolling stock, buses and ferries to carry more people on the
public transport network is mandatory. The current order of 626 rail carriages and more than
1,000 new buses over the next three to five years is an important first step. However, the
Government must do more to cater for patronage growth. Expanding the current Public
Private Partnership (PPP) train order is essential to ensure the standard of service commuters
expect; procurement of buses should occur without delay with more for new patronage
growth; and Sydney Ferries requires a new fleet. The Government should ensure any future
orders consider the latest technologies with regard to decreasing greenhouse gas emissions,
including low‐fuel emission rolling stock.

1.2 Heavy Rail
1.2.1 South West Rail Link
The announced 13 kilometre new rail extension from Glenfield to Leppington will service one
of Sydney’s growth centres. Over the next 25 years approximately 100,000 new homes will be
built in this region, housing 280,000 people. With minimal transport links in the area
currently, the South West rail link will be essential to ensure the area remains mobile in the
long term.
1.2.2 Metro Rail
The Sydney Metro system is essential to cater for the long‐term growth of the Sydney
metropolitan area, and will complement the existing transport network to improve mobility.
With each line capable of moving 40,000 passengers per hour, the metro system will be a key
investment in a transport network already constrained by capacity.
The initial Sydney CBD Metro will directly address transport capacity constraints across all
modes in the Sydney CBD while providing for further long term expansion of the metro
system to key suburbs in Sydney’s North East, South East, West and North West.
The Western Metro will provide a frequent reliable transport service targeting not only
Sydney’s second CBD, Parramatta, but also the Sydney Olympic Park precinct and other inner
west suburbs currently reliant on bus services.
The City East line, connecting Malabar and Brookvale, via the CBD provides a new transport
option for two areas of Sydney currently serviced only by buses. The line will service the
University of NSW, Prince of Wales Hospital and the Moore Park events precinct in the south
and the growing beach suburbs in Sydney’s north.
The North West Metro will service key North West suburbs linking at Epping with heavy rail
lines. The far North West also requires a heavy rail link to Rouse Hill from Epping, with a
connection to the Richmond Rail line at Vineyard in the long term. This heavy rail line will be
critical to service the growing employment hub at Norwest Business Park and for the growth
centre at Rouse Hill. Population densities will not require a metro line into the city from the
far North West in the horizon of the NSW Transport Blueprint.
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In addition, metro rail could also be considered on the current Bondi line. With few stops
before connection to the Sydney CBD, the Bondi line can be transformed to a metro style
service between the city and Bondi Junction, providing high frequencies with minimal
transition cost. The Bondi metro could provide a valuable trial mechanism for Sydney’s larger
metro network.
1.2.3 Bondi Beach rail extension
A rail extension to Bondi would provide a valuable service to one of Australia’s iconic tourism
destinations. Currently, bus services between Bondi Junction and Bondi Beach are the public
transport means by which to access the precinct. Due to increasing congestion, particularly in
summer months, road clearways have been implemented to speed travel times for buses.
However, this will only serve as a temporary measure. A long term rail solution would provide
the essential transport link needed in the area.
1.2.4 Second Sydney Harbour crossing
Notwithstanding the introduction of the new Metro rail system in Sydney, the heavy rail line
will still see significant capacity pressures through the city in the medium to long term. With
increased services forecast from the north of the city and proposed future expansions,
particularly to the north‐west, a second Harbour crossing will be imperative to ensure the
system does not reach capacity in the medium term. TTF supports the reservation of corridors
through the city for the project.
1.2.5 Very Fast Train (VFT) ‐ Newcastle to Sydney
VFT between the eastern seaboard capitals has merit and may be a viable alternative to air for
some sectors of the aviation market – with the potential to alleviate capacity constraints at
major airports in the future.
In April 2008, Infrastructure Australia received a submission, "High Speed Rail for Australia: An
opportunity for the 21st century", from The Canberra Business Council (CBC). The key points
of the CBC submission include:
• Improvements in technology, competitiveness and supply over the past decade;
• Travel demand on the East Coast: the Melbourne ‐ Sydney air route is the fourth
busiest in the world and Sydney‐Brisbane ranks seventh in the Asia‐Pacific region;
• Increased economic standard of living for Australians;
• Use for freight: high speed freight trains are in use in France and soon to expand
across Europe;
• Environmental sustainability and reduced greenhouse gas emissions;
• Energy efficiency; and
• Better social outcomes, quality of life, and reduced social disadvantage for regional
centres on the rail line.
TTF advocates that a very fast train between Sydney and Newcastle will be the first step in the
creation of an expanded network across the eastern seaboard. With forcast growth in the
Hunter over the next 25 years, the link between the two largest urban centres in NSW will
become increasingly important for freight, passenger movements, and the broader economic
and social well‐being of the state.
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1.3 Bus
1.3.1 Bus corridor expansion
The NSW Transport Blueprint must provide a comprehensive bus strategy targeting corridors
that link key sub regional centres. Many of the 43 bus corridors previously announced are
awaiting construction and more work still needs to be done to ensure they are fully integrated
with other transport modes. Bus corridors are essential for providing fast, frequent, reliable
services and, in combination with the Public Transport Information and Priority System (PTIPS)
program, will facilitate greater transport use on cross regional routes.
1.3.2 Metro buses
The new addition to Sydney’s bus network, Metrobus, can also be an effective means of
reducing urban congestion in Sydney’s inner suburbs. With cashless ticketing and extra
standing room, Metrobuses carry more people, more quickly between the city and the inner‐
western and southern suburbs. A key factor in their success is that they are easily identifiable
for commuters – the current red Metrobus branding is a clear point of difference ‐ and are
provided with appropriate priority measures to ensure high frequency and reliability.
1.3.3 Transitway expansion
The Liverpool to Parramatta and North West Transitways have been proven as successful
investments in bus infrastructure, catering for growing regions in Sydney’s western suburbs.
Future rapid bus transitways should be considered for cross regional Sydney routes that lack
adequate public transport links, such as the corridor between Penrith and Rouse Hill.
The North West Transitway is an important network of buses linking the major transport
corridors in the North West (opened in November 2007). Between November 2007 and June
2008, there were 1.075 million passenger journeys on the Transitway. The second stage of the
Transitway (between Blacktown and Parklea) was originally proposed to extend to Castle Hill,
however has since been placed on hold. With the expansion of the Norwest business precinct
and strong population growth in the region over the medium term, the extension to Caste Hill
is vital to provide frequent and reliable transport links between the major centres in the
region.

1.4 Ferry
1.4.1 Rapid Ferry Service
The introduction of a new rapid ferry service that loops to key wharves throughout Sydney
Harbour would expand the ‘footprint’ of the ferry network and, if integrated with the bus
network, help remove bottlenecks on inner Sydney’s arterial roads. The service could operate
with smaller vessels, holding 10‐15 people, and operate on a timed loop rather than an
independent timetable, taking in locations such as Rozelle and Glebe.

1.5 Light Rail
One single light rail vehicle can carry over 200 people, and a light rail route has a capacity of
over 10,000 passengers per hour per direction, much greater than a bus route. Building a light
rail network in the Sydney CBD would allow for the removal of thousands of cars and
hundreds of buses from clogged CBD streets, while simultaneously providing reliable, modern
and clean transport. It would be a key step in transforming the CBD streets.
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At present the light rail is an underused transport asset with the potential to play a much
greater role in Sydney. Significantly, the operators of the light rail are disadvantaged by rigid
contracts that do not provide for Community Service Obligation payments or concession
reimbursements, unlike every other transport operator in Sydney. Government agencies have
historically gone to some length to isolate the light rail system from any form of
integration, the exclusion from the latest smart card ticketing scheme being the most recent
example. Despite these barriers, the light rail network carries four million passengers annually
in a fully private operation at no cost to the taxpayer.
1.5.1 Dulwich Hill extension
In the short term, an extension of the existing light rail network to Dulwich Hill would provide
options for areas not well served by public transport, with interchange possibilities onto the
wider public transport network at bus stops and Inner West Line train stations. The extension
would not duplicate any existing services and would promote cross regional and area wide
journeys as a complement to the main radial journeys. The low cost of expansion, on the
infrequently used Rozelle freight line, and the ability to complete the project quickly provides
further impetus for the proposal.
1.5.2 Barangaroo extension
Further consideration should be given to an extension of light rail to the Barangaroo precinct.
An alignment running down Hickson Road would link the key leisure areas of Sydney,
including the Entertainment Centre, Chinatown, Cockle Bay, King St Wharf, Barangaroo, Walsh
Bay and the Rocks. It would also serve as an alternate North‐South CBD corridor, alleviating
pressure on congested George and Elizabeth Streets.
1.5.3 Future extensions ‐ Inner South / Inner East / Parramatta
In the medium to long term, TTF envisages an expanded light rail network, providing more
options for commuters throughout Sydney’s inner ring suburbs as urban consolidation
intensifies. Extensions to Bondi (via Oxford St), Randwick, and Green Square should also be
considered, capturing significant inner Sydney growth areas to the South and East. In addition,
light rail can play a role in the long term development of Parramatta, where demand for
transport modes for short and medium length journeys with the ability to carry more
passengers will be required as densities and congestion increase in Sydney’s second CBD.
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2. Specific Road Project Recommendations
A recommended timeline of projects can be found on page 21.

