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INTRODUCTION 
 
Sydney Airport Corporation Limited (SACL) has placed on exhibition for public 
comment two preliminary major development plans (PMDPs) comprising two 
alternatives for an Aviation and Retail Business Park (Option 1 including offices 
and Option 2 including Cinemas and a Supermarket).  The PMDPs apply to a 20 
hectare site in the south south-east precinct of Sydney Airport and is accessed off 
Foreshore Drive.  The two proposals comprise: 
 
Option 1 – Aviation and Retail Business Park (including Offices) 

 a retail precinct with a gross leasable floor area of 59,000m2 including an 
outlet centre, bulky goods/homemaker centre and a discount store and 
parking spaces for 2,575 cars and 4 coaches; 

 an office precinct with four two-storey buildings for office/commercial uses 
with a total gross leasable floor area of 8,840 m2 and parking spaces for 
233 cars. 

Option 2 - Aviation and Retail Business Park - (including Cinema and 
Supermarket):  

 an integrated retail complex with a gross leasable floor area of 62,390m2 

including an outlet centre, bulky goods/homemaker centre, supermarket 
and food specialty shops, and a cinema complex with a total capacity of 
1,500 seats; 

 parking spaces for 3,145 cars and 4 coaches. 

 
Both options provide for an “indicative future aviation development” in the 
western portion of the site.  This development does not form part of the proposed 
development. 
 
The City of Sydney has prepared this submission to SACL to advise of its strong 
objection to the proposed development plans and to identify the significant 
environmental concerns to which the proposals give rise.  A copy of this 
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submission has also been forwarded to the Commonwealth Minister for Transport 
and Regional Services for his consideration in determination of the final Major 
Development Plans, should one of the exhibited plans be forwarded to him for his 
approval. 
 
The City of Sydney has identified eleven major areas of concerns regarding the 
PMDPs.  These are: 
 

1. Inconsistency with Sydney Airport Master Plan 2003/2004; 

2. Inconsistency with State and local planning; 

3. Compliance with Airports Act 1996; 

4. Impact of non aviation development on core aviation uses and in 
particular the limitations that development of non aviation uses on 
airport land will impose on the future growth of core aviation uses; 

5. Implications of proposed development on traffic, and road 
infrastructure in surrounding areas; 

6. Lack of public transport to service the proposal; 

7. Funding of infrastructure and services and in particular lack of funding 
from SACL or Federal Government to cover these costs; 

8. Economic impacts of proposed development on existing and planned 
development in surrounding areas, particularly impacts on the Green 
Square urban renewal area; 

9. Security and risk assessment, particularly non secure uses in close 
proximity to core aviation areas and potential risk to patrons given 
close proximity of development site to runways; 

10. Inconsistency of development of non aviation uses adjacent to airports 
with trends of other airports around the world; 

11. Environmental impacts of proposed development specifically in terms 
of air quality, noise impacts and environmental amenity; and 

 
It is considered that these issues are major concerns which, if given full and 
thorough consideration, would lead to the rejection outright of both of the 
proposed development options.   
 
The major issues relating to the proposed development options are addressed in 
further detail below: 
 
1. INCONSISTENCY WITH SYDNEY AIRPORT MASTER PLAN 
 
The Sydney Airport Master Plan 2003/2004 identifies the land within the south 
south-east precinct, the subject of the preliminary MDPs as being zoned Mixed 
Use 1 – Mixed Aviation, Business and Industrial (refer Land use Zone Plan).  The 
objectives of this zone are: 
 

To identify reserved land areas for long-term aviation purposes as described 
in Special Uses 1 to 4 and to provide land for interim business and industrial 
purposes. 

 
Development which may be carried out with consent includes: 
 

Provision of areas reserved for long term aviation purposes as described in 
Special Uses 1 to 4. 
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Interim development which may be carried out with consent include: 
 

Provision of areas for: uses included advertising structure; advertisement, 
bulk store, bulky goods retailing; bus depot; bus station; car repair station; 
child care centre; club; commercial premises; educational establishment; 
general store; generating works; health care professionals; hotel; light 
industry; liquid fuel depot; motel; motor showroom; parking space; place of 
assembly; refreshment room; retail plant nursery; road transport terminal; 
service station; shop; tourist facilities; transport terminal; utility installation; 
volume retail; warehouse. 

 
Retail, bulky goods retail development and commercial premises developments 
are therefore permissible. 
 
However the Indicative Development Concept 2023/2024 contained within the 
Master Plan notes that the subject land is suitable for Future Aviation Use 
(Interim Mixed Use).  As noted above the proposed developments propose retail 
and bulky goods retail development with Option 1 containing a very limited 
amount office floor space. No aviation uses are proposed.  It is therefore 
considered that the proposals amount to retail development and not mixed use 
development and are consequently inconsistent with the Indicative Development 
Concept. 
 
