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Sustainable Transport
In the Lower Hunter Region

Executive Summary

Many cities and regions in Australia are developing plans for sustainable development. Some are
more detailed and specific than others.

Newcastle led the way in this trend when it hosted the United Nations International Conference
Pathways to Sustainability in June 1997. It is now appropriate to examine the application of
sustainability principles to transport, but this has to be done on aregional, rather than acity, basis.

This Issues Paper has been commissioned by the strategic planners working in local government in the
Lower Hunter Region in order to bring together the transport infrastructure and operations issues that
transcend their administrative boundaries.

All of the five Councils in the Lower Hunter have adopted urban development strategies that embrace
the principles of environmental sustainability. However, to achieve these, they have to adopt a
coordinated approach to address and influence transport issues, both in terms of how the transport
systems are used and how they are planned and managed by other government and private agencies.

This Issues Paper is a strategic vision document. It aims to pave the way for the development of
integrated sustainable regional transport policies as the various agencies of government prepare the
strategic directions for the future.

It adopts as a basic principle that sustainability must be the foundation of all regiona strategic
planning, and it aims to show not only how this can be done in the Lower Hunter Region, but also that
it can be done physicaly, economically and environmentally. In fact, the region is now at the size
where it must determine how it is going to accommodate the growth pressures imposed from Sydney’s
expansion while retaining itsintrinsic environmental qualities and lifestyle attractions.

A further aim of the Issues Paper is to educate the regional community on the implications of a
sustainable approach to strategic planning, and to encourage them to adopt this approach to their
thinking about the future of the region. It iswritten primarily from the perspective of the potential role
of loca government in stimulating an awareness of sustainability issues and in enhancing the
opportunities to create a region that does not continue blithely along the ways of the past, but pursues
a sustainable path before the opportunities are lost.

The Issues Paper concentrates mainly on what should be done to achieve effective improvements in
sustainabl e transport modes in the Lower Hunter in the short term. To do this effectively, it attempts
to create a vision for the sustainable transport systems in the future. The details of this vision will
emerge out of the progressive implementation of the short term actions.

The Paper accepts as a starting point that there are issues with sustainability that have to be addressed
with decisive actions at the regional level in the short term. A ‘do nothing’ or a‘wait for State action’
approach is not considered acceptable if the community wishes to retain and enhance its urban quality.
Funding for sustainable and integrated projects can be sourced from a wider range of programs than
are available for the existing approaches to infrastructure management.

Volume 1 of the Issues Paper explains urban sustainability and its impact on transportation. It
suggests a host of opportunities for putting sustainable transport principles into practice in the Lower
Hunter by improving the current transport systems and introducing new concepts. The roles of Local,
State and Federal Governments are enunciated, and a set of Action Plansis presented.
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Volume 2 describes the regional context from which the opportunities and actions presented in
Volume 1 have evolved. It gives detailed background information on the region’s profile in terms of
population characteristics, existing transport systems and planning initiatives. It discusses issues
relating to the provision of efficient and effective public transport and describes sustainable transport
initiatives in other regions.

The Issues Paper focuses on an Action Plan for achieving sustainable transport in the Lower Hunter.
These actions identify what local government can do to create the climate for government agencies,
businesses and the community to carry out their normal activitiesin away that promotes and achieves
sustainability. In other words, it involves regional coordination and integration that ensures that future
investments are directed to a more focused, effective and efficient outcome that will not only benefit
the regional community, but will also enhance its quality of life and ensure its travel habits are
conducive to a healthier, happier and more prosperous lifestyle.

The Action Plan puts forward a cohesive challenge to the regional community to move towards a
sustainable environment through a series of inter-related strategies involving al levels of government,
businesses and the community. The strategies fall into several groups:

a Transport Advocacy Group to coalesce community expectations on regional transport issues

a sustainable transport plan for the region encompassing the development and management of a
sustainable transport system

transport and land use planning that recognises the region’s assets and adopts an integrated
approach to their development

development of transport interchanges at key locations in the network
recognition of the needs and opportunities for improved transport in rural areas

adoption of service standards and demonstration projects that will attract people to aternative
modes of transport

re-assessment of the roles of roads, attitudes to parking, use of pathways and alternative fuels
specific issues related to devel opment trends at regional commercial and employment centres
information, promotions and marketing of sustainable transport concepts, projects and programs
opportunities for funding a sustainable approach to the region’ s transportation

atime-frame for implementation of sustainable transport strategies.

Integrated Transport is at the very heart of the government’s policies of
sustainable modern transport to tackle the problems of congestion and
pollution.

By working closely with local and national transport providers, the
government is seeking to build better links between differing forms of
transport to give the travelling public a wider choice of quicker, safer,
more reliable transport.

UK Department for Transport
Integrated Transport website www.dft.gov.uk
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From Canada

THE TORONTO PROTOCOL

Public Transportation —

a major contribution to liveable communities and sustainable development

*

All individuals need accessibility to employment, education and recreation. Achieving
environmentally sustainable mobility must include an expanded role for public transport and
requires many kinds of action. Well managed, well utilised public transport will make a major
contribution to the quality of life in global communities in the next century.

Economics can only prosper with efficient transportation systems and this requires a balanced
use of all transportation modes including a strong public transport network. Transport and
mobility has a direct impact on the social cohesion of our community life, benefiting all citizens
including those with no access to other forms of transport. Public transport is safe, causes less
pollution and is a better use of increasingly scarce land particularly in urban areas.

*

Action must be taken now to counter the deteriorating conditions in our environment and
increasing traffic congestion, to create a future of mobility and to provide access to facilities.

Increased commitment of governments and international agencies is essential. Public
transport has to have a higher priority on the political agenda and must be supported on a long-
term basis by public officials. It has to be included early in the allocation of land and in the
development of integrated transportation plans.

Expansion of all the different modes of public transport is crucial to make it widely available and
as attractive to use as other means of travel. More public and private funding must be invested
to improve infrastructure and quality of service available.

Public transport professionals around the world have a major role to play in providing a
convenient, efficient, innovative, safe and affordable service. The undersigned associations of
public transport commit to work together, share ideas and best practices in order to further
improve public transport.

These associations and their members join together to call on international agencies,
governments and public officials, and all professionals working in urban and regional transport
to join them in making a commitment to support the actions agreed in this protocol.

*

Signed at the 53" Congress of the International Union of Public Transport in Toronto, Canada,
on 27" May 1999 held in parallel with conferences of the Canadian Urban Transit Association
and the American Public Trust Association and in the presence of 5,000 transport professionals
from 79 countries.
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Sustainable Transport
in the Lower Hunter Region

1 Overview

1.1 Introduction

The Hunter Region has a diverse and prosperous economy which is heavily dependant on efficient
transport. The region’s complex infrastructure includes al of the conventional modes of transport,
intertwined with large scale urban, industrial and rural development. As such, the Hunter Region’s
need for a comprehensive and integrated approach to the full transport task is very high compared to
other regionsin Australia.

The Lower Hunter is a distinct region within the Hunter Region. It covers an area of 4300 knm?, has a
coastline of 95km, and extends inland for about 60 km. It is centred on the regiona capital at
Newcastle, and embraces the local government areas of Cessnock, Lake Macquarie, Maitland,
Newcastle and Port Stephens. Its population in August 2001 was 470 600 people, 88% of the entire
Hunter Region.

The community of the Lower Hunter Region is moving towards ecological sustainability in its urban
environment. But much more needs to be done to ensure that the challenges which this entails will be
further promoted, debated and understood, particularly in the area of transport.

The transport systems in the Lower Hunter are currently in an unsustainable state, and one of the
underlying causes of this situation is the growth in persona car ownership and its use for a wide
variety of personal transport needs. This phenomenon is not peculiar to the Lower Hunter: it applies
throughout Australia, and in fact throughout the western world, and even in some developing
countries.
The significant issues arising from this situation in the Lower Hunter are:

the rate of growth in personal car usageis greater than the rate of growth in the population

the average length of each car trip isincreasing

on average, more people own more cars, i.e. the per capitarate of car ownership isincreasing

the energy resources needed for vehicles are being depleted at a greater rate than they can be
replaced

the emissions from vehicles are causing cumulative environment damage

the road space needed to accommodate the growth in vehicle usage is not available in our urban
areas

the use of alternative modes of transport is declining
car ownership imposes household social and economic costs which can be avoided

the movement of freight by both road and rail creates significant imposts on the environment, on
urban amenity and on safety.

This situation cannot continue without exacerbating adverse social, economic and environmental
conseguences.

Sustainable transport strategies do not directly challenge the trends in car ownership. Rather
they challenge:

thewaysin which carsare used,
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thetypes of tripsthat aremadein cars,
thefuelsthat areused in cars

the alternatives that might be available for some of the trips that cars are currently used
for, and

better utilisation of road-based transport systemsfor afull range of transport tasks.

This approach is crucia to the understanding of sustainable transport strategies as presented in this
| ssues Paper.

The current fossil-based fuels used for car transport have an adverse affect on the environment. If for
environmental reasons they are replaced by cleaner fuels, the sustainability problems may become
even greater. The trend to smaller cars and aternative fuels may send asignal that there are no longer
any environmental constraintsto personal car usage.

Replacement of current fuels with cleaner fuels may provide some short term environmental benefits,
however, much greater efficiencies can be achieved through a more strategic approach to integrated,
efficient and effective transport systems. Our urban road systems cannot cater for unrestrained growth
in car usage, irrespective of the fuel source. Crucial issues such as kerbside parking and intersection
capacity have to be addressed from sustainability perspectives.

Hence, in order to avert a decline in the quality of urban life, sustainable transport strategies in the
Lower Hunter must be embraced while it is still arelatively easily achievable outcome. Commitments
are required by the community and government to examine and act on the issues relating to sustainable
transport in the region, in order to sustain the strong economic growth and cultural transformation that
is currently taking place in the Hunter. Thiswill produce better land use planning that will reduce the
need for trips overal, and it will allow diversion of some of the current personal car trips into shorter
multi-purpose trips, or into trips by more sustainable means such as car sharing, public transport,
cycling or walking.

Overseas cities which have adopted sustainable transport strategies have exhibited these
characteristics. Their car ownerships levels are still high, but the *vehicle kilometres travelled’ (vkt)
by these cars have been reduced through a combination of public transport, cycling, pedestrianisation
and parking strategies, often referred to as Travel Demand Management Strategies.

