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Ms SERENA OVENS, Chief Executive Officer, Physical Disability Council of NSW, affirmed and examined
Ms HAYLEY STONE, Senior Policy Officer, Physical Disability Council of NSW, affirmed and examined
Ms JULIE WALTON, Convenor, Action for Public Transport (NSW), affirmed and examined

The CHAIR: I now welcome our first witnesses. Ms Stone, would you like to make a short opening
statement?

HAYLEY STONE: Firstly, I would like to acknowledge that I am here on the lands of the Gadigal
people of the Eora nation and pay my respects to Elders past, present and continuing. I am here today with my
CEO, Ms Serena Ovens. I thank the Committee for giving us the opportunity to contribute to this inquiry. The
Physical Disability Council of NSW is the peak body representing people with physical disabilities across the
State. This includes people with a range of physical disability issues, from young children and their representatives
to aged people from a wide range of socio-economic circumstances who live in metropolitan, rural and regional
areas of New South Wales. Our core function is to influence and advocate for the achievement of systemic change
to ensure that the rights of all people with physical disability are improved and upheld.

Public transport is an essential public infrastructure for our members. For some, it is their primary mode
of transport. It is imperative to enabling social inclusion, both as citizens and members of the community.
Accessible transport options are vital to realising employment and education; to being able to travel for recreation;
to accessing services such as healthcare, and to connecting people with disabilities with their families and friends.
Accessible public transport is a key systemic focus area for our organisation. PDCN represents the interests of our
members on the Transport for NSW Accessible Transport Advisory Committee and has done so for several years.
We have contributed to several reviews of the national Disability Standards for Accessible Public Transport and
more recently provided a submission to the Royal Commission into Violence, Abuse, Neglect and Exploitation
of People with Disability on this topic.

We are here today to ask that the Committee carefully considers the impact of privatisation on
metropolitan bus services. Our interest is to ensure that the privatisation of metropolitan bus contracts does not
impact on the broad accessibility of bus services currently provided under Transport for NSW's statutory
commitment to disability inclusion. The progress that we have seen in the movement towards greater public
transport accessibility have been incremental and hard won. If progress is lost, there is realistically little that can
be done to gain back these losses under our current anti-discrimination law framework. It is vitally important that
any private contractors that seek to enter the network can demonstrate compliance with the disability standards
for accessible public transport, at a minimum, as a prerequisite for consideration in the awarding of contracts. This
is necessary as we have seen private contractors in other public transport contexts seek rolling exemptions on
meeting the standards, resulting in decades or more of noncompliance.

It is also important that the Committee recognises that accessibility in the context of the provision of
public transport relates not only to the physical accessibility of buses and bus stops but also to the provision of
assistive technology resources, accessible information, employment opportunities, concessions, consistency of
bus routes and the training of staff. We stress the importance of ensuring that there are rigorous frameworks that
hold private providers to matching current levels of bus accessibility and safeguards to ensure that people with
physical disabilities can expect equal or greater levels of accessibility for any privately operated bus services
across the State. Thank you.

JULIE WALTON: I will first of all declare that I am a former director of the State Transit Authority
back in the 1990s. I will remind those of us who were following this issue back in 2003, when the Unsworth
inquiry reported, of a submission that was made by the NSROC group, which is the Northern Sydney Regional
Organisation of Councils. It stated:

Sydney Buses has services that cross Forest Coach Lines contract area but they are not able to pick up passengers in this area and
vice-versa. This ultimately results in a reduced service for passengers.

Now that is what we would say were the bad old days and we do not think it is in anybody's interests for us to
return to that kind of dysfunctional bus system. The gist of our submission is that when the Minister announced
the privatisation of the remaining STA contract areas, he asserted that private ownership would, in and of itself,
improve bus services. Any bus traveller at the time could have told you from their lived experience that bus
services in the STA areas were much better than in the areas not covered by the STA. If they lived in the area
formerly covered by the private North and Western Bus Lines, which was acquired by the State Transit Authority
in 1999, they would tell you that the services got much better, not worse, after the State Transit Authority took
them over. So it was pretty strange to hear that the way to make bus services better was going to be to forbid the
State Transit Authority to bid for contracts and to eventually dismantle it.
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The evidence now is mounting that delivery by private operators did not achieve in real life what the
Minister said he was aiming to achieve. The evidence from bus users is that services have deteriorated in the areas
previously served by the State Transit Authority. You have heard a lot about what happened in the eastern Sydney
area, but we have also got some examples of dysfunctional practices appearing now in the former Region 7, which
was the Ryde bus depot area, and Region 6, the Leichhardt depot area. We would like to particularly highlight
what happened to cross-regional routes, which were able to be run when the STA had 14 service contracts in
Sydney—that was in 2003—spanning north to south from Palm Beach to Miranda and east to west from Bondi to
Parramatta. That led to wonderful cross-regional routes like the 400 and the M50, which went from Drummoyne
through to Coogee. You will know what those buses were because they were the M series and they were red, so
we are talking about the red cross-regional bus services.

What was happening before was that the State Transit Authority covering that large area was, in fact,
operating as four business units. It could and did share depots, and they could and did borrow one another's staff
when they needed to. It was possible for a bus to start off at one depot and then go to sleep in a depot somewhere
else, but that becomes much more difficult when you have what we call these Balkanised contract areas. I think
you will find that that is what happens. We are now focusing, perhaps, a little on the inner city, but you will find
that the flexibility was lost and the cross-regionals were lost along with it. It gets complicated when you are trying
to negotiate and coordinate multiple operators, and we have seen the result.

The next thing we would like to talk about is the service cuts, and it appears that the contract regime that
we have got in place allows operators to cut contracted services if they can get Transport for NSW to agree on the
basis of a business case. A business case does not typically take into account the very thing that the Physical
Disability Council is just mentioning: the question of social inclusion. Social inclusion is not a factor in any
cost-benefit analysis, and if by "business case" is meant cost-benefit analysis then we are in real trouble. We will
see a slide in services and a slide back to the bad old days.

So what do we want? Bus services need to be integrated with each other and with other modes to form
an integrated public transport system. A better term, perhaps, is an integrated public transport network. The best
resource on the subject is the book Transport for Suburbia: Beyond the Automobile Age by Paul Mees, which I am
happy to circulate and which the Committee might already have. It talks about the need for a dense coverage in a
pattern that is broadly a grid. If you have a pattern that is broadly a grid, you increase the ability of people using
the system to get from any point to any other point on the system, and that is what was beginning to happen under
the original 2003 reforms. If anybody remembers what was on the side of the red buses, it was a grid. That grid
was a pictogram meant to describe the fact that that was the basic network-planning principle that was being
applied, and now it is gone.

We have got too many black holes in the system where people are not being serviced, we have got too
many missing links and, of course, we have not got enough bus stops. First and foremost, we do not have
sufficiently frequent services. If passengers have to change vehicles then both of the services—the one they are
leaving and the one they are joining—have to run at very high frequencies, by which I mean turn-up-and-go
frequencies, which is exactly what the State Government has acknowledged is needed in its Greater Sydney Future
Transport 2056 documents.

What is happening is that those bus improvements are lagging, and it seems that focus is being lost and
being diverted to this question of privatising these services. It would be good if the Committee could find out why
the improvements are not happening. They are not happening not just in the area that has to do with privatisation
right now, but they are not happening also in the areas outside Sydney—a place like Shellharbour, a place like
Picton—where you will find that the services are still reflecting the very old, bad old days where they would
wander around like drunken sailors trying to say that they are servicing every street. But, really, what they are
doing is just going around in circles until they finally get to the destination, and that is a massive turn-off for
passengers.

