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Ordinary Council Meeting

26 October 2016

Minutes

Members of the public who attend Council meetings should not act immediately on anything they hear at the
meetings, without first seeking clarification of Council’s position. Persons are advised to wait for written advice
from the Council prior to taking action on any matter that they may have before Council.

Agendas and Minutes are available on the City’s website www.kwinana.wa.gov.au



http://www.kwinana.wa.gov.au/

Vision Statement
Kwinana 2030

Rich in spirit, alive with opportunities,
surrounded by nature —it’s all here!

Mission

Strengthen community spirit, lead
exciting growth, respect the environment
- create great places to live.

We will do this by —

providing strong leadership in the community;

promoting an innovative and integrated approach;

being accountable and transparent in our actions;

being efficient and effective with our resources;

using industry leading methods and technology wherever possible;
making informed decisions, after considering all available information; and
providing the best possible customer service.

Values

We will demonstrate and be defined by our core values, which are:

Lead from where you stand — Leadership is within us all.

Act with compassion — Show that you care.

Make it fun — Seize the opportunity to have fun.

Stand Strong, stand true — Have the courage to do what is right.
Trust and be trusted — Value the message, value the messenger.
Why not yes? — Ideas can grow with a yes.
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Present:

HER WORSHIP MAYOR CAROL ADAMS
DEPUTY MAYOR PETER FEASEY
CR R ALEXANDER

CR S MILLS
CR B THOMPSON
CR D WOOD
MS C MIHOVILOVICH - Acting Director City Strategy
MR P NIELSON - Acting Director City Development
MR E LAWRENCE - Director Corporate and Engineering Services
MS A MCKENZIE - Council Administration Officer

Members of the Press
Members of the Public

= O

1 Declaration of Opening:

Presiding Member declared the meeting open at 7:00pm and welcomed
Councillors, City Officers and gallery in attendance and read the Welcome.

“IT GIVES ME GREAT PLEASURE TO WELCOME YOU ALL HERE AND BEFORE
COMMENCING THE PROCEEDINGS, | WOULD LIKE TO ACKNOWLEDGE THAT
WE COME TOGETHER TONIGHT ON THE TRADITIONAL LAND OF THE
NOONGAR PEOPLE”

2 Prayer:

Councillor Bob Thompson read the Prayer
“OH LORD WE PRAY FOR GUIDANCE IN OUR MEETING. PLEASE GRANT US

WISDOM AND TOLERANCE IN DEBATE THAT WE MAY WORK TO THE BEST
INTERESTS OF OUR PEOPLE AND TO THY WILL. AMEN”

3 Apologies/Leave(s) of Absence (previously approved)

Apologies
Councillor Sandra Lee

Leave(s) of Absence (previously approved):

Councillor Wendy Cooper from 25 October 2016 to 26 October 2016 inclusive.




4 Public Question Time:

Nil

5 Applications for Leave of Absence:

COUNCIL DECISION

347
MOVED CR B THOMPSON SECONDED CR P FEASEY

That Councillor Ruth Alexander be granted a leave of absence from 14 November
2016 to 18 November 2016 inclusive.

That Councillor Ruth Alexander be granted a leave of absence from 9 January 2017
to 9 February 2017 inclusive.

CARRIED
6/0

6 Declarations of Interest by Members and City Officers:

Nil

7 Community Submissions:

7.1 Nik Hidding, Peter Webb & Associates, regarding Item 15.1 Application
for Additions and Alterations to an Aged Care Facility: Lot: 99 (20)
Bright Road, Calista, 6167

The purpose of my community submission is to confirm the applicant’s acceptance of the

officers recommendation for approval, and thank the City of Kwinana for its ongoing
support for Aged Care services.

8 Minutes to be Confirmed:

8.1 Ordinary Meeting of Council held on 12 October 2016:

COUNCIL DECISION

348
MOVED CR P FEASEY SECONDED CR S MILLS

That the Minutes of the Ordinary Meeting of Council held on 12 October 2016 be
confirmed as a true and correct record of the meeting.

CARRIED
6/0




9 Referred Standing / Occasional / Management /Committee
Meeting:

Nil

10 Petitions:

Nil

11 Notices of Motion:

Nil

12 Reports — Community

Nil

13 Reports — Economic

Nil

14 Reports — Natural Environment

Nil




15 Reports — Built Infrastructure

15.1  Application for Additions and Alterations to an Aged Care Facility: Lot:

99 (20) Bright Road, Calista, 6167
SUMMARY:

An application has been received for the construction of additions to the Banksia Park
Aged Care Facility on Lot 99 Bright Road, Calista (refer to Attachments C-E). The
application has been referred to Council as it involves the approval of an application
within a Special Use Zone under Town Planning Scheme No.2 (TPS2).

The applicant proposes to modernise the existing aged care facility and expand the oldest
High Care section to the north of the site. The additions will add a further 55 beds taking
the total capacity of the facility up to 168 beds. City Officers have considered the additions
and alternations against TPS2 and policies. Matters of car parking, setbacks and
landscaping/trees have been considered.

Following this assessment, it is considered that the proposal seeks to best utilise the lot
and meet the needs of the Aged Care facility use. The proposal will also provide
increased capacity for aged care within the local community. The application is
recommended for conditional approval on this basis.

OFFICER RECOMMENDATION:

That Council approves the Additions and Alterations to the Aged Care Facility on Lot 99
(20) Bright Road, Calista subject to the following conditions and advice notes:

1.  Conditions
1.1 The premises being kept in a neat/tidy condition at all times by the
owner/occupier to the satisfaction of the City of Kwinana.

1.2 Stormwater drainage from roofed and paved areas to be contained and
disposed of on site at all times.

1.3 The applicant shall implement dust control measures for the duration of site
works to the satisfaction of the City of Kwinana.

1.4 Crossover(s) shall be of concrete construction and located to the
specifications and satisfaction of the City of Kwinana.

1.5 The provision of a minimum of an additional three (3) vehicle parking bays of
the dimensions 5.5 x 2.5 metres, to be clearly marked on the ground and
constructed of bitumen, brick or concrete and drained to the satisfaction of the
City of Kwinana.

1.6 All vehicle parking to be accommodated within the boundaries of the subject
lot.




15.1 APPLICATION FOR ADDITIONS AND ALTERATIONS TO AN AGED CARE FACILITY: LOT: 99
(20) BRIGHT ROAD, CALISTA, 6167

1.7

1.8

1.9

1.10

Landscaping areas, vehicle parking spaces, accessways and all other
development as detailed on the attached plans are to be installed prior to
occupying the proposed development and maintained thereafter by the
owner/occupier to the satisfaction of the City of Kwinana.

All regularly trafficked areas to be sealed and drained to comply with the City
of Kwinana'’s ‘Specification for Pavement and Drainage of Trafficable Areas’.

Prior to lodgement of a building permit application, the applicant shall submit
an Arborist report, from a suitably qualified organisation, detailing any
potential impacts to the adjacent street trees by the proposed works, as
required under AS4970:2009 “Protection of Trees on Development Sites”. Any
unavoidable impacts will require notification to, and negotiation with the City of
Kwinana.

This approval is valid for 24 months only. If development is not substantially
commenced within this period a new approval must be obtained.

2. Advice Notes

2.1

2.2

2.3

2.4

2.5

The applicant is advised that all future development must be submitted to the
City of Kwinana prior to the commencement of works or alteration of land use.

Should the applicant be aggrieved by the decision or any condition imposed,
then a right of review should be lodged with the State Administrative Tribunal
within 28 days of the date of this decision.

The applicant is advised that this is not a building permit the City of Kwinana
issues to enable construction to commence. A building permit is a separate
Council requirement and construction cannot be commenced until a building
permit is obtained.

The applicant should ensure the proposed development complies with all
other relevant legislation, including but not limited to, the Environmental
Protection Act 1986 and Regulations, Health Act 1911 and Regulations, and
the National Construction Code.

In regards to the parking provision condition, the City of Kwinana Town
Planning Scheme No.2 requires a minimum of 81 vehicle parking bays.
Should the use of the site change then a reassessment of the parking required
on site will be required.

