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The project aims to locate North Sydney’s regulation of
development relative to ESD best practice. The project also
aims to outline actions that will lead to the achievement
of best practice. Council staff have therefore worked
to identify, or develop, provisions that will improve
the sustainability performance of new developments
compared to current practice in order to assist Council in
meeting its Vision 2020 objectives. The project has involved
five areas of research:
• Energy;
• Water;
• Waste;
• Biodiversity; and
• Transport.
While Council draws much of its power and responsibilities
from the Local Government Act 1993, this project is primarily
concerned with the development and building regulatory
functions given to Council via the Environmental Planning
and Assessment Act 1979 (EP&A Act). Of specific interest is
Council’s ability under Part 3 of the EP&A Act to influence
the content of Local Environmental Plans (LEPs) and to
prepare accompanying development control plans (DCPs)
as well as Council’s role under Part 4 of the EP&A Act in
development assessment and control.
Each of the above sustainability research areas were
approached using a three stage process:

2. A review of relevant provisions contained in planning
documents from other local authorities – to
identify how other jurisdictions have incorporated
sustainability objectives into planning documents and
to identify ‘best practice’ provisions and processes;
3. A review of North Sydney draft LEP 2012 and draft DCP
2012 provisions against ‘best practice’ – to establish
recommendations that will ensure best practice
ESD regulation is applied to the assessment of new
development in North Sydney.
Each stage of work is accompanied by a set of questions
and answers relevant to the objective of each stage.
North Sydney draft LEP 2012 and draft DCP 2012 (2012
exhibition versions) were used for this project on the
expectation that they will come into force in the near
future. Should their coming into force be delayed
beyond the completion of this project, many of the
recommendations remain relevant and should form the
basis of amendments to North Sydney LEP 2001 and DCP
2002.
Each area of research was undertaken by North Sydney
Council staff with relevant expertise in the area. While
research was undertaken according to the needs of each
research area, the final recommendations were assessed
by strategic planning staff to ensure compatibility with the
overall planning and assessment framework.

1. A review of the existing Commonwealth, State and
local regulatory environment – to establish the legal
powers available to Council to influence outcomes
through new or amended planning provisions and to
state how Council is currently utilising these powers;
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T R A NSP O R T - I n t r od u ct i o n
The transport section of the ESD Best
Practice Project aims to identify, or
develop, provisions that will reduce
travel demand and encourage
sustainable transport, compared to
current practice, in order to assist
Council in meeting its 2020 Vision
goals.

North Sydney Council
Strategic Vision and
Goals
Core policy documents providing
upper level direction regarding
transport include Council’s
Community Strategic Plan Vision 2020
and Council’s Greenhouse Action Plan.
Vision 2020 lists ‘sustainability’ as one
of seven core values. The Document
is structured according to five
directions:

Direction 1: Our Living
Environment
Direction 2: Our Built Environment
Direction 3: Our Economic Vitality
Direction 4: Our Social Vitality
Direction 5: Our Civic Leadership
‘Traffic and transport management
and planning’ is listed as a Key Theme
under Strategic Direction 2: ‘Our Built
Environment’. Transport also has
major implications for Key Themes in
all other Directions:
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table 1: 2020 vision key themes & transport implications
Direction

Key Themes

Transport
Implications

Our Living Environment

Energy and
climate change

Energy use and greenhouse
gas emissions associated with
travel, vehicle construction/
maintenance and infrastructure
construction/maintenance.

Environmental
sustainability

Economic, social and
environmental impacts of
transport; consumption of finite
natural resources such as oil
and iron.

Foreshores and
waterways

Contamination of waterways
with brake and clutch dust,
exhaust particulates, engine oil,
spilled fuel etc.

Open space

Use of space for transport
corridors and parking.

Water quality

Contamination of waterways
with brake and clutch dust,
exhaust particulates, engine oil,
spilled fuel etc.

Wildlife and
marine life

Severing of wildlife corridors;
Road kill; Marine ecosystem
destruction from offshore
oil drilling; Destruction of
marine habitat caused by
contaminated road runoff.
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table 1: 2020 vision key themes & transport implications
Direction

Key Themes

Transport
Implications

Our Built Environment

Heritage
conservation

Impact of transport systems on
natural, Aboriginal, cultural and
built heritage.

Land use

Use of space for transport
corridors and parking; Patterns
of land use influenced by
transport systems and choices,
and vice versa.

Streetscapes and Positive and negative impacts
neighbourhoods of transport on streetscape and
neighbourhood amenity.

Our social vitality

Our civic leadership

Economic
development

Costs of transport and
congestion; The efficient
movement of people and
freight.

Employment

Workplace accessibility.

Tourism and
events

Transport of tourists; Transport
to/from events; Transport
systems as a tourism attraction
in their own right (e.g. ferries,
rail trails).

Access and
equity

Equitable access to
employment, education and
services.

Aged/seniors

Mobility options for an ageing
population.

Community
safety

Transport related deaths and
injuries.

Disability
services

Mobility options for disabled
persons.

Health and
wellbeing

Impacts on health from
accidents and air, water and
noise pollution. Physical and
mental health benefits of active
transport.

Housing and
accommodation

Space required for parking.

Road safety

Deaths and injuries from road
accidents.

Financial
management

Transport-related income and
expenditure.

2020 Vision includes a specific goal
(2.4) to encourage sustainable
transport, with the following
underlying objectives:
2.4.1 To increase the use of public
transport and alternative
travel means and a reduction
in the use and reliance upon
private motor vehicles
2.4.2 To promote sustainable travel
for workplaces and venues in
North Sydney
2.4.3 To provide a network of
accessible, safe and linked
pedestrian and cycle paths
throughout North Sydney
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Encouraging sustainable transport and reducing travel demand can also help in the achievement of a number of other
2020 Vision goals, as outlined in table below.
table 2: 2020 vision goals
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Goal

Relevance of transport

1.1 Enhance the local natural environment
and urban greenspace

• Land needed for transport corridors and parking

1.2	Improve the health and cleanliness of
local waterways

• Contamination of road-runoff/stormwater from brake, clutch and tyre
dust, exhaust particulates, engine oil, spilled fuel etc.

1.3	Improve North Sydney’s environmental
footprint and encourage responsible use
of natural resources

• Greenhosue gas emissions from fossil fuel combustion
• Consumption and depletion of finite resources, eg. oil and iron
• Energy and raw materials needed for the construction and
maintenance of transport infrastructure
• Energy and raw materials needed for the manufacture, maintenance
and disposal of vehicles
• Waste outputs from transport infrastructure construction and
maintenance
• Waste outputs from vehicle manufacture, maintenance and disposal

1.4 Provide appropriate public open space,
recreation facilities and services

• Land needed for transport corridors and parking

2.2	Improve mix of land use and quality
development

• Transit oriented development (TOD) lends itself to attractive, vibrant
and well-connected neighbourhoods with good access to jobs and
services

2.5	Improve traffic management

• Congestion
• Demand for parking
• Competing demands of different transport modes on road space and
signal time

3.1 Ensure a vibrant, strong and sustainable
local economy

•
•
•
•

3.2 Ensure North Sydney CBD isone of
Australia’s largest commercial centres

• High quality transport options and local amenity help to attract both
employers and employees

4.1 Promote diverse, dynamic and connected
local communities

• Equitable access to cultural and social opportunities

4.3 Encourage health and wellbeing

•
•
•
•
•

4.5	Improved community safety and
accessibility

• Transport-related injuries and mortalities
• Equity of access to jobs, education and services

Business and personal transport expenditure
Gvernement transport expenditure
Congestion costs
Health and productivity costs of car dependence and inactive
lifestyles

Physical exercise from walking and cycling
Transport-related injuries and mortalities
Morbidity and mortality from air pollution
Stress and sleep deprivation caused by noise pollution
Fear and intimadation caused by transport vehicles moving at speed

PORT
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The Greenhouse Action Plan (2009) outlines Council’s ongoing commitment to reducing greenhouse gas emissions
including progress to date, revised reduction targets in line with Council’s 2020 Vision, and further actions for
implementation.
Aligning with the timeframe adopted by 2020 Vision, Council’s 2009 Greenhouse Action Plan sets a greenhouse gas
emissions community reduction target of 25% below 1996 levels by 2020.
Actions contained in the Action Plan that relate to transport and fall within the scope of the project include:

table 3: 2009 greenhouse action plan
NO.

ACTION

MEASURABLE RESULT

T6

Increased parking for motor bikes and
scooters

Number of motorbike / scooter parking bays

T9

Implement bike storage facilities at key trip
generators and transport interchanges

Number of bike racks, lockers or compounds

T10

Identify appropriate locations for and
implement bike compounds at key trip
generators and transport interchanges

Number of bike compounds;
Capacity of bike compounds

T22

Provide dedicated carshare carparking

Number of carshare carparks;
Number of carshare locations

T25

Investigate feasibility of electric vehicle
recharge points in public carparks

Feasibility study completed

T26

Maximum number of carspaces specified in
planning controls to discourage vehicle use

Controls implemented

T27

Implement carshare parking offset on new
developments to encourage reductions
in total number of carspaces if dedicated
carshare spaces provided

Controls implemented

T30

Investigate and implement planning
provisions to require Green Travel Plans
for large new commercial and educational
development

Provisions implemented

T34

Assess bicycle and pedestrian accessibility on
new development

Controls implemented
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Overview of transport in North Sydney
North Sydney commuter travel

Travel mode
The table below shows mode of travel to work by North Sydney residents and workers, based on 2006 census data. It can
be seen that the least sustainable mode of travel, namely private motorised transport, is also the most popular.
table 4: travel mode
mode of travel to
work

Sustainability of
travel mode

Work from home

Very good

%

workers

%

1,871

5

2,290

4

Walk or bicycle

Very good

4,588

13

4,325

7

Public transport

Good

11,984

34

23,144

39

Car/truck/motorbike

Very poor

13,614

39

28,199

47

Almost half of North Sydney’s workers
commute by private vehicle, most of
them single occupant. This places a
great demand on the road network,
resulting in congestion and a variety
of impacts on the local community:
• Vehicle noise - this affects the
lives and sleep many residents,
notably those living near busy
roads.
• Air pollution - the Bureau of
Transport and Regional Services
estimates that air pollution
from motor vehicles in Sydney
accounts for between 900 and
2000 early deaths and between
900 and 4500 cases of morbidity
every year.
• Road trauma – according to
RMS data, there are about 200
reported traffic casualties in
North Sydney every year.
• Fear and intimidation – vehicles
allowed to travel at high speeds
through residential and built up
areas scare pedestrians and bike
riders, especially the elderly. Bike
riders seek refuge on shared
paths and footpaths, where
the behaviour of some causes
distress for many pedestrians.

8

residents

• High transport expenditure Sydney spends 13% of its GDP
on transport. In European cities
the average is 7% (Newman &
Kenworthy 1999).
• Loss of public space – about one
third of North Sydney’s land area
is allocated to roads and parking.
• Water contamination - exhaust
particulates, spilled oil and fuel,
and brake, clutch and tyre dust
deposited on roads contaminate
stomrwater and find their way
into waterways.
• Health and fitness – Car
dependence has been linked to
increasing levels of obesity and
associated illnesses. Of particular
concern is the high proportion of
children being driven to school
who are missing out on exercise
as well as opportunities to
develop independence and road
safety awareness.
• Competition for scarce parking
• Visual intrusion
The 20,000 cars being driven into
North Sydney every day require
a significant amount of space for
parking (400,000 square metres
assuming 20 square metres per

space). This represents a highly
inefficient use of public space and
real estate, and makes it difficult for
residents and those who need to
drive to find places to park.
Travel distance
As well as travel mode, transport
sustainability depends on distance
travelled (in the case of powered
transport). Longer journeys obviously
result in greater energy use and
levels of harmful emissions. On the
other hand short car journeys are
bad because cars are most polluting
when the engine and exhaust are
cold.
There is no readily available data
on travel distance for North Sydney
residents and workers, but Council’s
own staff travel survey indicates that
most employees live outside the LGA,
many in distant suburbs.
Travel distances can be reduced by
encouraging and making it easier for
people to live closer to the places
they need to access (work, school,
shopping) and, conversely, by
locating employment and services
close to where people live.

PORT

In the case of car travel, road
congestion itself helps to reduce
travel distances. This is because
people are generally only prepared
to spend a certain amount of time
commuting each day, typically one
hour on average (the Marchetti
constant). If congestion results in a
person’s travel time exceeding this
limit, they will consider living closer
to work. Conversely, when additional
roads, traffic lanes and tunnels are
built, journey speeds are increased

9
temporarily, encouraging more
people to drive and to live further
from work. This causes overall VKT
(vehicle kilometres travelled) to
increase over time, meaning that
any reductions in congestion are
short-lived. There is a good argument
therefore for allowing congestion to
occur, since it is self-limiting. Such a
policy has had demonstrated success
in Vancouver, consistently voted one
of the world’s most liveable cities.

