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Prologue: Electric vehicles - doing bad, better
Cars are not the answer, they are the problem. It matters not what powers them. Cars are too big and take up too
much space. We can neither afford nor want to build more roads. We must transition to other modes of transport such
as walking, cycling and public transport. The roads we have are then available for those that must drive. Canberra’s
population will almost double by 2050 and the city cannot continue to expand outward, the only way is up. The space
in our cities is becoming ever more valuable. Other cities have led the way showing that shorter trip distances, less
trips and a smaller car fleet leads to better and more sustainable and liveable cities. It is no secrete amongst urban
planners in Australia. The NCA has signed up to the Urban Design Protocol - Creating Places for People. We cannot
build our way out of congestion. EVs continue the illusion by promising guilt free driving. It is false hope. Sprawl has
costs, that Canberra can no longer afford to pay. The future lies with walking, cycling and public transport. So why this

https://www.urbandesign.org.au/


sideshow with EVs? Another year will be wasted with the PTCS Committee talking about cars. Plan for success. The
most promising modes of transport should be discussed instead – walking, cycling, and public transport!

Section 1 Nudge
Nudge is to choose a default which is consistent with the governments policy direction and goals but
permit still people to choose differently (opt-out). We know, however, that 85% of all people will go
with the default. By choosing the default correctly, we improve the position of the population as a
whole without limiting the freedom of the individual.

Welcome to canberra.bike's 2022 Submission to Inquiry into EV Vehicle Adoption in the ACT, Standing Committee on
Planning, Transport and City Services (PTCS Committee) of the ACT Legislative Assembly.

Talking about the wrong thing
Too much of the discussion in the PTCS Committee is about cars. Last year we found new ways to penalise drivers and
this year new ways to drive. Space is of a premium in cities. We must address the question how can we better utilise
that space with a bigger pollution and greater pollution density. People are quite space efficient – standing and sitting
we take up very little space. Put these people in public transport and we have movement that is also space efficient.
People that walk need very little space and those people riding a bike need only a little more. Private cars take up the
most space. First a car is rather big and getting bigger and secondly the faster a car moves the more space it will take
up. Space of parking takes up much of our city. A car needs parking not only at home, but also everywhere else you
plan to drive it.

The trend in the post war period has been for more of the city space to be allocated to roads. As the roads fill we build
more roads in an endless spiral that is not sustainable. Our society has a preference to build for motor vehicles. That
will change. Sure, we will always need delivery trucks, and tradies will need to carry their tools of trade. Most motor
vehicles on the road are not delivery trucks and tradies and arguably, we should have plenty of space for them should
half of us that drive think about using an alternative. This expectation is completely realistic and is already the case in
Melbourne and many European cities.

We have talked up the private motor vehicle for the last hundred years. Now it is time to talk about the alternatives.
We need to talk about how we plan and build our city because good transportation starts with good urban planning.
We need to reduce trip distances by providing what we need locally. We need to invest in that which makes it
attractive for people to walk, people to ride and people to travel with public transport. That is the agenda for the next
years.

New solutions for new times
There is nothing value neutral about government. Australia has a political tradition, as does the ACT. Politics vary from
state to state, area to area. Politicians of today build on foundations of our predecessors' achievements. The ACT is not
a blank sheet. We have chosen to do things in the past that seem appropriate at the time but may not be appropriate
now.

Because it takes so long to achieve change in the ACT we need to plan strategically to make the city suitable for future
inhabitants. We will see some of the benefits but most of the changes will take 40 to 50 years - the length of the urban
renewal cycle - to dominate Canberra’s urban form.

The government of the day should be making decisions in the interests of future Canberrans. This can be done without
disadvantaging the current electorate. We should, however, be doing things differently.

Nudge
Nudge is a famous book that had considerable influence in USA about government decision making. The topic is
behavioural economics, a cross between economics and psychology that has gained favour since the early 1980s.
Today, the term “behavioural insights” is commonly used within Federal Government. The book Nudge was written for



an American audience and the examples are specific to the US system, a system so different to ours, that the policies
cannot be translated one-to-one into a local context. What can be taken from the book is assumptions that often
underpin decisions of government.

Intelligent nudging is superior to random listing

Nudge, 173 - 176

Many studies have shown that when people are provided with a default, they will choose that about 85% of the time.
A good example is organ donations. In countries where the default on the drivers licence is to participate, most do it.
In countries where the person is required to tick a box, most do not. In both cases, people are given a choice, but we
know that most will go along with the default.

One option is to make the default random, similar to the random order listings on a Senate ballot paper. This does not
produce a good result either. Random is not better and gives you a random outcome disadvantaging
some unnecessarily. The expert panel brings better results and a new default, that nudges people in the right direction.

The book Nudge promotes the idea of “intelligent assignment”.  Government should decide for a  new default which is
in the best interest of the everyone. People can individually opt out if they choose. The government job is to nudge
the population in the best direction through its policy decisions.

Peer pressure, group norms, culture and conservatism

'Doing what others do', Nudge, 60-62.

As discussed above, the status quo is not politically or values neutral. It is the product of many years of political
decision making. The status quo is a product of good intent but may not be suitable for the problems we are facing
now. 

Nudge address the status quo be examining the power of culture. We have a strong psychology to conform. If the
group thinks a certain way, you are likely to go along with it; the more uncertain the situation then the more likely you
will. People internalise the decision and think it is true even when it is false or arbitrary. The norms/beliefs can stick and
be passed across generations. These observations are applicable to politics - both at the workplace and in society in
general - and explains much as to how many people can believe what is factually and objectively false. 

Quotes:

"The clear lesson here is that consistent and unwavering people, in the private and public sector, can
move groups and practices in their preferred direction."

"More remarkable still, the group's judgements become thoroughly internalised, so that people would
adhere to them even when reporting on their own - indeed even a year later, and even when
participating in new groups whose members offered different judgements."

"the original judgement tended to stick, although the person who was originally responsible for it had
been long gone."

"an arbitrary 'tradition,' in the form of some judgement about the distance, can become entrenched
over time, so that many people follow it notwithstanding its original arbitrariness."

Implicit made explicit

Source: Nudge, 194.



The libertarians on the right have a particular ideology that more choice is good - the Just Maximise Choices mantra.
This is where the libertarian right sits in USA and it is to some extent the norm in the land of 'freedom'. We know,
however, that this is only one possibility of many. The world is full of many competing ideas and political philosophy is
no different. Most countries and political parties simplify these many ideas to one, mostly unquestioned, ideology. It
is repeated over and over with no proof or justification but the presumption of authority and reliance on group
think. Ideologies are associated with paradigm, norms and herd behaviours. The book argues against the Just
Maximise Choices mantra but falls short of supporting government regulation: nudging is required.

The mantra of choice has been disproven as it is at odds with how people make decisions in daily life - read the book
Choice. Minister Steel can often be heard justifying his decision by “provide choice”. For roads, “provide choice” is just
code of the status quo. Better would be to provide a nudge, and that is a strategic decision. 

The government should intervene
At this point we have justified government intervention through nudging as the best option for moving forward. We
want to build Canberra for 2050 with almost twice the population. What is the best way forward?

All cities start small, but most do not stay that way. Worldwide the population is more urbanised than any time in
human history. Canberra will be no different. Canberra will grow and prosper without being able to expand outward.
Canberra has the same problem of Vatican City. With the boards fixed, and NSW rejecting our attempts to change
them, we cannot grow out and the only way is up - greater housing density.

The ACT Government has only the current public space to work with. Canberra is broken into section and blocks that
are leased. What is in private hands will stay in private hands. In new estates, about 30% of the space is taken up by
road reserves. The Territory Plan permits land to be reserved for national parks, environmental offsets, suburban
recreation (parks), roads and more. The road reserves are not just roads. The road reserves are public space for people
and better called streets. A road could be found on most streets, but it is generally accepted that the allocation of
space on our streets is about balancing the need for movement and place. The ACT has had a Movement and Place
Framework since 2015 but until now little has been done with it.

It has become generally accepted that most of the city should emphasis place making. Only for arterials roads is
movement of top priority. Place is most important for all local streets where people live, the town centres – Belconnen,
for example, is the home for 10,000 people.



TCCS and our road standards are poor at creating place. The nature of standards is that we build the public space
uniformly and the safety of the motorist dominates road design, with the result that we build wide and straight roads.
Unfortunately, the needs of people who walk, riding or take public transport are generally neglected.

The role of government is to prioritise that which is required by future Canberrans. We cannot build our way out of
congestion. Car culture cements inequality and disadvantages those who cannot afford to or want to own a motor
vehicle. Children cannot drive. The old and impaired need other ways to move around. Government should not favour
private car ownership which it knows is environmentally and economically unsustainable.

We have alternatives and government policies should favour those. Putting the “money where the mouth is” and
“walking the talk” is the first step – that means funding in the ACT Budget. Staffing and management at TCCS need
reflect the new priorities. The PTCS Committee should be investigate how we can promote the uptake of those
transport modes that matter: people walking, riding and travelling with public transport.

PTCS Committee has chosen electric vehicles as the topic of inquiry. Electric vehicles are not a solution of the problems
Canberra is facing in the next decades. Electric vehicles will only promote private motor vehicle ownership – a culture
Canberra cannot afford. Promoting private car ownership is at odds with the work done in other cities around the
world where the governments are encouraged people to consider other forms of transport and leave the car at home.

2022 would be better served to discussing the needs of cyclist and pedestrian. Affordable transport for everybody.
Electric bikes are the best way to get none-cyclists to take up cycling. Electric bikes have been part of a successful
formular for cycling worldwide. Rapid changes for the better can be seen in large, car-oriented cities across Europe –
Paris, Rotterdam, Frankfurt, Barcelona, and others.

Our submission will present research for electric vehicle take up in the ACT. Electric vehicles are helpful to reduce
emissions (GHG), but they are not a quick fix or particularly effective at addressing the primary issue – the reallocation
of space in our cities and prioritisation of placemaking. Electric bikes would help with that, but electric bikes are
currently not the recipients of government attention. This needs to change.

Section 2 City sprawl - living on the edge
The joy of a house in the suburbs can be short-lived should public transport and cycling infrastructure be lacking. The
financial and health costs of car dependence and long commute times can push a household to the edge. Urban
sprawl can entrench disadvantage. Urban sprawl has many hidden costs.

Red pill or blue pill
A study “Designing suburbs to cut car use closes gaps in health and wealth” (The Conversation, 18/10/2017)
considered the effects of car dependence on people’s lives. The study concludes that providing good public transport,
walking and cycling choices in new estates is essential.

Rising housing prices have forced many low-income families to live on the fringes of Australian capital
cities. Residents of these sprawling outer suburbs often have worse access to public transport,
employment, shops and services. They need one or more motor vehicles simply to get to work and take
children to school.

Buying and maintaining vehicles in Australia is expensive. These costs have a large impact on
household budgets. Household finances then affect health…

Designing suburbs to cut car use closes gaps in health and wealth, The Conversation, 18/10/2017

The Study
The study looked at four scenarios:

1. Two car households
2. One car and public transport

https://theconversation.com/density-sprawl-growth-how-australian-cities-have-changed-in-the-last-30-years-65870
http://theconversation.com/some-suburbs-are-being-short-changed-on-services-and-liveability-which-ones-and-whats-the-solution-83966
https://theconversation.com/designing-suburbs-to-cut-car-use-closes-gaps-in-health-and-wealth-83961


3. Public transport only
4. Walking, cycling and public transport.

Those with fewer cars, even after adding the cost of public transport, are financially better off.

Moving from a two-car household to having no cars can improve weekly finances by as much as A$237,
after adding 10 return trips to the CBD. The fourth scenario, emphasising walking and cycling, shows
the greatest improvement in household finances. These families are $294 per week better off.

