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Recommendations

Recommendation 1: Travel demand is atransport issue, not aroad issue. As such, the study
needs to be undertaken as a transport options study, not as aroad sudy.. One option that must
be comprehensively investigated is shifting some of the travel demand onto mass trangit (and
the investment of the money into this option). To do otherwise is to ignore the fundamentas of

trangport planning.

Recommendation 2: This proposed link cannot be looked at until a more comprehensive
drategy is put together on how our region, and Sydney overal is planning integrated trangport
solutionsin light of population projections. While these may include a highway link, we need a
total trangport management response, and a more long-sighted plan before subsidising roads
such asthe proposed link.

Recommendation 3: Sinclair Knight Merz must take into account recent studies being done
overseas that show that 50-90% of new road capacity isfilled with new traffic within five years
during pesk hour (due to the fact that road building influences travel behaviour and sees
ggnificant risesin traffic growth rates). Current modeling techniques used in this country fall

to adequatdly address the extent of this ‘induced traffic’ and so overestimate the benefits of
additiona road capacity.

Recommendation 4: The feashility sudy must explicitly note the substantid risesin vehicle
use and therefore tota vehicle kilometres driven that occur when anew road is built. It must
aso be explicitly stated that such a step contradicts State Government policy, which isto
reduce totd vehicle kilometres driven in the Sydney basin. Unless these two interrelated issues
are made clear in the community consultation process, the public is responding without atrue
picture of the wider impacts of road building.

Recommendation 5: Thisroad cannot be built asa‘solution’ to freight demand until New
South Wales has a comprehensive strategy on how to incorporate the forecast doubling of
freight by 2020. This State has been promised a comprehensive freight strategy for a decade
now, and thereis fill no Sgn of it.




1. Introduction

This position paper has been written by STEP Inc. in response to the Federd Government
funded investigation into alink between the F3 freeway and M2 tollway, associated with the
congruction of the Western Sydney orbital road. STEP Inc is acommunity based conservation
group of some 400 members from the area of Ku-ring-gal and surrounding suburbs.

Study Schedule

Whiletheideaof alink road in thisregion is not anew one, dates rdating to the most recent
study of alink proposd are listed below:

4Jan 2001  Federal Government issues mediareease announcing that the Western Sydney
Orbital ‘underway’ (subject to determination of the Environmenta Impact
Statement). Tota cost of project $1.25 billion with $350 million of this funding
coming from the Federa Government and the remainder from the private sector.

4Jan 2001  Concurrent release announcing the dlocation of $1 million for astudy into a
proposed link between the Orbital and the F3 freeway.

March 2002  Study into proposed F3/M2 link commences.

Theinitid study into link optionsis expected to last the rest of the year. As a June 2002 the
study isin its scoping phase, and there is ‘no firm agenda for link route options .* The only
information provided for the community to comment upon & this Sageis that of the study area
-extending from the Newcastle Freeway (F3) at Kariong on the Centrad Coast, to the northern
section of the Sydney Orbitd, from Dean Park in the west, to the M2 tollway at Lane Covein
the east.

The study is being conducted by Sinclair Knight Merz, who invite community comment &t their
website (http://commcons.skm.com.auw/f3tosydneyorhbital). Both Federal and State governments
have stated that the abandoned freeway corridor dong Lane Cove Vdley and South Turramurra
(known as the B2/B3 corridor) is not under consderation as a surface road link. Some options
that may result from the scoping phase (based on previous studies) are widening Pennant Hills
Road, atunnel under Pennant Hills Road or atunnd under South Turramurra. Given that no

firm options are yet being released to the public this paper looks at the link in terms of its
implications for traffic management, sustainability and environmental issues thet in many cases
will affect resdents wherever it islocated.

Residents of the Sydney region lig traffic congestion, pollution and noise as areas of magor
concern in their lives®. Any transport construction project must take into account where people
will live and work and needs to provide a means of sustainable travel opportunity into the next
few decades and beyond. Any project that would see increased car use and inappropriate

! Media Release John Anderson 5 April 2002
2 EPA 2000 p 6




development patterns would ultimately result in worse congestion, noise & pollution for
Sydney’sresdents.

Current population growth ratesindicate that our population will double in 36 years. Planning
needs to take place now that consders the type of city that we provide for oursalvesin the
future as well asfor the generations which follow us. Projects such as the proposed link only
condder very short term time frames, smply shifting the bottlenecks around in our transport
system and fail to address the greater planning implications of current population growth.