In recent times there has been a groundswell of public and political opinion, as embodied in the
recently published Auslink discussion paper, that supports the principles of ecologicaly sustainable
urban development and which is keen to accept the beneficial outcomes. A full acceptance and
understanding of what is needed to implement these principles is, however, only slowly emerging.
Thisis particularly the case with public transport and alternative transport options.

Invariably, the success in moving towards sustainability has been directly proportional to the level of
politica commitment, the integration of the strategies, and the quality of services on alternative
transport modes. These have to be balanced with more mature attitudes to affordable levels of service
in the development of options and in government pricing policies.

The size of the Lower Hunter should not be a deterrent to putting sustainable transport strategies in
place. There are substantial existing infrastructure facilities on which to build a viable and sustainable
integrated system. Many regions in Europe with populations of around half a million (similar to the
Lower Hunter) have been able to successfully implement integrated transport strategies and bring the
growth in vkt under control.

Sustainable transport strategies are not confined to urban areas. In the Lower Hunter, there are more
people living outside urban areas than there are in the urban area of Maitland. These people in small
towns, villages and rural areas also need access to sustainable transport alternatives. Rural trips are
usually longer than in urban areas, and there are less choices available.
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Rural transport strategies have to be tailored to meet the geographic, social and economic profile of
thisregion. They can be achieved by broadening the infrastructure covered by road funding to include
various types of pathways, and by using rural public transport resources to cater for a wider range of
travel needs, rather than mainly school transport.

Just over one hundred years ago (in 1899), the population of Sydney was the same size as the current
population of the Lower Hunter (471 000). By acting now, there is still the chance to protect and
improve the region’s quality of life, and ensure that regional growth will occur in a controlled,
sustainable manner, avoiding the pollution, congestion and socia disruption that has become common

in Sydney.

The rate of growth of population in the Lower Hunter is increasing, spurred on by the movement of
people out of Sydney and the growth of regional employment and investment opportunities. Now is
the time to assess the environmental, social and economic implications of this growth and set the
sustainability targets that will enable the region’s quality of life to be maintained and enhanced.

The tendency to re-direct some of Sydney’s residential growth to the Lower Hunter using the same
urban structures and processes that have dominated in Sydney has to be replaced with a more
sustainable regional approach.

The general impression is that the provision of sustainable public transport in the urban areas of the
Lower Hunter is not currently considered ahead of purely economic considerations. Apart from afew
exceptions, the services are hourly at best, serving old-established areas, with little if any promotion.
Services to new residential areas are introduced well after people are settled, and there are usualy no
services to new industrial areas. In addition, there is a need to ‘look outside the square’ to investigate
and adopt alternative transport systems to meet specific needs.

Under current trends, the car will remain the dominant means of personal transport, although its form,
energy source and even guidance systems may change in the future. The task is to encourage
sufficient people to review their travel behaviour for at least some of their trips so that the
growth in vkt is brought under control. A redlistic target of converting 20% of trips to aternative
modes means that 80% of current car trips may remain mostly unaltered.

Local government in the Lower Hunter region, through the process of production of this I ssues Paper,
has demonstrated its ability to drive the process of reform in this area. It advocates strongly the
approach of working as a regional body, in conjunction with State and Federal Government, to carry
forward the process of advocating, developing, planning, attracting funding and implementing
strategies for the development of integrated transport options for the region.

New funding programs at both the Federal and State level are creating opportunities for the costs of
transport infrastructure, and management and operations of transport resources, to be approached in
innovative ways where local government has the chance to play a much more significant role.

Local Government in the Lower Hunter should, and will need, to take the lead in ensuring that
sustainabl e transport systems are available. It has already adopted sustainable urban strategies, and it
now has to move towards the adoption of these for the region’s travel patterns. It has undertaken to
work on sustainable transport projects without the restriction of local council boundaries. The
Lower Hunter is considered as a cohesive region in which transport systems need to be developed to
meet its own travel demands. The region also needs to develop integrated transport links with its
adjoining regions: Central Coast, Sydney, Upper Hunter and North Coast.

Local government isin a very strong position to achieve the required changes if it acts as a regional
organisation. The processes available to local government include:

regiona political leadership
regional commitment to achieve sustainable transport

preparation of regional sustainable transport plans and strategies
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planning powers to produce sustainable land use patterns

planning powers to ensure devel opments contain sustainabl e transport features and facilities
management of local roadsin accord with regional sustainable transport strategies
submissions for funds to develop and manage sustainabl e transport projects

coordination and dissemination of information about regional sustainable transport projects
leadership by adopting sustainable transport practices in their own organisations

significant consultation and coordination with State and Federal Governments to ensure their
strategic goals are accommodated.

Achieving sustainability is not just about how new areas can be better planned, or how some new
transport infrastructure can be provided. For at least the next 50 years, there will be more people
living in the currently established areas than there will be in new areas. Hence, there will be a
basic priority, in terms of achieving travel change targets, in retrofitting sustainable transport facilities
in established areas.

There are enough trips being made in the Lower Hunter each day for the provision of aternative
transport systems to be viable. ‘Viability’ takes into account the cost of fuel and other environmental
issues generated by cars as well as the deferment of infrastructure upgrades if peak traffic demands are
reduced. The key to viability is to ensure that the current inefficiencies are eliminated, and that the
aternative modes are planned, provided and operated in an efficient and effective manner so as to
meet the travel demands of the region. The economic argument that we don’t have the population size
or density for sustainable transport systemsis not valid (rather it is an excuse for not doing anything).

1.2 Context

From a regional perspective, development of sustainable transport in the Lower Hunter from its
inception to its current state has been at best piecemeal and at worst ad hoc and ineffective.

There are severa transport corridors and facilities that can be used to form the basis of a well-
functioning , efficient and effective sustainable transport system. These include the rail line between
Newcastle and Sydney, the rail lines between Newcastle, Upper Hunter and Dungog, and many vacant
former rail and tram corridors.

Recent additional infrastructure such as the Charlestown Bypass and future projects such as the
National Highway extension of the F3 to Branxton provide significant opportunities to enhance
sustainability. However, the majority of the existing public transport network is founded on archaic
infrastructure and work practices, and is lacking in imagination and innovation.

The purpose of this Issues Paper is to assess what is required to achieve effective improvements in
sustainable transport modes in the Lower Hunter in the short, medium and long term. To do this
effectively, it attempts to create a vision for the sustainabl e transport systems in the future. The details
of thisvision will emerge out of the progressive implementation of the short term actions.

The Paper works through four general topics:

outline of the existing urban environment, planning policy and social characteristics in the
Lower Hunter Region

background to the current transport situation in the region
how sustainable transport has been provided in other regions

what we have to do to advance from the current situation.
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Sustainable transport is considered for travel:
within urban centres
between urban centres
between rural areas and urban centres.
Although the Paper assumes the principles of sustainable transport as argued in planning and

environment literature, it attempts to summarise these as a basis for the Action Strategies that are put
forward.

1.3 Paper Structure

In this Issues Paper, the Lower Hunter Region comprises the five Loca Government Areas of
Cessnock, Lake Macquarie, Maitland, Newcastle and Port Stephens.
The Paper isin two volumes.

Volume 1, Action Strategies, outlines:

a urban sustainability: what it means, and how it impacts on transportation (Chapter 2)

BN

a opportunities for advancing travel by sustainable modes in the Lower Hunter, with particular
reference to the roles of local government, and with some examples of specific projects that
can be considered in both the short and long term (Chapter 3)

a principles, policies, issues and actions that need to be considered in the Lower Hunter as
Action Strategies to achieve a more sustainabl e transport regime (Chapter 4).

Volume 2, Regional Context, outlines:

Q-

aprofile of the Lower Hunter Region in relation to transport issues (Chapter 2)

Q-

the existing public transport systemsin the Lower Hunter (Chapter 3)

Q-

regional initiatives within the context of transportation (Chapter 4)

7

aspects of public transport that need to be understood as the basis for a more sustainable
transport system (Chapter 5)

Q-

sustainabl e transport projects that have been undertaken in other regions (Chapter 6)

7

references to reports on sustainabl e transport issues (Chapter 7).

After the State Election in March 2003, the government has announced many changes to the names,
functions and responsibilities of several government agencies, and has instigated short term reviews of
some transport issues in the Hunter Region. This Issues Paper has not been updated to reflect these
changes.
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2 Urban Sustainability

2.1 Understanding Sustainability

Sustainable transport is a term used to describe those modes of transport which are not primarily
associated with the use of non-renewable energy resources for the transport of individuals. The term
a so embraces those transport modes which can operate within our urban structures without causing a
deterioration in the quality of urban life.

As such, ‘sustainable transport’ includes:

public transport: trains, light rail, buses, ferries and taxis, whether privately or publicly owned
or operated

automated people movers (APM): new technology such asthe ULTra and Austrans projects
community transport: services for frail, disabled and disadvantaged persons

cycling

walking

travel demand management, which aims to reduce the amount of travel that people need to make
by non-sustainable means

greater use of renewable energy sources for passenger and freight vehicles.

The World Commission on Environment and Development in 1987 defined a sustainable society as
one ‘that meets the needs of the present without compromising the ability of future generations to meet
their own needs'.

A physically sustainable society should satisfy three basic conditions:
its rates of use of renewable resources do not exceed their rates of regeneration

its rates of use of non-renewable resources do not exceed the rate at which sustainable
renewabl e substitutes are devel oped

its rates of pollution emission do not exceed the assimilative capacity of the environment.

These principles, when applied to guide sustainable transport policies and programs, include:
mixed use urban centres with increased local employment opportunities
higher density residential development around designated urban nodes
urban devel opment designs that facilitate sustainable transport options

commercial and industrial developments which give preference to use of sustainable transport
modes

investigation and implementation of more sustainable transport systems
travel demand strategies that will curtail the growth of private car usage
greater use of public transport for some personal trips

strategies to achieve a more attractive public transport system, including pricing policies
relating to costs and energy use as an aternative to cars

facilities and incentives to encourage more cycling and walking

benefits to the overall transport task in terms of efficiencies for other modes such as freight.