In New South Wales, we have got very strong lobby groups for the private operators. You have heard
from one of them, and then the tourism and transport task force is another—often not recognised as such, but that
is what it is—and those groups are given the status of stakeholders, as are the individual operators. They make
sure they are well connected; they are not prohibited donors. They fund sections of academia, and their interests
and passenger interests do not necessarily align. Passengers, on the other hand, have very little input. We are kept
out of service planning. We do not have any input or visibility into what is in the contract requirements, and we
would like a formal mechanism to overcome that if possible. Just to conclude, Transport for NSW says that it is
committed to "always put the customer at the centre of everything we do", and that is all we ask. Thank you for
your time.

PORTFOLIO COMMITTEE NO. 6 - TRANSPORT





We can do it

Tuesday, 3 May 2022 Legislative Council Page 4
UNCORRECTED

The CHAIR: Thank you very much. I want to ask a couple of questions before I hand over to the
Opposition. Ms Walton, we heard a little bit yesterday about the difficulties with those regions being operated by
different operators and what seems to now be the default of the short trip, as you said, over the cross-regional trip.
Is your understanding that that is because, firstly, those contracts limit where a bus operator can go? Can they
only pick up and drop off in their own zone?

JULIE WALTON: Do you know what? I cannot read the contract to find out. But in practice, because
you have got to get back to your depot by a particular time and you have only got the one depot now in each of
the areas, it may be just ingrained in the system or it may be in the contract. I think that is something that the
Committee is in a position to find out.

The CHAIR: Thank you. So there is one depot for each area. Is that depot is owned by the operator, or
is it just operated by the operator?

JULIE WALTON: Because most of the bus system has been private for many a year, there have always
been some purely private depots owned by the private operators. The State Transit Authority had its own depots,
and my understanding is that the incoming operator gets a lease on that depot. Thank the Lord that they do not
actually get to own the land, as that was a big mistake made, I think, in Victoria. If the company goes belly up,
gets itself into financial trouble, then the assets can be sold and you cannot ever buy back the depot space. So we
did learn something.

The CHAIR: Okay, so another question for us to ask the Government is why they are not allowing the
ability for bus drivers from one zone to use another depot or for those depots to be shared. Are you aware of if—

JULIE WALTON: It is more a question of if that is the case. There is nothing in theory to stop them
reaching an arrangement but, in practice, it is just hard. One thing that Paul Mees pointed out in his book is that
what nearly happened to the Olympics was that the bus system nearly fell over and we could not service the
Olympics, and that is because it was thought that the private operators could get it all together and run the bus
services for the Olympics. But as he says, and I know this to be true because I was on the State Transit board at
the time:

The majority of these were provided by Bus 2000, a national consortium of private operators overseen by the Bus and Coach
Association of New South Wales—

and they made a big deal of saying, ''We do it; private's better; four legs good, two legs bad", or the other way

around—
Shortly before the games commenced, it became apparent that a debacle was imminent: the logistical difficulties of rostering and
scheduling such a large operation, and even parking buses in overcrowded depots, were beyond the private industry. At the last
minute, the Games Organising Committee contacted Sydney's public bus operator, the State Transit Authority (STA), for assistance.
STA sent a team of managers, supervisors, inspectors and dispatchers to take charge of operations. Disaster was averted, the games
went ahead to international acclaim, and free-market advocates in the NSW Treasury and elsewhere resumed their campaign to
privatise the allegedly inefficient STA.

The CHAIR: Thank you. Ms Stone, could I ask you about your opening statement in which you talked
about the different types of accessibility that we are looking for in a transport system. You mentioned, obviously,
physical disability access but also employment opportunities, access to timetables in an accessible way and the
consistency of bus routes and schedules. One of the things we heard yesterday is also the difficulties people are
facing with multiple short trips and having to get on and off a bus at different places and often travel quite a
distance to connect to another bus or to light rail or whatever. Is that concept, I guess, included within the disability
accessibility standards for transport, or is that something that is not quite covered? And should it be, I guess?

SERENA OVENS: It is more around whole of journey than what is in the disability accessible standards
for transport. It is vitally important because, as you are aware, if someone has a physical disability, particularly if
it is a mobility-related one, then the more times they need to get on and off, or change modes of transport—be it
public transport or that last mail scenario—it makes it much more difficult for anyone to access. It is also then
increased if some of those modes are privatised and they have less access than another mode of transport. So we
want to be absolutely sure that when we are looking at privatising the rest of the bus services—and to be honest,
buses in terms of public transport are the most accessible for people with disability, relatively speaking. We are
starting to see new modes in terms of the metro trains and light rail that are designed more appropriately, but
losing or watching that go backwards with privatisation if they do not have to meet the same standards, or if they
are allowed to change routes, drop off stops, make greater distances; it becomes more of an issue for us.

The CHAIR: So those accessibility—sorry, I am trying to grasp at what they are called.
SERENA OVENS: The standards.
The CHAIR: The standards that were agreed nationally—
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SERENA OVENS: Yes.

The CHAIR: —do they only apply to government-operated or do they also apply to these privatised
services?

SERENA OVENS: They should apply to everybody equally but it is not always the case. It is also
unfortunately the fact that we are years behind in terms of the accessibility requirements of the disability accessible
transport standards as well. The biggest issue that we have is that noncompliance is very, very difficult to deal
with. The Human Rights Commission can address noncompliance but actually the ability for them to then enforce
the requirement for contractors, et cetera, to comply is limited—incredibly limited.

The CHAIR: So when it comes to buses, I understand that under those standards, which were agreed in
2002, there were two deadlines: There was the 2022 deadline for most modes of transport and 2032 for others.

SERENA OVENS: It was technically 2018 initially.
The CHAIR: Oh, really? All right.
SERENA OVENS: It has been pushed out to 2032, so an additional 10 years.

The CHAIR: So they have had 20 years to prepare and 2022 was for buses, or was that—no, that is
within the 2022 deadline?

SERENA OVENS: So it is mostly rail and some of the infrastructure, such as stops and access to stops
for buses that is greater than 2022 and moving to 2032.

The CHAIR: Okay. So when you say that New South Wales is then behind, I understand. I have asked
a couple of Ministers in budget estimates about this and they have said, "Oh, we're no more behind than everyone
else. We're all behind."—which I do not personally take as much of an excuse.

SERENA OVENS: It is not an excuse if you are a person with disability and you cannot get onto your
local railway station or your bus for the next 10 years and you either have to travel further every day or travel on
a far more expensive mode of transport in order to get to your job or to your work or to your social activity, if at
all.

The CHAIR: Well said. So do we know then how much or how far the Government has to go to meet
the deadline this year?

HAYLEY STONE: The most recent reports around bus accessibility, in particular, is that we have met
88 per cent of buses being wheelchair accessible in the metropolitan area, so we do have a bit of a way to go. Not
all services offer wheelchair accessibility and so people are in a position where they have to, you know, be very
careful about which transport they choose. But we are not very far behind.

The CHAIR: So that is one aspect. What about all of the other requirements for accessibility of buses?
Do we have any visibility over the work that is left to be done on that?

SERENA OVENS: So there is limited visibility. They do and are supposed to report and we have seen
reports. The issue is that they get exemptions, so rolling exemptions happen five years after five years after five
years across public transport infrastructure when they do not meet those deadlines.