2.1 Sydney Metropolitan Roads
2.1.1 M2 widening
Widening the M2 will alleviate congestion on the motorway which currently services 17,000
bus passengers and over 100,000 motorists a day. The proposed widening will improve travel
times in the morning and afternoon peak and provide new access points to Norwest Business
Park, Macquarie University and Macquarie Business Park. It will also improve bus travel times
and provide for new services. The widening will also allow for a longer term link to the F3, as
recommended by the Mahla Pearlman Review.6
2.1.2 M5 East duplication
The duplication of the eastern section of the M5 will alleviate congestion in both directions in
the morning and afternoon peak periods. Additional lanes, with the ability for contra‐flow, will
provide for increased growth to Sydney Airport and surrounding areas. With growth centres
planned in Sydney’s south, capacity improvements to major arterial roads, in addition to
better public transport links, will ensure the long term economic viability of the region.
2.1.3 M4 East
The M4 East project must be a priority. Increasing traffic flows from Sydney’s west, the impact
of projected freight movements from Port Botany and increased traffic from Sydney Airport
mean the project is vital to maintaining efficiency on the Sydney road network. The M4 East
provides not only the necessary connection to the CityWest Link, filtering traffic away from
Parramatta Road for those entering the CBD, but proposed connections to the airport, Port
Botany, and Sydney’s northern suburbs will divert traffic away from the CBD, allowing fast
connections with Sydney’s orbital network.
2.1.4 F6 – Loftus to Sydney
An extension of the F6 from Loftus through to Sydney via the airport is critical to support the
growth of southern Sydney and NSW regional centres. This could be developed on the already
reserved corridor. Public transport priority measures could also be incorporated to increase
public transport share. Combined with an expansion of the M5 East, this project would
improve traffic flow and reduce congestion in the southern suburbs.
2.1.5 M4 East to M2 and M5
In addition to the expansion of the M4 East, further extensions to the north and south will be
necessary to provide an effective inner city bypass while accommodating growth at Sydney
Airport and Port Botany. A large proportion of the north and south links will need to be
tunneled due to limitations on surface road corridors and require significant investment.
However, in the long term the links will be necessary to support the growth of key freight and
passenger hubs in Sydney.
2.1.6 F3 ‐ Sydney orbital
The link between the M2 and the F3 should be commenced without delay. This vital
connection will complete the Sydney orbital, taking trucks and cars off Pennant Hills Road and
6

Pearlman AO, The Hon. Mahla, Review of the F3 to M7 Corridor Selection, August 2007.

19

the Pacific Highway ‐ roads that reached capacity long ago. The NSW Government must act on
the recommendations of the Mahla Pearlman Review and allocate funds in partnership with
the Federal Government to immediately progress this vital road link. 7 The Purple ‘Type A’
option is now firmly established as the appropriate route, and TTF encourages forward
planning to begin on a Western ‘Type C’ corridor (F3 to M7) in the longer term.8
2.1.7 Military Road tunnel
While TTF supports the latest investment by the Government in travel demand measures
along the Spit Road and Military Road corridors, more road infrastructure is urgently needed
to ease traffic congestion along the corridor. A toll road tunnel from the Spit to the Warringah
Expressway at Cammeray should be considered. This would provide traffic relief on Military
Road and allow faster public transport links – including bus priority measures for the surface
road.
2.1.8 Sydney outer orbital ring road
As western Sydney continues to expand, road links between major outer western sub regional
centres, such as Penrith, Campbelltown, and Richmond will become increasingly important.
Road links are currently inadequate to cater for projected population, employment, and
economic growth. An outer ring road will be critical for freight and passenger movement to
ensure Western Sydney remains a key driver of the NSW economy in the long term.

2.2 Regional Roads
2.2.1 Duplication of the Pacific Highway
The duplication of the Pacific Highway is important not only for the safety of motorists, but
also to enable increased traffic flows and better travel times for freight movements. Vehicle
movement on the corridor is expected to increase annually by three per cent, creating
additional stress on the current road and increasing the risk of serious accidents.9 The
duplication project has been underway for some time, however a lack of resources has
resulted in countless delays. It is imperative that the Government provide the necessary
investment in this project as a matter of urgency, in addition to seeking further funding from
the Federal Government.
2.2.2 Bells Line Expressway
Sydney needs another inland route for freight, recreation, and safety. Central West NSW
currently has limited access to Sydney via the Great Western Highway, which is unable to
cater for B‐doubles and B‐triples. With national truck traffic expected to double by 2020,10 a
second Blue Mountains crossing will underpin transport links and economic growth in regional
NSW. It will also provide safety benefits. Currently, the Great Western Highway and Bells Line
of Road are the two most dangerous roads per vehicle kilometre in NSW. A new expressway
will provide dual carriageway, improving safety for tourists and regular commuters.

7

ibid.
ibid.
9
Roads and Traffic Authority, Corporate Plan 2008‐2012, p13
10
Ibid, p26
8
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TRANSPORT INFRASTRUCTURE PRIORITES BY SHORT, MEDIUM AND LONG TERM TIMEFRAMES
SHORT TERM (1 ‐ 5 YEARS)

MEDIUM TERM (5 ‐ 10 YEARS)

LONG TERM (10‐25 YEARS)

Road

Road

Road

Duplication of the Pacific Highway

M4 East to M2

Sydney outer orbital ring road

M2 widening

M4 East to M5

Bells Line of Expressway

M5 East duplication

F3 – Sydney Orbital

M4 East

Military Road tunnel

F6 – Loftus to Sydney
Public Transport

Public Transport

Public Transport

Bus corridor expansion

South East light rail / Metro rail

Very Fast Train – Newcastle to Sydney

Metrobus expansion

Heavy rail / Metro for North West Sydney

Introduction of rapid ferry service

Metro for North East Sydney

Ferry fleet replacement

Second rail Harbour crossing

City light rail expansion to
Barangaroo and Circular Quay

Investment in new rail rolling stock

Inner West light rail expansion – Dulwich Hill

Investment in new buses

North West T‐Way – expansion to Castle Hill

Light rail in Parramatta region

West Metro
Bondi Beach rail extension
South West Rail Link

NOTE: There is no order in which the projects are listed except by timeframe priority.
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3. Funding Options
Funding for the NSW Transport Blueprint will need to move beyond the traditional four year
budget forecast cycles to ensure the stability of project development while giving the
community confidence in project delivery. TTF recommends ten year funding cycles to ensure
this is achieved.
With increasing pressure on state finances, the NSW Government needs to look beyond state
budget financing and look to alternative mechanisms. The Commonwealth Building Australia
Fund is one such source. However, over the short term, Commonwealth funding may be more
difficult to acquire due to pressures on the Federal budget. Below are some other financing
sources worthy of consideration.
Recommendation: Require ten year funding cycles for the NSW Transport Blueprint.

3.1 Transit Oriented Development
Transit Oriented Development refers to the more efficient use of land and airspace around
transport corridors. It can include retail, commercial and residential development adjacent to
or above major transport terminals / nodes. This style of development can underpin ‘value
capture’ for transport agencies as landlords – providing an income stream to help fund
transport improvements, while consolidating urban activities around transport hubs. Such
strategies can provide opportunities to fast track transport projects.
With good forward planning, the Government could hold tracts of land around proposed
transport developments and sell them at a premium to developers when the transport is close
to completion. This money could then be allocated directly to developing transport in these
regions.
Recommendation: Implement Transit Oriented Development strategies to provide an income
stream to help fund transport improvements.

3.2 Infrastructure Levies
Section 94 charges and state infrastructure levies are designed to facilitate construction of
local infrastructure. However, the Property Council of Australia found in a recent report that
“state and local government taxes, levies and charges are adversely affecting new dwelling
affordability and housing construction.”11 More alarmingly, these levies have not necessarily
flowed to local infrastructure projects – the same report purported $620 million in unspent
Section 94 levies.12
This state of affairs may stall the projected new dwelling growth assigned to Sydney’s planned
growth areas and the important infrastructure projects these levies are designed for,
emphasising the important relationship between infrastructure financing models and
subregional growth.
11

Property Council of Australia, Ripe for Reform: A submission to the IPART Review of the Revenue Framework for Local Government,
September 2008, p7.
Ibid.

12
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Infrastructure funding options should consider generational and horizontal equities and
ensure levies do not negatively impact the long term growth of the subregional housing
market. To this end, the Government should consider other options for funding infrastructure,
such as the Tax Increment Financing model used in the United States, as a way to ensure local
infrastructure is built to accommodate localised growth.
Recommendation: Consider the use of other funding models for delivering local infrastructure.

3.3 Involving the private sector
3.3.1 Infrastructure Delivery
With increasing pressure on the NSW budget, private sector investment is critical to ensure
projects come to fruition. Not only do Public Private Partnerships (PPPs) provide an option for
infrastructure delivery while shielding taxpayers from financial risks, research undertaken by
the Allen Consulting Group for Infrastructure Partnerships Australia has found that PPPs result
in superior results in respect of cost over‐runs, time delays, and transparency:
“Our overall conclusion is that PPPs provide superior performance in both the cost and
time dimensions, and that the PPP advantage increases (in absolute terms) with the
size and complexity of projects....In contrast to commonly held perceptions about the
relative transparency of PPPs, we found that PPP projects were far more transparent
than traditional projects, as measured by the availability of public data for this
study.”13
Despite the overwhelming benefits of PPPs, NSW has suffered from a lack of consistency in
tendering and contracting processes, and PPPs have been undertaken on an ad hoc basis with
mixed success. In an environment of economic uncertainty, the need for consistency in
attracting companies with the right skills has never been greater. The NSW Transport
Blueprint needs to provide for greater private sector involvement in infrastructure delivery to
ensure plans and objectives are achieved.
As an example, the International Association of Public Transport (UITP) recently noted that a
method to help fund metro systems could be in:
“deriving optimal value from property and real‐estate assets along metro lines and
around metro stations… Construction of a metro system must make allowance for the
project’s potential beneficiaries (e.g. employers, property owners) so that the
appropriate instruments are developed in order for these people to contribute to the
system’s funding.”14
Indeed, in the case of Delhi’s new metro system, seven per cent of the costs were met by
raising money through property development.15 This approach should be explored, along with
other innovative funding techniques, for the Sydney metro network.