 
2. INCONSISTENCY WITH STATE AND LOCAL PLANNING 
 
While it is noted that Sydney Airport is controlled under the Airports Act 1996 
being Commonwealth Land and as such is not subject to State or Local planning 
legislation, the preliminary major development plans make various references to 
the proposal being consistent with State government policy and with relevant 
local planning controls.  Section 91(4) of the Airports Act 1996 requires that: 
 

 In specifying a particular objective or proposal covered by paragraph(1)(a) 
or (c), a major development plan, or a draft of such a plan, must address 
the extent (if any) of consistency with planning schemes in force under a 
law of the State or Territory in which the airport is located. 

 
The proposed developments are inconsistent with State planning schemes in force 
in New South Wales and the above statements in the PMDPs are therefore clearly 
incorrect, highly misleading and a breach of Section 91(4) of the Act.  In this 
regard it is essential that any final major development plan which may be 
forwarded to the Minister for approval accurately reflect the consistency or in the 
current case, inconsistency, of the proposed development with local and State 
planning provisions.  
 
2.1 State Policies and Controls 
 
The proposed developments are plainly inconsistent with the State government’s 
recently released Metropolitan Strategy City of Cities.  Indeed although this 
document has only very recently been released the proposed developments are 
similarly inconsistent with the policies in place prior to the release of City of 
Cities. A “Centres Policy”, in various forms but similar to the current policies 
under City of Cities, has been a key feature of Sydney’s urban planning strategies 
for decades.  Specifically as outlined in City of Cities (p.81) the benefits of 
concentrating activities in centres include: 
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 Improved access to retail, office, health, education, leisure, entertainment 
and cultural facilities and community and personal services; 

 Encouraging collaboration, healthy competition and innovation amongst 
businesses from clustering; 

 Making better use of existing infrastructure; and 
 Promoting sustainable transport and healthier communities by giving more 

people the option of taking public transport, walking and cycling and 
enabling people to carry out a number of activities in one location. 

In particular City of Cities and its predecessor the previous Centres Policy 
(Department of Urban Affairs and Planning) both consistently identify the key 
development strategy of locating retail and office activity in identified centres or 
designated retail zones (Strategy B4.1.1).  In addition City of Cities promotes the 
integration of land use and transport. Explicitly Strategy D1 proposes the 
following actions to improve transport between Sydney’s Centres: 

 Extend the rail and bus networks to connect centres 
 Extend transport networks to serve growth 
 Connect regions and economic gateways within the Greater Metropolitan 

Region 

Further Strategy B3 points to the need to cluster business and knowledge based 
activities in strategic centres and Strategy B4.1 concentrate activity in centres, 
business development zones and enterprise corridors.  B4.1.2 further notes that 
retailing in industrial areas should only be allowed where it is ancillary to 
industrial uses. 
 
These and many other strategies outlined in City of Cities are targeted at 
strengthening the role of existing and planned centres and locating future 
commercial and retail development in areas well serviced by public transport.  
These policies consistently seek to minimise travel demand by co-locating 
facilities and services to ensure that multi purpose trips are encouraged, and to 
provide for trips by alternative forms of transport including walking, cycling etc.  
The proposed development which is essentially for retail and large floorplate retail 
development directly contradicts these policies and if approved would undermine 
the efficient and effective planning of the area.  Approval of some 60,000 – 
70,000 m2 of retail and commercial floorspace outside an existing or planned 
centre directly contradicts the intent of and specific policies contained within City 
of Cities and proper planning practice. 
 
City of Cities explicitly addresses and recognises the role and function of Sydney 
Airport and identifies the Airport and its environs as a “specialised centre”.  In 
particular Strategy B3.3.4 identifies the need to plan and manage growth to 
support the core economic role of Specialised Centres.  It promotes planning in 
and around these centres to support and encourage their specialised function but 
at the same time points to the need to ensure that specialised centres do not 
have unforeseen impacts on other centres and on transport networks. The 
proposed development will result in significant impacts on other centres and on 
surrounding transport networks. 
 
Further Strategy B5.1 notes that new retail and commercial developments on 
airport land, unrelated to the core airport function are creating inappropriate 
pressures on State and local infrastructure and there are not institutional planning 
or regulatory mechanisms to manage these impacts.  The Strategy goes on to 
state: 
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 The Strategy designates Sydney Airport as a specialised centre.  This means 
its important role in the metropolitan economy should be promoted. It also 
means that the broader precinct should be carefully planned.  Commercial 
development is appropriate around the railway station at Mascot.  Elsewhere 
development should be focused on business activities that support or relate 
to the core airport function. 