The CHAIR: Who grants those exemptions?
HAYLEY STONE: The Human Rights Commission.
The CHAIR: Okay. Is there ever any push back from the commission?

HAYLEY STONE: Yes, from organisations like ourselves. We are able to contribute and provide
submissions as to why we do not support the exemptions. However, it often does come down to a case where,
really, if the entity is not compliant, what choice really does the Human Rights Commission have but to grant an
exemption? It is a catch 22 here so often times, although what we say is persuasive and the entities are required
to respond to what we say and they make representations about how they will address our concerns, ultimately
I do not think that the Human Rights Commission is in much of a position to really do anything in regard to
noncompliance.

The CHAIR: Are some of the operators of the bus zones in New South Wales better at this than others?
Do you know? Are there some repeat offenders, or are they—

HAYLEY STONE: I do not know specifically of any repeat offenders. As part of my research for this,
I actually did have a look and see if there were complaints that had been made to the Human Rights Commission
in relation to private bus contractors. There were not any that were particularly recent. That is not say that there
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are not issues with those providers because many times people with disability do not actually make complaints
because the complaints process is quite arduous.

SERENA OVENS: And usually results in bugger-all in terms of changing the system.

The CHAIR: This is my final question before I hand over to the Opposition. If you had a complaint
about the operation of a bus service in your area that was run by a private company, is your only resort to go and
complain to the Human Rights Commission, or is there—

SERENA OVENS: No. You would have to step through. You would initially take your complaint to
the actual company itself. If that was not heard then you would follow a process of taking it further, with the
Human Rights Commission being the ultimate place to go.

The CHAIR: Is Transport for NSW involved in that process? Are they one of the steps?

SERENA OVENS: I actually could not confirm whether, if it is a privatised bus service, that you could
complain to Transport for NSW. I am unaware of whether that is part of that process.

The CHAIR: Okay. We might need to find that out. Finally, it would be easier, would it not, if the New
South Wales Government and Transport for NSW took responsibility for ensuring that those private operators
complied with the accessibility standards.

SERENA OVENS: Absolutely, and we would expect that that was part of any contract—that they were
meeting, at the very least, exactly the same as any State Transit scenario would need to and preferably we would
like everyone to be above and meeting the DSAPT requirements of the national disability standards for transport
and more than, if at all possible.

The CHAIR: Thank you. We will look into that.

HAYLEY STONE: Chair, if I could just make one more comment, just picking up on your comments
around the disability standards and how we talked about things like employment and such forth. I guess it is
important to highlight that Transport for NSW is bound, obviously, by the standards, but also by its Disability
Inclusion Action Plan. There is a whole framework of rights for people with disability that is embedded in
Transport for NSW which we would not necessarily get under private management of these transport services. So
I guess it all does come down to the terms of the franchise agreement as to whether Transport for NSW is looking
to embed all of those requirements into the contracts, which is what we would be hoping for.

The Hon. MARK BUTTIGIEG: But we do not know whether they are embedded in those contracts
because we cannot get a hold of them.

HAYLEY STONE: No.

The Hon. SHAOQUETT MOSELMANE: Can I just ask one question following up from the Chair's
comments in relation to the Human Rights Commission as being the ultimate point of call for exemptions? Once
companies know that they are going to get granted exemptions, then they are not going to be compliant in future
because they know that they are going to be able to get away with it. My question here is: Do you have statistics
as to the types of exemptions and how many? There is the Human Rights Commission granting those exemptions
how many times a year, if there were complaints and so forth?

SERENA OVENS: I could not give you absolutes. I could certainly take it on record and provide you
with what the Human Rights Commission are able to give us. But what we do see is rolling exemptions. Usually
five years is the term that they would ask for an exemption for, and the requirement is usually that within those
five years they meet the requirements of the Transport Standards. If that does not happen, they are entitled to ask
for an additional exemption, and we have seen many rolling exemptions.

The Hon. SHAOQUETT MOSELMANE: And that could be another five years?
HAYLEY STONE: Yes.
SERENA OVENS: Correct.

The Hon. MARK BUTTIGIEG: Can you just elaborate on that and how it works structurally? When
you say the standards, the standards are set by who?

SERENA OVENS: The Federal Government. They are the Federal disability standards for accessible
public transport.

The Hon. MARK BUTTIGIEG: And the recourse or the oversight body is the Human Rights
Commission.
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SERENA OVENS: The Human Rights Commission.

The Hon. MARK BUTTIGIEG: But they have got no enforcement powers. So they are almost forced
into an exemption because there is no punitive—

SERENA OVENS: There is no punitive requirement, unfortunately.
The Hon. SHAOQUETT MOSELMANE: No teeth.
SERENA OVENS: Very unfortunately.

The Hon. MARK BUTTIGIEG: When we go back to the discussion we had before about the disability
inclusion plan for Transport for NSW, is that a guide or are they obliged to—

SERENA OVENS: Again, they are supposed to be reporting against their plan. Most departments will
do that in their annual reports and it can vary absolutely from a paragraph that says, "Yay, we have done great
things with our Disability Inclusion Plan", or it can be more formal reporting. But, again, it is a self-reporting
scenario in which they are supposed to be looking to the public and to people with disability to be part of that
reporting process. Once again, if they fail to meet a requirement, there is no consequence. It is just that we did not
do it; we need to do better.

The Hon. MARK BUTTIGIEG: Goodness me. So you have got the Human Rights Commission
toothless, with guides from the Federal Government.

SERENA OVENS: Yes.

The Hon. MARK BUTTIGIEG: You have got the State authority, Transport for NSW, with a plan that
does not really mean anything because it is not enforceable. So there is no legal recourse for any of this to be
accountable.

SERENA OVENS: And our human rights Act—we do not actually have a human rights Act. Our
Disability Discrimination Act is not, as well, capable of dealing with the noncompliance. So it is a pretty poor
system for people with disability, and the one thing we need to see with any privatisation is it does not become
worse. The classic example—

The Hon. MARK BUTTIGIEG: This is the point, isn't it, of some of the evidence? What I am hearing
is that, because the provision of service is now arm's length from the Government via a contractual relationship,
there is less—at least when the Government had it, even though there was technically no punitive enforcement,
you could go direct to the Government and say, "This is a problem."

The Hon. WES FANG: Where is that evidence?
The CHAIR: You will get your turn, Mr Fang.

The Hon. MARK BUTTIGIEG: No, I am putting it to the witnesses that that is their evidence. That is
the question.

The Hon. WES FANG: No, that is not what you said.
The CHAIR: Order!

The Hon. MARK BUTTIGIEG: That is what [ am saying. You can twist my words however you want,
but that is what I am saying.

The Hon. WES FANG: They were your words.

The CHAIR: Order! We cannot talk across member to member; it is member to witness. Mr Buttigieg,
you had the call. Did you have a question?

The Hon. MARK BUTTIGIEG: Is that essentially what your evidence is here today?

HAYLEY STONE: Yes. What we would be saying is that it adds an extra level of complexity and a
lack of transparency. Transport for NSW is committed and obligated under the State and Federal mechanisms
around human rights to comply with certain provisions, and they have actually committed to that through their
disability inclusion plan. But private entities are not bound by a disability inclusion plan. They do not have that
same accountability in terms of transparency. What processes they do incorporate we would not necessarily be
able to really have that same level of understanding of what they were.

The Hon. SHAOQUETT MOSELMANE: So you need transparency, accountability but, most
importantly from what I hear, enforceability.
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SERENA OVENS: A consequence. Absolutely.

