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INTRODUCTION 

On 3rd May 1985 CE submitted a paper to PL concerning the "transport 

implications of City developments" This paper (Appendix A) i,,1as subsequently 

withdrawn from PL agenda to enable more fuller discussion of the issues at a 

series of meetings to be arranged with the Commissioners 

On May 15 conditional approval was given to development conditions for City 

Section 22 subject to specific consideration by Commission of the transport 

implications of continued City development. ( .S.a.c.~ 1'°"""- 17.. ~ ~vJ..s~r7 J 
a._pp~ by c_o w,.--,.,s 5 ,, e--\1\. O"V\- J ~ I g ,• "'- k~ o:f C. E. 'S. p ~~1'c:M ~ 

On May 21 and 31 presentations were made by Engineering Division (plus input 

from ASUE and CP) to the Commissioners on the transport implications of: 

- completion of City developments currently under construction 

- continued approvals of further developments beyond MPP limits 

One of the recommendations of those meetings was that the material be written 

up as a technical report to ensure that the information would be properly 

documented and enable its more widespread circulation within the Commission, 

to the Departments of Territories and Finance, and also to the PJC. This report 

attempts to document the material presented to these meetings,the assumptions 

made, and the principle conclusions drawn. 

The objectives of these meetings are outlined in figure l;and the minutes of the 

meetings are attached as appendix B. 
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BACKGROUND INFORMATION: 

CITY DEVELOPMENT: 
2. 

Table 1 and figure~ identify those developments in City i,1hich are 

- under construction or committed (group B) 

- those expected to proceed within the near future having 

Commission approval or formal endorsement in some way 

(group C; Cl=ansett,edwards dunlop,sec 38. C2= sec22 ) 

- others under negotiation with the Commission (group D) 

Page 

In addition there are a significant number of other sites in City which remain 

to be either developed or redeveloped, added to which are the future employment 

potentials of both Braddon and T.urner. 

EMPLOYMENT THROUGH TIME: 

In March 1985 the estimated employment level in City was 15400 comprising 

12400 office workers and 3000 retail,community services,and others. 

Civic employment was 17500 (City 15400 + Braddon 2100),with 13200 office. 

MPP limits for Civic employment are total employment 25000 - 27000 and office 

employment 17500 - 19000. 

Future employment levels in City at a given point in time will depend upon 

a number of factors: 

- completion time of developments 

- rate of occupation 

- source of new development occupants (within city,from 

Parkes/Barton or Belconnen or elsewhere) 
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- creation of vacant office space (permanently removed from 

stock,temporary refurbishment,normal working vacancy level, 

provision for future expansion,use by non-employee facility 

such as mainframe computer) 

relief of current shortfalls in employee space provisions. 

Table 1 identifies projected City employment levels at future points in time 

based upon an assessment of the impacts of the above factors following 

discussions with officers of AS(UE) and DOLGAS .Attachment 1 of appendix A, 

the PL submission, outlines this assessment. 

Table 1 also indicates the potential future employment levels of City based 
2 2 

on a 2.5% vacancy rate, 16.Sm per office employee, and 30m per retail 

employee (figures supplied by ASUE, CP). AS(UE) indicated in his presentation 
2 

that future DOLGAS standards for office workers were now 14m per employee. 

Such a change would add 17.8% to city's potential office workforce,although 

such figures have not been adopted in this analysis. 

It was not considered appropriate to debate the merits of the assumptions made 

in establishing the actual City employment level through time, rather it was 

more relevant to concentrate attention on the potential employment levels of 

particular levels of development. 

Upon this basis there was general agreement that CE's estimates of potential 

City employment were reliable; namely 

completion of development group B of table 1, City 23900 ,Civic 26200 

- completion of development group C of table 1, City 28450 ,Civic 30800 

- completion of development group D of table 1, City 30850 ,Civic 33000 
2 

Use of 14m per office emp. takes city/civic emp to 27600/29850 at development 

level 8, and 32700/35000 at development level C. 

• • •• 
• • • 
• • 



In addition the furth er development/redevelopment of City could t ake it s 
2 
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employment to around 36000 - 39000 (Civi c 42 -45000) , based on 16.5m per office 
2 

employee or 41000-44500 (Civic 47000-50500) using 14m per offi ce employee . 

MPP EMPLOYMENT DISTRIBUION: 

Figure 24highlights the implications of current employment growth in 

City and Woden in relation to the Metropolitan employment target established by 

the 1984 MPP. This indicates that for the MPP employment targets to be acheived 

no further office approvals should be given for either City or Woden, implying 

a need to revise metropolitan employment targets. 

METROPOLITAN OFFICE DEMAND/SUPPLY: 

Assessments by AS(UE) for the office needs assessment of 1984,and by CP 

and by DOLGAS indicate that there will be a metropolitan office oversupply by 
2 

early 1987 of around 50,000 to 80,000m. Due to the anticipated net migration 

of the workforce to City this will largely manifest itself by vacanct space 

outside City and by deferal of those projects for which committments have not 
2 

yet been given. Normal demand for office space is in the order of 25000m p.a. 

indicating that there exists an opportunity to postpone further development 

approvals in order to fully reassess metropolitan employment distribution. 

EXISTING TRAFFIC SITUATION: 

The existing traffic situation is summarised in figure 3. 

A) JOURNEY TO WORK (3/85): 

The estimated journey to work pattern for City as at 3/85 is illustrated in 

figure 4, based on best available information . 

Key changes since 1981 census data are the inrease in bus use (2000 to 2700); 

increased car occupancy (1.20 to 1.23) and the associated decline in car driver 

trips(58.4% to 54.7%). This has occured during a period of bus fleet expansion 

(350 to 400), reduced parking supply and gradual employment growth. 
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B) PARKING: 

The March 1985 parking situation for city is outlined below. The supply figures 

include all formal parking within City plus the spaces south of Constitution 

Ave opposite the Reid TAFE . An allowance has been made to both informal supply 

and demand figures to net out the effects of construction workers. 

Formal supply 

Demand 

long stay 8400 

short stay plus operational 3600 

Formal deficit 

informal city + 800 
overspill + 900 
xs supply - 200 

C) PUBLIC TRANSPORT: 

10500 

= 12000 

= 1500 

Public transport use has grown from 2000 city commuters to 2700 between 6/81 
and 3/85, with total annual passenger trips growing from 19.8M(l980/81) to 24.0M 
(1984/85).During the same period the annual deficit for ACTION has grown from 
$11.7M (1980/81) to $14.8M (1984/85 est) ,a fall of about 5% in real terms. 
The size of the ACTION bus fliet has grown from 350 (6/81) to 398 (5/85) through 
aquisitions of new buses and retention of the old stock;as a result the 
reliability of much of the bus fleet will start to decline and result in 
higher bus operating costs. Figure 4a illustrates the age distribution of the 
bus fleet at present.Of more concern to ACTION at present than the ageing of 
the bus fleet are:-

- the ability to provide basic services to the new suburbs 
and new schools which are now starting to be occupied 
following the resurgence of building activity in Canberra 

- lack of drivers (at present 20 buses are held as reserves 
due to abscence of drivers) 

- the concentration of route/school/333 operations in the 
Woden interchange and the expected emphasis of growth 
there as well. "°""" 

- loadings on many bus routes~leadi:z:1:g. to passengers being 
left at stops reducing bus attractiveness. 

- constraints on the ability to augment the scheduled 333 
services during peak periods. Previously upto 12 augments 
have been possible but now due to the need to provide 
basic services elsewhere this has been cut to 4 augments 
on the 333 route woden to city, and 3 on the belconnen to 
city 333. 

- conflicts with school bus operations mean that expansion of 
commuter service capacity after about 8:15 to 8:30 is 
not possible, and that extension of the commuter peak much 
beyond 9:00 is unlikely. 

• I 
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In addition constraint s being placed on the s ize of the operational deficit 
are likely to require a reduction in the level of se rvi ces ,or fare increases, 
or a combination of the t wo . 
The March 1985 estimates of city bus commuters of 2700 i s supported by recent 
surveys undertaken by ACTION. These indicate that movement s into and out of the 
city interchange during the 2 1/2 hour period (7:15 to 9:45) are: 

INBOUND 6330 W>C 333 1650 
B>C 333 1220 
Routes 3460 

- OUTBOUND 3080 C>W 333 500 
B>C 333 410 
Routes 2170 

TERMINATING 3250 Commuters 2700 
Others 550 

The critical service from Actions viewpoint is the 333 from Woden to City 
Figure 5 illustrates the loadings on this route as at April 1985 together 
with the route capacity(scheduled services plus augments at crush capacity). 
Appendix C indicates the current loading on all ACTION services into the 
City interchange during the arrival periods of 7:30-8:00, 8:00 to 9:00, and 
9:00 to 9:30.This information is confidential. 

D) TRAFFIC FLOW: 

The traffic situation as at March 1985 is summarised in figure 6. 

Recent traffic data for city's roads during the am and pm peak hours is given 

in figs 7 and 8. 

Basically the city's road system and major approach roads are currently 

operating at or close to capacity for upto 1 1/4 hours. For the peak hour 

the average v/c ratio for the road system entering city is 0.8; with the 

bulk of the available capacity during this period being concentrated on roads 

such as Ainslie ave and residential streets through Reid. Most of the major 

roads entering city from the south, west or north are operating at v/c levels 

of 0.9 or above for the peak hour which as illustrated in figs 9 and 10 is the 

region of unstable flow and rapidly deteriorating traffic conditions.The ability 

to increase traffic flows into city is therefore dependant upon peak period 

spread and diversions around city to utilise the spare capacity on the city's 

eastern approaches (avoiding Limestone Ave which is also operating close to 

capacity for more than an hour). 



Traffic entering city during the peak period comprises 

-terminating cownuters 

- through vehicles 

- non-work terminating trips 
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Of the 12500 vehicle currently entering city during the morning peak hour 

using 1984 flow data some 7000 exit; and of the terminating 5500 some 15-20% 

are estimated to be non-work trips generated by the multitude of land uses 

in the city. As city's workforce grows the ratio of terminating trips to 

through trips will increase to possibly more than 50%, and due to the impacts 

of traffic congestion the proportion of terminating trips that are non-work 

will tend to decline to levels more comparable with Sydney or Melbourne 

(around 10-15%). 

FUTURE TRAFFIC SITUATION: 

Estimates have been made of traffic levels and associated traffic generated 

impacts at the completion of development groups Band C in table l; i.e. at the 

completion of those projects under construction or committed as at 3/85 , and 

at the completion of those projects for which formal endorsement of some kind 

has been given and development in the medium term is anticipated. Predictions 

of traffic levels and associated impacts beyond these levels have not been 

made at this point in time as it is considered more desirable to concentrate 

attention upon the major issues that face in City over the next 2-4 years given 

the expectation that development compar~ble in size to the existing Woden 

Town Centre is expected to be added to City during that time period as a result 

of development groups Band C alone (with the prospect of little investment in 

transport infrastructure). 

• • • • • 
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However , de spi t e t hi s co11 ce nt ra t-i on upon th e 'irrnned·iate ·iss ues at hand there i s 

also a need t o look t o the long term in order t o provide a ra t ional ba s i s for 

metropolitan planning given tha t t he employmen t st rategy outlined in the MPP 

is no longer applicable , and that the potential clearly exist s to exceed the 

concentrated option employment levels for city which were analysed and rejected 

by the MPP review study , endorsed by the Commission in August 1984. 

A) POPULATION AND EMPLOYMENT GROWTH OVER THE NEXT 2-3 YEARS: 

Figure 11 illustrates the major areas of population growth and employment 

centre growth during the next 2-3 years. As can be seen the growth in 

population is dominated by the settlement of Tuggeranong which in addittion 

with Isaacs and Stirling will result in 70-75% of the population growth areas 

accessing City from the south . Employment growth will be dominated by the 

completion and occupation of City developments; during this period it is 

anticipated that employment levels in both Belconnen and Parkes/Barton could 

actually decline due to transfers of staff to City and the demolition or 

refurbishment of office space in these areas. More work is required to be 

able to give a comprehensive employment growth picture over the 2-5 year 

period which takes into account all the expected transfers of staff, refurbish­

ments, changes of use(e.g Havelock House) etc .. 

B) TRANSPORT INFRASTRUCTURE CHANGES· TO MID 1988: 

Figure 12 illustrates the roadworks programmed in city over the next 3 financial 

years which primarilly relate to development of White Industries , improving 

Ballumbir/corranderk and improving the capacity of the evening exit onto Parkes 

Way from Corranderk. 

Regional transport infrastructure developments anticipated during this period 

will be the start of work on the Eastern Parkway,although the actual program 

status of such work has yet to be determined. 
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Parking provi s ion s µrogr a111111ed \l✓ I L h i n CiLy are 011ll i ned ~ ,· ·~ \-cJo\Q. \A 

Public transpor t programme of expend iture i s outlined~\'.,._ \.~\A. \ ~ . 

Note that no additional driver s are budgeted for in 1985/6 or beyond. 
Note that of the 398 buses in the fleet at present some 250 are more than 8 
year s old. Although no vehicle s are expected to be scrapped the increased age 
of the fleet will mean extra downtime due to increased maintenance. If we 
assume that this is equivalent to an additional one weeks downtime per bus 
over 8 years of age for each year then we should be effectively reducing the 
size of the fleet by 5 buses per year .Although such numbers are not large they 
could become of critical importance given the expected extent of demands to be 
placed on the bus system over the next few years . 

Addittional ''effective" supply increases are being generated within ACTION'S 
existing fleet by removing two inner canberra routes (one from the 350 series 
and one from the 380 series) in the very near future. This will increase the 
supply of buses to meet the future service demands by 8 buses. 
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D) THE JOURNEY TO WORK IN CITY: 

Changes to the journey to work pattern for City, and the rest of Canberra , will 

determine the actual traffic levels and impacts associated with given city 

employment levels. 

As outlined in figure 4 a number of significant changes occured between 6/81 

and 3/85. There was increased car occupancy( 1.20 to 1.23) , increased bus 

use (14.8% to 17.5% and a decline in car driver share ( 58.4% to 54 . 7%). 

These changes occured during a period when there was : 

a gradual increase in employment in city (13400 to 15400) 
- a significant reduction in convenient long stay parking areas 

( jolimont centre, white industies, boomgating of london circuit 
voucher areas) 

- increased policing and penalties associated with illegal parking 
- increase in the bus fleet 350 to 400 

The question is how might we expect mode shares to realistically change in the 

future (assumimg no major unprogrammed transport expenditures) given 

- the rapidity and scale of employment growth in city (15400 to 23900 
a 55% increase over about 2 years . All modes will have to increase 
actual number of users by 55% just to retain the same mode share; a 
task which is inherently more difficult for buses which require 
public investment to increase fleet or interchange capacities than 
it is for the private car) 

the limited scale of car park expansion 

the limited scale of public transport capacity expansion and the 
competing demands for new buses 

- the lack of progress towards and the delays inherent in providing 
parking structures. 

Figure 13 outlines the original estimates made of "expected" and "most 

optomistic 11 (from the viewpoint of minimising car drivers) forecasts of the 

jorney to work for city at the completion of development group B. Fig 13 also 

illustrates the effects of varying levels of bus use and car occupancy. As a 

guide the effect of each of these differing scenarios upon the identified formal 

parking deficit is shown. 
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From subsequent analysis that has been undertaken on the potential of 

public transport to meet an increased mode share, it is now apparent 

that without a major investment in buses and bus facilities that public 

transport is unlikely to be able to achieve the 55% increase in city 

commuters that will be required to retain its current mode share. As 

such it is now considered that the 11 expected 11 future scenario must now 

be looked on as being optimistic with the likelihood that the actual 

bus share will fall but be offset by a higher than 11 expected 11 car 

occupancy. The potential of the various modes (inc. car passenger) 

to reduce the extent of the car driver mode share are discussed in 

more detail below; however, it is now considered quite realistic to 

be anticipating a slight fall in the mode share of buses over the next 

few years, a higher car occupancy level, and a resultant level of 

formal parking deficit of at least 5,500. 

Fig. 14 outlines the previously "expected" scenario for the journey to 

work after completion of development groups B, Cl and C2; together with 

the now more realistic optimistic forecast (identified as "possible") 

at similar development levels based on the anticipated major constraints 

facing the ACTION bus system in the medium term (next 4-5 years). 

As can be seen the development of Section 22 will in its own right add 

about 1,000 cars to the 11 formal 11 parking deficit and that, given that the 

development will occur when the bus system is at crush capacity for 

extended periods, it is probably that a higher impact on the parking 

deficit will occur.(perhaps as high as ~,300-1,500 cars). Keeping the 

formal parking deficit down to 1,000 cars will most likely require the 

acquisition of additional buses (between 3 and 6) given realistic 

~xpectations of acceptable bus peaks. 

• 
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Evidence from the rest of Australia and overseas indicates that for the 

journey to work a significant increase (decrease), one of the non-car 

driver options (say cycle use or bus use) is more likely to be associated 

with shifts from/to other non-car driver options rather than substantially 

impacting upon car driver use. 

The subsequent analysis on traffic capacities and bus system capacities 

also indicates that there is a need for major flexibility in the time of 

travel to work with the peak period on all modes being extended from the 

current 1¼ hours to between 2 and 3 hours. Such periods for the journey 

to work task indicate greater flexibility in institutional arrangements 

or people's habits than is considered realistic; further the expectation 

that the traffic systems can operate at or close to capacity for such 

extended periods is also unrealistic due to the system wide impacts that 

can be generated fran relatively minor incidents (i.e. the system is in 

unstable flow conditions; a traffic accident or need to access a major 

fire via major city roads, will create substantial disruptions to traffic 

access to the central area; particularly with the large number of 

duplicated roads making emergency vehicle movement difficult unless a 

bus lane exists). 
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E) PAR KING 

Engineering Division has made a number of presentations to Commission on 

the anticipated shortfall in parking supply associated \'lith future City 

developments (see attachment 2 of Appendix A). The predictions that have 

previously been made about the anticipated formal parking deficit (see 

fig. 15) are broadly in line with current expectations as outlines in 

f i g s . 16 and 1 7 . 

As a result of the more detailed assessment of the potential of public 

transport and car occupancy increases to reduce long stay car parking 

requirements, it is now clear that a substantial formal parking deficit 

of at least 5,500 spaces will occur over the next 2 years and that in 

the medium term (3-5 years) this is likely to get worse (to around 7,000) 

rather than better due to the likelihood of continued City develoµnent 

and the lack of commitment towards, and inherent delays in, 

providing parking structures (other than for Section 38) and major 

investments in public transport. 

Figure 16 identifies the anticipated future parking supply and demand 

situation in City over the next 5 years based on the then (March 1985) 

best infonnation concerning development occupation dates and after an 

allowance has been made for temporary reductions in available City office 

space due to the refurbishment of certain office buildings and the creation 

of other vacant office space in City. Figure 17 highlights the formal 

parking deficit identified in fig. 16 more clearly. These predictions 

are based on the previously identified parking supply changes INCLUDING 

two 1500 space parking structures associated with Section 38. As stated 

previously, an alternative methodology is to consider the parking situation 
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associated with the employment potential of given developnent scenarios 

rather than the actual snployment level predicted at a given point in 

time. Figure 14 illustrates the formal parking deficit for the 11 expected 11 

journey-to-work scenario after completion of development groups B, Cl and 

C2 (of Table 1) which is summarised below in fig. 18 . 

The actual parking deficit identified through time will exceed these 

11 long-term 11 estimates due to the impacts of construction for a continually 

developing City, particularly for Section 38 and its associated carparks 

(which results in a loss of some 1220 spaces) . 

These fonnal deficits will result in an increased level of informal and 

illegal parking within City (potentially 1000 vehicles) and an increased 

level of overspill parking into adjacent residential and open space areas 

as identified in fig. 18. Figure 19 illustrates the extent of overspill 

parking area that will be required to meet the identified overspill needs 

associated with development levels B (4500 cars) and C (6000 cars); given 

that some use will also be made of areas such as Commonwealth Park. 

The exact extent of the overspill area will depend upon the use of open 

space, verge parking and the policing of City's infonnal/illegal parking; 

however, it is clear that the overspill will be both extensive and, 

unless substantial investments are made quickly, fairly long-tenn. 

It is clear also that the level of overspill parking could be much 

higher due to a number of factors: 

lower than predicted bus use or car occupancies 

(say 400-500 cars) 

increased city policing associated with pay parking 



and little prospect of peripheral area policing 

or control (say 400-500 cars) 

adverse reactton to long-stay pay parking resulting 

in residential parking by choice (say 200 cars) 

inefficient use of 1/100 provision on site (kept 

for short stay and management; up to 500 extra cars) 

reduction in on-street supply to improve traffic 

operations (say 400 cars) 

lower floor space provision per worker (14m2 versus 

16.5m2) 

increased protection of special use car parks (e.g. 

swimming pool, TAFE, etc; up to 500 cars) 

short term reduction in supply due to construction 

of additional parking structures. 