DISCUSSION:

Land Status

Metropolitan Region Scheme: Urban Zone
City of Kwinana Town Planning Scheme No. 2: Special Use Zone




15.1 APPLICATION FOR ADDITIONS AND ALTERATIONS TO AN AGED CARE FACILITY: LOT: 99
(20) BRIGHT ROAD, CALISTA, 6167

Background

The site is currently occupied by the Banksia Park Aged Care Facility (refer to
Attachments A and B). The facility is owned and operated by Aegis who acquired the
facility from the then Town of Kwinana, when it operated as the Kwinana Nursing Home.
At that time, the facility offered 65 places across several levels of care available at the
facility. Previously, the Town of Kwinana had been granted an additional 71 provisionally
allocated places (“AlIPs” — Approval in Principle) to permit a potential expansion to 132
beds.

With a significant shift in social policy, funding arrangements and regulatory requirements
being implemented by the Federal Government with respect to the provision of residential
aged care accommodation, the Town assessed it's involvement in the industry and
concluded that specialist non government and private sector providers were best placed
to meet the needs of residents requiring residential aged care into the future. It
subsequently sold its aged care facilities to Aegis Aged Care via a tender process in
2008.

Aegis then changed the name of the facility to Aegis Banksia Park Aged Care and
undertook to proceed with the planned building expansion. Stage 1 of the building works
focussed on refurbishing the existing Low Care and Dementia wings in conjunction with a
substantial extension of the facility which was completed in March 2011.

The facility has operated to date with 113 beds and records indicate that Aegis holds 147
licensed beds at Banksia Park as there are 34 beds held offline pending the final stage of
the long planned rebuilding of the original nursing home facility. In addition to this, the
Department of Health has approved 21 additional bed licenses totalling 168 beds for the
completed facility.

The applicant states there is now a need to modernise and expand the oldest High Care
section of the original nursing home. This will increase the facility to 168 beds from the
existing 113. The applicant is seeking planning approval for proposed single storey
additions and internal alterations to the existing facility (refer to Attachments C - E) to
allow for the increase in bed numbers. Council approval is required as the proposal is
within a Special Use Zone and City Officers do not have delegation to determine the
application.

Town Planning Scheme No.2 Implications

The proposal represents an addition to an existing Aged Care Facility within a Special
Use Zone of TPS2. Clause 6.14 of the Scheme states:

“Land within a Special Use Zone may be used for the purposes specified on the Scheme
Map and in the Third Schedule and for purposes incidental thereto and for no other
purpose.

6.14.1 - The site requirements of lot area, minimum effective frontage, development type,
plot ratio, car parking, setbacks and other development provisions shall be determined by
Council in its absolute discretion, providing that such standards are not less than that
pertaining to similar uses under the Scheme.”




15.1 APPLICATION FOR ADDITIONS AND ALTERATIONS TO AN AGED CARE FACILITY: LOT: 99
(20) BRIGHT ROAD, CALISTA, 6167

The property is identified as a Special Use Zone — APH (Aged Person Home) according
to the Scheme maps and therefore, the additions are considered appropriate for this
zone. City Officers do not have delegation to approve a substantial development within a
‘Special Use Zone’ therefore requiring the Council to make a decision on the development
proposal.

The proposal does not require advertising as it is for additions to an existing use already
established and operating on the property for the purpose of the “APH Special Use Zone”.
Further, the subject site is adjacent to City owned aged persons accommodation.

Assessment of Application

Car Parking

The facility is providing low and high care to the elderly and car parking bays are
generally required for visitors and staff only. The existing facility currently has 78 car
parking bays on site for both visitors and staff. There is also a bus bay and a delivery bay.
The proposed development will add an additional three (3) car parking bays.

Upon review of past development applications for the site it is unclear as to how parking
calculations were derived for previous approvals. In light of this, City Officers consider the
most appropriate use classification for the facility is a “Hospital” in accordance with the
definition provided under the Scheme. The parking requirements for a “Hospital” use is
one (1) parking bay for every three (3) beds. Using this ratio, the facility requires a total of
56 car parking bays to be provided. Therefore, the 81 parking bays proposed for the site
under this application is satisfactory and provides 25 bays more than required under the
Scheme.

Setbacks

Table 2 of TPS2 outlines the minimum setbacks for development within the zones
identified under TPS2. Setbacks, like parking requirements, are at the discretion of the
Council.

The proposed additions have a minimum setback of 3.87m to Chilcott Street and 5.10m to
Bright Road. Given the current streetscape of Chillcott Street and Bright Road, where
there are other single storey ‘Aged Care Homes’ with similar setbacks, the proposed
setbacks for the additions of the facility are not considered to detract from the amenity of
the current streetscape.

City Officers consider the proposed extension is appropriately setback and do not
consider the building bulk will negatively impact on the streetscape.

Landscaping and Trees

In respect to streetscape however, City Officers have been mindful of the impact on
existing trees within the City’s verge and on private land.




15.1 APPLICATION FOR ADDITIONS AND ALTERATIONS TO AN AGED CARE FACILITY: LOT: 99
(20) BRIGHT ROAD, CALISTA, 6167

The City’s Environment Manager reviewed the application and carried out a site
inspection with City Planning Officers. The Environment Manager confirmed that there
were no grounds for retention of trees within the development site. Even so, the trees
within the road reserve, adjacent to the proposed development, will require an appropriate
protection zone to be implemented as per AS4970:2009 and arboricultural advice will be
required to clarify there will not be any potential impacts or excessive encroachment into
these tree protection zones.

The arboricultural advice will be required as a condition of approval and be submitted
prior to the submission for a building permit.

Conclusion

The provision of a greater supply of Aged Care within the City of Kwinana is important for
the aging community. The proposed additions will provide 55 new beds and the Banksia
Park Aged Care Facility will provide 168 beds in total. This will supply increased bed
availability, enhance the standard of the accommodation already being provided and
improve current services.

The application is consistent with the objectives of the City’s Planning Framework and the
development is consistent with the purposes of the Special Use Zone. City Officers are
satisfied that the application can be supported and discretion applied against TPS2
provisions applicable to the development proposal.

LEGAL/POLICY IMPLICATIONS:

For the purpose of Councillors considering a financial or impartiality interest only, the
owner is Aegis Aged Care Group Pty Ltd and the applicant is Peter Webb and Associates.

City of Kwinana Town Planning Scheme No.2
Local Planning Policy No. 1 — Landscape Features and Tree Retention

A building permit is required to be submitted and issued by the City of Kwinana prior to
construction of the proposed development.

FINANCIAL/BUDGET IMPLICATIONS:

No financial/budget implications have been identified as a result of this report or
recommendation.

ENVIRONMENTAL IMPLICATIONS:

As detailed previously, it is important that the trees located within the road are not
adversely impacted on by the development. The recommended conditions include one
which seeks to ensure the impact of the fence/wall associated with the development takes
account of the retention of the trees.




15.1 APPLICATION FOR ADDITIONS AND ALTERATIONS TO AN AGED CARE FACILITY: LOT: 99
(20) BRIGHT ROAD, CALISTA, 6167

STRATEGIC/SOCIAL IMPLICATIONS:

The development will enhance Aged Care availability and promote job creation within the
local area.

Given that the City of Kwinana operates two retirement villages in close proximity to the
Banksia Park Aged Care facility, and the desirability for ageing in place options to be
available to residents, the refurbishment of the existing facility and expansion to increase
the number of beds available into the future will mean that the needs of Kwinana's ageing
community will continue to be adequately catered for.

RISK IMPLICATIONS:

Council approves development under its Town Planning Scheme to meet its statutory
obligations and facilitate proper and orderly development of the municipality to
accommodate development in accordance with the objectives of Council’'s Strategic Plan.

Development Approvals, Scheme Amendments, Subdivision and Structure Planning
allows land use to change over time to meet Council and State Government policies and
practices, community values and provide protection to the environment. The Officer
Recommendation for this proposal particularly aims to reduce the risk of development
occurring in a manner which may detract from the amenity of the area.

This proposal has been assessed in accordance with the Scheme. It is considered that
there are minimal risk implications in this respect.

COUNCIL DECISION
349
MOVED CR D WOOD SECONDED CR R ALEXANDER

That Council approves the Additions and Alterations to the Aged Care Facility on
Lot 99 (20) Bright Road, Calista subject to the following conditions and advice
notes:

1. Conditions
1.11 The premises being kept in a neat/tidy condition at all times by the
owner/occupier to the satisfaction of the City of Kwinana.