HAYLEY STONE: Yes, and one of the things that I do want to highlight is that we have very good
relationships with Transport for NSW, and part of the disability inclusion plan involves them regularly consulting
with the disability community. We sit on a lot of advisory panels. We participate in trials of new transport options.
So we are constantly asked to provide contributions and input from our members. If it were to switch to a private
company, we would not necessarily have those connections any more. We would have to rebuild those
connections.

The Hon. MARK BUTTIGIEG: It is a twofold problem here, is what I am hearing. Let's assume that
nothing is privatised and we are back to the old days with the STA and everything is not as good as it could be,
but it is better. Even then if there is a breach of the inclusion plan or standards, there is no legal recourse. So there
is a legislative defect there to start with.

SERENA OVENS: Correct.

The Hon. MARK BUTTIGIEG: Because if we are taking disability seriously, we should legislate to
enforce penalties.

SERENA OVENS: And we should enforce when they do not meet compliance.

The Hon. MARK BUTTIGIEG: So that is one thing. The second thing is, on top of the lack of
transmission of accountability, you have now got arm's length contractual relationships making it even worse.

SERENA OVENS: Correct.

The Hon. MARK BUTTIGIEG: And there is a question mark, I imagine, over—even if you did have
legal recourse to the Government—whether or not a private operator via a contract could avoid that legal
responsibility. So these are the things that the Committee has to consider, I think.

SERENA OVENS: Correct. We are not saying it absolutely happens, but we do know that there are
examples where privatisation has occurred in areas such as Newcastle et cetera, where stops disappear and
distances to walk between stops become greater and timetables—as Ms Walton was saying, because they have a
requirement to meet a timing deadline et cetera stops can be missed as people are travelling. We want to ensure
that there is no detriment to privatisation, particularly for people with disability who already have limited access
to public transport and buses happen to be one of the better types.

The Hon. MARK BUTTIGIEG: Presumably the people you represent and advocate for and are a voice
for come across the defects of this privatised system on a fairly regular basis because of the nature of their
circumstances. They are obviously going to. In terms of accountability and recourse, what do you do? If T am at a
bus stop with a wheelchair and a bus does not have wheelchair access or the bus does not turn up or whatever,
what do I do? Who do I call? Can I call anyone?

SERENA OVENS: Ifit is a public transport bus, you can call or email your complaint to Transport for
NSW. If it is a private service, there should also—because everybody has to have a complaints mechanism—be a
complaints mechanism. I could not list what that would be for every single different private bus operator, but
I would suggest it would be, again, a phone number and/or an email address that you could complain to.

The Hon. MARK BUTTIGIEG: The evidence we had yesterday from a witness, from one of our local
members I think, was that people would call a number and then they would be diverted to a website and there was
no human at the other end.

SERENA OVENS: That can be the case.

The CHAIR: If1 could just ask one question on the back of that and then I will come to you, Mr Rath.
We hear a lot from the Government about privatisation being important for competition. But that competition is
really only at the tendering phase for the contract because, from a passenger perspective, you only have one choice.

SERENA OVENS: One option.

The CHAIR: That is right. So for people with a disability who are complaining to a particular operator,
it is not like they can take their business elsewhere.

SERENA OVENS: Their service somewhere else? No.

The Hon. MARK BUTTIGIEG: It is not a real free market, is it?

The CHAIR: No.

The Hon. SHAOQUETT MOSELMANE: One question before you pass over.
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The Hon. WES FANG: We have been so—

The Hon. SHAOQUETT MOSELMANE: It is in relation to the transparency question.
The CHAIR: A really quick one.

The Hon. SHAOQUETT MOSELMANE: There is plenty of time.

The Hon. WES FANG: No, I know.

The CHAIR: Order!

The Hon. SHAOQUETT MOSELMANE: Just to follow up on this.

The Hon. WES FANG: Of course, they are all follow-ups. That is the point.

The Hon. SHAOQUETT MOSELMANE: I could have asked the question and it would have been
done. In terms of transparency and the contractual agreements, are they not currently transparent? Are they not
available? Is that what would be one of your suggestions—that the contractual agreements be made available for
people to see so that when they ask a complaint about issues, they can sight those contracts?

SERENA OVENS: Everyone would like some transparency over what contract requirements are,
absolutely.

The CHAIR: We have plenty of time. There are 20 minutes left. Members will cease interjecting.

The Hon. CHRIS RATH: Thank you for your evidence so far. Ms Walton, I want to ask you a couple
of questions if that is okay.

JULIE WALTON: Sure.

The Hon. CHRIS RATH: You obviously seem to be across a lot of the detail about the history of
privatisation of buses within New South Wales. What sort of time period would you say that privatisation has
occurred? Is it in the past 30 years?

JULIE WALTON: The truth is that a lot of the bus system of New South Wales has never been anything
but private. The broad sweep of history shows small private operators running small services that are mostly
school runs or service the local railway station. They get to a point when the population grows, the demands are
much greater, the systems would either fall over and the Government would take them over—which is what
happened to the ferries, by the way. The ferries started off private, so did much of the rail system, but the private
sector could not run it in a way that served community needs. Every time they fall over or they cease to do what
the community and the Government expect, the Government steps in and takes them over. So, in the broad sweep
of history, it was around the 1950s when most of even the Sydney metropolitan area were run by private
contractors. Then, bit by bit, they became part of the State Transit Authority area.

Unfortunately, underlying the State Transit Authority area were the old contracts, which are the old,
small contracts from the time when they were trying to just serve the local railway station or the local shopping
centre. We did not actually combine the contract areas until it was pointed out in 2003 that they did not reflect
modern travel patterns. And I think we are still in that position—that the underlying contract areas are still
dysfunctional. There are too many of them. Sorry, to return to your question: How long has it been going on?
Since about the 1950s, I suppose. But it is a bit like a concertina. If you look at the really long view: Private sector
good, public sector bad, the concertina goes out; public sector good, private sector bad, back in again. And we are
still in Animal Farm, with people asserting that the public system cannot do anything right until there is a pandemic
or something really important happens—

The Hon. WES FANG: Or the Olympics—

JULIE WALTON: Or the Olympics, correct. And so I think one of the principal mistakes that was
made was not to keep the capability in government hands because sometimes you do need to step in. I think [ have
wandered from your question, [ am sorry.

The Hon. CHRIS RATH: I was just interested because obviously privatisation was not a concept
invented in 2011; it has been going on for a long time.

JULIE WALTON: The best thing to look at is probably the 2003 Unsworth report because it has got
the full history in it, and it is long and it is interesting.

The Hon. CHRIS RATH: Who was the Minister at the time during the Olympics?
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JULIE WALTON: Oh, goodness me. Who went to the Olympics? I think—in fact, I am sure—it was
Scully.

The Hon. WES FANG: Honestly, I could sit here all day and talk to you about transport. I think it is
fascinating, particularly the disability components. I am from Wagga. In this inquiry I have very much a focus on
not just the metropolitan—which seems to be the predominant theme in this inquiry—but obviously there are
private operators in regional areas, and that has not really been spoken about. Obviously within regional areas as
well there are those people with disabilities for whom we are discussing bus stops that are missing so they have
got to go further. For regional people, there are no bus stops. That transport concern is a different one because it
just does not exist and so the reliance is on different areas. I am keen to know, from your experience, what you
have found by way of regional bus companies that provide that transport and their engagement with the disability
sector to find out how they engage with things like services, the standards that are required and even
employment—the issues that you have raised, but more in a regional setting.