Designing suburbs to cut car use closes gaps in health and wealth, The Conversation, 18/10/2017

Designing suburbs to cut car use closes gaps in health and wealth, The Conversation, 18/10/2017

Urban design can boost household health and wealth

The evidence from research suggests several strategies to improve uptake of active and affordable
transport, while reducing car dependence and related health inequities. These include local urban
design features such as:

– connected and safe street networks (including pedestrian and bicycle infrastructure) that reduce
exposure to traffic

– residential areas mixed with commercial, public service and recreational opportunities

– public transport that is convenient, affordable, frequent, safe and comfortable

– higher residential density with different types of housing (including affordable housing) to support
the viability of local businesses and high-frequency public transport services

– cycling education and promotion

– car-free pedestrian zones, traffic calming measures, signage and accessibility for all (including
wheelchair and pram access).

Designing suburbs to cut car use closes gaps in health and wealth, The Conversation, 18/10/2017

https://theconversation.com/designing-suburbs-to-cut-car-use-closes-gaps-in-health-and-wealth-83961
https://theconversation.com/designing-suburbs-to-cut-car-use-closes-gaps-in-health-and-wealth-83961
http://www.thelancet.com/journals/lancet/article/PIIS0140-6736%2816%2930066-6/abstract
https://theconversation.com/designing-suburbs-to-cut-car-use-closes-gaps-in-health-and-wealth-83961


Poor urban design can make the circumstances of those finding it tough even tougher.

Large health inequalities exist in Australia. Car ownership and its costs add to the health inequalities
between low-income and high-income households.

Designing suburbs to cut car use closes gaps in health and wealth, The Conversation, 18/10/2017

Section 3 Preferred light rail disruption solution
is driving!
Most of us have heard of the light rail and most know by now that the construction is going to cause disruption. The
Light Rail Disruption Survey (13 December 2021) tells us that most want to continue driving, and active travel and
public transport are for other people to consider – not me. ACT Transport has a problem.

ACT Transport’s recent interest in active travel is largely a reaction to increased congestion, which is expected due to
the construction of the light rail, which in turn could endanger the re-election in 2024. This is a very human chain of
causation, but it demonstrates the poor correlation between the ACT Transport Strategy and government
priorities/actions. Correlation is not causation – and that is certainly true for the ACT Government Strategy and
Active Travel.

Community Priorities Survey
Another survey from 2021 was the Community Priorities Survey (20 August 2021). This survey was to clarify where the
community thinks the ACT Government should put their priorities. Probably to no-one’s surprise, the clear winners are
health services, housing affordability, and provision of essentials services, whatever that might mean. Climate action
came 4th, and investing in public transport infrastructure (including light rail) 7th. Active travel was not on the list.
Community infrastructure was ranked higher than public transport.

https://www.google.com.au/url?sa=t&rct=j&q=&esrc=s&source=web&cd=1&cad=rja&uact=8&ved=0ahUKEwjv3O3vo-rWAhXHsJQKHXi1BNUQFggmMAA&url=http://www.adelaidenow.com.au/lifestyle/health/australias-frightening-healthwealth-gap/news-story/7f30190e661c978537720a1db3b49188&usg=AOvVaw0Qf8w9seRsCEc9KfPJlSUc
https://theconversation.com/designing-suburbs-to-cut-car-use-closes-gaps-in-health-and-wealth-83961


Community Priorities Survey (20 August 2021)

Light Rail Disruption Survey
This is the problem that the Light Rail Disruption Survey had to deal with – for most people it is not all that important.
Still, 2,541 responded to the survey about transport. The survey focuses on the areas that will be disrupted by
construction, which is the route from Civic over Commonwealth Bridge. Taking out Commonwealth Bridge is mildly
catastrophic for the road system around Lake Burley Griffin – hardly surprising. ACT Transport traffic studies have
shown that there is not much fun down the road!

Why do people travel to the city?

Most people travel to the city for shopping, social activities, or paid work. There may be options to shop locally in
future but the others are things which are hard to avoid.



Light Rail Disruption Survey (13 December 2021), 7.

How do you travel to the city centre?

Most people drive (or ride a motorcycle) to the city. Private motoring is the standard solution for getting around
in Canberra – and it has been like that for a long time. However, 12% noted they have usually ride to the city centre,
which is good news.



Light Rail Disruption Survey (13 December 2021), 8.

How will you travel to the city after lockdown?

Of those who were driving to the city during the lockdown, 85% expected that they would drive more or the same
after lockdown. In other words, there is little intent to change our habits for getting around. A similar number said
they would cycle more after the lockdown (84%), only 13% said they would cycle less.



Light Rail Disruption Survey (13 December 2021), 10.

How to best manage the traffic disruption?

Only 598 participants out of the 2541 considered travel alternatives. 20% is a rather low figure and more marketing
could help here. Of those that did, only 8% considered a scooter, 18% a bike, and 33% public transport. The most
popular answers were less of it and avoidance strategies (driving presumably). The car dominates our thinking.



Light Rail Disruption Survey (13 December 2021), 15.

Another question asked what would be most helpful to manage traffic disruption. The most common answers were
related to providing information about the traffic congestion. Knowing about it does not help congestion, but
leaving the car at home and taking the bus or riding a bike does. Most worryingly, only 2% believed that “group
support or other support to cycle”* would help them – most likely because they had never considered riding to the city
in the first place.

International best practice states recommends education and groups cycling as mechanisms to introduce people
to cycling.

Light-Rail-Disruption-Survey-Final-Report-PanelDownload

Community-Priorities-Survey-ReportDownload

Section 4 East West Arterial / C10 City to
Molonglo Cycleway
The Molonglo Valley has two arterial road corridors, one running east to west and the other north to south. The North
South Arterial has been named John Gorton Drive. The East West Arterial (EWA) has yet to be named and is expected
to be completed before 2041. The East West Arterial includes a bridge over the Molonglo River and a new East West
Arterial / Tuggeranong Parkway Interchange. The route has been decided and traffic studies are currently underway.

East West Arterial Route
False hopes

https://bubblecane.files.wordpress.com/2022/03/light-rail-disruption-survey-final-report-panel.pdf
https://bubblecane.files.wordpress.com/2022/03/light-rail-disruption-survey-final-report-panel.pdf
https://bubblecane.files.wordpress.com/2022/03/community-priorities-survey-report.pdf
https://bubblecane.files.wordpress.com/2022/03/community-priorities-survey-report.pdf


Molonglo Valley will essentially end up being two communities by design: Molonglo Valley North and Molonglo Valley
South. The Molonglo River and the Molonglo River Reserve will carve the community in two. With just two good
bridges in place, and not even a walking and cycling bridge available east of the suburb of Molonglo, it will not be
easy for the future 58,000 residents to quickly cross the river. The urban planning radius for pedestrians is 800m and
pedestrian accessibility permits path gradients (DDA) of just 5%. Crossing down and up, through the river valley, will
be too hard and too far for most.

The East West Arterial may be seen by some residents living in Molonglo South to be an escape route to avoid
traffic jams on Cotter Road and to the north along John Gorton Drive, but they will be disappointed. By the time
the East West Arterial will be finished, the population of Molonglo Valley will have increased toward 58,000 and new
residents will have moved in to Whitlam and Molonglo 3 East. Heavy congestion on the East West Arterial is expected
in the morning hours (AM peak) to queue back to the Molonglo 3 East intersection.

The East West Arterial will be built despite doing little for Molonglo South residents, because it is considered
far better than doing nothing at all. Making Molonglo work is not one project, but many: John Gorton Drive Bridge,
East West Arterial (and bridge), and widening the Tuggeranong parkway north and south, as well as adding a new
bridge there, too. Total costs could easily approach $600 million and may make Molonglo Valley liveable, but will not
reduce the current congestion.

Remember, you can’t build your way out of congestion!

Doing the achievable

The East West Arterial will run from Tuggeranong Parkway, through Molonglo 3 East, past the Molonglo Group Centre,
and continue into Denman Prospect past the shops. Everybody would like to know when it will be open, however,
there is a great deal of work that needs to be done first. None of the designs for the bridge or the overpass are
finished, and it depends on the completion of many other interdependent projects for Molonglo 3 East, including a
possible upgrade of the Tuggeranong Parkway. The East West Arterial Bridge will require environmental studies (EIS),
as did the John Gorton Drive Bridge, and that can take years. Having said that, the Molonglo Group centre will come
first.

The congestion will remain in the Molonglo Valley after the John Gorton Drive Bridge and the East West Arterial are
completed. A strategic traffic study was finalised in 2020 and shows that all roads in and out of the Molonglo Valley
will be at capacity by 2041. So far, it appears that living in the Molonglo Valley means living with congestion by
design and planning. A more detailed traffic study has gone to tender (38561-DOC-130), and should provide
recommendations by 2022. The findings of the current traffic study are included at the end of this article.

Overview, East West Arterial, SMEC, 2021. Source: 2021 Molonglo East-West Arterial Road Feasibility Study Options
report 27 April 2021

https://canberra.bike/2021/08/21/foi-21-52222-ncdrp-molonglo-group-centre/


Molonglo Group Centre area, East West Arterial, SMEC, 2021. Source: 2021 Molonglo East-West Arterial Road
Feasibility Study Options report 27 April 2021

National Arboretum crossing, East West Arterial, SMEC, 2021. Source: 2021 Molonglo East-West Arterial Road
Feasibility Study Options report 27 April 2021



The East West Arterial Tuggeranong Parkway Interchange, SMEC, 2021. Source: 2021 Molonglo East-West Arterial Road
Feasibility Study Options report 27 April 2021

Enabling works
A number of major projects (works) are started/planned and will need to be completed before the start of the East
West Arterial.

Molonglo 3 East 132kV relocation

The relocation of the 132kV power line was out to tender in 2021. The route follows William Hovell Drive and loops
under the Tuggeranong Parkway Bridge over the Molonglo River. The cable is laid along the boundary of the National
Arboretum. The project is likely to get underway soon.

A new Tuggeranong Parkway Bridge

If have ridden the CBR Cycle Route C5 to Coombs under the Tuggeranong Parkway Bridge, you would be aware that
the bridge has grown massive support columns and braces to strengthen the bridge. Without doubt, the bridge is
strong now, but the consultants of this report do not believe that it could be widened for another northbound lane.

The most likely outcome is that another bridge, a twin, will be built beside the existing structure to double capacity
and permit a new lane in each direction. This would not come cheap, however, the implications of the construction of
the East West Arterial Interchange is that the Tuggeranong Parkway will be required.

(the) arrangement will require a new Tuggeranong Parkway bridge crossing of the Molonglo River. The
existing Molonglo river bridge would be reconfigured to accommodate three southbound
mainline Parkway lanes. The new bridge would consist of three northbound Parkway lanes.

VOLUME 1 – ROUTE OPTIONS ASSESSMENT REPORT, Molonglo East-West Arterial Road Feasibility
Study and Molonglo Strategic Traffic Study, 27 April 2021, 37.

The Tuggeranong Parkway Molonglo River crossing is about two interchanges and not one: the Cotter Road
Interchange in the south and the East West Arterial Interchange in the north. The reasoning behind the new bridge is
that for interchanges to work effectively, a merging lane need to be provided from the on ramp and this lane must be
long enough to give time for the cars to merge at travel speed. It turns out, when the calculations are done, this is
merging lane is rather long. The Cotter Interchange is a short distance south of the East West Arterial and interact. We
require a continuous third lane both north and south between the two for the worst to be avoided. Conclusion: we
build a second bridge.

https://canberra.bike/2021/06/12/enabling-works-for-molonglo-3-east/


The second, new Tuggeranong Parkway bridge, built beside the old to provide a merging lane between the East West
Arterial Interchange and Cotter Road Interchange. Appendix A – Design Sketches -EWA, sheet. 7.

Even with all these changes, congestion is expected during the AM peak in 2041 from the East West Arterial
Tuggeranong Parkway Interchange south to the Cotter Road exit. Traffic will back up into Molonglo 3 East. Cotter Road
will remain busy in 2041.