13

The Allen Consulting Group, Performance of PPPs and Traditional Procurement in Australia, November 2007, p32.
UITP (2003) The Metro: an opportunity for sustainable development in large cities, Position Paper.
15
E. Sreedharan (2007) Delhi Metro – The changing face of urban public transport in India, in UITP, ‘Public Transport International magazine’,
November/December 2007 edition.
14
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The detailed issues of procurement is further addressed in the submission by Infrastructure
Partnerships Australia (IPA). However, TTF sees a much larger role for funding partnerships
with the Federal Government and the private sector if we are to meet the NSW’s transport
infrastructure ambitions.
3.3.2 Service provision
Public transport is a key driver of economic activity and serves broader social outcomes.
Private sector involvement in transport provision needs to balance the social provision of
services with the need to drive economic efficiency ‐ with corresponding compensation from
government for the former and incentives for the latter. Private sector service contract
models allocate clear lines of responsibility for government and the operator, allowing both to
better focus their attention on customer outcomes and efficiency. There is an opportunity for
the government to better harness the skills of the private sector in the long term provision of
transport services, and these should be considered in a long term Transport Blueprint for
NSW.
Recommendation: Use the private sector to help deliver ambitious capacity building transport
infrastructure programs and for the provision of transport services.
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4. Governance
A lack of cross departmental communication informing government decisions is hindering
business growth and activity on the NSW transport system. Different agencies have created
different plans with minimal consultation or communication with other impacted agencies.
For instance, land release has not been adequately linked with long term transport
infrastructure strategies. Effective co‐ordination of government departments, by maintaining
a productive balance between competing departmental priorities, is not being achieved. This
has led to poor decisions, uncertainty for the private sector and competition among mode
operators, such that bus and train services compete for the same customer base.

4.1 Transport Co‐ordination Authority (TCA)
The first task of a new transport strategy for Sydney must be to bring the system’s various
modes into the same orbit, under the jurisdiction of a single agency. NSW Transport and
Infrastructure has commenced this process, enabling strategic planning across service
providers. However, clear lines of responsibility between the agency and operators are
unclear.
Queensland has already successfully introduced the TransLink Transit Authority which acts as
a ‘one‐stop shop’ for service coordination, integrated planning, marketing and branding,
infrastructure delivery, and customer information. TTF advocates for the establishment of a
similar authority for NSW, based on this model, by expanding the authority of the new super‐
agency and giving private sector infrastructure providers as well as commuters a single point
of contact.
Sydney realised the benefit of a TCA during major events such as the Olympics, but these
agencies are closed down once the event is complete. It is vital that NSW has a unified,
permanent transit authority with a mandate to make tough decisions and to be an advocate
for whole‐of‐government transport policy.
Case Study ‐ Transport for London
Transport for London was established in 2000 and is the integrated body responsible for
London’s transport system. Its main role is to implement the London Mayor's Transport
Strategy and manage transport services across the city, including buses, the underground rail
network, Docklands light rail, overground rail, tramlink, river services, and the Victoria Coach
station.
However, Transport for London goes beyond just service delivery. It also has a number of
other responsibilities, such as managing the congestion charge, maintaining roads, regulating
the city's taxis and private hire trade, making London's transport more accessible, and
promoting a range of walking and cycling initiatives.
Transport for London provides a holistic approach to transport ‐ regulating, planning, and
operating transport modes within the greater London area. Such a model should be adopted
in Sydney.
Recommendation: Establish a new Transport Co‐ordination Authority or expand the authority
of the NSW Transport and Infrastructure Department.
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4.1.1 Establishment of a Transport Marketing Group
Sydney is the only major city without a “customer‐facing” public transport group. The
establishment of a dedicated transport marketing and customer service body, to focus
primarily on the integration of the network, is a necessary step in the development of a truly
integrated transport strategy. The group, established either within NSW Transport and
Infrastructure / Transport Co‐ordination Authority or as a separate body, would have two
major roles:
To ensure transport integration is the primary focus in decision processes relating to
strategic transport marketing and planning in NSW; and
To act as a one‐stop shop for information and marketing to public transport
customers.
Ideally, through both roles, the group would be responsible for improved coordination
between different service providers; the development of integrated ticketing solutions and
fare restructuring; the standardisation of public transport signage and coordination of
information dissemination; and the promotion of sustainable transport, focusing on travel
behaviour change programs. This should be across all private and public operators ‐ at present
the Transport information service 131500 does not provide information on Sydney’s light rail,
monorail, and private ferry services.
Case Study ‐ Metlink
Metlink is the face of public transport in Melbourne. A partnership between Melbourne’s
train, tram and bus operators, Metlink provides customers with a single point for information
about services, fares and ticketing. Metlink is also responsible for introducing new way‐finding
signage across the network. Using public transport in Melbourne is made easy thanks to the
Metlink website and journey planner, customer call centre, timetables and user‐friendly
pocket guides.
Metlink’s services are provided on behalf of:
• The metropolitan public transport operators: Connex, Yarra Trams and bus operators;
• The Victorian State Government under the Department of Transport and within the
Public Transport Division; and
• Regional transport operators: bus operators and V/Line Passenger.
Metlink is also responsible for accepting customer feedback, tracking lost property, providing
advice on new ticketing initiatives, instigating research, collecting data, collecting revenue,
and managing a public transport think tank. It undertakes many promotions and activities
relating to the uptake and use of public transport.
Recommendation: Establish a single Transport Marketing Group.
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5. Operations
There is a substantial opportunity for the government to achieve service improvements by
using existing transport infrastructure more efficiently. Overcrowding and associated
problems occur primarily during limited periods in the day. Despite all the problems
experienced on transport networks, public transport systems across the country do have extra
capacity during the off peak and shoulder periods. Ten per cent of total trips in Australian
cities are taken on public transport over the course of a day. However, for commuting
purposes (peak periods) this rises to 16 per cent.16
Public transport trips as a share of all trips, 200617
Sydney Melbourne Brisbane Adelaide Perth Hobart Canberra Darwin TOTAL
Commute 22.7%
14.8%
14.7%
10.6% 11.0% 7.1%
8.6%
5.1%
16.1%
All day

13.3%

8.4%

9.0%

5.7%

6.5%

4.3%

5.7%

7.2%

9.5%

The rise is even greater when reviewing the share of trips to major centres of interest. In
Sydney, journey to work trips to the CBD by public transport account for 77 per cent of all
trips.18 For the remainder of the day the system carries considerably fewer commuters.
There is substantial scope to make better use of the transport infrastructure we already have.
Spreading the demand load – by shifting some trips from peak to off‐peak times, or between
modes where there is greater available capacity ‐ would allow existing infrastructure to
operate more efficiently. Such efficiency gains, through better management of travel demand,
can significantly improve the amenity and reliability of public transport and enable a
smoother flow of traffic.
Traditionally, investment in operations has taken a back seat to large scale infrastructure
projects despite such investment resulting in clear benefits for network efficiency and the
commuter experience. It is imperative that the NSW Transport Blueprint provide for
substantial investment in operations to optimise existing infrastructure and establish
frameworks for the operation of future large scale infrastructure investments.

5.1 Technology world leader
Technology creates opportunities for both operators and commuters. It has the potential to
change the way operators deliver services and use infrastructure and the way commuters
interact with transport networks. NSW must be at the forefront of transport technology if it is
to keep pace with the needs of individual commuters to fulfil social, environmental, and
economic objectives through service delivery.
Long term underinvestment in emerging technologies to date has come at a significant
opportunity cost for NSW transport that is only now being felt. The delay of integrated
smartcard ticketing has discouraged multi‐modal journeys. The delay of the Public Transport
Information and Priority System (PTIPS) on key transport corridors has impacted the speed
and reliability of bus services. With increasing pressure on energy efficiency, delayed
16
17
18