SERENA OVENS: Unfortunately, in a regional setting everything is worse, to be quite honest. There
is less transport in the first place—virtually nil in some areas as we get obviously past regional into rural. It is not
to say that any particular provider is not good at what they do; it is just that there is far less infrastructure, full
stop—either the service or, as you say, literally the footpaths, let alone the bus stops or any protective cover et
cetera for someone to actually access. We do know, of course, and we look to areas even outside of New South
Wales. The disability royal commission round table that we sat on last week had people from Northern Territory
talking about bus services there that are the one and only, of course, way of getting from Katherine to Darwin et
cetera, where they are private, they are difficult and cost is a factor. This is the issue for us: If a private company
decides that the cost is too great, they just stop the service and then we are left with no service. So whether you
are disabled or not—but particularly when you are disabled—if there are limited services and it is stopped because
it is just not viable, that is a huge concern.

HAYLEY STONE: I guess if I could just follow on from that, I think one of the things that we could
say is that there would be inconsistency. There will be some providers who really do value inclusion who would
be really trying to ensure that the needs of their passengers with disability were front and foremost in how they
operate. But the concern for us is obviously it is around that consistency: For every provider that does that you
will have another that will be going, "Well, it's not cost effective for us to operate like that."

The Hon. WES FANG: [ know, Ms Walton, you want to make a contribution but just while I have
Ms Stone talking about that topic, the reason I asked the question is—I am from Wagga—there are a lot of private
companies that provide bus services, school bus routes, bus routes around town. Being a smaller community, not
like a metropolitan area, the drivers tend to know their passengers. I think there is almost more of a sense of if
there is somebody with a disability, they will go above and beyond because they form that bond. Is that what you
have found? It is easier for these mum-and-dad private operators that operate these buses who are, in some ways,
actually looking to go more out of their way to assist their disabled passengers? That is my experience, but you
would have a much broader view on this than I would.

HAYLEY STONE: I think you are absolutely right. I think in regional and rural areas there is far more
personal assistance and relationship between drivers and their passengers. However, the bottom line is, on the
whole, there is less accessible transport in the first place—if at all. So if you are a wheelchair user, you are probably
in most regional areas completely without public transport. If you need mobility assistance to get up and down
steps then, yes, you are more likely probably to see a driver assist someone. It is the same with the taxi service;
we see a far more personalised service with taxis because people get used to using the same driver, getting the
same assistance and they will obviously gravitate to that.

One of the big issues you mentioned is school buses, and Julie mentioned it as well. School buses are a
classic example of exemption after exemption after exemption in not having to provide accessible transport for
students. So what is provided by the Government are WAT taxis—wheelchair-accessible taxis—to get a student
to and from school, but you have a complete crazy scenario where the child who needs the wheelchair-accessible
taxi is allowed to hop in that taxi and go to school but their brother or sister or friend that might live next door
cannot travel with them. Equally, the brother or sister may need to get on public transport and travel to school and
the parent is then left in limbo: Do they wait with one child to get on public transport or do they meet the other
child at the door with the wheelchair-accessible taxi?

The Hon. WES FANG: That seems like a situation where common sense has been abandoned.

SERENA OVENS: Completely.
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The Hon. WES FANG: And it is something that maybe I will perhaps raise, if I can address that,
because that does sound ludicrous. We will talk offline later because that is something that I think we can
potentially apply some common sense to, if I can speak to the relevant Ministers at the time.

The CHAIR: Could I just ask one question on the back of your—
The Hon. WES FANG: Yes, but Ms Walton wanted to make a contribution.
The CHAIR: Go on.

The Hon. WES FANG: It is up to you, Chair. You are the Chair, you have all right. You can wield your
power and cut me off.

The Hon. SHAOQUETT MOSELMANE: Come on, Wes, you are wasting your time.
The CHAIR: Or overpower. Ms Walton, please.

JULIE WALTON: I did partly want to contribute to the question that was raised by the member. I think
what happens is that in areas where bus services are not commercially viable, and that originally was most of the
area, it has got nothing to do with privatisation because it is most of the State, including the areas that you would
call peri-urban. The ones that I know are around Wollondilly and around Shellharbour. What happens is that we
have still got the ghost of the old minimum service level contracts, and they were given by the Department of
Transport years ago. The trouble is that that division was well and truly captured by the private operators. So if
the business was not going to make money, then they pretty much only had to say, "It isn't going to make money,"
and they say, "All right then." A little like the disability standards. They say, "We don't want to buy a bus that's
got numbers on the back." They would say, "It's all right then," because the Government was not ever prepared to
step in and provide services.

The point of the modern regime is supposed to be that the Transport ministry or transport—what is it
called now?—Transport for NSW is the central agency that coordinates and provides services, and it is supposed
to do it on the basis of proper service planning, which it could and should do for rural areas every bit as much as
it can and should do it for the metropolitan area. The State Transit Authority historically was the repository of that
level of skill. It is a question now of whether the contract division in the Transport agency has been similarly
captured, and whether it is properly trying to deliver what is shown in this plan and the ones for the regions or
whether it is still too close to the operators and still responding in a way that is not sufficiently mindful of the
interests of the consumer or the customer. I think the answer might be yes.

The CHAIR: I think some of the comments that Mr Fang has raised around the difference between the
regional small-scale, family-operated bus services and what we are currently seeing with this sort of rather large
operator model being used in Sydney ties in with some of the evidence that we heard yesterday around bus drivers
working in these Sydney zones having their roster changed at the last minute and a lot of chopping and changing
of schedules et cetera. I know that we are focussed on physical disability, because you are from the Physical
Disability Council of NSW, but I know that you also have a lot of experience with intellectual disability as well.
How does that impact of a much less personal service—where you do not know who the driver is going to be and
it is all a bit unclear, as opposed to the situation in places like Wagga—impact on people with an intellectual
disability?

SERENA OVENS: Far greater than it probably impacts on most people with physical disability. People
with intellectual disability—and, again, the CID, the Council for Intellectual Disability, would be the authority on
this—they take a lot more for most people to learn. They have to spend time with others learning how to actually
use public transport. They rely on people. So people are their touchpoint. If someone is not personable and if they
are not used to dealing with someone with an intellectual disability and they see an aggression or a behaviour
from them that they do not see or understand as being because of their intellectual disability and they are concerned
about something being different to their usual trip, it becomes far more problematic. For someone with an
intellectual disability, they really need to know that the service is going to be predictable, that things will always
be the same and that it will always turn up at the right time in the same place. And if things change, they need
human assistance to be able to cater for that change, to get their questions asked and to find out the way to deal
with that change.

The CHAIR: Ms Walton?

JULIE WALTON: I wanted to mention something that one of our members sent me before the hearing.
I think this would be terrible for a person with an intellectual disability. A Ryde depot bus one of our members
was on recently did not stop to pick up passengers at some bus stops because he was running late due to a lack of
sufficient recovery time at his previous terminus. This did not happen in State Transit days. Remember that poor

PORTFOLIO COMMITTEE NO. 6 - TRANSPORT





Julie Walton

Tuesday, 3 May 2022 Legislative Council Page 12
UNCORRECTED

young boy in Queensland who was murdered; the bus did not turn up and he took a lift. That reliability really
matters not just for people with disabilities but for young people and vulnerable people, so that was my point.

The Hon. MARK BUTTIGIEG: Presumably this is exacerbated by—you have got these multiple
interchanges now that you have to plan out. You might have to change the bus twice and get onto a light rail or
whatever, and it requires a certain savviness with technology now because it is all based on an app. I cannot
imagine even my elderly parents working this stuff out, let alone someone—

The Hon. SHAOQUETT MOSELMANE: I cannot either.