Tuggeranong Parkway is very busy in both peak periods. In 2041 AM the demand for the southbound
on-ramp from East West Arterial is very strong, exceeding the capacity of the on-ramp, even with a lane
add and auxiliary lane where it meets Tuggeranong Parkway, which causes a queue to propagate along
East West Arterial and past the Molonglo 3 East intersection. In the PM, the interchange is clear.

VOLUME 1 – ROUTE OPTIONS ASSESSMENT REPORT, Molonglo East-West Arterial Road Feasibility
Study and Molonglo Strategic Traffic Study, 27 April 2021, 58.

Molonglo Valley Interceptor Sewer Odour Control Facility

An upgrade of the sewer pipeline is long planned for the development of Molonglo 3 East.

Upgrades to the existing Molonglo Valley Interceptor Sewer (MVIS) infrastructure on the project site are
also under development by the SLA. The project is currently in the design development phase, and
designs provided by the SLA team have informed the options development and have varying
implications for the East West Arterial options considered.

VOLUME 1 – ROUTE OPTIONS ASSESSMENT REPORT, Molonglo East-West Arterial Road Feasibility
Study and Molonglo Strategic Traffic Study, 27 April 2021,37.



Cost estimate
The East West Arterial has been estimated to cost $228 million. The estimate includes some things but not everything.
Notably, it does not include the C10 City to Molonglo Cycleway, the Tuggeranong Parkway northbound third lane,
and the Parkway bridge alterations.

It includes:

• Site clearance 
• Bulk earthworks 
• Retaining walls (as applicable) 
• Street lighting including conduits 
• Stormwater drainage 
• Landscaping to verge including drainage 
• Landscaping to median strip including drainage 
• Incidental works including fencing, gates, and the like 
• Road works including subgrade preparation, subbase, and base course 
• Pedestrian footpaths 
• Segregated one-way cycle way 
• Bridge works 
• Road furniture such as crash barriers

VOLUME 1 – ROUTE OPTIONS ASSESSMENT REPORT, Molonglo East-West Arterial Road Feasibility
Study and Molonglo Strategic Traffic Study, 27 April 2021, 66.

It excludes:

• Escalation beyond estimate date 
• New In-ground services 
• Diversion / Relocation of existing services 
• Demolition of existing services 
• 2 lane cycle highway 
• Tuggeranong Parkway northbound third lane 
• Alterations to Tuggeranong Parkway to suit new bridge works over Molonglo River 
• Cotter Road connector road onto Tuggeranong Parkway 
• Signalised intersection for connector road into residential area 
• Signalised intersection with the Molonglo 3 East connector road

VOLUME 1 – ROUTE OPTIONS ASSESSMENT REPORT, Molonglo East-West Arterial Road Feasibility
Study and Molonglo Strategic Traffic Study, 27 April 2021, 67.

Expensive road works
The costs of road works add up. Here is a short list of current and coming projects.



A summary of 2041 demographic details for Molonglo Valley provided for the 2041 CSTM traffic model supplied by
TCCS.

Demographics of the Molonglo Valley in year 2041

Residents 58,648 
Employment 7,955 
Retail Space 43,000 [m2 GFA] 
Education (Enrolments) 5,300 
Tertiary Enrolments 0

WSP, Molonglo 3 East Planning and Infrastructure Study Transport Modelling Report, January 2021, 6.

C10 City to Molonglo Cycleway
The C10 City to Molonglo Feasibility Study (2014) is found here. The realisation of this cycleway is dependent on a
bridge crossing over the Molonglo River. At some stage, it was decided that cycleway should follow the East West
Arterial. Little was previously known of the East West Arterial. The Molonglo East-West Arterial Road Feasibility Study
Options report (27 April 2021) outlines the C10.

https://canberra.bike/2020/04/25/c10-city-molonglo-feasibility-study/


Molonglo Valley to City Trunk Cycleway, aka C10 City to Molonglo Cycleway. Source: 2021 Molonglo East-West Arterial
Road Feasibility Study Options report 27 April 2021

C10 City to Molonglo Cycleway is on the left side of the bridge. Preliminary Sketch Plans (PSP) East West Arterial
Bridge cross-section, SMEC, 2021. Source: 2021 Molonglo East-West Arterial Road Feasibility Study Options report 27
April 2021.



C10 City to Molonglo Cycleway crosses the exit ramp on Tuggeranong parkway via an underpass. Source: 2021
Molonglo East-West Arterial Road Feasibility Study Options report 27 April 2021.

Canberra Centenary Trail remains were it is now crosses the East West Arterial via an underpass. Source: 2021
Molonglo East-West Arterial Road Feasibility Study Options report 27 April 2021.

Strategic traffic study findings
The findings of the strategic traffic study for the Molonglo Valley were made available in the document, Molonglo
East-West Arterial Road Feasibility Study and Molonglo Strategic Traffic Study Volume 1 (27 April 2021), from
the tender 38561-DOC-130.

A number of observations were made that were applicable to all scenarios in the AM and PM Peaks
(without Western Edge):

– All arterial roads in and out of Molonglo operate over capacity in both peak periods. 
– William Hovell Drive west of John Gorton Drive has spare capacity, likely because of the congestion



further east making it preferable to travel to Civic via Belconnen Way instead. 
– William Hovell Drive, east of John Gorton Drive, and Parkes Way generally operate at or over capacity. 
– Belconnen Way and Barry Drive, between Kingsford Smith Drive and Clunies Ross Street operate at or
over capacity. 
– Tuggeranong Parkway generally operates close to capacity in both directions. 
– Much of John Gorton Drive and Bindubi Street Extension operate at or above capacity. 
– East-West Arterial operates with some spare capacity between the town centre and Molonglo 3
Distributor road and above capacity around the Tuggeranong Parkway interchange. 
– Construction of the East-West Arterial reduces traffic on nearly all roads in Molonglo, William
Hovell Drive (between Coulter Drive and Bindubi Street), Bindubi Street and Belconnen
Way. Traffic increases on Tuggeranong Parkway, William Hovell Drive (west of Coulter Drive), Gungahlin
Drive, Parkes Way and Cotter Road (east of Tuggeranong Parkway). Traffic also decreases on a
number of local roads in Hawker, Weetangera, Macquarie, Cook and Aranda, indicating better
arterial capacity and less rat-running.

Technical Note: Strategic Transport Scenarios Modelling, email: Ali Lashkari, SMEC, 19 November 2020,
38. Source: 2021 Molonglo East-West Arterial Road Feasibility Study Options report 27 April 2021.

2021 Molonglo East-West Arterial Road Feasibility Study Options report 27 April 2021Download

Appendix A – Design Sketches -EWADownload

Section 5 2020-2040 more roads worth $1.3 billion
From public data, we know that in the ACT $1.3 billion will be spent on road widening or duplication projects between
2020 and 2040. These projects are completed, planned or coming. 2 of the projects are already completed, most are
already funded, and a further 3 big-ticket items are planned in the next decade or 2. That is just what we know now –
watch this space!

How much have we learnt in the last 2 years in the Molonglo Valley? Well, there is an increasing push for widening or
duplicating roads, à la “my SUV, my road, my right to drive”. With a bit of luck our urban sprawl might slow down, but
currently it is questionable that Canberra’s appetite for SUVs and road duplications will decrease.

We can then consider Minister Steel’s comments today (24 March 2022). He said at the ACT Legislative Assembly that
$43 million will be spent on Active Travel projects. That really does not sound like much compared to the number cited
above. Research shows that low cycling countries notoriously underinvest in cycle infrastructure.

Road widening and duplications: In the budget or completed
We have updated on 22 March 2022 the original table from 7 August 2021 with more recent data from the Question
Time Brief, Road Duplications and Upgrades, 12/10/2021 (obtained through FOI 21-111 final briefs Ministers Budget
Estimates 2021-22, 20211103). The estimate of road widening and duplications is now $947 million, down from $986

https://bubblecane.files.wordpress.com/2021/08/2021-molonglo-east-west-arterial-road-feasibility-study-options-report-27-april-2021.pdf
https://bubblecane.files.wordpress.com/2021/08/2021-molonglo-east-west-arterial-road-feasibility-study-options-report-27-april-2021.pdf
https://bubblecane.files.wordpress.com/2021/08/appendix-a-design-sketches-ewa.pdf
https://bubblecane.files.wordpress.com/2021/08/appendix-a-design-sketches-ewa.pdf


million estimate from 7 August 2021. This table is discussed in more detail in the article Analysis: ACT cycling
investment just 1%.

20211103 21-111 final briefs Ministers Budget Estimates 2021-22Download

Coming
These projects have been announced for the next decade or more.

https://canberra.bike/2020/08/29/more-roads-and-not-much-else/
https://bubblecane.files.wordpress.com/2022/03/20211103-21-111-final-briefs-ministers-budget-estimates-2021-22.pdf
https://bubblecane.files.wordpress.com/2022/03/20211103-21-111-final-briefs-ministers-budget-estimates-2021-22.pdf


Section 6 Canberra’s future: medium density
What are the effects and impacts of our increasing population on traffic congestion in our beautiful city? In Canberra,
over 80% of the working population drive to work. That percentage is higher than in any other city in Australia!
Assuming this bad habit remains, our continued car culture will heavily impact on already heavy rush hour traffic. A
circular city modelled gives us some insight into Canberra’s future.

Congestion
Congestion within this article is related to the population increasing, and has the unit people per hour per km.

Congestion growth is linear with the population growth – it’s a proportional relationship.
Congestion is inversely proportional to the distance from the centre of the city. Move from 1 km to 2 km from
the city centre and the congestion halves, from 2 to 4 km it halves, again, and so forth. Every time we double the
distance we have driven from the city centre, the congestion halves.
Finally, congestion is inversely proportional to the duration of the peak period. Double the length of the peak
period and the congestion halves.

Congestion rises rapidly as the road’s carrying capacity is approached. Should we all leave for work at the same time,
we will overload our roads. In principle, cooperative behaviour reduces congestion. However, our commute times are
not coordinated between commuters and peak periods are determined by core working times and personal



circumstances. Fear of congestion makes us change our behaviour reactively. As a society, we generally lack the
willingness to proactively cooperate to reduce congestion (Tragedy of the Commons).

In ACT Transport traffic modelling, the congestion curve for modelling is shown below. The left axis (vertical) shows the
“proportion of free flow speed”. The horizontal axis is the amount of traffic (volume) the road carries in relation to it
designed capacity (volume/capacity). When the amount of traffic on the road has reached its designed capacity, the
volume/capacity ratio has the value 1 (representing 100% load). So a value of 0.8 means that the traffic volume is 80%
the designed capacity.

The “proportion of free flow speed” is very high where the road is carrying less than 80% of its designed capacity. That
is what our traffic planners desire. Above 80% the congestion worsen noticeably. At the designed capacity, this curved
predicts that 50% of the drivers will experience congestion – either slowing or stopping. With further small increases –
a few more hurrying to work – the congestion rapidly increases and the “free flow” rapidly decreases to 10%. Such
sudden changes are not uncommon in the real world and known as tipping points (Tipping Point by Malcolm
Gladwell).

Source: a recent report of AECOM for TCCS, ACT Transport Corridors Phase One: Regional Social, Economic and
Transportation Analysis, ACT Transport Corridors.

The model
This model predicts that with a population of 400,000 people, 1 km from the city centre, 5 arterial roads approaching
the city, and a 2 hour peak period, we will see traffic densities on these arterial roads of 5,000 people/hour. If 1 person
sits in 1 car, as is currently the case, this is 5,000 cars per hour on each of 5 arterial roads radiating from Civic (a
simplification).

What happens when the population of Canberra almost doubles in the next 30 years.  If we wish to keep traffic
congestion at the same level, the peak period will have to double. The city in this model has the same footprint

https://en.wikipedia.org/wiki/Tragedy_of_the_commons


(surface area) as today.

When we say we wish to double the population and keep the same urban footprint, we are talking about infill and
urban renewal. In our model, infill accounts for 100% of the new developments and, importantly, NO greenfield
developments. The ACT Greens suggest this at the last election, however, the current Parliamentary Agreement states
targets 70% infill and 30% greenfield developments.