Bureau of Infrastructure, Transport and Regional Economics, Urban passenger transport: how we move around Australian cities, 2009 p2.
Ibid.
NSW Transport & Infrastructure, Transport Data Centre 2007 Household Travel Survey Summary Report, 2009, p3.
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investment in alternative fuels has made NSW transport operators more vulnerable ahead of
the introduction of the Carbon Pollution Reduction Scheme.
There are many examples of the successful implementation of transport technologies
nationally and internationally. While cost may inhibit the introduction of more ambitious
technologies in Australia in the short term, such as the magnetic levitation trains seen in
Japan, in the medium to long term densities and population growth will require large scale
investment to ensure public transport systems remain competitive with other transport
modes.
In Brisbane, Queensland Rail (QR) has announced the introduction of wireless internet on
trains. Using systems being installed for the live stream security monitoring of rail carriages,
QR will also provide wi‐fi access to passengers ‐ thus increasing the service offering.19 Ensuring
our transport systems are wireless is an investment in ensuring travel time is not wasted time.
Transport technologies will also be critical in combating emerging issues, such as climate
change. In Perth the trial of three hydrogen fuel cell buses between 2004 and 2007 was the
first of its kind in the world. Aimed at overcoming issues with fuel emissions from vehicles,
Perth set the standard by providing researchers and manufacturers with live research into the
performance of the emerging technology and its application to transport.20
Meanwhile, the Hong Kong Jockey Club will introduce the world's first solar‐powered ferry
service in November 2009. Designed by the Australian company Solar Sailor, the ferry uses a
design that harnesses wind and sun. 21 Primarily, the vessel will be used for education and
demonstrations, but will still enable the manufacturer to test the emerging technology for
wider use in the future.
NSW has an opportunity to lead the world in innovation and in the application of emerging
technologies. TTF strongly endorses investment in research and development and the
installation of new technologies on the transport network. To this end, technology must be a
primary focus of a long term transport vision for NSW.
Recommendation: Become the leader of technological advancement by increasing investment
in transport technologies to improve network efficiency and encourage transport behaviour
change.
Case study ‐ Information systems
The two main transport customer profiles are the regular and non‐regular commuter. To date,
the delivery of transport information in NSW has focused on the regular commuter, with each
transport operator inundating their regular customers with information in isolation from
other operators. The 131500 initiative was a first step towards an integrated approach to
information but has lacked the innovation required to meet the needs of an increasingly
technology savvy customer base. As such, commuters have been left behind those in other
states in respect of mobile phone applications, real‐time station/bus stop/wharf information,
and integrated internet information.
19

Sighted at http://www.zdnet.com.au/news/communications/soa/Qld‐to‐build‐Wi‐Fi‐into‐trains/0,130061791,339295941,00.htm,
th
September 24 , 2009.
20
th
Sighted at http://www.transport.wa.gov.au/greentransport/19524.asp, September 24 2009
21
th
Sighted at http://english.ntdtv.com/ntdtv_en/ns_china/2009‐09‐16/790663317423.html, September 24 , 2009.
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In contrast, Metlink in Melbourne has delivered an iphone application that enables users to
plan their individual journeys, save them to a “Favourites” folder and review in real time when
the next tram or train will be reaching their chosen stop or station. Access to reliable
information provides commuters with the ability to properly manage their time and
encourages greater use of the transport network.
TTF understands that a new contract for the delivery of information systems is currently being
developed. The new contract must ensure NSW becomes the leader in access to quality
reliable information for commuters. This information must be real‐time and available in
multiple forms, catering for the variety of ways in which individuals use technology. A long
term vision for NSW Transport needs to include significant investment in information
technology to ensure commuters are kept up to date on their individual transport choices. It
also needs appropriate technological flexibility to deal with changes in the way people gather
transport information.

5.2 Demand management
Travel pricing mechanisms in Sydney, such as the use of road tolls, have developed in an ad
hoc manner, without reference to network‐wide traffic flow considerations or regional equity.
Equally, inconsistent fare structures for public transport services mean there are different
pricing incentives for commuters in different parts of the city. This does not lend itself to the
application of city‐wide transport strategies, and reinforces transport disadvantage in some
areas.
5.2.1 Expand Use of Off‐Peak Public Transport Fares
Reduced off‐peak fares should be a permanent fixture of any effective travel demand
strategy. TTF welcomed the Government’s trial of a 50 per cent fare discount for off‐peak rail
commuters on the Western and Carlingford lines in 2008 ‐ although recognises that the
execution of the trial (not applicable to weekly tickets) may have impeded more favourable
results ‐ and supported the introduction of the Family Funday Sunday ticket. The government
should consider off‐peak concessions across the entire transport network to reduce
overcrowding in peak periods on all modes. The Victorian Government, for example,
introduced free travel for commuters reaching their destination before 7am. The
implementation of a new electronic ticketing system (Myki) will also provide greater flexibility
to offer different prices at different times of the day.
5.2.2 TravelSmart
Travel behaviour change programs, such as TravelSmart, can be effective in encouraging
greater use of sustainable transport alternatives. These programs, however, have not been
developed to the same degree in NSW as they have in other jurisdictions. TravelSmart
programs can involve grants; partnerships with local governments, schools, businesses and
community groups; and specifically tailored marketing campaigns designed to promote
sustainable transport options. TravelSmart websites also provide links to research, tool kits for
businesses and community groups, carpooling organisations, and to other similar programs
around the world. NSW does not currently have a Travel Smart website. More investment in
travel behaviour change could assist in reducing car dependency in Sydney and building a
sustainable transport culture.
Recommendation: Implement demand management tools to spread the demand for public
transport into off peak periods, thus using infrastructure more efficiently.
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5.3 Ticketing
5.3.1 Fare Rationalisation
For a future NSW Transport Blueprint, it is imperative that modes operate in conjunction with
one another rather than independently. TTF advocates for the rationalisation of transport
fares as a first step towards improved network integration. Irrespective of the introduction of
smartcard ticketing, a single integrated fare system, either zonal or distance‐based, should be
introduced in Sydney as a short term priority.
The number of fare products in Sydney (currently at least 193) discourages the use of public
transport and adds to confusion for commuters and tourists. With few exceptions, each
transport operator supplies individual tickets enabling commuters to travel between
nominated given stops. Commuters are not entitled to change modes and in some cases are
not entitled to change to a different service on the same mode serviced by the same operator.
Having independent pricing models for each transport operation produces a complex,
fractured public transport system. Commuters are unable to move flexibly and are confined to
set movements between two destinations.
Furthermore, the current fare structure supports inequities between mode travel and
destination. The fares to Sydney airport make it cheaper to travel from Central Station to
Kiama 119 kilometres away (single adult fare $13.60), than to travel the eight kilometres to
Sydney Airport (single adult fare $14.80). It also can be cheaper for two people to catch a taxi
to the city from the airport than to catch the train. The removal of such pricing inequities will
enable the more efficient use of transport infrastructure.
5.3.2 Improved Ticketing Technology
The implementation of an easy‐to‐use public transport ticketing system will be a major step
forward for Sydney’s public transport operations. The current delay in the development of
such a system has been a black mark on Sydney’s reputation as a global city. A smartcard
ticketing system would not only make services easier to use, it would speed up travel times by
allowing passengers to board and disembark vehicles more quickly.
Ticketing technology will be crucial in driving the efficient use of available infrastructure,
enabling operators to use pricing points to facilitate behaviour change, such as off‐peak fare
discounting, by providing a mechanism for flexible differential pricing.
The Government should not be overly prescriptive about the type of technology to be used in
its development of smartcard ticketing. The selection of technology and a provider should be
based on achieving the best value‐for‐money for taxpayers, while delivering the greatest
benefit for the public transport customers. With this in mind, ticketing products should also
cater for technological advancements, with the ability to not only provide public transport
ticketing but also enable the purchase of other retail items and services.
Recommendation: Improve ticketing in Sydney through the immediate rationalisation of fare
structures and implement smartcard ticketing.
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5.4 Service frequencies
Providing better service frequencies is important for encouraging public transport use and
catering for patronage growth. Not only does it require the more efficient use of
infrastructure, it can also lead to improvements in commuter comfort by reducing
overcrowding, and the overall public perception of public transport. However, frequency
improvements can not always be achieved in the short term requiring a combination of
infrastructure investment and operational efficiencies.
Improving service frequencies should be a key priority for the government and operators. The
Independent Transport Safety and Reliability Regulator survey of CityRail customers for 2009
found that 52 per cent of customers chose “frequency of service” as their highest priority,
followed by punctuality (35 per cent).22 The fact that commuters rate frequency higher than
reliability indicates a willingness to use the system more if the number of services met
commuter expectations ‐ this also indirectly provides valuable insight into the perceptions of
timetables to the rail commuter. TTF advocates for the government to review the need for
timetables on trunk public transport services.