SERENA OVENS: [ will put my hand up too. My bus services to get from work to home used to be
two connecting buses. So I hopped off on one and then literally stood in the same place and waited for that second
bus. It is now broken down into more than three buses, and it is complex to work out how you link between those
three to get a journey home that is not under an hour and a half for a 15-minute drive.

The Hon. MARK BUTTIGIEG: Isn't the crux of all this that if you are going to outsource something
and subject it to the private profit motive, then you are going to have to legislate for a legal recourse, otherwise
they will not provide the service because it is not profitable. Isn't that the bottom line here?

HAYLEY STONE: Yes, I would say that is the bottom line. The Government has to really safeguard
the structures, as minimal as they are, that exist in place currently under State-operated transport services within
any private contracts. That might look like requiring the vehicles to be compliant with the disability standards at
the get-go as minimum to even being able to tender, accessibility audits, and the commitment to co-design and
engage with the disability community. Those are all the sorts of things that we would hope would be embedded
within those contracts, and that those private contractors would be obligated to comply with those.

The Hon. MARK BUTTIGIEG: That Disability Inclusion Plan, which is for 2018-2022—that is the
one in place now—if you were to do an audit now, they would not be complying with that, or would they?

SERENA OVENS: With what in particular?

The Hon. MARK BUTTIGIEG: With the parameters that are contained in that plan for disability
access.

HAYLEY STONE: A Disability Inclusion Plan is aspirational. It is something the department set as the
standards that it wants to meet in compliance with Australia's Disability Strategy. In terms of the disability
standards, those relate to the anti-discrimination laws. So the anti-discrimination laws have the standards
embedded within them, and one of those is transport. Yes, you are right, they are not 100 per cent compliant with
what the standards are. The standards only prescribe minimums, by the way. We would want to see much greater
accessibility.

The Hon. MARK BUTTIGIEG: Are there any jurisdictions that we can look to, either within Australia
or overseas, where they are cutting edge and they would be ideal to live up to?

The Hon. SHAOQUETT MOSELMANE: Read the book.
The Hon. MARK BUTTIGIEG: Read the book?
SERENA OVENS: Zurich.

The Hon. MARK BUTTIGIEG: Zurich, is it?

HAYLEY STONE: A comment that I might make is that Transport for NSW has committed to—it has
said to us that it aspires to be the second most accessible transport service in the world.

The Hon. MARK BUTTIGIEG: The second most?
HAYLEY STONE: Yes.

The CHAIR: After Zurich.

HAYLEY STONE: Maybe it is Zurich.

The Hon. MARK BUTTIGIEG: Fair enough.

The Hon. SHAOQUETT MOSELMANE: Ms Walton, in your introductory comments—you might
take this on notice—you mentioned that there is dysfunction at regions 6 and 7 depot. Can you elaborate on what
those dysfunctions are? You said there are too many black holes in the system. Can elaborate on those black holes?

JULIE WALTON: Sure. What I was referring to is that the system generally of public transport has
too many black holes, but specifically now I am told that a black hole is being created in Denistone, which used
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to have a service and now it is 2% kilometres for people to get to the nearest bus route. It is Denistone West, and
that is the cancellation of the route 543. What was the rest of your question, sorry?

The Hon. SHAOQUETT MOSELMANE: You mentioned about the dysfunction at regions 6 and 7
depot.

JULIE WALTON: That was Region 7 or 6, so that was the one I was thinking of. The other is the loss
of the cross-regionals. That is Region 6 that was affected by that.

The CHAIR: Thank you so much for your submissions, and for coming and sharing your expertise with
us. It has been an incredibly useful session and an opportunity to shine a light on disability issues, which seem to
always be at the bottom of government's lists. To the extent there were questions taken on notice, the Committee
team will be in touch, and there will be 21 days to respond.

(The witnesses withdrew.)
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Who we are

Action for Public Transport (NSW) ("APTNSW") is a transport advocacy group active in Sydney since 1974. We promote the interests of beneficiaries of public transport; both passengers, and the wider community. 

Key points



As they stand, the proposed changes to the eastern suburbs bus system would in many cases:



· Increase waiting times and total travel times

· Increase walking distances for passengers

· Leave significant destinations poorly serviced and less accessible



These outcomes are at odds with strategic directions on climate change and city planning, as well as with the TFNSW motto “we put the customer at the centre of everything we do.” 



The government recently announced a proposal to continue the West Metro from the CBD through to Randwick and Kingsford, with a spur line to Malabar, which we applaud (South-East Sydney Transport Strategy August 2020). Major changes to the bus system should be postponed until passengers have the opportunity to interchange with both light rail and metro. 

Starting point

The EIS for the CBD and South East Light Rail (CSELR) (Volume 2) noted the strength and importance of the existing bus system serving Sydney’s South-Eastern suburbs:

Outside of the CBD the proposed CSELR project will operate through the South Eastern suburbs where buses are currently the primary public transport mode. This corridor is within Transport for NSW’s Metropolitan Bus System Contract (MBSC) Region 9 which is the most heavily patronized bus region in the Sydney metropolitan area (p.60). 

APTNSW would support changes to that system if, and only if, they constitute an improvement, and meet the promise made on the TfNSW website to “put the customer at the centre of everything we do”. As they stand, however, the current proposals would not meet these benchmarks in many respects.  We believe a substantial reconsideration is in order.



Strategic Context



Any move that discourages the use of public transport is contrary to the strategic directions indicated in critical government policies and plans.



Climate change



Carbon emissions from transport are second only to those attributable to energy production. The State’s Climate Change Policy Framework, with its target of zero net emissions by 2050, is intended to set NSW up as a leading and competitive low-carbon economy.



The Minister recently announced the progressive electrification of the public transport fleet, and we congratulate him for this. Realistically, it will be many years before the private vehicle fleet follows suit. Maximising patronage on public transport therefore remains central to the task of reducing CO2 emissions.



City shaping



Future Transport 2056 and its companion documents (Greater Sydney Services and Infrastructure Plan, Regional NSW Services and Infrastructure Plan, Greater Newcastle Future Transport Plan) recognise the strategic role played by public transport in shaping cities and making them work efficiently. Future Transport 2056 notes that “Transport for NSW aims to increase the mode share of public transport services and reduce the use of single-occupancy vehicles”(p.47). 



The Strategy proposes to completely alter the way in which frequency is addressed. The Greater Sydney Services and Infrastructure Plan proposes to deliver services and infrastructure that enable 30-minute access to the nearest Metropolitan City Centre or Cluster – in the case, the Harbour CBD (Sydney CBD). 



(https://future.transport.nsw.gov.au/plans/greater-sydney-services-and-infrastructure-plan)



In August 2020 the South-East Sydney Transport Strategy was released. It says on p.1: 



The Strategy has translated the City Shaping and City Serving corridors in Future Transport 2056 into potential future networks for detailed investigation and economic assessment. The Strategy also recommends land use and policy opportunities to drive more sustainable movements and more successful places. 



An important element of the Strategy is the proposal to continue Sydney Metro West from Hunter St in the CBD through to Randwick and Kingsgrove, with a spur line to Malabar. APTNSW fully supports this proposal, which would link two major hospital precincts and many employment centres, and make them accessible to people living across a large segment of Sydney. 



Forced interchanges



The proposed changes would move the bus system away from providing direct connections to the CBD, relying instead on interchanges with a smaller number of CBD bound bus routes and with light rail (at Randwick and Kingsford). For example, the 390X would go to Bondi Junction instead of straight to the city; city-bound passengers would have to interchange at Kingsford. 