This position paper investigates issues such as these that we believe the consultants,
government bodies and residents must consider in relation to the proposed link.

2. Theissue of congestion: why directing mor e traffic into the city isnot a
sustainable transport solution

‘What you have to face up to isthe fact that you will never clear the bottlenecks by puttingin more
lanes or increasing capacity’
- Professor Ross Blunden, foundation professor for Traffic Engineering UNSW

STEP points out that an F3/M2 link road would ultimatdly stimulate unsustaingble risesin
traffic on the road network in the region. Studies of peak hour trends in the United States have
shown risesin traffic following aroad capacity increase fill 60-90% of the increased space
within fiveyears®. When the highly regarded Surface Trangportation Policy Ingiitute in the
United States andysed the traffic data of 23 citiesin the US they found that * travel ddlay is
actualy higher on average in the 23 metro aress that built the most roads .

Thisrisein traffic is known as induced traffic. It is caused by changesin travel behaviour and
land use changes that happen when aroad is built. Changes include shifts from public transport
to driving because of the easier (in the short term) journey. Adding to road capecity also
encourages commuters to take longer trips and new vehicle trips that they wouldn’t have taken
otherwise. People travelling to work leave later, because of the temporarily eased congestion
(extending peak hour). After ardatively short time, these trends see traffic volumes building up
on the new road, and it too becomes congested.

The assertions in the U.S studies are borne out by Sydney’ s experience with recent transport
projects. When the Mays Hill —Prospect section of the M4 opened, induced traffic saw 23,000
vehicles extra per working weekday using the M4 and Greater Western Highway combined.
Smilarly, when the Sydney Harbour Tunnel opened, it resulted in a21.5% increase over three
yearsin traffic across the harbour®.

It is undeniable that there would be a short term easing of congestion on the Pacific Highway
and Pennant Hills Road if the link were built. It is also undeniable in the face of the figures
above that very quickly these short term gains would be negated by the increase in driving
induced by the link.

3 VTP p7 (6 other studies showing similar levelsin therisein total vehicle kilometers travelled following road
capacity expansion are shown in this document)

4 STPPp2

® State of the Environment report 1997 p 426



The link would dso see asgnificant rise in the number of people commuting between the
Central Coast and Sydney as commuting between the cities becomes more feasible (in the short
term only). Road capacity expansion has asignificant impact on land use patterns® — and the
new link would generate a new round of land developments on the Central Coast. Such
developments would occur in adispersed car dependent style (rather than the hubs that occur
around rail corridors). Aswill be seen further in this paper, commuter numbers from the
Centra Coadt into Sydney are dready substantid, and are likely to rise consderably with 80
000 new residents projected for the area by 2021.

Planning NSW has urged the need for infrastructure that will result in * compact cities on the
Central Coast, and caution that * planning can open up or reduce opportunitiesto use viable
dternativesto the private car’*. Thereis aplethora of evidence both here and oversess that
shows that road infrastructure encourages dispersed, car dependent style land use development.
Itisclear that alink would result in irreversible land use patterns that are neither compact nor
ugtainable.

The rises that would occur due to induced traffic and the influence of alink road on Centra
Coadt traveling patterns, hold mgor implicationswhen looking into alink’s  feeshility. In
particular, any road link that swung towards the Lane Cove area would funnel an unacceptable
amount of traffic inward to the city — a city dready unable to handle present levels of
congestion and ar pallution. A link swinging towards the city would adso add significantly to
levels of congestion in Chatswood and the CBD. In ardétively short time, once the link was
itself congested, drivers would spill back onto the Pacific Highway, Pennant Hills Road, the
Comenarra Parkway, the Arterid Road etc. The result will be far more total vehicle kilometres
overdl in the region, and ultimately more congestion on dl the roads of Ku-ring-gai and the
North Shore than we now have.

3. Population projectionsfor Central Coast and North West Region : Implications
for trangport in theregion

31 Central Coast

The Central Coast currently houses 293,000 residents. Thisisthe fastest growing area of the
Greater Metropolitan Region, with population projections suggesting thet the region will have
to accommodate about 368,000 residents by 2021 (an increase of approximately 80,000).