5.5 Bus Measures
5.5.1 Bus Governance
Bus networks are not only an attractive public transport mode because of their flexibility and
speed but also the crucial component of a long term transport network strategy. Owing to the
long construction timeframes for major rail projects, buses provide the solution until those
projects come into operation and urban densities grow. As a transition solution, efficient bus
services will be critical for attracting commuters to public transport over the long term.
It is imperative in an integrated system that all services operate in conjunction to move
passengers from A to B. There is a need to integrate any new transport infrastructure with
existing links to ensure that stations become transport hubs, not underused resources.
Achieving this will require a reorganisation of the bus network, connecting surrounding
suburban areas with the proposed metro, current heavy rail lines, and transitways. Using
buses as ‘feeder systems’ will be important in ensuring the bulk‐load transport systems are
adequately patronised.
A long term vision for Sydney should include a new system of smaller buses, catering for up to
12‐15 people, throughout Sydney. These smaller buses are used extensively in Europe and
provide quick, easy access for commuters to connect to major transport hubs, while being
small enough to negotiate streets that large buses cannot. Smaller buses can also provide a
valuable social service.
5.5.2 Bus contracts
The NSW bus reform process has made significant progress in the development of a
comprehensive integrated bus system. However, over the short‐to‐medium term, further
changes will need to occur, particularly in relation to the allocation of Community Service
Obligation payments, route design, and capital expenditure. Franchise agreements must
create a level playing field for public and private sector operators, with incentive payments
geared towards the efficient delivery of quality passenger services while at the same time
maximising the dollar value of taxpayer investment. In this sense, franchise contracts must be
22
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flexible enough to allow the operator to innovate and should not slow down the delivery of
new capital assets ‐ the lengthy turnaround for the delivery of additional growth buses to the
Hills region in Sydney following a 14 per cent increase in patronage is a case in point. 23
TTF believes that the following areas should be considered in regard to bus contracts:
• Competitive tendering of all contract areas with a 10 year contract terms to provide
stability;
• Contracts to be staggered so that not all contracts expire in the same year;
• Restriction of the number of contracts which one operator can hold to maintain
competition in the market place ‐ for example, a specific percentage of the total
Sydney bus fleet;
• Contracts to specify timetables, and standards for operations, vehicles, marketing,
customer service, on time running, and passenger safety;
• Service planning to be a shared responsibility between a specialist unit in NSW
Transport and Infrastructure and the operators – with final specifications to be
approved by the Government;
• The Government to take advantage of combined purchasing power in such areas as
fleet procurement, particularly given the Government currently funds these purchases;
• Cooperation between bus operators and operators of other passenger transport
modes to be entrenched in contracts and operational philosophy;
• Greater emphasis to be placed on connectivity between services in terms of transport
operations, information access and customer service; and
• Key assets, including depots, to be controlled by the Government to ensure maximum
competitiveness in the tender process.
Recommendation: Enhance bus services through a review of governance frameworks and
improvements to bus contracts.
Apart from the regular passenger transport services provided under bus contracts, there is a
range of bus transport services provided for disadvantaged groups in the community by
community transport operators. These groups include isolated families, the frail aged,
younger people with disabilities, and their carers. Where conventional public transport
systems are not generally viable or appropriate, community transport provides transport
disadvantaged people with access to recreation, shopping, medical care, social services and
social contact. These services are provided under the Home and Community Care (HACC) and
Community Transport (CT) programs.
There is currently a gap in the provision of services for those who are less able or unable to
access regular public transport and those who are less mobile, as identified in the Unsworth
Report. The subsequent inclusion of ‘community kilometres' in bus contracts was intended to
address this gap.
Given Sydney’s ageing population, demand for these door‐to‐door services and more flexible
transport services will continue to grow. As mentioned previously, the importance of
transport services in providing access to retail and medical services as well as recreational and
social activities cannot be underestimated.
23
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TTF recommends that:
• Community kilometres accompanied by sufficient funding to provide services be
retained in bus contracts;
• The relationships between community transport operators and bus operators be
strengthened to improve the delivery of services and to close the service gap;
• There is sufficient funding provided under the HACC and the CT programs to meet the
growing demand for services; and
• Regional co‐coordinators in the Transport and Infrastructure Department be retained
to assist with the co‐ordination and delivery of services, particularly in regional areas.
Recommendation: Ensure funding for “community kilometres” in bus contracts and increase
funding to meet community transport demand and elimnate gaps in public transport
provision.
5.5.3 Expansion of bus lanes
Bus lanes in Sydney have proved an effective way of reducing bus travel times and increasing
public transport use. While the State Government has been largely successful in the roll‐out of
part‐time bus lanes, much more can be done. In particular, the hours of operation for bus
lanes could be extended to reflect the increasing length of transport peak hours. Bus lanes
can also be beneficial for services operating in a ‘contra‐flow’ direction (that is – against the
flow of peak traffic) to ensure buses can get back to the beginning of their run quickly. The
Government should also work with local councils to expand the use of bus lanes into new
growth areas and in areas where only bus services operate.
5.5.4 Public Transport Information and Priority System (PTIPS)
The roll‐out of PTIPS needs to be fast‐tracked to improve bus travel times and encourage
more people onto public transport. Already employed with success on the Northern Beaches,
PTIPS technology enables commuters to access real‐time information about bus times and
enables buses to get traffic light priority to ensure they run according to schedule. Similar
systems operate across the country. Melbourne’s roll‐out of the Smart Bus program, for
example, commenced in 2002 and now operates on major arterial roads. This is a good
example of how PTIPS can be incorporated into an integrated planning strategy.
Recommendation: Increase investment in bus priority measures as outlined 5.5.3 and 5.3.4.

5.6 Integrated Ferry Services
A major disincentive to ferry use has been the lack of integration between routes. With
independently operating routes, Sydney Ferries commuters are being forced to travel to
Circular Quay even if their journey is only across the harbour. For example, a passenger
wanting to travel to Woolwich from Drummoyne is given just two services a day, spaced 10
hours apart, to make this seven minute journey across the harbour. This has contributed to
the under‐use of the ferry network. The creation of several key wharves as service integration
points, such as Balmain and Drummoyne, would enable better interaction between services
and decrease congestion at Circular Quay.
Recommendation: Improve the integration of ferry services and consider other ferry hubs
west of the Harbour Bridge.
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5.7 Park and Ride
TTF strongly supports extending the Government’s existing commitments to the development
of ‘Park & Ride’ car spaces at train stations, bus and light rail interchanges, and ferry
terminals. Improved car parking will further encourage the transition from private vehicle to
public transport for medium and long range journeys into urban centres. Where space is
restricted, TTF also supports the construction of private parking facilities multi‐level car parks
and better use of ‘airspace’ over transport corridors can allow more people to drive to their
nearest station near transport hubs and encourages the Government to make land available
for commercial parking developments where possible.
Recommendation: Increase investment in Park & Ride facilities.

5.8 Expanded Clearways
Better management of the road clearways system would ease traffic congestion at pinch
points in both peak and off‐peak periods. Clearways enable a smooth flow of car and bus
traffic by removing parking from major roads. However, in Sydney, clearways have tended to
be limited to generalised definitions of ‘peak periods’ and major events, and focused on radial
weekday routes.
The government must recognise that the peak period now extends beyond the regular
definition and cross city non‐radial routes are increasingly being used, especially on
weekends. As a result, off‐peak and weekend traffic has become as serious a problem as the
normal weekday peak period. Better management would involve the use of road clearways
during periods of localised traffic congestion.
TTF recommends a trial of off‐peak clearways on arterial routes including Victoria Road,
Military Road, King Street, and Parramatta Road, with a view to expanding the trial in the
future. This should commence between 9am and 12pm on Saturdays in both directions. Note
that investment would need to be made in off‐street parking on these roads to ensure
businesses are not disadvantaged by the changes. This should be done in co‐operation with
local councils.
Recommendation: Expand the clearways network, particularly on arterial roads in weekend
periods.

5.9 Road Toll Rationalisation
With the move to cashless tolling, the introduction of a single road toll structure, such as per‐
kilometre distance tolling, should be considered on the entire Sydney Orbital network.
Sydney’s toll roads are an important part of an integrated transport system, removing traffic
from local roads and allowing bus operators to deliver faster services to key areas of Sydney.
While the cost per‐kilometre for the construction and maintenance of Sydney’s toll roads
differs greatly, the enormous differences in commuter costs on individual roads has created
animosity between various regions in the metropolitan area and led to people not perceiving
the Sydney Orbital as one road network. This has been compounded by the NSW
Government’s policy of subsidising motorists on some toll roads and not on others.
Recommendation: Harmonise tolls on the Sydney road network.
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5.10 Road Pricing
TTF supports the use of demand‐side measures such as a system of road pricing based on
kilometres driven and vehicle fuel efficiency. Under such a scheme, registration and stamp
duty would be charged retrospectively based on kilometres driven each year and the fuel
efficiency of the vehicle. At present, energy efficiency has no bearing on either fee. In fact,
current exemptions encourage energy inefficiency, such as for SUVs. A series of amendments
to how stamp duty is imposed by NSW will provide a framework to alter demand for energy
efficient vehicles.
Currently no jurisdiction in Australia links registration charges with CO2 emissions, and only
the ACT intends to link stamp duty with CO2 emissions, from 2009. Some Australian states do
offer discounts for hybrid vehicles. Victoria, for example, provides a $50 discount on
registration for hybrid vehicles. Similarly, the City of Sydney prices resident parking permits
depending on vehicles rating in the Australian Government’s Green Vehicle Guide.
Linking road pricing with fuel efficiency and the kilometres driven would provide a more
comprehensive pricing mechanism that reflects an individual’s greenhouse gas emissions and
usage of road networks. Those that pollute the most and use road infrastructure more
frequently would pay more compared with those who own efficient vehicles and use them
less frequently.
TTF would support a nationally consistent alignment of registration and stamp duty charges
based on vehicle emissions.
Case study ‐ ACT Green Vehicles Duty Scheme
The ACT “Green Vehicles Duty Scheme” provides a good model for amendments to both fees,
whereby all new light vehicles are given a Green Vehicle Rating on which stamp duty rates are
applied. Essentially, the better the rating, the less stamp duty is paid. The ratings are based on
a combination of the vehicle’s greenhouse rating and its air pollution rating from the
Commonwealth Green Vehicle Guide. Such incentives can be used in other states and
territories, though attention should be paid to the fact that any increases in the current base
rate of vehicle stamp duty could be viewed as revenue raising and defeat the purpose of the
scheme.
Recommendation: Consider the development of a new national road pricing regime which
would levy registration and stamp duty depending on road use and vehicle emissions.
5.10.1 Government Funding and Procurement
The Government should invest in its own hybrid fleet of vehicles as a way to encourage the
increased use, manufacture and research and development of low‐emission vehicles in
Australia.
TTF supports the $500 million Green Car Innovation Fund, including $35 million for Toyota to
support the manufacture of a hybrid Camery in Australia. However, the fund is not due to
commence until 2011, following the introduction of the CPRS.
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Introducing tougher standards for government procurement is a cost effective way of driving
innovation and improvement in the fuel economy of Australian vehicles, given seven per cent
of new vehicle sales in Australia are from government.
Recommendation: Require tougher fuel economy and CO2 emissions standards be met for
government vehicles and decrease the numbers of those eligible for these vehicles.
5.10.2 Carbon Pollution Reduction Scheme (CPRS) and Fringe Benefits Tax (FBT)
A key feature of the CPRS is the provision of fuel offsets to private road transport, reviewed
after three years, and road freight, reviewed after one year. These offsets essentially shield
road users, in the short term and beyond, from any additional fuel price increases resulting
from the CPRS.
This perverse outcome of the proposed scheme, as it stands, will be a financial disincentive for
people to use public transport. At the very least, the scheme should provide a level playing
field between private and public transport.
Similarly the current tax system benefits employees who drive salary packaged cars but not
those who use public transport. The application of the statutory formula to car fringe benefits
cost the federal government approximately $1.6 billion in 2007‐08 and is one of the largest
government tax expenditures. The level of this benefit actually increases with the number of
kilometres the employee drives – providing a financial incentive to drive more. No such
benefit is available to people who use public transport or bicycles – resulting in a market
distortion which encourages people to drive to work and increases the level of traffic
congestion on urban roads.
TTF notes the NSW Government’s long term stance in favour of a level playing field for the
application of FBT between public and private transport and encourages the NSW
Government to continue its advocacy on this issue.
Recommendation: Through COAG, seek equity across public and private transport in the tax
system and under the CPRS.