 
In the event that City of Cities is not considered to be a planning scheme in force 
under a law of the State or Territory in which the airport is located.(Section 91(4) 
of the Airports Act 1996) it is noted that Draft State Environmental Planning 
Policy No. 66 – Integration of Land Use and Transport (Draft SEPP 66) applies 
similar principles to those detailed above.  Although SEPP 66 remains in draft 
form it is given statutory weight by Section 79C(1)(a)(ii) of the Environmental 
Planning and Assessment Act 1979 which requires that in the assessment of a 
development application the consent authority must give consideration to any 
draft environmental planning instrument that has been placed on public 
exhibition.  The proposed development is clearly inconsistent with the provisions 
of Draft SEPP 66 and the PMDPs have not addressed the consistency of the 
proposals with Draft SEPP 66 therefore the plans are inconsistent with Section 
91(4) of the Airports Act 1996. 
 
2.2 Local Policies and Controls 
 
In New South Wales State government policies are implemented both by the 
State and by local government through local planning processes.  Local councils 
in areas surrounding Sydney Airport have undertaken future planning for their 
areas having regard to State government policies and best practice planning 
principles and have thereby identified land suitable for commercial / business 
development.  Planning has been undertaken to encourage the strengthening of 
existing centres and the location of new centres in locations which are highly 
accessible with good access to public transport.   
 
One such example of this is the recent planning undertaken by the City of Sydney 
in conjunction with the State government for the Green Square urban renewal 
area.  Planning for the area provides for the establishment of a new town centre 
focused around Green Square Railway Station which will service the major 
redevelopment area and which provides for approximately 110,000 m2 of 
commercial floor space and 20,000m2 of retail floor space.   
 
This planned centre is clearly consistent with the policies espoused in City of 
Cities and with best practice planning principles.  It will provide a centre to 
service the new Green Square community in a location which is highly accessible 
being located in the middle of a planned high density mixed use precinct and in 
close proximity to the railway station. Notwithstanding the planning undertaken 
for Green Square to date it is considered that if the proposed development is 
approved in either form it will have significant implications for the viability of the 
Green Square Town Centre.  It will directly compete with the Centre both for 
tenants and patrons and will therefore undermine the key principle of integrating 
transport and land use planning.   
 
Further given the fact that the proposed development is not subject to Section 94 
contributions and other state government taxes/levies and the like which are 
aimed at funding infrastructure, it will have a significant unfair competitive 
advantage over the Green Square Town Centre.  It is likely to directly compete 
with facilities planned for the Green Square Town Centre including the proposed 
cinemas and supermarket (specifically proposed in Option 2). 
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The proposed development if approved will also significantly impact on the 
viability of other existing and planned centres including: 

 Moore Park Homemaker Super Centre (existing centre located 
approximately 6.5 km from the site accommodating 31,700 m2 of 
homemaker / discount stores) 

 Eastgardens Shopping Centre (existing centre located approximately 
3.5km from the site and accommodating approximately 73,000m2 of retail 
floor space) 

 Wolli Creek Centre (located on a railway station 3km west of the site 
and planned to accommodate approximately 185,000m2 of commercial 
development and 30,000m2 of retail development); 

 Mascot Station (planned development located at the railway station.   
specifically in terms of office development). 

Of the above centres which are not currently existing, all have been planned over 
an extended time period and have been specifically located adjacent to railway 
stations consistent with best practice planning principles.  In contrast the 
proposed development pays no regard to best practice planning principles but 
rather seeks to optimise economic return for the airport owners at the expense of 
the environment and other existing and planned centres.  This is unacceptable. 
 
 
3. COMPLIANCE WITH AIRPORTS ACT 1996 
 
Section 91(1)(j) of the Airports Act 1996 requires that major development plans 
include; 
 
 the airport-lessee company’s plans for dealing with the environmental 

impacts mentioned in paragraph (h) (including plans for ameliorating or 
preventing environmental impacts); 

 
It is noted that the PMDPs currently on exhibition do not include any such plans to 
ameliorate or prevent environmental impacts.  In particular the plans do not 
address in any acceptable level of detail how traffic, economic, air quality, noise, 
security or other risks associated with the proposed developments will be 
ameliorated. This is considered to be unacceptable and a breach of the 
requirements of Section 92(1)(j) of the Act. 
 
 
4. DEVELOPMENT OF NON AVIATION USES ON LAND SET ASIDE FOR 

AVIATION PURPOSES 
 
As stated in the Sydney Airport Master Plan 2003/2004, Sydney Airport is 
Australia’s premier airport and one of Australia’s most significant pieces of 
transport infrastructure handling around half of all overseas travelers to and from 
Australia and serving as the primary domestic and regional airport for NSW.  As a 
result Sydney Airport is a significant contributor to, and driver of, national 
economic activity.  Further the Master Plan notes that Sydney Airport is “relatively 
land poor” and highly constrained by its location in the centre of an urban area.  
Its ability to expand or support its aviation operations is “very limited”. 
 
4.1 Nature of proposed use 
 
The interim nature of the proposed uses is questionable.  The PMDPs for the two 
options value the proposed capital cost of the proposals at $200M and $180M 
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respectively.  This level of investment is significant and would not be viable 
should the land be required for aviation uses prior to the 20 year planning 
horizon. It is difficult to envisage how a development with a timeframe of 20 
years could be considered to be an interim use. 
 