These projections hold mgor implications for accessibility and trangport issuesin the region,
particularly given that current infrastructure is not even providing adequate transport choice for
the exigting population. The government’ s own documentation admits thet for the mgority of
Central Coast residents at present there is ‘no real choice other than to own acar'®, and they
have perceived a need for ahigh speed link between Newcastle and Sydney to redress the
imbalance between road and rail use for these commuters. Clearly the Central Coast will need
greatly improved mass transit options to manage the projected population growth of 80,000

® For example, Laird/Newman 2001 p53
" Planning NSW 2001 p3
8 Planning NSW 1998 p 19



residents over the next 20 yearsiif the Greater Metropolitan Region is not to face increasesin
pollution and congestion codts.

Dueto shortfdlsin jobsin the region, alarge proportion of Centra Coast residents are forced
to commute to Sydney for work (gpproximately 30,000 commuters). The mgority of these
commuters do thistrip by private motor vehicle on the F3 and spend &t least two hours per day
commuting.

Thelocal Economic Development Board estimates that one third of the labour forceis
exporting its skills outsde of the region daily and there is recognition that current travel
patterns carry ‘significant socia, environmenta and economic implications for the region’ .’

With the government having produced severa documents in recent years linking rising vehicle
kilometres to air pollution and congestion', clearly an integrated transport system is required if
pollution and congestion costs are not to increase sharply as aresult of population pressuresin
the region. Any road based solution to current traffic problems must be coupled with significant
improvementsin rail options or risk exacerbating rather than dleviating the current transport
problems in the region.

3.2 North West Region

Asde from the implications of Centrd Coast population growth, the link must be regarded in
the light of the North West sector of Sydney, upon which it will certainly impact. Poor or no
public transport infrastructure in many areas of the sector currently sees car use a unsustainable
levels. More than 75% of residentsin this area use a private motor vehicle for the journey to
work - indeed in the Baulkham Hills area, 85% of resdents use their motor vehicle for this
purpose™’. A link road would only exacerbate this trend, with short-term time gains quickly
negated as the link encouraged even more car use (as we showed in our comments about
induced traffic occurring when road capacity is increased). Even aside from the attendant
pollution concerns associated with such alevel of car use, quite Smply this area cannot feasibly
sugtain the current imbalance in transport mode share given the huge rise in population planned
for the next 20 yearsin the area.

This sector of Sydney, served only by poorly utilised private bus services by way of public
trangport, will see 140 000 new residents (12% of Sydney’stotal population growth) moving
into the area by 20262,

Even the mgor motoring association, the National Roads and Motorists Association (NRMA)
has been cdling for investment in mass trangit in the area, urging that ‘ current high levels of car
reliance within the region can not be accommodated without a Sgnificant decline in the

environmental and urban amenity of the region in the long term 2=,

% Central Coast Moving Forward website

19 Examplesinclude Action for Air, Integrated Transport Strategy.
1 North West Rail Link p 10

12 Quoted in North West Rail Link Overview Report p 4

13 NRMA 1996 p 27



3.3 Car dependence: how it impactson theregion

Traffic Growth on Key Regional Roads
1993 1999 % increase
Pennant Hills Road 35,816 65,046 82%
Old Windsor Road 15,421 32,907 113%
M2 Motorway n.a 68 850 -

RTA Traffic Volumes Data 1993 and 1999

The table above shows that traffic levels on some of the maor roads in the region have
increased by an average 100% in six years — which trandates to an approximate rise of 10%
annudly. Therisesindicated are clearly unsustainable both in terms of land use issues (car use
encourages dispersed devel opment patterns) and pollution implications arising from the
increase in vehicle kilometres travelled (discussed in numerous government documents but
paticularly in Action for Air?).

Such trends indicate that if alink road is built its benefits would be negated within a very short
period - and then there would be pressure for another road, or another re-widening. Rather than
a stop-gap measure, trends such as the ones below need traffic demand management responses
and an investment in mass trangt investment to allow people travel choice that is sustainable,

can cope with the growth in peopl€’ s travel needs and doesn’t lock Sydney’ s resdentsinto

travel patterns which result in rising pollution and congestion.

4. Environmental values— bushland, noisg, air pollution

Having touched very briefly on environmenta concerns above, this section of the paper looks
in more detail at bushland, noise and air pollution issues associated with transport.

4.1 Bushland

One of the options previoudy considered in studies was a surface road through South
Turramurra and the Lane Cove Vdley. Although the current study will not be canvassng aroad
aong this corridor, STEP wishes to point out that any option that would involve the destruction
of large amounts of bushland (for example at tunnel entrances or exits) is unacceptable.
Bushland needs to be preserved in reserves large enough to make species surviva viable. The
bushland in this area has dready been sgnificantly compromised by the congtruction of the

M2.