5.11 Pedestrians and bicycling
A long term vision for NSW transport must include investment in cycleways and car free zones
for pedestrians. Each will be an increasingly important part of the transport mix as urban
consolidation intensifies. Both are ideal for short range journeys and add to the amenity of
public spaces. However, a step change needs to occur within our urban centres such as
Sydney, which are geared towards road based travel. Currently, traffic lights favour vehicles,
footpaths are sacrificed for road space, and cyclists are forced to travel in general road traffic
in CBDs.
Local governments are playing their part, with the City of Sydney’s Sustainable City 2030
vision including a cycling and pedestrian strategy that sets targets of at least 10 per cent of
trips made in the city by cycling and 50 per cent of trips by walking by 2030.24 In Queensland a
bicycle sharing scheme has been introduced by Brisbane City Council with 2,000 bikes to be
24

City Of Sydney, Sustainable Sydney 2030: City Of Sydney Strategic Plan Final Consultation Draft, 2008, p34.
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made available for hire over the next 20 years.25 However, there is also an important role for
state governments in this space. In Victoria, the recently released Victorian Transport Plan
committed $100 million in increased funding for bicycle lanes and shared walking and cycling
paths on priority bicycle routes, and $5 million for a new public bicycle hire scheme for inner
Melbourne.26 In a recent initiative, the federal government has also allocated $40 million to a
nationwide bike paths program.27
While this investment is relatively small compared with the investment in large scale
transport infrastructure projects, riding and walking needed as viable transport modes for
short range journeys and are important to the long term future of transport in NSW.
Recommendation: Improve pedestrian access and cycling policies.

25

Moore, Tony, Wheels in Motion for Public Hire Plan, Brisbane Times, 11 February 2009, sighted 12 February 2009 at
http://www.brisbanetimes.com.au/news/queensland/wheels-in-motion-for-public-bike-hire-plan/2009/02/11/1234028074268.html
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State of Victoria, Victorian Transport Plan, 2008, p107.
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Hudson, Phillip, $42b stimulus package: Rudd cuts a deal with Xenophon, 13 February 2009, sighted 13 February 2009 at
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6. Transport and planning
Transport planning cannot be separated from urban planning. If Sydney is to continue
growing, that growth should be planned to take place along designated transport corridors
with appropriate infrastructure and services. There is considerable scope for urban renewal
and greater densities along many existing corridors. Old planning paradigms of urban sprawl
and big‐box retail developments based exclusively around private transport are no longer
acceptable. A more strategic approach to managing growth and integrating urban planning
with transport planning is required. The Melbourne 2030 model and 30‐Year Plan for Greater
Adelaide may be useful starting points for future strategies to better integrate transport and
urban planning in Sydney.
The urban profile of many suburban parts of Sydney – low density, low levels of public
transport use, and high levels of car dependency – shows a systemic failure of land‐use
planning strategies for this region over several decades.
In an era of rising fuel prices, concern about greenhouse gas emissions, and rising traffic
congestion, it is no longer acceptable to develop communities on the urban fringe with such
limited access to transport choices and employment options. Looking forward, Sydney must
find more sustainable ways to grow. Further land release without appropriate infrastructure is
not the solution for development in NSW. The best way to maximise the effectiveness of the
current and planned transport system is to increase metropolitan density and to ensure that
population growth matches employment growth – to reduce commuter travel distances.

6.1 Consumer demand
Demand for public transport in Sydney is inextricably linked to the supply of services. The
increase in demand for public transport in the past year follows trends seen in other
Australian capitals, but growth in Sydney remains low relative to that seen elsewhere.28
2008‐09 Patronage growth by city and mode
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Information supplied to TTF by each transport operator in each capital city.
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Demand is impacted by several factors, including marketing, ease of access to reliable
information, frequency, reliability of service, and cost. However, in Sydney there is a shortage
of opportunity to use public transport and of the infrastructure required to provide this
opportunity, particularly in urban fringe areas. Recent data released by the Australian Bureau
of Statistics Research (ABS), shows there is a strong appetite among home‐buyers in particular
for good transport options ‐ 63.4 per cent of people who have moved house in Sydney over
the past three years nominated ‘accessibility’ as a reason for doing so. These ‘movers’ are
more likely to use public transport than ‘non‐movers’. The table below shows the mode
choices for journeys to work of movers and non‐movers.
Mode of Transport
Motor vehicle ‐ driver
Motor vehicle ‐ passenger
Train
Bus
Total Motor Vehicle
Non Motor Vehicle

Movers
(%)
57.1
5.6
19.3
16.3
62.7
37.3

Non
(%)
74.3
5.1
15.9
10.0
79.4
20.6

Movers

*Movers defined as people who have moved home in the past 3 years

Government policy should be focused on catering for and encouraging this demand by
ensuring that home movers – and particularly first home buyers – have good access to public
transport.
The NSW government should take a long‐term approach to both land use planning – to
control what type of housing is built and where – and transport planning – to ensure that
there is equitable access to public transport in all areas of Sydney, especially growth areas.
Centralised transport and land use planning offers the potential to significantly reduce the
social and environmental costs of inefficient networks and urban sprawl.
Recommendation: Improve the integration of land use planning and transport planning.
Case study ‐ First Home Owners Grant
Of the 1,485 new homes purchased in Sydney between October 2008 and June 2009, more
than half are in postcodes in which public transport use is below the average of 24.7 per cent
of all trips to work. Overall, 38.3 per cent of new build first homes purchased with the
increased First Home Owners Grant (FHOG) are in suburbs in which fewer than 20 per cent of
residents use public transport.
These figures mean that while the increased FHOG has been successful in encouraging first
home buyers into the market, many of those buyers are purchasing homes in suburbs with
poor public transport options – entrenching car dependency and urban sprawl.
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Postcode

Suburb(s)
Girraween / Greystanes/
Wentworthville / Westmead
Kellyville/ Rouse Hill
Blacktown/ Prospect
Liverpool/ Casula/ Warwick
Farm
Mascot
Glenfield
Auburn
Guildford
Northmead

2145
2155
2148
2170
2020
2167
2144
2161
2152

‘New’ Build %
Using
Public
Grants*
Transport to Work**
127
82
73

22.4%
6.0%
16.3%

67
51
51
48
45
42

13.7%
31.0%
24.6%
31.6%
17.6%
12.2%

* Source: Office for State Revenue, NSW
**Source: ABS, 2006 Census. For simplicity, this excludes multiple transport modes.

The table below shows how first home buying patterns affect traffic levels. If Sydney first
home buyers using the expanded grant travelled to work exclusively by car, they would
account for 1,002,275 peak hour trips per annum. If their public transport use matched the
average in their new postcodes, they would account for 738,483 peak hour trips per annum.
However, if their public transport use matched the average in St Leonards – where high
density housing is built around a public transport hub – they would account for 468,109 peak
hour trips.
In short, the expanded FHOG scheme has resulted in 270,000 more peak hour trips per annum
than it would have done had the recipients moved to suburbs with good access to public
transport. This presents serious strategic challenges for federal and NSW government policy.
Category

Peak Hour
Trips
Total annual work trips taken by FHOG recipients 1,002,375
assuming all trips taken by car
Likely private car trips assuming FHOG recipients match 738,483
their postcode average of public transport usage
Private car trips had FHOG averaged the 37.3 per cent 628,489
public transport usage for ‘movers’
Private car trips had FHOG averaged the 53.3 per cent 468,109
public transport usage for residents of St Leonards
Assumptions: 45 work weeks, 5 days per week, 1.5 workers per house, and 2 trips per day

Recommendation: Working with the Commonwealth, better co‐ordinate government policies,
such as the First Home Owners Grant, with transport planning.
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6.2 Targeted growth along transport corridors
Transport needs to support economic growth and facilitate responses to economic and
demographic change. The challenges and opportunities facing Sydney and other major urban
centres in NSW require a paradigm shift in the way the urban form is shaped. Simply allowing
urban sprawl without any consideration to infrastructure and mobility is inadequate to meet
the needs of residents in the future.
A more sustainable urban form consisting of mixed‐use development concentrated along
transport corridors will create transit‐connected cities, by reducing the over‐reliance on
private vehicles through improvements in the proximity of residents to shops, services and
transport. Such a strategy will transform the way housing and employment is delivered, and
the way residents interact with cities, through the creation of multiple economic and social
activity centres. Such a strategy has recently been put forward in Adelaide where the South
Australian government has proposed a target of locating approximately 60 per cent of
metropolitan Adelaide’s new housing within 800 metres of current or extended transit
corridors.29
6.2.1 Transit Oriented Development (TOD)
Transit Oriented Development (TOD) is one method for urban renewal targeting key transport
nodes. The strategy has emerged as world’s best practice with regard to transport and urban
planning, and is increasingly being adopted in Australia, including in Sydney at St Leonard’s
and Chatswood stations. TODs decentralise services to population centres and remove
pressure for unplanned urban consolidation on the fringes of established neighbourhoods.
Again, this style of development can underpin ‘value capture’ for transport agencies as
landlords – providing an income stream to help fund transport improvements, while
consolidating urban activities around transport hubs. VicUrban’s “Transit Cities” program is an
example. TODs should be adopted on a wider scale in NSW, beyond the critical economic sub
regions outlined in the Sydney Metropolitan Strategy, to help provide more affordable
housing and access to employment near transport hubs.
Recommendation: Target growth along transport corridors including the use of transit
oriented development strategies.