1.12 Stormwater drainage from roofed and paved areas to be contained and
disposed of on site at all times.

1.13 The applicant shall implement dust control measures for the duration of
site works to the satisfaction of the City of Kwinana.

1.14 Crossover(s) shall be of concrete construction and located to the
specifications and satisfaction of the City of Kwinana.

1.15 The provision of a minimum of an additional three (3) vehicle parking
bays of the dimensions 5.5 x 2.5 metres, to be clearly marked on the
ground and constructed of bitumen, brick or concrete and drained to the
satisfaction of the City of Kwinana.
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1.16

1.17

1.18

1.19

1.20

All vehicle parking to be accommodated within the boundaries of the
subject lot.

Landscaping areas, vehicle parking spaces, accessways and all other
development as detailed on the attached plans are to be installed prior
to occupying the proposed development and maintained thereafter by
the owner/occupier to the satisfaction of the City of Kwinana.

All regularly trafficked areas to be sealed and drained to comply with the
City of Kwinana’'s ‘Specification for Pavement and Drainage of
Trafficable Areas’.

Prior to lodgement of a building permit application, the applicant shall
submit an Arborist report, from a suitably qualified organisation,
detailing any potential impacts to the adjacent street trees by the
proposed works, as required under AS4970:2009 “Protection of Trees on
Development Sites”. Any unavoidable impacts will require notification
to, and negotiation with the City of Kwinana.

This approval is valid for 24 months only. If development is not
substantially commenced within this period a new approval must be
obtained.

2. Advice Notes

2.1

2.2

2.3

2.4

25

The applicant is advised that all future development must be submitted
to the City of Kwinana prior to the commencement of works or alteration
of land use.

Should the applicant be aggrieved by the decision or any condition
imposed, then a right of review should be lodged with the State
Administrative Tribunal within 28 days of the date of this decision.

The applicant is advised that this is not a building permit the City of
Kwinana issues to enable construction to commence. A building permit
is a separate Council requirement and construction cannot be
commenced until a building permit is obtained.

The applicant should ensure the proposed development complies with
all other relevant legislation, including but not limited to, the
Environmental Protection Act 1986 and Regulations, Health Act 1911 and
Regulations, and the National Construction Code.

In regards to the parking provision condition, the City of Kwinana Town
Planning Scheme No.2 requires a minimum of 81 vehicle parking bays.
Should the use of the site change then a reassessment of the parking
required on site will be required.

CARRIED
6/0
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15.2 Submission on draft Perth Transport Plan for 3.5 Million People and
Beyond

SUMMARY:

The Department of Transport (DoT), in conjunction with the Public Transport Authority
(PTA) and Main Roads WA (MRWA), have released a Transport Plan for Perth for public
consultation entitled Transport @ 3.5 Million; Perth Transport Plan for 3.5 Million People
and Beyond (draft Transport Plan). The plan provides a long term vision for the
development of the transport network for the Perth and Peel regions up to and beyond a
population of 3.5 million people. The draft Transport Plan is supported by technical
reports that relate to different transport modes in more detail (such as cycling, public
transport, roads, the freight network and travel demand management).

This report outlines the key elements of the draft Transport Plan that relate to the City of
Kwinana and presents a submission prepared by City Officers for Council’s consideration
and endorsement. The draft Transport Plan is comprehensive and as such, the City’s
submission is focused on the key elements that affect Kwinana, particularly the freight
and road network elements of the plan.

OFFICER RECOMMENDATION:

That Council submit Attachment A as the City’s submission to the Department of
Transport’s draft Transport Plan.

BACKGROUND:

Overview of draft Perth Transport Plan for 3.5 Million People and Beyond

The draft Transport Plan aims to provide an integrated transport strategy for the Perth and
Peel regions. In the past, strategic documents have been prepared for individual elements
of the transport network by individual agencies; for example the Public Transport Plan for
Perth at 2031, the Metropolitan Freight Network Plan and the Bicycle Network Plan 2014 -
2031. The draft Transport Plan is very visionary in nature and identifies a large number of
large scale infrastructure projects, of which the majority are congregated around the Perth
CBD and inner ring suburbs. The draft Transport Plan attempts to reduce the disjointed
nature of transport planning by individual government agencies by combining all the
transport modes into one document, coordinated by the DoT.

The plan also aims to integrate transport infrastructure decision making with land use
planning. The draft Transport Plan has been based on the government’s long term spatial
plan: Perth and Peel @ 3.5 Million released last year. Rather than prioritising
infrastructure items by year, the plan uses population thresholds to determine the timing
and priority of infrastructure projects.

The key objectives of the plan are to:

> Increase the mode share for public transport, walking and cycling particularly for
peak travel trips to and from the CBD;

> Integrate land use with all forms of transport and;

> Provide free flowing, efficient freight and road networks.
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The draft Transport Plan is attached to this report as Attachment B. The key elements of
the draft Transport Plan with respect to the City of Kwinana are:

o The delay of the development of Kwinana Outer Harbour and Intermodal Facility
until 3.5 million population (assumed to be 2050);

° The lack of implementation and budgetary considerations included in the plan;

. The limited integration between different transport modes within the draft Transport
Plan;

o Limited certainty provided in the timing of infrastructure projects due to the use of
population thresholds;

. A focus on short term road infrastructure proposals to service the Fremantle Inner
Harbour, namely the development of Roe Highway stages 8, 9 and 10;

. Limited short term investment in road and rail upgrade proposals to service the
Kwinana Industrial Area and future Outer Harbour;

° Inconsistencies between the Road Network Plan and the recently proposed
Fremantle Rockingham Controlled Access Highway (FRCAH) Route Definition
Study;

° A proposed Principal Shared Dual Use Path along the Mandurah Railway between
the Kwinana Freeway and Rockingham;

) Proposed off road cycle path providing connectivity north on Stock Road and
associated off road recreational path network around Mount Brown Lake in the
Beeliar Regional Park;

o No new railway stations proposed on the Perth - Mandurah Railway within the City
of Kwinana;

The DoT is advertising the draft Perth Transport Plan for public comment until 28 October
2016.

DISCUSSION

Noting the comprehensive nature of the plan, the ‘Discussion’ section of this report
focusses on the elements of the draft Transport Plan which relate to the City of Kwinana.

This section is divided into discussion on each point raised in the City’s submission.

1. Quter Harbour Port and Latitude 32 Intermodal Facility

The Outer Harbour Port is a necessary piece of strategic infrastructure that will unlock the
economic potential of this state. Industrial development within the Western Trade Coast is
reliant upon efficient road, rail and port access. The delivery of the Outer Harbour is
pivotal for business to make the capital investment in establishing new industries in this
area. Industries are on record as stating that trading through Fremantle Port is impacting
their international competitiveness and that certainty is required regarding the timing of
construction of the Outer Harbour so this can be factored into their 10 and 20 year
planning. The City is therefore disappointed that the draft Transport Plan identifies a delay
to the development of the Outer Harbour and intermodal facility until the Perth population
reaches 3.5 million.




15.2 SUBMISSION ON DRAFT PERTH TRANSPORT PLAN FOR 3.5 MILLION PEOPLE AND BEYOND

The City also notes the road connections to service the port have been delayed until a
population of 3.5 million. These include the construction of the FRCAH, Rowley Road and
upgrades to Anketell Road. The City also advises that the government should ensure
funding is allocated towards the land acquisition required for the reservation of these
roads. As with the critical road connections, investment in freight rail infrastructure is
essential. The upgrade of freight rail within the Kwinana Industrial Area and between the
Cockburn and Kwinana Triangles is vital to resolving the capacity constraints of the
system. The City recommends the duplication of the railway from the Cockburn Triangle
to the Kwinana Triangle and the grade separation of existing level crossings be
undertaken regardless of the timing of the Outer Harbour development to assist the
efficiency of freight rail operations to and from the KIA. The City also welcomes the
principle of investigating the development a second rail access corridor to the Kwinana
Triangle (referred to as the Kwinana Loop Railway), however the City holds concerns
regarding the proposed route alignment. The draft Transport Plan identifies a possible
route which runs adjacent to Dixon Road to connect the CBH loop to the Kwinana to
Mundijong Junction line. Whilst the City supports investigation into a second rail loop the
proposed route is problematic due to its close proximity to the Rockingham Strategic
Metropolitan Centre. The City recommends instead investigations be undertaken to
consider possible routes further north through the Rockingham Industry Zone.