The bushland in the Upper Lane Cover Vdley houses avast number of flora and fauna species.
A recent study found these included 500 native species of flora, numerous native mammél

14 EpA 1998



species (including the brushtall and ringtail possum, sugar glider, long nosed bandicoot and
echidna), 17 frog species, 20 kinds of lizard, 2 turtle species and 172 bird species'®.

The bushland aso provides amenity, recregtiond activity and pleasure to thousands of Sydney
resdents due to its proximity to the suburbs of Turramurra, Wahroonga, Hornsby and
surrounds. Through the Bushcare programme there are some 650 local volunteers caring for
160 stesin the Ku-ring-ga municipdity. These volunteers contribute 13,000 hours of unpaid
labour each year in caring for local bushland*®. Thereis alarge number of residents who
regularly use the 16 walking tracks through the bushland for recrestion.

Adde from the bushland removed for alink, amgor road through this areawould impact on
drainage patterns dong the valey system.

Importantly, the bushland in the arealocal to Ku-ring-gai and Hornsby congtitutes an urban
remnant of bushland of exactly the type that State Environment Planning Policy 19 was set up
to preserve. The policy specifies that the preservation of urban bushland is particularly
important in ‘locations that are readily accessible to the community’. It dso urges the retention
of * parcds of the 9ze and configuration which will engble the exigting plants and animd
communitiesto survive in the long term.’

4.2 Noise

Road traffic noiseis one of the most widespread and growing environmental problems in urban NSW
- State of the Environment Report 2000-

* At this moment in time we are considering moving as | cannot see this problem being fixed’
-North Rocks resident affected by noise arising from the M2 tollway 1998-

It is extremely unlikely that the proposed link would be in the form of a surface road — however
given that there are not yet fixed options to which STEP can respond, the issue merits some
comment. The negative experience of other Sydney communities with respect to road related
noise pollution does not indtill confidence in STEP that freeways through residential areas can
have their noise levels mitigated to alevel about which resdents fed comfortable.

There are numerous instances tabled in the NSW Parliament over the past decade of residents
having to fight over many years to gain additiona noise mitigation measures when those
provided proved hopelesdy inadequate. Despite assurances at the time of construction of the
M2 that residents would not be adversely affected by noise, many suffered unacceptable noise
levels- one resident wrote * noise occurs 24 hours per day and is particul al)7/ evident from
engine and exhaust truck noise.... the noise is getting progressively worse' /.

Resdents nearby the F3 were forced to form aresident’ s action group in order to have
retrospective measures taken because the Roads and Traffic Authority’ s own measures were
inadequate. Ultimately the level of unacceptable noise cost an additiond $5.4 millionin
soundproofing the F3 a Wahroonga. In the case of the F5, the Member for Campbelltown

1> Martyn 1994
16 Ku-ring-gai Council 2002
" Hansard Vol 267 p8778



fighting on behdf of unfortunate condituents received the response from the RTA  that ‘funds
to control noise will be limited and cannot significantly address this issue' 2.

In every one of these cases, residents were forced to fight for their right to live without
disturbing levels of noise, despite Roads and Traffic Authority assurances in pre-construction

documents that residents would not suffer unacceptable noise increases.

4.3 Air Pollution

Motor vehicle rdated air pollution in this city sees Sydney’ s residents frequently breathing in
pollutants at levelsthat fail World Hedlth Organisation standards. While catalytic converters

and improved fuel efficiency have seen a decrease in some pollutants, therisein car usein
Sydney has seen many of these gains negated. A recent report showed that for many pollution
types Sydneysiders are producing higher levels per capitathan New Y orkers and Londoners.
Between 1991 and 1998 Sydney’s car use rose by 24% even though the population only rose by
7%.1° This has serious implications for related air pollution. Investing in public transport rather
than roads would go some way to improving our urban air quality.