Page IS 

On balance there are far more factors likely to increase the 

level of overspill parking· than reduce it (and underestimates 

of as high as 2,000 cars are not unrealistic). The only 

factors likely to reduce the level of overspill parking 

are: 

higher levels of car occupancy than anticipated 

( perhaps 500 to 1,000 s pices) 

significant shortfalls in the predicted employment 

levels due to higher recovery rates and refurbishments, 

postponement of transfers, etc. These are transitory 

effects in that eventually all the office space will 

be refurbished and occupied even if not as soon as 

estimated. However, the rate of City's growth is 

such that these 11 errors 11 would delay actual employment 

levels by months not years. 
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It is to be anticipated that some level of overspill parking will 

be tolerated by local residents. However, it should not be anticipated 

that this 11 acceptable 11 level will exceed more than about 1,500 given 

that c011plaints are starting to build up around the 800-900 level. 

This would give us a maximum potential tolerable formal parking deficit 

of up to 2,500 assuming a 1,000 cars can park informally/illegally 

,~ 

in City. Even with such a high level "tolerable" formal parking 

deficit, it is clear that City will quickly build up to beyond these 

levels and stay there for some years and that these levels will 

increase further due to the continuing approval of development projects 

without commitment of their infrastructure requirements. 

It is not considered realistic to anticipate that local residents 

will accept such a level of parking overspill nor is it considered 

good planning practice to rely on residential reaction to generate 

pressures to commit funds for parking structures and other necessary 

works; particularly when considering the rate at which developments 

are proceeding to and beyond MPP limits and the delays inheren~ in 

public funding and the provision of transport infrastructure needs. 

The option of relocating the parking out of residential areas and 

usirs bus£s to shuttle people to City (park-and-ride) will be 

discussed under future possible actions . 
. • , .l -
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F ,E'J PUBLIC TRANSPOIH 

The existing pattern of bus loading s into the city interchange of 333's and 

normal route operations has been outlined (fig 5 + appendix C) together with 

the major concerns facing ACTION at present. 

Figure &2Oidentified the future growth in ACTION's fleet over the next 3 years 

as well as depicting the demands that will be placed on the ACTION fleet during 

the peak period to meet the basic service needs of new suburbs and new schools 

This indicates that without any addittional buses to meet the increased needs 

of the commutter task there will be a shortfall in bus numbers to meet basic 

service requirements. By 6/86 there will be shortfall of 6 buses in this 

respect ,and this will increase to 15 buses by 6/87 and 37 buses by 6/88. 

The delivery delays associated with the recently issued contract for new buses 

indicates that short-term response via an additional new bus purchase program 

will not be easy( 2-3 year delay). Further it is unrealistic to envisage that 

a major purchase of _second hand buses can be easily arranged. 

Consideration of existing route operations indicates that it is unlikely that 

any addittional routes (other than the 2 already identified) can be deleted. 

Following detailed discussions with ACTION it is concluded that the best that 

can be hoped for by way of improving peak period capacity on the major commuter 

services ,333, would be the replacement of the standard augments by articulated 

buses during peak periods and the provision of standard augments to the 333 

route prior to 8:00 (or after about 5:30). 

Given the population growth pattern illustrated in fig 11 it is clear that 

the operation of the woden to city 333 and the woden bus interchange will 

be the most critical elements of the bus system. In order to acheive the 

''expected" growth in terminating commuter bus trips to city would require 

an increase during the peak period of approxomately 900 passengers on the 

woden to city 333. Assuming that the standard augments existing are replaced 
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by artics and that two standard augn1ents are available every 15 min s before the 

8:00 departure from woden, then it would require the woden to city 333 to 

operate at crush capacity fro~ 7:15 departure to the 9:30 departure (this is 

is illustrated in figure 5). This is not considered realistic . 

Further increases in bus use to meet the needs of developments 

beyond Group Bare not considered realistic and therefore the previous 

estimates of "expected" journey to work patterns for development levels 

Cl and C2 will have to be adjusted unless an influx of funds is 

forthcoming to purchase new buses. 
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Without such purchases, it is now considered that the constraints 

on bus system capacity and the declining relative attractiveness 

of public transport will result in a short-term threshold of no more 

than 4,000 City canmuters by bus (which is a 48% increase on current 

levels); as shown in fig. 14. 

In the longer-term assuming that buses are provided and appropriate 

bus-priority measures implemented, it is not anticipated that the 

333 routes will be able to operate at less than 3 minute headways 

into City (i.e. 5 artics per 15 minutes compared with current 2 artics. 

plus 1 or 2 standard augments at peak). This would be equivalent 

to a City commuter bus passenger total of 6,000 for a 2 hour peak 

at crush capacity. The extra bays available at the Woden Interchange 

would be used for new Tuggeranong routes. 

Thus with existing bus technology and bus interchanges there is 

considered to be a limit of 6,000 terminating City commuters by bus. 

Therefore a future city requiring greater reliance on public transport 

will have to rely on improved technology and upgraded interchanges. 

Thus planning for a light rail IPT system is seen to be an integral 

part of continued City expansion. The total cost of such a system 

(track, stations, storage yards, vehicles) would be fran about 

$40M/km through City and other highly constrained areas, down to 

about $!OM/km in unconstrained areas without need for frequent grade 

separations. This would give us a cost of about $250M-$300M for a 

Woden to City route or. $800M-$1,000M for a Belconnen-Tuggeranong 

route. Added to this would be the operational deficits incurred 

by the system. Experience from overseas indicates that such systems 

should not be contemplated unless peak loading of at least 6,000 

passengers can be anticipated and this is only likely to occur on the 

Woden-City section. 

:■ 
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Bus priority measures are seen to be an essential part of enabling 

public transport to achieve the loadings of around 4,000 terminating 

City commuters both on route to City (extensions of the Adelaide 

Avenue sys tern and Barry Drive sys tern) and within City to and from 

the interchange. 

Without such priority measures, it is to be expected that the 

shortfall in bus fleet size will increase significantly due to the 

effects of increased bus travel times and greater unreliability of 

travel times (requiring greater slack in time-tabling). For example, 

the current 333 operation is based on a 106 minute circuit from 

Woden-City-Belconnen-City-Woden and requires 15 artics. to provide 

the peak 2 hour service; this requirement would be increased to 

19 artics to enable the same number of passengers to enter Civic 

during those two hours if there was a 5 minute delay experienced 

by buses travelling to and through City (i.e. 10 minutes per 333 

circuit). Such a delay seems entirely reasonable . 

A major study is required to detennine and programme the bus 

priority measures that will be required to simply enable ACTION 

to maintain their current mode share. 

Naturally any devotion of road space or time at traffic lights 

to public transport will decrease the availability of that space 

or time to private motorists and other vehicles. However; the 

long-tenn importance of public transport to the City and non-car 

owning groups makes the implementation of a bus priority programme 

an essential requirement of future city planning. 

z.o 
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Another major constraint facing ACTION at present is the size of its 

deficit and the operational policy objective of containing the size 

of the deficit. At present the marginal deficit associated with 

acquiring additional buses for peak period operations is: 

$60,000 p.a. for a Standard bus; and 

$70,000 p.a. for an Articulated bus. 

In order for the deficit to be held during a period of bus fleet 

expansion and extension of basic services to new suburbs and schools, 

there will need to be further increases in fares and/or reduction 

in the basic levels of service (say from 15 min. frequencies to 

20 min. or longer). The two main opportunities for fares increases 

would be 

at the introduction of the $1/day long-stay 

charges; 

through implementation of full cost recovery 

pricing procedures to schools. 

The likelihood of fare increases and decreased frequencies on 

routes wi 11 be to reduce the II attractiveness II of bus use particularly 

if the option of free residential area parking are available to car 

drivers. 

In summary, from a public transport viewpoint, we should either stick 

to existing technology and limit the size of City or be prepared to 

make major inves1lllents in an IPT system and develop a City relying 

on significant public transport usage. To be able to answer these 

questions would require a major economic assessment of the total 

system costs of each alternative (and the many options in between). 

• 
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G) MINOR MODES ( Walk,Cycle, Motor Cycle, Taxi) 

The use of minor modes as the prime method of travel from 

the City journey to work is dominated by those from a local 

catchment area. As constraints on the major modes increase 

their use of minor modes can be expected to increase. It 

is predicted that there will be a significant increase in 

the proportion of people travelling to City by mi nor modes 

from its local catchment area but that overall the mode 

share will only increase slightly. However, when considered 

in terms of actual users of minor modes it is anticipated 

that there will be an increase from 

710 in 1981 , and 

830 in 1985 (March) 

to 

1340 by completion of developments B 

1470 by completion of developments Cl , and 

1590 by completion of developments C2 

Significant variations in these basic assumptions will 

have only negligible impact upon the major modes and 

indeed experience elsewhere shows that where choice 

exists for the mode of travel to work then a large 

increase in the use of one option ·( say bicycle) will 

result more in a decline in the range of non-car driver ----~~--~ 
modes ( bus passenger,walk, car passenger, taxi etc) 

than in a decline in car driver trips. Thus as the major 

---
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generation of the transport impacts is the car driver then 

significant changes in one mode option do not typically 

reflect directly in similar changes in car driver levels. 

H) CAR OCCUPANCY 

In 1981 the city commuter car occupancy level was 1.20 

and it is estimated that this had risen to 1.23 by March 

1985. By the completion of development groups Band C 

it is anticipated that a level of 1.25 will have been reached 

Evidence from other parts of Australia nad overseas 

indicates that the max~mum realistic expectations for car 

occupancy would be in the order of 1.30 to 1.35 and that 

higher levels of car occupancy would be more likely to be 

offset by declines in bus passenger and minor mode 

use rather than car driver use. 

Providing that free commuter parking is available within 

walking distance of city ( up to 2 kms) then car occupancies 

of higher than 1.3 are not anticipated. 

Figure 13 had identified the effect of increased car 

occupancy upon the formal parking deficit at development 

level B ( assuming all other mode use remains constant). 

This indicates a car occupancy of 1.89 would be required to 

keep the level of formal parking deficit ( and hence 

terminating commuter car drivers) at the same level as 
~~ 

March 1985. Figure ~illustrates the change in habit 

patterns a~sg~iated -with - changes in car occupancy namely 

that at present about 80% of all car drivers to City do 

z. :!, 
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not lrn vc an ucco111puny ·I nu c o1nrm1 Lcr pc.1 ~;s en9er ; to a chi eve t he 

des ired 1. 9 car occ upancy l evel would require only 10% to 

do so in f ut ure. Suc h change s in habi t pa t t ern s require 

major incent ives . 

If such change s in habit could be achieved then t here wou l d 

be substantial benefits to all as traff i c levels owuld be 

contained, parking overspill contained and the need to expand 

peak hour bus operations ( and hence public transport 

deficits) would also be contained, further changes in car 

occupancy could be "theoreti ea lly" achieved overnight . 

The attractiveness of higher car occupancies has long 

been recognised by transport planners and various measures 

and policies have been introduced to try and encourage 

such shifts . To date, these have been largely unsuccessful 

except in places where SUBSTANTIAL benefits can accrue 

to those charging ( eg by passing delays of 10-20 minutes) 

or where strict enforcement of non observance is made. 

However, despite the apparent lack of success of such 

schemes the attractiveness of this option means that 

measures to encourage higher car occupancy should be 

pursued wherever possible and economically realistic. 

- ~ - --- ---------
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I) TRAFFIC FLOW 

Future traffic flow conditions wi 11 be considered from t\'10 

viewpoints 

travel TO City and Environs 

travel WITHIN City and Environs. 

J) TRAVEL TO CITY 

Figure 20bidentifies a cordon around the central area on 

which the major traffic constraints have been identified. Fig. 

11 previously identified the major population growth as 

being in Tuggeranong plus Woden/W.Ck. (70-75%) given that 

much of the employment growth in City over the next 

3 years will be as a result of transfer to City (from 

Belc or Parkes/Barton) then the growth in journey-to-work 

in city will be more in line with the population distribution 

(then the pop 11 growth dist 11
) ie 53% from south, 47% from 

north. 

Figs 21-30 give the current traffic flow patterns at the 

major cordon crossing points and selected internal locations, 

together with the identified capacities. These graphs 

indicate that the current peak hour extends from about 1¼ 

hours from 7.45 to 9.00, but that significant spare 

capacity exists outside this period. Typically the demand 

for travel is normally distributed as illustrated in fig.31; 

and as capacity constraints come into operation this 

distribution becomes flatter and spreads. There are, however 

a number of institutional and behavioural constraints which 



\<Jill restrict t he extent to vJh"ich th e curve cnn spread 

{eg flexiti me, need to relnte to school hours , nbility 

of peop l e to get up in t he morn ing ) and the extent to which 

capaci t y at the shoulders ca n be ut ili sed. There are nl so 

sign i ficant traffic sys t em constraints which impl y t hat 

planning to put the whole systel under high level s of 

utilisation over extended periods increases dramatically the 

potential of the system to collapse. For example a 

traffic accident on one route causes substantial impacts, 

alternative routes are not readily available and therefore the 

road system can cimply come to a halt for extended periods; 

the potential for emergency vehicles to access such accidents 

is also very limited on Canberra's road system with its 

numerous dual carraigeways and lack of by pass routes. 

Table 2: illustrates the levels of existing demand on 

the major routes to city at key constraint points and the 

level of spare potential capacity available over a one hour 

and two hour period. The availability of this capacity is 

not meant to imply that it can be fully utilised for such 

an extended period but rather to imply the potential 

that exists for peak spreading. In reality the full 

utilisation of the peak one hour would imply a peak period 

of about l½ hours ( ie a period during which roads were 

operating at v/c levels in excess of .8; refer to figures 

21 and 10) whilst full utilisation of the 2 hour capacity 

would imply a peak period of around 3 hours; such an extended 

peak is not considered feasible. 
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From Fig 14 we ca n identH_y th e grm1th in car cJr ·iver city 

commuters at different l evel s of city devel opme nt. Thi s is 

shown in Table 3. 

r ~ ,q R- 4-
As s~o\1n in Table 3, terminating city car-driver commuters were 

only a fraction (38%) of the total traffic entering the city 

during the~ a.m. peak hour ( 12,500 vehicles entered City; 

7,000 exited, 5,500 terminated of which 800 were estimated 

to be non-work trips) 

Given that City will grow substantially as an employment centre 

it can be anticipated that the proportion of total traffic 

associated with terminating commuter trips will increase. 