In addition while it is noted that the PMDPs refer to the proposed development 
being development for “Aviation and Business Park” it is clear from the plans that 
no aviation related uses are proposed as part of the developments.  Rather 
the PMDPs identify an area for “indicative future aviation development”.  In this 
regard it is noted that the Sydney Airport Master Plan 2003/2004 identifies the 
subject land as being suitable for “Future Aviation Use (Interim Mixed Use)”.  
Developments which are wholly retail as in Option 2 or primarily retail with a 
minor amount of commercial (Option 1), can hardly be considered as a “Mixed 
Use” form of development. 
 
Neither of the proposed developments may reasonably be described as a business 
park.  Both proposals are clearly primarily for retail and bulky goods retail 
development with the office component (only provided on Option 1) being very 
minor. Option 1 provides for 59,000m2 of retail/bulky goods floor space and only 
8,840 m2 of office floor space and Option 2 proposes 62,390m2 of retail floor 
space and no office development.  The proposed developments are therefore both 
more appropriately described as “retail / bulky good retail” developments and not 
as an “Aviation and Retail Business Park”.   
 
The description of the use as “business park” is clearly intended to make the 
proposed development appear more acceptable on land which is actually 
identified and zoned for aviation purposes. The developments have no 
relationship with the airport or aviation uses and are essentially a stand alone use 
on land set aside for airport purposes. This is clearly contrary to the government’s 
intention in setting aside land for airport related uses. 
 
Moreover, the proposed PMDPs do not demonstrate any significant unsatisfied 
demand for the proposed form of development in the vicinity.  Existing and 
planned developments in the vicinity and outside of airport lands are readily able 
to cater to the market targeted by the proposal.  Rather it is considered that the 
proposal has been formulated with the sole objective of increasing revenue to the 
airport without due consideration of the greater planning of the area, security and 
other implications of such a proposal. 
 
4.2 Sterilisation of core aviation lands by unrelated uses 
 
Given this context, The City of Sydney considers that the dedication of core 
airport land for non aviation purposes, even as an interim use as proposed, 
reduces the ability of Sydney Airport to maintain its existing position as the 
aviation gateway to Sydney and Australia.   
 
While it is noted that the land subject of the PMDPs has been identified as not 
being required for the planning timeframe of the Master Plan (that is, 20 years), 
changes in technology, global economic trends, and future airport movements 
cannot accurately be predicted over a 20 year timeframe.  Accordingly it is 
possible, indeed likely given the NSW State Government’s prediction, that the 
planned 2024 forecast movement levels (outlined in the Master Plan) could occur 
up to 10 years earlier, that is, in just 8 years time.   
 
This prediction is based on the assessment that increases in aircraft size and 
volume factored into modeling is well below possible capacity.  The difficulty of 
accurately predicting changes in the aviation industry are clear from the recent 
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required changes to runways to accommodate the new A380 aircraft.  Changes in 
technology and market fluctuations may well necessitate expansions to aviation 
uses earlier than currently predicted by SACL.  In this context protection of core 
aviation lands without significant improvements which would preclude future 
expansion is essential. 
 
Sterilisation of core aviation lands, even for an interim period, in favour of uses 
such as those proposed, which clearly have no relationship with the airport and 
which can easily be accommodated outside of airport lands would have far- 
reaching consequences.  Such a decision would potentially result in significant 
costs to New South Wales in terms of lost opportunities for aviation related 
economic growth, tourism, employment and accessibility; or would require early 
reconsideration of the need for a new Sydney Airport.    
 
 
5. TRAFFIC AND ROAD INFRASTRUCTURE 
 
Section 91(1)(h) of the Airports Act 1996 requires that a major development plan 
include: 
 

the airport-lessee company’s assessment of the environmental impacts that 
might reasonably be expected to be associated with the development; 

 
While the preliminary major development plans currently on exhibition purport to 
include an assessment of the “ground access” impacts of the proposed 
development, the presented information is clearly inadequate.  In particular the 
information presented identifies existing traffic volumes on the surrounding road 
network to which the estimated traffic volumes to be generated by the proposed 
development are added. This information forms the basis for assessing the impact 
of the proposal on the existing traffic situation.  The analysis does not however 
factor in the impacts of other planned developments on the existing road network 
and notably does not include the impacts of the proposed Port Botany expansion, 
the major Green Square redevelopment, other development which is planned on 
the Sydney Airport site or development in the Cooks River area. Further, the 
analysis does not attempt any assessment of the impact on the regional road 
network surrounding the site.   
 
These inadequacies amount to substantive failings of the modeling and therefore 
raise serious questions about the conclusions drawn. Clearly there is a need to 
model the existing and planned development within the Airport and in the 
surrounding region to clearly understand the traffic implications of any proposal.  
In any event the analysis clearly recognises the “limited capacity of the road 
system in the area to accommodate traffic growth especially Southern Cross 
Drive, General Holmes Drive and Foreshore Drive especially during weekday 
peaks in peak direction of travel”.  
 