The development of the Outer Harbour port is a catalyst to the development of this land,
to generate more economic activity and to provide significant employment opportunities to
the sub region. The commitment by government to develop the Outer Harbour is critical to
future investment in the Western Trade Coast. The need to give priority to the
construction of the Outer Harbour was also identified by the Property Council of Australia
report ‘Keep WA Growing’, within Regional Development Australia Perth’s report ‘Driving
Change: Perth and Peel Economic Development Strategy and Infrastructure Priority Plan
to 2050’ and by a recent Senate Inquiry into the decision to fund the Perth Freight Link
undertaken by the Rural and Regional Affairs and Transport References Committee.

The draft plan instead indicates significant investment will continue toward the Inner
Harbour. The plan includes upgrades to road and rail freight links to the Inner Harbour,
the most controversial being the Perth Freight Link which is proposed to be constructed
by a population of 2.7 million. The City seeks greater commitment from the State
Government to deliver the Outer Harbour Port or at least that the benefits of funding major
infrastructure investment on the Inner Harbour Port, such as the Perth Freight Link, be
measured against the longer term benefits of investing in the Outer Harbour Port.

2. Implementation and Budgetary Considerations

Whilst it is welcomed that the State government prepare an integrated and visionary
transport plan, the City does have concerns regarding the implementation of the plan.
There appears to be no detail within the plan to demonstrate how projects will be
delivered and funded, with no specific detail on the timing of infrastructure other than the
vague population projection ranges. The City is aware of the long term nature of the
Transport Plan, which identifies some projects for development around 2050 and is also
conscious of the scale and costs of some of the larger infrastructure items. However
without clearer prioritisation, timing and budgetary commitment, it is difficult to understand
the implementation strategy of the draft Transport Plan. Rather than a clear and
measureable plan, the draft Transport Plan presents more as a wish list of infrastructure
projects that may or may not be picked up by future governments.
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3. Integration Between Transport Modes

The City welcomes the approach taken to integrate different modes of transport into a
single transport plan. The City has reservations however that the individual supporting
technical reports of the plan have been prepared in isolation of each other. Furthermore,
there is no integrated plan which shows all proposals across all transport modes on the
one plan. The City considers that further thought should be given to ensuring the
proposals identified in each of the technical reports (Public Transport, Road Network,
Freight Network and the Cycling Network plans) are considered together to ensure the
Transport Plan delivers a fully integrated transport network.

4, Focus on the Central and Northern Sub-regions of Perth

The City notes an overall emphasis of the draft Transport Plan in concentrating most
infrastructure projects in the central Perth sub-region and the northern urban corridor of
Perth. The City is disappointed at the limited attention given to the southern sub-region,
particularly with respect to public transport infrastructure. The southern sub-region is the
fastest growing area of Perth, with 60% of Perth’s future land supply located in the
southern sub-region. Kwinana, in particular, is expected to double its population in the
next 10-15 years. The draft Transport Plan cites the southern sub-region’s higher self
sufficiency in terms of people employed in the sub-region as the justification for this
limited attention on transport investment in the southern suburbs. In this respect however,
the bulk of travel undertaken within the sub-region is private vehicle use. Greater
investment in public transport infrastructure is needed to reduce this reliance and to cater
for the significant growth projected.

5. Certainty regarding the Timing of Infrastructure Project Delivery

The draft Transport Plan identifies three population thresholds to prioritise infrastructure
projects. These are populations of 2.7 million, 3.5 million and beyond 3.5 million people.
Many of the infrastructure projects in the draft Transport Plan, particularly the Outer
Harbour and associated road and rail infrastructure are major projects that require a
number of years of lead in planning to deliver. Using population numbers as trigger points
does not provide the necessary certainty or commitment for government and industry to
appropriately plan and invest. The City does not support this timing methodology and
suggests projects be prioritised by year rather than population. In addition, the City is
eager to understand how it is determined that a population threshold is reached. As the
census is only undertaken every 5 years, will the government wait until the census is
published to confirm the current population of the Perth Metropolitan Area, or will
decisions be made based on population projections?

6. Mode Share Assumptions

The City does not support the use of existing mode share trends used in the report to
project out future mode share data as a basis for determining transport investment for
different travel modes. Perth has a low proportion of trips being made by walking, cycling
and public transport in relation to other cities in Australia. This situation requires
investment in both active and public transport infrastructure to change the current mode
split. The City is disappointed that due to the low numbers of trips using public transport,
walking and cycling, transport investment is focussed on road infrastructure. Rather than
basing investment decisions on relatively minor travel behaviour changes over time, the
government has an opportunity to create a paradigm shift in travel behaviour by
increasing investment in the historically under funded public transport and active transport
sectors.
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7. Inconsistencies between the draft Road Network Plan and the Fremantle
Rockingham Controlled Access Highway (FRCAH) Route Definition Study

The City considered the FRCAH Route Definition Study prepared by Main Roads WA
which was recently circulated for comment in May 2016. This document identified
intersection arrangements for existing roads which intersect the FRCAH. One of the City’s
recommendations to MRWA was the need for Wellard Road to continue to provide a
connection between the KIA and the Kwinana townsite. The City recommended Wellard
Road not be terminated and instead the FRCAH be constructed as an overpass over
Wellard Road. The City is pleased to see the Road Network Plan provided as part of the
draft Transport Plan shows this grade separated intersection being constructed at a
population of 3.5 million, however notes the inconsistency with the recently reviewed
FRCAH Route Definition Study.

Another of the City’'s recommendations in relation to the FRCAH is to modify the
intersection of the FRCAH and Gilmore Avenue/Dixon Road/Mandurah Road. The study
proposes only a half diamond interchange at the intersection of Gilmore Avenue/ Dixon
Road/Mandurah Road. This results in there being no access for vehicles entering the
FRCAH travelling south from Gilmore Avenue. Also, there is no access available for traffic
travelling north on the FRCAH wishing to exit at Gilmore Avenue. The City does not
support this limited and indirect access to Gilmore Avenue, particularly when approaching
along the FRCAH from the south. The City believes clear and direct access is critical for
the economic development of the City and the viability of local business and residents in
the area.

The current design provides stronger connectivity with Dixon Road rather than Gilmore
Avenue. This is flawed as this reduces the accessibility to Kwinana’'s City Centre which
has been identified as a Secondary Centre in the State’s Activity Centres Policy State
Planning Policy 4.2.

The City is not satisfied that the alternative means of access to the City along Mandurah
Road and Dixon Road are appropriate. The City has requested further justification for the
design concept (i.e. travel times and modelling) or a redesign of this intersection to
provide direct access to Gilmore Avenue. The City also recommends planning for an
upgrade of the Gilmore Avenue/Dixon Road/Mandurah Road intersection should be
considered as part of the planning for the FRCAH to resolve existing congestion issues.

8. The identification of a Proposed Dual Use Path along the Mandurah Railway
between the Kwinana Freeway and Rockingham

The City supports this initiative which will provide a much needed, safe commuter cycle
route between Kwinana, the Kwinana Freeway Principal Shared Path (PSP) and
Rockingham. Limited detail is provided on the timing of the proposed Dual Use Path. The
City recommends a construction timeframe be identified.
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9. Proposed off road cycle path providing connectivity north on Stock Road and
associated off road recreational path network around Mount Brown Lake in the
Beeliar Regional Park

The City advocates active transport options wherever possible and welcomes any
investment in cycling infrastructure in the City and surrounding areas. The City supports
the identification of off road cycle routes near Mount Brown within the Beeliar Regional
Park. The City recommends that the proposed off road route travelling north from the
Kwinana Industrial Area along Stock Road towards Fremantle should be substituted with
an off road route on Cockburn Road instead of using Stock/Rockingham Roads.