As a guide we can assume that for the GROWTH in traffic 

entering city during the am peak period that 2/3 will be 

terminating commuter trips and 1/3 other traffic. In addition, 

an allowance for the transfer of jobs from central area 

locations(eg Parkes/Barton) to City has to be made as these 

will not result in additions to traffic TO the central area 

but rather redistribution within it. It is anticipated that 

this might account for 1,800 car trips in total 

(3,000 jobs x.533 = 1,600 cormnuters, + 200 Other). Ultimately 

11 

these diverted trips will be replaced within Parkes/Barton, o-cJ.. ,· ... Jao.el. 
o..JL·tt,·O'V\o-l ~-·ps v.-·ll Q...Q_ ~ by f~~ C.~~~ 
~~~-

Table 3 identifies the estimated increase in vehicle trips to 

City and environs for the am peak period associated with future 

development levels. 

Table 2 indicates that theoretically there is capacity available 

in an extended peak period to accormnodate the demands of 

I 
I 
I 
I 
I 
I 
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development groups B ( those under construction) and Cl 

(Edwards Dunlop, Sec.38 Ansett). The replacement of the trips 

diverted from Parkes/Barton to City as a result of further 

development in Parkes/Barton will mean that at development level 

Cl the actual am peak period (ie when v/c levels exceed 0.8) 

wi 11 extend for about 2 ~4- hours. Such a peak peri ad is not 

considered realistic for the journey to work. The addition of 

traffic associated with Section 22 is not considered feasible 

as it is likely to require the peak to spread in excess of 

3 hours. T~ ~ is ~o b sO-A·J fc-- o ~Le..- s•·::P'•J•·c-J cJ-.l_~ ¼ ~s. 

Comparison with figure 5 concerning loadings on the 333 Woden-

to Civic indicates that travel by b}s will be relatively more 

congested than by car. Thus we can predict that provided people 

can park reasonably close to City they will drive to work 

and that the system will be in some form of equilibrium. A 

more detailed study is required to identify the costs and 

disbenefits in full associated with such a poor level of 

service from the journey- to- work. It is firmly believed that 

sych an exercise will clearly show that there are a number of 

far more cost effective options than continuing to develop Civic 

without providing the infrastructure necessary. 

In summary, for traffic flow to the central area it is 

concluded that: 

. there is road capacity available to accommodate the growth 

to development level B across the central cordon (Fig.20) over 

an EXTENDED peak period 
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the availabili t y of road capa ci ty t o acc ommodate growth to 

development level Cl is questionable given the ext ent of 

other central area development ( New Parliament House etc .) 

and the feasibility of a peak period of almost 3 hours 

Section 22 cannot be accommodated without major works. 

The effect of development levelt B · pl U12.. c1 : will be to place 

the arterial road system at or close to capacity for about 

1¼ - f ~ . hours and at v/c levels of O .8 + for up to 2±-: '!> 

hours. This will be a highly unstable situation on the arterials 

with major increases in accidents which will in turn have 

disruptive effects throughout the traffic system over extended 

periods. 

Intrusion into residential areas will be high where advantages 

are apparent; particularly prone will be Red Hill/Forrest to 

the South and Lyneham, O'Connor, Turner, Braddon and Ainslie 

to the north. This intrusion will be positively encouraged in 

North Canberra due to the use of these areas for parking 

. Buses will be sharing the congested arterial networks and 

a prograITITie of bus priority measures will be necessary to 

avoid a potential breakdown to the bus system ( previously 

identified impact of a 5 minute delay to 333 operations) 

this will 

Increases in journey times of around 50-.80% can be anticipated 

for journeys to work to the central area plus significant 

operating cost increase due to congestion; higher increases 

for those currently closer to the central area such as Woden 

,. 
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K) TRAVEL WITHIN CITY 

A major source of information for the analysis of future 

traffic conditions within City will be the recently completed 

City Distributor Roads study which undertook a detailed 

modelling analysis of traffic conditions within City at 

two future development levels. 

Development level 1; 23, 500 City employment ( equivalent 
to completion of Development group B= 
23,900 City employment) 

. Development level 2; 28,500 City employment ( equivalent 

to completion of developments B, Cl 

and C2 = 28,500 city employment) 

NOTE: The actual developments assumed at each of these levels 

are not identical to those covered by development groups 

Band C in table 1 due to the fact that development expectations 

were different at the time the brief was written for the 

City Distributor Roads Study in June1984; however the actual 

employment levels are quite comparable. 

The City Distributor roads study is a working document which 

aimed at identifying the traffic impacts of these two levels 

of City Development under a range of assumptions, and to 

thereby identify the major capacity limitations and the scale 

of new works or traffic management measures required within 

City. 
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,·i,-..cL•c~-
The conclusions of the report Hi 11 se add, e~3ed i II rno, c 

eetail laLCi. Howel'er 5 it Wil~ Ele-61" that significant works 
~ $-QQ...N\. 

\/e1°e ido,tified as being essential by Development level l 

( ie after completion of development group B). As outlined 

earlier current expectations are that this development level 

will be reached within City in about 2 years time and therefore, 

even if funds were available ( which they are not) it would 

not be possible now to programme and complete these works 

in time. The expectation of the city distributor roads 

study was a significant reduction in traffic levels of 

service even with these works; as such traffic conditions 

within city and the environs can be expected to deteriorate 

more rapidly than anticipated by the Distributor Roads Study. 

This is illustrated in Fig. 32 

In addition to the terminating trips and through trips _identified 

for the travel flow to the central area, traffic operations will 

have an additional group of trips, circulating trips, associated 

with movements of vehicles around City searching for parking 

space or simply moving between City destinations. As the 

undersupply of parking within City grows, so too will the 

extent of circulating trips. 

The City distributor roads study predicts that by its develoJlllent 

Level One (i.e. 26,200 Civic employment) traffic flows within 

City will have grown by 2/3, and that by development Level Two 
30,8'00 
(~ Civic employment: = Developments B +Cl+ C2} traffic 

flows will have almost doubled compared to current levels. 
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Whilst many mid-block sections of road within City could theoretically 

accept such traffic volumes, the factors of significance to traffic 

operations will be: 

the operation of intersections 

the controlling of pedestrian and cyclist flows 

across traffic streams 

the provisions for buses 

the conflicts with parking and parked vehicles. 

Figs. 33 and 34 identify the roadworks considered essential by 

the City distributor roads study at its Development Level One 

and Two. 

Some of these works are programmed (refer to Fig. 12) but in the 

main, most are not. Of most critical importance will be the 

development of a programme of signalisation of most of City's 

intersections, coupled with the implementation of a traffic 

management programme of turn bans at key intersections to increase 

capacities,of peak period clearways, and possibly the complete banning 

of parking on a number of city streets. 

Without signalisation the through movements along the major roads 

will dominate, access to and from the minor roads will become 

very difficult and traffic accidents are likely to increase 

substantially. The implementation of a signals programme will 

allow the access and distribution function of City's total road 

system to be retained as well as serving through traffic. There 

will, however, be a number of costs. 

3 2. 
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Many of the 11 111 i nor'' roads such as Bunda, Ai ns 1 i e ( \'Jithi n City), 

London Circuit, Moore Street, Marcus Clarke Street, will becane 

very busy traffic routes and this will make conflict with 

pedestrian operations of major concern; further pedestrian 

movements across the major roads (Northbourne Avenue and Ballumbir/ 

Coranderrk) will becane difficult to provide for without grade 

separation or acceptance of long delays at lights unless a number 

of vehicle turning movements are banned at peak periods (perhaps 

a 11 day). 

The operation of the bus interchange and bus 'i'a~ within City 

will require priority facilities to be developed unless significant 

delays and high variability in arrival times are to be avoided. 

The resolution of the conflicts between general traffic and 

pedestrian, cyclists and buses will require more detailed study; 

as will the development of a city-wide traffic management scheme 

(lights, turn bans, clearways etc). A significant expansion of 

the CATS system will be essential to manage all these signals. 

Even with the implementation of the works identified by the city 

distributor roads study, traffic conditions are expected to 
H 

deteriorate as shown in Figs. 35 and 36 . .:Here "significant 
•iG-

conges ti on" relates to v /c 1 evel s of around . 9 and II into l erab 1 e 
A. 

congestion" relates to v/c levels of .95 or over (i.e. forced flow). 

With the increased traffic and pedestrian flows, access to some 

underground carparks associated with new developments will become 

hazardous and is likely to result in their under-utilisation. 
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Given that traffic capacity limitations with i n City are grea ter 

than on the major approaches, it is anticipated that t raffic will 

operate under forced flow conditions for about 2-2½ hours at 

Develoµnent Level One (after Development Group B) and this will 

increase to about 3-3½ hours after Development Group Cl; assuming 

only those works of a traffic management nature (including traffic 

lights) will proceed other than those already programmed, the 

upgrading of Parkes Way and Coranderrk St intersection will also 

be essential. Any construction activity will further disrupt 

traffic. 

The decline in traffic conditions within City will encourage bypass 

traffic through residential areas to the north (comparison of 

Figures 24 and 29 already indicates that Limestone and Ballumbir 

Streets are already under reasonably heavy loadings). Areas such 

as Braddon, Reid and Campbell will be affected. 

The through traffic along Parkes Way is expected to conflict 

significantly with traffic entering City via Coranderrk Street. 

This conflict will grow rapidly as traffic from Tuggeranong starts 

to feed into City from Jerrabomberra Avenue and later the Eastern 

Parkway. 

L) RESIDENTIAL AREA TRAFFIC IMPACTS 

As well as the bypass traffic diversions around City there will 

be a significant encouragement of traffic into residential areas 

due to the absence of adequate parking in City. 
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It is anticipated that overspill parking into residenti al areas 

will reach 4,500 in about 2 years (after Developmen t Group B), 

and rise to 6,000 if Developments Cl and C2 proceed (even assuming 

the Section 38 parking structures). As stated previously, this 

level of overspill could easily go higher. 

Assuming that most of the traffic parking in residential areas 

will arrive later in the peak, we might well expect te.s,JQ.~kJ. 
<l.~ ~r*"C. !3 .. o,,A~ Q..~Soc:,·a w C.A,1"1~~ r~··0 0 f: 

+ 3,500 vehicles per hour at Development Level B 

1- 5,000 vehicles per hour at Development Levels Cl & C2. 

The remaining vehicles are likely to feed through to the residential 

areas from City after having unsuccessfully searched for parking 

spots . ( F\ dJ..... · tt 1 'o ... J... t r~•c. ~ • I I b ~ ~-tJ. C>-t\. s~ v-o .... J .. e~. 

1::>yrcvVl-· ~ c. .. ~ 1 o ~ c. "'· 'I • s ~ o.1. °'f r l"CO.C k-f. s ) . 

The distribution of this traffic is likely to be 50:50 from the 

north and south and is depicted in Figure 37. 

Traffic from the south will tend to feed into Reid via Parkes Way 

as well as probably utilising parts of Commonwealth Park. 

Traffic from the north will tend to feed into O'Connor and Turner 

from Macarthur Avenue as well as Braddon, Ainslie and Reid from 

Limestone Avenue. 

As a result, all the through roads leading from the arterials, 

within Reid, Turner and Braddon are expected to exceed the Commission's 

current standards for residential frontage distributor roads (i.e. 

400 vph two way peak hour). In addition, a large number of the 
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inter-connective cross-streets will also exceed these levels as 

terminating and circulating vehicles search for and find parking 

spots. There will also be the current level of residentially 

generated traffic. 

The result will be parking on both sides of residential streets, 

making traffic circulation as well as residential access difficult 

(for example, recent problems with Getting Crescent). There will 

also be the major emotive issue of child safety given the influx 

of young families into inner areas recently. 

In order that traffic operations within the residential areas take 

place in a safe manner and are not too interruptive to normal 

residential area traffic operations, it is likely that there will 

need to be widespread traffic management controls . implemented 

including banning parking on one side of certain streets, traffic 

lights on the arterial road entry points, certain turn prohibitions 

etc. Given that the solutions to the levels of overspill parking 

and city traffic congestion are expensive and sane years away, it 
f\.O \II. ~~5 ~ ~ ~-- \..~ 

is not considered realistic to mn: take cm;, action anel HBl"I{ 1:6 .. ards v I ' L 
'-~c....t. 

the d2sirab18 &ol~tioR; interim measures will be required. The 
" danger is that resources will be diverted to patching up problems 

in the short-term rather than developing the correct long-term 

solutions. 
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n ENVIRONMENTAL IMPLICATIONS 

The predicted traffic volumes within Civic were given to the 

Environmental Section of CE to establish the environmental 

implications of the future levels of City development (Development 

Group B, and Deveiopment Levels Cl & C2). The results of their 

preliminary analysis are attached as Appendix .D; they indicate 

that there will be substantial envirormental impacts associated 

with continued Civic development at both a local (City) and 

metropolitan scale. 

Further, given that the development of Section 22 (a~e ~033ibl; 

St!ctiQR AB-, will result in the clear breaching of the MPP employment 

thresholds, it is likely that there will be a very strong case for 

an Environmental Impact Statement being required either for that 

development or for a given increase in the employment threshold 

for Civic (say · to 2 ; I I 35,000). 

Air quality and traffic noise problems will be particular problems 

along a number of city (and inner residential) streets as well as 

in sane buildings and open space areas. 

Figure 38 identifies the extent of pedestrian areas which will be 

subjected to noise levels above Commission's current standards 

(70 db (A)); this will be as high as 76% at Development Levels 

Cl & C2, whilst Fig. 39 indicates the key city land uses that 

37 

will be subject to noise impacts. In addition a number of residential 

frontage roads in inner residential areas can anticipate a_bove 

standard noise levels. 
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Air quality impacts will also be significant and indicative of 

these will be the lead emission impacts outlined in Fig. 40. 

If the trend to the MPP anployment limits had occurred over the 

next 20 years and not 2 years, then lead emission would not have 

been a problan due to the phasing in of lead-free petrol. The 

level of lead anissions indicated by Fig. 40 is a case for concern 

given the health effects of lead. Other air quality impacts 

(carbon monoxide, NOx, etc.) will be pennanent until the introduction 

of electric cars. 

The noise and air quality impacts will significantly reduce the 

value of 1 andscape devel oµr1ents such as Gl ebe Park and Northbourne 

Avenue median pedestrianisation; as well as give cause for concefn 

for residential land uses along a number of inner area roads. 

There has already been identification of the extent of inner 

residential area parking and associated circulating, tenninating 

and bypass traffic. This is likely to result in the start of a 

process of urban blight given that it is expected to be a fairly 

1 ong-tenn impact unless si9nificant changes occur to the amount 

of funds that will become c1vailable for its resolution. Fig. 41 

highlights the major areas considered prone to degradation frcm 

traffic impacts. 

Significant areas of open space surround Civic which must be 

considered prone to overspill parking. The Landscape Branch 

has made an assessment of the landscape value of City and its 

environs (see Fig. 42) which indicates that major conflicts can 

be anticipated. The extent to which open space and verge areas 

can be protected is limited by funds and the ability to maintain 



Page 

any control measures. Of principal concern to Landscape Branch 

will be the ca11paction of tree root areas which will ultimately 

lead to widespread tree deaths. 

Further, any moves to protect all available open space and verge 

areas will: 

. be fairly costly (money better spent on the parking 

structures) 

. shift the problems from open space areas into other 

residential streets. 

N ACCIDENTS 

No detailed assessment has been made of the accident cost impacts 

associated with the concentration of metropolitan anployment in 

City. It is clear however, that the levels of traffic congestion, 

residential area traffic intrusion and pedestrian/cyclist-vehicle 

conflict being anticipated, that accident rates will increase 

significantly. 

Given the length of time that residential areas are expected to 

be inundated by City traffic, solutions to resultant safety problans 

will most likely have to be found. The long-term solutions will 

remain the necessary transport infrastructure to meet the development 

needs of City. 
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o COSTS 

The "Metropolitan Canberra Policy Plan Development Plan" 

report published in July 1984 was basically an assessment 

of two alternative employment distribution options for 

Canberra, a concentrated plan and a dispersed plan (see 

Table 4). Following a detailed analysis and evaluation 

upon many grounds, it was decided to adopt the dispersed 

plan with certain minor modifications. 

What we are now faced with is the prospect of having 

to halt Civic's development after completion of development 

level Cl in order to stay within the adopted MPP limits; 

or alternatively allowing Civic to combine expanding up 

to another limit yet to be established which may be below 

or above the "concentrated" option tested in the MPP . 

b~ 
The Gnly eoriect method of proceeding along this analytical 

Lvo--·141~~ 
path 4-6 to temporarily defer-e resolution of Section 22 ,.__ 

development conditions approval and to undertake a total 

system costs evaluation of the urban development options. 

MPP limits (Civic= 27,000 employment) 

versus -

alternative employment levels of 30,000; 35,000; 

40,000; 45,000 . 

Such an exercise is a major task and is in essence cot.LI! wdl ~c::o""!.. 

basis of the recently announced PJC enquiry into the 

Metropolitan Policy Plan and its implementation (see Fig. 43 

for terms of reference ,which will most likely expand into 

a study of the costs of allowing City to expand beyond MPP 

limits as well as of the MPP itself). 

One of the major reasons for adopting the dispersed plan 

as opposed to the concentrated plan was one of costs in 
relation to transport infrastructure and system operational 

costs (to user and the government). Table 5 is an attempt 

to identify the order of magnitude of transport infra­

structure costs associated with alternative levels of 



Civic employment and assuming "acceptable" levels of 

traffic service to operate . Within this the option exiS t S 

to not provide the necessary infrastructure but increase 

the employment levels. This merely transfers costs to 

users and to impacted third parties (inner Canberra 

residents), as well as creating a range of social costs 

(environmental quality reductions, accidents, lost time, 

etc.). 

Even with the infrastructure provisions, user costs will 

be higher for a more concentrated employment distribution. 

The MPP identified a cost difference of in the order of 

$230M p.a. (or 12% higher) for total road user costs for 

the concentrated option over the dispersed option (this 

included travel time costs as well as other vehicle operating 

costs). 

A clear identification of the options, their implications 
s~~ 

and an overall evaluation of each 4:-e- required before a 
· h. h 1 1 f . "-- 1 ,·s. . d cormnitment to ig er eves o city emp oyment ~ ma e. 

It is clear from the brief analysis that major infrastructure 

costs are evident and that if there are substantial "other" 

benefits to be generated to developers from continued City 
expansion, then they should be made to contribute an 

appropriate share towards the total infrastructure costs 

of their development. At present the data on such costs 

has not been clearly set out when development approvals 
are given and this position needs to be rectified. 



CHAPTER 5 POTENTIAL COURSES OF ACTION 

Having identified the range of transport consequences of 

continued City development without the necessary transport 

infrastructure, it is important to identify what we can 

do and to structure those potential actions so that they 
reflect: 

financial realities of forthcoming budgets 

political and practical realities of likelihood 

of options 

need for an incremental implementation approach 

with some form of attached priority from the 

most cost-effective options down to the least 

recognise the trade-offs and compromises that 

will have to be made in the medium term given the 

imminence and scale of the expansion of Civic's 

work force. 

It is clear that the future transport system will find an 

equilibrium between demand and supply elements. Our 

concern is that the total social cost associated with 
that equilibrium will be substantially higher than is 

achievable with appropriate public and private investment 
in transport infrastructure and management schemes. The 

prime objective here is to~ and identify a group of 

actions which will enable us with the limited resources 
we will have available over the next few years to move 

the "transport system equilibrium" towards a level of 
I 

lower total social costs than is anticipated with current 

programmed expenditure. 



A) CITY EMPLOYMENT 

The major factor causing the changes outlined in Chapter 4 

of this report will be the growth in employment and other 