North Sydney school travel
Throughout Australia more than 50%
of children are driven to school. Mode
share data for school travel in North
Sydney is not readily available, but
a travel survey (below) conducted
at one local school (Sydney Church
of England Grammar School) shows
that 46% of students/staff arrive by
car. This is a disappointing figure
given that the school is situated
next to a major rail station and bus
interchange.

table 5: travel mode for students / staff (shore)
Travel Mode

To School
Trips (% of Mode Share)

From School
Trips (% of Mode Share)

Car driver

113 (14%)

102 (13%)

Car passenger

259 (32%)

163 (20%)

Train

142 (18%)

143 (18%)

Bus

179 (22%)

215 (27%)
57

(7%)

Cycle

School bus to Northbridge for Sports
4

(1%)

3

(0%)

Walk

26

(3%)

24

(3%)

Live on site

84 (10%)

73

(9%)

20

(3%)

Others

-

Total
There are particular concerns about
high traffic volumes around schools:
• Air quality - children are
particularly vulnerable to toxic
exhaust emissions while their
lungs are still developing
• Local road congestion during
drop-off and pick-up times
• Traffic and parking impacts on
surrounding residential streets
• Driver stress and road/parking
rage
• Road rule and parking violations,
such as stopping on school
crossings and double parking
• Traffic accident risk

807
At the same time children who
are driven to school are missing
out on valuable physical exercise
and opportunities for childhood
development. 25% of Australian
children aged 5–17 are either
overweight or obese, according to
the National Health Survey 2007/08
(ABS Cat. No. 4364.0).
On the other hand, children whose
journeys to and from school
incorporate some form of physical
exercise such as walking:
• Arrive at school alert and ready to
learn
• Develop road safety awareness
and skills

800 (100%)
• Are less likely be overweight or
obese
• Develop independence and
responsibility
• Have an opportunity to explore,
make friends and socialise

Other travel in North Sydney
(including recreation, shopping,
business travel& freight)
Data for other travel in North Sydney
is not readily available, but anecdotal
observation suggests that the private
car is again the principal mode.
Pedestrian activity is high around the
main commercial areas during office
hours, when many workers walk to
shops and food outlets.
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North Sydney through traffic
Being located at the northern
end of Sydney’s principal harbour
crossings, and a major centre within
the Global Economic Corridor, North
Sydney plays an important role in the
metropolitan transport network. It
funnels large volumes of trains, buses,
bicycles, pedestrians, and motor
vehicles from the North Shore and
beyond to and from the Sydney CBD.
The Warringah Freeway (which forms
part of Metroad 1, the principal northsouth road route through Sydney)
bisects the LGA. The Pacific Highway
originates in North Sydney, while
Military Road (Metroad 10) carries
traffic to/from the Northern Beaches.
The North Shore railway line also
passes through the LGA. It follows an
old and sinuous alignment so trains
are slow, but it nonetheless runs at
capacity at peak times. Numerous
public and private bus services pass
through the LGA servicing the Lower
North Shore and Northern Beaches.
There is little that local governments
in NSW can do about through traffic,
as the transport corridors are the
responsibility of the state government
and the trip generators are outside
their jurisdictions.
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Future transport challenges for North
Sydney

Under the state government’s Inner North Subregional Strategy, the North
Sydney LGA will gain an additional 15,000 workers and 10,500 residents (5,500
new dwellings with average occupancy 1.9) over the next 20 years, increases of
21% and 18% respectively. Similar growth is planned for neighbouring LGAs.
Currently 39% of North Sydney residents and 47% of workers drive to work
in single occupant vehicles. If the travel patterns of the new workers and
residents match those of the existing ones, there will be an additional 21,000
commuting car trips per day originating and terminating in North Sydney, an
increase of 20%. 8000 additional commuter car parking spaces will be needed,
requiring about 160,000 square metres of valuable space. Already thousands
of commuters park on residential streets, making it increasingly difficult for
residents to find parking.
There will be increases in through-traffic due to growth elsewhere in Sydney, as
well as additional school, social, shopping, commercial and freight traffic.
While the North Sydney community does not want to be subjected to more
car traffic and associated impacts, it does want continued freedom of mobility
and convenient access to employment, services and activities. An integrated
transport and land use strategy drawing on international best practice could
provide desired levels of mobility and accessibility for a growing population
cheaply and efficiently, without subjecting the community to more undesirable
traffic impacts.

PORT
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S tag e 1 – R E GUL ATO RY ENVIR O NM EN T
A review of the existing regulatory
environment regarding transport
represents the first key deliverable
of the ESD Best Practice Project
(Transport). It forms a basis for
understanding the legal powers
available to Council to influence
travel demand and transport mode
choices through new or amended
planning provisions. The review of
the existing framework provides an
understanding of the extent to which
Council’s strategic visions and goals
can realistically be incorporated into
planning mechanisms.

Transport Commonwealth
A price on carbon
A price on carbon was introduced in
mid 2012. However, households and
on-road business use of light vehicles
do not face a carbon price on the fuel
they use. The price on carbon will
therefore have no impact on travel
and transport in North Sydney.

Transport – State
(NSW)
Inner North Subregional
Strategy
Under the Inner North Subregional
Strategy, the North Sydney LGA will
gain an additional 15,000 workers and
10,450 residents (5,500 new dwellings
with average occupancy 1.9) over the
next 20 years, increases of 21% and
18% respectively. Similar growth is
planned for neighbouring LGAs.

State Environmental Planning
Policy (Infrastructure) 2007
This SEPP protects the operation
and function of classified roads
by controlling developments with
frontage to, or in the vicinity of,
a classified road. Under the SEPP
relevant developments are typically
required to have vehicular access
to a secondary road that is not
the classified road. If it is a ‘trafficgenerating development’ as defined
by the SEPP, Roads & Maritime
Services must be consulted and their
submission considered.

State Environmental Planning
Policy (Exempt and Complying
Development Codes) 2008
This SEPP allows driveways and
car ports to be constructed
without development in particular
circumstances. The SEPP also allows
for new detached dwellings to be
constructed as certified development
if certain criteria can be met. Such
development must meet certain car
parking and access requirements,
including that at least one off-street
parking space be provided per
dwelling.

Rating tools
While not legislatively part of
the planning system, rating tools
are increasingly ‘called up’ and
used in the assessment of new
developments. The most commonly
used and widely understood tools
in the NSW system are the National

Australian Built Environment Rating
System (NABERS) and the GreenStar
rating tool.
NABERS - the National Australian Built
Environment Rating System - is a
performance-based rating system for
existing buildings which is managed
by the NSW Office of Environment
and Heritage (formally known as
the Department of Environment,
Climate Change and Water). NABERS
rates a building on the basis of its
measured operational impacts on the
environment, and provides a simple
star rating which indicates how well
environmental impacts are being
managed. Work is currently underway
to extend the rating system to include
impacts of commuter transport
associated with a building.
Some consent authorities require
applicants to provide evidence of
a Commitment Agreement being
entered into with the Office of
Environment and Heritage to deliver a
particular star rating.
Green Star is a voluntary
environmental rating system that
evaluates the environmental design
and construction of buildings.
Assessment against a range of criteria,
including transport, is used to award a
Green Star rating. Points are available
for transport provisions (e.g. Site
selection, bicycle facilities, parking
regime).
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Transport - Local (North Sydney
Council)
Reviewing Council’s existing planning provisions is
important to identify the contribution that they are
making to achieving 2020 Vision goals and objectives.

Draft LEP 2012
One of the aims of draft LEP 2012 is to promote
ecologically sustainable development.
The draft LEP 2012 contains a few loosely worded
objectives relating to transport (below). However it is
not obvious in the detail if, or how, the DLEP will help to
reduce travel demand or encourage more sustainable
transport modes.
table 6: LAND USE TABLE (P12)
Zone B3 Commercial Core
1 Objectives of zone
• To maximise public transport patronage and
encourage walking and cycling.
• To prohibit further residential development in
the core of the North Sydney Centre.
Zone B4 Mixed Use
1 Objectives of zone
• To integrate suitable business, office,
residential, retail and other development in
accessible locations so as to maximise public
transport patronage and encourage walking
and cycling.

TRANSP
table 7: part 6 additional local
provisions (p32)
6.2 Objectives for development in North Sydney Centre
(1) The specific objectives of this Division are as
follows:
(b) to require arrangements for railway
infrastructure to be in place before additional
non-residential gross floor area is permissible
in relation to any proposed development in
the North Sydney Centre,
(c) to ensure that transport infrastructure, and in
particular North Sydney Station, will enable
and encourage a greater percentage of
people to access the North Sydney Centre by
public transport than by private transport and
will:
(i) be convenient and accessible, and
(ii) enable a reduction in dependence on
private care travel to the North Sydney
Centre, and
(iii) be adequate to achieve no increase in
car parking, and
(iv) have the capacity to service the
demands generated by development
in the North Sydney Centre.
Ideally transport planning should be integrated with land
use planning, but the draft LEP appears to be only a land
use plan.

Submission requirements
Most development applications require a Statement
of Environmental Effects (SEE). The content of SEEs is
regulated by the EP&A Regulations and must include the
following:
(a) the environmental impacts of the development,
(b) how the environmental impacts of the development
have been identified,
(c) the steps to be taken to protect the environment or
to lessen the expected harm to the environment,
(d) any matters required to be indicated by any
guidelines issued by the Director-General for the
purposes of this clause.
SEEs are sometimes used by applicants to address
transport related issues associated with a new
development.

12
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Draft DCP 2012

Draft DCP 2012 contains a number
of provisions that seek to achieve
transport-related outcomes. Off-street
parking requirements, provisions for
end of trip facilities, and provisions
regarding quality of the pedestrian
realm all influence transport decisions.
The matrix at Appendix A shows the
transport-related provisions in the
draft DCP.

Discussion:
1.	Does the regulatory
framework at
Commonwealth and State
levels allow scope for
intervention at the local
level to achieve travel
demand, accessibility
and sustainable transport
objectives?
State legislation provides minimal
regulation of accessibility and
transport for new development.
However the powers available
to Council via the Environmental
Planning and Assessment Act 1979 to
control development give significant
scope for intervention at the local
level to achieve transport objectives.
The growth targets of the Inner North
Subregional Strategy will result in
increased travel demand, but they do
provide an excellent opportunity to
modify land use patterns and allow
the built form to evolve in line with
transport objectives.
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2.	Is the LEP/DCP an
appropriate place for
regulation regarding travel
demand, accessibility and
sustainable transport?
The LEP/DCP is an appropriate
place for regulation regarding travel
demand, access and sustainable
transport. However it must be
supported by other Council policies,
such as management of local roads,
on-street parking and Council-owned
car parks, provision of walking and
cycling facilities, and lobbying the
state government for improved
public transport.

The table at Appendix A also indicates
that Council is not fully utilising the
available scope for intervention in the
following areas:
-	Integrating transport and land use
planning;
- Reducing travel demand;
- Affordable housing;
- Car parking availability and pricing;
- End of trip facilities for walking and
cycling; and
- Amenity and safety for walking;
and cycling

Stage 1 – Conclusion

3.	Do existing provisions
meet Council’s goals and
objectives regarding travel
demand, accessibility and
sustainable transport? In all
zones? For all development
types?

Commonwealth and state legislation
has been reviewed to identify what
legal powers Council has to reduce
travel demand and make transport
more sustainable through its strategic
planning.

A number of existing draft DCP
provisions complement the transport
related objectives of the 2020 Vision
and draft LEP 2012. However the
approach is not comprehensive and
some inconsistencies are apparent.
Indeed, many existing provisions
are directly at odds with Council’s
goals and objectives. Refer to the
Comments column in Appendix A.

It was found that Commonwealth
and state legislation provides minimal
regulation of transport related issues
and that significant scope exists at
the local level to achieve transport
objectives via the planning and
assessment system.
Council’s draft LEP and DCP have
been assessed for consistency
with Council’s aims for reduced car
dependence and more active and
sustainable transport. A number
of inconsistencies were identified
between stated objectives, and
Council’s land use plan (draft LEP) and
draft DCP provisions.
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S tag es 2 & 3 – B est Pr act i ce Loca l Au t h o r i t y
I n i t iat i v es a n d Re v i ews a n d Reco m m en dat i o ns
This section is divided into two
parts. The first part deals with areas
of planning policy that primarily
influence travel demand, while
the second part deals with areas
of planning policy that primarily
influence transport mode choice.
For each policy area, best practice
criteria are established and examples
are given of local authority initiatives
that best fulfil these criteria. Relevant
literature is noted where appropriate.
It is likely that examples of best
practice from other NSW councils
will be most readily applied in
North Sydney as they operate under
the same legislative framework.
Examples from other Australian
States and Territories are also
relevant. Overseas examples are also
included if considered relevant or if
it is considered that they exhibit a
different approach from that pursued
in Australian jurisdictions.
North Sydney’s draft LEP and DCP
are then compared to best practice,
and recommendations given where
appropriate.