This is due to the potential cost saving by using Cockburn Road and that Cockburn Road
is a safer cycling environment than Stock Road. There are existing sections of off road
cycle path adjacent to Cockburn Road between Russell Road and Sutton Road which are
already constructed and could be extended, which will reduce the cost of constructing an
entirely new path using the Stock Road route. There is ample space on the eastern side
of Cockburn Road within the road reserve to extend the off road path. Also, the use of
Cockburn Road instead of Stock Road is also recommended due to concerns regarding
the poor amenity for the pedestrian or cyclist using a cycle path adjacent to Stock Road.
Stock Road is currently a Primary Regional Road and major truck route between the KIA
and Fremantle Inner Harbour. The road is also proposed to be upgraded to freeway
standard as part of the FRCAH. This is not a suitable environment for pedestrians and
cyclists. Cockburn Road provides a more suitable coastal recreational off road cycle
route.

10. New railway stations for the Perth-Mandurah Railway

The Perth-Mandurah Railway has two stations within the City of Kwinana at Kwinana and
Wellard — both of which are being developed as genuine transit orientated developments.
Previous planning for the railway has also set aside land under the Metropolitan Region
Scheme (MRS) for future stations at Wandi and Parmelia, however the City understands
that these stations are no longer being pursued by the PTA due to its goal to maintain a
set Perth-Mandurah travel time. The City recommends the Parmelia and Wandi railway
stations be noted in the draft Transport Plan as future stations which may be constructed
beyond 3.5 million.

11. High Frequency On Road Public Transit to service Kwinana and Wellard Stations

The current bus feeder services which provide connections from Kwinana City Centre to
Kwinana and Wellard stations on the Mandurah Railway are inadequate and result in
increased pressure on car parking facilities at these stations from commuters choosing to
park and ride at stations rather than utilise infrequent bus services. This is disappointing,
particularly in the case of Wellard, (the first greenfields Transit Oriented Development
constructed in Western Australia) which is being inundated by rail commuters from
surrounding suburbs choosing to park and ride at Wellard station rather than use bus
feeder services.
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These stations were designed with limited car parking to discourage the use of the station
as a park and ride. The situation has not reached crisis point to date as commuters use
vacant lots as informal car parking, however the City is conscious with the development of
these vacant lots and the imminent introduction of timed parking restrictions to
surrounding streets the City is finalising, the current informal park and ride arrangement at
Wellard will need to be resolved. The City requests that consideration be given to
replacing these bus services with high frequency BRT or LRT connecting Kwinana station
to Wellard station via the Kwinana City Centre. Given the visionary nature of the draft
Perth Transport Plan the City believes the Department should consider the introduction of
a shuttle service as a longer term measure to provide much needed rapid transit
connections from activity centres to stations on the Mandurah Railway.

12. Other Comments

City Officers also make a number of minor comments in relation to the draft Transport
Plan:

o Some of the data used to show mode share is very out of date. Page 36 of the Road
Network Plan references household survey data as old as 1976 to demonstrate the
dominance of the private car as the preferred mode of transport.

. The City recommends the government ensure funding is allocated to allow for
compensation claims as a result of the MRS amendments to cater for additional
road infrastructure.

. A recommendation has been made to ensure Anketell Road is placed under the
care and control of MRWA.

. The City supports the identification of Thomas Road as a secondary road. The City
advises DoT land to the north of Thomas Road in the Postans area is identified for
long term development.

o Whilst the Road Network Plan identifies a Rowley Road, Anketell Road, Thomas
Road and the FRCAH as freight routes there is some uncertainty regarding the
intersection standards to cater for this heavy vehicle traffic. The City recommends
the following intersections be constructed as grade separated intersections to allow
for freight traffic:

Thomas Road/Anketell Road
Franklin Avenue/Rowley Road
Rowley Road/Abercrombie Road
Rowley Road/Rockingham Road
Rowley Road/Cockburn Road
Anketell Road/Abercrombie Road
Anketell Road/FRCAH

Thomas Road/FRCAH

Kulija Road/FRCAH

©OO0OO0OO0OO0OO0OO0OO0O

In conclusion, the City is disappointed with the shortage of long term foresight included in
the draft Transport Plan, particularly regarding the great opportunity that exists to develop
the Western Trade Coast through the construction of the Outer Harbour. There are
noticeable absences within the implementation section of the plan. The City recommends
the government consider transport as an integral element of the spatial plan for Perth and
reaffirm its position that the government consider the long term transport needs of the
metropolitan area. City Officers recommend Council endorse the City’s submission
(Attachment A) as per the officer recommendation and forward this submission to the
Department of Transport.
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LEGAL/POLICY IMPLICATIONS:

Acts and Reqgulations

Planning and Development Act 2005

Strategies

State Planning Strategy;
Directions 2031 and Beyond; and
Perth and Peel @ 3.5 Million

Schemes

Metropolitan Region Scheme
City of Kwinana Town Planning Scheme No.2

FINANCIAL/BUDGET IMPLICATIONS:

The draft Transport Plan presents an opportunity for investment into freight road and rail
links which will assist alleviating congestion on roads and freight rail in Kwinana. Indirectly
this investment will reduce congestion of the City’s roads and reduce maintenance costs.
The City has recommended the state government set a clear timeframe and allocate
funds towards constructing key freight infrastructure.

ENVIRONMENTAL IMPLICATIONS:

The City’s submission on the draft Transport Plan recommends the state government use
its ability to invest in public and active transport to drive a paradigm shift in travel
behaviour to reduce the proportion of trips being made by car. In this way, the draft
Transport Plan provides an opportunity to reduce the number of trips being made by car.
The City’s submission welcomes the investment in future dual use paths within the City
for both recreational and commuting use.

STRATEGIC/SOCIAL IMPLICATIONS:

The draft Transport Plan sets the transport infrastructure direction for Perth for the next 35
years. The submission recommended by this report expresses Council’s key objectives in
relation to this high level strategic document.

Strategy 4.4.8 of the City’s Strategic Community Plan 2015-2025 states:

Ensure that the City has significant input on planning and strategic growth decisions at the
Regional and State level.

The preparation of this recommended submission is consistent with this strategy.
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RISK IMPLICATIONS:

No risk implications have been identified as a result of this report or recommendation.

COUNCIL DECISION
350
MOVED CR B THOMPSON SECONDED CR P FEASEY

That Council submit Attachment A as the City’s submission to the Department of
Transport’s draft Transport Plan.

CARRIED
6/0
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http://nicolonelytraveler.blogspot.com.au/2014/02/the-longest-bicycle-path-in-world.html
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Figure 10.1 — 2050 AM peak network performance in terms of v/c ratio

72




Figure 10.2 — 2050 PM peak network performance in terms of v/c ratio
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Arterial road network

Figure 10.1 shows that the arterial road network will mostly operate at acceptable levels of
service by 2050. However, the v/c ratio assessment generally relates to the operation of road
sections at mid-block and does not adequately account for delay experienced at signalised and
unsignalised intersections. Intersections that will carry entering volumes between 50,000 and
70,000 vehicles per day, and above 70,000 vehicles per day, are shown in Figure 10.3. This is
subject to review as modeling is refined over time.

Selected arterial roads that will most likely face constraints include:

¢ Marmion Avenue between Alkimos and Yanchep (lane capacity unless upgraded to 6-
lane divided and intersection capacity)

e Sections of Ocean Reef Road (intersection constraints) between Mitchell Freeway and
Gnangara Road

e Sections of Wanneroo Road, Karrinyup Road and Morely Drive (intersection constraints)

e Orrong Road (intersection constraints) between Great Eastern Highway and Roe
Highway

o Great Eastern Highway (intersection constraints) between the Causeway and Tonkin
Highway

e Sections of Canning Highway between the Causeway and Kwinana Freeway

e Sections of Leach Highway between Manning Road and Stock Road (intersection
constraints)

e Albany Highway (intersection constraints) between Great Eastern Highway and Kelvin

Road

Ranford Road (intersection constraints) between Roe Highway and Southern River Road

Sections of Armadale and Nicholson Roads

Sections of Mandurah and Pinjarra Roads (intersection constraints)

The access road to the Perth Airport terminals (Leach Highway extension), which will

require upgrading from a 4-lane divided standard to 6-lane standard to provide adequate

capacity.