The average commute in Canberra is already approaching an hour (50 minutes). If Canberra’s peak period is currently
2 hours, we have to double that to 4 hours by 2050 to achieve similar congestions levels. Even then, we are assuming
that people will spread their commutes evenly over that period AM and PM peak periods – say from 6:00 am to 10:00
am, and 3:00 pm to 7:00 pm. Clearly, this is dependent on Canberra’s employers changing their HR policies! We can
expect that more people choose to drive in the middle of AM and PM peak periods and therefore congestion is
greater at these times.

The best case scenario for twice the population
Assumptions

double the population
no new greenfield estates
same city (surface) area
same road area
peak periods twice as long

The situation

This leaves only infill and urban renewal. Cars are kept underground, as parking space is a constant. A square metre
space is worth twice what it used to be. Land prices should double. Parking prices should double.

Prediction

population will double in the ACT in the next 30 years
double prices of land will make apartments more attractive
double prices of parking will make public transport more attractive
double duration of peak hour will make active travel more attractive

Conclusion

high density and shorter distances make cars less useful
bicycles more attractive
walking more attractive
living close to work more attractive
congestion remains about the same
commuting done by those who don’t have a choice (real or perceived)

The doubling of the population will see the single family home on the decrease. Canberra in the future will be a
medium density city of 3 or 4 storey buildings, with taller ones in town centres and along light rail corridors. This
design is reflected in city states.

Paris has changed in recent years and an example of modern city develop – including a growing cycling culture.

Section 7 Ginninderry Estates: more urban sprawl?
The new suburbs at the western edge of Belconnen look like more urban sprawl. Although the blocks were hotly
contested recently, it appears the residents are not aware of the congestion that has been predicted with the
development of Molonglo 3. What are their options by bike when the road congestion hits.



The fastest way into the city from Strathnairn will be along Belconnen Way past Hawker on a combination of bike lanes
and off-road bike paths. The safest ride is always on grade separated bike path. Should the 7 km bikepath along
William Hovell Drive bike path be built, that would be an option. The travel time is a massive 1 hour 10 minutes, but
that may be still quicker than taking the car.

The problem with urban sprawl are discussed here.

The Komoot interactive maps for this case study can be found here.

The options: from best to worse
1 – Belconnen Way cycle lane option: Strathnairn to City

The shortest route and flattest route but time will be lost at the lights through Belconnen. The lack of cycle
infrastructure through Hawker will mean that road riding is required and Hawker lacks cycle lanes too.

2 – William Hovell Drive option: Strathnairn to City

Should Chris Steel have his wish and William Hovell Drive is duplicated (we are still waiting for the EIS approval), then
he has promised to build cyclists a 7 km off-road cycle path to Bindubi Street.

https://canberra.bike/2020/09/19/living-on-the-edge/
https://www.komoot.de/collection/1458214/-straithnairn-to-city-travel-study?ref=undefined
https://www.komoot.de/collection/1458214/-straithnairn-to-city-travel-study?ref=undefined


3 – CBR Cycle Route C3 option: Strathnairn to City
The CBR Cycle Route C3 is the worst option as travelling via Lyneham from Strathnairn is out of the way. This route
require the completion of the grade segregated bike path along Belconnen Way past Hawker.

2004 Missing link to Hawker
The bike path from the city along Belconnen Way ends at Coulter Drive. Since 1992, the ACT Government knows that it
should continue along Belconnen Way to Kingsford Smith Drive, to provide an off-road cycle connection between
Hawker Shops and schools. At the Belconnen public consultation, 16 February 2004, for the (ACT) Ten Year Master Plan
Trunk Cycling and Walking Path Infrastructure 2004, the route was marked as a missing link. 18 years, the bike path is
still not built. Worse still, TCCS currently has no intention of building the bike path. The road reserves in Hawker and
Weetangera are very wide but both suburbs were built without off-road bike paths. How do we forget cycle
infrastructure.

https://www.komoot.de/collection/1458214/-straithnairn-to-city-travel-study?ref=undefined
https://www.komoot.de/collection/1458214/-straithnairn-to-city-travel-study?ref=undefined


Belconnen Way missing link (CBR Cycle Route C5). Public consultation notes, Belconnen Session, Monday, 16 February
2004, Ten Year Master Plan Trunk Cycling and Walking Path Infrastructure, Roads ACT, 2004.

Conclusion
The price of living at Strathnairn will be long travel times to anywhere in Canberra. If the commuter rides a bike, at
least they will get fit and have good health.

Section 8 Planning for success: the status quo is failure
TCCS decisions should be made to align the best “plan for success” (strategy) but in fact the decisions are still made
under the “illusion of continuity”, that our car centric ways can be continued indefinitely. The climate change
emergency is ignored and with it, we fail to plan for a future that looks different to the past. The traffic modelling and
thinking in TCCS has a bias towards the status quo and inhibits the transition of our transport culture to a low carbon
one.

Many of the quotes in this article about issues with traffic modelling as currently practised from Phil Goodwin,
Emeritus Professor of Transport Policy at UCL, at the ANZ6 – Climate change: challenges for transport models,
Modelling World International 2021.

If that is the future (climate change), the idea of present infrastructure and transport
management policies being usefully informed by business as usual traffic is utter nonsense.

Phil Goodwin, Emeritus Professor of Transport Policy at UCL, ANZ6 – Climate change: challenges for
transport models, Modelling World International 2021 ANZ6 21 April 2021, YouTube, accessed 4 April
2022.



I think that now and for the rest of our lives, we will live in a disequilibrium world: chaos is always
close and business as usual is an illusion, there is no usual. Therefore, I’d say we need
dynamically specified models, which can accommodate imperfectly reversible relationships,
discontinuity and past dependence and give outputs of an evolving uncertain pattern in explicit time,
not an equilibrium one.

Phil Goodwin, Emeritus Professor of Transport Policy at UCL, ANZ6 – Climate change: challenges for
transport models, Modelling World International 2021 ANZ6 21 April 2021, YouTube, accessed 4 April
2022.

The illusion of continuity: doomed to fail
The assumption at TCCS that the future can be predicted from the past – the illusion of continuity. That more people
drive than walk is the results of 100 years of promoting the motor vehicles as the best way to build our cities. That
there are more cars how is used to justify decisions in their favour to the disadvantage of other forms of transport.
Continuing driving motor vehicles as we do is untenable because of induced demand – eventually all the roads with
fill and the system will fail. We cannot build our way out of congestion. Listen to what Minister Steel says in the ACT
Legislative assembly, he uses the current dominance of the private motor vehicle to justify decisions in favour of it.
(Examples: LATMs and speed limits.) We are racing towards the road failure. Rather than adverting disaster,
we planned more roads.

The Illusion of Continuity – reinforcement of the status quo becomes a self-fulfilling prophecy.

https://canberra.bike/2022/03/24/local-area-traffic-management-in-kambah/
https://canberra.bike/2022/03/23/roads-roads-and-more-roads/


The Illusion of Continuity. canberra.bike 9 April 2022.

Their common philosophical starting point is that the future will be sufficiently like the past that
right relationships have observed or thought to be observed in the past will continue to be
stable enough to use as a guide to the future, reliable enough to support decisions, maybe with a
few modest caveats, but no serious doubt about the conclusions. COVID-19 and climate change both
challenge the credibility of that view.

Phil Goodwin, Emeritus Professor of Transport Policy at UCL, ANZ6 – Climate change: challenges for
transport models, Modelling World International 2021 ANZ6 21 April 2021, YouTube, accessed 4 April
2022.

A decent model would have been able to give quite a good prediction of the future, different from the
past and something like that slide. But nobody wanted to know. That’s not a failing of the models, of
course, I suppose it’s a failure of imagination or courage in the way they were used.

Phil Goodwin, Emeritus Professor of Transport Policy at UCL, ANZ6 – Climate change: challenges for
transport models, Modelling World International 2021 ANZ6 21 April 2021, YouTube, accessed 4 April
2022.

Modelling success: mitigating climate change
We have a climate change emergency (discontinuity) and we know our best chances of success lie in the rapid
reduction of greenhouse gas (GHG) emissions. We must shift to other modes of transport that have lower emissions or
better no emissions. Active travel – walking and cycling – is ideal.

We need to build our cities differently. 15 minute cities are the idea that the urban form should permit people to
complete most of their trips (which are statistically relative short) by walking or riding a bike. Mode shift takes time
and is achieved by promoting those modes of transport we want, through the prioritisation of resource and space
to them. It matters not, that they are not popular now. It is a break with continuity and modelling for a successful
outcome.

Mode shift: the change in the mode share of a demographic within a given area.

https://canberra.bike/2020/02/19/20-minute-neighbourhoods/


Planning for Success. canberra.bike, 9 April 2022.

What I cannot understand is how we also fail to carry out serious modelling of the other scenario:
success. What happens to transport if we are able to reduce carbon output sufficiently to avoid that
calamity forced evacuations, migrations and the rest? Now, I’d ask you to agree that the most likely
condition for such a success would include rapid progress in reducing the volume and distance of
travelled substantially, completely, obviously, by fossil fuel vehicles, but also the total amount of
travel including electric vehicles with a cars or planes and therefore also the carbon emissions from
manufacture of the vehicles and construction of the infrastructures.

Phil Goodwin, Emeritus Professor of Transport Policy at UCL, ANZ6 – Climate change: challenges for
transport models, Modelling World International 2021 ANZ6 21 April 2021, YouTube, accessed 4 April
2022.

It’s commonplace in official statements that we must use our cars less, we must favour walking
and cycling and buses metro systems, we must replace short distance flights by better trains. This
is no longer a minority or crank idea. It is the very widespread received official wisdom



Phil Goodwin, Emeritus Professor of Transport Policy at UCL, ANZ6 – Climate change: challenges for
transport models, Modelling World International 2021 ANZ6 21 April 2021, YouTube, accessed 4 April
2022.

Modelling is now challenged

What we’re now seeing is that model based assessments are under challenge in circumstances outside
professional conferences, and official reports.

Phil Goodwin, Emeritus Professor of Transport Policy at UCL, ANZ6 – Climate change: challenges for
transport models, Modelling World International 2021 ANZ6 21 April 2021, YouTube, accessed 4 April
2022.

Current traffic models hold us back

My own position is that there are some inbuilt features of the best established models, which tend
to underestimate the dimensions and speed of behavioural change when needed, and therefore
contribute less than helpfully to sustainability.

Phil Goodwin, Emeritus Professor of Transport Policy at UCL, ANZ6 – Climate change: challenges for
transport models, Modelling World International 2021 ANZ6 21 April 2021, YouTube, accessed 4 April
2022.

Traffic modelling is not transparent

My own position is that there are some inbuilt features of the best established models, which tend
to underestimate the dimensions and speed of behavioural change when needed, and therefore
contribute less than helpfully to sustainability.

Phil Goodwin, Emeritus Professor of Transport Policy at UCL, ANZ6 – Climate change: challenges for
transport models, Modelling World International 2021 ANZ6 21 April 2021, YouTube, accessed 4 April
2022.

The industry is co-dependent and sometimes complicit

If we do want to use models to help define and assess policies for success, the questions that
arise will they be the same models and will they be used under the same institutional
arrangements?

Phil Goodwin, Emeritus Professor of Transport Policy at UCL, ANZ6 – Climate change: challenges for
transport models, Modelling World International 2021 ANZ6 21 April 2021, YouTube, accessed 4 April
2022.

The main clients, public or private, are often the main funder and promoter of specific projects. The
modeller’s own business plan needs contracts for the sort of model they are good at. All these parties
are co-dependent, sometimes complicit.

Phil Goodwin, Emeritus Professor of Transport Policy at UCL, ANZ6 – Climate change: challenges for
transport models, Modelling World International 2021 ANZ6 21 April 2021, YouTube, accessed 4 April
2022.