In terms of specific traffic impacts the PMDPs note that the peak travel demand 
for the proposed development would be on Thursday evenings and Saturday 
midday periods.  In these time periods it has been estimated that the proposed 
developments would result in an increase in traffic in the order of 1214 vph 
(Thursday pm peak) and 2016 vph (Saturday Midday peak) (refer Option 1 PMDP, 
Section 4.4 and Table 4.8).  The figures then compare the existing per day rate 
with the estimated increase in the peak per hour and conclude that the impact 
will be minimal.  However evidence suggests that both periods, particularly the 
Thursday pm peak, are already at or nearing capacity. 
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Prior to the approval of any development on the Sydney Airport site a Transport 
Management and Access Plan (TMAP) should be prepared.  In this regard it is 
noted that as part of the April 2005 development approval of a major 
development plan for car parking and commercial development within the 
International Airport Precinct, the Minister provided by condition of consent that: 
 

 
2. SACL prepares within 18 months from the date of this letter an Airport 

Ground Travel Plan in consultation with relevant local and State 
authorities.  The Plan will address amongst other things plans to 
endeavour to reduce dependence on car travel as outlined in the 03/04 
Master Plan…… 

 
It is considered that assessment of the traffic impact of a proposal after it 
is approved is clearly inappropriate.  It is unclear how the Minister could have 
been satisfied that the proposed development within the International Precinct 
would not have a significant environmental impact in terms of traffic and access 
without the preparation of the required “Airport Ground Travel Plan” prior to 
approval of the application.  The Airport Ground Travel Plan should clearly 
endeavour to reduce car dependency, in accordance with approval conditions 
notwithstanding that the Master Plan 2003/2004 seeks to achieve a mode shift of 
5% in favour of public transport.  The proposed development will not assist in this 
target. 
 
In any event the proposed development contradicts this condition and the Master 
Plan 2003/2004 as the proposed development will be highly car dependent.  The 
preliminary major development plans identify that each of the proposed 
developments will provide for the maximum numbers of car parking spaces 
(2,575 spaces for Option 1 or 3,145 spaces for Option 2).  The development does 
not therefore make a substantive attempt to reduce car dependency.  
 
The NSW RTA has estimated that the cost of transport infrastructure to support 
the proposed growth in Sydney Airport as outlined in the Master Plan 2003/2004 
would be in the order of $2.7 Billion.  Currently there is no firm proposal for SACL 
to either fund or contribute to this cost.  Rather the previously approved MDP for 
car parking and commercial development within the international terminal 
precinct (April 2005) included a further condition of consent as follows: 
 

1. SACL continues to address traffic management issued within the NSW 
Government in a timely manner under the terms of the Memorandum of 
Understanding.  If and when, it is determined by SACL and the NSW 
Government that traffic improvements are necessary to improve access to 
the airport as a result of the direct increase in traffic associated with the 
development, SACL is to negotiate in good faith with the NSW Government 
on funding a fair and reasonable share of the works. 

 
While this condition provides some scope for agreement regarding costs, no 
agreement to date has been reached and there is no certainty that SACL will 
contribute to the costs associated with development on Sydney Airport lands. The 
current proposals provide for the upgrading of the intersection of Foreshore Road 
and Charles Ulm Avenue only to provide for appropriate access to the subject site 
(refer Section 7 below for further discussion on this aspect). 
 
Further, although the site has access to the regional road network it is highly 
inaccessible by any other mode of transport other than private motor vehicle.  
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The site is bounded by a tunnel, elevated roadway, the airport runways and 
waterways and is therefore pedestrian and cycle unfriendly.  
 
As noted above it is considered that prior to any further development approvals 
on the Sydney Airport site, a TMAP should be prepared as a matter of the highest 
priority.  Such a TMAP should: 

 determine the impact of, and opportunities associated with, development 
on the Sydney Airport site on the local and regional road network; 

 determine the relative traffic impact of development of the region 
compared to the overall levels of growth in traffic arising from other 
developments in the region; 

 determine the impact of, and opportunities associated with, the 
development on the local public transport networks; 

 ascertain potential future patronage for each mode; 
 determine whether sufficient capacity exists, or is likely to exist for each of 

these modes; 
 in consultation with local authorities and the transport agencies, develop a 

strategy for addressing this likely level of demand;  
 determine the likely impact of the development in terms of the demand for 

local and regional pedestrian and cycling facilities;  
 identify further opportunities for innovative measures designed to 

moderate travel demand and increase public transport use, walking and 
cycling.  

 develop a package of measures designed to address the transport impacts 
and opportunities; 

 incorporate detailed recommendations on issues such as parking policy, 
street and road typologies, bus infrastructure and cycling and pedestrian 
planning principles suitable; 

 prepare preliminary cost estimates for each measure; 
 determine the impact of each measure in terms of its contribution to the 

agreed performance measures; 
 based on both the modeling and qualitative assessments, determine the 

extent to which the benefits arising from the package of measures accrue 
to Sydney Airport lands and to areas outside the Study Area.  