Dedicated bus lanes and/or bus priority measures at intersections will be introduced on selected
arterials, as discussed in Section 8. Dedicated bus lanes are planned for implementation on
sections of Scarborough Beach Road, Cedric Street, Charles Street, Canning Highway, South
Street, Ranford Road and Pinjarra Road. These roads, besides Ranford Road, will perform at
acceptable levels of service, but further assessment of intersection performance is required.
The section of Ranford Road between Roe Highway and Nicholson Road carries high general
traffic and bus volumes during peak periods.
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Figure 10.3 — Intersections carrying high volumes by 2050
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11.FURTHER WORK

The Road Network Plan provides a high-level assessment of road network requirements to
2050 based on modeling work undertaken using the ROM24 and STEM strategic demand
models. Further work will be required to refine the ROM24 model and undertake more detailed
transport assessment. Where necessary, existing ultimate planning design concepts and
associated reservations will have to be reviewed and updated to reflect the Road Network Plan
requirements for 2050. New planning design concepts will have to be prepared for new road
links. Design and engineering feasibility work will be required for proposed major transport
infrastructure.

11.1. Transport assessment

Transport assessment for the Road Network Plan was undertaken at a link level, considering
peak hour volume versus link capacity. Intersections carrying high demand were identified but
not assessed in detail. More detailed transport assessment will be required to inform the
preparation of ultimate planning design concepts for specific road sections. Transport
assessment will be required to develop solutions for the freeway network in constrained
environments, especially through the Perth CBD and along sections requiring All-Lane Running.
This will include assessment of merging/diverging and weaving sections to identify the need for
collector-distributor systems, and detailed assessment of freeway on and off-ramp requirements
and potential rationalisation of access points.

Intersections carrying high volume by 2050 will require further investigation to confirm the need
for grade separation and the required interchange configurations.

11.2. Planning

Detailed planning studies will be required to review and update current ultimate planning design
concepts and associated reservations, and to prepare new concepts where none exist.

This planning work will be undertaken by Main Roads and the Department of Planning for the
PRR and ORR. Proposed upgrading of certain local road sections has also been identified.
Consultation with local government will be required to initiate this work.

11.3. Engineering Design and Feasibility

The Road Network Plan identifies a number of major transport infrastructure improvements,
including the Stock Road to Mitchell Freeway river crossing and the east-west CBD link.
Engineering design and feasibility will have to be undertaken for these proposals. This work will
include further traffic and constraints assessment, tunneling and geotechnical investigations,
constructability assessment, engineering design and economic assessment.

11.4. Review of PRR and ORR

Main Roads is currently reviewing the framework for the administrative classification of roads, in
association with the WA Local Government Association and local government representatives.
This project will identify ORR and local roads that should be classified as PRR, as well as PRR
that should be de-proclaimed.
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Executive Summary

This plan has been produced as part of the Transport @ 3.5 million project. It
identifies key travel demand management (TDM) measures and initiatives that will be
effective in the Perth and Peel region as it heads towards a population of 3.5 million.

TDM includes initiatives that improve transport outcomes, such as congestion
mitigation, more efficient use of infrastructure and a more reliable transport system,
without the need to provide significant additional road or public transport infrastructure
or services. TDM can delay or defer the need to provide costly infrastructure upgrades
and extensions and offer solutions when there is limited capacity to expand existing
networks.

Improvements to transport systems’ efficiency and reliability can be achieved through
managing supply or demand. Supply-side measures typically refer to delivery of road
and public transport infrastructure, which often require large capital outlays. The role
of TDM in a sustainable transport system is to deliver substantial social, economic and
environmental benefits including:

= reduction of congestion cost and growth

= efficient use of existing transport infrastructure and services

= reduction or deferral of transport infrastructure investment

= improved accessibility for the transport disadvantaged

= increased physical activity and public health

= improved liveability and amenity

= road safety benefits including reduced personal trauma, injuries and other costs
= improved air quality and reduced emissions.

Following an extensive literature review and a workshop with local, national and
international TDM experts, a number of measures were identified as the most likely to
succeed in Perth in terms of transport, cost, economic and social effects. Further
detailed appraisal of these measures included an independent assessment of likely
transport outcomes as well as projected economic, social and environment benefits of
specific applications in Perth.

The plan identifies six key TDM measures for implementation in Perth at a population
of 2.7 million and 3.5 million. These measures and their future application in Perth are
described below.

Travel demand management measures for Perth @ 2.7m and 3.5m
Travel plans for new developments

Travel plans are a package of actions to encourage safe, healthy and sustainable
travel options for specific organisations or sites such as large medical centres,
shopping centres, large residential developments and universities. Their purpose is to
plan actions that are relevant, feasible and likely to be effective in changing transport
choices.  Establishing travel plans in new major commercial and residential
developments in Perth could be achieved through building on existing processes that
have proved successful in introducing travel plans for some specialised activity centres
and large commercial developments in Perth.

N
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Population Recommendation

2.7 million Travel plans implemented for new major commercial development and
travel plans implemented for new major residential development associated
with strategic activity centres in Perth and Peel.

3.5 million Travel plans implemented for all new major commercial and all new major
residential development in Perth and Peel.

Travel behaviour change programs

Travel behaviour change programs use education, information, incentives and other
marketing-based approaches to persuade and assist people to decrease their need to
travel, reduce dependence on private cars and increase physical activity by making
voluntary changes in their travel habits and patterns. Such changes include reducing
car use and increasing the share of trips by alternatives such as cycling, walking,
public transport or car-pooling.

Travel behaviour change programs achieve these shifts in demand by changing
perceptions or attitudes to alternative travel options. Travel behaviour change
programs typically target households, workplaces and schools.

Population Recommendation

Integrated travel change programs

2.7 million Integrated travel behaviour change programs that target households, workplaces
and schools expanded and delivered across targeted regions in Perth and Peel
with an emphasis on optimising efficiency of the existing network and new
infrastructure and services.

Integrated travel behaviour change programs combined with significant public
transport infrastructure projects and services and a proportion of associated
capital budgets allocated for this purpose. Alternative sources of funding will be
increasingly leveraged.

3.5 million Integrated travel behaviour change programs delivered across Perth and Peel
every 10 years. Workplace programs delivered in major activity centres and
transit oriented developments. School programs offered to all schools in the
Perth and Peel region.




Workplace travel change programs

Population Recommendation

2.7 million Workplace travel behaviour change programs delivered across Perth and Peel
focusing on identified priority areas such as major activity centres and transit
oriented developments.

Travel plans mandated in the Government Office Accommodation Standards for
workforce relocations, including appropriate parking levels and fleet
management.

Programs delivered as part of the integrated travel behaviour change approach
described above.

3.5 million Workplace travel behaviour change programs delivered in major activity centres
and transit oriented developments in the Perth and Peel region.

School travel change programs

Population Recommendation

2.7 million Large-scale school travel behaviour change programs delivered across Perth
and Peel.

Programs delivered as part of the integrated travel behaviour change approach
described above.

3.5 million School travel behaviour change programs offered to all schools in the Perth and
Peel region.

Walking and cycling infrastructure

Walking and cycling infrastructure provides safe and enjoyable routes and facilities,
which encourage people to walk or cycle. Appropriate infrastructure for walking and
cycling can improve transport network efficiency and improve safety.! There are also
positive and statistically significant relationships between bicycle paths and lanes and
levels of cycling. The provision of a full range of bicycle end of trip facilities in
particular increases the likelihood of bicycle commuting.?

Population Recommendation

2.7 million Perth’s off-road cycling and walking network expanded from 172 km to 350
km to better connect all activity centres with an increasing emphasis on the
separation of cyclists and pedestrians.

End of trip facilities widely available in all major activity centres in Perth.

3.5 million Further expansion of the PSP network to cater for long distance commuters
and additional river crossings, resulting in 850 km of off-road cycleways.

Parking strategies

Efficient parking management includes various mechanisms that result in more
efficient use of parking facilities. Measures include supply constraints, sharing,
efficient pricing, improved user information, and incentives to use alternative modes
where it is more cost effective than subsidising parking. Effective parking strategies

! Department of Infrastructure and Transport (2013) Walking, Riding and Access to Public Transport: Supporting Active Travel in Australian

Communities. Ministerial Statement. Commonwealth of Australia.

2 Wardman, M, Tight, M & Page, M (2007) ‘Factors influencing the propensity to cycle to work’, Transp. Res. Part A vol. 41, pp. 339-350.



generally combine the use of long and short term parking charges, levies and limits to
parking supply (parking caps) to discourage private car journeys to specific sites or
areas. Levies applied to parking facilities can increase parking prices as well as
provide revenue for various planning objectives and increase use of alternative
transport modes. Parking caps impose an upper limit on parking supply in particular
districts or areas. Reducing parking supply can also make cities more liveable by
reallocating surface car parking to public spaces and footpaths or new residential
areas.