How to promote healthy scrutiny



Statutory restrictions and procedures do not always make scrutiny easy. So how to promote healthy
scrutiny and challenge? Does it require independent arbitration, separation of client and
promoter? Open access to the models of themselves? Statutory funding for challenge? Could we
have a consulting industry of skilled modellers who would be prepared both to provide the models and
to critique them?

Phil Goodwin, Emeritus Professor of Transport Policy at UCL, ANZ6 – Climate change: challenges for
transport models, Modelling World International 2021 ANZ6 21 April 2021, YouTube, accessed 4 April
2022.

Section 9 ACT 2021-22 - 49 EVs sold with Sustainable
Household Scheme compared to 54,000 electric bikes
in Oz
We are not selling many electric cars with the ACT Sustainable Household Scheme, but we are selling a lot of electric
bicycles WITHOUT it. Better cycle infrastructure would permit bicycle use for transport, especially for commuting to
work, university, or school. Only 49 EVs were purchased in 2021-22 as a result of of this scheme. Data from
the Sustainable Household Scheme was released by the ACT Government in late June 2022.

Under the ACT Sustainable Household Scheme, only 49 EVs were purchased, compared with 54,000 electric
bikes in Australia without the scheme! Imagine what we could have done with a little money for electric bikes. 

Sustainable Household Scheme is the ACT loan scheme to promote the transition to low emission alternatives.
Unfortunately, so far it has had very little impact on electric vehicle (EV) take up. In Australia, the car fleet in
around 20.1 million vehicles (2019). Only, 49 electric vehicles were purchased due to the Sustainable Household
Scheme (new EVs 26 and used 23).

In the financial year ending this week, over 6,300 households have applied for loans across all products,
totalling $60 million in approved loans. 

Successful scheme supports Canberrans with everyday climate choices, Andrew Barr, MLA | Media
Release 29/06/2022, accessed 30 June 2022.

The Bicycle Industries Australia 2020 calendar year import data (1.4 million bikes) and the industry assumption that
there are approximately 300,000 bicycles in stock in shops and warehouses. In 2020, approximately 54,000 electric
bikes were sold.  (source: The Australian Cycling Economy 2021 Report, We Ride Australia, 20 October 2021, 10)

https://www.cmtedd.act.gov.au/open_government/inform/act_government_media_releases/barr/2022/successful-scheme-supports-canberrans-with-everyday-climate-choices
https://www.cmtedd.act.gov.au/open_government/inform/act_government_media_releases/barr


In 2020, approximately 54,000 electric bikes were sold. The Australian Cycling Economy 2021 Report, We Ride Australia,
20 October 2021, 10.

The Australian Cycling Economy 2021 Report, We Ride Australia, 20 October 2021.Download

Section 10 EVs are not enough - we need more ebikes
Electric vehicles appear a promising solution to the climate change crisis, but looking closer, switching to an electric
vehicle is not enough. The cities need to be built differently to reduce trip distances. We need to use more public
transport and active travel. Electric vehicles help, but are not a panacea to reduction of greenhouse gas emissions
(GHG).

Cannot get enough EVs
Electric vehicles (EVs) assist in the reduction of greenhouse gas emissions (GHG) from transport. Supply is not the
biggest problem to increasing the share of our fleet (all cars) that are EVs. Greater still is that we keep our cars so long
that internal combustion engines (ICE) vehicles will take decades to phase out.

https://bubblecane.files.wordpress.com/2022/06/the-australian-cycling-economy_october-2021-updated.pdf
https://bubblecane.files.wordpress.com/2022/06/the-australian-cycling-economy_october-2021-updated.pdf


ACT has more EVs than any other Australian city (Shane Rattenbury) but as with most things related to climate change,
Australia is at the back of the pack compared to other countries, particularly in Europe. In Denmark, EVs are the norm.
Despite the gains with EVs, Australia struggles to reduce emissions from vehicles.

EVs reduce GHGs but SUVs cancel out any gains

The sales of electric vehicles (EV) are booming around the world. EVs are great but they do not solve the congestion
problem in our cities where space is of a premium. Electric vehicles, though, reduce emissions of green house gases
(GHG) and contribute to climate change mitigation. The sales of SUVs are also booming, which is unfortunate, as these
vehicles are so big and heavy to cancel out any gains we have achieved from the sales of electric vehicles.

A recent analysis found the emissions saved from electric cars have been more than cancelled out by
the increase in gas-guzzling Sport Utility Vehicles (SUVs). Around the world, SUVs alone emit more
carbon pollution than Canada or Germany, and are causing a bigger increase in climate pollution than
heavy industry.

Kimberly Nicholas, 12 best ways to get cars out of cities ranked by new research, The Conversation, 14
April 2022.

A divided world of EVs

On one hand we have announcement to phase internal combustion engine (ICE) cars.

To date, around 34 countries have announced policies that set a future deadline for banning new
registrations of internal combustion engine (ICE) cars. This has been accompanied by announcements
from automakers such as Ford, Volkswagen and General Motors of plans to phase out ICE cars from
their production lines. 

Laura Cozzi, Apostolos Petropoulos, Global SUV sales set another record in 2021, setting back efforts to
reduce emissions, IEA, 21 December 2021.

On the other hand, SUVs sales are growing.

Global SUV sales have proven very resilient throughout the pandemic, growing by over 10% between
2020 and 2021. In 2021, SUVs are on course to account for more than 45% of global car sales – setting
a new record in terms of both volume and market share. The growth of SUVs continues to be robust in
several countries, including the United States, India and across Europe.

Laura Cozzi, Apostolos Petropoulos, Global SUV sales set another record in 2021, setting back efforts to
reduce emissions, IEA, 21 December 2021.

It would seem that Australia belongs to the later group.

Possible incentives to increase EV sales in the ACT
Bad news here. Under the best scenario, electric cars will make up only 30% of new cars sold in 5 year’s time, and
under more likely scenarios no more than between 6-11%. Worse still, under the best scenario, 95% of the ACT fleet
will still be fuel guzzling vehicles with internal combustion engines (ICE). The changes are too slow to reduce our
greenhouse emissions from transport quickly.

Selling electric vehicles in the ACT is not easy. We almost no public charging options, limited supply and demand is
also limited. A recent study from the University of Canberra, shows that dropping the price by half triples the uptake.
The more possible measures of stamp duty exemption, $15,000 zero interest loans, and free registration have only a
marginal effect. The combination of these measures (first only, first two, then all three) is shown in the chart below.

https://www.iea.org/commentaries/global-suv-sales-set-another-record-in-2021-setting-back-efforts-to-reduce-emissions
https://www.iea.org/commentaries/global-suv-sales-set-another-record-in-2021-setting-back-efforts-to-reduce-emissions
http://www.globalcarbonatlas.org/en/CO2-emissions
https://www.iea.org/commentaries/global-suv-sales-set-another-record-in-2021-setting-back-efforts-to-reduce-emissions
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Chart canberra.bike 8/4/22. Data: What would it take to get Australians to buy electric cars? Canberra provides a guide,
The Conversation, 8 April 2022.

EVs are not enough without active travel
The Institute for Sensible Transport has provided advice on how to reduce greenhouse gasses (GHG) in Melbourne
through strategic changes to the transport infrastructure. Melbourne dedicates the largest share of public space to the
least efficient form of transport with the highest emissions: the private car. The solution is it allocate priorities and
resources to people who walk, people who ride and people who travel on public transport.

Greenhouse Gas emissions

In the illustration below, the black balloons shows the emissions from GHG per km travelled for each mode of
transport (green icon). The size of the green feet icons represents the space (m2) required per occupant. Private cars
have high GHG emissions and take up a lot of space.

Space is our cities is of a premium and expensive. The mitigation of climate change requires the reduction of GHG
emissions. The more we ride bikes and walk the better. So how do we induce this transformation.

https://theconversation.com/what-would-it-take-to-get-australians-to-buy-electric-cars-canberra-provides-a-guide-178778?utm_medium=email&utm_campaign=Latest%20from%20The%20Conversation%20for%20April%208%202022%20-%202258722438&utm_content=Latest%20from%20The%20Conversation%20for%20April%208%202022%20-%202258722438+CID_f1e8ab67a5d3c7dd244aea929ca41011&utm_source=campaign_monitor&utm_term=What%20would%20it%20take%20to%20get%20Australians%20to%20buy%20electric%20cars%20Canberra%20provides%20a%20guide


Transport and Climate Change, Institute for Sensible Transport, accessed 17 March 2022

Fuel emissions are poor in Australia and have improved little in 40 years.

The Australian motor vehicle fleet has shown only modest fuel efficiency improvements over the last 40
years, from around 12 litres per 100km to around 10 litres per 100km.

Transport and Climate Change, Institute for Sensible Transport, accessed 17 March 2022

Electric Vehicles (EV) are clean but take up just as much space on the roads as combustion engined vehicles. Electric
Vehicles (EV) are not space efficient.

Scenarios to reduce GHG emissions



Transport and Climate Change, Institute for Sensible Transport, accessed 17 March 2022

Melbourne already has high levels of walking and public transport use. Good for them, Canberra is far behind. The
Institute for Sensible Transport modelled three scenarios: business as usual, moderate reductions and strong
reductions.



The Institute for Sensible Transport considered the effect of increasing the mode share of cycling from a low 4% to
13%. This would be a massive increase for the ACT. Even then, the transport emission per person decrease only by
60% from 320 kg CO2 per year to 140 kg CO2 per year. That may seem a little disappointing, and demonstrates the
magnitude of the change to our lifestyles required to get on top of climate change.

Should Canberra increase the mode share for cycling from around the current 3% to 13% would result in a huge
reduction of GHG emissions. A worth goal, but how do we do it?

Strategies for mode share change
Reallocation of road space

Road space is a scarce commodity. It makes sense to reallocate road space away from the dirty and polluting forms of
transport, that we do not want more of, to more efficient and clean forms of transport we need: cycling and walking.

Current road space allocation in the City of Melbourne is a legacy of car orientated planning which
emerged from the post-war boom. There is significant scope to reallocate road space to focus on
creating more conducive conditions for walking, cycling, and public transport.

Transport and Climate Change, Institute for Sensible Transport, accessed 17 March 2022

We can make popup bike infrastructure from car lanes. Some parking is required but we have far too much of it. One
study noted (not sure which city) that for every car the city had 6 parking spots. How this happens is clear, if you own a
car you need not only a parking area at home but many across the city. That is a lot of wastes space.

Places we might need to store our car:

one at home
one at work and
one at the school where you pick up your kids,
one at the sport oval,
one at the shops.

By converting motor vehicle travel lanes or parking bays towards enhanced conditions for
sustainable transport (e.g. priority bus lanes, wider footpaths, protected bicycle infrastructure),
greater numbers of people will be able to access the city centre, whilst at the same time emitting
less carbon. Although there will always be a need for the parking of motor vehicles, including deliveries
and other commercial activities, current levels of car parking are higher than optimal.



Transport and Climate Change, Institute for Sensible Transport, accessed 17 March 2022

Prioritise intersections for sustainable modes

The signalised intersections can be reprogrammed to prioritise walking and cycling and more attractive than driving
with a private motor vehicle. Currently, the opposite is the case. Our cities are laid out for cars and the lights switched
in the interest of motoring efficiency. The Moving Canberra 2019-2045 Integrated Transport Strategy sets priority on
walking and then cycling. Prioritise intersections for sustainable modes is the next step.

Hierarchy of prioritisation by mode: pyramid for the importance of each mode of transport in ACT investment. This
model is found in all ACT Transport Strategies since 215 including ACT Transport Strategy 2020.

There are several important reasons intersections are vital opportunities in which to implement
sustainable transport initiatives. Firstly, intersections have a disproportionate number of crashes, and in
the City of Melbourne, many of these crashes involve pedestrians and cyclists (City of Melbourne,
2014a; VicRoads, 2017). Secondly, intersections are a cause of delay, and given the importance of
travel time to transport mode choice, intersections offer an excellent opportunity to reduce
travel delay for the modes an authority seeks to enhance. This approach will complement road
space allocation initiatives that also prioritise walking, cycling and public transport.