Grids and webs



APTNSW appreciates that interchanging between vehicles cannot be entirely avoided in highly developed urban public transport systems. The secret to catering for diverse trip patterns is to increase the coverage of the public transport network, design it as a web of interconnecting routes, and run services at high frequencies[footnoteRef:1]. This maximises access from any point to any other point on the web (a modified grid), and creates “network effects” (higher patronage across the whole network). This is the underlying system design principle for the very popular Metro Bus system. It is also how exemplary systems such as those found in Paris and Tokyo work.  [1:  See for example Jarrett Walker, Human Transit 2012; Paul Mees Transport for Suburbia 2010] 




The absolute need for high frequencies, indeed very high frequencies, must not however be overlooked.  European and Japanese systems offer high frequency to high frequency, under cover transfers, including at night. These are not “nice to have” features; they are fundamental elements of these systems. 



Long waiting times and journey times



A public transport system reliant on transfers must offer turn up and go frequencies all day and well into the evening, every day. Otherwise, waiting times and total journey times will blow out and deter patronage. 



The map of the proposed new system classifies routes bus routes as “frequent” if they run every 20 minutes. 

This is certainly at odds with passenger experience. It is also at odds with the draft Greater Sydney Services and Infrastructure Plan (p.7), which quite rightly does not portray a service every twenty minutes as “frequent”. It says:

‘Turn-up-and-go’ services are planned on both city-city and centre-centre corridors. This means that once customers reach their nearest main station or stop on a trunk corridor, they will not have to wait any longer than 5 minutes across the day and in the evenings.



For people living within ~10km of our Metropolitan Centres as well as on local corridors, customers will have access to high frequency services (at least every 10 minutes) that will enable them to reach their nearest Strategic Centre within 30 minutes or to connect to a nearby trunk corridor, where they can continue their journey. 

This table (Figure 22) appears on p.46 of the Draft Greater Sydney Services and Infrastructure Plan. 

		Service type

		All day frequency



		City-city

		Turn-up-and-go (<5 mins)



		Centre-centre

		Turn-up-and-go (<5 mins)



		CBD mass transit

		High frequency (<10 mins) or on-demand



		Local

		High frequency (<10 mins) or on-demand





Even if the interchange is with light rail, the current changes mean there is still scope for waiting times and journey times to become longer, because the light rail system is not “turn up and go” beyond Moore Park. From that point the service runs at 8-minute daytime headways and drops back to 15-minute headways on Sundays and public holidays.

Long walking distances



The progressive elimination of bus stops to accommodate left hand turns by general traffic (much of it single-occupant) has increased walking distances across the Sydney bus system. It has also made interchanging more difficult. 



An example can be seen at Elizabeth St in the city, which suffered a wholesale removal of stops a few years ago. Recent changes to the bus network have left passengers using Victoria Rd services with a walk of several blocks to a bus stop where they can transfer to a bus serving destinations on the eastern side of the city.



This situation will worsen if the Eastern Suburbs bus system changes proceed, leading to fewer buses running on Elizabeth St. 



Poorly served destinations



The proposed changes would lead to big gaps in service coverage, leaving significant destinations much less accessible by public transport. Bunnerong Rd would have no services, leaving people needing to attend services or visit graves at the cemetery with no option but private transport or taxis (which many will find beyond their means).



South of Maroubra Rd there will be no direct services to the CBD except the X buses, which run along Elizabeth Street. There is no indication that these services would be extended to run all day. 



Light rail does not run anywhere near Taylor Square, Oxford St, Albion and Foveaux St. These are important precincts, which include St Vincent’s Hospital and its associated medical facilities.



The Moore Park area is on the light rail route, but there are considerable distances between light rail stops, and not enough stops in the area to provide comparable levels of accessibility.  There is only one light rail stop at Moore Park and, surprisingly, there is no stop where the Randwick and Kingsford lines meet.



West Metro extension



As noted earlier, the South East Sydney Transport Strategy (August 2020) includes a proposed extension of the West Metro from city (Hunter St) through to Randwick and Kingsgrove, with a spur line to Malabar. Depending on the exact route adopted, and the spacing of stations, this could overcome the problems evident in the proposed reconfiguration of bus routes outlined in this submission. Passengers currently using buses would have the opportunity to interchange with either light rail or metro at a number of potential hubs. 



APTNSW believes that major changes to the eastern suburbs bus system should be considered in conjunction with consideration of the Metro route, as well as consideration of with light rail services. This would be entirely reasonable and consistent with Future Transport 2056, which foreshadowed service changes to connect to new train lines.  At the moment, the proposed changes are premature.



It may not be too late to make provision for a rail station box to serve Prince of Wales hospital and UNSW in the course of the construction works underway. As well as the possible future metro, we note that the rails at Bondi Junction station extend almost 200 metres past the station, just 3.1 km short of the hospital. There is great scope for service integration in the longer term if this opportunity is taken now.

Conclusion

APTNSW is grateful for the opportunity to comment on proposals to radically alter the Eastern Suburbs bus system. We hope to see the proposals withdrawn and reworked, in conjunction with firm plans to extend Metro West across the Sydney CBD to Randwick and Malabar.



 



Jim Donovan



Secretary



South East Sydney Transport Strategy 2020 p.9
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* based on average light vehicle occupancy of around 14 (taken from the 2012/13 Household Travel Survey
published by Bureau of Transport Statistics)
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Submission on Eastern Suburbs bus system changes

Who we are

Action for Public Transport (NSW) ("APTNSW") is a transport advocacy group active in
Sydney since 1974. We promote the interests of beneficiaries of public transport; both
passengers, and the wider community.

Key points

As they stand, the proposed changes to the eastern suburbs bus system would in many
cases:

¢ Increase waiting times and total travel times
e Increase walking distances for passengers
e Leave significant destinations poorly serviced and less accessible



These outcomes are at odds with strategic directions on climate change and city
planning, as well as with the TFNSW motto “we put the customer at the centre of
everything we do.”

The government recently announced a proposal to continue the West Metro from the
CBD through to Randwick and Kingsford, with a spur line to Malabar, which we applaud
(South-East Sydney Transport Strategy August 2020). Major changes to the bus system
should be postponed until passengers have the opportunity to interchange with both
light rail and metro.

Starting point

The EIS for the CBD and South East Light Rail (CSELR) (Volume 2) noted the strength
and importance of the existing bus system serving Sydney’s South-Eastern suburbs:

Outside of the CBD the proposed CSELR project will operate through the South
Eastern suburbs where buses are currently the primary public transport mode. This
corridor is within Transport for NSW’s Metropolitan Bus System Contract (MBSC)
Region 9 which is the most heavily patronized bus region in the Sydney
metropolitan area (p.60).

APTNSW would support changes to that system if, and only if, they constitute an
improvement, and meet the promise made on the TfNSW website to “put the customer
at the centre of everything we do”. As they stand, however, the current proposals would
not meet these benchmarks in many respects. We believe a substantial reconsideration
is in order.

Strategic Context

Any move that discourages the use of public transport is contrary to the strategic
directions indicated in critical government policies and plans.

Climate change

Carbon emissions from transport are second only to those attributable to energy
production. The State’s Climate Change Policy Framework, with its target of zero net
emissions by 2050, is intended to set NSW up as a leading and competitive low-carbon
economy.