Public transport time of day pricing

Public transport time of day pricing includes the introduction (or increase) of public
transport fare differentials between peak periods (higher) and non-peak periods
(lower). Peak pricing schemes can be introduced as either a surcharge for travel in
peak periods or discounted travel during off-peak periods, or a combination of both.

Introducing large fare differentials between peak and off-peak periods can shift public
transport users’ travel patterns. Perth’s public transport fares currently have a
differential pricing structure for distance (zone based) but are not time-based and do
not distinguish between different modes or services. This is in contrast to most other
major Australian cities that have introduced some form of public transport peak and off-
peak pricing.

Population Recommendation

2.7 million Revenue neutral time of day pricing scheme implemented with peak
fares 30 per cent higher than off-peak fares. Concession fares
remain unaffected.

3.5 million Pricing of public transport fares reviewed to assess the need to
increase the fare differential between peak and non-peak periods.
Concession fares remain unaffected.

Road use pricing reform

Pricing measures to manage road use demand include schemes that charge motorists
a road use fee that varies by time, distance, location and vehicle. Fees might be
higher under congested conditions or for larger and more polluting vehicles and lower
on uncongested roadways or in off-peak times. Road use pricing reform aims to
eliminate other road user taxes and charges such as vehicle registration fees and fuel
excise while more directly charging motorists for their individual levels of road use.
Cordon pricing, where motorists are charged a fee for driving in specific areas such as
central business districts, is sometimes proposed as an urban congestion reduction
strategy aimed at reducing local traffic impacts and discouraging unnecessary road
use in busy areas. Successive Commonwealth Government tax, competition and
productivity reviews, including the Henry Tax Review?, the recently released Harper
Review?, have identified reforming the way road users are charged as a national
priority and the key to a more productive, efficient and sustainable Australian transport

Australian Treasury (2010), Australia’s Future Tax System, The Commonwealth Government of Australia
The Harper Review advised that Governments should introduce cost-reflective road pricing with the aid of new technologies, with pricing
subject to independent oversight and revenues used for road construction, maintenance and safety

6



system. The 2016 Australian Infrastructure Plan also recommended road user
charging reform as a way of reducing congestion and to help fund major projects.’

Any measures to use pricing to manage road use demand in Perth would need to be
fair and equitable for all motorists and have scope to remove existing road user costs
such as vehicle registration fees and fuel excise charges.

Population Recommendation

2.7 million Work with national reform agencies, other Australian jurisdictions and
stakeholders to develop options to introduce cost reflective road pricing for
all vehicles.

3.5 million Well-designed road use pricing initiatives that mitigate congestion and meet
overall social equity objectives considered for introduction in Perth and
Peel.

Implementation

As part of the broader Transport @ 3.5 Million implementation program, the
Department of Transport will develop a TDM Implementation Plan to address how
recommended measures will be implemented in the short to medium term, identify
further research and policy work to be undertaken and identify enablers that underpin
the implementation of successful TDM strategy and policy in Perth.

Development of the TDM Implementation Plan will include consultation and
engagement within the Transport Portfolio, across government and with other key
stakeholders.

 Infrastructure Australia (2016) Australian Infrastructure Plan: Priorities and reforms for our nation’s future
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1. Travel demand management in Perth and
Peel

1.1 What is travel demand management?

Travel demand management (TDM) is a strategic approach to mitigate urban traffic
congestion and defer or reduce the need for additional transport infrastructure
investment.

TDM includes initiatives that improve transport outcomes, such as congestion
mitigation, more efficient use of infrastructure and a more reliable transport system.
Essentially, TDM results in more efficient travel as people change their mode or time of
travel, or simply travel less. It can delay or defer the need to provide infrastructure
upgrades and offer solutions when there is limited capacity to expand existing
networks.

Travel patterns (or demand) are determined by the availability of transport
infrastructure and services, the locations of places, and people’s need to access goods
and services. A variety of initiatives including policies, programs, services or products
that address transport demand are grouped under the term ‘Travel Demand
Management'. By influencing whether, why, when, where and how people travel, TDM
measures can contribute to the following changes in travel behaviour:

= modal shift — more people choosing to walk, cycle, use public transport, carpool,
or use other means of access;

= trip reductions — more people choosing to telework, shop online or conduct
personal business by telephone or internet;

= driving reductions — more drivers making fewer trips by car, particularly to closer
destinations; and

= time and route shifting — more drivers changing the time or route of their driving
trip to avoid traffic congestion.

In simple terms the effect of most TDM initiatives is to change users’ modes of
transport, time of travel or amount of travel.

1.2 Why manage travel demand?

Improvements to transport system efficiency and reliability can be achieved by
changing either supply or demand. Supply-side measures typically refer to delivery of
road and public transport infrastructure, which often requires large capital outlays.
Demand-side measures typically refer to using instruments or programs that use
incentives or disincentives to affect transport choices and often do not require large
resource outlays to implement and manage.®

Noxon Associates, (2011), Transportation Demand Management for Canadian Communities: A Guide to Understanding, Planning and
Delivering TDM Programs, Transport Canada.
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TDM is an essential part of a sustainable transport system, delivering social, economic
and environmental benefits including:

reduction in congestion cost and growth;

efficient use of existing transport infrastructure and services;

reduction or deferral of transport infrastructure investment;

better access and more transport choices for socially and economically
disadvantaged people;

increased physical activity and better public health;

improved liveability and amenity;

road safety benefits including reduced personal trauma, injuries and other costs;
and

improved air quality and reduced emissions.

Comparative advantages of TDM include”:

Flexibility — TDM measures tend to be flexible in application and scope. They
can be deployed with new infrastructure or to trouble spots to address specific
issues and be responsive to changing circumstances. TDM measures can be
customised for specific user groups, which is often more difficult with supply-
side and land use measures. TDM can also address congestion where there is
limited capacity to increase supply.

Synergies — TDM complements infrastructure investment in walking and cycling
networks and upgraded public transport services. TDM can make investments
in networks and services more effective and maximise economic, social and
environmental benefits.

Speed — TDM measures can be planned and deployed in months, weeks or
even days. Supply-side and land use measures can take many years, even
decades.

Affordability — TDM measures can be scoped and scaled to match available
resources and can make effective and creative use of existing staff and
budgets. In many cases it is more cost effective to manage demand than to
continue expanding supply.

TDM will play a crucial role in achieving the Smart Transport campaign. This campaign
aims to develop a collective sense of responsibility for Perth’s transport system and
provide people with information and tools that influence their travel choices. Research
conducted to inform this initiative found that identifying small changes people could
make to improve the transport system would highlight the personal and social benefits
they could achieve and the difference that their behaviour could make to the efficiency of
the transport system for the community. Many TDM measures, particularly behaviour
change programs, can help people achieve these small changes and often have a
local, personalised focus.

Noxon (2011)
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1.3 Existing travel demand management in Perth

Many TDM initiatives already exist in Perth and have been in place for many years.
Travel behaviour change programs that target households, workplaces and schools
have been progressively rolled out in Perth and Peel since the first WA TravelSmart
program was launched in 1997. Travel Plans have also been used to achieve a
number of travel and other benefits in specific Perth and Peel activity centres, including
the QEIl Medical Centre, Fiona Stanley Hospital, Murdoch campus of Challenger
Institute of Technology and some recent large shopping centre expansions.

Bus priority infrastructure, including full and part time bus lanes and dedicated
busways, has been opportunistically implemented in Perth and there is an increasing
focus on providing priority for bicycles and pedestrians with upgrades and trials in local
areas.

Investment to improve Perth and Peel’s cycling network has escalated in recent years
in response to increasing numbers of people cycling and a growing recognition of
cycling as a valuable and significant transport mode. Implementation of Transport @
3.5 Million will see the off-road cycle network expand from 172 km to around 850 km
by the time the population reaches 3.5 million people. Key actions include:

e expansion of pathways;

e better connectivity to stations and schools;

e development of an online trip planner; and

e increasing the number of end of trip facilities in the Perth central business

district (CBD) and activity centres.