traffic generating activity within City as a result of the 

scale of developments now under construction and the 

likelihood of further development proceeding in the near 

future. 

As mentioned previously, there is room for debate as to 

what the actual level of employment in City will be through 

time due to the large number of office moves that will 

occur both within City and from outside locations (Belconnen, 

Parkes/Barton, service trades areas, etc.) to within City; 

the extent of office space both in City and elsewhere to 

be temporarily or permanently taken out of circulation to 

be refurbished or put to other (traffic generating) uses; 

the level of public sector growth; the level of private 

sector growth; the provisions being made for computers 

(if any, within City) and future Departmental expansion; 

actual floorspace per employee (16.5m 2 , 14m2 ?); and other 

factors. 

What is clear is that over the next 2-3 years a substantial 

part of the City's work force growth will be due to i:i=i.ternal 

migration from outside City to new office developments. 

Whilst some of these moves will be for very pressing and 

urgent reasons, others will have an element of "choice" 

as to~ they need occur. The option therefore exists 

to press DOLGAS to delay some transfers to City until 

certain transport infrastructure works are under way and 

this option needs further investigation. 

The potential for such deferrals will be limited by the 

commitments made by DOLGAS and the pressures of developers 

to get returns on their capital investments. However, 

theremay be some scope for obtaining deferrals of up to 

4-3 

12 months for those groups coming into City from Belconnen 

and Parkes/Barton which may be of substantial overall benefit 

if during that time infrastructure works can be undertaken 

(if they can't, there is no real benefit). 

I • • 
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In the longer term there is the oppor tunity to divert 

metropolitan office growth away from City in line with 

the MPP towards Tuggeranong Town Centre and Belconnen 

Town Centre; this will require co-operation between DOLGAS 

and the Commission and resistance to private developer 

pressures. To this end, Section 22 should not be approvedj 

aJ. ~ until such time as an alternative metropolitan office 

strategy is approved the MPP should be implemented . 

Although this may be considered to be an "unrealistic" 

option it is important to make the following points . 

(i) Without Section 22 (ht11= ineluding de¥e1opwovt to 

lecel Cl of Table 1)-, there is predicted to be a 

metropolitan office oversupply of 2-3 years demand 

by 1987; as such there is little likelihood that 

Section 22 would proceed straight away if approved 

and as such there is time to reassess the preferred 

location of such employment growth and the conditions 

upon which continued City development should proceed. 

(ii) There is a conflict between the development potential 

of City shown in the Civic policy and development 

plan and the employment thresholds set by the MPP. 

Resolution is required as to which planning doctm1ent 

should govern City's development. Approval of 

Section 22 will exceed the MPP limits for Civic. 

(iii) Commonwealth provision of transport infrastructure 

is not forthcoming and therefore there is a need to 

review the alternative mechanisms by which funds 

can be generated to provide the infrastructure 

required for existing and continued City development. 

(iv) Investment decisions by developers (private and 

public) should be undertaken in light of the total 

costs and benefits of such developments in alternative 

locations. The MPP report of July 1984 leads us to 



the conclusion that continued development of City 

beyond 27,000 ~nployees will result in significant 

cost penalties being faced. The current conditions 

being placed on private developers in City are leading 

to investment decisions which are not recognising 

their full costs and as such a distorted market 
reaction is being observed. 

n.o I-
As such we areAsuggesting that Section 22 and further City 

development should be STOPPED PERMANENTLY. Rather, whilst 

there is an opportunity we should review the situation and 

consider how best to proceed given the strong market 

preference to continue development in City and the poor 

prospects for Commonwealth funding of the desired transport 

infrastructure. 

B) PUBLIC TRANSPORT 

Our analysis of public transport indicated clear deficiencies 

in the ability of public transport to play a more dominant 

role in meeting the needs of the City commuting task. A 

number of the necessary actions are the responsibility of 

Department of Territories/ACTION; others are a joint 

responsibility with NCDC. In the long term, it is clear that 

planning for public transport must be resolved in the context 

of the future levels of City development and the metropolitan 

distribution bf employment and other traffic generating 

land uses. 

The actions identified for - public transport are: 

(i) Fleet Reauirement: There is an urgent need to 

programme the acquisition of additional buses plus 

drivers; to appoint drivers to utilise fully existing 

buses; and to review schedules, s·ervice frequencies 

and school versus commuting conflicts to see if 

buses can be re-deployed within the existing fleet . 
.i..C9 ' 

Figure~- identified a shortfall of 37 buses by 
mid-1988 simply to meet basic levels of service to 

4-.5 



( ii) 

n ew s ubur bs and new sc hools , withou a ny i ncr ease 
in c ommuter capa city . /\n upp er limit of L1,000 c i t y 
bus con1111u t ers has been i den tif :Led with t he exi s ting 

fleet and a n increa se i n th is to 6 , 000 (the i dentif i ed 
i n tercha nge capacity) would requ i r e an addit ional 

21 arti cs. a lone to supp lemen t existing 333 s ervices 
and probably a further 20 s tandards to suppl ement 
feeder route services. 

There are substantial delays (about 2 years) inherent 

in letting new contracts before the arrival of buses ; 

and little potential for a second-hand bus purchase 

programme. 

Bus Priority Measures: Without the systematic 

introduction of bus priority measures there will 
be a 

steady decline in the level of bus service in 

terms of passenger seats per hour to any given 
destination 

increased variability in journey times which 

together with increased average journey times 

will make scheduling of the bus fleet more 

problematical and will lead to the need for 

increased bus bay requirements in the interchange 

as well as increased passenger storage areas. 

The introduction of bus priority measures will, 

however, result in a reduction in the traffic 

capacity available for other road users. 

The importance of public transport to the total 

transport system requires that bus priority measures 
will be required. A STUDY is urgently needed to 

resolve the form and location of priority measures 

required to maximise benefits to public transport 

operation whilst minimising adverse effects on 

other traffic operations both within City and Woden, 

and en route to these centres. 



(iii) Deficit. Increased bus fleet size will, under 

current practices on fares, levels of service, 

(iv) 

school operations, pricing and staffing arrangements, 

result in an increased deficit. Any changes to 

these or other elements of ACTION's operations to 

minimise operational deficit should take into 

account the total transport system costs for the 

journey to work; this might imply alternative fares 

and deficit policies. Studies are required to 

ensure that ACTION' s reivenue and deficit control 

policies reflect the overall benefits associated 

with given levels of public transport operation. 

Interchanges. There are a number of physical and 

operational constraints on the existing interchanges 

at Woden and Civic whic:h will limit the levels of 

future bus and passenger movements to and within 

the interchange. A study of interchange operations 

is required and this should be closely related to 

the studies of bus priority measures, and if IPT 

technologies. 

(v) IPT. It is clear that if City is to continue to 

grow and public transport is to play an important 

commuter role, that an IPT system of some form will 

be required; the first stage could well be a light 

rail system from Woden to City, costing around 

$3OOM. To ensure the viability of such a major 

capital investment will require substantial loadings 

and emphasis on public transport in planning; 

particularly if the system is to be extended beyond 

the Woden-City section. 

A planning study is required to determine the form 

of IPT technology to be implemented and then 

gazette a corridor for at least the Woden to City 

section. 



C. CAR OCCUPANCY 

As stated prEviously the achievement of hugh car occupancy levels 

would reduce parking requirements, traffic levels and not create 

problems of increasing the bus fleet ( and deficit) to serve 

the corrmuting peaks. Success in this area has unfortunately 

been extremely limited. 

The positive measures that can realistically be taken in this 

regard are: 

(i) that following the introduction of long stay pay parking 

a system of relating parking changes to car occupancy be 

implemented. The best method of doing this appears 

to be dedicating selected car parks to High Occupancy 

Vehicle ( 3 or more occupants?) with entry controlled 

by an attendant and no change levied. People with less 

than three occupants could either be permitted entry 

at ahigh fee ($10) or have their numbers taken and later 

be fined (say $50). These car parks could be in PRIME 

locations giving time as well as cost advantages and if 

not full after, say, 10.00 the attendant would leave and 

the area would tend to operate for short stay traffic. 



(ii) t he bu s pr io rity 111ec1s ures study should i nvestigate j oin t 

use of such facili t i es by High 0ccup c1 ncy Vehic l es ( 3+) 

(iii) Promotional campaigns and carpark matching facilities should 

be promoted at Departmental level. 

D. PARKING 

Three basic options are available to us for providing 

sufficient parking: 

(i) accept residential and open space parking at high levels 

(ii) find other non city parking areas ( park-and-ride) 

(iii) increase city parking ( extra surface/structures) 

(i) Acceptance: not a long tenn option nor a good 

planning solution. Some level of 11 acceptable 11 

parking overspill is considered likely but this is 

more likely to be no more than 1000-1500 cars rather 

than the 5 - 6000 identified as necessary ( and 

possibly more for the variety of reasons outlined in 

Chapter 4). Acceptance is, however the most likely 

short to medium tenn option ( up to 5 years) given 

the time delays inherent in providing adequate long­

term solutions ( ie parking structures). The extent 

of public hostility to this will be both high and very 

resource consuming for both the Commission and the 

Department of Territories. 



• • • • • • 
II 
ill 

• 
II 

Upon the basis that residential parking is not an 

acceptable option actions will have to be taken to 

prevent it occurring . This is largely a "management" 

matter for the DoT, however, given its importance 

to the overall planning of city's development it is 

essential that there is resolutions of the approach 

that will be adapted towards the control of residential 

area parking and the extent of corranittment towards 

policing . 

In the event that a scheme of parking controls are 

implemented and successful in the shortterm ( ie 

before pµrking structures is provided) then there 

will be a major problem facing both DoT and NCDC, 

namely how to accorranodate the City's journey to work. 

In these circumstances high occupancy and the shuttle 

bus system described below ( fig 44) are probably the 

only realistic short term response that can be made. 

As cush it is of CRITICAL importance given the time 

and money required to build parking structures and 

expand the bus fleet to start programming the funds 

or create the mechanisms to generate these funds NOW. 

(ii) Park-and-ride: Tw real alternatives are available 

here the first is to develop strategic parking areas 

in the suburbs and bus passengers to City and other 

central area employment nodes. This would be trying 

to replicate the successful suburban train operation 

of other capital cities with their major station car parks. 



In t he sho rt term t he re sou rce s do not ex ·is t to di rect 

bu ses to such a scheme no r a re t here suff i ci ent Y/el 1 

located open space areas to provide an acceptabl e 

distribution of 11 station 11 car parks clost to trip 

origins to attract the necessary level of park-and-ride 

or kiss-and-ride patrons. Basically there are insufficient 

buses to meet existing commitments over the next 3 years 

without generating additional users which would require 

a significant expansion of both the bus fleet and drivers 

The cost of such a scheme would require fares of around 

$5-6 day (two way trip) to cover costs and as such 

is unlikely to be attractive. Further, if there is 

adequate free parking within easy walking distance of 

City then the additional costs and inconvenience of using 

suburban park-and-ride areas would not attract people 

when compared to the "perceived" cost of car travel plus 

walk at city . Evidence from around Australia and 

overseas indicates that for such operations to be a 

success they must form part of a long-term planning 

solution ( ie as with trains and suburban station parking 

areas, and little prospect of convenient parking in City) 

The second option is more likely to succeed than 

suburban park-and-ride and can be described as central 

park-and-ride with open space areas close to city being 

made available to parking anduse mode available of either 

(or both) normal route buses passing these areas or 

special shuttle buses. This would place less strain on 

ACTION in that any spare capaci ty on routes could be 

SI -
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utilised whilst if special buses had to be provided 

they could make several trips during the peak period rather 

than just one (from, say, Tuggeranong to City and back 

could take 1½- 2 hours given the likelihood of multiple 

origins and destinations for suburban park-and-ride) 

This would significanly cuit public authority costs. 



i11 1heel. 

Three potential options have been identified for such 
centred park-and-ride facilities a.s sh.ol.l..M\- in figure 44; 
of these only shuttle route 3 can utilise existing route buses 
although route 385 could be easily diverted to pick up shuttle ... 
atea 2 (at the end of Ainslie Ave) It is not anticipated that 
sufficient capacity would e x....-.sl- ~ these routs to service 

" these parking areas and therefore l extra bus would be required 
to service shuttle route 2, 5 extra buses to service shuttle 
route 3, and 3 buses to service shuttle route l. To cover the 

r' costs of such bus provisions would require a cha)1'ge of around 
80t - $1 per day ( 2 way trip) ( or require a Government 
contribution of $700,000 pa to fund the bus operation). 

In both the central park-and-ride and the suburban park-and-ride 
no account has been taken of the alternative use values of each 

of the sites or the cost of establishing them as parking areas which 

could be as high as $3.2M if done to any reasonable standard, 

such as opposite the TAFE; but is more likely to cost $0.6M-$1M. 

In the case of the central park-and -ride sites these could only 

be viewed as temporary measures given the competing uses of 

such areas. 

Without policing of the inner residential area parking 

there is little hope that people will utilise such park-and-ride 

alternatives especially if they have to pay for them and suffer 

any inconvenience associated with their use and waiting for buses. 

The cost of policing inner residential areas is expected to . 

require something like $0.3M in signs and linemarking, plus 

around $0.3M pa to administer. 

Thus the total cost of such 11 temporary 11 schemes for central 

park-and-ride is envisaged to be: 



Capital bus purchases* 

car parking 

. inner area 
management 

Operational 

bus * 

. parking controls 

$1.3M 

$0.BM 

$0.3M 

$0.4M pa 

$0.3M pa 

$2.4M 

$0.7M pa 

*or $0.7M pa if buses hired from private enterprise 

(costs could be covered by revenue) 

In addition these central area park and ride schemes even if backed 

up by tt-e_necessary funding and parking controls have a number 

of other disadvantages as outlined below: 

Shuttle Route l: Much of this area is used for recreation and 

tourists and if heavily used as a commuter carpark the area 

would be seriously degraded as well as being unavailable for 

mid-week use. Even without this shuttle bus some use of these 

parking areas could be anticipated given the ease of access from 
b . 

Commonwealth Avenue, the presence of foot $ridges to City and the 

difficulty facing traffic moving through or around City to reach 

other overspill parking areas. Significant delays and interruptions 

to Commonwealth Avenue plan would also result if 1000 cars parked 

in this area. 

Shuttle Route 2: Will be costly to develop the parking area, would 

remove a childs play area, would lead to an early spread of parking 

impacts into residential areas of Ainslie and is likely to be 

strongly opposed by residents opposite. This option should only be 

contemplated if done in association with at least shuttle route 3. 



Shuttle Route 3: Has previously been identified to and rejected 

by Commission given the potential near term use of these sight 

for developments. The extent of parking in this area would lead 

to high levels of traffic infiltration through residential streets 

of Campbell to avoid the high levels of congestion on Constitution. 

If successful residential area parking would also follow and the 

Commission is surrently trying to resolve existing problems with 

Getting Crescent. It would, however, be well related to traffic 

entering the central area from Jerrabomberra Avenue and could be 

viable if limited in scale to around 1200-1500 cars. 

Therefore it is concluded that of the par-and-ride option the 

central park-and-ride options identified in figure 44 are the most 

likely to succeed. However, they will require reasonable levels 

of expenditures (both capital and on-going) have to be supported 

by a high level of inner residential parking control ( which will 

be increased in scale by the aprk-and-ride schemes themselves) and 

will generate a number of undesirable impacts meaning that they 

will in essence transfer problems rather than provide solutions. 

However, such schemes do warant more detailed investigation. 

(iii) The third parking option is to provide increased parking areas in 

and around City. Figure 44 identifies 650 potential spaces within 

City in addition some 350 cars could park in the median of Ainslie 

Avenue and up to 1500 cars could park in areas identified for 

park-and-ride( shuttle buses 1 and 2) although without the buses 

the level of parking attracted would be no more than about 200. 

Thus we could find 1000 extra surface parking spcaes in and around 

city not on residential streets. Most of these options have been 



previously considered and rejected on valid landscape, urban design 

or planning criteris; but given the extent of residential area 

parking envisgaed certain trade offs will have to be made and 

plans should be drawn up to open up these areas for parking and 

the alternatives costed. 

The only real solution to parking provision is, however, car 

parking structures and it is preferable that with limited resources 

available priority should be given to this solution. Given the 

lack of interest shown by Private Enterprise (unless required 

by development condition as per section 38) or by the Common~ealth 

Government to develop such facilities on their own and the delays 

inherent in the construction of structures it is perhaps even more 

imperative that first priority be given to establishing an 

11 acceptable 11 mechanism for the provision of funds to construct 

the structures rather than tontinuint to argue that a single 

developer take on full responsibility. In other works we should 

be trying to implement an average cost pricing policy for the 

construction of parking strcutrues rather than a marginal cost 

paking policy given a) the high marginal cost of a structure 

(10-$15M) and b) the public good nature of parking ie everybody 

would benefit from this provision from shoppers, meployees, all 

city employers and developers. 

In many Australian and overseas cities with controls over both the 

raising and allocation of finances the solution that has evolved 

is the development of a parking fund of one form or another; and 

it is such a solution that will evolve eventually within the ACT. 



The need is for a parking fund to be established sooner rather than 

later with agreement as to the sources of revenue for the funds, the 

item of expenditure covered by the fund and the roles and 

responsibilities of various agencies in administering the fund. 

At present developers have to provide 1 space per 100m2 GFA of 

office development, equivalent to 0.9 spaces/100m2 GFA of total 

development. In March 1985 there was 310 ~ 000 m2 GFA of 

developments in City (office,retail, commercial). The parking 

generation of such development is in the order of 3.3 spaces per 

100m2 GFA for office/commercial with higher levels for major 

retailing developments, this would cover about 2.8 spaces for 

employee parking and 0.5 for operational/short stay parking in the 

case of offices. Development group B will add 175,000m2 GFA 

whilst Cl and C2 will add 84,000 m2 GFA; 259,000m2 @ 2.4 spaces 

per 100m2 (3.3-0.9) is equivalent to a generated parking 

defici~ of 6200. If we add in the extra spaces that would be 

required in structure to replace those taken over by the parking 

structure itself this deficit increases from 6200 to around 8800 

(or from 2. 4,. space/100m2 to 3.4/100m2 GFA). At $12,000 a 

space in structure we have a need for$75M in funds due to this 

underprovision. When taking account of the existing spaces that 

have to be replaced on future structured car parRs like this 

cost increases to $105m. 

The option available for the parking fund are to obtain revenues 

from 3 basic sources 

- users via charges on parking 

_ existing civic employers via rates (problem of Commonwealth 

buildings) 



~ new developers via a development levy. 

A reasonable balance could be to have new developers provide 

0.5 spaces/100m2 on site ( for operational/shortstay needs) and 
St>..'f 

contribute a levy of $1S000/100m2GFA to a fund. The remaining 
)A) 

i.2 spaces/lOOm2 GFA could be obtained via an equivalent annual 

charge to both existing developments and users ·. th-is ·,,e,tild be 

say, $4300 13a/100m2 GFA, The conf-ribu~,"G n !. of the different 

parties could be varied so as to achieve specific policy 

objectives. For example, of development was to be positively 

encouraged to go to Tuggeranong the developer levy in City could 

be set at say $40,000 100m2 GFA whilst in Tuggeranong it could be 

zero. 

The major factor is that it is a mechanism for generating revenues 

from all beneficiaries for the development of Civic and could soon 

be generating sufficient funds to start construction of parking 

structures. 

It is a reasonable supposition that such a fund will be created 

within the ACT, the trouble is that it may well take several years 