Travel demand
A number of factors affect the
number of trips a person makes each
day and the distance they travel,
principally:
• Travel time, congestion;
• Urban form;
• Density and land use mix; and
• Desirability, availability and cost
of housing near to workplace or
other regular destination.
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Local authorities in NSW have
opportunities to reduce travel
demand by, among other things,
increasing density and land use mix
and making housing more affordable.
Other interventions are largely
within the jurisdiction of the state
government, whose policies have
often resulted in increased travel
demand and distances (for example
the release of land for residential
development on the urban fringe
and the construction and widening of
urban freeways).

Transit oriented development
Best-practice criteria
A transit oriented development
(TOD) is an activity centre established
around a public transport node
or corridor. It will typically have a
residential focus with a diverse mix
of retail, commercial and civic land
uses. There will typically be a range of
dwelling types, including affordable
and adaptable housing. Efforts are
made to make the development
pedestrian and bicycle friendly.
The idea is that residents have a
diverse range of services and activities
within walking distance, while public
transport provides access to/from
other areas. This reduces dependence
on private motor vehicles for
residents, workers and visitors.

Discussion:
1. How have local authorities
in NSW, other States and
Territories and overseas
incorporated TOD objectives
into planning processes, and
what is best practice?
TODs are planned on a case-by-case
basis, usually in partnership with
developers and the community.
Some aspects of TOD can be
achieved simply through LEP
zoning, for example by increasing
densities and allowing mixed use
around transport hubs and corridors.
However this alone will not normally
be sufficient: a good TOD planning
process will consider what services,
activities and amenities to provide for,
and how to optimise walking access,
amenity and safety.
There are numerous examples of
TODs in Australia and overseas. A
sample is provided in the table below.

PORT
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table 8: tod initiatives
Local authority

Project

City of Perth (WA)

East Perth
Redevelopment

Attributes
• A variety of accommodation, from one, two and three plus bedroom
units to multi-storey condominiums and terrace-style housing, as well as
refurbished heritage buildings.
• 10–15% of all dwellings in new developments to be set aside for social
and affordable housing and housing for special needs, to encourage
demographic and socioeconomic diversity.
• Flexible design of dwellings to accommodate a range of households
(e.g. flexible use of rooms for family space or study; capacity for home
extension or modification).
• Employment diversity (educational services, information technology,
manufacturing technology, equipment and new material production,
and service industries)

City of Portland
(US)

Pearl District

• Historic inner city area.
• High density urban residential neighbourhood with a mix of multi-family
housing, major office facilities, regional attractions, retail businesses,
parks and open spaces in a ‘24-hour’ city environment for residents,
visitors and employees.
• Aimed to retain the traditional character, social diversity and eclectic
enterprise mix.

City of Oakland
(US)

Fruitvale Village

• Revitalisation of existing businesses along the main commercial strip.
• Affordable housing.
• Expanded retail opportunities.
• Improved safety around the station.
• Job creation.

2. How does North Sydney
compare with best practice?

cycling connectivity is given little
consideration.

Density and land use mix

North Sydney’s Mixed Use Zone,
which generally allows for greater
residential densities with nonresidential uses at lower levels, is
applied to land with good access to
public transport. For example, the St
Leonards, Crows Nest, Neutral Bay
and Cremorne town centres are all
zoned mixed use. The application
of the Mixed Use Zone in these
locations facilitates TOD to some
extent. However, abundant off-street
parking is still prescribed, there
is scarce provision for affordable
housing and diverse commercial and
civic development, and walking and

In addition, there are numerous sites
in North Sydney with good access
to public transport where modest
densities are permitted, but where
non-residential uses are prioritised.

Keeping the distances between
origins and destinations short,
through compact development
and mixed land use, reduces travel
demand (Radbone & Hamnett 2003).
The shorter distance means increased
convenience and reduced time and
effort. On the other hand, what is
commonly known as urban sprawl
leads to single use suburbs with
low density and high motor vehicle
dependency.

Recommendation
• Where the opportunity arises
in future, plan land use around
major transport hubs and
corridors in accordance with
Transit Oriented Development
principles.

Best-practice criteria

Planners generally cite a 5–10 minute
walk (0.4-0.8km) as ideal walking
distance, though this is further in
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areas with less parking (Schmitz &
Scully 2006). People are usually willing
to cycle around 5–8km, with the
maximum usually 10km. Whatever
the mode of transport, commuters
are usually only willing to travel for
one hour to work before they change
their situation, though lack of housing
options in Sydney may increase this
figure.
Leck (2006) found that residential
density was the most important
influence on travel choice, more
so than employment density, land
use mix, sidewalk ratio and grid
percentage. Residential density had a
negative correlation with kilometres
travelled by vehicle, hours travelled,
total trips and the probability of
commuting via motor vehicle. It had a
positive correlation with commuting
to work by transit, walking and
cycling. The density of employment
also had a strong influence. Travel by
walking and cycling has been found
to be around five times higher in the
highest density areas compared to
the lowest (Saelens et al 2003).
Radbone and Hamnett (2003) found
that density may be less significant
once other factors are controlled, and
is less significant than socio-economic
factors. “Increasing levels of density
alone will not serve to promote more
walking without increased mixing of
uses which brings services and other
destinations closer to where people
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live and work.” Mixed land use, like
density, leads to shorter distances so
that local facilities may replace longer
trips to a regional centre, but people
still need to choose to use them.
The proximity of shopping, work,
community facilities and services is
related to greater walking and cycling
among residents (Saelens et al 2003).
Ewing & Cervero (2010) found walking
was most strongly related to land
use diversity, and the number of
destinations within walking distance,
however bus and train use were
less strongly related. Residential and
employment densities are found to
only weakly associate once land use
diversity is controlled in studies. This
leads to the conclusion that it is not
density itself that leads to sustainable
transport behaviours, “but the land
use mix and accessibility that this
density justifies” (Ewing & Cervero
2010).
There is limited information about
mixed use in employment districts,
though it is suggested it leads to
more walking and cycling to do
errands and shopping during lunch
breaks. While only a small percentage
of workers will be able to live within
walking distance, mixed use enables
people to walk to other activities
such as day-care, gyms and shops
(Schmitz & Scully 2006). To increase
the proportion of people taking
public transport, walking or cycling to

school, schools should be co-located
with other destinations.

Discussion:
1. How have local authorities
in NSW, other States and
Territories and overseas
incorporated density and
mixed land use objectives into
planning processes?
Density and land use mix are
specified for each LGA in its LEP
zoning plan. Each zone generally
has a land use table which identifies
permissible and prohibited land uses.
Density is typically controlled through
the use of maximum floor space
ratios and height controls.

PORT

17

2. How does North Sydney compare with best practice?

The table below shows that North Sydney’s draft LEP and DCP aim to provide the density and land use mix identified as
best practice, in commercial and mixed use zones.
Consistent
with best
practice?

table 9: North Sydney draft LEP/DCP density and land use
provisions
Diversity of activities, facilities, opportunities and services

Y

Draft DCP
Section 2

Y

Draft DCP
Section 2

O1 To ensure a diversity of activities, facilities, opportunities and services is provided,
including high grade business accommodation, community services, employment,
entertainment, government agencies, health and welfare, recreation and retail.
Mixed Residential Population
O1 To provide a mixed residential population in terms of age, gender, household type
and size, education, income and employment, including households with children,
households on low to moderate incomes, households with aged or disabled
persons.
Recommendation
• None – existing provisions are
adequate or meet best practice.

Affordable housing
Best-practice criteria
Many inner-city areas close to
employment hubs have high housing
costs, meaning that lower paid
workers living in lower cost areas
must travel long distances to access
employment.
As such, providing affordable housing

close to employment centres should
in theory reduce travel demand.
There is little literature on the effect
of housing affordability on transport
use. Creating a mix of housing types
to suit a range of incomes and
lifestyles means land can be used
more efficiently. Workers in any
district are made up of a range of
incomes, so a percentage of housing
should be supplied within each
new development that is targeted
affordable housing. Areas should be

Reference

designed with most dwellings within
10 minutes walk or cycling distance
of the core. This can be achieved by
allowing housing above retail, and
mixed-use developments.
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Discussion:
1. How have local authorities in NSW, other States and Territories and overseas incorporated affordable
housing objectives into planning processes?
Those jurisdictions that seek to achieve affordable housing
objectives through the planning and assessment system
typically do so by requiring a percentage of new dwellings
over a particular threshold to be affordable housing

as defined by that particular jurisdiction. However, it is
understood that these types of DCP provisions are difficult
to enforce as they are resisted by developers and difficult to
uphold through the Land and Environment Court.

table 10: affordable housing initiatives
Local authority Initiative

Reference

City of Sydney

• 3% of residential floorspace in Green Square to be allocated to affordable
housing

Green Square
Affordable Housing
DCP

Netherlands

• 30% of housing in growth areas is required to be social housing.

ITDP (2011)

2. How does North Sydney compare with best practice?
The table below shows that North Sydney’s draft LEP
and DCP do contain affordable housing provisions
that are consistent with best practice. However, they
are undermined by off-street parking provisions that

significantly increase the cost of new dwellings (see next
section). There is also scope for more ambitions affordable
housing housing provisions.

table 11: North Sydney draft LEP/DCP affordable housing
provisions

Consistent
with best
practice?

Affordable Housing (Residential)

Y

O1 To prevent the loss affordable housing within the LGA and displacement of socially
disadvantaged groups.

Reference
Draft DCP
Section 1

P1 Development must avoid the loss of low cost accommodation in accordance with the
provisions of the Affordable Rental Housing SEPP. Where a loss occurs, the applicant
will be required to pay a monetary contribution for the replacement of affordable
housing.
P2	New affordable housing may be provided in accordance with the provisions of the
Affordable Rental Housing SEPP.
Many North Sydney workers are forced to live in distant
suburbs and commute long distances by the high cost of
housing. Affordable housing would give some of them the
opportunity to live closer to work.
The provisions above do not apply to mixed use
developments.
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Ending the policy of mandatory off-street parking in new
developments would significantly reduce housing costs.

Recommendation
• Where possible, lobby the state government for a
more robust state wide affordable housing policy.

PORT
figure 1: reasons to use public transport

Source: Bureau of Transport Statistics 2009/10

Facilitating and
encouraging
sustainable
transport modes

19

A number of factors affect a person’s
choice of transport mode, principally:
• Availability and cost of parking;
• Travel time, congestion;
• Availability, cost and convenience
of alternatives;
• Social norms;
• Marginal driving costs (especially
tolls and fuel).
Local authorities in NSW have
opportunities to influence travel
mode choice by: constraining parking
supply and charging market rates
for it; ensuring the public domain
is designed and constructed to
accomadate sustainable transport
modes; and by ensuring private
developments incorporate facilities
that promote sustainable transport.
The other factors are largely
under the jurisdiction of the state
government, whose policies often
have the effect of increasing travel
demand and distances (for example
building and widening urban
freeways).

Parking availability and cost
Best-practice criteria
According to a survey by the Bureau
of Transport Statistics, avoiding
parking problems was the main
reason cited (53%) by NSW public
transport users for using public
transport.
This indicates that limiting the
availability of parking is possibly
the most effective way that local
authorities can encourage sustainable
modes of transport.
With on-street parking, aiming for
an occupancy of 85% will prevent
cruising. This is best achieved by
charging market rates for all on-street
parking, with revenue being spent on
local improvements (Shoup 2011).

Public car parks should have a fee
structure that discourages all-day/
commuter parking.
Increasing the cost and reducing
availability of parking may
disadvantage lower-income groups.
While they may be more motivated
to change their transport choice
because of costs, this can only
happen if alternatives are available,
and people are aware of the
alternatives and prepared to choose
them (Gärling and Schuitema 2007).
Low-income earners may live in
distant suburban areas too far to walk
or cycle, with poor access to public
transport. Any changes to parking
policy must be backed up with other
policies to ensure that certain groups
are not unfairly disadvantaged.
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Discussion:
1. How have local authorities in NSW, other States and Territories and overseas incorporated parking availability
and cost objectives into planning processes?
table 12: parking availability and pricing initiatives
Local authority

Provisions

Reference

Zurich
(Switzerland),
Hamburg
(Germany),
Amsterdam
(Netherlands)
& Budapest
(Hungary)

• Total parking supply (off-street plus on-street) has been frozen. When a
new space is built off-street, an on-street space has to be removed, so it
can be repurposed for other needs like widened footpaths or cycleways.
This type of cap-and-trade was implemented in Hamburg in 1976 and in
Zurich as part of its “historic parking compromise” in 1996.

Kodransky &
Hermann (2011)

Paris (France)

• Off-street parking is not required in developments within 500m of a public Kodransky &
transport stop.
Hermann (2011)

Antwerp
(Belgium),
Paris, Zurich
(Switzerland)
& Amsterdam
(Netherlands)

• Parking rates vary depending on distance to a public transport stop.