Transport and Climate Change, Institute for Sensible Transport, accessed 17 March 2022

https://canberra.bike/2021/06/24/moving-canberra-2019-2045-movement-and-place/


For the record, the study has two further recommendations:

Charging the way we pay for motor vehicle use (road user pricing) and
Lowering the emissions intensity of motorised transport.

Conclusion
Reallocation of road space means we have more than enough space for cycle infrastructure in Canberra. Prioritise
intersections for sustainable modes would make navigating roads for pedestrians and cyclist much faster and easier.
The ACT declared a climate change emergency in 2019. There is no reason to delay.

Transport Strategy Refresh Zero Net Emissions Strategy – Greenhouse Gas Emissions and Air QualityDownload

Section 11 Victor Gruen - true in 1964 and true today
Victor Gruen was an architect and urban planner who lived in post-war America. He dedicated his life to making cities,
that had “been invaded by a metal hoard”, more liveable. In his speech below, he concludes that: “planning for the
renewal of our languishing cities must emanate from the realisation that cities are for people and not vice versa, and
that therefore, technology has to serve people and the city, and can never be allowed to tyrannise settlements.
Settlements which enslave and degrade humanity are not cities.”

Below you will find the audio recording of a speech given by Victor Gruen, an architect and urban planner, at the
American Institute of Architects, San Fernando Valley, Los Angeles, around 1964. It should be a little worrying that we
are having the same discussion in Canberra now 58 years later!

We are not vouching here for American urban planning, but our problems in Canberra are not new. Canberra has
grown as a city. We now recognise that space in our city is very valuable and that roads eat up that space. Victor Gruen
goes further to argue that motor vehicles are incompatible with creating place. Without the exclusion of the
automobile from city and town centres, we cannot create a place where people want to be.

Victor Gruen on architecture: Architect and planner Victor Gruen speech at the AIA, San Fernando Valley Chapter,
undated. 1964. University of Wyoming’s American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

Highlights

The cause of this crisis is the time lag between rapidly moving developments in technologies science,
sociology and political systems, on the one hand and on the other, our lack of ability to adjust our
thinking, our planning and implementation of such planning with respect to the physical forms of the
public environment.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

Their mindsets become confused and they are trying to help the city by imitating subcity or suburbia by
injecting into the urban body foreign and destructive ideas like low density residential areas, mass
transportation by private automobile and compartmentalisation of land uses.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

This neglect of the public environmental qualities, drives us even further into concentrating our efforts
on our immediate personal surroundings. In escapist fashion, we are running away from the upsetting
dangerous and the ugliness of the overall environment, into detached house, private swimming pools, a
fenced in garden. All are expressions of the strength you (Americans) have taken over from the British,

https://bubblecane.files.wordpress.com/2022/04/transport-strategy-refresh-zero-net-emissions-strategy-greenhouse-gas-emissions-and-air-quality.pdf
https://bubblecane.files.wordpress.com/2022/04/transport-strategy-refresh-zero-net-emissions-strategy-greenhouse-gas-emissions-and-air-quality.pdf
https://www.youtube.com/watch?v=sZOZOH2RU1w&list=PLiv2bNTgsa3wDhaStfzSh_L7MY40PG1C9&index=1


expressed enthusiastically in the slogan, my home is my castle. … But here we come into conflict with
the nature of men, as a gregarious beast, and with the economic necessity, at least for most of us, to
earn one’s living, we are forced to make sorties and forays out of our fort.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

Our cities are not only dangerous, ugly and chaotic, they also fail in providing us with social and
cultural inspiration. They have lost their meaning as urban centres. Maybe this was best expressed once
by Gertrude Stein who visiting Oakland California was asked how she liked it there? “There?”, she said.
“There’s no there there.”

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

What is a city?

The purpose of promoting exchange of human ideas exchange of goods, promoting freedom of
individual expression, and providing the greatest attainable amount of choice between solitude and
privacy on the one hand, and socially ability and gregariousness on the other.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

The downward trend of our urban culture is due to two types of sins, sins of commission and sins
of omission. Broadly speaking, the sin of commission consists of our actions to separate from each
other all those urban elements which, for the cities to work, belong into intimate commingling with
each other. The sins of omission consists of our neglecting to separate from each other, those activities
which disturb and destroy another. The sins of commission and sins of omission are causally
interrelated. We are separating activities which belong together from each other because our
omission to separate those which are disturbing to them, makes it impossible to operate
otherwise.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

Paris

The effect of these intimate intermingling is vibrant urban life, admired by hundreds of 1000s of
American tourists who cross the ocean at great cost and walk their feet off in order to participate in an
urban experience, which has become a rarity in our country.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

I say that the sins of omission consists of our neglect to separate those activities whichever
destructive influence on you human activities. This second type of activities can be classified as
utilitarian and mechanical in character. At a time when these utilitarian and mechanical features were
less complex than they are today, we managed to remove some from the surface that buys as urban
civilisation progress. It is an earmark of a civilised city to remove its sewage from the gutter and
put it on the ground. Likewise, removing of telephone wires, water mains, gas mains is accepted
as good urban policy. Even when the railroad was invented, it took us only a comparatively short
time to realise the trains on main street where a nuisance and we removed car rails from sight



hearing and smell. The event of the aeroplane found does relatively well prepared and so early airports
were close to the city. Pretty soon we moved them to the outskirts. But one technological event has
swamped us with such vehement that we have surrendered urban life and urban values to it
without a struggle. That is the advent of the rubber wheel vehicle, the private car, the truck, the
trailer as means of mass transportation and their threat to human life and health, as the yearly
figures of killed and maimed demonstrate is just as great, as that of the exposed sewer.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

When I say pieces, I mean just that. When I described our sins of commission, I described our tendency
towards a piecemeal pattern. The causal connection is obvious. Because we have not been able or
willing to separate utilitarian mechanical functions, and most of our mass transportation by
automobile from human activity areas, we have had to adjust our human activity areas in order
to serve the automobile.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

Urban sprawl

Families who choose to flee a malady of men and machines in the suburbs, and when they do so in
sufficient numbers, create the identical conditions in outlying areas and then flee even further,
recreating the problem.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

Urban sprawal

People with enough money buy lots of land in the suburbs and, in order to protect their lives, their
health, sense of privacy. Depending on the economic status of the citizen, we experienced
suburban sprawl, neatly compartmentalised into subdivisions of varying block sizes determined
by the sizes of the pay check. Retail organisations follow their customers, settling either in strips
alongside urban suburban highways or shopping centres. Metropolitan areas spread further and
further eating up landscape and countryside at an alarming rate, until they flow together into an
amorphous, disorderly, urban conglomeration for which this new name megalopolis has been
coined.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

Our sense of commission and our sense of omission are inescapably interconnected. As long as we
commit one of them, namely, we fail to separate mechanical and utilitarian functions from human ones,
we will never be able to stop the sense of commission, namely separating those human functions,
which have a logical affinity for each other. Any plan for the future of our cities which is not
founded on the principle of attaining the highest degree of separation of all mechanical and
utilitarian functions from human ones, is half hearted and half baked.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

Density



Let me prove this to you by discussing those qualities, which make a core area a workable, liveable
dynamic and therefore economically successful one. In as much as (a cities) function is to bring about
the greatest ease and direct human communication, the city has to be as compact as possible. In order
to further the exchange of human ideas and of goods, it must have a quality of small grain
variety and diversity. If its aim is to bring people close together it obviously must bring buildings
close together, and it must therefore achieve greatest potential density.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

Cars consume valuable space in our cities

It cannot fulfil any of these aims if a large portion of its surface land is to be devoted to the storage of,
moving and arrested vehicles. Wherever we have made some attempt to provide sufficient space
for the insatiable appetite of the automobile with in downtown areas, we have converted them
into places which from the air resemble bombed out cities after World War Two. Our city here has
given its heart and soul to the automobile and has now instead a downtown area in which two thirds is
used the space for moving and storing tin and only 1/3 remaining for buildings.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

Private transport undermines public transport

Private transportation has ruinous effects on the values which people coming to a downtown area seek.
It destroys stores to buildings and to same time it bankrupts through competition public
transportation, which then in order to make ends meet, cut steadily on quality and service. The pattern
which develops in the case of such unnatural competition is usually that public transportation serves
the masses during rush hours in the morning and evening, and remains idle during other hours of the
day, when private transportation by automobile still finds it possible to operate. This, as everybody who
has tried it knows, is a hell of a way to run a railroad.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

Public transport is possible – think of an elevator

It has often been said it would be impossible to get Americans used to the idea of travelling by public
transportation. I believe that this is simply not true. It may be difficult to do, when there is a choice, but
consider the millions who use daily the public transportation facilities of high speed elevators in office
and apartment buildings, the escalators in department stores and banks without raising an eyebrow.
Now of course, should we introduce automobile ramps around these buildings and create the choice to
drive up to the 50th floor, then we might run into trouble. We don’t do so because the costs would be
staggering. The costs of taking care of millions of automobiles in downtown centres is just a
staggering and just as unreasonable.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

Once, however, it is accepted, our prospects open up. The separation, from which I spoke, can be
attained in many ways. The most compact areas will have to be vertical, in less active areas it can be
horizontal. The Midtown Plaza in Rochester is vertical, in Ostland it is horizontal. However the
separation may be accomplished, it offers us the opportunity to correct our sins of commission.
All human activities, whether they are residing or working, learning or relaxing, can be moved



closely together, utilising space wasted up to now for mechanical uses, freeing environment from
danger and disturbance.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

Sprawl eats up the environment – neither city or country

Because of stability thus gained to move closer together, we will regain the chance to preserve
landscape and countryside from being gobbled up by suburban sprawl. Variety is the spice of life. Our
present urban pattern robs us of variety and of spice by covering the landscape and countryside,
by an amorphous conglomeration which is neither fish nor fowl, neither city nor country. The
separation of utilitarian activities from human ones will equip us with tools for greater concentration,
and for the defining of the dynamic urban areas and of setting them strictly apart from nature.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

Before we are able to apply the tenets of our planning philosophy successfully, we will have to
rid ourselves from some deeply ingrown beliefs, concepts and prejudices.

You will have to throw overboard the prejudice that high density is in all cases a devil and low
density therefore an all cases angelic. The low suburban densities arrived at by placing detached
houses with useless side yards in length wasting manor on a subdivision can be diabolical. High density,
on the other hand, is a prerequisite for concentrated activity areas. Our greatest efforts I believe, must
go into the direction of inventing and developing methods of multiple length usage, by which the
highest practical density of land can be obtained without infringing on the supply of air, life, mobility
and privacy.

You must forget the idea that it is virtuous to separate human activities from each other… The
encroachment, if properly planned is exactly what creates urban interest, variety and dynamism
and ease of communication. Encroachment is the salt of the earth. The compartmentalised cities
are unworkable and unliveable. The filing cabinet principle is not applicable to human life.

We must throw away the old wives’ tale that a free choice must be given everywhere to
everybody between using length wasting private transportation and land savings public transit
in highly developed urban areas. This is just like stating there should be a free choice between
making an honest living or stealing from society. Wherever land is in short supply, it is an irreplaceable
natural resource and misusing this resource is just like feeling… (we should not misuse this resource).