The Minister recently announced the progressive electrification of the public transport
fleet, and we congratulate him for this. Realistically, it will be many years before the
private vehicle fleet follows suit. Maximising patronage on public transport therefore
remains central to the task of reducing CO2 emissions.

City shaping
Future Transport 2056 and its companion documents (Greater Sydney Services and

Infrastructure Plan, Regional NSW Services and Infrastructure Plan, Greater Newcastle
Future Transport Plan) recognise the strategic role played by public transport in



shaping cities and making them work efficiently. Future Transport 2056 notes that
“Transport for NSW aims to increase the mode share of public transport services and
reduce the use of single-occupancy vehicles”(p.47).

The Strategy proposes to completely alter the way in which frequency is addressed. The
Greater Sydney Services and Infrastructure Plan proposes to deliver services and
infrastructure that enable 30-minute access to the nearest Metropolitan City Centre or
Cluster - in the case, the Harbour CBD (Sydney CBD).

(https://future.transport.nsw.gov.au/plans/greater-sydney-services-and-
infrastructure-plan)

In August 2020 the South-East Sydney Transport Strategy was released. It says on p.1:

The Strategy has translated the City Shaping and City Serving corridors in Future
Transport 2056 into potential future networks for detailed investigation and
economic assessment. The Strateqgy also recommends land use and policy
opportunities to drive more sustainable movements and more successful places.

An important element of the Strategy is the proposal to continue Sydney Metro West
from Hunter St in the CBD through to Randwick and Kingsgrove, with a spur line to
Malabar. APTNSW fully supports this proposal, which would link two major hospital
precincts and many employment centres, and make them accessible to people living
across a large segment of Sydney.

Forced interchanges

The proposed changes would move the bus system away from providing direct
connections to the CBD, relying instead on interchanges with a smaller number of CBD
bound bus routes and with light rail (at Randwick and Kingsford). For example, the
390X would go to Bondi Junction instead of straight to the city; city-bound passengers
would have to interchange at Kingsford.

Grids and webs

APTNSW appreciates that interchanging between vehicles cannot be entirely avoided in
highly developed urban public transport systems. The secret to catering for diverse trip
patterns is to increase the coverage of the public transport network, design it as a web
of interconnecting routes, and run services at high frequencies!. This maximises access
from any point to any other point on the web (a modified grid), and creates “network
effects” (higher patronage across the whole network). This is the underlying system
design principle for the very popular Metro Bus system. It is also how exemplary
systems such as those found in Paris and Tokyo work.

The absolute need for high frequencies, indeed very high frequencies, must not however
be overlooked. European and Japanese systems offer high frequency to high frequency,

1 See for example Jarrett Walker, Human Transit 2012; Paul Mees Transport for Suburbia
2010


https://future.transport.nsw.gov.au/plans/greater-sydney-services-and-infrastructure-plan
https://future.transport.nsw.gov.au/plans/greater-sydney-services-and-infrastructure-plan

under cover transfers, including at night. These are not “nice to have” features; they are
fundamental elements of these systems.

Long waiting times and journey times

A public transport system reliant on transfers must offer turn up and go frequencies all
day and well into the evening, every day. Otherwise, waiting times and total journey
times will blow out and deter patronage.

The map of the proposed new system classifies routes bus routes as “frequent” if they
run every 20 minutes.

This is certainly at odds with passenger experience. It is also at odds with the draft
Greater Sydney Services and Infrastructure Plan (p.7), which quite rightly does not
portray a service every twenty minutes as “frequent”. It says:

‘Turn-up-and-go’ services are planned on both city-city and centre-centre
corridors. This means that once customers reach their nearest main station or stop
on a trunk corridor, they will not have to wait any longer than 5 minutes across the
day and in the evenings.

For people living within ~10km of our Metropolitan Centres as well as on local
corridors, customers will have access to high frequency services (at least every 10
minutes) that will enable them to reach their nearest Strategic Centre within 30
minutes or to connect to a nearby trunk corridor, where they can continue their
journey.

This table (Figure 22) appears on p.46 of the Draft Greater Sydney Services and
Infrastructure Plan.

Service type All day frequency

City-city Turn-up-and-go (<5 mins)

Centre-centre Turn-up-and-go (<5 mins)

CBD mass transit High frequency (<10 mins) or on-demand
Local High frequency (<10 mins) or on-demand

Even if the interchange is with light rail, the current changes mean there is still scope
for waiting times and journey times to become longer, because the light rail system is
not “turn up and go” beyond Moore Park. From that point the service runs at 8-minute
daytime headways and drops back to 15-minute headways on Sundays and public
holidays.

Long walking distances
The progressive elimination of bus stops to accommodate left hand turns by general

traffic (much of it single-occupant) has increased walking distances across the Sydney
bus system. It has also made interchanging more difficult.



An example can be seen at Elizabeth St in the city, which suffered a wholesale removal

of stops a few years ago. Recent changes to the bus network have left passengers using
Victoria Rd services with a walk of several blocks to a bus stop where they can transfer
to a bus serving destinations on the eastern side of the city.

This situation will worsen if the Eastern Suburbs bus system changes proceed, leading
to fewer buses running on Elizabeth St.

Poorly served destinations

The proposed changes would lead to big gaps in service coverage, leaving significant
destinations much less accessible by public transport. Bunnerong Rd would have no
services, leaving people needing to attend services or visit graves at the cemetery with
no option but private transport or taxis (which many will find beyond their means).

South of Maroubra Rd there will be no direct services to the CBD except the X buses,
which run along Elizabeth Street. There is no indication that these services would be
extended to run all day.

Light rail does not run anywhere near Taylor Square, Oxford St, Albion and Foveaux St.
These are important precincts, which include St Vincent’s Hospital and its associated
medical facilities.

The Moore Park area is on the light rail route, but there are considerable distances
between light rail stops, and not enough stops in the area to provide comparable levels
of accessibility. There is only one light rail stop at Moore Park and, surprisingly, there is
no stop where the Randwick and Kingsford lines meet.

West Metro extension

As noted earlier, the South East Sydney Transport Strategy (August 2020) includes a
proposed extension of the West Metro from city (Hunter St) through to Randwick and
Kingsgrove, with a spur line to Malabar. Depending on the exact route adopted, and the
spacing of stations, this could overcome the problems evident in the proposed
reconfiguration of bus routes outlined in this submission. Passengers currently using
buses would have the opportunity to interchange with either light rail or metro at a
number of potential hubs.

APTNSW believes that major changes to the eastern suburbs bus system should be
considered in conjunction with consideration of the Metro route, as well as
consideration of with light rail services. This would be entirely reasonable and
consistent with Future Transport 2056, which foreshadowed service changes to connect
to new train lines. At the moment, the proposed changes are premature.

It may not be too late to make provision for a rail station box to serve Prince of Wales
hospital and UNSW in the course of the construction works underway. As well as the
possible future metro, we note that the rails at Bondi Junction station extend almost 200



metres past the station, just 3.1 km short of the hospital. There is great scope for service
integration in the longer term if this opportunity is taken now.

Conclusion
APTNSW is grateful for the opportunity to comment on proposals to radically alter the
Eastern Suburbs bus system. We hope to see the proposals withdrawn and reworked, in

conjunction with firm plans to extend Metro West across the Sydney CBD to Randwick
and Malabar.

Jim Donovan

Secretary

South East Sydney Transport Strategy 2020 p.9
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South East Sydney Transport Strategy 2020 p.9



4 ways to move 1,000 people
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* based on average light vehicle occupancy of around 14 (taken from the 2012/13 Household Travel Survey
published by Bureau of Transport Statistics)
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