Kodransky &
Hermann (2011)

Zurich
(Switzerland),
Paris (France),
Strasbourg
(France) &
Copenhagen
(Denmark)

• Maximum instead of minimum off-street parking rates for new
developments. In Paris the maximum for residential developments is 1
space per 100m2.

Kodransky &
Hermann (2011)

City of Sydney

• Off-street parking quotas below maximum rate allowed.

Draft DCP

In addition Zurich only allows developers to build new parking spaces if
the surrounding roads can absorb additional traffic without congestion,
and the air can handle additional pollution without violating ambient air
quality standards. This policy has helped make Zurich one of the most
liveable cities in Europe.

• Maximum number of parking spaces depends on access to public
transport and services.
Marrickville
Council

• A map is included in the DCP which includes three parking areas (see
Appendix B):
Area A is within 200m radial distance of a railway station;
Area B is within 200m of Area A or 200m of a strategic bus corridor;
Area C is for all other areas.
The maximum number of parking spaces varies depending on parking
area: lowest for developments in Area A and highest for developments in
Area C.
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DCP
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table 12: parking availability and pricing initiatives
Local authority
City of Sydney

Provisions

Reference

• Approval for the operation of a public car park will include the following
conditions:

DCP 2.15.14 (1)

(a) the car park is not to be accessible to vehicles between 5.30 am and 9.30
am Monday to Friday, other than on public holidays, unless access during
this period is, in the opinion of the consent authority, warranted in the
circumstances of the case; and  
(b) between 9.30am and 6.00pm Monday to Friday, except on public holidays,
the public car park is to have in place at least the following fee structure to
discourage long stay parking:
n* 1st hour of parking
n 2nd hour
n 3rd hour
n 4th hour
>=1.5n 5th hour
>=1.5n 6th hour
>=1.5n 7th hour
>=1.5n each hour thereafter
*n equals the hourly rate determined by the public car park operator.
London Borough
of Islington (UK)

• Maximum 0.5 parking spaces per dwelling.
• Encourages development with no off-street parking in locations with
good access to public transport and shopping.

Unitary
Development
Plan

• Residents of car-free developments are required to provide an
undertaking not to keep a car within the development or on-street within
the borough.
Nottingham City
Council (UK)

• Employers must pay an annual levy of GBP250 (~ $375) per space if they
provide more than 10 workplace parking spaces.

Workplace
Parking Levy
Regulations 2009
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2. How does North Sydney compare with best practice?
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The table below shows that North Sydney’s draft LEP and DCP fall well short of current best practice with respect to
provisions for off-street parking.

table 13: NORTH SYDNEY DRAFT LEP/DCP PARKING PROVISIONS

Consistent
with best
practice?

Quantity Requirements

N

O1 To ensure that sufficient car parking is provided on-site to cater for the users of the
development.
02

To minimise the reliance on private car usage.

03

To facilitate the use of public and alternative transport modes including walking and
cycling.

Residential Development
P1

Provide on-site car parking, including visitor parking at the maximum rates stated in
Table B-10.1.

P2

For apartments and attached dwellings, on-site car parking provision significantly
below maximum rates specified in Table B-10.1, will generally not be supported due
to the impact that additional vehicle parking may have on surrounding residential
streets.

P3

For residential developments containing 4 or more dwellings, a car wash bay is to be
provided within the visitor parking area. The car wash bay may comprise a visitor car
space. The wash bay is to be adequately drained and connected to the sewer line.

P4

The use of car spaces is restricted to the occupiers(s) of a development.

P5

Designate disabled and visitor car parking spaces as common property.

P6

Developments containing adaptable housing must allocate at least one accessible
parking space to each adaptable dwelling.

Non-Residential Development
P7

Provide on-site car parking at the maximum rates specified in Table B-10.2.

P8

For specific non-residential uses, provide on-site car parking at the maximum rates
specified in Table B-10.3.

P9 On-site car parking provision significantly below maximum rates specified in Tables
B-10.2 and B-10.3 will generally not be accepted due to the impact that additional
vehicle parking may have on surrounding residential streets.
P10 Parking within the North Sydney Centre may exceed the requirements in Table
B-10.2, but only where the level of non-residential parking provided does not exceed
the number legally existing on the 28 February 2003.
P11 Council must not grant consent for car parking spaces for entertainment facilities
unless the location and availability of existing public car parking in the vicinity of
the proposed entertainment facility has been considered. Any car parking allowed
specifically for the entertainment facility may, with consent, also be available only for
short-stay parking during the hours of 9.30am to 6pm, but for no other purpose.
P12	In addition to P7 and P8 above, parking for motor cycles must be provided at the
minimum rate of 1 space per 10 cars or part thereof.
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Reference
Draft DCP
Section 10
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Objectives O1 and O2 above are at
odds with each other. If we attempt
to accommodate private car usage
by allowing enough parking to
meet unrestricted demand (O1), we
encourage private car usage, making
it impossible to reduce reliance on it
(O2).
The most effective way that Council
can minimise the reliance on private
car usage (O2) is by regulating car
parking instead of accommodating
it, as many European cities have been
doing for decades.
Removing existing on-street parking,
or charging market prices for it, would
be very unpopular as it is a privilege
that vehicle-owning residents have
come to expect. It is politically
much easier to prevent new parking
from being created as part of new
developments (except in exceptional
circumstances), and to prevent
spillover onto surrounding streets
(through a robust on-street parking
management system and associated
parking permit scheme). By reducing
the amount of off-street parking
in new developments, their cost is
also significantly reduced, thereby
making housing and floorspace more
affordable.
There is already a large market for carfree development in North Sydney.
22% of apartment households (which
will make up the majority of new
development) do not own a vehicle,
yet the current draft DCP prescribes
between 1 and 1.5 off-street parking
spaces for every new apartment
dwelling, while stating that “car
parking provision significantly below
maximum rates specified ... will
generally not be supported”.
The draft LEP and DCP do not allow
for strategic assessment of traffic
impact from parking created in
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multiple new developments. Traffic
impact is assessed on a DA-by-DA
basis, meaning that the cumulative
impact of multiple developments is
never considered.
It is evident that an overall reduction
in off-street parking rates and linking
the provision of off-street parking
to proximity to public transport
would be an effective means of
encouraging sustainable transport
modes. A concept parking areas map
has been developed (Appendix C)
which differentiates between areas
with good access to public transport
and those areas without good access.
Those areas with good access to
public transport would have more
restrictive parking rates. However,
given the potential displacement
of parking into the street this
type of initiative needs to occur in
conjunction with a review of Council’s
on-street parking management
system and resident parking permit
scheme.

Recommendations
• Engage an independent transport
planning consultant to conduct a
review of Council’s parking policies,
to consider:
• Maximum off-street parking rates
in new residential and nonresidential developments that
are dependent on proximity to
public transport and services
• Minimum rates for off-street
carshare spaces in new
residential and non-residential
developments
• Additional measures to
prevent users/residents of new
developments parking on-street
• Additional measures to warn
prospective residents about
parking arrangements/
restrictions

• More efficient allocation and
management of off-street
parking
-	Recommendations of Council’s
Traffic Engineer in the ‘Parking
in Mixed Use Areas’ report
(8/7/10)
- Parkshare schemes (eg. Divvy)
• Possible improvements to
resident parking permit scheme
• Feasibility of area-based
reductions in parking rates in
areas with good access to public
transport or where the road
network is already congested.
• Allow off-street parking provision
below the maximum rates in new
residential and non-residential
developments

Street connectivity
Best-practice criteria
Areas that are dense and mixed-use
can exist without linkages between
uses. An interconnected street
network is needed to allow people
to move efficiently between activities
and decrease travel distance. Streets
need to be designed for cyclists,
walkers and road based public
transport and should be designed to
emphasize connectivity (Schmitz &
Scully 2006). Areas designed around
grids with a limited number of large
streets have higher modal shares
of walking and cycling (Radbone &
Hamnett 2003). Ewing and Cervero
(2010) found that street network
design was more related to public
transport use than density, though
less than proximity to transit. Large
blocks encourage driving; these can
be retrofitted by adding pedestrian
or cycle routes through large blocks,
or pedestrian arcades through
commercial centres.
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Discussion:
1. How does North Sydney compare with best practice?
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The table below shows that North Sydney’s draft LEP and DCP are consistent with current best practice with respect to
provisions for streetscape connectivity.

table 14: North Sydney draft LEP/DCP streetscape provisions

Consistent
with best
practice?

Through-site pedestrian links (commercial & mixed use)

Y

Draft DCP
Section 2

Y

Draft DCP
Section 2

O1 To increase pedestrian permeability through commercial and mixed use centres.

Reference

O2 To increase linkages to facilities, outdoor spaces and public transport,
O3 To provide safe and usable pedestrian spaces,
O4 To increase the amenity for pedestrians
P1 Provide linkages through sites to other streets and laneways as identified in the
character statement (refer to Part C) applying to the site or where enhancing
pedestrian movement to public transport infrastructure.
P2 Provide linkages to facilities, outdoor spaces and public transport.
P3 Provide public access through pedestrian links from 6am to 10pm daily.
P4 Pedestrian links must be lined with active uses along at least one side of the link to
engage pedestrians.
P5 Pedestrian links must be a minimum of 6m in width that is free from obstructions.
P6 Escalators must be provided within the link where there is a substantial change in
level.
P7 The number of pedestrian entries to the link is maximised.
P8 The extent of natural light to the link should be maximised where possible.
P9 Signage must be provided at the entry to the linkage, indicating public accessibility
and the street to which the connection links.
P10 Opportunities for integration of public art installations within the link are to be
maximised.
P11 The linkage is to be designed to positively respond to the “safer by design” principles.
Podiums
O2 To ensure that laneways are integfrated into pedestrian network.
O3 To ensure that laneways are safe and comfortable for pedestrians.

Recommendations
• None – existing provisions are
adequate or meet best practice.

Streetscape micro-design
Best-practice criteria
Saelens et al (2003) found that in
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the US approximately 83% of all
trips are short, for purposes other
than work, and occur relatively close
to home. These trips are within
walking or cycling distance. The
built environment can be changed
to make the trips more attractive

and safer from crime, traffic and
weather. Streets should be designed
to be easily navigable and have wellmaintained foot and cycle paths and
facilities (Cao et al 2009). There is a
myriad of ways in which these can
be achieved, but no studies have

PORT

been undertaken with evidence of
which methods have the biggest
effect on travel behaviour. Pedestrian
infrastructure has little evaluation,
though one study found higher
pedestrian rates in commercial
centres due to pedestrian facilities,
when density and land use were
controlled (Saelens et al 2003).
Streetscapes should be designed to
“enhance experience, foster lingering,
gathering and purchasing” (Schmitz &
Scully 2006). Streetscapes need
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a human scale; large uninterrupted
streetscapes designed for cars are
uninteresting and encourage driving,
whereas appealing streetscapes help
define places as destinations.

Footpath design - Well-designed
footpaths encourage a place to be
experienced on foot. Good continuity
leads to higher rates of walking and
cycling (Saelens et al 2003). Footpaths
should be accessible to all by being
designed with the least mobile
residents in mind. They should be

well lit, and on both sides of the
street. Shared footpaths must be
larger than pedestrian footpaths
and be well marked on signs and
the ground so both bike riders and
pedestrians are aware. Where possible
bicycles and pedestrians should be
separated.
Footpaths are made up of the street
furniture zone (or often planting
zone in residential areas), pedestrian
through zone and frontage zone,
which includes outdoor dining in
commercial zones (see Figure 2a).

figure 2: a) Sections of sidewalk corridor, b) Furniture zone, c) Two ramps design, d) Curb
radius, e) Refuge islands, f) Curb extensions Source: City of Portland (1998)
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Street furniture/planting zone -

Street frontage - In retail and

Furniture zones or planting strips
should be alongside footpaths, and
provide seating and shade (see
Figure 5b). These zones increase
safety by encouraging crossing at
designated spots, helping drivers
identify when pedestrians will cross
and spotting driveways. They can
reduce problems at driveways for
people in wheelchairs, absorb runoff,
improve air quality and provide space
for utilities and seating that does not
interrupt walking.

commercial areas storefronts should
be oriented to the street. This defines
the area, encloses and frames streets.
Garages and loading zones should
be out of sight and parking should
not be located in front of buildings. In
residential areas, front doors, windows
and porches should face the street.
This increases the perception of
safety, as there are more ‘eyes on the
street’.

Footpath width - Schmitz & Scully
(2006) recommend footpaths should
be at least 1.5m wide so that two
people can walk comfortably side
by side and another may pass. This
should be significantly increased in
areas of high pedestrian traffic.