to create. Further, if the bulk of the contributions are raised 

from future developers it will be sometime before sufficient funds ' 

are revised to construct structures ( as stated previously without 

section 22 there will be 2 - 3 years oversupply of office space 

by 1987; section 22 has now been approved and adds another 1-l½years 

to this oversupply potential. Thus it could be into the 1990 1 s 

before new developments are approved under the terms and 

conditions of parking fund). The l/100m 2 GFA requirement has normally 



been met in basements@ about $20,000/100m2; reducing this on-site 

requirement to 0.5/100m2 is $10,000/100m2 allowing $10,000/100m 2 

to go to the fund without any additional cost to developers. 

With the fund constructing in larger above ground structures 

more spaces could be provided for the same money. 

As a matter of priority the Commission, DoT and Finance should 

meet, together with House of Assembly reps, to establish the 

framework for a parking fund in Civic and eventually for other 

major centres in the ACT. 

Further presentations should also be made to the Department of 

Finance to convince them of the need for urgent funds to start 

construction of parking structures rather than have to wait for 

community pressures to generate the necessary actions. 

Given the rate at which the formal parking deficit will be created 

over the nest 2-3 years and the delays inherent in building 

structures it cannot be emphasised enough that actions are required 

immediately to avoid having to divert substantial resources to 

fighting 11 spot fires 11 whilst not being able to hackle the 11main 

blaze 11
• 

It is also important to realise that constructing parking 

structures can only really take place on existing parking sites. 

Thus any major prograrrme of parking structure construction will 

result in a substantial short term reduction in supply. For 

example the 3000 spaces in structure for section 38 will 

result in a loss of almost 900 spaces in addition to the 380 

to be lost on section 38 itself). Thus to create a net gain of 



4000 parking spaces in City is likely to require construction of 

5500 spaces in structure and add 1500 spaces to the formal 

parking deficit in the interim. The lagistics of the task to 

move from the current situation to a future situation with most of 

the formal parking deficit overcome by new structures are quire 

staggering; particularly when approvals have been given (much 

of which is now under construction ) to increase the City's 

work force by 85% compared to March 1985 levels over a time 

frame of 3 - 5 years. 

E. TRAFFIC SYSTEM 

As stated previously in chapter 4, traffic levels will build 

up on the major arteries to City and within City to such an extent 

that unrealistic peak periods will be required to handle the 

traffic, and that this will not only place the arterial system 

in a highly unstable situation but will also lead to residential 

area traffic intrusion where to the advantage of through traffic. 

The scale of works identified within the city distributor 

roads study is substantial ( $29M for development level 2 ie 

B +Cl+ C2) added to which will be the Eastern Parkway a number 

of other works on the major approach roads, as well as measures 

to protect residential areas from through traffic. These major 

works should be long term objectives which will be implemented 

when and as funds permit. 

In the short term certain minimum lower cost actions need to be 

taken -



( i) a progranm1e of prioritie s needs t o be es tab 1 i shed fo r a maj or 

traffic si gnal ·in sta ll ation progrmnrne withi n Ci vic over 

the next 3 - 5 years wh ich wi l l fa l l within t he contro l 

of the ACTS System 

(ii) A study is required of the necessary traffic management 

measures to supplement this traffic signal programme aimed at 

maximising the capacity of the existing roads infrastructure 

through either management or minor construction works. 

(iii) The City distributor roads study be used to establish the 

priorit i es to be attached to the capital works programme in 

the light of the traffic signals and traffic management 

programmes ( i) and (ii) 

(iv) A study be undertaken of the methods by which the emerging 

conflicts between pedestrian/cyclists and vehicle traffic will 

be resolved ( this study will necessarily have to address 

broader urban design issues); part of this study is seen 

to be the need to agree to a City Centre road hierarchy 

to establich the level of priority to be attached to traffic 

movements on the various elements of the City's road 

system 

(v) A study will be required of traffic management measures 

to be implemented within residential areas around City and on 

route to City as and when the problems clarify t hemselves in 

detail. This could well require additional traffic lights 

at the major entry points into such residential areas . 

Gl 



F. PEDESTRIAN/CYCLE SYSTEMS 

As well as undertaking a study to resolve the conflicts between 

these groups and the major increases in traffic levels, it is 

important also to take a broader view and consider the facilities 

for such modes throughout City ( including within the bus 

interchange). After all pedestrian and cycle movements 

in City can be expected to grow in line with employment levels 

and therefore almost double within 5years. Therefore there will 

be substantial pressures on existing pedestrian spaces and a 

need to clarify the relative priority to be given to the 

various modes ( pedestrian/cycle, buses, private vehicles) within 

different areas of City. 

G. OTHER ACTIONS 

(i) The implementation of the metropolitan employment strategy 

requires close liaison between NCDC, developers and DOLGAS to 

co-ordinate forward commitments to areas for site servicing 

and to guide developer interests. Such close co-ordination has 

apparently been lacking in recent years resulting in MPP 

thresholds for Civic now being exceeded by the approvals and 

commitments made. 

(ii) Most of the conclusions drawn in this report have their basis upon 

assumptions about City employment levels, growth in employment 

and current mode split levels. Much of the information in 

relation to these aspects is estimated. Establishment of 



base date and careful monitoring i s vital so that the conclusions 

can be adjusted to reflect improved data. 



CHAPTER 6: SUMMARY OF TRANSPORT IMPLICATIONS OF FUTURE CITY 

DEVELOPMENT AND OPTIONS FOR ACTION 

FUTURE CITY DEVELOPMENT Table l identifies the future City 

development as at March 1985 whilst fig. 2 depicts their location. 

The current (June 1985) situation is that developments l - 4 

are starting to be occupied. Developments 19 and 21/22/25 have been 

approved by Commission, development 20 has had the lease purpose 

clause change agreed to by the Courts and is proceeding 

(construction starts 7/85, finish 10/86), development 23/24 is 

to the stage of final resolution of the preferred scheme between 

the two principle candidates. The submission of plans and the 

preparation of lease conditions on development 26 are at an 

advanced stage and a government preleasing commitment has been 

given. Development 29 has been abandoned for the time being due 

to AFP taking up office space in development 10. 

There is an identified metropolitan office oversupply of 

significant proportions 2 - 3 years anticipated by early 1987 and 

this will dealy construction of some of these developments. 

However, approvals have been given to developments in Civic which 

will result in an employment level of around 31,000 ( based on 

165j2 per office owrker and 2.5% vacancy rate; NOTE advice 

from AS(UE) as to a 14m2 per worker new standard would ultimately 

imply an employment level of 35000 for projects approved). 

Here 11 approved 11 projects refers to development groups B, Cl and C2 

of table 1. 



The MPP employment threshold for Civic i s 25-27,000 and this has now 

clearly been breached less than one year after it was endorsed 

by Commission (PM2508, August 1984) 

There are inconsistencies between the development potential for 

Civic identified in the 1982 Civic Policy and Development Plan 

and the employment thresholds set by the MPP. 

These inconsistencies must be recognised and resolved and an 

agreed basis reached for the planning and development of Civic 

(and the rest of Metropolitan Canberra) 

Further if a revised Metropolitan employment strategy is 

to succeed procedures must be developed to ensure the implementation 

of that strategy. These would include 

mechanisms to co-ordinate NCDC planning and site servicing, 

office pre commitments by DOLGAS and private developer 

involvement 

. the market forces determining private investment decision need 

to reflect the full costs of those decisions both within the 

various centres and on their fringes 

proper management of leases in peripheral areas to centres 

mechanisms created to ensure appropriate infrastructure is 

provided 
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Given that a significant n1 etropo litan office oversupply i s being 

predicted by 1987 by CP , AS(U E) and DOLGAS, there i s an opportunity 

to pause and review the situation before further approvals are given 

to developments in Civic (or Woden Town Centre, which has also 

exceeded MPP employment limits) . 

Further, there may be opportunities in the short-term to reduce 

pressures on residential areas by delaying transfers to City from 

other areas until such time as transport infrastructure provisions 

occur . 



ENGINE ER ING DIVI SION' S CO NCERNS 

bol-""- ...___ . ~L... 1-L--.t. $c..~ . ~ 

Engineering division's concerns are RA1 so rn11d tite H :tE11t 
(OAJ ll.,c... m.tJ.r-upo,..(,..•L"-'- 1· -r-,L.,ec--0,~-{ ~k. ·~) ~ 

of City's development Elbib :al11t, .. l~I: 5· iile: of bli€! do.e"ltdpiiilil~ 

the rapidity with which it is proceeding(~~he fact that only 

negligble transport infrastructure works are currently programmel 

to occur over the same period). The net result of this will be 

substantial near term transport generated impacts relating to 

parking 

. bus operations 

. traffic congestion to and within City 

. residential area traffic intrusion 

. a range of associated social and environmental impacts 

Gl 

Co'-fliJ. i-.:.,Jt.. u.~ l~ -~~ \----,,-t. r~la-.a. ,·~~ ,·~ H4t. M'PP. 

To put the scale and rapidity of City's development ~n context 

we should note that 

- City as at March1985 contained 276,000m 2 net leasable floorspace 

(209,000m 2 office, the balance reatil/ commercial) 

- the developments currently under construction or recently 

opened ( group B of table 1) will add 140,000 m2 NLA 

(125,000m2 office) by early 1987. 

- This is a 50% increase in 2 years. 

- Including those developments approved ( groups Cl+ C2 of 

tabJe l) will take this increase to 215,000m2 (180,000m2 

0~ 
office) 9fH'la 77% over March 1985. This is equivalent to adding 

Woden Town Centre to City without providing the associated 



inf ras t ructure. These developments will occur in t he 3-5 

year horizon. 

Construction of a structured car park takes about 2 years 

The MPP report published in July 1984 was primarily an analysis of 

two alternative metropolitan employment strategies ( refer to table 

4) a dispersed plan based on a 25,000 employee Civic and a concentrated 

plan based on 35,000 employee Civic. 

We are now committing ourselves to the MPP concentrated Civic 

option without the associated transport infrastructure identified 

as required by the MPP, and despite the significant cost penalties 

associated with the concentrated Civic option. 

Given the rejection of the MPP employment strategy there is a need to 

review the long term transport requirements for Canberra under 

realistic land use conditions. 

REPORT OBJECTIVES 

The purpose of the material contained in this report is to 

identify the transport implications of City's development 

over the next 3 - 5 years assuming NO UNPROGRAMMED expenditure 

. outline the potential of the transport system to accommodate 

such demands 

describe the options that exist to relieve the identified 

transport problems in an incremental way 

. outline a recommended course of action 



POPULATION AND EMPLOYMENT GROWTH - 2 - 3 YEARS 

Figure 11 illustrates the major population and employment growth 

centres over the next 2 - 3 years 

70-75% of population growth is to the south. 

Employment growth is d0minated by City with the net result of 

transfers · to city resulting in employment declines in places 

such as Belconnen and Parkes/Partin during this period. 

TRANSPORT INFRASTRUCTURE PROGRAMMED 2 - 3 YEARS 

Figure 12 identifies the current 3 year programme of city roadworks, 

table la outlin~s parking supply changes in city; and table lb 

outlines public transport investment over the next 3 years 

CITY JOURNEY-TO-WORK PATTERNS 

Figure 4 identifies the March 1985 estimated City journey to work 

pattern. 

Tn assessment of the alternative modes has been made to identify 

their ability to acco11111odate increased levels of use, recognising 

that for development levels Band C ( refer to Table 1) increases 

of 55% and 85% in numbers respectively will be required simply to 

retail existing mode shares. 

Without additional bus investments there will be an upper limit of 

4000 city cormnuters by bus, and there will be shortfalls in basic 

services to new suburbs and new schools. This implies a reduction 
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in the n1ode share of public transport from 17.5% (3/85) to 15.9% 

(with development group B) and 14.0% ( wi th developments Cl and C2) 

Operational capacities of the interchanges at Woden and Civic, 

and for the 333 route imply an upper limit of 6000 city bus 

commuters even if extra buses are forthcoming. This is equivalent 

to a mode share of 21 % with developments B+ Cl+ C2 of table l. 

Experience throughout Australia and overseas indicates that the 

other main option to reducing car driver trips, namely 

increasing car occupancy, is unlikely to be sufficient to achieve 

more than a marginal reduction in the car driver mode share. Car 

occupancy rates are expected to increase from around 1.23 to no more 

than 1.35. 

Car driver mode share is not anticipated to fall below 53% 

in the short term ( compared with 54.7% now); although in the longer 

term a reduction to 47% appears feasible ( see fig. 14) 

Minor Mode use will increase but is constrained from playing a 

more dominant role due to the local catchment origins of the 

vast majority of these trips . 

Figure 14 illustrates the likely optimistic prediction for mode split 

at different development levels, and identifies the formal parking 

deficits associated with these scenarios. 

For public transport to play a more substantial role requires 

a conmittment to an IPT system with upgraded Woden and City 

interchagnes. The first stage of such a system could be a light 

rail link between Woden and City at a cost of around $300M 



PARKING 

A number of presentations have been made to Canmission previously 

on the parking shortfall envisaged for Civic with increased developments. 

The current predictions are in line with that earlier advice (refer to 

figures 15, 16, 17). Upon the basis of these presentations, design 

work commenced for the provision of parking structures but these have 

been deleted form the Commission construction programme in the process 

of Department of Finance review for the previous 2 years. The only 

private enterprise interest of a substantive nature has been as a 

result of structure provision being part of the development conditions. 

In March 1985 the estimated shortfall between formal parking 

supply and demand was 1,500 resulting in some 800 cars parking 

informally in Civic, 900 overspilling into adjacent areas and about 

200 spare formal spaces by the TAFE and swimming pool. 

With the employment potential of development Group B (Table 1), the 

formal parking deficit will have reached 5,500 and this will grow to 

6,900 with the employment potential of development Group Cl & C2. 

(refer to Fig. 18). It is assumed that about 1,000 spaces of this 

deficit will be met by informal parking with the balance met by 

overspill into adjacent residential and open space areas. These 

deficit figures include the effects of the two Section 38 parking 

structures (3,000 spaces). 

For a variety of factors, the level of overspill could, in fact, 

be different from that predicted: 

difficulties in actual employment levels or 

journey-to-work 



increased city policing, reducing City's 

informal supply; 

adverse reaction to long-stay parking in City; 

inefficient use of on-site 1/00 provision; 

reduced on-street supply; 

increased protection of parking areas associated 

with TAFE, Swimming Pool, YMCA, Bowling Alley, etc; 

short-term impacts of construction work; 

reduced floorspace provision per worker. 

On balance, there are more factors indicating an underestimate of the 

formal parking deficit than an over-estimate by as much as 2,000 vehicles. 

Due to delays in employment growth due to office refurbishments etc, 

the predicted levels of formal parking deficit may be reached after 

canpletion of the associated developments in City. Given the rate of 

City's growth such delays are likely to be measured in months rather 

than years. 

Fig. 19 illustrates the extent of residential areas likely to be 

affected by parking overspill after development Groups B, and Cl & C2. 

Whilst some level of residential area parking overspill could be 

expected to be tolerated by people, this level is more likely to be 

no more than 1,500. Further, given that the overspill parking will 

build up fairly rapidly to high levels, public reaction can be expected 

to be sufficiently strong to require irrunediate action to resolve the 

whole problem. 

1 ~-



As outlined later, increased bus use and increased car occupancy levels 

are not realistic options in the short to medium term and only limited 

options in the long term. 

Of the various options considered, the only real long-term solution 

is the provision of additional city parking. The potential for new 

surface parking areas in City is limited to about 650 spaces, all 'in 

areas with urban design, landscaping or planning impacts. Given the 

critical nature of parking shortages, such issues may well have to be 

set aside. The only realistic long-term option that remains is the 

provision of a number of parking structures, with the only real debate 

relating to the number of structures and details of their design. 

At development level B the overspill parking is estimated to be 4,500 

(fig. 18). If we assume an 11 acceptable 11 level of 1,500 there would 

need to be 3,000 spaces provided in City. If 650 were provided at 

surface, 2,350 would be required in structures. Assuming structures 

had to be built on existing carparks a total of 3,300 spaces would 

be required in structures at a cost of $40M. This would increase to 

5,400 spaces in structures at a cost of $65M if the 11 acceptable 11 level 

were reduced to zero (or the overspill level increased by 1,500). 

Following the completion of developments Cl and C2, even allowing 

for Section 38 1 s two structures, the situation would require an 

additional 5,250 spaces in structure at a cost of $63M for an 11 acceptable 11 

overspill of 1,500; or alternatively 7,350 spaces in strucutre at a 

cost of $88M if the acceptable level were zero. 
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An assessment needs to be made of the space available within City to 

construct parking structures on non-development sites so as to establish 

upper limits to development at alternative mode splits. 

Given: 

the delays inherent in building structured carparks 

(up to 2 years), 

the problems in financing and building several structures 

at once, 

the additional parking shortfalls created by building 

structures on existing surface parking areas, 

it is considered that the provision of parking structures will 

necessarily be spread over a number of years. 

upon 

It is imperative therefore to concentrate attention now 

a) obtaining Ccmmonwealth ccmmitrnent to at least one 

(possibly 2) structures in Civic; 

b) ensuring that the Section 38 conditions relating 

to the provision of about 3,000 spaces in structures 

are adhered to; 

c) developing the mechanisms by which the balance of the 

necessary parking structures can be provided . This 

means a parking fund where all beneficiaries (users, 

existing city employers, and new developers) can 



contribute jointly to the provision of the 

necessary car parking. 

In the event of the instigation of a parking fund,the 1/100m2 GFA 

requirement should also be reviewed downwards to around 0.5/lOOm2 GFA 

to cover only operational and basic short-stay needs. 

New office developments are generating a demand for about 

3.3 spaces/lOOm2 GFA whilst providing about 0.9/lOOm2 GFA (1/lOOm2 GFA 

of office, with about 10% of development non-office). This is a shortfall 

of 2.4 spaces/100m2 GFA (or 3/lOOm2 NLA). Given that we must also 

replace existing spaces lost when structures are built, this is equivalent 

to the formal parking structure requirements increasing at a rate of 

3.4 spaces per 100m2 GFA (4.2/lOOm2 NLA); or at $12,000 a space in 

structure $41,000/100m2 GFA. 

At one extreme the parking fund could require new developers to 

provide full parking provision; this would tend to stop development but 

more importantly would result in little generation of funds to ranove 

the existing deficiencies. 

A more desirable future situation could well be 

a) a requirement of 0.5 spaces/lOOm2 GFA on site for 

new developers 

b) a parking fund with a contribution of say $15,000 

per 100n2 GFA (1985 prices) from new developers plus 

contribution from rates and users (via parking charges) 

sufficient to fund the backlog of parking structures and 

provide for future needs. (A developer would currently 

pay around $20,000-$22,000/lOOm2 GFA to provide basement 

parking). 
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Resolution of the parking fund and its administration is probably 

the most critical issue for agreement over the next 6 months. 

In the short term, there will be great pressure to control 

parking in residential areas. Not only must the Commission develop 

with DoT a preferred method for implementing controls in residential 

7b 

areas, but must also have a viable alternative to accommodate the parking 

demands so as to avoid transference of the problem rather than its avoidance. 

Decisions will also have to be made about control measures to be 

enforced on open space and verge areas to avoid degradation of the open 

space and probably tree deaths. 

Control measures will also be required on inner area carparks 

desirably reserved for other users (Swimming Pool, Gorman House Theatre, 

Regatta Point Carparks, etc.) . 

The only realistic options available to accontnodate the parking 

needs in the short term, given the speed with which structured carparks 

can be built, and assuming · the effective management of parking controls 

in overspill areas, will be the implementation of central park-and-ride 

schemes as per figure 44. These schemes themselves would require an 

extension of . residential and open space area control measures. 

The only alternative to . such schemes or residential parking is 

to obtain deferral of moves to City from other employment centres 

(Parkes/Barton, Belconnen, etc.) 



PUBLIC TRANSPORT 