1 John Whitelegg, Transport for a Sustainable Future: The Case for Europe, p 5
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Although in recent times there has been a groundswell of public and political opinion that supports the
principles of ecologically sustainable urban development and which is keen to accept the beneficial
outcomes, there is as yet no widespread acceptance and understanding of what is needed to implement

these principles. Thisis particularly the case with public transport and alternative transport options.

Green issues a grey matter for one in five

By PAUL MAGUIRE _

OMNE in five Hunter residents
do not know of any regional
environmental problems,
according 1o a Hunter Valley
Research Foundation study.

And one in 100 belisve the
Hunter has no environmental
proflems at all,

The main area of concern for
people who responded to the

foundation's latest survey was
that of freshwater poliution,

Adr pollution came second.

Asked what the situation
would be 11} years from now,
residents named air and water
pollution and the impacts of
industry and mining as the
Hunter's most pressing long-
leTm 1551es,

The foundation’s senior
research officer Evan Steverson

said yesterday he was con-
cerned that such a high percent-
age of people appearced noi to
care about their environment

‘The survevs indicate (hat
people arc more concerned
about the things that directly
affect them,' hie said,

“The porceptions change with
time and are influenced hy
media publicity and advertising
campatgns that focas on issues

‘But one m five people mot
heing aware of environmenial
il heen consistent sinee o
surveys began three years agn,

The “don’t know faclor
showed people were detached
from the consequences of their
actions and did not realise they
were part of the problem.

The foundation conducts an
annual environmental phone
survey of 300 Hunter resedents,

Extract from Newcastle Herald 26 March 2002

Furthermore, the sustainability issues that have to be addressed in the Lower Hunter are different to
those that apply in large metropolitan areas like Sydney. The priorities for environmental decisions
related to sustainable transport in the Lower Hunter have to be based on regional perspectives, rather
than being absorbed into metropolitan perspectives. The differences between the two environments of
Sydney and the Hunter Region need to be better understood and accepted.

2.2 Sustainability Issues

2.2.1  Environment
In Australiain 2000, the transport sector produced over 14% of the national greenhouse gas emissions.
Of this, 56% came from cars and 34% from other road transport.

Most of the fuels used in motorised transport systems are non-renewable

The use of these fuels produces pollutants in the atmosphere which have both short term and
long-term harmful effects.

Per capita transport-generated greenhouse gas emissions in Australia are among the highest in the
world. One-third of the average family’s greenhouse emissions are the result of transport activities.
The greenhouse emission from an average car in atypica year of travel is about 4.3 tonnes, nearly as
much as the emissions generated per passenger by a plane flight to London and back®.

Audtralia’s transport system is a major user of energy resources and the principal contributor to
pollution in major cities. Road transport contributes 80-90% of carbon monoxide (CO) emissions, 50-
80% of nitrogen oxides (NOX) and 40-50% of volatile organic compounds (VOCs). NOX and VOCs
are the major precursors in the development of photochemical smog and ozone, and they contribute to
greenhouse gas emissions’.

In the Newcastle area, air quality has steadily improved to a point where it now satisfies ambient
environmental standards most of the time. However, the incidence of oxides of nitrogen (pollutants
from motor vehicles and industry) has shown an increase in the past five years'.

Z National Greenhouse Gas Inventory: Fact Sheet 2, Australian Greenhouse Office, August 2000

® Sustainable Transport: Responding to the Challenges Institution of Engineers, Australia, 1999

* Freight Logistics in Australia: An Agenda for Action Dept of Transport and Regional Services, Canberra, 2002
® Newcastle State of the Environment Report, 2000/2001

10
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A recent study by economists in USA® concludes that public transport generates 95% less CO, 92%
less VOCs, and half as much carbon dioxide (CO,) and NOX per passenger kilometre than private
vehicles, based on arail car or bus carrying 40 people. The study report states:

increased use of public transport is an important answer to two national challenges: greater
energy independence and a cleaner environment

if onein ten people used more public transport regularly:

a reliance on foreign oil could be cut by around 40%

a carbon dioxide emissions would be cut by around 25% of the standard set under the Kyoto
agreement

increasing use of public transport needs to be an essential element of national energy and

environmental policies.

Because of the unusualy large transport task in the Hunter Region (mainly associated with the
transport of coal) these adverse environmental impacts are more severe than in most non-metropolitan
regions.

The adverse impacts can be ameliorated by reducing the transport demand, by aggregating more travel
into fewer vehicles, by using more sustainable modes for some trips, by using renewable and non-
polluting fuels, and by adopting more efficient modes especially for freight transport.

2.2.2 Settlement Patterns

In recent times, urban areas and the facilities within urban areas have been developed generally with
the underlying attitude that everyone has access to a car. Those who do not have a car are becoming
more isolated, and facing greater difficulties in accessing basic facilities, and are being treated almost
as social outcasts’. Urban development has to take on a more social dimension and respect the fact
that many people do not have, or do not wish to have, a car for very valid reasons.

Many people no longer fed that they have to live close to where they work. If they change their job,
or if their job is relocated, they tend to retain the job and drive to the new location, even when it is
much further away.

Y oung teenagers are particularly vulnerable to the urban form dominated by the car. They are active
and able to travel on their own, often in small groups. But they are not old enough to drive a car.
Their need to move around town independently has to be respected and accommodated.

Many older urban areas have been adversely affected by busy roads and freeways that have cut
through their area, making them difficult to cross. The general assumption that people can use a car to
get to facilities on the other side of these barriers further exacerbates the isolation of those without
cars.

Urban consolidation, or as it is sometimes termed, ‘smart growth’, involves the redevelopment of
older areas, usualy close to commercial centres and transport nodes, at higher employment and
residential densities. This brings more people into the area, and makes better use of the existing
infrastructure. It should improve the patronage base and market potential for public transport.

However, this depends on the population profile of the new residents. If they are dominantly childless
couples moving into small apartments, the public transport usage potential may be lower than it would
be with family households or with aging communities. This can be addressed by designing the new
development in accord with local public transport facilities, and encouraging the new residents to
reduce their car ownership level as part of their lifestyle move.

6 Conserving Energy and Preserving the Environment: The Role of Public Transportation, quoted in ITS
International 8:5, September 2002, p 8. Further details: www.apta.com

! E.g, the Minister’'s Foreword to South Australia’s Draft Transport Plan April 2003 states that ‘making better use
of public transport ... will benefit those groups that are socially excluded’.
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The concept of ‘transit-oriented development’ advocates that sites adjacent to good transport facilities
should be zoned and developed for higher density housing and local commercial / employment
centres.

Irrespective of any urban growth strategies, the majority of people live in areas that are already
settled, and it is the travel habits of these people that are essential to the success of urban
sustainability. Hence, sustainable transport projects have to not only ensure more effective designs
for future urban development, but they also need to examine established land use patterns and be
prepared to modify these patterns where necessary to achieve the desired benefits.

2.2.3 Employment Conceptsand L ocations

In the past it has been acceptable to promote the development of large industrial and manufacturing
plants to achieve the benefits of the job creation opportunities. Little or no serious consideration was
given to how people would travel to and from these jobs, and what the environmental impact would
be. It is assumed that ‘everyone has a car’, and for some of the largest employment locations in the
Lower Hunter, there are no alternative public transport services at all.

Recent studies and urban strategies have advocated more home-based employment and creation of
more local jobs within walking distances of homes. However, these situations will only ever affect a
small number of people, and there is no guarantee that local jobs can be filled by the workers who live
locally.

While large manufacturing plants will till be needed, more attention can be given to local industrial
parks where the chances of being able to find a job closer to home are increased. For the large
industrial sites, the provision of various forms of public transport should be regarded as being
an essential part of the development and of the environmental management program.

224  Shopping

The dominance of car parking spaces at regional shopping centres is mute testimony to the dominance
of the car for non-work trips. The cost of car parking is built into the cost of goods at the shopping
centre and is generally accepted without question. Car users have a base where they can leave goods,
usually close at hand, while they do their shopping.

Little consideration or priority is given to people who go shopping by sustainable means. Bus
travellers have to pay to get there and, because they pay the same price for goods as car users, they are
actually contributing to the cost of parking other people's cars. They are given little priority in
accessing the centre, and often have to walk long distances without shelter to and from the bus stops.
Like pedestrians, they have nowhere to leave their shopping, and have to carry their goods with them
al thetime.

Commercial forces dictate that these trends continue. Shopping centre owners are reluctant to be the
first to invest in ‘sustainable’ access for fear of the competitive advantage this might give other
shopping centres where car access dominates.

However, the cost of encouraging a shopper to travel by sustainable transport modes is many
times less than the cost of providing ‘free’ parking spaces, variously quoted at anything upward
from $2500 a year per space. Newcastle City Council recently developed a free parking area with 47
spaces adjacent to the Darby St commercial areain Cooks Hill. It cost over $18 000 per space®. The
same funds would have provided the marginal cost for operating abus for 12 hours aday for 5 years.

The economic benefits of sustainable transport access need to be quantified and promoted to shopping
centre developers.

8 Parking problem solved on Darby Newcastle Herald 17 April 2003

Sustainable Transport in Lower Hunter Vol 1 12 Transit Planners



2.25 Entertainment and Recreation

For the vast majority of people, attending a function at an entertainment venue or going to arecreation
area means getting there by car.

Car parking at entertainment venues and recreation areas is difficult and expensive to provide, because
it is needed for a relatively short time. But at the times of peak demand, the parking and traffic
movements can cause significant congestion and inconvenience in the surrounding area.

Public transport can be used to enable large numbers of people to attend popular events without the
adverse affects of car usage. Including public transport fares in the ticket prices can be an
effective way to reduce car usage, and it may be cheaper for the event organisers than the total
costs of organising car parking.

However, issues such as availability of public transport at night time and perceptions of persona
safety have to be addressed as well.

2.2.6 Transportation

The 462 000 people in the Lower Hunter generated over 1.9 million travel trips each day in 1999.
5.0% of these were by public transport®. To achieve urban sustainability benefits, a target of 20% of
trips by public transport might have to be set™.

At thislevel of patronage:

there would be sufficient revenue generated to cover the costs of providing high frequency bus
services within easy walking distance of every house for most of the day, feeding a trunk train
and bus network operating at 5-15 minute intervals

the number of people using public transport would warrant priority measures for public
transport vehicles

the consequent reduction in personal car travel would reduce congestion and travel times for the
remaining private vehicles on the region’s roads.