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

But on one thing, I believe we can agree, planning for the renewal of our languishing cities must
emanate from the realisation that cities are for people and not vice versa, and that therefore,
technology has to serve people and the city and can never be allowed to tyrannise. Settlements which
enslave and degrade humanity are not cities.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

Transcript of recording of Victor Gruen

https://www.youtube.com/watch?v=sZOZOH2RU1w&list=PLiv2bNTgsa3wDhaStfzSh_L7MY40PG1C9&index=1


Architecture as a creative expression will die, if it cannot create conditions within which it can be
meaningful. There is little sense in exhibiting paintings in a room that is pitch dark. It would be rather
foolish for a virtuoso to play a violin solo on the runway of a jet airport. There is little sense in placing
brilliantly designed buildings into an atmosphere of danger, noise and fumes, which an unworkable
hostile environment creates. We as architects, if we wish to create structures which can be enjoyed
within and without, then we have to create, before all ends, conditions conducive to their
contemplation. Today, our buildings are usually seen by only three men, who look at them attentively,
the architect to design it, the architectural photographer through his viewfinder, and the architectural
critic appraising its aesthetics. All others are kept too busy watching for traffic signals, for car swerving
out and in, pushing from the rear, or watching for on rushing traffic from all sides when crossing streets
as pedestrians. It follows that we have but one choice, to use our energies, knowledge and talents, our
imagination and perseverance towards the aim of creating those environmental qualities in our cities, in
our metropolitan regions and out in the countryside, which will allow structures and environmental
elements to serve best.

Why have the environmental qualities of urban and suburban areas deteriorated? What is the cause of
the urban crisis, the existence of which is no longer doubted by anybody? The cause of this crisis is
the time lag between rapidly moving developments in technologies science, sociology and
political systems, on the one hand and on the other, our lack of ability to adjust our thinking, our
planning and implementation of such planning with respect to the physical forms of the public
environment. We have been unsuccessful in adjusting ourselves emotionally, intellectually, spiritually,
to the advances, changes and inventions of our time. The last 50 years have brought with them
scientific and technological developments powerful enough to change our dictionary. New Words like
automation, atomic energy, television, jet propulsion, astronauts, intercontinental missiles, supersonic
speed and so on, have been added to our vocabulary signifying the impact of such changes on our
daily lives. Sociologically, we experienced a population explosion, spreading of events from the few to
the many, mass production, mass consumption, shrinkage of the rural population because of
technological progress in agriculture, and as a result, of it and of the general population increase,
explosive growth of population in metropolitan areas.

New words have also been added to the vocabulary with regard to the development of metropolitan
areas outside the city concourse: suburban sprawl, freeways, cloverleaf are just a few of
them. Significantly, the urban vocabulary itself has not been enriched. We are still working with the
old terms of streets and squares of slumps and blight of street cars, buses, subways, and systems.
Urban vocabulary indicates our importance with regard to city life and urban culture. In our fast moving
times, the only two choices, progress or retrogression. There’s no such thing as standing still in the
coming age. If we are not able to improve, the appearance of our city, we will have to face their
disappearance. This appearance, not the physical structures, not of the political entities, but of
(suburbia) as a dynamic force in our culture and civilisation, of its disappearance as an effective tool for
implementing direct communications between people as a tool for the exchange of ideas and goods,
its disappearance as the cradle of human progress in all fields of human endeavour. There are today’s
those who because of the deterioration of the appearance of the city, are inclined to believe that its
disappearance would be no great loss, who feel that In an era in which indirect human communications
by telephone, radio and television has vastly improved, in a time when individual mobility by
automobile has become possible, to see cities as no longer necessary, and predicts this centralisation of
human settlement in sprawling form over the countryside is a pattern of the future. There lives in this
country, a whole generation, who having never experienced the benefits of truly urban life, and having
never seen a well functioning city, that means one of good appearance, wouldn’t care for it to evolve,
our cities will disappear. This negative attitude about truly loving qualities is not just restricted to those
who are downright hostile to the city, but has affected those who try to save it and to have working on
plans for its reorganisation.

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.



Urban sprawl

Their mindsets become confused and they are trying to help the city by imitating subcity or
suburbia by injecting into the urban body foreign and destructive ideas like low density
residential areas, mass transportation by private automobile and compartmentalisation of land
uses. Suburban values and urban mixes as poorly as water and fire. This well-meaning but
schizophrenic type of planning, may destroy because as a nation, we have become wealthier. Because
our wealth has spread in the short 60 years, from the 1000s, to the millions, we have attained as a
nation, many of the characteristics of the () and one of these characteristics is a concentration on
egocentric, highly motivated raising of the private living standards, and its side effects and neglect of
the public living standard. This neglect of the public environmental qualities, drives us even
further into concentrating our efforts on our immediate personal surroundings. In escapist
fashion, we are running away from the upsetting dangerous and the ugliness of the overall
environment, into detached house, private swimming pools, a fenced in garden. All are
expressions of the strength you (Americans) have taken over from the British, expressed
enthusiastically in the slogan, my home is my castle. We have gone a step further, however, and
made it a fortified castle, fortified with curtains to keep out the ugly vistas, with air filters to
keep out the spoil air, with front yards to move us away from the street. And we are trying to cut
down all connections with the outside world, relying on the phone, on radio and television, for
communications. But here we come into conflict with the nature of men, as a gregarious beast,
and with the economic necessity, at least for most of us, to earn one’s living, we are forced to
make sorties and forays out of our fort. Whenever we do so we encounter the hostility and
dangerous, the ugliness, the () of the overall environment. And it goes even further than that, we find
out that in some respects, our fortifications, whatever we do, won’t hold, smoke robs us of the
enjoyment of our gardens, the neglect of our public environment creates catastrophes, which our little
fortress cannot withstand. Just think of recent fires, floods, landslides, which we experienced here. Our
cities are not only dangerous, ugly and chaotic, they also fail in providing us with social and
cultural inspiration. They have lost their meaning as urban centres. Maybe this was best expressed
once by Gertrude Stein who visiting Oakland California was asked how she liked it there?
“There?”, she said. “There’s no there there.”

Victor Gruen speech at the AIA, San Fernando Valley Chapter, undated. 1964. University of Wyoming’s
American Heritage Centre (AHC), YouTube, accessed 6 January 2022.

Human needs

Environmental architects have dedicated ourselves to the task of reshaping existing and to creating new
human environments better able to serve a purpose for which cities were founded and have existed
since historic times. The purpose of promoting exchange of human ideas exchange of goods,
promoting freedom of individual expression, and providing the greatest attainable amount of
choice between solitude and privacy on the one hand, and socially ability and gregariousness on
the other. From the concentration of this overall goals, develop a few conclusions. First, we should not
desire to transform our anarchistic urban pattern into a dictatorial one. Though we believe set order is
one of the basic prerequisites for any environmental organism, we do not believe set order alone
represents a solution.

Think for example of a large theatre, it must provide order in order that people may be seated, so that
aisles and exits doors are designed to avoid dangers in case of fire, it must have order on the stage is a
well engineered and designed stage equipment, lighting and so on. But also this order would be
useless if it is not activated by the creativity of the writers and performers, and if an appreciative
audience is not assembled to echo the creativity.

To bring about some type of order in the human environment, which will not only make possible but
encourage the creative performance of individuals, necessitates endowments of the man made



environment, with a framework so designed that the greatest amount of variety and versatility can
grow within it without exploding the framework. We believe it to be impossible to shape such a
structured framework of the urban environment without full understanding and full appreciation of the
three-dimensional expressions, which will have to grow within it and out of it, in order to give it content
and life. Our insistence that there’s a unity of architecture, engineering and planning is a logical
conclusion of this belief. We work in the fields of architecture, design, interior design, graphic design,
economics and all types of engineering because we are convinced of the indivisibility of all these
activities from each other, and from the activity of design and planning of the environment. We are
deadly opposed to specialisation, because it brings about inbred skills directed towards segments of
the environment only and knowing nothing about the overall problem. We are steadily striving through
actual work to learn more about the workings of many of environmental elements, about office
buildings, apartment houses, churches, museum shopping centres, small shops, interiors, industrial
plants, because otherwise, our task as environmental architects would be removed from the knowledge
of human needs of economic factors, and will become sterile without this working knowledge.
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Northland, Southdale, Ostland, and Fort Worth

Looking back for a moment, we have grown into the activity of environmental architecture by processes
which time wise and scope wise follows a logical pattern. Until 1948, we work nearly exclusively on the
design of stores, shops and interiors. Between 1949 and 1950, the scope of these projects grew and
department store assignments came our way. During the war years, however, when we had little to do,
we dreamt of greater things. The architectural forum published in Issue called 1948, an article written
by us, in which we describe a new post war building type to come – the integrated shopping centre.

In 1950, we got a chance to translate that dream into reality. Northland centre in Detroit is still
regarded as one of the best and was our first. It was our first chance to express our notions on
environmental architecture. The principles which we on this project evolved, still give direction to our
work instead of many others. Foremost under the principles expressed in Northland is the separation of
mechanical usage areas, roads, parking lots, trucking areas, service areas, from human activity areas
represented in the pedestrian environment of the courts and malls. The creation of a strong
architectural framework and our insistence, which was very much in contrast to others (opinions), to
allow in these frameworks, individual expressions of storefronts, meeting the requirements and tastes,
even if they were not so good, of the individual store owners, our insistence on filling a public
environment of the pedestrian area with life and content.

We will always be against the slogan of grass on Main Street. We regard its environmental spaces
between buildings as basically urban areas equipped for convenience, with coordinates, rest benches,
and enriched by planting flowers, and, in Northland for the first time, you see works of creative artists.
And though Northland was a rousing success, we never looked at the planning of suburban shopping
centres as constituting the final aim of our efforts. Northland was hardly completed when the Harvard
Business Review published an article of mine, in which it was stated that, in our opinion, the large
suburban regional shopping centre was basically a symptom of the crisis and … This shocked city
governments and downtown interests into action, and see us as providing the experience and methods
by which the problems of the downtown core could be approached. As a direct effect of that article,
probably the only time we could really find that there was a direct connection between an article and
work, we were called upon to develop the plan for the revitalisation of downtown Fort Worth.

The Fort Worth project gave us an opportunity to translate the planning principles of suburban
shopping centres into the urban vernacular. This effort, although it did not lead to the implementation
of the Fort Worth plan, did lead us as a firm to dozens of large scale environmental projects, and it had
acknowledged national and international impact, with regard to city planning generally. Everything we
have worked on since then, whether shopping centre projects, building groups plans for new



communities, redevelopment plans downtown, revitalisation plans, was a process of continuous
seeking, learning and experimenting, influenced by our first projects in environmental design –
Northland, Southdale, Ostland, and Fort Worth. After 12 years of working as environmental architects, I
believe we are in a position to hammer our findings into a structure, a planning philosophy.
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Sins of commission

But before I try to describe some tenets of what I see, this planning philosophy to be, I would like you
to widen your views beyond the consideration of specific community, which you know the best Los
Angeles. This is exactly the same request, which I always make when I speak to audiences in New York. I
personally have the privilege and the problem of living and working in these two most extreme
expressions of urban organisation. The contrast in urban character, the contrast in living, the contrast in
working patterns are so great that it sometimes seems hard to apply as the identical term city to both
of them. Working in dozens of other cities, we realise, of course, that between these two extremes,
there lies the characteristics of the typical American city. In spite of being personally immediately
exposed to these contrasting patterns, I have found nothing to discourage my belief that basic
attitudes about environmental design are applicable to the extremes and to the variations.

The downward trend of our urban culture is due to two types of sins, sins of commission and sins
of omission. Broadly speaking, the sin of commission consists of our actions to separate from each
other all those urban elements which, for the cities to work, belong into intimate commingling with
each other. The sins of omission consists of our neglecting to separate from each other, those activities
which disturb and destroy another. The sins of commission and sins of omission are causally
interrelated. We are separating activities which belong together from each other because our
omission to separate those which are disturbing to them, makes it impossible to operate
otherwise.

Let me attempt to explain this paradox in greater detail. I say that we are committing sin of separating
urban elements from each other which belong together, because they depend on each other. We are
separating retail areas from residential areas. So, obviously, it is these people who buy things. We are
separating buildings serving cultural and artistic pursuits, from residential and from retail areas. So,
obviously, people would visit these institutions more frequently, if they were not faraway from their
residences, some success of retail establishments would be enhanced by the shoppers traffic generated
by such institutions.