The estimated city bus commuter level was 2,700 in March 1985 compared 

to 2,000 in 1981. 

This growth has occurred during a period of fleet expansion, gradual 

employment growth and substantial reduction in convenient long stay 

parking supply in City. 

At present ACTION's critical service is the 333 route fran Woden to 

Civic and it, together with the constraints of the Woden Interchange, 

will pose the most significant constraints in the future given the 

extent of population growth (with associate bus services in Tuggeranong, 

many of which will feed on to the Woden Interchange). 

ACTION also faces current shortage of drivers (20 buses are not currently 

being utilised) and an ageing vehicle fleet (refer fig. 4a; 250 out of 

400 being now over 8 years old). 

The 333 operations currently require augmentation to scheduled services 

to meet demands as illustrated in fig. 5; route service loadings are 

identified in Appendix C. 

The current (March 1985) City interchange passenger throughput during 

the 2½ hour period 1:15 - 9:45 is estimated as follows: 

Inbound 6330 ( W-C 333 = 1650 
( B-C 333 = 1220 
( Routes = 3460 

Outbound 3080 ( C-W 333 = 500 
( C-B 333 = 410 
( Routes = 2170 

Termi na ting 3250 ( Commuters 2700 
( Others = 550 
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Fig.20 identi f ies the anticipated i ncreas es in avai labl e vehicle 

stocks (route deploymen t , second-hand purchases, new contract arrivals, 

less increased downtime on older buses, no scrappage) and the demands 

for buses associated with basic services to new suburbs and new schools. 

Even assuming driver availability, this analysis shows a shortfall of 

6 buses by 6/86, 15 by 6/87 and 37 by 6/88 . 

. The delivery delays with the new contract (2 years to first arrivals) 

indicate that a short-term rapid expansion of the bus fleet via new bus 

purchases is unlikely; and a major second-hand purchase opportunity 

would be very 1 ucky to cane by . 

. The best that can be hoped for over the next 3 years appears to 

be exchange of standard augments on 333 operations by articulated buses, 

and additional aguments early in the a.m. peak . 

Extra augments later in the morning peak period would require 

removing buses from school runs, and is not likely . 

. These constraints place a limit of 4,000 on city bus commuters 

and even this requires the Woden-Civic 333 to operate at crush capacity 

for 2¼ hours; an unlikely event. This 4,000 level of use represents 

a 48% increase on March 1985 levels of 2,700. 

• Even in the longer term with funds available for bus acquisitions, 

operational constraints on 333 operations (minimum headway of 3 minutes) 

and interchange operations at Woden and Civic, would place an upper 

limit to city bus commuters of 6,000 over an extended peak period 

(2 hours at crush capacity or 2½-3 with a 11 normal 11 distribution of 



passenger demands). This is equivalent to a 21 % mode split at 

development level Cl and C2 . 

. The Commission needs to assist the ACTION in lobbying for additional 

bus numbers as a matter of urgency with at least another 60 standards 

and 20 artics. net being required for the fleet by mid 1988. 

Provisions will have to also be made for bus replacements as well as 

ensuring that sufficient drivers are employed. 

. For a more significant contribution by public transport, it will 

be necessary to invest in an IPT. The first stage of this is likely 

to be the Woden-City link which is likely to cost $300M for a light 

rail system (covering track, vehicles, stations etc.) plus any 

operational deficit. Extension of this system from Belconnen to 

Tuggeranong would take the cost to $800M-$1,000M with a further 

$250M being required to link Gungahlin. 

For such a technology to be economically viable requires passenger 

loads of 6,000 per hour which is only likely on Woden-Civic. 

. A planning study is required to determine the need for the form 

of IPT technology best suited for Canberra and to establish and 

gazette a corridor for at least the Woden to City section. 

. As a result of increased traffic congestion, it will be necessary 

to implement a programme of bus priority measures both en route to 

City and within City. Without such measures, there will be a decline 

in the level of service provided by the bus system and a rapid growth 

in bus fleet numbers to achieve a given passenger throughput and 
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maintain scheduled operations (for example, a 5 minute delay in moving 

to and through City would require an additional 4 artics for every 15 

involved in 333 peak hour operations in order to maintain existing 

passenger throughput rates. Interchange capacity would also need to 

be increased) . 

. The introduction of bus priority measures will conflict with 

normal traffic operations and therefore a study is urgently required 

to resolve the need for, form and location of priority measures which 

would maximise benefits to public transport operations whilst minimising 

adverse effects to other traffic. Such a study should also encanpass 

bus operations in and around the Woden and City interchanges to ensure 

consistency of bus system capacity. 

A major problem with fleet expansion and an IPT system will be the 

impact upon deficits. Studies will be required to guide deficit 

management and revenue policies so as to take account of the total 

costs and benefits associated with given levels of public transport 

operations. 



CAR OCCUPANCY 

Measures to increase car occupancy would be of great benefit as they 

would relieve parking overspill, traffic congestion and public transport 

deficits. Unfortunately transport policies in this area have not tended 

to be very successful within Australian cities . 

. In March 1985 tenninating car occupancy for city commuters was 

estimated at 1.23. Based on experience in other Australian cities 

and overseas, it is envisaged that an upper limit to car occupancy 

is 1.35. However, the major benefits of higher car occupancy levels 

require that effort is placed into encouraging them. Positive measures 

which could and should be taken are: 

. identifying prime location carparks for use by high occupancy 

vehicles only at no charge (to be operated by Government) 

. consider potential for extending use of bus priority facilities 

to high occupancy vehicles (prior to installation of facilities) 

promotional campaigns plus departmental-based car pool 

matching schanes/facilities. 

MINOR MODES (walk, cycle, motor-cycle, taxi) 

The potential of minor modes to play a more significant role is 

limited due to the dominance of a local catchment in detennining the 

actual level of use. However, careful study of the use and needs of 

these groups is required. 
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Of pa rt icular importa nce is t he reso lu t ion of conf li cts t hat 

will increase fo r pedestr ians and cycli st s with vehic l e traf f i c upon 

entering City for movement within City. 

There is also concern at the adequacy of pedestrian areas ~lithin 

the bus interchange and conflict that will increase with bus operations. 

It is believed that there are sufficient institutional constraints 

(flexi-time, acceptable working hours) and behavioural constraints 

(getting up at reasonable hours, relating travel to school or shopping) 

to make the expectation of a longer peak than represented by the 2 hour 

crush capacity period totally unreasonable. 

Furthermore, the operation of all the major arteries at such a 

high level of use over such an extended period is creating a very 

unstable traffic system within which 

minor incidents would have serious system-wide 

impacts; 

conflicts with buses have to be resolved 

no provision is made for emergency situations. 

As a result, additional traffic capacity is required across the 

cordon outlined in fig. 20b; and this is not the Eastern Parkway which 

will not cross the cordon. 

Movements into residential areas will be high and this will be 

positively encouraged in North Canberra due to the anticipated use of 

these areas for overspill parking for several years. 



As illustrated in figure 37, all through residential streets 

linking up with the arterial system can be expected to exceed Commission 

standards for residential frontage distributor roads (i.e. 400 vph) 

with a large number of other inter-connective cross streets also 

exceeding these levels. 

TRAFFIC FLOW TO CITY 

In 1984 the major arterial entries to Central Canberra (as 

depicted in fig. 20b) were operating at an average volume to capacity 

ratio of 0.8 for the a.m. peak hour, with a 1¼ hour peak period. In 

addition, most of the capacity that existed during that period was 

from the eastern side of City. 

Apart from via the eastern approaches to City, increased traffic 

will be dependent upon peak spreading and diversion away from the 

arterial routes onto residential streets where advantages exist (such 

as through Red Hill in the south, and most of inner North Canberra). 

Table 2 illustrates the levels of existing travel demand on 

major routes to Central Canberra and the potential spare capacity 

over a 2 hour peak (in reality the actual peak period would be longer 

than this, say 3 hours, due to the nonnal distribution nature of time 

of travel to work). 

Table 3 identifies the additional traffic to the central area 

due to City developments and indicates that traffic associated with 

Section 22 cannot be accommodated within this 2 hour crush capacity 



benchmark (or about a 3 hour normally distributed peak period. 

Allowances should also be made for other central area Employment 

growth such as the New Parliament House etc.) 

Conflicts with parked vehicles, normal residential area traffic 

operations and movements of school children will be high, leading to 

the need for traffic management measures to ensure the safety of 

vehicle operations. This is likely to include traffic signals on 

the arterial entry points to these residential areas. 

Careful monitoring of the safety of residential area traffic 

operations will be required so as to be able to respond quickly to 

emerging accident problems. 

The environmental impact~ of high traffic intrusion into 

residential areas will also have to be recognised. Once resolution 

of parking problems has been achieved, traffic management schemes 

wil 1 have to be implemented in North Canberra to protect these 

residential areas from such intrusion. 

The desired use of many inner Canberra streets for cycle trips 

in a relatively safe environment will also have been foregone in the 

short to medium term, reducing the attractiveness of thie minor mode. 



TRAFFIC FLOW WITHIN CITY 

The City distributor roads study has been prepared to establish 

traffic conditions and necessary infrastructure works at development 

levels equivalent to the completion of development Groups Band Cl and 

C2 (Table 1). 

The traffic constraints within City are greater than those to 

City due to the capacity limitation of the intersections, as well as 

the conflicts with other groups (pedestrians, buses and parked vehicles). 

A programme of necessary roadworks has been identified by the 

City distributor roads study associated with the above two development 

levels (see figs. 33 and 34). Those works currently unprogrammed 

require programming over a period of say, the next 5-8 years. 

Top priority must be given to developing a programme for a major 

traffic signal installation programme in City over the next 2-4 years, 

all controlled by the CATS system. 

In addition, supporting traffic management measures will need 

to be identified and implemented (turn bans, parking bans, one-way 

system etc.). 

Without signalisation, the traffic operation of many of the 

minor city streets will deteriorate badly and accident rates at 

intersections will increase dramatically. 

Even with the signals and traffic management programmes, traffic 

operation will deteriorate and certain capital works will be essential 

in the short-term (namely those identified in fig. 12, with the possible 
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need for a more s ignifi ca nt upgrading of th e Parkes vluy/ Co rranderrk 

intersection). 

Traffic conditions in the City \'Jill be forced flm, conditions 

for substantial periods of time (possibly 3-3½ hours in the a.m. peak 

by development level Cl and C2). 

The implications of this will be conflicts with pedestrian 

traffic and the important traffic function of many 11 minor 11 roads. 

A study is required in order to identify and resolve vehicle/ 

pedestrian conflicts. This study will have to establish a City Centre 

road hierarchy in order to clarify the priority to be attached to 

vehicle movements and pedestrian movements along different streets. 

Resolution of conflicts between buses and other vehicles will 

also be essential. 

ENVIRONMENT AL 

Significant noise and air quality impacts have been identified 

both in city and surrounding residential areas. 

Unless residential area parking is controlled and long-term 

solutions developed quickly it is likely that the residential amenity 

of inner areas will be severely damaged and a process of urban blight 

commenced. This will have broader sockal and economic impacts and 

could lead to redevelopment pressures in many areas. 

Many open space and verge areas are expected to come under 



pressure from parking overspill and ther e will be danger of widespread 

tree deaths due to compaction of root areas and physical damage by cars. 

The control of parking in open space and residential areas will 

be a major problem; particularly as no easy short-term option exists 

to catering for the projected parking denands. 

Given that the MPP enployment thresholds have now been breached 

there is a strong case indicating that Section 22 will require an EIS 

before it or subsequent City developments can proceed. 

COSTS 

Substantial cost penalties have been identified in Table 5 with 

allowing Civic's development to exceed the MPP limits. 

The Metropolitan Policy Plan study published in July 1984 was 

basically an assessment of a dispersed City Centre (25,000 anployment) 

and a concentrated City Centre (35,000 enployees). That study clearly 

favoured the dispersed option for a variety of reasons including costs. 

The recent approval of Section 22 now takes City's committed eventual 

level of development to at least 31,000 employees and further development 

approvals. 

In the light of the PJC enquiry into the cost of implenenting 

the MPP plan, there is a need to undertake a proper assessment of the 

full costs and benefits of alternative levels of City anployment 

(although the MPP is no longer a valid option to test). Given the 

level of predicted office oversupply beyond 1987, it is undesirable to 

foreclose further options for City by continuing to approve other City 

developments. 
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Such a study should set th e bas i s fo r a r evised metropolitan 

off ice strategy ; and also prov ide a structure f or ensuring t hat future 

developers pay an appropriate contribution towards the full inf rastructure 

costs that they are generating . 

The results of the study would also ensure that develoµnent 

conditions could reflect the costs of developing in alternative locations 

within Canberra. Thereby ensuring that market conditions were not 

being artificially distorted in favour of concentrated City develoµnent . 

Given the likelihood of self -government over the next 3-5 years, 

it is likely that a future self governing body could be inheriting 

significant cost penalties as a result of continuing City Centre 

development approvals beyond predicted office needs. 
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Figure 1 OBJECTIVES OF MEETINGS WITH COMMISSION 

MEETING 1 21-5-85 : 

Page 

Highlight the concerns of Engineering Division over the consequences 

of continued Civic office development without the provision of 

transport infrastructure: 

1) Developments under construction will take Civic to the MPP 

threshold (25-27000 employees) within 2 years without the 

desired transport infrastructure resulting in major transport 

impacts 
- parking 
- public transport 

congestion 
- environmental impacts 

2) Continued approval of office developments will: 

- exceed MPP limits and move to concentrated option 
- exagerates City traffic impacts 
- creates metropolitan wide traffic impacts 
- not consistent with recent metro planning {TTC, 

Gungha l in, I PT) 
- not consistent with identified metropolitan office 

oversupply by 1987 of at least 50,000m2 (ASUE,CP, 
DOLGAS estimates) 

MEETING 2 (31-5-85): 

1) Describe more clearly the traffic situation in City and environs 
after development groups Band C (see table 1) assuming no 
unprogrammed expenditure. 

2) Outline the potential of the transport system to accomodate these· 
increased demands 

3) Describe the options that exist to releive the identified transport 
problems in an incremental way? 

4) outline the best course of action? 
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Figur 2a:Metropolitan employment growth and MPP targets for 2003. 
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Figure 3. Existing traffic situation March 1985. 
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Figure 4 City journey to work , March 1985 estimates. 
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F ("' '£ 
3 3 BURLEY GRIFFIN 

MAJOR ROAD WORKS REQUIRED FOR 
DEVELOPMENT LEVEL l 
Q PROVIDE NEW TRAFFIC SIGNALS 

(Q) UPGRADE EXISTING TRAFFIC SIGNALS 

0 

, , .. , , -'~' '·' PROVIDE ONE ADDITIONAL TRAFFIC LANE,PEAK HR CLEARWAY 
\\\SSM·S MINOR ROADWORKS a LINE MARKING,PEAK HOUR CLEARWAY 

PROVIDE TWO ADDITIONAL LANES, PEAK HOUR CLEARWAY 

D MAJOR NEW INTERSECTION 

CITY CENTRE 
200 400 600m 

1089/81 
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PROVIDE NEW TRAFFIC SIGNALS 
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PROVIDE ONE ADDITIONAL LANE 
PROVIDE TWO ADDITIONAL LANES 
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FIGURE 35 

PREDICTED TRAFFIC CONDITIONS AT 
DEVELOPMENT LEVEL I WITH 
PROPOSED ROADWORKS 

0 SIGNIFICANT CONGESTION 

€) $lf;m INTOLERABLE CONGESTION 

0 

CITY CENTRE 
200 400 600m 

1089/81 



FIGURE ';;,b 

PREDICTED TRAFFIC CONDITIONS AT 
DEVELOPMENT LEVEL 2 WITH 
PROPOSED ROADWORKS 

0 
(!) 

SIGNIFICANT CONGESTION 

INTOLERABLE CONGESTION 

0 

CITY CENTRE 
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National 
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Development 
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NOISE LEVEL 
)76 dB(A)- High 

73 - 76 d B(A )- Moderate 

· 70-73d8(A)-Marginal 

Balance (70 dB (A)-Acceptable 

II% 

2.3% 
b6% 

N 8 Commission Guidlines are <70dB(A) 

(a) Existing Situation 

(b) Development Level One 

.. 6% 

liltl 3'1 % 

13% 

( c) Development Level Two 

1l% 

36% 

2&% 

Balance 24, % 

✓• 

;, 

:a . 

(b) 

- --
( C) 



LAND USES 
Al , A2 single house, residential 
8 I , 82 , 83 flats, residential 

Cl, 
C2 
DI 
D2 

D3 

School 

Technical Colledge 

Recreation area (Northboume Avenue) 
'11 11 (Veteran Park ) 
II •L (Glebe Park) 

El, E2 Pedestrian walkway (Northbourne Avenue) 

FI, F2 Commercial · Areas (Sydney and 
Melbourne Buildings) 

( c) Development Level Two 
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~, FIGURE - 4 2. 

LANDSCAPE BRANCHES ASSESSMENT OF THE 
LANDSCAPE VALUE OF THE CITY'S ENVIRONS 
Im 

-
NATIONALLY IMPORTANT 
VERY HIGH LANDSCAPE VALUE 
HIGH LANDSCAPE VALUE 
MEDIUM LANDSCAPE VALUE 
CIVIC DEVELOPMENT 
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';,(_\}:'.'~/~<<!bi (t///.:.'::i11•t: 
: ,,~••r.' . 'THE PARLIAMENT OF THE · · -.·: 
· '.' ' ' COMMONWEALTH OF AUSTRALIA q ,: · 
.: .. '·'.' 'PARLIAMENTARY'JOINT :r .;·r . 
,-COMMITTEE ON THE AUSTRALIAN: 
~ .,,,.;:.,. r CAPITAL TERRITORY 
'.'.~i ,;i_l i~ •.:. METROPOLITAN•;-_,·.~.:·'/ 
. / 'CANBERRA poucv· AND:\ . 
. ;.; . ,:· DEVELOPMENT PLAN · ·_; 
h Minister for Terrttonei, the Hon. Goitlon Scholes: 
MP has referred to the Parliamentary Joint Committee 

. on the ACT.lhe following matter. lonxamlnallon and 
,report:-.. " . .. . , . .. , . ! . . ·• ·· . : .--.: :: 
The lmpllcatlona for the Gowernmtnt of Implementing 
the Me1ropon1a<1 c.nberra Polley and Development 
!'Ian with partlcular reference to:• " . , · · :.. · ; · . ' · 
·! I) the : levels '01 11ubflc · sector · annual· capita,. 

· :• : lnve1tmenl required to conalNct necessary works 
,_.• q , .and aervtce1 Ha consequence ol•contJnuing 
·,.; population and employment growth · · • · ' · ' 
· : I). the levelS of public lnve1tment In buQdlngs and 
.• • ,, lacPillea rqulred lo meet · 111e accommodation 
· ·; needs ol lhe Convnonwealth Government . _; '. · · 

• Iii) . the level• ol pubDc Investment required 10 mest . 
. •• ,; lhe growing netd1 ol lht National Capital : ., , 
·, Iv) the · sco~· for ; private ; entarprlH to· accept 
:_ >.' • Increased mponllblllty ,lor funding lnlrn~ni . 
~-,• ;·works .! Jf,";; -. :1·, 1A I ~ . ., • 

v) the likely Increase In operation and maintenance 
cosll for lhe administration and upkeep of the N:r 

.~ vi) the Impact ol the Plan upon lhe South East Region 
; ~-.olNtwSoulhWales. j ~, .... ... :.i , .. ,; :c .. _.;: , 
· lnqulriis arid written· 1ubmisllont are Invited from 
,: lnlenisled lndlvlduala and organisations. Some ol · 
: lhoH making 1ubml11lons may be Invited to give 
. supporting evidence 11 public: hearing• to be held 11 
~ a later .data. · r II} ) . r r. I ,: •. •: . ' " • · ~, ; ; , • 
1.M Iha Minister has asked the Commlttet lo report 
, within 12 monlhl, submissions 1hould be lodged by · 
!31 July 1985, and addressed to> ·, ,· .,, , :,-,,; ,,, .1•· : 
· Mr BJ Nonlln. ·1 : :-, . , ,_. , ~ . i ,~,).,;, t .\ :,., . ,, 

:,;,;~·f;, lec,:a:; ..• i . : ,·,t '·r . :.:•. ·. : ·.: i :.~. , • •• 

. , -,:! P1rll11Mnta,J Joint CemmlnM·on Ille ,er:, R 
. ~:;:~~ ':cr~e~ ~: 1c:e2i n ,,;~·' 9,. 
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G,...""f' 
C. l :: I 'J '.l.O . , 

!t?., 2..4 

TABLE 1 1 CITY DEVELOPMENTS ANO EXPECTED FUTURE WORKFORCE 

~elofltll:!rttS Expected 
Occupation Date 

A) Existing Situation 3/85 

B) Under Construction/Gamrl.tted 

1. Manchester Unity · 4/85 
2. 2CA 4/85 
3 Myuna Stage 2 5/85 

4 10 t-bore St 5/85 

5 Squash Bowl 6/85 

6 The Ark 9/85 

7 CBS 11/85 

8 White Industries la 2/86 

9 " " lb 3/86 

10 Currawong 4/86 

11 Section 8 4/86 

12 White Industries le 5/86 

13 " " 2a 7/86 

14 " " 2b 9/86 

15 Civic Hotel 9/86 

16 (l.zA 10/86 

17 t-lhite Industries 2c 10/86 

18 2d 12/86 

C) Projects Expected to Proceed 
---.--19 Edwards I>.llllop 1/87 

20 Ansett 1/87 
21 Uniting Qrurch Stage 1 1/87 

15400 
(17500) 

15585 
15875 
16270 
16665 
16920 
17185 
18265 
18670 
19085 
19545 
19645 
20070 
20475 
20885 
21760 
22025 
22440 
22835 

(25105) 

23220 

t cm < CIVIC) 

Potential 

15400 
(17500) 

23930 
(26200) 

24340 
(26610) 

1----.1' I'•- 22 II 2 6/87 

23665 
24470 
25095 
25630 
26580 
27245 

23 Secticn 38 Retail 3/88 

24 " " Office 6/88 
-----25 Uniting Cllurch Stage 3 10/88 

D) Other Possible DeveloJllleilts 

E) 

26 Polish Club 3/89 
27 Canberra Times Stage 1 6/89 
28 II 2 12/89 
29 />FF 3/90 
30 Mobil Service Station 6/90 

FIA.-\.-~ Po}-4."~ •. ..J. OQvQ.lcrr~u~ 

O ~ R ~ c:lcz..v•d c--r .........J. ; C i 1-y 

(29475) 

27410 
27785 
28160 
28895 
29280 

(31550) 

e,,· vt'c. + r-e.no"ed Tu.r-1\.e.r 

28450 
(30810) 

30850 
(33300) 

3booo - 39000 

42 ooo - 4-S ooo 

*after~allowance for pent up clanand: allowance for growth; creation of 