Based on modal split and sustainability targets that have been set in other Australian cities", the 20%
target for urban areas in the Lower Hunter is considered achievable, and it will help deliver the
desirable environmental benefits™.

Put another way, public transport would not need an operational subsidy if it were developed in a
way that attracts a higher maodal split from the total travel market. This does however assume
that public transport infrastructure is provided by government programs, just as it is for the road
system.

Based on surveys undertaken in March each year since 1999, up to 18% of morning weekday trips per
hour to the University of Newcastle have been made by public transport, and up to 13% for the whole
day. In March 2003, the best modal split achieved was over 14% of arrivals at the University by
public transport (bus and train) between 10.00 and 11.00am, and nearly 10% for the whole day™. This
shows that higher modal splits can be achieved in regional centres where services and facilities are
focused on responsive markets, but that they will fall unless there is a concerted effort to provide and
promote attractive services.

® Travel in Newcastle and Wollongong, Transport NSW, Issues Paper 2002/01, Feb 2002
10 Transport Choice, brochure produced by UITP Australia/NZ, 2002
1 Eg TravelSmart, A Traffic Reduction Strategy for Brisbane, Brisbane City Council, 1995

2 SMART targets for sustainable transport - a review of international and NSW practice, Transport Engineering in
Australia, Vol 7, 2001

3 University of Newcastle Travel Modes Survey Semester 1, 2003, Transit Planners, June 2003
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2.2.7 Freight Movement

Urban congestion is a major contributor to increased fuel consumption and transport emissions.
Australia’ s overall freight task is estimated to double between 1995 and 2010. Thiswill have negative
impacts on urban traffic congestion, air quality, greenhouse gas emissions and waste production.
Internet trading and door-to-door deliveries are growing at 8% per annum in Australia, and this is
increasing the frequency of small consignments and light truck movements.

Overseas, there has been considerable research on ‘city logistics as an integrated planning approach
for solving freight distribution problems. City logistics considers the whole freight distribution
system, rather than attempting to optimise each part of the system in isolation, and it fully considers
the costs and benefits to the public sector while optimising business outcomes. It develops the most
efficient freight distribution modes based on freight corridor analysis, peak traffic congestion times
and energy consumption.
City logistics research includes:

advanced information systems

cooperative freight transport systems

logistics terminals outside key congestion areas

demand management

freight management systems.

Given the projected growth in Australia' s freight task, it is imperative that industry and governments
develop amore long-sighted and integrated approach to urban freight distribution®.

The increasing intrusion of very large road vehicles into urban streets needs to be checked. These
vehicles are incompatible with other road users in an urban context, and pose a serious threat to urban
roads being able to be used for arange of sustainable transport modes.

With the planned development of the multi-purpose freight terminal in the Port of Newcastle, the
Lower Hunter can expect to encounter more than the average expected increase in freight movement in
the near future. The sustainable approach to this will encompass:

creating freight corridors (rail and road) that do not impact on urban development
moving as much freight as possible by rail rather than road

initiating freight centres outside established urban areas

integrating freight infrastructure with other transport systems

reviewing freight distribution systems within urban areas.
In June 2000, the Newcastle and Hunter Business Chamber prepared a Discussion Document on the
Regional Transport Projects required to link the North, North West and Central West Regions of NSW

with the Hunter Region™. It emphasised the need for these projects to be integrated with other
regional programs, and for freight transport to be developed in harmony with passenger transport.

Freight transport issues are not addressed in further detail in this Issues Paper.

4 Freight Logistics in Australia: An Agenda for Action Dept of Transport and Regional Services, Canberra, 2002

5 Transport Infrastructure Study for the Hunter, North and West Regions of NSW Newcastle and Hunter
Business Chamber, June 2000
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2.3 Transport Alternatives
23.1 Walkingand Cycling

Many people are prepared to walk reasonable distances to reach their destination, but are often
deterred by a hostile environment, such as no footpaths, hilly terrain, circuitous paths due to lack of
direct pedestrian links, and safety concerns.

Similarly, cycling would be more accepted as a transport alternative if the hostile elements were
removed. For most people, cycling on roadways is too great a safety risk, cycling on footpaths is
technically illegal, and very few cycleways are provided relative to the number of people who have
bicycles, where people live and where they want to go to*®.

In Australia, new bicycle sales have continually exceeded new car sales for more than 15 years. Total
bicycle imports in 1999/2000 were 1 018 000, of which 584 000 were adult bikes. Total motor vehicle
salesin 2000 were 787 000"".

The NSW Transport Study Group reported in 1991 that the Newcastle / Lake Macquarie area had the
highest level of cycle use per capita of any urban areain NSW.

Capital costs for cycleways vary from $125 000 to $300 000 per kilometre, and maintenance costs are
minimal. By accommodating some of the future growth in travel demand by cycling instead of
driving, a considerable saving can be achieved in road building and maintenance costs.

Cycleways should be treated as part of the road system, in the same way as the road carriageway,
footpaths, kerb and guttering are treated. They are not just an optional extrato be provided when there
are some surplus funds.

Power assisted bicycles are likely to become increasingly popular as a cheap and efficient means of
transport. They have a small electric or petrol motor that can sustain a person on a bicycle at speeds of
up to around 25kph. No licence or registration is required for power assistance up to 200 watts. They
provide the best of both worlds: ease of personal travel with assistance on a steep hill. They can easily
be parked in the same space as a conventional bicycle.

Bicycles are legitimate road vehicles: therefore the road system has to be made safe enough for them
by the provision of bike lanes and cycleways. Thisisin line with the RTA's Strategic Plan for Road
Safety in NSW, and the NSW Government’ s Action for Bikes BikePlan 2010.

Given the number of bicycles that exist, and which are still being bought, it stands to reason that if
there are safe facilities for their use, their usage will increase.

Elderly people and people with disabilities are now able to used motorised 3- and 4-wheel scooters to
improve their mobility. For these people, even footpaths are essential. For the time being, they are
regarded as being within the ‘ cycle' transport mode.

Some motorised scooter uses have limited independent mobility, and are able to use public transport
and walk around in shopping centres. They need somewhere secure to park their scooter, and this
need now has to be addressed in the planning and management of parking areas, bus stops and railway
stations.

Pedestrians, cyclists and those with scooters need facilities at their destination to leave their
belongings so they don't have to carry them everywhere they go. These facilities should be regarded
as having the same importance as car parking spacesin any development.

16 Cycling and Cycle Tourism Opportunities in the Hunter Region: Inquiry into Infrastructure and the Development
of Australia’s Regional Areas, Darrell Stone, April 1999

" Research by Darrell Stone, Newcastle Cycleways Movement, August 2002

Sustainable Transport in Lower Hunter Vol 1 15 Transit Planners



23.2 Car Sharing

‘Car Sharing’ isnot the same as ‘car pooling’. In general terms:

‘car sharing’ refers to schemes where people belong to a group that has access to a fleet of
vehicles. The car isused by different people at different times

‘car pooling' refers to schemes where people share the cost of travel by car in a vehicle owned
by one of the participants.

While car pooling has been tried with limited success for some time, car sharing is a more recent
innovation that has proved to be very successful in Europe. In Germany, 200 000 people belong to
organisations which arrange car sharing™®. An initial car sharing scheme is planned for introduction in
Newtown (Sydney) late in 2002.

The car sharing schemes in Europe use smartcard technology. Members of the scheme book a car on
the internet. They go to alocal holding yard (such as part of the car park at alocal shopping centre)
and use their smartcard to gain access to the vehicle at any time. A smartcard embedded in the vehicle
records the user, date and time. The member can use the vehicle as required, and return it to a holding
yard when finished (not necessarily the one it came from). Smartcard technology is used to record the
usage details and the storage location, and to lock the vehicle. Members are billed monthly.

Car sharing trips have to be planned. To this extent they tend to reduce the number of indiscriminate
trips made in private vehicles. They can be used effectively to eliminate the need for one car in multi-
car households.

In the Swiss city of Zurich (population about 1.2million), the car sharing scheme has 700 holding
yards. Zurich has what may well be the world’s most successful public transport system, which an
affluent population actually chooses to use'. On average, 42% of al trips are made by public
transport and 20% by car. By comparison, in Perth 7% of al trips are made by public transport and
75% by car. In the Austrian provincial city of Graz, population 250 000 people (about the size of
Newcastle/ Lake Macquarie), there are 10 holding yards for car sharing®.

Car sharing schemes need to be considered as part of an overall travel management strategy, not as an
isolated project. Their success is highly dependant on regional commitment, appropriate seeding
funding, and integration with the walking, cycling and public transport strategies.

2.3.3 Automated People Mover Systems

Automated People Movers (APM) are advanced transportation systems in which automated driverless
vehicles operate on fixed guideways in exclusive rights of way.

Two of the best known APMs are the Docklands Light Rail system in London and Line 14 in the Paris
Metro system.

Attractive features of APMs include the high frequency of their operations, and the low operating
costs due to reduced staff levels. The deployment of vehicles is more flexible due to the removal of
the requirement to comply with driver working conditions and award provisions.

8 The Courage to Keep Out Cars John Whitelegg, Australasian Bus and Coach, 15 March 2002
YA Very Public Solution: Transport in the Dispersed City Paul Mees, Melbourne, 2000, page 120-121

20 Concepts of Mobility Management for the Whole City Presentation by Karl-Heinz Posch, Travel Demand
Management Seminar, Sydney, September 2002
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APMs are especidly suitable to situations where there are relatively small numbers of people moving
throughout the day. The construction of systems is cost competitive with new roads, but there are
higher overheads due to the centralised control system and the computer technology. However, within
their capacity restraints, they are far more effective per person moved in achieving sustainability
targets than any system using vehicles with drivers.

Austrans APM

The Austrans system is an Australian invention designed to fill the gap between the automated light
rail systems and the Personal Rapid Transit (PRT) systems?.

Austrans offers:
mid-sized vehicles (the prototype has been built for 9 people)
a combination of demand-responsive and scheduled services to match daily changesin demand
high vehicle speeds and off-line stations to ensure short journey times for intra-urban travel

exclusive guideways and tight cornering capability to minimise impact on city environs.

The Austrans system uses a specially-designed rail guideway for the self-steering vehicle bogies. The
vehicles are powered by electricity picked up from therails.