Street lighting - Lighting should
make people feel safe walking and
cycling at night. Light poles at a
human scale in retail and commercial
areas can make people feel safer
and humanise the streetscape, while
minimising light pollution.
Shade and shelter - Shade and
shelter on footpaths reduce the
influence of the weather on
behaviour. Trees provide pleasant
shade, particularly deciduous trees
that allow sunlight in winter months.
Shelter from weather should be
considered so that in high density
areas people can walk from one
destination to another with a
reasonable amount of shelter from
the rain. This can be achieved with
requirements for overhangs or
awnings at the fronts of buildings.
When there is outdoor dining, there
should be adequate space to pass
diners while undercover.
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Architectural guidelines Architectural guidelines create the
feel of a street. Qualities should be
controlled to create a unified but
interesting street, with a certain
amount of messiness to create
authenticity and interest (Schmitz
& Scully 2006). Height, massing and
setbacks should be controlled to
create the right scale that increases
walkability, and reduce wind tunnel
effect. One option is to have taller
buildings at corners. Storefronts and
signage need to be varied and to
evolve over time. Landscaping should
be unified; trees should be used to
enclose any overly wide streets.

Lively character - Blank street
fronts should be eliminated, and
spaces used for pedestrian activities.
Sidewalk cafes and small retail can
create a lively street, though should
be allocated space within the
frontage zone so as to not block the
footpath for pedestrians.
Public spaces and destinations The more desirable a destination, the
further someone is willing to walk or
cycle to get there (Kent et al 2011).
Creating iconic public spaces allows
people to linger in an area, creates
places for meeting up and spending
time outdoors. Well-designed public
spaces create destinations, increase

the quality of the area and increase
walkability. Designs should “reinforce
the sense of place and local identity”
(City of Sydney 2010).

Pedestrian safety - The safety
of pedestrians can be increased
particularly at crossings and corners,
by tightening the curb radius to
shorten the crossing distance. There
should be two ramps at crossings
to increase pedestrian visibility of
oncoming cars, as they approach
from the side rather than the rear.
Medians and curb extensions provide
security for pedestrians and shorten
the distance required for the crossing
(see Figure 5c-f).
All these attributes make suburbs
‘walkable’. Walking to work and
for errands is more likely in highly
walkable areas (Saelens et al 2003).
Walking for recreation does not differ
between high and low walkable
suburbs, but is more influenced
by public open space, safety and
aesthetics (Owen et al 2004).
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Discussion:
1. How have local authorities in NSW, other States and Territories and overseas incorporated streetscape
micro-design objectives into planning processes?
The City of Portland (1998) Pedestrian Design Guide recommends that in pedestrian districts, particularly on arterial
roads the pedestrian through zone should be 2.5m wide, and 1.9m wide for city walkways, and both should have a 1.2m
furniture zone (Figure 3).

figure 3: Best practice widths for sidewalks and furniture zones. Source: City of Portland (1998)
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City of Sydney’s design code (Figures 4 & 5) recommends a 2m pedestrian zone in general city streets, with a 2.8m
bike lane and a 1.5m furniture zone. They recommend a smaller furniture zone for arterial roads of 1m, with no set
recommendation for the pedestrian zone.

figure 4: General streets – for example city centres, village centres and local areas. Source: City of Sydney (2010)
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figure 5: Arterial roads – Main city thoroughfares and local streets with high traffic. Source: City of Sydney (2010)
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The table below shows that North Sydney’s Draft LEP and DCP are consistent with current best practice with respect to
provisions for streetscape micro-design.
table 15: North Sydney draft LEP/DCP streetscape micro-design
provisions

Consistent
with best
practice?

Streetscape (residential, commercial & mixed use)

Y

Draft DCP
Sections 1,
2&3

Y

Draft DCP
Sections 1
&3

Y

Draft DCP
Section 2

Y

Draft DCP
Section 2

Y

Draft DCP
Sections 2
&3

Y

Draft DCP
Sections 2
&3

Y

Draft DCP
Section 2

Y

Draft DCP
Section 2

Y

Draft DCP
Section 2

O1 To ensure that footpaths, kerb and guttering and street trees contribute to a
consistent streetscape.

Reference

O2 To promote the creation of lively and active street and laneway frontages.
O3 To create visual interest in the built form.
O4 To create a feeling of safety both by day and night.
Laneways (residential, commercial & mixed use)
O1 To ensure that laneways are functional, attractive, safe and comfortable places for use
by residents as part of their public space and pedestrian network.
Diversity of activities, facilities, opportunities and services (mixed use)
O2 To ensure that streets are appropriately activated to encourage pedestrian use.
Wind Speed (commercial & mixed use)
O1 To ensure pedestrian comfort is not adversely affected by wind when walking along
public streets or sitting down in public spaces.
Reflectivity (commercial & mixed use)
O1 To minimise the impacts by reflected light and solar reflectivity from buildings on
pedestrians and motorists.
Artificial illumination (commercial & mixed use)
O1 To minimise the impact of artificial illumination on the amenity of residents and
pedestrians.
O2 To provide a safe urban environment without adverse affects on surrounding
development or the public domain.
Awnings (commercial & mixed use)
O1 To provide adequate weather protection for people using streets and other public
spaces.
Solar access (commercial & mixed use)
O1 To ensure that solar access is maintained to Special Areas, open spaces and publicly
accessible outdoor places.
O3 To avoid the creation of long solid masses of development which prevent the
penetration of daylight and/or sunlight through to pedestrian levels and to northern
and eastern facades of buildings.
Setbacks (commercial & mixed use)
O1 To enable a reduction in the impact of scale.
O2 To ensure adequate ventilation, solar access, privacy, view sharing and a reduction of
adverse wind effects.
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table 15: North Sydney draft LEP/DCP streetscape micro-design
provisions

Consistent
with best
practice?

Podiums (commercial & mixed use)

Y

Draft DCP
Section 2

Y

Draft DCP
Section 2

Y

Draft DCP
Section 2

Y

Draft DCP
Section 2

Y

Draft DCP
Section 2

Y

Draft DCP
Section 2

Y

Draft DCP
Section 3

Y

Draft DCP
Section 8

Y

Draft DCP
Section 8

Y

Draft DCP
Section 8

O2 To ensure that laneways are integrated into pedestrian network.

Reference

O3 To ensure that laneways are safe and comfortable for pedestrians.
Building design (commercial & mixed use)
P10 Buildings should incorporate architectural detailing and ornamentation which
provides a rich visual reference for pedestrians.
Public spaces and facilities (commercial & mixed use)
O1 To ensure that buildings contribute to external and internal public spaces and facilities
nearby and inclusion of these areas as part of the public domain.
O2 To ensure that buildings interact with and contribute positively to their surroundings
at street level.
O3 To ensure that buildings contribute to diversity, vitality, social engagement and “a
sense of place”.
Illumination (commercial & mixed use)
O1 To ensure the safety of pedestrians in the public domain after dusk.
Street furniture, landscaping works, utilities and equipment (commercial & mixed use)
O1 To ensure that street furniture, landscaping works, utilities and equipment positively
contribute to the community’s enjoyment of the public domain, but does not impede
pedestrian movement and safety or reduce visual quality.
Paving (commercial & mixed use)
O1 To ensure pedestrian surfaces are safe for all users.
O2 To ensure that pedestrian routes are clearly identified.
O3 To ensure that paving is constructed from materials that provide consistency and
continuity of streetscape.
Safety and security (non-residential)
O1 To ensure that a high level of personal safety and security is provided within the
development and public domain.
Location (outdoor dining)
O1 To create opportunity for the enlivening of existing commercial streets, whilst
minimising impacts on residential and pedestrian amenity.
Public transport (outdoor dining)
O1 To ensure that access to and operation of public transport is not compromised.
P1 Outdoor dining and display areas and any associated structures and equipment must
not be located in a manner that interferes with the use of public transport or with
pedestrian or vehicular access thereto.
Lighting (outdoor dining)
O1 To provide a safe and comfortable environment for pedestrians and patrons, whilst
minimising impacts on nearby residents.
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table 15: North Sydney draft LEP/DCP streetscape micro-design
provisions

Consistent
with best
practice?

Layout and dimensions (outdoor dining)

Y

Draft DCP
Section 8

Y

Draft DCP
Section 8

Y

Draft DCP
Section 20

Y

Draft DCP
Section 20

Y

Draft DCP
Section 20

O1 To ensure that sufficient space is made available for safe movement of pedestrians
during the use of the footpath for outdoor dining or the display of goods.
Furniture and equipment (outdoor dining)
O2 To ensure the safety and amenity of both patrons using outdoor dining and goods
display areas, and pedestrians and drivers passing by.
ROADS
P3	New road infrastructure should be safe for pedestrians, cyclists and vehicles. Council
supports the concept of shared zones where appropriate (Special design criteria and
RTA approval applies in these cases).
FOOTPATHS
O1 To ensure that footpaths are designed and constructed in accordance with Council
standards, compliments surrounding streetscape and reflects heritage and
conservation values.

Reference

O2 Ensure that footpaths provide a safe walking environment for all pedestrians and
enhance visual amenity.
O3 Provide equal access opportunity that does not discriminate against the disabled.
O4	Minimise disturbance to existing road infrastructure, public utility services and
adjoining property from provision of footpath.
PERMITTED ENCROACHMENTS
O5 The objectives of this sub-section are to ensure encroachments from private property
onto the public property are safe for pedestrians and vehicular traffic, designed and
constructed to Council’s expectations and conserve the desirable characteristics of an
area.
Streetscapes should be consistent,
lively and active, create visual interest
and a feeling of safety. Outdoor
dining area must not interfere with
public transport use or access, or
pedestrian amenity. The setbacks
from the curb range from 1.2m for
low pedestrian traffic and low traffic
risk, to 3m for high pedestrian traffic
and high traffic risk (DCP Table B-8.1).
Setback from furniture or planting
zone only needs to 900mm from
trees, bins, bicycle hoops or bus
shelters and 500mm from the back of
street furniture.
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Front doors and at least one window
should be oriented to the street,
and blank walls at street level should
be avoided. Architectural detailing
should create a sense of place
and buildings interact with public
spaces. Building setbacks should give
consideration to existing setbacks
to create a unified streetscape.
Continuous awnings must be
provided on street fronts activated
with ground floor uses.
Other provisions include minimising
wind problems with setbacks and

massing of buildings. Reflectivity
should be minimised by using
non-reflective materials and having
sun shield on glazed areas. Spaces
between taller buildings should
allow sun to pedestrian areas, and
should not overshadow public space
between 11.30am and 2.30pm.

Recommendations
• None – existing provisions are
adequate or meet best practice.
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End of trip facilities
Best-practice criteria

Bicycle theft and a lack of end-of-trip facilities is a deterrent to cycling. Workplaces should provide adequate secure
bicycle parking, showers and clothes lockers. Showers should be located so they can be accessed from the parking area
before entering the office space so as to make the transition the most comfortable.
In addition some workplaces provide pumps, tools and clothes irons.

Discussion:
1. How have local authorities in NSW, other States and Territories and overseas incorporated objectives for end
of trip facilities into planning processes?
The City of Sydney is often acknowledged as having robust and appropriately detailed DCP provisions for end of trip
facilities. Section 3.11.3 from the recently adopted DCP 2012 contains the following requirements:
(1) All development is to provide on-site bike parking designed in accordance with the relevant Australian Standards for
the design criteria of bike parking facilities.
(2) Bike parking spaces for new developments are to be provided in accordance with the rates set out in Table 3.5 Onsite bike parking rates, except where:
(a) an apartment in a residential building has a basement storage area on title that is large enough to
accommodate a bike and is no smaller than a Class 1 bike locker, then additional bike parking for that apartment
is not required; and
(b) a proposed use is not included in Table 3.5 On-site bike parking rates, an applicant is to provide bike facilities
to accommodate Council’s mode share target for trips by bike as described in the Cycle Startegy and Action Plan
2007-2017.
On-site bike parking rates from Table 3.5 of CoS DCP 2012
Proposed use

Residents/Employees

Customer/Visitors

1 per dwelling

1 per 10 dwellings

Hotel or motel accommodation or
serviced apartment

1 per 4 staff

1 per 20 rooms

Backpackers Accommodation

1 per 4 staff

1 per 10 beds

Office premises or business premises

1 per 150sqm GFA

1 per 400sqm GFA

Bulky goods premises

1 per 600sqm GFA

1 per 1,000sqm GFA

Shop, Restaurant or cafe

1 per 25sqm area

2 plus 1 per 100sqm over 100sqm GFA

Shopping Centres

1 per 200sqm sales GFA

1 per 300sqm sales GFA

Pub

1 per 100sqm GFA

1 per 100sqm GFA

Residential
Residential
accommodation
Tourist and Visitor Accommodation

Commercial

Entertainment facility

Greater of 1 per 15 seats or 1 per
40sqm GFA

Place of public worship

Greater of 1 per 15 seats or 1 per
40sqm GFA
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Industry
Industry or warehouse or distribution
centre