Looking at afew of the mgor pollutantsin our urban air2°

Pollutant | Percentage Health effects Comparisonsto safe
Type attributableto thresholds
motor vehiclesin
Sydney
Nitrous 82% Prohibits haemoglobin from -
Oxides carrying oxygen
Carbon 90% Interferes with the blood's ability to World Hedlth
monoxide carry oxygen to the brain, heart and Organisation gods
other tissues. Is particularly continue to be
dangerous for people with exising exceeded in Sydney’s
heart disease, and unborn or CBD.
newborn children
Ozone - Can trigger asthma attacks and World Hedlth
irritate air passages and eyes. It can Organisation standards
cause cancer, gene mutation, exceeded on up to 31
reproductive mafunction or neuro- daysin agiven year
toxic effects.
Benzene Freeways have been Motor vehicles emit 3,100 tonnes of Benzeneisaknown

found to contribute,
in ther vidnity, up to
60% of downwind
benzene and toluene
levdsinthear

benzenein NSW annudly. Thisis
compared with industry, which
emits 560 tonnes.

carcinogen — assuch
the World Hedlth
Organisation has stated
that there can be no
‘safe threshold’ for it

18 Hansard Vol 238 p4436
19 EPA 2000 p58
20 Parliamentary Research Papers 1998




Implications of theway our trangport systems are set up and the pollution which they generate
are not minor,. On days of high pollution there is an increase in mortdity of 2-3%. Vehicle ar
pollution resultsin hedth and medical costs of around $300 million annually?*.

The government has recognised alink between land use for transport and air pollution. Action
for Air'smain objective was to reduce the growth in vehicle kilometres travelled by effectively
integrating urban and transport planning and improving trangport choices. Its recommendations
were published in 1998. Despite this, congtruction of the M5, M5 East, Eastern Distributor and
now the Western Sydney Orbita have proceeded resulting in arise in the number of people
opting for driving over public trangport*>. By cortrast we ve seen atiny fraction of funding
going into mass trangt options.

5. Freight Consderations

The New South Waes government does not yet have a comprehensive freight strategy, despite
having commented in at |least three planning documents since 1993 that such a strategy is vita

if we are to provide sugtainable trangportation for the future. Freight levels will double in the
next 20 years (Bureau of Trangport Economics estimate) — and the absence of a strategy to desl
with this freight increase is unacceptable.

Heavy trucks cause at least 1000 times the impact to roads compared to other vehicles, so it
makes sense that trucks should only be used for essentid ‘in-city’ type freight movements
whererall islessviable. Given that onetrain can take 150 trucks off the road, our rail system
must have the investment needed to take some of the freight increase off the road.

Freight currently carried by trucks going through Sydney rather than moving within it should be
redllocated onto trains. This cannot be done if the federd government does not invest money
into our interstate rail system. Over the past 25 years, the Federal Government has invested $40
billion in our road system, while dlocating only $1.9 billion to rail. No fewer than four

inquiries and commissions over the past 6 years have recommended an urgent injection of

funds to upgrade the rail syssem making it more feasible for freight.

21 Parliamentary Research Papers 1998
22 Between 1991 and 1998 growth rate for vehicle kilometers travelled in Sydney wasmore than triple its
population growth rate
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6. So what’sthe solution?

Travel demand is not aroad issue, it isatransport issue. True cost benefit analysi's presupposes
looking at al dternatives to a certain issue (in this case travel demand). A ‘road only’ study of
options to address this region’ s trangport issues ignores our state government policies about
integrated sustainable trangport. At the very leadt, incluson of an ‘up-grade of rail option’ in

the study isvitd — and must be looked at in a comprehensive manner- not tacked on the end as
an afterthought or to pacify resdent’s concerns.

While there have been some gains in mass trangit options with the Trangtways systems being
implemented in Western Sydney, the North West and Central Coast have had no smilar mass
trangt improvements.

Rall infrastructure investment in this region could make a vast and positive impact on transport
patterns, and must be sped up and facilitated — over and above road infrastructure. Three long
awaited rail projects have been cited recently by State government, as vita to providing
sustainable and efficient transport patternsin the Greater Metropolitan Region, namely:

High speed rail link between Sydney and Newcastle
Parramatta Rail Link connecting the Northern line to Parrametta
North West rail link joining Cheltenham to Mungerie Park

Looking at each of these:
6.1 Sydney — Newcastle High speed link

Government documents on planning for the Central Coast recommended that the first stage of
thislink, Sydney to Warnervae, should be completed by 2007 and the second stage,
Warnervale to Newcastle, to commence construction in 201072,

With ninety percent of the Central Coasts 293,000 residents located in the urban digtricts of
Woy Woy peninsula, Gosford- Narara Valey, Erina- Terrigd, The Entrance- South Lakes,
Wyong- Tuggerah, Toukley-Budgewoi, Warnervae and Gorokan, improvementsin mode share
could be achieved with improvements in capacity and ease of use on therall sysemsand
dations connecting these digtricts.

