St Leonards-Crows Nest precinct plan – comment by Peter Egan

Height concept plan
The height concept plan for the precinct (see Figure 1 below) accords with public transport-oriented
development (PTOD) strategy, and accords with market value and developer interest. However, the actual
height plan has development stretched out along the Pacific Hwy. It means workers and residents will be
more reliant mechanised transport and walking will be a less used choice. The fall of the land is conducive to
pedestrian passes under the Pacific Hwy. Direct entry on to the St Leonards station platforms is possibly from
the southern side of the Pacific Hwy and can be implemented at little cost while improving public safety. The
lack of attention to public safety across our rail networks is a strong reflection on the lack of concern for the
safety of women and children in NSW.

Figure 1 – Public transport-oriented development heights principle that accords with market value and
developer interest.

Employment
The GSC employment forecasts (Figure 2 over page) have employment in the northern industrial section of
the precinct barely growing over the next 20 years. While industrial activities like waste transfer and recycling,
concrete supply and electricity supply are needed in the industrial area, they only take a small proportion of
the land.
It’s likely, developers will seek to convert some of the larger sites to residential, retail and commercial
activities. An example is the Weir Minerals Australia Ltd foundry at 1 Marsden St. It is a high-tech business
vastly different to the other ‘so-called’ industrial enterprises in the Artarmon Industrial Area. This type of
business is normally found in Western Sydney. While it has accessibility issues, it is easy to see it consolidated
with a neighbouring property fronting the Pacific Hwy with the goal of residential or retail development. It is
further from the motorway stack that the apartment buildings fronting the western side of the pacific Hwy.
There appears little physical constraints on the property owner seeking a change to a zoning that better
reflects demand for land.
The rise of electric and automated vehicles will see less demand for vehicle service and repair. Today, this
activity should not release pollutants. It can, and should, take place in multi-storey buildings. In fact, apart
from the foundry and Ausgrid electrical switchyard, all other activities in the industrial area can take place in
multi-storey buildings.
Zoning of the industrial area should be changed to permit a wider range of activities that results in higher
employment densities.
Even at this late stage, a Metro train station should be added at the site of the Metro Sub-station on Reserve
Road (see Figure 3 for indicative station entrance locations and pedestrian-cycle access paths to neighbouring
suburbs of Lane Cove and Naremburn. With entrances directly from the cycle path beside the Motorway and
the Cleg St/Reserve Rd intersection, the station would serve the residential, commercial and industrial areas
within 1 km of the station entrances. It will serve the Lane Cove CBD via the pedestrian cycle path beside the
motorway. Via the reserve Rd motoway ramps, All buses on Epping Rd, or passing through Lane Cove could
connect to the Metro rather than continue into the Sydney CBD. It would result in a major saving government
public transport costs.

Figure 2 – GSC Employment forecasts

Figure 3 - proposed Metro station entrance locations and pedestrian-cycle paths serving Lane Cove and
Naremburn

Cycling
Figure 3 (Improved comfort for pedestrians and cyclists), Figure 4 (Pedestrian and cycle network) and Figure 5
(Public domain improvements) indicate the Department recognises the need for improved cycling
infrastructure to reduce the demand for travel in vehicles with 4 and more wheels.
However, the details show the department favours cyclists travel in the metre space between parked cars and
the traffic lane, or travel on dedicated paths along steep creek valleys well away from travel desire paths
which are primarily to and from local CBDs and educational facilities.
Around the world, cycling and four (and more) wheel vehicles cannot safely mix on busy roads – which we can
generally define as motorways, arterial, sub-arterial and district roads. District roads can be defined as roads
that link local CBDs to each other. Many experienced cyclists are killed each year on these roads.
There is no safe place to cycle on a busy road.
All arterial, sub-arterial and district roads need an on-footpath cycle path. A good example of these paths is
illustrated in Figure 6.
In particular, on-footpath cycle paths are needed on the east side of the Hampden-Herbert road and the north
side of Mowbray Rd.
Willoughby Council intends linking Frank Channon Walk (a pedestrian-cycle path that will extend from
Chatswood Railway Station to Mowbray Rd post Chatswood Metro dive site works completion) to a Lane Cove
Council cycle path along Helen St Lane Cove. The link will be via an on-footpath cycle-path on the North Side
of Mowbray Rd. This is more evidence of our road authorities desire to hide cycling down dark valleys with
steep grades away from desired paths.
An on-footpath pedestrian-cycle path should run the full length of Mowbray Rd on its north side from Epping
Rd Lane Cove to Alpha Rd Willoughby.
A cycle path on the eastern footpath of Hampden-Herbert will directly link St Leonards, Artarmon and
Chatswood stations without cyclists needing to cross a busy road apart from Brand St Artarmon. This path will
directly link to local roads in Chatswood, Artarmon, St Leonards and Naremburn and is on the prime desire
line for residents and workers.