6.3 Sydney sub‐regional centres
6.3.1 Sydney’s second CBD ‐ Parramatta
Parramatta is already considered Sydney’s second CBD, catering for approximately 90,000
employees each weekday and home to almost 160,000 residents. It is the epicentre of
Australia’s third largest economy, with Western Sydney already generating an estimated $100
billion a year and housing 30 percent of Australia's top 500 companies. The Parramatta Local
Government Area (LGA) is largely a serviced based economy, with more than 16,000
businesses annually generating almost $11 billion.30
Over the next 20 years, the number of employees in Parramatta is projected to increase by
30,000 with the construction of 30 new skyscrapers. This employment pool will draw on
29
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potential workers, not just from western Sydney, but also from the nearby inner west,
northern suburbs and the Hills district. Currently, only 25 per cent of Parramatta’s workers
actually live in the LGA compared with over 60‐70 per cent for many competitor CBDs.31
If Parramatta and Sydney are to remain mobile, transport must be at the forefront of any
development. Parramatta is currently serviced by the western rail line, the Liverpool to
Parramatta and the North West transitways, and a ferry service (although primarily for
commuters to the CBD and tourists). For the future, Parramatta will also require a radial
transport network linking to the other sub regional centres, particularly in Sydney’s north and
south west. The Western Metro rail line will significantly improve services between
Parramatta and the CBD. However, further investment will be needed to improve the heavy
rail line, including a link to Epping to cater for workers from northern Sydney suburbs, and
additional bus transitways for Sydney’s north‐west and south‐west suburbs. In addition, light
rail can play a role in the long term development of Parramatta, where increased demand will
require transport modes for short and medium length journeys with the ability to carry more
passengers as densities and congestion levels rise.
6.3.2 Other destinations
In line with the Sydney Metropolitan Strategy, the NSW Transport Blueprint must provide
critical transport links between the major centres of economic, employment, and social
activity. Beyond Parramatta in Sydney’s west, smaller emerging sub‐regional centres in the
north‐west, such as Rouse Hill, and south west, such as Liverpool, must be incorporated into
the network of transport systems in Sydney.
Recommendation: Improve transport links to Sydney’s sub regional centres, particularly
Sydney’s second CBD, Parramatta.

31
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7. Aviation and land transport
The aviation sector is an integral part of the NSW economy. It directly generates significant
wealth and employment, and indirectly supports the operation of business, government and
social networks. Its importance to NSW’s well‐being extends far beyond the obvious areas of
transport and logistics into virtually every facet of the economy and community. It has a vital
role in supporting tourism across the state, particularly in regional communities. The
continued efficient development of the sector is crucial to NSW’s ongoing economic growth
and must be addressed in the NSW Transport Blueprint.

7.1 Sydney Airport
Sydney Kingsford Smith Airport is Australia's major international gateway and the most
important single piece of transport and economic infrastructure in Australia. It makes a
significant contribution to local, state and national economies, contributing approximately
$16.5 billion to the NSW economy and creating more than 200,000 direct and indirect jobs. 44
per cent of all international flights to and from Australia go through Sydney. This role must be
recognised and planned for in the NSW Transport Blueprint ensuring it remains one of the
highest priorities for the future of aviation in Sydney and Australia for the long term.
7.1.1 Airport Link
The forecast increase in the number of airline passengers using Sydney Airport (and the
additional on‐airport employees working at T1/T2/T3 who will be needed to support them),
together with the increase in mode share by public transport proposed in the Sydney Airport
Master Plan, will see substantially more passengers and employees travelling to and from
Sydney Airport by train.
However, the current fare structure on the Airport Link line is actively discouraging patronage.
Passengers wanting to travel by train to or from the airport must use one of the two on‐
airport stations and are charged a fare well above the standard CityRail fare ‐ including a
station access fee. By comparison, no station access fee is charged to users of the three new
stations on the Epping to Chatswood rail link.
These high fares are acting as a strong disincentive to travel to or from Sydney Airport by rail.
It is cheaper to travel from Central Station to regional destinations up to 120 kilometres away
than it is to travel the eight kilometres to Sydney Airport. Similarly, it costs less than a quarter
as much ($3.40) to travel from Central Station to Wolli Creek, the first station after Sydney
Airport's International Terminal ($14.80).
Reforming the fare structure for users of the Airport Link stations should therefore be a high
priority for inclusion in the Transport Blueprint for NSW, because it will:
• Quickly increase the number of people travelling to and from Sydney Airport by train;
• Result in the more efficient use of existing rail infrastructure: existing infrastructure
should be efficiently maximised ahead of committing substantial extra sums of capital
to new infrastructure projects with long lead times; and
• Help to alleviate existing (and future) traffic congestion on roads such as the M5 East
Motorway, reduce greenhouse emissions and improve local air quality.
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7.1.2 Bus services
Around two per cent of airline passengers and seven per cent of airport employees who travel
to or from Sydney Airport by bus. Only one bus route (Route 400) stops at the airport's three
passenger terminals, which is an inadequate level of service given that more than 90,000
passengers, tens of thousands of non‐passengers and the majority of the 12,000 on‐airport
workers pass through or work at these terminals every day.
As a major employment and economic zone in the Sydney region, Sydney Airport is chronically
underserved by buses, particularly when compared to the major strategic urban centres
identified by the NSW Government in the Metropolitan Strategy ‐ many of which, like Sydney
Airport, are located in the Global Economic Corridor. For example, North Sydney is served by
62 bus routes for its 49,000 employees; Macquarie Park is served by 24 bus routes for its
32,200 workers and 33,000 University students; and Randwick is served by 20 bus routes (four
of which are exclusively for university students and staff) for its 9,800 employees and 42,360
university students.
TTF recommends that the early introduction of additional bus routes to and from Sydney
Airport's passenger terminals be made a priority outcome for the NSW Transport Blueprint.
Case Study ‐ The Metrobus
The introduction of the new Metrobus Route 20 service in October 2009 represents a lost
opportunity to improve access to Sydney Airport for bus users. In March 2009, the
Government announced that Sydney Buses would commence a new bus service (Route M20),
which would operate from Lane Cove through the CBD and then on to Rosebery. Given that
the airport is the largest transport interchange in NSW, and a major employment centre in its
own right, it is inexplicable that the new service will stop short of Sydney Airport's terminals.
This highlights a missed opportunity in the current transport planning processes that apply in
NSW. The immediate extension of the M20 to service Sydney Airport's terminals should also
be a high priority for the Transport Blueprint for NSW.
Recommendation: Improve transport links to Sydney airport, including reform of the fare
structure for the Airport Link and the provision of increased bus services and frequencies.
7.1.3 Road priorities
In addition to public transport priorities, major road infrastructure projects will be required to
cater for projected passenger growth at the airport, set to increase to 68 million by 2024.32
The M5 East Expansion, the M4 East and road link connecting the M5 to the M4 East should
be supported in the Transport Blueprint for NSW.

7.2 Bankstown Airport
Road transport infrastructure in Western Sydney, particularly the connectivity of arterial
roads, remains a significant concern for TTF and its members. For example, around Bankstown
Airport, Henry Lawson Drive is inadequate for the traffic it carries between Bankstown and
Parramatta and its connections with Milperra Road and the Hume Highway are overdue for an
upgrade and grade separation.
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Public transport alternatives are inadequate in south‐west Sydney, particularly around
Bankstown Airport. This area of metropolitan Sydney has been neglected both in the planning
and delivery stages. A public transport review of the area must be undertaken.
Signposting, while only a small element of the Transport Blueprint, is still critical. To date the
Government has not allowed M5 sign posting for Bankstown Airport. This is also an issue for
Newcastle Airport. The Victorian Government has developed a sign posting system which
allows Avalon, Essendon and Tullamarine airports to have independent sign posting on major
freeways and expressways.
Recommendation: Improve connectivity of the arterial roads around Bankstown airport and
examine public transport alternatives for South West Sydney.