Prototypes of the Austrans vehicle were built by ADI in Newcastle in 2000, and the test track was
manufactured by OneSteel in Newcastle. The system is being tridled at a test site at Chullora in
Western Sydney.

In 1996, Newcastle City Council supported a feasibility study into the operation of the Austrans
system in a Western Newcastle transit corridor linking Glendale, the University of Newcastle and
Mayfield Industrial areas®.

ULTra PRT

Personal Rapid Transit (PRT) systems are a type of APM which offer an effective way to overcome
the difficulties of scheduled public transport systems while retaining the benefits of individual travel.
PRT systemsinvolve asmall driverless vehicle operating along a guided way.

The Urban Light Transport (UL Tra) system has been developed by Bristol University. The vehicleis
a 4-seat capsule which runs on rubber wheels on its own guideway. Guidance is provided by
computer responses to magnetic implants in the guideway. Vehicles are electrically powered, and
have room for bicycles, wheelchairs and luggage.”

UL Travehicles move along the guideway network in response to passenger activation at stations using
smart card technology. Vehicles are distributed to the stations throughout the network so that there is
never a wait of more than one minute. Travellers can choose to travel alone or in a group of up to 4
people. They press a button to indicate their destination, and they are taken to it by the most direct
route, without any other stops.

The ULTra system achieves the best combination of individual transport, fast travel times and
environmental sustainability. Because it is not rail based, the guideways are relatively cheap to
construct (similar to a cycleway), about a tenth of the cost of a freeway lane, but with the same
capacity. The guideway is only 2m wide. The vehicles use 75% less energy compared to a private
car.

2L Austrans People Mover Project, Transit Australia, December 1997

*2 Feasibility of Austrans People-Mover: Western Newcastle Corridor Study Stage 1: Demand Sinclair Knight
Merz, Sept 1996

2 The ULTra PRT System, International Conference on Automated People Movers, San Francisco, July 2001
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Fare systems are based on the use of a vehicle, rather than individual travel. Hence four people
travelling together pay the same fare as one person travelling alone. This makes ULTra very
competitive with car travel.

Presentations on the UL Tra project have been given in recent times to Newcastle City Council and to
various regional and state government agencies in the Lower Hunter, including Hunter Region
Organisation of Councils.

Funding has been approved by the National Assembly of Wales for the first ULTra PRT project to be
installed as the transport system between the Cardiff City Centre and the redevelopment of the former
wharf area. Ongoing funding is dependent on integration with rapid transit options for the region, and
on arobust private-public funding partnership®.

Cardiff County Council policy envisages that 50% of all trips in this area will eventually be
undertaken by public transport®. This has similarities to the potential transport linkages between
Honeysuckle developments and the City Centre in Newcastle.

Other immediate applications of this technology could be to assist movement around the campus of
large university and TAFE colleges and regional hospitals.

Prototype of the 4-person ULTra PRT vehicle on the test
5 track in Cardiff, Wales, October 2001. The structure in the
background is the lightweight bridge for taking the ULTra
vehicle over the roadway.

234 TramTrain

The most significant trend in Europe in recent years has been towards the TramTrain, where light rail
vehicles operate over heavy rail lines to serve the suburban areas of regional cities and the surrounding
townsin the region.

For 10 years, light rail vehicles have been running from the city centre in Karlsruhe in south-western
Germany aong old industrial rail lines through the suburbs and onto the main intercity rail lines for
distances of up to 50km. The frequency of all services using the main linesis about every 10 minutes.

Thelight rail vehicles run on the same tracks as the heavy rail freight and passenger trains, and use the
same main line station platforms. This minimises investment costs by using existing infrastructure,
integrating local and regional traffic, and offering highly attractive regional train services without the
need for interchanges.

The success of the Karlsruhe system has been reflected in an enormous increase in the number of
passengers and a positive change to the modal split®.

2% Cardiff ULTra is put on shelf Tramways and Urban Transit, April 2003, p 125
%% Sustainable Personal Transit, M Lowson in Municipal Engineer 151, March 2002
26 Karlsruhe: Back to the Future Tramways and Urban Transit, Dec 2000 and Feb 2001
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Implementation of new tramtrain systems is complex, as a range of diverse issues have to be
considered. One of the most challenging tasks is to adapt the model to local conditions, and to
overcome the traditional prejudices about dual mode usage of the heavy rail tracks?’.

b

Light rail vehicles on the 56km S5 TramTrain route between Worth and Muhlacker pass the Marktplatz in the
centre of Karlsruhe (top) and stop in the main line train platform at Pforzheim (bottom)

In 2001, the tramtrain system in Karlsruhe reached the city of Heilbronn, 60km away. A new system
was implemented in Saarbriicken in 1997. There are 58 cities in Europe where the implementation of
the tramtrain system is currently being investigated®. One of the most advanced of these is
Strasbourg, where the light rail vehicles will operate within the City Centre, through the suburban
areas and aong the main railway linesto smaller townsin the region.

2.4 Cost Comparisons: Car v Public Transport

Research undertaken by Adelaide Metro shows that significant savings can be made by travelling to
work by public transport instead of driving acar”®. The comparative costs are based on:

2" Mixing Light Rail with Heavy Rail Trevor Griffin, British Rail Research, in Light Rail Review 3 (1992)
%8 Tramtrain website www.tramtrain.org
% The Metroguide: A Guide to Adelaide’s Public Transport System Adelaide Metro, January 2003
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travel for 231 working days ayear

using a multi-trip ticket at $20.60 for 10 trips (equivalent to the $21.00 TimeTen ticket on
Newcastle Buses)

car parking costs of $5 a day

Roya Automobile Association (RAA) private car running costs for a Holden Commodore 3.8
litre automatic

RAA rates for depreciation, interest, insurance and maintenance

fuel prices of 95c per litre.

These costs are equivalent to car usage costs in the Hunter Region.

Table 1 shows the savings:

when the car is left in the garage and public transport is used for travel to and from work (the
car is still available for uses at other times, or by other members of the household)

when public transport is used instead of owning a car for work travel (eg disposing of the
second car in the family).

Table 1: Savings Using Public Transport instead of Car for Work Travel

Distance Weekly Annual Savings: Savings: Greenhouse
Home - | Distance | Distance Car retained Car not retained Gas
Work Travelled | Travelled Emissions

Saved®
Km km km Per week Per Year Per Week Per Year Tonnes/year
25 250 11500 $46.50 $2148 $175.40 $8103 3.8
20 200 9240 $38.10 $1760 $141.20 $6523 3.0
15 150 6930 $29.60 $1368 $107.00 $4943 2.2
10 100 4620 $21.20 $979 $72.80 $3363 1.5
5 50 2310 $12.80 $591 $38.60 $1783 0.8

These comparisons reflect the savings to an individual by using public transport instead of driving a
car to work each day. In addition, there are considerable benefits to the community through reduced
pollution emissions, less congestion on the roads, and deferred costs of infrastructure upgrades. This
has to be matched against the cost to government of supporting and promoting public transport usage.

Promotional image on the cover of a ticket
. wallet issued by Adelaide Metro (Passenger
| Transport Board) for travel by train and bus in
Adelaide, March 2001

¥ Go zone Brochure Adelaide Metro, July 2001
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2.5 Integrating Land Use and Transport

The focus of population growth and demographic demand is diversified. No longer is it a simple
matter of extending bus routes and building railway stations to serve new residential and industrial
estates. Redevelopment of old residential areas and relocation of employment areas is placing
pressure on how services are operated in older areas where the road and pathway network is already
established.

Although new urban strategies have the effect of increasing the density of houses, census data shows
that household occupancy rates are falling. Thisimplies a change in the community profile, aswell as
an increase in population, in areas affected by urban renewal.

Demand for housing choice in proximity to employment locations and public transport takes on a new
dimension under sustainability principles, and cannot be adequately addressed by applying the
practices of recent decades.

Four key conclusions of relevance to public policy can be drawn from research data on cities around
the world as to how car dependence can be reduced™.
Public transport infrastructure as a separate system from streets used by cars
Pedestrian / cycle orientation, including good walking spaces and traffic-free shopping streets
Urban densities that limit low-density sprawl and reflect urban transit corridors

Planning and control as an expression of cultural values and to resist the market pressures that
work contrary to transit benefits.

Further research would need to be done on what impact differential energy pricing policies by
government would have on car dependence.

In September 2001, the State Government released a Planning Policy Package of documents on
Integrating Land Use and Transport, jointly prepared by Transport NSW, RTA and Planning NSW.
The documents filled along-term vacuum in this State®. They included:

Overview
The Right Place for Business and Services. Planning policy
Improving Transport Choice: Guidelines for planning and devel opment

Employment and Journey to Work Patterns in the Greater Metropolitan Region - an analysis of
the 1996 Census data

Draft State Environmental Planning Policy No 66 - Integration of land use and transport

The introduction to the Guidelines provides the overall perspective, and strongly supports the thrust of
this Paper.

The government’s major plans and strategies embody the critical objectives of:
« reducing the growth in vehicle kilometres travelled (VKT)
* improving air quality and reducing greenhouse gas emissions
* building more compact cities
* promoting economic development and creating jobs.

Local action is required if these objectives are to be realised. Councils in particular have a
major role in applying these broader strategies for land use and transport issues, in ways
appropriate to their local conditions.

31 Reducing Automobile Dependence Peter Newman, Environment and Urbanisation, Vol 8, No 1, 1996

32 Integrating Land Use and Transport - A Planning Policy Package NSW Dept of Urban Affairs and Planning,
August 2001
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Achieving sustainability in transport requires us to look differently at travel. We need to focus
on:
« the movement of people and of goods, rather than the movement of vehicles,
* maximising accessibility (the ability to undertake a range of daily activities with a minimum of
travel), rather than mobility (the ability to move freely).

This raises the challenge not only to make better transport and land use planning decisions, but
also to better integrate these decisions for sustainable outcomes.

This is essentially what is being said by the Federal Government in the Auslink Green Paper (see
83.4).

The Guidelines are based on:
10 Principles of Accessible Development
the Land Use Planning Process
Location and Design Guidelines

Practice I ssues and | nitiatives.

The Guidelines cover commercial, retail, leisure, health, education and industrial centres, housing,
public transport, parking, pedestrians, cycleways and urban design. Particular attention is given to
creating priority for non-car access modes ahead of the traditional concentration on car access and
parking.