 achieve preliminary endorsement of the package of measures from SACL 
and other key stakeholders; 

 develop clear recommendations on funding apportionment for each 
element of the package of measures; 

 develop a staging strategy for implementation of the package of 
measures; 

 identify responsibility for implementation of each measure, including all 
policy measures; and 

 identify a funding strategy for each measure based on the apportionment 
and timing recommendations, taking into account potentially available 
funding sources such as the regional transport levy, Section 94 (or the 
similar arrangements), potential developer funding and funding from 
either Council or state or federal government agencies. 

In addition to the likely impact the proposed development will have on existing 
road capacity and infrastructure, any increase in traffic will have an impact on 
traffic noise and air quality.  These matters are addressed at Section 11 below. 
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6. LACK OF PUBLIC TRANSPORT TO SERVICE THE PROPOSAL 
 
The subject site is located a significant distance (approximately 2.7km (Domestic) 
and 5.5km (International)) from the two railway stations which service the 
Airport and does not have good access to public transport in the form of buses.  
Given that the site is removed from other bus patronage generators (e.g. high 
density residential areas) it is unlikely that it will generate significant demand for 
public transport and will therefore necessarily be highly car dependent.  This is 
inconsistent with all current best practice planning principles relating to 
integration of transport and land use (refer Section 1 for further discussion). 
 
The potential for high frequency, reliable and efficient public transport to service 
the site is low.  The site is isolated from existing public transport routes and 
servicing of the development by buses would require substantial deviations on 
existing routes.  Such deviations would result in large distances of “dead running” 
and would result in significant increase travel times between destinations.  This 
would be offset by what would is expected to be relatively low patronage 
combined with capacity concerns on existing routes.   
 
While it is noted that the proposed development does provide for bus stopping 
areas internally within the development, given the large floor plate of the 
proposed development, patrons using public transport would potential be required 
to walk significant distances to and from the bus stopping area to access specific 
shops. This in addition to the type of goods for sale within the development is 
unlikely to encourage high public transport usage.  It is additionally understood 
that there is no agreement with the State Transit Authority or Sydney Buses as to 
any availability of re-routing existing services.  
 
 
7. FUNDING OF INFRASTRUCTURE AND SERVICES 
 
In NSW it is standard practice for developments, such as those proposed, to be 
levied development contributions (monetary or in kind) to contribute the 
equivalent of the development’s share for the provisions of infrastructure and 
facilities (e.g. local roads, intersection upgrades, childcare centres, libraries etc).   
 
It is noted that as the land within Sydney Airport does not fall under the 
jurisdiction of NSW planning laws, local councils are unable to levy such 
contributions on the proposed development.  However it is considered that if the 
proposed development were to proceed the equivalent of section 94 contributions 
(under the NSW Environmental Planning and Assessment Act 1979) should be 
imposed equivalent to the percentage of the costs, for the provision of such 
essential infrastructure and services, which is directly attributable to the proposed 
development.  These funds should be directed to the relevant local Council to 
contribute to the provision of infrastructure and services.  
 
As it is proposed that any use on the subject site could have a life of up to or 
exceeding 20 years, it is considered that the description of the proposed 
development as “interim” is misleading. Further it should not be used as a reason 
not to contribute to the cost of providing infrastructure and services which are 
required as a result of the proposed development. 
 
Contributions should also be made to the State Government equivalent to the 
cost of providing regional infrastructure and services (whether in whole or in part) 
attributable to the proposed development.  Without financial contributions State 
and local governments would be burdened with the costs of providing 
infrastructure and services generated by the development.  This is an 
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unreasonable impost which should not be borne by local ratepayers or State 
Government.  Further this situation would result in inequities between the 
proponent and proponents of other developments in surrounding areas who have 
been required to pay such contributions.  This situation could lead to the subject 
development having an unfair competitive advantage over other similar centres 
and lead to a windfall gain for SACL.   
 
 
8. ECONOMIC IMPACTS 
 
As noted above Section 91(1)(h) of the Airports Act 1996 requires that a major 
development plan include: 
 

the airport-lessee company’s assessment of the environmental impacts that 
might reasonably be expected to be associated with the development; 

 
The PMDPs refer to the economic assessment contained therein as being 
“abstracted from Sydney Airport South South-East Business Park Economic 
Impact Assessment (Essential Economic Pty Ltd, 2005)”.  This study, which it is 
understood underpins the assessment and the conclusions that the proposed 
development will have minimal impact on existing developments, has not been 
made available and therefore the assumptions and analysis contained therein 
cannot be assessed. 
 