Figure 3 – Improved comfort for pedestrians and cyclists

Figure 4 - Pedestrian and cycle network.

Figure 5 -Public domain improvements

Figure 6 - On-footpath cycle path

Vehicular access to the precinct
Figure 7 indicates that the Pacific Hwy is congested from the Motorway to Falcon St Crows Nest.
Figure 8 indicates that this section of the Pacific Hwy also has a high crash density.
Figure 8 also shows a high crash density at the bend in Herbert St near Ella St. This is attributable to the
disappearing parking lanes at the bend. The road layout at this point needs to be addressed as part of the
precinct plan.
Precinct planners infer the traffic congestion on the Pacific Hwy, within the precinct, is partially due to
eastbound vehicles exiting the motorway, or not using the motorway, to avoid the tolls at the Falcon St exit.
Aside from reforming NSW road tolls, a key issue is the lack of west-facing motorway ramps between the
North Shore Rail Line and Falcon St.
Toll reform should include motorway network wide per-kilometre charges with toll differentials for various
classes of users as determined by parliament (electronic tolling permits tailoring tolls to individuals if
parliament so directs).
Given the 4.6 km between the motorway exits at the Pacific Hwy and Falcon St, and good motorway design
practice of several kilometres between motorway junctions, both west- and east-facing ramps are required
between these ramp locations.
The Reserve Rd Artarmon ramps are purely to serve the immediate local area and Reserve Rd only connects to
the motorway and local roads. The ramps were built to the Artarmon Industrial Area with service to the West
Artarmon residential area being very much a secondary consideration.
As a hangover of the building of the Warringah Freeway as the very first part of the Orbital Motorway, it
purely had east (city) facing ramps. Of relevance are the Willoughby Rd, Brook St, Miller St and Ernest St
ramps.
The elimination of the Ernest St ramps, and the modifications to the Falcon St junction (both proposed for the
Beaches Link works), should be done whether the Beaches Link proceeds or not.
The Miller St east-facing ramps connect to North St and the Eastern Valley Way and should remain.
The east-facing Willoughby Rd ramps are 500 metres from the Brook St ramps which are, in turn, 650 metres
from the Millar St ramps.
RMS has made provision for 400-metre long west-facing ramps along Flat Rock Creek to Willoughby Rd near
Garland Rd. Apart from the environmental damage to the creek, part of an important biodiversity corridor,
these ramps would direct considerable extra traffic through the Naremburn and Willoughby local centres in
contravention of community and Willoughby Council’s desire for reduction of through traffic in local centres.
The southern end of Willoughby Rd contains the Crows Nest restaurant district.
Brook St offers direct access to the St Leonards-Crows Nest precinct at its southern end. Brook Street’s north
end flows directly into Flat Rock Drive – which does not pass through any local centres.
Ramps at brook St allow traffic to avoid the Artarmon, Naremburn, Cammeray, Northbridge and Willoughby
local centres.
Figures 9 and 10 illustrate a possible upgrade to the Brook St motorway junction to include west-facing ramps.
This junction upgrade would reduce traffic on Fullers Rd and Mowbray Rd, and reduce traffic through the
Chatswood, Artarmon and Willoughby CBDs compared to RMS plans.
Independent of ramp locations, Mowbray Rd, from Willoughby Rd to Penshurst St (a length of 150 metres),
needs extra traffic lanes to reduce congestion at this key North Shore junction. See Figure 11 for an illustration
of a possible upgrade to the junction.

Figure 7 – Daily Traffic Volumes

Figure 8 – Crash density

Fig 9 – Proposed Brook St ramps

Figure 10 - Brook St widening

Figure 11 - Mowbray Rd widening