The draft SEPP provides the legidative requirement to address sustainable transport issues in
processing any devel opment application.

The Guidelines list the key transport planning concepts which are pursued in this Paper.

Some key concepts need to be understood when planning for transport choice. These concepts
identify people’s basic travel needs.

Convenience — the transport mode needs to be easy to find and use, and to transfer from one
mode to another.

Information — reliable information at accessible locations is essential to encourage use of
various travel alternatives.

Proximity — transport facilities and services, such as cycle paths and bus services, need to be
in close, convenient and obvious locations to people’s trip origins and destinations.

Destination choice — the more destinations that can be linked on a public transport route, the
more attractive it will be.

Directness — routes should take the shortest and least deviating course, with priority to
achieve fast travel times for walking, cycling and public transport (e.g. pedestrian links,
dedicated bus lanes, and bikeways).

Security — the environment for walking and waiting needs to be comfortable and safe from
personal attack or conflicts with traffic (e.g. waiting areas sheltered from the elements, natural
surveillance, good lighting, bike lanes on major roads).

These concepts should be considered simultaneously in planning decisions. There may need
to be trade-offs between, for example, directness and linking destinations. The preferred
outcome will be the one that best contributes to reducing car dependency.
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2.6 National Strategy to Tackle Urban Traffic Emissions

This text is taken from the Newsletter of National Transport Secretariat, Issue 9, September 2002.

The Australian Transport Council (ATC) on 8 August approved the National Strategy for Lowering
Emissions from Urban Traffic and the first National Action Plan to support the strategy. The
strategy and action plan, developed by the National Transport Secretariat in collaboration with
transport agencies throughout Australia, provides a groundbreaking national approach to reducing
greenhouse emissions from the transport sector.

The National Strategy provides a long term overarching framework for reducing emissions from the
transport sector. It is underpinned by six outcomes that drive a package approach to the reduction
of emissions. The six outcomes are designed to complement each other and also assist in building
partnerships across portfolios.

The first national Action Plan builds on the large range of activities already underway in each state
and territory. The Action Plan also contains a series of ambitious national actions. To be
achieved, they will require a series of steps to be taken over a five to ten year timeframe. The
actions include providing more choices for urban travellers, cleaner performance by the vehicle
fleet, improved access with less movement, and a greater understanding of the full impact of
transport choices. ATC has endorsed a regular review and release of subsequent action plans to
support the strategy.

The Strategy and the Action Plan create a cohesive, strategic and proactive framework for reducing
transport generated emissions and showcases the transport sector’s policy setting capability.

Ministers are committed to the Strategy and Action Plan. The challenge now is for policy makers to
be bold in the advice they give to Ministers, driving a proactive rather than a reactive approach to
supportable and sustainable action.

As part of the First National Action Plan:

An information sharing workshop for travel behaviour practitioners form around Australia has
been held to share experiences, methodologies, success and failures and there is strong
support for convening this forum on a regular basis

A study being undertaken by the NTS will investigate incentive and disincentive programs to
encourage sustainable travel. It will review whether existing policies have a positive or negative
impact on influencing the use of more sustainable forms of transport and the results will be
available in December 2002.

A meeting between transport and land use planning professionals will be facilitated by the NTS
to develop a National Charter of Land Use and Transport Planning Principles. The purpose of
the charter is to achieve better coordination of land use and transport planning across agencies,
jurisdictions and levels of government to facilitate effective and sustainable development.

The concerns about urban traffic emissions in the Lower Hunter are supported by the national
concerns which led to the adoption of this National Strategy and Action Plan. The actions outlined in
this Issues Paper are in accord with the national approach which has received ministerial approval. It
is reasonable to expect support from the NTS for the implementation of the National Strategy in the
Lower Hunter and in the monitoring of the outcomes.

2.7 Alternative Fuels

Simply pumping more and more petrol into more and more cars is not a sustainable long-term business
plan®.

Air pollution can be reduced by the adoption of cleaner fuels and more efficient vehicles. The
technology is now available for this to happen, without the need for major conversions.

¥ sustainable Transport, Speech by Greg Bourne, Regional President BP Australasia, Energy in Western
Australia Conference, Perth, March 2003
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Three bus companies in Melbourne have successfully operated buses using canola and ethanol as fuels
in place of diesel. The operational performance had been satisfactory, but pricing has become an issue
because of the excise duties™.

All new buses delivered to State Transit in Sydney are powered by CNG. Again, performance has
been satisfactory, and fuelling facilities have been installed at severa depots.

Several councils have individua vehicles in their truck fleets undergoing trials, but have not
proceeded to full fleet operation on alternative fuels. Thereisno real reason why this cannot be done.

Debate is emerging on the merits of using alternative fuels such as ethanol. Even if there are some
difficulties, the basic point is that these alternative fuels are renewable, whereas petrol and diesel are
not renewable. As well, the alternative fuels produce less pollutants than petrol and diesel. In a
sustainabl e approach to transport, these basic points override other considerations, and efforts need to
be concentrated on overcoming the relatively minor difficulties. The federal government has to be
convinced of the environmental benefits flowing from excise adjustments that will make alternative
fuels more attractive that conventional fuels.

The NRMA has available a series of information sheets on alternative fuels and their application to the
transport industry.

Toyota launched its Prius hybrid petrol-electric car on the Australian market during 2002. It has
dready been introduced into the fleets of severa Queensland government departments. Lake
Macquarie Council has onein itsfleet for use by the General Manager.

These vehicles are too expensive at present for individual car owners to compete with normal car
prices. In the March Quarter of 2003, Australian sales of Commodore, Falcon and Camry totalled
over 45 800 cars. Sales of the Toyota Prius totalled just 65%.

Vehicles using alternative fuels will cause less pollution, but they take up about the same road space as
conventiona vehicles.

% Australasian Bus and Coach, 12 July 2002, pages 22-23
% Car makers face the green test Australian Financial Review, 22 May 2003
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3 Opportunities in the Lower Hunter

Refer to Volume 2 of this Issues Paper for the regional context from which the opportunities and
actions for the Lower Hunter have evolved. It gives detailed background information on the region’s
profile in terms of population characteristics, existing transport systems and planning initiatives. [t
discusses issues relating to the provision of efficient and effective public transport and describes
sustainable transport initiatives in other regions.

Local government
3.1 Roles of Local Government around the world will

. i . need to take up the
The opportunity for Local Government to initiate, stimulate and challenge of

implement  sustainable transport projects permeates most of the | g, stainable
processes and projects that are presented in this | ssues Paper. development, writes
Paul Scobie.

Traditionally, State Government controls the planning processes for Newcastle Herald 24.9.02
determining the corridors for appropriate transport modes for new and Paul Scobie is a

.. Newcastle City Councillor
existing developments.

Local Government is excluded from any significant role in this®®, even though travel associated with
the corridors will be dependent on infrastructure for which local government is generally responsible.

In the development of sustainable transport at the regional level, local government needs to be more
actively involved. Loca government isin aposition to:

identify and pursue the transport systems and operations patterns that will best achieve its
sustainable urban management strategies

determine the transport infrastructure to support land use patterns that it approves

provide the support infrastructure for local public transport (such as roads, footpaths and
community facilities)

understand the travel needs of the local communities

be committed to achieving higher modal split for sustainable transport options as its main travel
management strategy

implement networks of pathways to encourage alternative transport modes such as walking and
cycling

have a mgjor impact on whether public transport becomes attractive through:

a its control of land development processes, which can include the achievement of higher
urban densities that will stimulate greater use of aternative transport modes

its responsibilities for addressing social issues at the local level

its ability to access funds from government programs

its ability to initiate and manage innovative transport schemes and pilot projects®’

its socia programs which can include the preparation and distribution of Public Transport
Guides which make it easier for people to understand how the system works, irrespective of
individual modes, routes and operators.

QD QO QO Q-

% Submission on Auslink Green Paper Maitland City Council, Feb 2003

%" These opportunities were discussed, and case studies presented, at a National Conference on Integrated
Transport of Local Communities held in Melbourne in December 2002
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In many cases, these opportunities overlap with State Government responsibilities, where priorities
may be different, and local issues are subsumed into broader objectives. A key role for local
government is to facilitate the appropriate processes whereby service providers come together to
access funds and deliver the services that the region requires. This approach has been suggested in the
Transport Cluster concept developed in recent times by the Industry Development Centre - Hunter®®,

Traditionally, the major role of Local Government in transport has been in the building, maintenance
and management of roads, with an emphasis on private vehicles. In some sectors of local government,
buses have often been regarded as a nuisance, and a social necessity only for lower socio-economic
groups. State government guidelines for enhancing public transport provision in new developments,
in place since the 1970's, have been largely ignored in development approvals.

These attitudes are now changing, as public transport is seen as an integral part of the urban transport
systems for al of the community. Greater use of public transport can be seen as an effective means of
controlling the growth in the usage of roads and the increase in road congestion.

Little will be achieved just by putting on new bus services in either new or existing areas. Rather,
people have to be helped to understand the benefits that bus travel gives in terms of cost, time,
convenience and reliability.

Not all of the bus routes can go close to all residential areas and desirable destinations: there has to be
an integration of local feeder buses with the main line buses that travel along the arterial roads. For
this system to work effectively, there need to be good transfer points at convenient locations.

Loca Government can facilitate public transport improvements by ensuring that buses do not have to
follow circuitous routes to reach transfer points, and that adequate facilities are provided at these
points, including shelter, seating, phones and departure information. 1n some locations, retrofitting of
these facilities will be needed. In new projects, they can be provided as part of the development
approval process.

In order to increase the use of train services, there have to be adequate and safe facilities for bus - train
transfers at the key stations. In many cases, getting a bus close to the station entrance is difficult and
circuitous, and there is no shelter or protection for waiting passengers. Local Government can ensure
that the appropriate infrastructure and traffic management is in place to facilitate efficient bus-train
transfers either through the allocation of its own funds or by influencing the priorities for state funds.

Loca Government can provide the leadership that is needed for the greater use of alternative
renewable fuels, especially in fleet vehicles. It can:

set new fuel emission benchmarks for the region by converting all of its fleets, both cars and
trucks

facilitate the establishment of filling stations for a range of renewable fuels, so that these fuels
arereadily available to potential users

encourage the state government to insist that all new buses and trains in the region are powered
by renewable fuels

work with transport industry groups to facilitate the use of renewable fuels in the region’s truck
fleets

maintain pressure on state and federal governments for fuel pricing policies that favour
aternative fuels.