vacant space{ s e.e. a.I: bt.c h.m e.n. t. I ) , e1..H u...-."j I Ci, • 5 """'t. p.rz. .. o p f,·c=e u,c,-Jc. e.-

· .. 



For development group 8 
+ 170 City sections 61 & 63 
+ 350 Parkes section 3 (opposite Reid TAFE) 
+ 100 City section 10 (swimming pool) 2 
+1500 On-site with City developments at 1/lOOm 
- 190 for Glebe park stage 2 
- So o~~ ~ s,·f-'2. . - - - ---· . __ _ 

- 120 for final stage of White industries 
- 110 fo~ corranderk/constitution roadworks 

For development group Cl 
+ 1500 Section 38 parking structure I. 
+ 185 on site 1/100 
--·•' 390 for construction of section 38 

- 450 

- 480 

+1Soo 
+ ,soo 

- 170 

f 0 ... Co~ s~ ,-u.c ~.·c,,1\.1 f,· ... .sl- SQc :i8s~,-CA,C~IIK., 

11 
.. Seco'l'd " .. n 

' 1 t l 0

l>"S ~ ~ Q c. 3 ~ pc..-k,•i:, r. \. ~ i.w-Q_ 

" s«cc-wi -

For development group C2 (i.e. section 22) 
· + 425 on-site 1/100 



by 6/86 purchase of 2 second hand artics from Brisbane currently under 
negotiation. Assumed to proceed. 

by 3/87 first of the current contract of bus purchases due for arrivals. 
The contract provides for 12 artics and 75 standards; although the 
impacts of devaluation may result in the loss of about 15 standards. 

by 6/87 3 artics and 5 standards anticipated from the current contract 
by 6/88 12 artics and 20 standards anticipated from the current contract. 

Bus arrivals after this date anticipated at the rate of one every 
3 weeks until full compliment of standards. 

Note that no additional drivers are budgeted for in 1985/6 or beyond. 
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NATIONAL CAPITAL DEVELOPMENT COMMISSION CALCULATION SHEET 

DIVISION----------- ------------------------- -
SHEET _ _ _ ___ _ OF ____ __ _ 

PROJECT ____________ ________ __ REF --- --------- CALCULATION BY ________ _ 

DESCRIPTION ______________________ _ __________ _ DATE _____ ___________ _ 

Table 4 Distribution of Employment Opportunities {nf!!f N.f>C""~)_ 
I. [ 

~ t Existing Concentrated Dispersed 
(1982) Plan Plan 

Central Area 

ANU / CSIRO/ Hospital 7 300 8 100 8 100 
Civic Centre 16 000 35 000 25 000 
Parkes/ Barton 10 650 18 600 15 000 
Russell/Campbell Park 6 570 10 900 JO 900 I Other 4 300 5 300 5 300 

- i 
Total 44 820 77 900 64 300 I .. 

r 

Town Centres t I Belconnen Town Centre 8 000 18 000 13 800 

H Gungahlin Town Centre 9 000 
Tuggeranong Town Centre 17 000 i Woden Town Centre 9 300 17 700 11 500 

I: i ' I Total 17 300 35 700 51 300 I 
I 

:1 Secondary Zones p 
Bruce 1 700 3 000 3 000 r ! I I Erindale Centre 200 2 000 1 700 r ! 

I 

Fyshwick 8 300 10 000 9 000 i-
Gungahlin( 1) 1 800 ' 8 000 I Hume 230 3 500 4 000 

· Mitchell 740 3 700 4 300 ~ ; I Queanbeyan 6 000 8 000 8 000 f. · i 
Total 17 000 32 000 30 000 ~ t ' ii ' I· • 

I Local Zones 
, 

n- ' ~ 
Belconnen 5 575 5 950 5 950 ' Gungahlin 4 600 4 600 

~ i· 
i ~ i 

Inner Canberra 14 505 14 855 14 855 I ;; 
Tuggeranong 2 450 5 500 5 500 r I Woden-Weston Creek 6 985 7 030 7 030 1' 
Other ACT I 385 2 035 :2 035 :I 

Total 30 900 39 970 39 970 i• (' ,. 
Total 

~ 

I 110 020 185 570 185 570 (· ; . 

t i 
(/) Expanded Group Centre. ji 

: • · I 

i: ' 

' ' ' 
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RECOMMENDATIONS contd. 

2. Note that the information in this paper has been provided to CP to as sist 
in the preparation of his paper "Metropolitan Employment and Office 
Strategy - Implications and Strategy". 

3. In view of CP's projected metropolitan office oversupply by the end of 
1986 place a moratorium on future office development in Civic, until 
adequate engineering infrastructure is provided and other actions taken 
necessary to relieve the identified transportand environmental impacts. 

4. Note that approval of developments beyond the current MPP limits is like­
ly to require an EIS, and this could occur with approval of Section 38. 

5 Note that in the MPP Report, the threshold employment level of 25 000 -
27 000 was supported by Parking Structures of 3 200 - 8 000 spaces 
(depending on mode split). 

6 Note the lack of interest by PE in building and owning Parking Structures 
unless there is some significant government incentive and/or assistance; 
and undertake to prepare a strong case to Treasury for the committal of 
parking structures in 1985/86. 

7. Ask AS(PM} in consultation with CP and CE to review programming priorities 
in the 3 Year Programme to enable funds to be directed to transport 
infrastructure work .s in Civic to meet the demands of the present office 
construction programme. This should include four parking structures. 

8. Note that substantial problems will be faced by ACTION in meeting 
anincreased mode share for the journey to work. 

9. Endorse the need to undertake studies of bus priority measures and special 
pedestrian/cycle facilities required to meet City's committed development 
needs. 

10. Note that within 20 months the estimated demand for overspill parking 
will increase from the present 900 spaces to at least 4 400 spaces(with 
the potential to reach 6 000) resulting in substantial intrusion into the 
residential and open space areas plus ANU, Braddon, Reid TAFE and the War 
Memorial; and that DoT cannot effectively police such parking. 

11. Note that CE is currently preparing a 5 year programme of landscape 
protection measures for Civic and environs to prevent widespread landscape 
degradation and tree deaths as a result of parking intrusion. This will 
necessarily increase the extent of residential area impacts. 

12. Endorse the need for frequent monitoring of journey-to-work mode splits, 
vehicle occupancy levels, minor mode use and parking accumulations for 
City. 

_ _ _ ______________ _ D _ _ _ _ ' ,. ,_ .,, _ ___________ _ 



1 

BACKGROUND 

In March 1985 the estimated employment level for Civic was 17 500. The longer 
term development thresholds established by the MPP were for a Civic employment 
of 25 000 - 27 000 at a metropolitan population of 408 000. 

As a result of the completion of those projects now under construction or 
committed (refer table 1) it is expected that Civic's employment will reach 
25 100 by December 1986. The longer term employment potential of these 
developments will be 26 200. 

Further developments are also under consideration (refer to table 1) _which 
would commit Civic to a long term employment potential of 33 000; very close to 
the concentrated option considered and rejected i~ the MPP. 

Engineering pi vision has on a number of occasions provided advice to the 
Commission on the transport problems, particularly parking, associated with this 
scale of Civic development. The MPP also identified the range of transport 
impacts and infrastructure requirements associated with Civic employment levels 
of 25-27 000 and 35 000. The two principal concerns now are that: 

(a) the lower MPP threshold will be reached within 20 months without the 
provision of necessary transport infrastructure. 

(b) . Civic employment could exceed the MPP 11 concentrated 11 option by the time 
metropolitan population reaches 408 000, 

2. SUBMISSION 

2.1 Parking 

The future City Parking supply and demand situation is summarised in figure 1. 
This is based on the developments listed in Table 1, the ·parking supply changes 
identified in figure 2 (plus 1/lOQn2 on site) and feasible mode sp_lit options. 
The resultant formal deficit is illustrated in figure 3. 

The major conclusions are: 

(a) In March 1985 there was formal deficit of 1 500 spaces resulting in 800 
informal parkers irr City; 900 overspill parkers in adjacent residential 
areas plus ANU and Braddon; with some 200 spaces of spare capacity in more 
remote areas, eg. Reid TAFE, the swimming pool. 

(b) By December 1986 the formal deficit will reach 5 400 and by October 1988 
is expected to increase to 7 600. 

(c) Overspill parking will increase from 900 to at least 4 400 over the next 
20 months and could reach 6 600 by October 1988. Figure 4 illustrates the 
overspill potential of areas adjacent to City based on on-street parking, 
verge parking and use of open space. Any programme of landscape 
protection will reduce the parking capacity of these inner areas and 
increase the extent of residential impact. 



(d) It is probably that overspill parking demand could be substanti ally higher 
by December 1986 due to 

- inefficient use of the 1/lOOm2 on . site provision (up to 500 extra) 
- reduced on-street supply to improve traffic operations (up to 400 

extra) 
- increased policing and control of informal parking in City (up to 500 

extra) 
- possible commitment ofparking structures (up to 1 000 extra). 

(e) Areas around City North will be particularly hard hit due to the high 
employment growth (refer figure 2) and poor access to parking. These 
areas include ANU, Turner, Braddon, Haig Park and Sullivans Creek ovals. 

(f) New surface parking areas, in addition to those already assumed, are 
limited to 650 reasonably convenient spaces and 700 less convenient 
spaces; all of which have been previously rejected by the Corrmission. 

(g) There is a need to programme four 1 200 space parking structures to 
relieve the increase in the formal deficit that will ·occur over the next 
20 months. Th1s •will necessarily result in a temporary loss in parking 
supply. 

(h) Because no government funds are likely, and PE are not interested there is 
an urgent need to establish a Parking Fund, and paid long stay parking. 
Proceeds from the fund would enable the Commission to plan and construct 
Parking structures. 

(i) To avoid an increasing deterioration in the parking situation it is 
essential to stop further developments or at least require full parking 
provision (say 3.3 spaces per 100 m2 GFA). 

(j) Transport policies aimed at encouraging increased car occupancy will have 
far more benefit than those aimed at increased bus use. For example, long 
stay pay parking charges could be set at $2/day for single occupant 
vehicles, $1/day for dual occupant vehicles and be free for those with 3 
or more occupants. 

2.2 Public Transport 

As illustrated in Table 2, bus use by city commuters has been increasing 
steadily from 2 000 in 198.1 to 2 700 in March 1985. As a result the major 
commuter service, the 333, is already running near its physical capacity with a 
need to augment scheduled services with 12 standard buses during the peak hour 
(8 of these on the Woden to City route). 

ACTION has a 3 year programme for fleet expansion of 12 artics and 75 standard 
buses. 70 of these standards were identified to replace buses due to be 
scrapped, however, this is unlikely due to the high demands on the bus fleet to 
service Tuggeranong's new suburbs ?swell as provide for increased commuter 
traffic. Substantial funds will also have to be found for extra drivers and 
maintenance crews. 



Over the next 3 years ACTION will face capacity restraint resulting from the 
size of its bus fleet (assuming extra drivers). Beyond this the operational 
capacity of the Woden and City Bus interchanges will be reached. Allowing for 
expansion of 333 bays, it is estimated that the capacity of the city interchange 
is equivalent to 6 250 terminating city commuters which is likely to be reached 
by mid 1990. Thi's is more than treble the 1981 level of public transport use to 
City. Woden interchange is more critical and should reach its capacity some 12 
months before Civic interchange. 

ACTION are considering the prospects for park-and-ride and commuter specials 
(avoiding the interchanges) as options for increasing bus system capacity. Our 
analysis is based on a substantial increase in public transport patronage 
(approx 50% increase in 20 months.) Extreme care is required in developing the 
most cost-effective contribution of public transport as deficits are proportion­
al to peak period fleet size. Again transport policies aimed at higher car­
occupancy would be the most cost-effective. 

There will be a need to implement ·a wide range of bus priority measures. 
Development of public transport as a more significant contributor to city's 
journey to work will require new interchanges at Woden and Civic plus a start of 

_the first stage of an IPT system. 

2.3 Road Network 

The recent city distributor roads study considered the effects of two future 
development levels: 

development level one; 23 500 Civic employment, comparable to completion 
of those developments now under construction or committed (refer table 1) 

development level two; 28 500 Civic employment, comparable to the addition 
of those development identified as expected to proceed in table 1. 

The City distribution roads system is not able to handle the increased traffic 
loads .and because of the speed at which ·development level one will be reached, 
the necessary road _improvements will be unable to take place. Substantial 
traffic congestion will result leading to increased residential area through 
traffic. In addition, with the high level of residential parking anticipated 
before parking structures can be provided, residential areas will also attract 
significant levels of terminating traffic. · 

Figures 5 and 6 indicate the minimum roadworks considered necessary to enable 
the traffic distribution system to remain functional, albeit at a much reduced 
level of service. These works will ~ost $11M for figure 5 and an additional 
$18M for figure 6. The expected traffic conditions even with these works com­
pleted are illustrated in figures 7 and 8. "Intolerable" traffic congestion 
will be represented for example by vehicles taking 4 or more cycles to clear 
traffic lights. Traffic volumes (and hence congestion and impact) will signif­
icantly increase without the provision of adequate parking due to increased 
circulation. It is anticipated that there will be substantial increase in the 
length of the peak period as there is only limited opportunity to increase the 
capacity of the city road network without major investments in new roads and 
grade separations. The actual construction of the identified works will still 
result in further deterioration of traffic conditions over the next few years. 

The continued development of City beyond its 1986 levels would ultimately commit 
us to a substantially greater metropolitan transport infrastructure ($320M 
versus $200M) as estimated in the MPP, including a thi,d lake crossing or a more 
substantial investment in a high technology IPT system). 



2.4 Landscape and Environment 

Substantial environmental impacts will arise in the late 1980's (figures 9,10 
and 11). Air quality and traffic noise are particular problems in both the City 
and along many inner area residential streets. Further, high lead levels are 
expected due to the rate of the City's growth not allowing time for the gradual 
conversion to unleaded fuel. At development level two, the Commission's 
guidelines for traffic noise will be exceeded along 56% of the City ' s major 
roads. This will significantly reduce the value of such developments as 
Northbourne Avenue landscaping and Glebe Park; and cause serious concern for 
incomp·atible land uses along major roads (figure 10). 

The process of urban blight could well be started in the areas identified in 
figure 12 leading to very strong redevelopment pressures or falling property 
va 1 ues. 

Significant areas of open space are also likely to come under strong pressure as 
i nforma 1 parking· areas (see figure 12). The 1 and~cape branch has prepared an 
assessment of the landscape value of areas surrounding Civic (see figure 13) and 
is preparing a programme of protection measures designed to avoid widespread 
degradation and tree deaths due to soil compaction. These measures will require 
regular maintenance which will add substantially to costs. If successful, these 
measures will also reduce residential area parking capacities increasing the 
spread of impacts. 

Developments in City which exceed the MPP limits will probably require an 
Environmental Illl)act Statement either for each building or for a given increase 
in employment levels. Given the long-term employment potential of those 
developments under construction or committed in Civic, it is anticipated that 
even the Section 38 retail component could require an EIS. 

2.5 Pedestrians and Cyclists 

The substantial increase in flows of pedestrians, cyclists, and motor vehicles 
both within City and its surrounding areas will result in a significant increase 
in safety and delay problems for cyclists and pedestrians. This could require 
a major investment in grade separated pedestrian/cyclist crossings together with 
a wide range of other facilities such as at grade crossings, kerb crossings, 
pedestrian street furniture, improved street lighting, widening of footpaths and 
cycle parking (and showers). The extent of pedestrian and cycle facilities 
needs to be the subject of an urgent detailed study. 

2.6 Future Actions 

Given· the scale and inevitability of the impacts outlined above it is essential 
that urgent priority be given to programming the necessary transport 
infrastructure (estimated at $70M for developments committed or under 
construction) as well as implementing other necessary a~tions (eg, addit~onal 
buses, parking fund, long stay parking changes). Unless T'.eas~ry and_priyate 
enterprise can be persuaded to develop parking structures it will be inevitable 
that the infrastructure needs will take several years to complete and that the 
process of construction will itself add to the chaos. 

In addition, to avoid further compounding an alreadr ~erious situation no 
further development approvals should be given in c,_vic unless de~eloeers 
provide for their full parking requirements, and maJor road capacity improvement 
works have been undertaken • 

... ,_, ____________________________________ . 



Main Ad vantage 

Highlights the major transport and environmental impacts of City's current 
development programme enabling appropriate planning and programming 
actions to minimise anticipated impacts. 

Main Costs 

Capital works of up to $70.0M. Fees for data collection as identified, 
preliminary estimate $20 000 initially and $10 000 p.a. 

Significant investment in new buses (no estimate available) and 
implications for the annual operating subsidy (no estimate available). 

Significant increase in journey time and fuel costs for private 
tra ve 11 ers. 

Environmental consequences as identified. 

Interactions 

Public transport data obtained through consultation with ACTION. This 
paper was circulated on 30 April within CE, and to AS(ERI), CCM, CP, CA, 
AS(UE) and AS(PM). A summary of comments will be attached. 

External Relations· 

None. 

Policy Implication 

Recommendations are consistent with current policy documents. 



TABLE 1 1 CITY DEVELOPMENTS AND EXPECTED FUTURE WORKFORCE 

Develoµnents 

A) Existing Situation 

Expected 
Occupation Data 

3/85 

B) Under Construction/r.amrl.tted 

1. Manchester Unity· 

2. 2CA 
3 Myuna Stage 2 
4 10 t-bore St 
5 Squash Bowl 
6 The Ark 

7 CBS 
8 \.lhite Industries la 
9 II II lb 

10 CUrrm,,,ong 
11 Section 8 

12 White Industries le 
13 II II 2a 

14 
15 
16 

tt II 

Civic Hotel 

a-lA. 

2b 

17 \olhite Industries 2c 

18 11 2d 

, 4/85 

· 4/85 
. 5/85 
. 5/85 
· 6/85 
·9/85 

-11/85 
· 2/86 
·3/86 
·4/86 
-4/86 
· 5/86 
·7/86 
· 9/86 

· 9/86 
, 10/86 
· 10/86 
·12/86 

C) Projects Expected to Proceed 
19 Ea.lards Dunlop 1/87 

20 Ansett 1/87 
21 Uniting Clrurch Stage 1 1/87 
22 II II 2 6/87 
23 Secticn 38 Retail 3/88 
24 II 

11 Office 6/88 
25 Uniting Church Stage 3 10/88 

D) Other Possible Developnents 

26 Polish Club 3/89 
27 Canberra Tures Stage 1 6/89 
28 II II II 2 12/89 

29 />FF 3/90 
30 Mobil Service Station 6/90 

15400 
(17500) 

15585 
15875 
16270 
16665 
16920 
17185 
18265 
18670 
19085 
19545 

19645 
20070 
20475 
20885 
21760 
22025 
22440 
22835 

(25105) 

23220 

23665 
24470 
25095 
25630 
26580 
27245 

(29475) 

27410 
27785 
28160 
28895 
29280 

(31550) 

CITI ( CIVIC) 

Potential 

15400 
(17500) 

23930 
(26200) 

24340 
(26610) 

28450 
(30810) 

30850 
(33300) 

*after allowance for pent up demand; allowance for growth; creation of 

vacant space{ s e.e. a.tra.c h.me.rd: I ). 



TABLE 21 METHOD OF JOURNEY TO WORK FOR CITY 

Date CITY t-bde Split Car Car Car Bus Minor 
Employment Option Driver Occupancy Passenger Passenger t-bdes 

(7. of 
) 

6/81 13400 Census 7830 1.20 1540 1980 710 
(58.4) (14.8) 

3/85 15400 Estimated 8430 1.22 1890 2710 830 
(54.7) (17.6) 

6/85 16920 (b) 9200 1.23 2140 2980 910 
(54.4) (17.6) 

12/86 22835 (a) 12500 1.22 2800 4020 1230 
(54.7) (17.6) 

Ccmpletion 
of 
developments (b) 12180 1.25 3030 4065 1280 

tmder (53.3) (17.8) 

onstruction or· (c) 11590 1.26 2990 4690 1280 
(50.8) (20.5) 

carmitted 

10/88 26760 { (a) 14650 1.22 3280 4710 1440 

Canpletion I 
(54.7) (17.6) 

of projects i (b) 13900 1.28 3890 4790 1520 

l 
(51. 9 ) (17.9) 

expected (c) 13150 1.29 3790 5620 1520 
to (49.1) (21.0) 
proceed 

6/90 29280 (a) 16030 1.22 3590 5150 1580 
Completion (54.7) (17.6) 

of all (b) 14900 1.30 4470 5250 1710 

projects (50. 9) (18.0) 

tmder (c) 14040 1.31 4350 6250 1710 
(48.0) (21.3) 

negotiation 

OPTIONS a) Continuation of 3/85 node split 
b) estimated likely situation 
c) assume bus systan at operational capacity 
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FIGURE 3 

FORMAL PARKING DEFICIT: CITY 
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FIGURE 7 

PREDICTED TRAFFIC CONDITIONS AT 
DEVELOPMENT LEVEL I WITH 
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FIGURE 8 

PREDICTED TRAFFIC CONDITIONS AT 
DEVELOPMENT LEVEL 2 WITH 
PROPOSED ROADWORKS 
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FIGURE 10 

~NOISE IMPACTS UPON LAND 
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ATTACHMENT 1: ESTIMATION OF EMPLOYMENT LEVELS FOR CITY AND CIVIC. 

Between March 1985 and December 1986 there will be an additional floorspace of 
140 oonn2 added in City. This is equivalent to a potential work force of 
8 530. Using data from AS(UE) an allowance of 10 ooam2 has been identified over 
this period to provide for existing pent upon demand and future expansion beyond 

·1986. An allowance of 8 aoam2 has also been made for vacant floorspace being 
created within City. These factors combine to give an estimated employment 
level of 22 835 in City at December 1986 compared to a potential of 23 930. 

Of the additional 140 ooam2 leaseable floorspace 128 ooam2 was committed a~ at 
March 1985 (117 3QQm2 by Government and the balance by P.E.). Based on 
information supplied by D.A.S. the bulk of this will be let to departments 
moving irito City rather than those relocatingwithin City. Some 35 ooam2 of 
office space is expected to be vacated within City in moves to new developments. 
However, after the large number of secondary moves it is anticipated that only 
5 oonn2 of government leases will be terminated in 1985/86 and 7 000m2 in 
1986/87. 

Based on these considerations the employment estimates of Table 1 have been 
prepared. Employment estimates beyond 1986 are more difficult to estimate in 
that no firm programme of future departmental leasings has been prepared. As 
such estimated employment levels beyond 1986 have ·been based on the retention of 
a 2.5% overall vacancy rate and a pro rata increase in the provision for future 
growth. 



ATTACHMENT 2 

SUMMARY OF PREVIOUS COMMISSION DECISIONS ON THIS SUBJECT 

No. 

1. 

2. 

3. 

4. 

s. 

6. 

7. 

/2 

Date 

Aug. 84 

Aug. 84 

June 84 

April 84 
April 84 

April 84 

March 84 

Feb. 84 

Submission 

PM 2508 

Meeting 
between 
NCDC/DT 

PL -1984/21 

PM 2493 
NCPC 

PR 1984/10 

PM 2487/C 

CE Meeting 
with 
c.omnissioners 

Decision 

Approved the Metropolitan Policy 
and Development Plans 

Agreement to Civic Parking 
ACTION plan 

ColllIIlittee endorsed recommendations 