7.3 Canberra Airport
As the only 24‐hour international‐capable airport facility in NSW, Canberra Airport is a vital
piece of economic, transport and tourism infrastructure for the state. With its close proximity
to Sydney, Canberra Airport has a unique opportunity to hep meet NSW’s aviation needs. It
draws on a population base of approximately 550,000, which includes Canberra, Queanbeyan
and South Eastern NSW.
South eastern NSW must continue to enjoy the investment certainty, employment,
commercial and tourism benefits that flow from having an efficient, 24‐hour curfew‐free
airport unencumbered by off‐airport development.
The single biggest threat to Canberra Airport’s future growth and economic contribution is
residential development directly under Canberra Airport’s southern flight path. TTF remains
very concerned about Village Building Company’s planned development under the Airport’s
southern flight path, which is supported by Queanbeyan City Council and the NSW
Government. This development not only threatens the long term viability and curfew free
operation of Canberra Airport, but will also be a major associated constraint on the regional
economy and an imposition on current and future residents. Any restrictions on the airport
will slow tourism growth and threaten jobs. TTF has formally raised this issue with the NSW
Government on numerous occasions.
There is an overwhelming case against residential development at Tralee (and anywhere
under Canberra Airport’s flight paths) because of the impact of aircraft noise on potential
residents. Moreover, the federal government’s National Aviation Policy Green Paper states:
“It does not make sense to allow new noise‐sensitive developments to occur in areas
where they will lead to public concerns that may affect the long‐term viability of the
airport. In particular, there is every reason to avoid noise sensitive development in
green field sites near airport flight paths.”
At the official launch of the Green Paper, Federal Minister for Infrastructure and Transport,
the Hon Anthony Albanese, stated:
“I have a very firm view…that decision makers should not facilitate the building of
houses directly under flight paths where there will be…a real impact in terms of future
growth.”
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However, this is precisely what Queanbeyan City Council is proposing to do. Furthermore, an
Independent Panel of Inquiry, established in 2006 by the former Planning Minister Frank
Sartor, strongly recommended against developing land under the current flight paths. The
Inquiry also identified an alternative NSW area, in Googong, which would provide upwards of
25 years of future residential land supply. However, no action has been taken on this proposal
to date.
Appropriate land use planning around airports remains the most effective way to manage
aircraft noise and its impact on surrounding communities. If the Tralee development goes
ahead, there is a very real risk of a curfew having to be imposed on Canberra Airport in the
future. This would directly threaten future investment and planning certainty and be
detrimental to the economic contribution Canberra Airport makes to the regional economy
and NSW more broadly. Canberra Airport’s 2009 Master Plan is projected to deliver 25,000
new jobs to the region (including to Queanbeyan and regional NSW), a contribution that
should be supported, not stifled by government policy.
Recommendation: Ensure the residential housing development at Tralee does not proceed
and protect the future use of Canberra airport through appropriate land use planning.

7.4 Supplementary Sydney aviation capacity and land transport links
Debate over the need for and location of a second major airport for Sydney has been ongoing
since the 1940s. Successive federal and state governments from both sides of politics have
struggled with the issue, particularly the location and appropriate type of airport.
Sydney’s airport needs and possible locations have been investigated on numerous occasions
at great length and cost. However, changes of government, shortfalls in funding and pressure
from industry and the community have ensured that little real progress has ever been
achieved.
Badgerys Creek was identified in the 1980s as the preferred site for Sydney’s second airport,
with the federal government acquiring the land and conducting detailed environmental
assessment, preparatory road works, public consultation and airport master planning for the
site. However, the decision to build the Badgerys Creek airport was continually delayed until it
was finally rejected as an option by the Hon Anthony Albanese MP (Minister for
Infrastructure, Transport, Regional Development and Local Government) on 2 December
2008.
That same day, the Minister launched the Commonwealth Government’s National Aviation
Policy Green Paper. The Green Paper stated that following consideration of Sydney Airport
Corporation’s 2009 Master Plan, the government would initiate a process to identify
additional aviation capacity for the Sydney region.
On approving Sydney Airport’s Master Plan on 19 June 2009, the Minister stated:
“I have today invited the NSW Government to participate in a joint study to assess
options, identify potential sites and evaluate investment strategies for delivering
additional airport capacity. The joint study will also look at ways of providing
integrated transport solutions for the existing airport as well as any second airport. It
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will also consider the future of the Badgerys Creek site given the Government has ruled
it out as an option for a second airport.”
The study’s final terms of reference will be outlined in the National Aviation White Paper,
expected to be released later in 2009.
The NSW Transport Blueprint must identify transport infrastructure and services which will be
required when an airport site is decided upon and make recommendations on how
government(s) should plan, fund and deliver this infrastructure and services.
There is the potential for a supplementary Sydney airport to also form part of the metro
transport strategy, and this should be considered under the auspices of the Transport
Blueprint.
Recommendation: Ensure appropriate transport infrastructure and services are delivered
following the release of the Aviation White Paper and the terms of reference for the joint
study to assess options for a second Sydney airport.
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8. Transport in regional NSW
Vast distances between NSW centres and the state’s unique topography requires large scale
transport expenditure and ongoing costly maintenance – leading Governments over the long
term to prioritise other investments over much needed projects such us the Pacific Highway
upgrade or a very fast train network.
Transport is an essential service for regional centres, providing access and economic activity.
Long term investment in transport infrastructure is critical to ensure regional NSW’s ongoing
economic viability, by providing links to other regional and urban centres and enabling
travellers to reach regional tourism destinations.
Recommendation: Increase investment in transport links between regional NSW and major
urban centres.

8.1 Regional rail ‐ CountryLink
CountryLink, the regional arm of the NSW Government’s rail services organisation, RailCorp,
has seen a significant decline in patronage over the past decade, largely resulting from a lack
of long term direct investment by successive governments in rail lines and rolling stock. The
table below shows CountryLink patronage levels since 1997‐98, which have recorded year on
year declines and a total fall over the 10 years of 38 per cent.33

A number of factors have diminished the quality of the service, making it increasingly difficult
to compete with other modes of transport such as aviation and private vehicle. Speeds on XPT
services have slowed due to a failure to upgrade network infrastructure and associated safety
concerns. This has also led to reliability issues, with on time running difficult to maintain.
Recent pricing issues, particularly in relation to pensioners, have also contributed to the
patronage decline. That said, the recent cancellation of the Pensioner Booking fee and the

33

State Rail Authority & RailCorp Annual reports for each financial year 1997‐98 to 2007‐08.
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introduction of cheap fares for families travelling with children is a step towards addressing
the issue.
There are opportunities in the NSW Transport Blueprint to bolster CountryLink as a tourism
asset. Innovative marketing partnerships with regional tourism operators could provide for
whole of journey travel experiences. CountryLink could also collaborate with local businesses
to supply commuters with services beyond end destination stations, linking them directly with
hotels, vehicle hire, restaurants, and other tourism products.
Recommendation: Increase investment in regional rail infrastructure to optimise transport
services and tourism opportunities.

8.2 Regional aviation
Regional airlines deliver important interstate and intrastate air links across NSW, supporting
tourism and regional and economic development. Access to regional NSW is critical to the
development of the state's regional tourism industry. Regional air services, particularly
interstate services, to destinations such as Newcastle have a strong record of invigorating
regional tourism industries and stimulating employment and development.
For example, since the introduction of jet services by Virgin Blue at Newcastle in 2003, annual
passenger movements have increased from 198,000 in 2002/03 to over 1 million in 2007/08,
an increase of 438 per cent.34 Moreover, the number of annual inbound domestic visitors
using Newcastle Airport to visit the Hunter has increased from 141,000 in the year ending
September 2003 to 223,000 in the year ending September 2008, an increase of 58 per cent.
The net regional economic benefit generated by Newcastle Airport is estimated at $433
million annually, supporting 3,128 jobs, of which the tourism sector derives a benefit of $150
million or 894 jobs annually.35
In 2008/09, 2,035,174 intrastate passengers travelled on regional NSW air services to/from
Sydney Airport. The Government regulates intrastate air routes by limiting competition on low
volume routes and licensing these routes on a one‐route one‐licence basis. Higher volume
routes are deregulated (unlicensed), which allows open competition. This is done to
encourage stability, route development and continuity of services, as higher volume routes
can operate competitively, while low volume routes may not be as robust.
NSW’s intrastate air routes (to/from Sydney Kingsford Smith Airport) are regulated unless
declared deregulated by the NSW Transport Minister. Those with an annual passenger volume
of less than 50,000 are regulated with one operator per route. Routes with an annual
passenger volume above 50,000, which account for some 75 per cent of all intrastate
passengers in NSW, are deregulated, as are all other intrastate air routes not linked to Sydney
Kingsford Smith Airport.
It is vital that the NSW Government continue to support regional aviation in NSW, given the
broad social, community and economic benefits it provides.
Recommendation: Continue to invest substantially in regional aiports.
34
35

Bureau of Infrastructure, Transport and Regional Economics (BITRE) Airport Traffic Statistics 1997‐98 to 2007‐08.
Newcastle Airport Limited, Submission to Towards a National Aviation Policy Statement Issues Paper.
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Concluding Remarks
With growing community concern over traffic congestion, petrol prices and greenhouse gas
emissions, the time is right for the implementation of a bold new vision for transport in NSW.
TTF argues that to improve mobility in NSW will require the adoption of integrated transport
strategies, through a combination of targeted infrastructure investment, enhanced
governance structures and improvements in operations. The NSW Transport Blueprint should
achieve this by:
Investing in projects that increase the supply of transport services and options;
Using land release and investment levers to develop employment options closer to
residential areas;
Providing clear policy direction; and
Ensuring existing infrastructure is used efficiently.
As the only national peak body for the passenger transport sector, TTF stands ready to work
with the NSW Government, local governments and industry to achieve consensus on the way
forward, and to help deliver genuine long‐term improvements to mobility in NSW.
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