1 per 10 staff

Community
Child care centre

1 per 10 staff

2 per centre

Medical centre, Health Consulting
rooms

1 per 5 practitioners/professionals

1 per 200sqm GFA

Tertiary educational institution

1 per 10 staff and 1 per 10 students

Swimming pool

1 per 10 staff

2 per 20sqm of pool area

Library

1 per 10 staff

2 plus 1 per 200sqm GFA

Art gallery or museum

1 per 1000sqm GFA

1 per 200sqm

(3) Secure bike parking facilities are to be provided in accordance with the following:
(a) Class 1 bike lockers for occupants of residential buildings;
(b) Class 2 bike facilities for staff/employees of any land use; and
(c) Class 3 bike rails for visitors of any land use.
(4) Where bike parking for tenants is provided in a basement, it is to be located:
(a) on the uppermost level of the basement;
(b) close to entry/exit points; and
c) subject to security camera surveillance where such security systems exist.
(5) A safe path of travel from bike parking areas to entry/exit points is to be marked.
(6) Access to bike parking areas are to be:
(a) a minimum of 1.8m wide to allow a pedestrian and a person on a bike to pass each other and may be shared
with vehicles within buildings and at entries to buildings);
(b) accessible via a ramp;
(c) clearly identified by signage; and
(d) accessible via appropriate security or intercom systems.
(7) Bike parking for visitors is to be provided in an accessible on-grade location near a major public entrance to the
development and is to be signposted.
(8) For non-residential uses, the following facilities for bike parking are to be provided at the following rates:
(a) 1 personal locker for each bike parking space;
(b) 1 shower and change cubicle for up to 10 bike parking spaces;
(c) 2 shower and change cubicles for 11 to 20 or more bike parking spaces are provided;
(d) 2 additional showers and cubicles for each additional 20 bike parking spaces or part thereof;
(e) showers and change facilities may be provided in the form of shower and change cubicles in a unisex area in
both female and male change rooms; and
(f) locker, change room and shower facilities are to be located close to the bike parking area, entry and exit points
and within an area of security camera surveillance where there are such building security systems.
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Table 16 contains examples of provisions from other local authorities in Australia and overseas that seek to encourage the
provision of end of trip facilities:
table 16: end of trip initiatives
Local authority
Antwerp
(Belgium)

Provisions

Reference

• Bicycle parking minimums:

Kodransky &
Hermann (2011)

-	Residential 2 spaces per dwelling
- Offices 1 space per 100m2
- Shops 4 spaces per 100m2

Marrickville

• Bicycle parking should be located to have priority over car parking with
regard to access to building entrances and lifts, and be clearly marked
and easily accessible, have good surveillance, provide a means of securely
locking bicycle frames and wheels and should not create a hazard for
pedestrians, motorists or cyclists.

DCP 2.10.12 C17

Parramatta

• All bicycle parking should be located in a safe and secure location that is
under cover and convenient for users.

DCP 3.6.2 C.6

Aberdeenshire
(Scotland)

• Cycle parking should be located closer to a building’s entrance than car
parking, and be sited in locations that are:

Car Parking
Standards 9.3

a) Conveniently located;
b) Secure;
c) Easy to use;
d) Adequately lit;
e) In clear view of passersby;
f) Well signed and, preferably,
g) Sheltered.
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The table below shows that North Sydney’s Draft LEP and DCP are not consistent with current best practice with respect
to provisions for end of trip facilities.

table 17: North Sydney draft LEP/DCP end of trip provisions

Consistent
with best
practice?

Bicycle Parking

N

Draft DCP
Sections 2
& 10

N

Draft DCP
Sections 2

O1 To encourage the use of bicycles as an environmentally beneficial form of transport
and an alternative to the use of private motor vehicles.

Reference

P1 Provide on-site, secure bicycle parking spaces and storage in accordance with the
minimum rates specified in Table B-10.4.
TABLE B - 10.4: Minimum Bicycle Parking Rates
Development Type
Residential

Rate

Residential flat buildings 1 bicyclce locker / 3 dwellings+
Shop top housing

1 visitor rail / 12 dwellings or part
thereof

Boarding houses

1 bicycle locker / 5 boarding rooms

Commercial premises
Industrial premises
Other

1 bicycle locker / 600m2 of GFA
1 visitor rail / 2.500m2 of GFA
On merit

P2 Design bicycle parking and storage facilities in accordance with AS 2890.3.
P3	Locate private bicycle storage within basement parking levels of the building where
provided.
Maximise use of public transport (commercial & mixed use)
P6 Provide showers for use by cyclists and people that walk to work.

Stipulating bicycle lockers is arguably
too prescriptive. Medium security
(Class 2) facilities e.g. communal
locked compounds are more spaceefficient. Low security (Class 3)
facilities, e.g. bike rails or wall rails,
might be adequate if located in a
secure area.

cycling links to (but not yet within
or through) the LGA. The Sydney
Harbour Bridge cycleway is the
busiest in Sydney with traffic growing
at 18% per annum. The completion of
HarbourLink will result in a significant
increase in bicycle transport mode
share.

North Sydney is a major employment
centre with limited commuter
car parking. There are excellent

Community feedback indicates that a
lack of adequate end of trip facilities
in North Sydney workplaces is a
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major barrier to increased cycling.
New developments should include
sufficient end of trip facilities to cater
for both current and future demand.
Recommendations
• Adopt City of Sydney’s DCP
provisions for end of trip facilities.
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Green travel plans

Best practice criteria
Green Travel Plans are a site-specific plan which provides details to visitors/workers on how to access that site by walking,
cycling or public transport and form a key action in the Metropolitan Plan for Sydney 2036. Green Travel Plans encourage
people to consider alternate means to accessing a site rather than by private motor vehicle.

Discussion:
1. How have local authorities in NSW, other States and Territories and overseas incorporated green travel plan objectives
into planning processes?
table 18: green travel plan initiatives
Local authority

Provisions

Reference

Parramatta

A Travel Plan must include:

DCP 3.6.1 P.2

1. Targets – This typically includes the reduction of single occupant car trips
to the site for the journey to work and the reduction of business travel
particularly single occupant car trips.
2. Travel data – An initial estimate of the number of trips to the site by mode
is required. Travel Plans require an annual travel survey to estimate the change
in travel behaviour to and from the site and a review of the measures.
3.	Measures – a list of specific tools or actions to achieve the target.
City of Sydney

(2) The stage 1 development application and applications for subdivision
DCP (Harold
are to include a site wide ‘Green Travel Plan’ to outline initiatives for
Park) 2011
walking, cycling and the use of public transport. The Green Travel Plan
should address different transport needs and patterns for residential and
non-residential uses. Where relevant, initiatives are to be implemented prior
to the issue of an Occupation Certificate.
(3) All development applications are to include a ‘Transport Access Guide’,
and a strategy for its future availability to residents, employees and
visitors, unless the proposed development is for:
a) individual dwelling houses;
b) a residential development of fewer than 25 new dwellings;
c) a non-residential developments less than 1,000m2 GFA; or
d) a business employing fewer than 10 people at any given time.
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The table below shows that North Sydney’s Draft LEP and DCP are consistent with current best practice for green travel
plan provisions.
table 19: North Sydney draft LEP/DCP green travel plan
initiatives

Consistent
with best
practice?

Green Travel Plans

Y

Green Travel Plans (GTP) are a site-specific plan which provides details to visitors/ workers
on how to access that site by walking, cycling or public transport. The plan encourages
people to consider alternate means to accessing the site rather than by private motor
vehicle.
O1 To encourage employees within an organisation to make greater use of public
transport, cycling, walking and car sharing for commuting and work related journeys.
P1	Green Travel Plans must be submitted with all development applications that involve:
(a)	New, or redevelopment of, educational establishments which result in the total
number of students exceeding 100 persons.
(b)	New, or redevelopment of, non-residential developments which result in the
total floor space of the development exceeding 2,000m2 (approximately 100
employees in an office development).
P2 Components/strategies of a Green Travel Plan will likely vary according to the nature of
the proposed development and may incorporate:
(a)	Identification and promotion of public transport options to access the site (for
example, on a website and /or business cards);
(b) Preparation of a Transport Access Guide (TAG) for the site.
(c) Implementation of a car pool system for employees;
(d) Introduce staff car sharing scheme for fleet vehicles;
(e) Use taxis or public transport for work related journeys;
(f) Provide priority parking for staff who car pool with more than 2 passengers;
(g) Encouragement of cycling and walking to the workplace through generous
provision of bicycle parking, showers and lockers;
(h)	Incentive schemes to encourage employees to commute using sustainable
transport modes (such as the provisions of public transport vouchers/subsidised
public transport tickets);
(i) Allocation of designated parking spaces for a car sharing scheme;
(j) Prominent display of a large map of cycling routes (i.e. in the foyer of a residential
complex);
(k) Provide staff with cycling allowances, loans and insurance together with bicycle
storage and showering and changing facilities;
(l) Provision of a bus to pick up and drop off staff to the nearest railway station.
(m) The undertakings made in the submitted GTP will be included under the terms of
any development consent
P3 At Council’s discretion, requirements for on site car parking may be reduced on the
basis of a written agreement between Council and the owner/ occupiers for the
implementation of a Green Travel Plan.
P4 The undertakings made in a Green Travel Plan submitted with a development
application may be included as conditions to any development consent.
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Reference
Draft DCP
Section 10.6
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Given North Sydney’s density, access
to public transport and walking and
cycling networks, there is significant
potential to increase mode share for
sustainable transport options across
all trip generators. GTPs can help
to achieve this provided that their
initiatives are acted upon.

Recommendations
• None – existing provisions are
adequate or meet best practice.
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Car share
Best-practice criteria
Car sharing should be encouraged
because it helps to make driving
the exception rather than the rule.
With car ownership most of the
costs are fixed, and the per-kilometre
cost is relatively small. So once a
car is purchased there is a financial
incentive to use it instead of other
modes. With car sharing the fixed

costs are low, while the per-kilometre
cost is relatively high, helping to make
other modes more attractive.
Car sharing also reduces the space/
land needed for parking. It results
in a more efficient use of the
natural resources used for vehicle
construction and maintenance (the
average private car is not used 90% of
its lifetime).

Discussion:
1. How have local authorities in NSW, other States and Territories and overseas incorporated car share
objectives into planning processes?
table 20: car share initiatives
Local authority

Provisions

Reference

City of Sydney

• The minimum number of on-site parking spaces to be made available for
car share scheme vehicles varies from 1 per 30 car spaces to 1 per 90 car
spaces, depending on development type.

DCP 2.15.2 (2)

Parramatta

• Car share parking space is to be provided for any residential development
containing more than 50 residential units (or any business development
with a floor space of 5,000 square metres or above) that is within a 800m
radial catchment of a railway station or 400m radial catchment of a bus
stop with a service frequency of an average of 15 minutes or less during
the morning peak (7am - 9am) in either direction.

DCP 3.6.1.C1

2. How does North Sydney compare with best practice?
The table below shows that North Sydney’s Draft LEP and DCP are not consistent with current best practice for car share
provisions.

table 21: North Sydney draft LEP/DCP car share provisions

Consistent
with best
practice?

Car Share Schemes

N

O1 To minimise the impact on the safety and efficiency of existing roads

Reference
Draft DCP
Section 10

P1 Council may consider the provision of car share parking in residential, mixed use and
commercial developments but only if:
(a) The number of car share parking spaces provided does not replace more than
25% of the total off-street parking requirement if those care share space had not
been provided, excluding any residential visitor parking spaces; and
(b) Each car share space does not replace less than 3 or more than 4 residential and/
or non-residential parking spaces.
Note: The installation of car share parking to replace general off-street parking is
optional and at the discretion of the developer..
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Unlike the City of Sydney, the draft
DCP does not require car share to be
provided once a development is of a
particular size.
The draft DCP allows up to 25% of
a development’s off-street parking
requirement to be replaced by a
smaller number car share spaces
(with each car share space replacing
between 3 and 4 private spaces). It is
up to the developer as to whether car
share is provided or not.
Recommendations
• Initiatives to increase the
provision of car share should be
investigated

Stages 2 & 3 –
Conclusion
Stage 2 involved researching
how other local authorities both
in Australia and overseas have
incorporated travel demand and
sustainable transport objectives into
planning documents. This was done
to identify best practice planning
provisions and processes.

Travel demand management
Initiatives used by local authorities to
reduce travel demand are identified
below.
Density and land use mix - To
encourage higher density and
mixed development with the related
positive effect on transport patterns,
best practice authorities aim to
integrate strategic land use and
transport planning.
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Affordable Housing - Affordable
housing strategies in other local
authorities aim to allow people to
live closer to their workplace thus
reducing commuting distances. City
of Sydney’s Green Square Affordable
Housing DCP requires that 3% of
residential floorspace and 1% of nonresidential floorspace be allocated to
affordable housing.

Facilitating and encouraging
sustainable transport modes
Parking availability - Removing
existing on-street parking has proven
difficult the world over. For this reason
best practice initiatives have tended
to involve reducing the amount of
new parking being created as part of
new developments. Spillover effects
have been managed through the use
of on-street parking management
systems and parking permit schemes.
City of Sydney allow car parking
below the maximum rate, while
the London Borough of Islington
in UK has a maximum of 0.5 spaces
per dwelling and has a Car-Free
Housing policy which encourages
development with no off-street
parking in areas with access to public
transport.
Best practice jurisdictions from
overseas allow for strategic
assessment of traffic impact from
parking created in multiple new
developments. This ensures that
cumulative impacts of multiple
developments are considered at DA
stage.