of DT's report on City Parking 

Information Paper on transportation 
impacts of Civic Development. 
Paper subsequently presented to 
NCPC 

Endorsed various studies related 
to Civic Parking -

Pay Parking Implementation 

City Distr~butor roads 

Information paper prepared by 
A/C Latham. Pertinent decisions 
are: 

To be used as basis for 
further action by CP, CE 
and CA 

Confirmed 1 space per 100m2 

GFA -- · 

Encourage mode split from 
15% - 25% 
Accepted need for parking 
structures. 

Identified potential parking 
deficiency of 5000 spaces by 
July 1987 

I 

• 

• 
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No. 

8. 

9. 

10. 

Date 

Oct. 82 
June 82 

March 82 

Dec. 75 

2. 

Submission 

PL 1982/32 
SPM 1982/32 

PL 1982/8 

PL 1975/40 

Decision 

Identified decreasing supply of 
surface parking and endorsed need 
for parking structures 

Identified need for 5800 spaces 
in structures by 25,000 
employment level. 

Committee agreed that parking 
structures be located in response 
to development proposals. 

No further retail or commercial 
development in the City Centre 
beyond that programmed for 
completion by the end of 1978 
should be commenced until: 

(a) the environmental capacity 
of the area is increased 
to allow more parking for 
shoppers (eg. by the removal 
of through traffic); or 

(b) the proportion of public 
transport commuting is 
further increased (noting 
that 45% bus usage would 
be required to satisfy current 
development plans for 1980). 
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MEETING WITH ASSOCIATE COMMISSIONERS - L1PM TUESDAY 21 MA Y.___J:2~ 

SUBJECT: TRANSPORT IMPACTS OF CIVIC DEVELOPMENTS 
FIRST MEETING 

ATTENDANCE : 

DISCUSSION 

M. Latham 
J. Lang 
D. Daverin 
G. Campbell 
J. Gilchrist 
J. Giles 

R. Black 
T. Upton 
J. Ballantyne 
J. Lane 
P. Ferrari 
K. Downey 

John Gilchrist presented the meeting with a summary 
statement of the Metropolitan Policy Plan. He indicated 
that current development proposals would exceed the 
preferred dispersed option development levels and 
approach the concentrated option. 

John Giles spoke on the short term future demands for 
office accommodation. 

Jack Lane presented the meeting with an overview of the 
transport issues including: 

a sumnary of the existing situation in terms of 

parking supply and demand. 

public transport use. 

performance of the road system. 

the transport demands that would be generated by 
the completion and occupation of buildings currently 
under construction. 

The meeting was presented with a description of the 
operation of t~e road system by Terry Upton which 
emphasised the minimal capacity reserves currently 
available and indicated the inability to cater for 
significant increase in peak period traffic demands. 
DECISIONS 
After discussion, it was agreed that : 

1. Employment in Civic was expected to rise to 
approximately 26,000 over the next two years. 

2. Employment in Civic would rise to 28,600 if developments 
expected to proceed did so (Edwards Dunlop/Ansett/ 
Section 38) 



2. 

3. 

4. 

- 2 -

ACTION ins t r uc t ed to maintain defic i t at 
current levels implying reduc ed servi ces 
and/or higher fares, resulting in po t ential 
for significant decrease in pa tronage. 

Park and Ride 

The prospects for park and ride are not hopeful 

requires buses which are not available 

would require effective enforcement against 
parking in residential areas 

requires suitably located large parking, 
areas. 

Car Occupancy 

Major increase is not expected . Measures to 
promote increases including financial benefits 
(reduced or zero parking charges) should be 
examined. 

Car Parking 

<;,C; 

The number of commuter cars parking daily is expected 
to rise from 8,500 to 12,750 at the 26,000 Civic 
employment level 

will result in a formal parking deficit of 
6,000+ 

expected to lead to 4,000-5,000 cars parking 
in residential streets around Civic 

need to re-examine prospects for providing 
some additional temporary parking within 
Civic (in areas previously ,proposed but 
rejected). 

5. Traffic System 

... I 3 

In the absence of additional road capacity, major 
traffic arteries servicing Civic would have a peak 
period of 2~-3 hours to meet increased demands 
associated with 26,000 emp~oyment level 

in theory, if all roads operate at total capacity, 
requires 2 hours 

people's travel characteristics approximate 
a normal distribution.· 

I I s 
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all arteries not equally utilised (major 
future demand over next 2-5 years from 
the south) 

traffic flows would be unstable with minor 
incidents having major repercussions 

increased traffic intrusion through 
residential areas 

delays to buses. 

For the road in and around Civic 

traffic growth can only be met by the further 
expansion of th~ peak period (at the6retical 
capacity for more than 2~ hours, implying 
practical peak for 3~-4 hours) 

intersection and traffic signal capacities 
are major limiting factors 

traffic voltnne growth on streets in Turner, 
Reid and Braddon will increase quickly _to 
undesirable levels. 

JI /r 

DECISIONS 

The following summarises the points that were agreed at 
the meeting. 

1. At 26,000 employment level in Civic, cormnuter 

... I 4 

travel demands can only be met by 

predominant reliacne on private vehicle use 
due to the inability of the public transport 
sys_tem to absorb major, if any, increase in 
the short term 

traffic conditions will deteriorate on major 
arterial roads, on streets within Civic and in 
residential streets, with consequent reductions in 
amenity and safety. 

the ~arking overspill into s~urounding residential 
areas is expected to be of the order of 5,000 cars 
daily 
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2. A position paper is to be prepared by A/CE to 
include the analysis and conclusions reached and be 
presented to the Planning Committee. The information 
should then be presented to the Department <&~d the 
Minister. The Minister should . be thoroughly briefed 
to enable him to gain the Minister for Finance's 
agreement to a programme of ~ecessary works. 

3. The CP and Acting CE should undertake a study to 
consider the consequence of development in Civic 
proceeding beyond the 26,000 employment level. 

4. 

5. 

6. 

The question of the Cormnission's attitude towards 
a Parking Trust Fund should be re-examined and the 
A/CE is to report to Planning Committee further 

Available options for providing further temporary 
carparking within Civic shoud be re-examined when 
DoT has begun to implement its pricing policies for 
long and short stay parking 

The need to assign high priority to the provision of 
several sets of traffic lights and other ·traffic 
management works within Civic 

7. Prepare a list of required studies including 

opportunities for bus priority measures 

opportunities to increase car occupancy 

8. The Commission to approach DOLGAS to discuss the 
prospects of deferring employment into Civic beyond 
commitments already made. 

P L FERRARI Endorsed by 

I 
I 

-~ 'L .. --
· \ . 

4 june 1985 

• 
·• 
• •• 
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MEETING WITH ASSOCIATE COMMISSIONER 

9.00 AM, 31 MAY 1985 

SUBJECT: TRANSPORT IMPACTS OF CIVIC DEVELOPMENTS 

SECOND MEETING 

Attendance: M. Latham T. Upton 
D. Daverin J. Ballantyne 
G. Campbell J. Lane 
J. Gilchrist P. Ferrari 
J. Giles K. Downey 

DISCUSSION 

At the first meeting agreement was reached on the scale 
of development and its timing, and a general overview was 
given of what that implied in transport terms. 

At this second meeting a presentation was made to the 
meeting of the impacts on Civic at 26,000 employment which 
would be reached in about 2 years and before any major 
changes could be made in infrastructure provision. The 
following points were made. 

1. 

... /2 

Public Transport 

There is very little scope for achieving any 
significant increase in public transport use 
to Civic for commuting. 

New buses on order will not be delivered 
until 1987 

Bus services in new areas are ACTION's 
highest priority 

Peak spreading implying crush loading over 
2% hour peak is required to achieve n:.Y.~essary 
capacity for MS of 17-20% 

Woden interchange capacity will be reached 
by end of 1~86 

Road congestion reduces bus capacity e.g. 
a 5 minute delay through Civic would reduce 
existing capacity of the 333 by 20%. Bus 
priority measures require investigation 



2. 

3. Metropolitan Office oversupply may be 50-80,000m 2 

by 1987 if approved development and some possible 
developments proceed 

oO 

4. An effective liaison be established with DOLGAS 
on future office location 

5. All the information that has been prepared should 
be made available to the PJC in any review of the 
Metropolitan Policy Plan 

6. That Section 22 development may not proceed 

7. That a further submission should be made .which 
identified an incremental approach to meeting the 
transport needs of City at an employment level of 
26,000. The priority of the incremental actions 
together with their impacts should be identified. 

P L FERRARI Endorsed by: 

I II 
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TO 
JOHN BALLANTYNE 
thru D(LE) 

1 

MINUTE PAPER 
f= ILE ts io 

DATE 

FROM 

C , ~. ~ 91t,­
GARY SCOTT 18/4/85 

SUBJECT 

IMPLICATIONS FOR EXPANDED DEVELOPMENT 
IN CIVIC 

As requested, the Environment Section has undertaken a 
preliminary environmental assessment of the impacts of 
an expanded Civic (in excess of the levels predicted 
in the MPP). Basically this assessment covers the 
overall effects on metropolitan Canberra 
and Civic•-••••--, with detailed information on 
noise and air pollution in Attachment A and S respectively. 

As a result of this assessment, the following information 
should be included in your submission to Planning Connnittee 0 

"Environmental Issues 

The results of a preliminary environmental assessment 
have indicated that the forecasted development in Civic 
in the next few years will result in an unacceptable 
degradation in environmental quality, particularly in 
Civic. Air quality and traffic noise pollution are 
particular problems, especially in Civic, where impacts 
on pedestrians and adjacent land uses will be significant. 
Specifically, it is predicted that internationally 
recognised air quality standards for carbon monoxide, 
lead and ozone will be exceeded and that Connnission guide­
lines for traffic noise will be exceeded along 56% of 
major roads in Civic. 

At a metropolitan level, most of the major arterial roads 
in the older areas of inner Canberra now have noise levels 
equal to or in excess of the Connnission's guidelineso In 
these cases, any increase in traffic flows will lead to 
a significant deterioration in residential quality. 

Thus the quantifiable environmental degradation in Civic 
will extend into the wider metropolitan area, particularly 
in Inner Canberra • 

• 0 • / 2 
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In summary, as a result of this preliminary assessment 
the Environment Section would note its serious concern 
about the environmental impacts in Civic and Metropolitan 
Canberra associated with predicted levels of developmento 
It is strongly recommended that more detailed studies be 
undertaken to confirm these initial findingso" 

G 

• • • • • 
• • 
• • 
• • 
• • 
• • • • 
I 

• 
I 



ENVIRONMENTAL ISSUES ARISING FROM CIVIC CENTRE 

DEVELOPMENT 

1. INTRODUCTION 

Environmental issues were considered in relation 
to Civic Centre development in both the Civic . 
Centre Policy/Development Plan and the Metropolitan 
Policy Plan. In both, past deterioration in the 
environmental amenity of Civic Centre as well 
as parts of Inner Canberra was noted, particularly 
for air and traffic noise pollution. The 
Metropolitan Policy Plan noted that any future 
development would inevitably lead to significant 
increases in traffic noise on inner Canberra 
roads, although there would be less for the 
Dispersed Plan. The Civic Centre Policy Plan, after 
noting that air and noise quality were beg~nning 
to deteriorate, stated that levels of both should 
be monitored in areas of likely stress. 

This paper sets out the results of a preliminary 
assessment of the impact of future development 
in Civic. From an overview, the paper then proceeds 
to examine air and noise quality in more detail, 
particularly within the Civic Centre area. 

2. OVERVIEW 

3. 

Table 1 and 2 provide a broad assessment of the 
environmental impacts at both a metropolitan and 
Civic Centre level of future Civic Centre growth. 
At a metropolitan scale, significant impacts 
arise with respect to trafficnoise on existing 
roads as well as in relation to proposed roads such 
as John Dedmano.n.i Eastern Parkways. Within the 
precinct of Civic Centre, however, problems of 
air quality and noise quality become particularly 
acute. 

AIR AND NOISE QUALITY 

More detailed assessments have been undertaken 
in relation to the implications of Civic Centre 
development for air and noise quality- see 
Attachments A and B. A nuvY\be.,r ~ figures have 
been included that demonstrate the significant 
increase that would occur within Civic Centre in 
the extent of areas exposed to unacceptable levels 
of air pollution or traffic noise intrusion. 
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As a result of these preliminary assessments the 
Environ111e~t Section notes its serious concern 
about the environmental impacts in Civic and 
metropolitan Canberra associated with predicted 
levels of development. Given the significance 
of the impacts involved, it is strongly recommended 
that more detailed studies are undertaken to 
confirm these initial findings. 
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ATTACHMENT A. 

NOISE QUALITY 

The Metropolitan Policy and Development Plan noted 
that, compared to other major urban centres, the 
impact of noise on Canberra's urban environment has 
been significantly reduced. It also rioted! ho~ever, 
that parts of Inner Canberra are now experiencing 
high noise levels·, principally in residential. a~eas 
adjoining major vehicle thoroughfares. The Civic . 
Centre Policy Plan identified the problem of excessively 
high noise levels adversely affecting pedestrian a~eas 
within Civic, with a commitment to continue to monitor 
the impact of this noise source. 

A detailed assessment has been undertaken of the impact 
of future development on the traffic noise levels 
prevailing in Civic Centre. The transport scenario 
adopted for this study was the DL 2 option ou~lined 
in the City Distributors Road Study Report (March 1985), 
which is based on an employment level of 28,500. 

The study examines the impact of existing and future 
traffic flows on generated ~oise levels and impacts on 
adjacent land uses. 

Figures 1 and 2 evaluate noise le~els in relation to 
pedestrian areas where the Commission's guideline 
identifies a maximum acceptable level of 70 dB(A). 
The results demonstrate the significant deterioration 
that can be expected with the predicted traffic flows. · 

Figures 3 and 4 evaluate noise levels in terms of 
adjacent land uses considered to be sensitive to 
traffic noise. It should- be noted in passing that 
the design of modern offices is such as to generally 
pr7clu~e traffic noise intrusion as an important siting 
criterion. 

~ta metro~oli~an ~cale, growth in_Ci~ic clearly has 
important implications for both existing major traffic 
routes in Inner Canberra, as well as proposed arterials 
such as John Dedman and Eastern Parkways. It is the 
former that are of most immediate concern since in the 
latter 7ase, traffic.noise can potentially be designed 
out. Without a detailed network analysis, it is 

/2 



2. 

difficult to quantify· the imp a ct on existing roads 
of growth in Ci vie. However, as shown in Figure S 5 

,. • )( I • iipnliti CMt p,,ftW ,,..~•·6P:mte:i'.ttr,mt1tillt!F ii &iii♦ mo S t 
of the principal roads feeding Civic through inner 
Canberra already equal or exceed the Commission's 
traffic noise guideline of 65 dB(a). Consequently, 
any increase in traffic flows on these roads must be 
considered detrimental, not only in terms of increasing 
noise levels ~er se, but iri creating environmental 
conditions we 1 in excess of accepted standards. 

Overall, it is concluded that future development of 
Civic Centre using the above employment levels will 
lead to a significant increase in noise levels, with 
a substantial increase in the extent of areas exposed 
to noise in excess of the Commission's guidelines. 



--------- - ------:::-::-.-:-: ._:. · - t ··-·· _ • • - · : ··- :-::~.:....---:-- ::. :· .-·- -~ . 

r,, .·,:-r 1A,,:_ 
L_/, ; ..-J I\...J~ 

I • 

l1/ .~. 
: . : , 

i ( 

\\ 
\.: :::......_ ' / ·. "-"'-- .:.,/ 

1/):,%-~-
I 

-----. d 
~~f :j,~~ - -" _. ___ ::-_f'l __ ~_;_-_:_'.:_:_•_-; __ :,•_\_:.:_-.(.· .=~~'· . : ·: ~ : :o ::c ... ~::::"T~::··.... .& : 

. - ·-·~= .. ::·_:. 
- ... :· - -·- ·· .. 

NOISE: LEVELS Lt:VEl. OF IMPAc.T 

C. 4.S ""'-- fro.,,,. t.J.Jtl:,) 

• • 
0 

> 7<odP:/.;r) 

70 - 73 dB(A) 

• • 
0 

MA.e.bi-tl\JAL 

o/o OF TontL- RoAJ:::> 
DIS7Y-\,NCE ,~ c.1v1c_ 

Fle\URE 



___ ,...__,...._ _ ...... , ........ - ·-·· ___ ,. -· 

Pu -ru (~ ."; S lf ~Tcfi- L, - ,..IJ_o_, ~_€ __ L_ev_c=_-=_L_s __ r -_..:-;:,_ .. :_-s_,r;'._.,_~_._)_A_,_1,__=_t_~_s._ 
(_ BtrS~:C> o....J R>ilJP-6" Tet+F-RC. 
. Ro w Dt.. t 11 % !\,to /:'€ U!.t?) 1/ .J/ 

' . 
II 
'/ /. 

, 
. : 

.!.-;:_:,' --... 

..... ~~ . ,_ · ,.., .. - . //' .... 

NOIS6 LeVEL.5 
( 4.S ,v,.. fro"""" C.Ur'~) 

• > ?ro cLsf_A) 

·-• 73- 7~ dS(A) 

70 - 73 cJB(A) 

Lt:V€L OF IMPAc.T 

• H l G H-

• J\,10 D t:'JZAT € 

• MA~~ltJ AL 

.. , 
: !; 

(J t.. 70dg{/t) 0 A Cl t:=-PTft r3 L ti" 

,·. 

.: .. ·:·~ .. : ···: ·· .. 

c/o OF 10T1'~ 

Dr~~cE ,A.J 

0 d/o 

!/(, <?o 

12, °lo 
30 ?o 

-~~A!:::> 
.:_:: ,/ I c_ II 

II 

• 
• • • • 



·- - . - - - -~ ~-_= __ =_~~-_=_-_ - - -

. ·......... . . 

: • · " • .. " ••h · - ~ ~ .. .... ~ ~ •~ :~ ·:, ;"° , ~=o• -":cc•;;~~:~••··•·· 

NOISE: LEVELS 
( 4.S"I"\,\. fro- c.ut~) 

• • 
0 

' I 

> 7rodB{Jr) 

73-7~ dB(A) 

70 - 73 dB(A) 

t.. 70 dB{/+) 

- - -- - ---- ·-·- . __ .-- -·- · -... - .. -- -· 

- 1'.lorse- 1..eve::7..S 

Lt::Vcl. OF IMPAc.T 

• • 

-. 
" · 

o/o oF Tom-t- RoA~ 
D•S~CE ,AJ C.IVIC.... 

3" ?o 

----- ---· ------ --- - - -- ----- -------- -

0 



.. -=:;::::_ ____ -
_, ·-··" ~ .-...!~--- ··---~-- ·--- - - •- • - •- ·-------~,.- uL.J. r., .... -•.- .·•- • , - .. - . -- - . _. - --· - ·· - · 

S.V STe1Vl_ - UtJAc.c.1::.."Y-TAl3U: /\Jo1~G LB,/t:;-,_,5, 

I MPA-C I ' ON LP,,Jl::> U!)G"S 

A I , I+,_ 2t:,-s I t>eN17 f.rL ~ / rJf,l£ Hot.JS e.S' 

13 1 , B~,63 ~L-A-1.S 
&4 
c./ ~C.fir,C>L.. 

t tc.H NI C ,tL - CP U..£&..G 

R.€~""A--no,J ~ 
,, JI 

,, ,, 

~OIZ.TH~.e/\Jc AvtE J 
(ve,~ ~M~) 

C e;LJ:,!E f Mi<..} 

.PcJ.)€S~tM WA-l-l<.w7 l NOIZ..Tt+fl-ovR.l'J€ A-v6.) 

Co"'1Mti2LI ,4--L. fYl€Pr (_ ~y I> . ~l> Mcl..B . 
LLbJN~S) 

Le V~LS OF ltv\PA-<,;j 

• • • 
0 

Fl C.uRE.. 3 

I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

' ' I 
I 

' I 
• 
• • 
I 



• 
II 
I 
I 
I 
I 

- -·· --· · - · ·-- ·· ---- - -•- -. .. ---· ·• - -- - -·· . -~ - - . 

A,, A-7.. 

B,, B.2..,63 l=L..A-r.S 
8'f 
C 1 ~C.t#>O t-. 

c.,_ 

b, 

1>~ 

D3 

I t:C-HAJ IC JfL 

R.£~1'-no,J 

II 

,, 

- u,LLe&t{G 

M-01- (µMrw&x.,ie/\1€ Avt=") 

II (Vt:Tc'.)'VW ~Mt<:.) 

II C G_U:=-y/£ f'Mll<.. J 

4'c::""De$Tte.tM W.4-Ucw/ ( rJ0'2-ntg,c,vRn1€ A-ve.) 

Co"'1Mci1.L1 ,4-{.. A/l0lr (_ r;yp. ~D "'1~1-B . 
L Lb/N~.S ) 

• • 
0 

t'10D61<.A--T~ 



A,, A-<-

Cl 

C.:2-

1:>, 

1)~ 

D3 

i=,) €.2.. 

F1 , F.2-

~c..4'>0L. 

I €(..}/NI C ,tt.. - UJ LLet,£ 

R.€ u.:t:;l't-Tio ,J ~ ~O/lTH&,..,.eJII€ Ave) 

II " (vt:i~ ~M~) 

,, ,, C €:.LJ:-r!:E f AIZ.i<...} 

.Pc J.> es~1 M W'4¼.w7 ( ND'l.Tttllovt?.r.1€ Ave.) 

(or,,,t,A,~t'lLI ,4--t.... MePr (_ <;y I> . ~l> Attc1..8. 
L Ll>JNt;S ) 

LEVELS OI= I~~ 

• • • 0 

,1 F\~URE 4-

I 
1 



I 
I 

I 
I ,.. 

,o' 

I 
I . , 

I 
I 
I 
I 
I 
I 
I · - __, ',: 

:.. .. . ;.~ ... _: 

I 
I 
I 5 

I 
I 

I 
I 

I' 

_,,,r-
·.- .,-< 

r.- ·. ··, / ' ..___ _ 
; ,, ....... .~ 

'V °\ ~· 
.. .. .f-

: - . 

_._. - .. --. 

NSW 

'.1 

\ 
\\ 

I,~ 

'r 
r 
J 
I 

IN 

.......... - •• ~-··---·- . _, ____ _ 

_. ~8~~)g~1
1
~~c~J. 65dB (A) (L, 0 18 Haun a: a pain: 

EJ 

Carbon Monoxide Levels exceea NHMRC (A , 
Stancarcs 

Ozone Levels exceed NHMRC (A) Stanc:arcs 

Lead Levels exceed NHMRC (Al Stancarcs 

Total Susoenaed Pan1cu1a1es exceea NHMRC (A. 
Stancarcs 

~:~e~:r~~l meeting some Designated Use Quality 

~ 
0 5Km \ I I 

'-..J,../ 

Iii ' C 

AND A-IR 



. • • :.~-~ ·--~-~ ~ - .. --1. .. ~-----:1-:-. . •«a :-- ·---- ··- ~· - -· • • - •-·-- · · I 

ATTACHMENT B 

AIR POLLUTION-PREDICTED LEVELS 

The MPP states (p102) that" the major aim, 
in terms of metropolitan planning, is to ensure 
that air pollutants do not exceed levels at 
which they can have identifiable health effects . " 

Intermittent monitoring since 1974 has found 
that World Health Organisation (WHO) air 
quality standards ( which are based on health 
effects) have been reached or exceeded in Civic 
for Canberra monoxide,lead and ozone on several 
occasions. 

As this pollution is basically asso,ciated with 
emissions from motor vehicles an assessment of 
future pollution, associated with a vastly expanded 
Civic, has been undertaken by the Environment 
Section, based on predicted traffic flows detailed 
in the report entitled II City Distributor Roads 
Study" (R J Nairn and Partners, March 1985). 

This environmental study found that the proposed 
development levels in Civic will resurt in the 
following impa~ts: 

1. A marked deterioration in carbon monoxide pollution 
levels ( under certain meteorological conditions) in 
several parts of Canberra ( Note: this conclusion 
is derived from output from the CoIIDllission's air 
quality model) 

2. Detailed analysis has found that 8 hour averages for 
carbon monoxide concentrations approximately 11 ppm 
will occur in Civic, compared with the WHO standards 
of 9 ppm, during periods of high pollution pocential 
(ie during calm, clear winter days). As such, it is 
predicted that there will be many episodes per year 
in which the Commission's recognised safe air quality 
standards will be exceeded ( Note: modelling 
of the "dispersed" option in the MPP found that 8 hour 
averages for carbon monoxide concentrations of 
8 . 5 ppm wou \d be expected whic.l,. . is just below the w1IO 
air quality standards). 



3 . I n terms of t he above it is also predicted t hat 
ozone,oxi de s of nitrogen and l ead l eve ls will be 
exc eeded. Moni t oring in Ci vic of lead levels along 
Barry Drive since 1982 has f ound t hat t he Nat ional 
Health and Medical Research Council (NHMRC) lead 
standard of 1.5 mg/ml ( mea sured ove r a three monthly 
period) has been almost continuously exceeded during 
the whole monitoring period. The situation is ev en 
more serious because several lead levels in excess 
of 3.3 mg/m 3 have been recorded 

4. Based on a Department of Environemnt (UK) model for 
predicting lead levels within 10 metres of urban roads 
the Environment Section has estimated that the Nill1RC 
standard of 1.5 mg/m~ will be exceeded in virtually all 
streets in Civic and many surrounding streets in North 
Canberra and that some lead levels will be 2 - 3 times 
this standard. This information is outlined in 

¾ o.J\A..C.."'-e.ol -f°~""tS . 

5 In a metropolitan sense many major roads around 
Canberra, particularly around town centres will exceed 
the NHMR.C lead standards. Whilst lead free petrol 
will be available from mid 1985, it will be many 
years before this change will have a major effect 
on measured lead levels. 
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