Further Section 91(1)(b) requires that a major development plan must include: 
 
 the airport-lessee company’s assessment of the extent to which the future 

needs of civil aviation users of the airport, and other users of the airport, 
will be met by the development; 

 
While the preliminary major development plans do not explicitly state it in the 
assessment, it is obvious that the proposed development is not intended to meet 
the needs of civil aviation users of the airport or other users of the airport. Rather 
the proposed development will draw its market from the surrounding areas and 
will therefore directly compete with other existing and planned centres. In this 
regard Section 4.7.1 of the PMDP (Option 1) notes that the peak travel demand 
related to airport usage is in the morning period whereas for the development the 
peak period would be Thursday evenings and Saturday midday. 
 
The Economic Assessment contained within the PMDP suggests that, given the 
types of goods to be sold, the overall market impact of the development will be 
small.  However the assessment does not address the specific impacts of the 
proposed development on individual centres with overlapping trade areas.  In this 
regard it is considered that this impact especially on centres such as Moore Park, 
East Gardens etc. is likely to be significant. 
 
In addition the Economic Assessment does not address the impact of the 
proposed development on planned centres such as Wolli Creek and Green Square 
Town centres.  Given the unfair competitive advantage that may be available to 
the subject development (through not being required to pay section 94 
contributions and other charges as required of other competitors) the proposal 
will impact on the viability of other planned centres. 
 
The proposed development also raises concerns about the potential for 
oversupply in key markets if the development proceeds.  This is highly likely 
(particularly for Option 2) given that major supermarkets are proposed at both 
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Wolli Creek and Green Square, and a cinema complex is also proposed at Green 
Square. 
 
 
9. SECURITY AND RISK ASSESSMENT 
 
9.1 Increased security risk 
 
The proposed developments will lead to a significant increase in the number of 
people who will have unsecure access to areas located close to the key strategic 
assets within Sydney Airport Lands. While the proposed development is located 
on the landside of the airport, the site is within very close proximity to all three 
major runways and as such must necessarily increase the risk of security 
breaches in these areas.  This increased security risk is considered to be both 
unnecessary and unwarranted.  
 
9.2 Requirement for Risk Assessment 
 
In addition to security concerns, it is also considered that the proposed 
development should be subject to a detailed and thorough risk assessment.  The 
subject location south of runway 07/25, east of runway 16R/34L and immediately 
to the north of runway 16L/34R presents a significant risk to the future patrons of 
the proposed development.  Prior to providing for a development form which 
would attract significant numbers of people to the site, a detailed and thorough 
risk assessment should be undertaken. The risk associated with aircraft 
overrunning or misjudging runways should be assessed.  Given the location of the 
subject land and the potential for such an event to occur the land should not be 
allowed to be developed for such purposes. 
 
 
10. INCONSISTENCY OF DEVELOPMENT WITH INTERNATIONAL 

EXAMPLES OF AIRPORT DEVELOPMENT 
 
SACL has argued that the development of Sydney Airport land for ancillary airport 
related development is comparable to international trends occurring at major hub 
airports around the world. However, the City of Sydney believes that this 
assumption does not take into account the differences between development and 
land use patterns around new airports on ‘greenfield’ sites and those airports in 
existing urban areas. 
 
International trends show that the airports undergoing large scale airport related 
development projects are relatively new airports, on greenfield sites or reclaimed 
land some distance from their respective CBD’s. Many of these airports are in Asia 
where governments look to turn their airports into regional hubs to attract global 
business and gain a competitive economic advantage over other cities. 
 
Hong Kong’s Chek Lap Kok Airport (commissioned in 1998), which was built on 
reclaimed land in the Pearl River Delta some 60km from the CBD has created 
highly viable business and residential clusters linked to the airport. The airport is 
currently planning a 57ha mixed use development linking with existing high speed 
links to Hong Kong, as well as the creation of a new high speed ferry link.  
 
Other new airports spurring airport related development include Inchon in South 
Korea, that has planned a major international airport and its hinterland to 
accommodate high technology and airport related uses.  A multi nodal ‘superport’ 
is also proposed in Cavite, Philippines . The City of Sydney notes that the above 
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examples require extensive additional development to support the airports’ 
function in new areas where facilities and infrastructure do not exist. 
 
The City of Sydney believes that major international airports in existing urban 
areas such as London’s Heathrow have greater constraints in creating ancillary 
airport related uses. Generally existing airports already have these essential 
clusters of businesses located in close proximity. Heathrow airport is located 
adjacent to the M4 business corridor and within a densely populated area of 
London. The Interim Masterplan for Heathrow Airport notes that, 

 
Airport related development is to be accommodated without requiring any 
additional non airport land…..with only 8ha available for future ancillary 
developments (Draft London Heathrow Interim Masterplan, 2005). 
 
A public inquiry into the proposal for the new Terminal 5 at Heathrow 

significantly noted that no further major development would take place at 
Heathrow after Terminal 5. 
 