Walking - Many local authorities aim
to promote walking as an alternative
means of transport to destinations
and/or public transport stops through
providing neighbourhoods that
are amenable, well lit and safe. For
example, the City of Sydney draft
LEP and DCP includes provisions for
ensuring that new developments
provide direct walking routes that
connect with the existing/planned
walking network, where appropriate.
Cycling - Some local authorities aim
to encourage cycling by providing
a network of safe, amenable cycle
routes, and end-of-trip facilities
(parking, changing rooms/showers).
For example, the City of Sydney draft
LEP and DCP include provisions for
ensuring that new developments
provide cycling routes that connect
with the existing/planned bicycle
network, where appropriate. The City
of Sydney draft DCP has provisions
similar to those advocated by the
Australian Bicycle Council.
Car share - Car sharing has been
promoted by some authorities
because it helps to make driving
the exception rather than the rule.
With car ownership most of the
costs are fixed, and the per-kilometre
cost is relatively small. So once a
car is purchased there is a financial
incentive to use it instead of other
modes. With car sharing the fixed
costs are low, while the per-kilometre
cost is relatively high, helping to make
other modes more attractive.
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O r g a n isat i o na l best pr act i ce fo r i n te g r at i n g
l a n d use a n d t r a nspo r t pl a n n i n g

In researching this project it
was noted that approaches to
transport and land use planning
vary significantly between local
authorities.

integrated land use and transport
strategy include Hornsby, Ryde,
Penrith, Maitland, City of Melbourne
(Vic), Hume (Vic), Manningham (Vic)
and Banbury (WA).

Vuchic (1999) defines four levels of
transport planning:

North Sydney

Level 1: City-Transport
Relationship
• Coordination between the
transport system and the city,
its physical components and all
other functions such as economy,
housing, social conditions etc.
Level 2: Multimodal Coordinated
System
• Incorporates streets and
freeways, different public
transport modes, pedestrian
zones etc.
Level 3: Single Mode Network or
System
• e.g. Street network, bicycle
network, train, bus or regional rail
network
Level 4: Individual Facilities
• e.g. a boulevard, intersection,
pedestrian area, bus route, public
transport stop
All levels are critical for transport
system efficiency as well as a city’s
liveability and sustainability.
Best-practice examples
Councils in other urban growth areas
in Australia employ specialist strategic
transport planners within their
planning departments, for example
City of Sydney, Leichardt, Marrickville,
Moreland (Vic), Brisbane (Qld), Ipswich
(Qld) and Sunshine Coast (Qld).
Councils that have developed an

Within North Sydney’s current
organisational structure there is no
specific transport planning role. There
is a Traffic Planning Manager whose
main focus is the management of
roads and parking to accommodate
private vehicle use (Level 4 above),
and a Sustainable Transport
Coordinator and Officer who are
able to advise on transport & landuse planning matters. These roles sit
within the Engineering Division, while
land use planning is the responsibility
of the Planning Division.

2020 Vision and Delivery Strategy,
for example the Alexander St Car
Park redevelopment.
• There being no strategic or zonal
assessment of the cumulative
traffic impact of multiple DAs.
• Traffic facilities continuing to
be designed without regard
to active transport modes, for
example:
o Bus shelters and signage poles
that obstruct footpaths and
bicycle paths.
o Traffic calming devices and
pedestrian refuges that create
pinch points on bicycle routes.
o	New linemarking that ignores
the recommendations of
Council’s Bike Strategy.

Consequences of not integrating
transport, traffic and land use and
traffic planning in North Sydney
include:
• There being no apparent
consideration of transport and
travel demand management in
Council’s land use plans (LEP and
Public Domain Strategy).
• The Draft DCP having numerous
provisions (and omissions) that
are at odds with the transport
and sustainability objectives of
Council’s 2020 Vision and Delivery
Strategy.
• Council continuing to approve
developments that are at
odds with the transport and
sustainability objectives of its
2020 Vision and Delivery Strategy.
• Council continuing with its
own developments that are at
odds with the transport and
sustainability objectives of its
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1. That Council engage an independent transport planning consultant to conduct a review of Council’s parking policies
and prepare an integrated on-street and off-street parking strategy, which is to consider:
• Feasibility of area-based parking rates determined by access to public transport and services as well as existing
levels of traffic congestion;
• Feasibility of area-based rates for off-street carshare spaces in new residential and non-residential developments;
• Additional measures to prevent users/residents of new developments parking on-street;
• Additional measures to warn prospective residents about parking arrangements/ restrictions;
• More efficient allocation and management of off-street parking:
- Recommendations of Council’s Traffic Engineer in the ‘Parking in Mixed Use Areas’ report (8/7/10);
- Parkshare schemes (eg. Divvy); and
• Possible improvements to resident parking permit scheme.
2. That Council adopt the changes to draft DCP 2012 as outlined in Table 22.
table 22: recommended changes to draft dcp 2012
No.

Action to ensure best
practice

Recommended draft LEP or draft DCP text (if required)

Recommended
draft LEP or
draft DCP
location

1

Amend existing draft DCP
provisions so as to allow
off-street parking provision
below the maximum rates
in new developments that
have good access to public
transport.

For apartments and attached dwellings, on-site car parking
provision significantly below the maximum rates specified in
Table B-10.1 generally will only be considered if the proposed
development has good access to public transport due to the
impact that unmet on-site parking demand may have on
surrounding residential streets.

S.10.2.1(P2)

Amend existing draft DCP
provisions by adopting
City of Sydney’s end of trip
facilities provisions.

Refer to tracked changes in Section 10 of draft DCP2012.

2

42

On-site car parking provision significantly below maximum
S.10.2.1(P9)
rates specified in Tables B-10.2 and B-10.3 generally will only be
considered if the proposed development has good access to
public transport due to the impact that unmet on-site parking
demand may have on surrounding residential streets.
S.10
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A ppe n d i x A – d r aft n o r t h s y d n e y de v elopm en t co n t r o l pl a n 2012

The analysis of the planning documents from other jurisdictions has shown that ‘best practice’ approaches to the regulation of transport generally do the following:
A. Reduce travel demand;
B. Facilitate and encourage sustainable transport modes.
Assessment of draft DCP 2012 provisions against the above best practice criteria is in red.
Transport
Objective/Provision

Draft DCP section
01

02

03

08

10

Best practice
criteria
11

20

A

Comment

B

Parking quantity requirements (general)
O1. To ensure that sufficient car parking is provided on-site to cater for the users of the
development.

X

This ‘predict and provide’ approach is at odds with O2 (below) as it will perpetuate,
rather than minimise, reliance on private car usage.
Especially where a development is close to good public transport and/or car share
pods, on-site parking should be limited in order to minimise additional traffic
generation. If the number of parking spaces in a new development is not sufficient for
a prospective owner/tenant, they will either opt not to move there, or reconsider their
transport options.

O2. To minimise the reliance on private car usage.

X

X

O3. To facilitate the use of public and alternative transport modes including walking and cycling.

X

X

Parking quantity requirements for residential development
P1. Provide on-site car parking, including visitor parking at the maximum rates stated in Table
B-10.1.

X

The rates do not take into account proximity to public transport and/or car share
pods.

P2. For apartments and attached dwellings, on-site car parking provision significantly below
maximum rates specified in Table B-10.1, will generally not be supported due to the impact
that additional vehicle parking may have on surrounding residential streets.

X

Impact on surrounding residential streets can be managed through resident parking
permit schemes, and/or undertakings by occupiers of the new development not to
park a vehicle on-street.

P3. For residential developments containing 4 or more dwellings, a car wash bay is to be provided
within the visitor parking area. The car wash bay may comprise a visitor car space. The wash
bay is to be adequately drained and connected to the sewer line.

X

P4. The use of car spaces is restricted to the occupiers(s) of a development.

X

P5. Designate disabled and visitor car parking spaces as common property.

X

P6. Developments containing adaptable housing must allocate at least one accessible parking
space to each adaptable dwelling.

X

Parking quantity requirements for non-residential development
P7. Provide on-site car parking at the maximum rates specified in Table B-10.2.

X

The rates should take into account proximity to good public transport and/or car
share pods.

P8. For specific non-residential uses, provide on-site car parking at the maximum rates specified in
Table B-10.3.

X

The rates should take into account proximity to good public transport and/or car
share pods.

P9. On-site car parking provision significantly below maximum rates specified in Tables B-10.2 and
B-10.3 will generally not be accepted due to the impact that additional vehicle parking may
have on surrounding residential streets.

X

Impact on surrounding residential streets can be managed through resident parking
permit schemes, and/or undertakings by occupiers of the new development not to
park a vehicle on-street.

P10. Parking within the North Sydney Centre may exceed the requirements in Table B-10.2, but
only where the level of non-residential parking provided does not exceed the number legally
existing on the 28 February 2003.

X
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Transport
Objective/Provision

Draft DCP section
01

02

03

08

10

P11. Council must not grant consent for car parking spaces for entertainment facilities unless
the location and availability of existing public car parking in the vicinity of the proposed
entertainment facility has been considered. Any car parking allowed specifically for the
entertainment facility may, with consent, also be available only for short-stay parking during
the hours of 9.30am to 6pm, but for no other purpose.

X

P12.	In addition to P7 and P8 above, parking for motor cycles must be provided at the minimum
rate of 1 space per 10 cars or part thereof.

X

Best practice
criteria
11

20

A

Comment

B

Car share schemes
O1. To minimise the impact on the safety and efficiency of existing roads

X

X

P1. Council may consider the provision of car share parking in residential, mixed use and
commercial developments but only if:

X

X

(a) The number of car share parking spaces provided does not replace more than 25% of
the total off-street parking requirement if those care share space had not been provided,
excluding any residential visitor parking spaces; and

Car sharing should be encouraged because it helps to make driving the exception
rather than the norm. (With car ownership most of the costs are fixed, and the
per-kilometre cost is relatively small. So once a car is purchased there is a financial
incentive to use it instead of other modes. With car sharing the fixed costs are low,
while the per-kilometre cost is relatively high.)

(b) Each car share space does not replace less than 3 or more than 4 residential and/or nonresidential parking spaces.
Note: The installation of car share parking to replace general off-street parking is optional and
at the discretion of the developer.
LOADING AND SERVICING FACILITIES
O2. To minimise the impacts of loading, deliveries and servicing operations on the safety and
efficiency of the surrounding road system.

X

BICYCLE PARKING
O1. To encourage the use of bicycles as an environmentally beneficial form of transport and an
alternative to the use of private motor vehicles.

X

X

P1. Provide on-site, secure bicycle parking spaces and storage in accordance with the minimum
rates specified in Table B-10.4.

X

X

P2. Design bicycle parking and storage facilities in accordance with AS 2890.3.

X

X

P3.	Locate private bicycle storage within basement parking levels of the building where provided.

X

X

Class 2 facilities such as secure compounds are more space-efficient than lockers and
can provide an acceptable level of security in most situations.
Parking should be as close to the ground floor as possible and close to shower/
changing facilities.
Number of showers needs to be specified.

GREEN TRAVEL PLANS
O1. To encourage employees within an organisation to make greater use of public transport,
cycling, walking and car sharing for commuting and work related journeys.

X

P1.	Green Travel Plans must be submitted with all development applications that involve:

X

(a)	New, or redevelopment of, educational establishments which result in the total number of
students exceeding 100 persons.
(b)	New, or redevelopment of, non-residential developments which result in the total floor
space of the development exceeding 2,000m2 (approximately 100 employees in an office
development).

46

X
X

X
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Transport
Objective/Provision

Draft DCP section
01

02

03

08

10
X

P2. Components/strategies of a Green Travel Plan will likely vary according to the nature of the
proposed development and may incorporate:

Best practice
criteria
11

20

A

B

X

X

Comment

(a)	Identification and promotion of public transport options to access the site (for example, on
a website and /or business cards);
(b) Preparation of a Transport Access Guide (TAG) for the site.
(c) Implementation of a car pool system for employees;
(d) Introduce staff car sharing scheme for fleet vehicles;
(e) Use taxis or public transport for work related journeys;
(f) Provide priority parking for staff who car pool with more than 2 passengers;
(g) Encouragement of cycling and walking to the workplace through generous provision of
bicycle parking, showers and lockers;
(h)	Incentive schemes to encourage employees to commute using sustainable transport
modes (such as the provisions of public transport vouchers/subsidised public transport
tickets);
(i) Allocation of designated parking spaces for a car sharing scheme;
(j) Prominent display of a large map of cycling routes (i.e. in the foyer of a residential complex);
(k) Provide staff with cycling allowances, loans and insurance together with bicycle storage
and showering and changing facilities;
(l) Provision of a bus to pick up and drop off staff to the nearest railway station.
(m) The undertakings made in the submitted GTP will be included under the terms of any
development consent
Note: The strategies listed in P2 above do not comprise an exhaustive list and Council will
consider alternative strategies that reduce the reliance on the use of private motor vehicles.
P3. At Council’s discretion, requirements for on site car parking may be reduced on the basis of a
written agreement between Council and the owner/ occupiers for the implementation of a
Green Travel Plan.