% TransHunter: A Vision for Transport in the Hunter: Transport Cluster Map, Hunter Region Development
Organisation, April 1998
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Local Government can also provide leadership in the way in which it provides travel benefits to its
staff. It is common practice for some form of leaseback vehicle to be included in the salary package of
senior staff, even down to middle management levels. This has the tendency to increase the number of
cars in a household, incur car parking costs, reduce the incentive for alternative forms of travel by
council staff, and impair the understanding of alternative transport issues by council managers who are
involved in making decision on these matters.

There would seem to be an opportunity for councils to offer senior staff an alternative package that
encouraged the use of public transport, and to make this more financially attractive to the employee.
This concept could be extended to all staff through arrangements for annual Travel Pass tickets. The
Council would purchase the tickets on behalf of staff, and recover the costs by regular saary
deductions. These arrangements are aready in place at Willoughby Council and the University of
New South Wales.

Local Government has an important role to play in addressing these issues for the well-being of its
constituents, and to present these requirements for the performance of the public transport systems to
the State Government and to the system operators. In the Lower Hunter it can do this effectively by
working as a regional group rather than as individual councils. In the development of this Issues
Paper, the transport issues and solutions have been examined for the region, without a restriction
imposed by local government boundaries.

3.2 Regional Transport Management

There is no government or private sector agency in the Hunter Region responsible for ensuring that the
regional public transport services are integrated with each other. The State Government established a
Public Transport Authority in July 1996 to assume the coordination function for all public transport in
NSW, but it has been ineffective in the Hunter Region.

While the Lower Hunter is in a unique situation as a regional centre with government-operated bus
and train networks (the only case in Australia), it has not been able to fully exploit this benefit. The
priorities and issues that are important to the Hunter Region are assessed by the transport agencies in
relation to situations in Sydney, rather than the perspective from the Hunter Region. Criteria for
public transport provision in Sydney are significantly different to those in the Lower Hunter,
particularly if the Lower Hunter is pursuing sustainable strategies.

Alternative management regimes need to be examined for transport in the Hunter Region, as has been
done successfully with the Newcastle Port Corporation and with Newcastle Airport Ltd.

The Newcastle Port Corporation, established in 1995, has succeeded in its first years of local
management in diversifying the range of cargoes handled, increasing shipping numbers and
tonnages, and improving the operating practices for shipsin the harbour.

Newcastle Airport at Williamtown is owned by a company with two shareholders. Newcastle
City Council and Port Stephens Council. Patronage has more than doubled in recent years,
there are more airline operators, more services, a greater choice of destinations, improved
passenger amenities, maintenance facilities, and long term plans for future growth.

Between 1997 and 2001, various proposals were discussed between regional leaders, transport
operators, business representatives, the unions and the Minister for Transport advocating a regional
management structure that would achieve efficiencies and integration of the region’s train, bus and
ferry services while improving the services to the community within the same funding resources as are
currently applied®. A more coordinated regional approach is now needed to focus on achieving a
decisive outcome.

% Chamber leads transport push Newcastle Herald 5 February 2001
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A regional management approach could better create the policies for improved service standards and
achieve effective integration of the region’s public transport systems. It is not sufficient merely to
improve the infrastructure for public transport. The management of the systems, networks and
operations has to be conducive to delivering a product that will achieve the sustainable modal choice
objectives.

There are severa models that could be adopted for effective local government involvement. The
appropriate one will depend somewhat on the structure and function of the regional management
organisation.

One of the risks with regional management of public transport is that it may cut the region off from a
traditional source of funds. However, under the current management regimes, the region is not
receiving the funding priorities that it deserves, or that it needs to proceed toward sustainability.
Hence, regional management models need to be accompanied by a secure funding agreement in order
to achieve the operational efficiencies, innovative services and infrastructure projects that are required.
It would be expected that appropriate funding arrangements would be covered under a heads of
agreement with the State Government for the devel opment and operation of the regional organisation.

The most effective strategy for public transport in the Lower Hunter is most likely to be one that
advocates an autonomous regional transit body responsible for all public transport planning and
coordination in the Lower Hunter. Thisis the approach that is adopted in most of the regional centres
and Europe and United Kingdom where high quality integrated public transport systems provide
regional servicesin conjunction with the national rail networks.

In whatever model that is adopted, there needs to be an agreement with the NSW Ministry of
Transport for the full funding of all concession fares and school student travel payments based on the
number of passengers carried. This provides the revenue guarantee, as well as the incentive to
improve services and increase patronage. This funding is intended to cover both capital and
operational costs, hence there is an opportunity under a new regime to link the funding to more
efficient use of transport resources, particularly in relation to provision of off-peak and rural services.

There would also be the opportunity to examine aternative regimes for government financia
contributions to public transport operations. The regimein NSW has not produced increases in service
levels to the same extent as has been achieved in other states, and there are as yet no plans for
integrated fares (as distinct from integrated tickets) in regional areas in NSW as there are in other
states. An alternative funding regime could be trialed in the Hunter Region before the government
decided on what changes were appropriate for the rest of the state.

Because regional transport infrastructure is generaly old, funding for asset renewa and infrastructure
provision will likely become more pressing. This could be partly funded from efficiencies achieved
through improved operations and increased patronage. Current levels of deficit funding could also be
reduced over time. There would also be opportunities to consider private sector finance options with
appropriate incentives from the government.

Regional management would be expected to utilise the assets better, increase patronage, reduce costs,
and provide a standard of service that reflected the objectives of the Hunter Region. Hence, the
government would not be encumbered with additional costs, but it would achieve greater benefits from
the better use of current funds.

The regional management approach can be extended from public transport to the broader transport
infrastructure including roads. At present regional roads grants are funded by the RTA to the local
councils who distribute them according to their own priorities. With regional management, regional
roads funds and responsibilities would be handled by the regional organisation. Other funding
programs and responsibilities, such as fuel levies, parking fees and vehicle emission testing, could also
be transferred to the regional organisation, enhancing its ability to develop the transport infrastructure
with atruly regional and sustainable focus.
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The support for regional management is not confined to the transport systems of the Hunter Region.
Although there are different systems of government in other countries, it is still valid to compare ways
in which region issues are addressed. Several examplesare givenin Vol 2, 86.2.

In the UK, the Commission for Integrated Transport has blamed the malaise of that country’s transport
system on lack of appropriate investment and on the ineffectiveness of the planning system. It has
called for stronger regional authorities, providing a bridge between national policy formulation and the
implementation of local transport, so as to match the strength and achievements of regional planning
in mainland Europe®.

All of the public transport operators in the Lower Hunter belong to associations which are members of
the International Union of Public Transport. It has committed them to making a major contribution to
liveable communities and sustainable development through improving public transport as outlined in
the Toronto Protocol (Vol 1, page 5). Regional management of transport in the Lower Hunter would
enable the commendable aspirations of the Toronto Protocol to be implemented as aregional priority.

3.3 Sustainable Transport Plan

The most fundamental starting point for sustainable transport in the Lower Hunter is a Regional
Sustainable Transport Plan.

This Plan would adopt a comprehensive approach to sustainable transport, and would include a
number of Strategies, such as:

Integrated Transport Management Strategy
Roads Management Strategy

Freight Transport Strategy

Public Transport Strategy

Innovative Transport Strategy

Travel Behaviour Change Strategy
Pathways Strategy (including cycleways).

QD O O O D D QD

Traditionally, it is expected that the State Government prepares regiona plans. However, despite
several attempts and submissions, a Hunter Region Plan has not been produced to match the Shaping
Our Cities Plans for the Sydney Metropolitan Area and for Central Coast. The last Hunter Region
Plan was produced in 1989.

Planning NSW has announced that it is assembling regional planFIRST strategy teams, and that the
Hunter Region will be one of the first to benefit from this planning reform. Loca councils, businesses
and individuals will have the opportunity to shape their own regional strategies™. It is clear that the
initiative for achieving sustainability rests with the regional community, which now has the
opportunity to pursue its plans and priorities within the planFIRST process.

The planFIRST process has begun in the Hunter Region, and nominations for the Regional Forum to
assess regional strategies were called for in December 2002.

Regional plans usually present a broad approach to a range of environmental issues, and do not
address the level of detail that is necessary for a sustainable transport plan. |f a Sustainable Transport
Plan is to be produced for the Lower Hunter, it may have to be initiated by the Councils in the Lower
Hunter, prepared in conjunction with various transport agencies and presented to the appropriate state
government agencies for ratification. This could be done in conjunction with the planFIRST process.

In Vol 2, 86.2.3, an example is given of the successful collaboration between local and state
government agencies in the development of the Gladstone Transport Plan in Central Queensland.

40 Study of European Best Practice in the Delivery of Integrated Transport, Commission for Integrated Transport,
Britain, reviewed in Planning, December 2001

1 sue Holliday, Director-General Planning NSW in New Planner, 52, 2002
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The Lower Hunter Sustainable Transport Plan:

would not be incompatible with what would be expected in a Hunter Region Strategy Plan, and
could in fact form the transport component of such a plan

would build on the issues identified in the council policies and community consultation
processes aready in place

would set the sustainable transport targets to be achieved for the region

would undertake the analysis of the issues raised in this Paper and present them in an integrated
prioritised program to guide major development decisions and government funding allocations

would examine the transport systems that would be appropriate for the Lower Hunter Region,
and which would enabl e the sustainable targets to be reached

would identify the appropriate management and funding arrangements.

3.4 Auslink National Land Transport Plan

In May 2002, the Minister for Transport and Regional Services announced a dramatic change to the
Federal Government’s role in developing Australia’s transport infrastructure. A National Land
Transport Plan, known as Auslink, aims to make the land transport system safer and more efficient
with less impact on the environment.

In November 2002, the Department of Transport and Regional Services issued the Auslink Green
Paper.