Currently about 60% of the Centra Coast commuters coming into Sydney by train are coming
into areas with mgor ‘huly’ sations— such as Hornsby, North Sydney, Parramatta, Sydney and
Chatswood?. (see appendix 1) Similarly, two stations (Gosford and Wyong) service 65% of
commuters doing thetrip. If journey timesto and from these mgor stations were improved by
the implementation of the recommended high speed link (in addition to the benefits of the
Parramatta link), mass trangt would go some way to being more competitive with road travel.

Having contacted both the Rail Infrastructure Corporation and Transport NSW regarding the
proposed high speed rail upgrade, STEP has been told that no documentation, reports or options

23 Planning NSW 1999
24 Transport Data Centre Report 2001
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under review are available for public comment. Given that the commitment was to provide high
speed rall by 2007, it is disturbing that investigations are not yet a a point where the public has
access to specific planning options under review.

6.2 Parramatta Rail Link

Based on current patronage modelling for whole link, completion of this project by 2010 will
add 11.6 million new tripsto the City Rail network — gpproximately 20,000 new rail passengers
each working day initsfirst year of operation. Epping to Chatswood link would add 7.1 million
trips per year (12,000 passengers per day) in first year of operatior?>.

It has aso been estimated that by 2021, the new Parramatta Rail Link (planned for full
completion in 2010), will have reduced passenger car trips by more than six million. 2

Thisrall line has been on the agenda for more than a decade — the previous government
promised in 1994 to have it completed by 2000. Currently the government’ s position on
funding options for the Parramatta to Epping component isthat it still needs to be further
investigated in line with arevised 2010 completion date.

6.3 North West Rail Link

Prdiminary investigations predict that the proposed North West Rail Link would see patronage
of 7.5 million users per year on opening, increasing to 9 million by 2026. Thisis 25,400 usars
per day on opening and 31,100 in 2026.2' The link would see trips from Chatswood to Castle
Hill of 26 minutes and from Castle Hill to Epping of 9 minutes, and have pogtive implications
for congestion, pollution and accessibility issues currently facing the sector.

While the North West link was origindly planned for completion by 2010, it has now been
deferred due to lack of available funding. Thereis no set schedule now indicated.

6.4 Community Attitudestoward Mass Transit

Politicians frequently claim that in building roads they are amply responding to the wishes of
their electorates. This has been belied by a recent survey of the population of Sydney where
70% of respondents stated that they believe the government needs to inject more money into
mass transit options even at the expense of road funding?®.

Government bodies produced alot of rhetoric responding to these concerns, but there are few
on-ground examples of incorporating their policies on sustaingble trangport into action in this

ity

% Transport NSW 2001

%6 correspondance from PRL to STEP — available on request
27 North west Rail Link Overview Report p 24

28 Warren Centre 2001
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7. Conclusion

STEP is concerned with the effect that alink road would have not only on the residentsin its
immediate vicinity (such as Pennant Hills Road and North Shore residents), but also on the
populations of the Central Coast and North West sector, who deserve more than stop-gap
measures that will lock them further into car dependent, congested transportation patterns.

Despite a plethora of government reports and policies claming the need to redress the balance
between road and rall infrastructure in Sydney for more sustainable and equitable transport
options for our residents, on-ground infrastructure funding over the past decade has consistently
favoured private motor vehicle use over masstrangt. In the past 25 years the Federa
Goverggment has spent $40 hillion on road infrastructure and maintenance and only $1.9 hillion
onral“”.

Thelink road isa‘patching’ not ‘planning’ proposal and does not address long term planning
for the sort of city we want Sydney to bein the long term — especidly given that if present
trends continue our population will double within 36 years. Until alonger plan for Sydney’s
future development is conducted, the proposed link should not proceed. We question the
wisdom of congtructing alink that will generate yet further traffic, encourage more inter
regiond travel, perpetuate congestion in the region overal and which ignores thousands of
pages of the government’s own documentation showing that Sydney must curb its car use or
face crippling congestion and unacceptable ar pollution in the future.

We urge the Federa Government to undertake a comprehensive assessment of the effects that
any proposed link road would have, including traffic, freight, pollution and population issues.
Such a study must incorporate a comprehensive trangport and traffic assessment, comparing the
effects of the ‘do-nothing’ gpproach with both the congtruction of various road options and the
upgrading of mass trangt options.

29| aird 2001
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