X

P4. The undertakings made in a Green Travel Plan submitted with a development application may
be included as conditions to any development consent.

X

X

X

X

Affordable Housing
O1. To prevent the loss affordable housing within the LGA and displacement of socially
disadvantaged groups.

X

X

Ensuring the availability of affordable housing can help reduce travel demand by
allowing people to live closer to work.

Streetscape
O1. To ensure that footpaths, kerb and guttering and street trees contribute to a consistent
streetscape.

X

X

X

X

Makes walking a more attractive option, including walking to/from public transport.

O2. To promote the creation of lively and active street and laneway frontages.

X

X

Makes walking a more attractive option, including walking to/from public transport.

O3. To create visual interest in the built form.

X

X

Makes walking a more attractive option, including walking to/from public transport.

O4. To create a feeling of safety both by day and night

X

X

Makes walking a more attractive option, including walking to/from public transport.

X

Makes walking a more attractive option, including walking to/from public transport.

Laneways
O1. To ensure that laneways are functional, attractive, safe and comfortable places for use by
residents as part of their public space and pedestrian network.

X

X
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Transport
Objective/Provision

Draft DCP section
01

02

03

08

10

Best practice
criteria
11

20

A

Comment

B

Vehicular Access & Car Parking
O1. To provide adequate on-site car parking for residents.

X

P1. Comply with the parking requirements within Part B: Section 10 – Car Parking and Transport to
this DCP.

X

X

P7/8. The use of car spaces within a development is restricted to the occupiers of that development.

X

Car Parking
O1.	Maintain existing on-site car parking provision for employees and visitors.

X

Diversity of activities, facilities, opportunities and services
O1. To ensure a diversity of activities, facilities, opportunities and services is provided, including
high grade business accommodation, community services, employment, entertainment,
government agencies, health and welfare, recreation and retail.

X

X

Providing a mixture of activities, facilities and services in the one place reduces the
need/demand for travel.

O2. To ensure that streets are appropriately activated to encourage pedestrian use.

X

X

O1. To ensure that developments maximise access to public transport, walking and cycling.

X

X

O2. To try and [sic] achieve a modal split of 60% pubic transport and 30% private car.

X

X

P1.	Locate pick up and drop off points for public transport and taxi ranks as close as possible to
public spaces and activities.

X

P2.	Locate short stay (ten minute) parking spaces within or as close as possible to meeting places.

X

Makes walking a more attractive option, including walking to/from public transport.

Maximise use of public transport

P3.	Limit the amount of long stay commuter parking on site to that which existed at the time of
gazettal of NSLEP 2001 (Amendment No.9 – North Sydney Centre) on the 28 February 2003.

X

P4.	Minimise any non-residential parking on site.

X

X

P5. Bicycle storage facilities are provided in accordance with Part B: Section 10 - Car Parking and
Transport.

X

X

P6. Provide showers for use by cyclists and people that walk to work.

X

X

Number of showers should depend on number of employees. Consideration should
be given to location of showers with respect to location of bicycle parking.

Mixed Residential Population
O1. To provide a mixed residential population in terms of age, gender, household type and size,
education, income and employment, including households with children, households on low
to moderate incomes, households with aged or disabled persons.

X

X

Making it easier/affordable for people to live closer to their places of work/study can
help to reduce travel demand/distances and make walking and cycling more viable.

Clean Air
P2. Discourage use of the private motor car and encourage walking, cycling and use of public
transport.

X

P3. Car parking is provided in accordance with Part B: Section 10 - Car parking and Transport

X

X
The generous parking rates can only help to make air quality worse.

Wind Speed
O1. To ensure pedestrian comfort is not adversely affected by wind when walking along public
streets or sitting down in public spaces.

X

X

Makes walking a more attractive option, including walking to/from public transport.

X

Makes walking a more attractive option, including walking to/from public transport.

Reflectivity
O1. To minimise the impacts by reflected light and solar reflectivity from buildings on pedestrians
and motorists.
Artificial illumination
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X

X
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Transport
Objective/Provision

Draft DCP section
01

08

10

Best practice
criteria
11

20

A

Comment

02

03

B

O1. To minimise the impact of artificial illumination on the amenity of residents and pedestrians.

X

X

X

Makes walking a more attractive option, including walking to/from public transport.

O2. To provide a safe urban environment without adverse affects on surrounding development or
the public domain.

X

X

X

Makes walking a more attractive option, including walking to/from public transport.

X

X

Makes walking a more attractive option, including walking to/from public transport.

X

X

Makes walking a more attractive option, including walking to/from public transport.

X

Makes walking a more attractive option, including walking to/from public transport.

X

X

Makes walking a more attractive option, including walking to/from public transport.

O2. To ensure that laneways are integrated into pedestrian network.

X

X

Makes walking a more attractive option, including walking to/from public transport.

O3. To ensure that laneways are safe and comfortable for pedestrians.

X

X

Makes walking a more attractive option, including walking to/from public transport.

X

X

Makes walking a more attractive option, including walking to/from public transport.

O1. To increase pedestrian permeability through commercial and mixed use centres.

X

X

Makes walking a more attractive option, including walking to/from public transport.

O2. To increase linkages to facilities, outdoor spaces and public transport.

X

X

Makes walking a more attractive option, including walking to/from public transport.

O3. To provide safe and usable pedestrian spaces.

X

X

Makes walking a more attractive option, including walking to/from public transport.

O4. To increase the amenity for pedestrians.

X

X

Makes walking a more attractive option, including walking to/from public transport.

P1. Provide linkages through sites to other streets and laneways as identified in the character
statement (refer to Part C) applying to the site or where enhancing pedestrian movement to
public transport infrastructure.

X

X

Makes walking a more attractive option, including walking to/from public transport.

P2. Provide linkages to facilities, outdoor spaces and public transport.

X

X

Makes walking a more attractive option, including walking to/from public transport.

P3. Provide public access through pedestrian links from 6am to 10pm daily.

X

X

Makes walking a more attractive option, including walking to/from public transport.

P4. Pedestrian links must be lined with active uses along at least one side of the link to engage
pedestrians.

X

X

Makes walking a more attractive option, including walking to/from public transport.

P5. Pedestrian links must be a minimum of 6m in width that is free from obstructions.

X

X

Makes walking a more attractive option, including walking to/from public transport.

P6. Escalators must be provided within the link where there is a substantial change in level.

X

X

Makes walking a more attractive option, including walking to/from public transport.

P7. The number of pedestrian entries to the link is maximised.

X

X

Makes walking a more attractive option, including walking to/from public transport.

P8. The extent of natural light to the link should be maximised where possible.

X

X

Makes walking a more attractive option, including walking to/from public transport.

P9. Signage must be provided at the entry to the linkage, indicating public accessibility and the
street to which the connection links.

X

X

Makes walking a more attractive option, including walking to/from public transport.

P10. Opportunities for integration of public art installations within the link are to be maximised.

X

X

Makes walking a more attractive option, including walking to/from public transport.

P11. The linkage is to be designed to positively respond to the “safer by design” principles.

X

X

Makes walking a more attractive option, including walking to/from public transport.

Awnings
O1. To minimise the impact of artificial illumination on the amenity of residents and pedestrians.
Solar access
O1. To ensure that solar access is maintained to Special Areas, open spaces and publicly accessible
outdoor places.
O3. To avoid the creation of long solid masses of development which prevent the penetration of
daylight and/or sunlight through to pedestrian levels and to northern and eastern facades of
buildings.
Setbacks
O2. To ensure adequate ventilation, solar access, privacy, view sharing and a reduction of adverse
wind effects.
Podiums

Building Design
P10. Buildings should incorporate architectural detailing and ornamentation which provides a rich
visual reference for pedestrians.
Through-site pedestrian links

Public spaces and facilities
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Transport
Objective/Provision

Draft DCP section
01

02

03

08

10

Best practice
criteria
11

20

A

Comment

B

O1. To ensure that buildings contribute to external and internal public spaces and facilities nearby
and inclusion of these areas as part of the public domain.

X

X

Makes walking a more attractive option, including walking to/from public transport.

O2. To ensure that buildings interact with and contribute positively to their surroundings at street
level.

X

X

Makes walking a more attractive option, including walking to/from public transport.

O3. To ensure that buildings contribute to diversity, vitality, social engagement and “a sense of
place”.

X

X

Makes walking a more attractive option, including walking to/from public transport.

X

X

Makes walking a more attractive option, including walking to/from public transport.

X

X

Makes walking a more attractive option, including walking to/from public transport.

O1. To ensure pedestrian surfaces are safe for all users.

X

X

Makes walking a more attractive option, including walking to/from public transport.

O2. To ensure that pedestrian routes are clearly identified.

X

X

Makes walking a more attractive option, including walking to/from public transport.

O3. To ensure that paving is constructed from materials that provide consistency and continuity of
streetscape.

X

X

Makes walking a more attractive option, including walking to/from public transport.

X

Makes walking a more attractive option, including walking to/from public transport.

X

X

Makes walking a more attractive option, including walking to/from public transport.

O1. To ensure that access to and operation of public transport is not compromised.

X

X

Makes walking a more attractive option, including walking to/from public transport.

P1. Outdoor dining and display areas and any associated structures and equipment must not
be located in a manner that interferes with the use of public transport or with pedestrian or
vehicular access thereto.

X

X

Makes walking a more attractive option, including walking to/from public transport.

X

X

Makes walking a more attractive option, including walking to/from public transport.

X

X

Makes walking a more attractive option, including walking to/from public transport.

X

X

Makes walking a more attractive option, including walking to/from public transport.

Illumination
O1. To ensure the safety of pedestrians in the public domain after dusk.
Street furniture, landscaping works, utilities and equipment
O1. To ensure that street furniture, landscaping works, utilities and equipment positively contribute
to the community’s enjoyment of the public domain, but does not impede pedestrian
movement and safety or reduce visual quality.
Paving

Safety and security
O1. To ensure that a high level of personal safety and security is provided within the development
and public domain.

X

Location (of outdoor dining area)
O1. To create opportunity for the enlivening of existing commercial streets, whilst minimising
impacts on residential and pedestrian amenity.
Public transport (and outdoor dining)

Lighting (of outdoor dining)
O1. To provide a safe and comfortable environment for pedestrians and patrons, whilst minimising
impacts on nearby residents.
Layout and dimensions (of outdoor dining)
O1. To ensure that sufficient space is made available for safe movement of pedestrians during the
use of the footpath for outdoor dining or the display of goods.
Furniture and equipment
O2. To ensure the safety and amenity of both patrons using outdoor dining and goods display
areas, and pedestrians and drivers passing by.
traffic management plan
O1. To ensure that a proposed development’s impact on the surrounding arterial and local road
network, identification of transport infrastructure requirements and cost implications are
adequately considered prior to issuing of development consent.
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Transport
Objective/Provision

Draft DCP section
01

02

03

08

10

Best practice
criteria
11

20

A

Comment

B

construction management plan
O1. To ensure that a development approved by Council are [sic] constructed and operated in
such a way that it minimises the impact upon the surrounding road network and the wider
community.

X

Roads
P3.	New road infrastructure should be safe for pedestrians, cyclists and vehicles. Council supports
the concept of shared zones where appropriate (Special design criteria and RTA approval
applies in these cases).

X

Makes walking a more attractive option, including walking to/from public transport.

20.4 vehicular access
O1. To ensure that vehicular access to and from development is simple, safe, direct and enhances
visual amenity.

X

O2. To ensure that vehicular access is designed and constructed in accordance with Council
standards.

X

O3. To ensure minimal impact on existing street parking.

X

O4. To ensure minimal disturbance to existing road infrastructure, public utility services and
adjoining property.

X

X

footpaths
O1. To ensure that footpaths are designed and constructed in accordance with Council standards,
compliments surrounding streetscape and reflects heritage and conservation values.

X

X

Makes walking a more attractive option, including walking to/from public transport.

O2. Ensure that footpaths provide a safe walking environment for all pedestrians and enhance
visual amenity.

X

X

Makes walking a more attractive option, including walking to/from public transport.

O3. Provide equal access opportunity that does not discriminate against the disabled.

X

X

O4.	Minimise disturbance to existing road infrastructure, public utility services and adjoining
property from provision of footpath.

X

X

X

X

PERMITTED ENCROACHMENTS
O5. The objectives of this sub-section are to ensure encroachments from private property onto
the public property are safe for pedestrians and vehicular traffic, designed and constructed to
Council’s expectations and conserve the desirable characteristics of an area.

Makes walking a more attractive option, including walking to/from public transport.
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