We are separating working places, that is office buildings, as they are governmental or private, high
quality industrial enterprises, from all formerly mentioned categories, such as forcing long and tedious
trips to and from work. We are doing so in spite of the fact that through technological progress, most
industrial activities have lost those disturbing qualities, smoke and smell, which in the early days of
industrialisation means the separation necessary. We are separating government workers from other
workers, putting them into ghettos called Civic Centres, separating them from the life of a normal
citizen, where they can meet only their own kind. We are doing so despite that office work for the
government is in character identically with office work for a private corporation. Instead, by doing so,
we are creating unnecessary trips for civic employees as well as for those who have to visit
governmental offices.

We are further separating back here free compartmentalisation, the rich from the middle classes, the
upper middle class from the lower middle class, and all of them from economically least successfully. By
doing so, we not only create the highly prejudiced society, but we are making it extremely difficult for
those with higher incomes, to obtain the services of those with lower incomes, and for those who
render domestic services to reach their places of work.



You’re separating theatres and places serving cultural and recreational needs from all other categories,
and by doing so, we are not only isolating them from urban life, but we are also impoverishing the
general city by extracting those facilities, which would give it life and death.
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Paris calling

To illustrate the degree and the effect of this craze for compartmentalisation, let us look in contrast to
an older European city like for example, Paris. He has the opera sits in the middle of a district devoted
to retail to residences into government buildings. Going to the opera leaving it, you enjoy window
shopping, you have a choice of visiting hundreds of restaurants and cafés. A few steps from the opera,
you find large department stores and hundreds of speciality stores, from luxury shops to two dollar
shops. Above six stores and shops are residences of all types, luxury apartments, small apartments,
hotel rooms. Dozens of other theatres, office buildings, governmental buildings are sprinkled all over
the urban environment. The President’s Palace is on one of the busiest shopping streets. I have watched
Mr. de Gaulle comings and goings from the entrance vestibular little millinery store. The Academy of
Fine Arts is surrounded by buildings which contain living quarters on the upper floors and bistros, cafés
and antique shops on the ground floor. Whenever I visited the office of friends or clients in Paris, I
found right around the corner right, a wide selection of places to have a cup of coffee or a drink or a
meal. Around the (), there’s a flower market apartment houses and on the ground floor against stores
of every description, including the most mouth watering delicatessen stores. Some buildings contain
elegant apartments, others cheaper ones. The effect of these intimate intermingling is vibrant
urban life, admired by hundreds of 1000s of American tourists who cross the ocean at great cost
and walk their feet off in order to participate in an urban experience, which has become a rarity
in our country.

Now, Paris is an old organically and slowly evolved city, now, that is exposed to the benefits of 20th
century technological development, like congestion by automobiles, frictions are occurring and newer
developments on the periphery are beginning to reflect the same spirit of separation and
compartmentalisation, which we find Western Europe generally, as an effect of its present prosperity
starts to show the effects of the sins of commission, which I touched on before.
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Sins of ommission

I say that the sins of omission consists of our neglect to separate those activities whichever
destructive influence on you human activities. This second type of activities can be classified as
utilitarian and mechanical in character. At a time when these utilitarian and mechanical features were
less complex than they are today, we managed to remove some from the surface that buys as urban
civilisation progress. It is an earmark of a civilised city to remove its sewage from the gutter and
put it on the ground. Likewise, removing of telephone wires, water mains, gas mains is accepted
as good urban policy. Even when the railroad was invented, it took us only a comparatively short
time to realise the trains on main street where a nuisance and we removed car rails from sight
hearing and smell. The event of the airplane found does relatively well prepared and so early airports
were close to the city. Pretty soon we moved them to the outskirts. But one technological event has
swamped us with such vehement that we have surrendered urban life and urban values to it
without a struggle. That is the advent of the rubber wheel vehicle, the private car, the truck, the
trailer as means of mass transportation and their threat to human life and health, as the yearly
figures of killed and maimed demonstrate is just as great, as that of the exposed sewer.



The disruptive influence on the street pattern is greater than that of say railroad train on main street,
which at least operated on schedule. The suddenness of the tech by an army of machines which
growing faster than the birth rates in the human population, having now reached over 60 million, may
explain in part our failure to act as we did with regard to other utilitarian functions, but it doesn’t
excuse us from taking action. Now, if we want to rescue our cities, which, because we have neglected
the problem, are threatening to go to pieces.

When I say pieces, I mean just that. When I described our sins of commission described our tendency
towards a piecemeal pattern. The causal connection is obvious. Because we have not been able or
willing to separate utilitarian mechanical functions, and most of our mass transportation by
automobile from human activity areas, we have had to adjust our human activity areas in order
to serve the automobile.

Nobody wants to live any more above stores and shops, because nobody can survive the disturbances,
which automobile and truck traffic engender. Working places which have to offer parking space for the
workers must move into areas where they can provide such at lower costs. So to an even higher degree,
shopping centres and industrial plants. Families who choose to flee a malady of men and machines
in the suburbs, and when they do so in sufficient numbers, create the identical conditions in
outlying areas and then flee even further, recreating the problem.

People with enough money buy lots of land in the suburbs and, in order to protect their lives, their
health, sense of privacy. Depending on the economic status of the citizen, we experienced
suburban sprawl, neatly compartmentalised into subdivisions of varying block sizes determined
by the sizes of the pay check. Retail organisations follow their customers, settling either in strips
alongside urban suburban highways or shopping centres. Metropolitan areas spread further and
further eating up landscape and countryside at an alarming rate, until they flow together into an
amorphous, disorderly, urban conglomeration for which this new name megalopolis has been
coined.

You see, with growing distance from the original urban core, it becomes increasingly difficult and
inconvenient to reach. Surrounded by blight and slum formation, (the city centre) languishes
economically. We risk that our metropolitan regions will soon resemble gigantic doughnuts, with all the
dough on the outside and the empty in middle.

Our sense of commission and our sense of omission are inescapably interconnected. As long as we
commit one of them, namely, we fail to separate mechanical and utilitarian functions from human ones,
we will never be able to stop the sense of commission, namely separating those human functions,
which have a logical affinity for each other. Any plan for the future of our cities which is not
founded on the principle of attaining the highest degree of separation of all mechanical and
utilitarian functions from human ones, is half hearted and half baked.
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Cars are the problem

Let me prove this to you by discussing those qualities, which make a core area a workable, liveable
dynamic and therefore economically successful one. In as much as (a cities) function is to bring
about the greatest ease and direct human communication, the city has to be as compact as
possible. In order to further the exchange of human ideas and of goods, it must have a quality of
small grain variety and diversity. If its aim is to bring people close together it obviously must
bring buildings close together, and it must therefore achieve greatest potential density.

It cannot fulfil any of these aims if a large portion of its surface land is to be devoted to the storage of,
moving and arrested vehicles. Wherever we have made some attempt to provide sufficient space
for the insatiable appetite of the automobile with in downtown areas, we have converted them



into places which from the air resemble bombed out cities after World War Two. Our city here has
given its heart and soul to the automobile and has now instead a downtown area in which two thirds is
used the space for moving and storing tin and only 1/3 remaining for buildings.

Even Manhattan, which at least to a large degree served by public transportation, has, thanks to the
great efforts of its planners who concentrated on constructing bridges and tunnels to bring more
automobiles in, been invaded by a metal hoards to such a degree, that on Thursday, 28 December, the
Herald Tribune carried the front page headline “The day New York almost stopped” and believe me, it
stopped. The example of Manhattan makes it obvious that there is no possibility of compromise.

You cannot have an efficient city core, half separated and half not. Removal of transportation
facilities from the surface areas with inactive urbanised centres must be just as complete, as the
removal of sewer lines and gas mains and water lines and railroads. The answer to the mass
transportation problem of urban centres can obviously be found only by applying technological means,
which will guarantee swift, convenient and space saving movements. Compromise between two
solutions is usually worse in either. A compromise between public and private transportation follows
this axiom. Private transportation has ruinous effects on the values which people coming to a
downtown area seek. It destroys stores to buildings and to same time it bankrupts through
competition public transportation, which then in order to make ends meet, cut steadily on
quality and service. The pattern which develops in the case of such unnatural competition is
usually that public transportation serves the masses during rush hours in the morning and
evening, and remains idle during other hours of the day, when private transportation by
automobile still finds it possible to operate. This, as everybody who has tried it knows, is a hell of
a way to run a railroad.

It has often been said it would be impossible to get Americans used to the idea of travelling by public
transportation. I believe that this is simply not true. It may be difficult to do, when there is a choice,
but consider the millions who use daily the public transportation facilities of high speed
elevators in office and apartment buildings, the escalators in department stores and banks
without raising an eyebrow. Now of course, should we introduce automobile ramps around these
buildings and create the choice to drive up to the 50th floor, then we might run into trouble. We
don’t do so because the costs would be staggering. The costs of taking care of millions of
automobiles in downtown centres is just a staggering and just as unreasonable.

Without accepting the need for complete separation of utilitarian, mechanical and operational facilities
from the truly human activities as an uncompromisable prerequisite of any planning philosophy for the
second half of the 20th century, there can be, in my opinion, no successful projection of urban
development for the future.
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Places for people

Once, however, it is accepted, our prospects open up. The separation, from which I spoke, can be
attained in many ways. The most compact areas will have to be vertical, in less active areas it can be
horizontal. The Midtown Plaza in Rochester is vertical, in Ostland it is horizontal. However the
separation may be accomplished, it offers us the opportunity to correct our sins of commission.
All human activities, whether they are residing or working, learning or relaxing, can be moved
closely together, utilising space wasted up to now for mechanical uses, freeing environment from
danger and disturbance.

There’s one exception leftover, and those are those working activities which in spite of technological
progress are still obnoxious because of smoke or fumes, however, can be predicted for sure that a
number of such industrial activities will be the progress of technology steadily shrink.



Because of stability thus gained to move closer together, we will regain the chance to preserve
landscape and countryside from being gobbled up by suburban sprawl. Variety is the spice of life. Our
present urban pattern robs us of variety and of spice by covering the landscape and countryside,
by an amorphous conglomeration which is neither fish nor fowl, neither city nor country. The
separation of utilitarian activities from human ones will equip us with tools for greater concentration,
and for the defining of the dynamic urban areas and of setting them strictly apart from nature.

Before we are able to apply the tenets of our planning philosophy successfully, we will have to
rid ourselves from some deeply ingrown beliefs, concepts and prejudices. Let me enumerate a few
of them.

You will have to throw overboard the prejudice that high density is in all cases a devil and low
density therefore an all cases angelic. The low suburban densities arrived at by placing detached
houses with useless side yards in length wasting manor on a subdivision can be diabolical. High density,
on the other hand, is a prerequisite for concentrated activity areas. Our greatest efforts I believe, must
go into the direction of inventing and developing methods of multiple length usage, by which the
highest practical density of land can be obtained without infringing on the supply of air, life, mobility
and privacy.

You must forget the idea that it is virtuous to separate human activities from each other… The
encroachment, if properly planned is exactly what creates urban interest, variety and dynamism
and ease of communication. Encroachment is the salt of the earth. The compartmentalised cities
are unworkable and unliveable. The filing cabinet principle is not applicable to human life.

We must throw away the old wives’ tale that a free choice must be given everywhere to
everybody between using length wasting private transportation and land savings public transit
in highly developed urban areas. This is just like stating there should be a free choice between
making an honest living or stealing from society. Wherever land is in short supply, it is an irreplaceable
natural resource and misusing this resource is just like feeling… (we should not misuse this resource).

I want to repeat before closing what I mentioned in the beginning, I have not attempted to hand you
an inflexible program for professional efforts. What I was after is to establish a basis from which
discussion sought and development may grow. But on one thing, I believe we can agree, planning for
the renewal of our languishing cities must emanate from the realisation that cities are for people
and not vice versa, and that therefore, technology has to serve people and the city and can never
be allowed to tyrannise. Settlements which enslave and degrade humanity are not cities. I could
say, they are for birds but that would be unfair, as any self-respecting bird would rather become extinct
then settle on the land spoiled by the human made mess.
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