There is now considerable opposition from surrounding Local Government Areas 
to any further expansion at Heathrow. These LGA’s have been generally 
supportive over time of the airport and its significance in shaping their 
economies. Hillingdon Council noted in its submission to a draft proposal for a 
new third runway at Heathrow, 
 

…..the remaining local employment base will suffer from the increased 
competition for jobs and premises by airport related business 

 
This notion is supported by an independent study by ARUP Economics and 
Planning which states that, 
 

The scope for further major expansion of Heathrow is limited by very low 
unemployment levels and strong competition from high tech 
manufacturing and service in the M4 Corridor.(SERAS: Land Use & 
Urbanisation Study – Final report). 
 

The City of Sydney emphasises that the above examples show that airports which 
are undertaking major airport related development projects are those which have 
been recently constructed on large greenfield sites. The Heathrow example shows 
that where an international airport is located in an existing urban area such as 
the case with Sydney, continued airport related development projects have the 
capacity to impact and restrict the economies of surrounding areas. The City of 
Sydney strongly advocates that the above difference should be noted when 
comparing future airport related development at Sydney Airport to international 
trends. 
 
 
11. ENVIRONMENTAL IMPACTS SPECIFICALLY INCLUDE AIR QUALITY, 

NOISE IMPACTS AND ENVIRONMENTAL AMENITY 
 
The preliminary major development plans identify that the proposed 
developments will result in an increase in noise levels surrounding the site of not 
more than 2dB.  The reports further note that the existing levels at the site are 
currently 5.5dB (day) and 5dB (night) over EPA criterion.  Given that the existing 
noise levels on site are already over the noise criterion it is considered that any 
increase in this exceedance is unacceptable.  The wisdom of exposing additional 
members of the public to such exceedances is also questioned and should be a 
matter addressed in a risk assessment (refer Section 9 above). 
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The proposed development will also result in increases in air pollution and a 
corresponding reduction in air quality.  As outlined above the proposed 
development form will be highly car dependent given the nature of the use and 
the proposed location.  This environmental impact has not been adequately 
addressed in the PMDPs and no measures to mitigate such impacts have been 
imposed. 
 
Data presented in SACL’s Environment Strategy compares airport emissions to 
the emissions for the entire Sydney-Wollongong-Newcastle Air-Shed. Given the 
size of the study area airport emissions understandably comprise a small 
percentage of total emissions for each category monitored. The results from 
Sydney Airport should be compared to emissions from surrounding areas.  
 
A 1997 report on Urban Air Quality in Australia by the Australian Academy of 
Technological Sciences and Engineering notes that VOC (Volatile Organic 
Compound) emissions around Sydney Airport were measured at 2,545 kg/day. In 
this regard it should be noted that SACL’s figure for 2002/2003 is only 558 
kg/day. Notwithstanding recent improvements to jet design which have improved 
fuel efficiency and emissions, it is unclear how these figures could have decreased 
by such a significant extent especially given that air travel has increased since 
1997 and is forecast to increase further over the next 20 years. The 1997 report 
also notes that the increase in airport related development is increasing the 
number of vehicles accessing airport facilities thereby impacting 
disproportionately on surrounding residents. The report recommends that airport 
related motor vehicle emissions should be minimised through the promotion of 
better public transport. 
 
The proposed development will also result in a reduction in the environmental 
amenity of surrounding areas.  With the increase in traffic noise and air pollution 
that will directly result from the proposed development, the existing 
environmental amenity of areas surrounding the site and on transport routes 
leading to and from the site will deteriorate.  This environmental impact has not 
been adequately addressed in the assessment and no measures have been 
proposed to mitigate this impact. 
 
 
 
CONCLUSION 
 
The PMDPs currently on public exhibition are severely flawed.  They contain 
inadequate information to enable a reasonable assessment of the likely impacts of 
the proposed developments and misrepresent the consistency of the proposed 
developments with local and state planning regimes applying in the surrounding 
area. They fail to adequately assess the impact of the proposed developments on 
existing and planned development (and communities) in the area and similarly 
fail to factor in the impacts of those developments on existing infrastructure. 
 
It is clear from the information made available that the proposed developments 
are totally unacceptable in the subject location. The proposed developments have 
absolutely no relationship with aviation uses on the Sydney Airport site and there 
is no known reason why they should be located on land that has been set aside 
and reserved for aviation related uses.  
 
The proposed developments would both result in unacceptable environmental 
impacts in terms of: 
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 Increased traffic and associated impacts; 
 Lack of public transport to service the site; 
 Detrimental impacts on air quality; 
 Increased noise impacts in the vicinity and on roads leading to and from 

the site;  
 Economic impacts on existing and planned commercial and retail 

developments; 
 Increased security risks to Sydney Airport; 
 Increased risk to members of public from aircraft related incidents. 

 
It is therefore considered that the proposed developments should be rejected and 
SACL should reconsider appropriate uses for the subject land which are consistent 
with the environmental capacity of the land, the surrounding infrastructure and 
which are aviation related. 
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