This text is taken from a Background Briefing ‘Auslink - A National Land Transport Plan’ released
by Dept of Transport and Regional Services in May 2002

Auslink aims to deliver more strategic spending of Commonwealth transport funding, greater
opportunities for private sector involvement and a better deal for infrastructure investment in
metropolitan and regional Australia. The plan consists of the following points:

the Federal Government will sponsor the development of an indicative rolling 5-10 year
transport infrastructure development plan. The plan will be developed on a national
participatory basis.

on the basis of the national plan, the Government will seek project bids that advance the plan’s
strategic priorities. The Government will issue invitations to the states and territories,
local government, regional development bodies and the private sector to put forward
their most attractive bids. Private sector proposals will be given equal treatment with all other
bids.

non-engineering transport solutions, such as new technology and traffic management, will also
be eligible for funding.

transparent decision-making criteria across transport modes will be used, doing away with the
separate and inconsistent treatment of road, rail and intermodal investments.

the Government will amalgamate its land transport funding programmes, so money can be
allocated to the projects that have the greatest benefits, regardless of their transport mode.
Funding for regional projects will be quarantined.

to increase the value of the Government’s infrastructure spending, proponents will be
encouraged to leverage their proposals. If there are two proposals evaluated as equally
beneficial, the one with the greater level of investment by the proponent will have greater
chances of acceptance.

the Government will consider establishing a national advisory body to assist in the development
of the national infrastructure plan. The final decisions on spending Commonwealth funds would
still rest with the Federal Government.
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the Government will improve the planning focus and funding arrangements for the National
Highway System, to yield higher returns to the community. The Government will move beyond
the current 100 percent Commonwealth funding responsibility for the National Highway System,
to allow joint funding of a broader national land transport network. The new network will cover
critical road and rail links and their intermodal connections.

the Government will seek to renegotiate the 1991 Roads Agreement, to replace it with a far
broader Transport Infrastructure Inter-Governmental Agreement, involving the Commonwealth,
states, territories, and local government. It will cover road, rail, intermodal connections, and
non-engineering solutions.

AusLink will not involve a reduction in the Commonwealth’s transport expenditure. The Federal
Government’s transport and infrastructure priorities will be clearly identified in the national plan’s
strategic priorities and for each round of project bidding. These will also identify those areas that
are clearly not Commonwealth responsibilities. The Government’s funding will focus on the new
national cross-modal network and within this, on the projects that deliver higher national benefits.

The benefits of this new approach to land transport infrastructure planning and funding include:

developing a modern land transport network, as a more effective engine for growth,
competitiveness and social equity

improving opportunities for private sector investment in infrastructure development

addressing the imbalances between: modal and intermodal funding, engineering and non-
engineering solutions, and urban and regional investment.

The release of the Auslink Green Paper, a comprehensive discussion paper, was accompanied by a call
for submissions by 7 February 2003%. The Government intends to develop a formal statement of
Government policy (White Paper), with the new Auslink funding arrangements in place by July 2004.

To be effective, the Audlink regime must embrace all modes of transport in atruly integrated manner,
so that the available funds can be expended on the mode or modes that most effectively meet the
transport need.

While the Green Paper places an emphasis on freight corridors and logistics, these objectives cannot
be achieved without recognition of other transport demands, often using infrastructure in conjunction
with freight services.

Ausdlink and Sustainable Transport

The Green Paper touches on the issues and importance of a sustainable approach to transport
infrastructure provision. It needs to develop this further. It is through the adoption of a redistic
approach to sustainability in transport systems that an effective resolution can be found to many
regional transport problems.

A sustainable approach to transport management involves encouraging the use of modes of transport
that:

use less polluting fuels

create less congestion

reduce the number of trips made in private cars
make it safer for users of the infrastructure

enable greenhouse gas reduction targets to be met.

2 Auslink Green Paper: Towards a National Land Transport Plan Dept of Transport and Regional Services,
Canberra, November 2002
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This approach cannot be adopted without taking all transport demands and modes into an integrated
transport and land use planning strategy.

National transport corridors, as identified in national strategies, have to pass through regions, and the
use of these corridors has impacts on, and has to be integrated with, the transport and planning
strategies of that region.

Some of the most significant strategies for sustainable transport involve:

much greater amounts of freight moving by rail rather than road
much greater use of public transport for both urban and inter-regional travel

planning processes and infrastructure provision that will encourage more local trips to be made
by walking and cycling.

The opportunities for more people to make trips by walking, cycling and public transport will reduce
the growth in demand for road space for car travel, thereby reducing urban traffic congestion,
pollution, and the need for additional infrastructure.

Similarly, increased opportunities for freight to be moved by rail, and for inter-regional travel to be
made by rail, will reduce the conflicts between large and small vehicles on the roads, and reduce the
need for increased road capacity. Funds can be more effectively spent in improving the quality of the
road system and enhancing road safety.

Ausdlink and Regional Planning

None of these strategies will be effective if they are applied only in rural corridors. They have to be
integrated with urban planning and infrastructure provision at terminals to enable goods and people to
access the sustainabl e transport systems close to their destinations.

This is why Auslink has to adopt a fully integrated approach to the National Transport Plan and
include al transport modes and regional planning processes. These processes are in place to some
extent already, usudly at a state or local government level. Audlink can be the catalyst that converts
the existing processes into enhanced and effective regional planning and transport integration.

The more essential role for Audlink is to create and enhance effective regional planning processes,
rather than just work out how to supply project funds. Although there may be an expectation of some
funding from the federal government, much of the funding could come from better and more effective
alocation of state government, local government and private sector funding. Auslink should take a
broad strategic approach at this stage to ensure that all the available options are included in the
strategic regional plans. This would be more effective than the approach implied in the Green Paper,
wherein some aspects of transport and urban environments were excluded from consideration.

Audlink and Port Logistics

The Newcastle Port Corporation is promoting the opportunity to develop a modern Multi-Purpose
Freight Terminal on the site of the former Newcastle Steelworks. This termina should be part of a
national freight strategy for the handling of container, general and bulk cargos based on rail transport,
modern information technology and freight logistics.

In order to maintain 24-hour access to the port, the road and rail corridors have to be planned and built
where they will not encroach on the amenity of urban areas. This can still be done, and it provides an
opportunity to show how the Auslink approach can achieve genuine regiona benefits.
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Outside the immediate port environs, the transport corridors have to cater for awide range of transport
needs. The existing corridors within urban areas cannot cope with the expected growth in demand
from port traffic, interstate freight, coal transport, the provision of services to achieve sustainable
passenger transport, and the travel patterns of new urban development. Freight corridors need to be
established where they do not impinge on urban amenity, so that the existing corridors can be used for
enhanced passenger services by sustainable modes.

Access to Newcastle Port from the inland regions of NSW is crucial for the competitiveness of
Audtralian exports on overseas markets. The current inefficiencies and delays of having to export
through Port Botany are forcing exports from inland NSW through Melbourne and Brisbane, thereby
creating large amounts of unnecessary freight transport movements. The Auslink process should be
ableto identify these inefficiencies and allocate funding priorities accordingly.

Ausdlink and Sustainable Transport in the Lower Hunter

The Hunter Region is large enough for the development of a sustainable transport system, but small
enough for it to be implemented relatively easily. It needs the level of coordination and cooperation
between the various levels of government and the private sector that are envisaged in the Auslink
Green Paper.

This Issues Paper on Sustainable Transport in the Lower Hunter Region lists a number of Action
Strategies that need to be considered for aregional sustainable transport system (Vol 1, 84). Each of
these strategies requires coordination between the various transport modes and operators, as well as an
appropriate regional land-use strategy.

It would appear that the Action Strategies would qualify as a regional project under the Auslink
guidelines. Certainly the Auslink process would enable the strategic issues to be processed in a
coordinated manner, greatly enhancing the chance of success and the effectiveness of the investments.

It is hoped that the Auslink process may be able to examine the Lower Hunter Sustainable Transport
Report in more detail and consider using it as a pilot project to demonstrate the effectiveness of the
Audlink approach.

Audlink gives the Lower Hunter Region the opportunity to plan and develop an integrated sustainable
transport system with support from federal government and private sector funding in addition to the
state and local government funding that would need to be spent on transport infrastructure and
operations.

Chapter 4 of the Audlink Green Paper includes specific details on a New Approach for Local
Government and Transport Infrastructure for Australia’s Regions. It is the specific statements and
proposals in this chapter that give rise to positive expectations for the Hunter Region from the Audlink
policies.

Responsesto Auslink Green Paper
The Dept of Transport and Regional Services received over 550 submissions to Audlink from State
and Local Governments, Industry, Environment Groups, Tertiary Education and Research Groups,
Bicycle Groups and interested members of the public®.
Submissions from the Lower Hunter Region included those from Hunter Councils, individual councils,
Hunter Business Chamber, Hunter Planners Network, Newcastle Cycleways Movement, Dudley
Progress Assaciation and Transit Planners.

The Council submissions emphasised several key points:

“3 All the submissions are available on the website www.dotars.gov.au/transinfra/auslink/submissions
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Audlink is an opportunity to consider the total transport agenda, in a framework set by a
commitment to sustainable devel opment.

The Auslink emphasis is too much on the freight task, and needs to be broadened to include,
with equal priority, the passenger transport task as part of an integrated land transport strategy.

Insufficient emphasis is given to the wider objectives of sustainability. Rather than simply
catering for projected increases in freight movements, Auslink should be considering the
management of freight within a sustainable cities context.

Increased investment in rail infrastructure is critical to fostering sustainable development and
transport patterns in the Hunter Region.

Consideration of public transport issues is an essential component of a sustainable national
transport plan. Auslink should pay particular attention to urban public transport, not dismissit.

Thereis afear that Auslink may take away federal funding for road maintenance and leave this
to State and local government.

State planning strategies need to be incorporated into the whole process of implementing
Audlink to ensure a coordinated approach

In addition to provision of a more efficient national transport network, regional economic
growth will also have to be supported by government policy encouraging decentralisation of
industry.

Auslink may provide for further development of a comprehensive regional strategy that supports
the council’ s urban strategies

Auslink could provide funding for:

a the development of regional transport forums representing state and local government and
businesses involved in regional strategies

a the development of integrated transport strategies by local councils to support those
developed at the regional level.

The economic focus for private sector funding may be too narrow.

Social equity issues associated with assessment of projects need to be taken into account as well
as the commercia and economic outcomes.

The funding guidelines are wide enough to encompass specific integrated transport projects in
the Lower Hunter, such as transport interchanges and innovative transport services.

The Councils submissions for Auslink to include public transport in an integrated national transport
plan are strongly supported by professional groups such as the International Union of Public Transport
in Australia and New Zealand, the Rail, Tram and Bus 