Enhancements in public transport service frequency and reliability have been effective
in Perth and Peel to achieve strong public transport patronage over the last 10 years
and reduce the number of car trips. More recently, WA transport agencies have made
a number of moves to provide real time travel information to travellers to help reduce
public transport waiting times and influence mode choice.

Parking levies and controls on the supply and location of non-residential parking in
Perth’s CBD and parking caps at key specialised and strategic activity centres have
played a major role in helping shape travel demand in Perth.

TDM is not new or unfamiliar in Perth and many TDM instruments have been
successfully applied in Perth and Peel. As Perth continues to grow however, specific
and targeted TDM techniques that minimise congestion and increase transport network
reliability and efficiency will need to become more prevalent.

1.4 Relevant trends and external factors

Demographic and economic trends and rapidly changing technology will create change
in demand as well as opportunities for applying TDM. Trends that increase demand
for non-vehicle modes can have significant synergistic effects that should be fostered.?

Litman, T (2015) The future isn’t what it used to be: Changing trends and their implications for transport planning, Victoria Transport Policy
Institute, viewed 5 November 2015, http://www.vtpi.org/future.pdf
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1.4.2

Demographics and changing traveller preferences

Factors such as age, culture, income, place of residence and employment location all
influence travel demand and travel behaviour.

The ageing population is a significant trend. Older people have different mobility
needs, increasing the importance of providing travel options for non-drivers.® From a
TDM perspective, this trend will increase the importance of providing quality travel
options for non-drivers.

Further deregulation of retail trading hours is likely to result in some peak spreading.*
It is also likely to reduce shopping activity and the high number of shopping trips
undertaken between 9am and 5pm on Saturdays. Shopping activity patterns in
Australian jurisdictions that have achieved full shopping hours deregulation indicate
that weekend travel activity is more likely to follow the same profile as weekdays.*

Community attitudes in Perth towards density, public transport and car-dependence
have changed in recent years. Compared to three years ago, more people believe an
efficient public transport system is highly important and fewer people value Perth’s low-
density lifestyle.’*> Over the past two decades fewer young people are obtaining
driver’s licences and public transport patronage has risen in Australian cities.*®

These changes in consumer preferences will attract increasing public support for TDM
initiatives as growing numbers of people prefer to live in communities where it is
possible to walk and cycle safely and have access to quality public transport.

Trends in technology and industry

In 2014 the Productivity Commission estimated that since 2000 net revenue from fuel
excise had fallen 30 per cent. In the same time period road use grew 25 per cent and
the cost of road construction and maintenance grew by 40 per cent. Fuel excise
returns are dropping partly because cars are becoming more fuel efficient. As revenue
from fuel excise to fund transport infrastructure continues to decline and transport
infrastructure costs increase, road pricing reform is likely to become an increasingly
important priority for all governments.

The rise of the sharing economy, or collaborative consumption, has the potential to
change the dynamic of Perth transport by changing the way products and services are
produced, offered, purchased and used. Examples of collaborative consumption will
include new mobility options that affect travel behaviour such as car sharing, bike
sharing, ride sourcing, ride sharing and shared parking.**

Future transport policy innovation will need to harness the benefits of technology-
enabled mobility. Technology can build links between demand management and
transport system operations.

10

Victoria Transport Policy Institute (2015)
Wildermuth, H. (2015) Transport Modelling for 2041 and 2051. Technical Note 4: External Factors Likely to Affect Current Travel Patterns,

draft prepared for Department of Transport
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Economic Regulation Authority WA (2014) Inquiry into Microeconomic Reform in Western Australia,
Committee for Perth (2015) Perth perception survey, prepared by Ipsos, Perth
Newman, P., & Kenworthy, J. (2011). Peak car use: Understanding the demise of automobile dependence. World Transport Policy and

Practice, 17(2), 31-42.
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RAC (2015) Exploring the role of car sharing in Perth
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1.5

TDM initiatives are also likely to be supported by governments increasingly embracing
open data® in order to boost efficiency, performance, transparency, trust and
credibility. By embracing open data transport agencies can work with others in the
community to help analyse and improve transport systems.*®

Freight and TDM

The effective movement of freight across the state is crucial to Western Australia’s
economy and communities. Between 1971 and 2007 Australia’s road freight task grew
by approximately 5.4 per cent per annum to approximately 184 billion tonne kilometres
(ABS, 2008). Over this period, increases in heavy vehicle size and capacity enabled
more freight to be carried by fewer trucks.'” Careful management of roads and
congestion is critical to ensure efficient freight movement and to minimise heavy
vehicle impact.

There is a large spectrum of road freight vehicles operating within the transport
industry, ranging from light commercial vehicles transporting urban freight, through to
large vehicles transporting containerised freight from ports. Freight vehicles make up
a lower portion of total urban-peak traffic but constitute a large portion of traffic on
specific transport corridors, for example major arterial roads leading to ports and
strategic industrial precincts. In this context, freight vehicles can be a major
beneficiary of TDM strategies that reduce car trips on arterial and other major roads.

Some of the key benefits that can be achieved by reducing the amount of freight traffic
include:

= Reduced traffic congestion — due to the vehicle size and slower acceleration
rate, compared with light vehicles, heavy freight vehicles impose more
congestion per unit of travel.

= Reduction in road maintenance costs — heavy freight vehicles cause higher
levels of road wear and damage than light vehicles.

= Reduction in pollution — heavy freight vehicle emissions can be a major
contributor to pollution along major industrial transportation corridors (ICB
Consulting, 2001).

= Improved community liveability — freight traffic can degrade community amenity
by imposing noise, dust, air pollution, traffic risk and traffic delay, particularly in
neighbourhoods near major highways or intermodal terminals.

= Improved pedestrian and cycling conditions — heavy vehicle traffic is a deterrent
to pedestrian and bicycle travel.'®

There are a number of demand-side strategies that government and private industry
can implement to improve freight transport efficiencies including:

= Improving scheduling and routing to reduce freight vehicle travel and empty
container haulage by increased computerisation and greater coordination
among distributors.

15

Merritt, K, (2015) The Next 5 Years in Open Data: 3 Key Trends to Watch, http://www.govtech.com/opinion/The-Next-Five-Years-in-Open-

Data-Three-Key-Trends-to-Watch.html

16

Russell, A, (2015) Washington Post helps trumpet how open data improves our transit options. http://mobilitylab.org/2015/10/27/wapo-

open-data-techies/
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Australian Government Department of Infrastructure and Transport, Bureau of Infrastructure, Transport and Regional Economics, research

report 123: road truck productivity sources, trends and future prospects, p. xiii
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TDM Encyclopaedia, Victoria Transport Policy Institute, Freight Transport Management online: http://www.vtpi.org/tdm/tdm16.htm
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= Adopting innovative technologies.

= Organising regional delivery systems so fewer vehicle trips are needed to
distribute goods.

= Using smaller vehicles and active forms of transport (for example bicycle
couriers) for urban distribution.

= Changing freight supply chain operating hours, including delivery times, to
reduce congestion during peak-periods.

= Establishing pricing and taxation policies to encourage efficient freight
transport.*®

¥ TDM™m Encyclopaedia, Victoria Transport Policy Institute, Freight Transport Management online: http://www.vtpi.org/tdm/tdm16.htm)

13



Methodology

Research conducted by the Planning and Transport Research Centre (PATREC) in
2014 identified more than 70 measures or initiatives that could be used in Perth to help
manage travel demand. The following methodology was applied to identify the most
appropriate measures to be included in Transport @ 3.5 Million.

An extensive literature review and gap analysis was used to evaluate international and
domestic experience of TDM as well as to capture measures not considered in the
PATREC research. Measures that did not fit the TDM definition were also excluded.

A workshop was held on 25 July 2015 at which local, national and international experts
provided input to the assessment of the TDM measures. Attendees used an
evaluation framework to assess high-impact TDM measures’ effectiveness and priority
for Perth.

The high level assessment undertaken to shortlist all measures was based on the
extent to which each TDM measure met the following criteria:
o effectiveness in managing travel demand, particularly during peak congestion
periods;
e suitability for the Perth and Peel context; and
¢ demonstrated ability to achieve significant transport outcomes and associated
economic, social and environmental benefits.

Likely risks and synergies associated with each measure were also identified as part of
this process.

The high level assessment resulted in a preliminary report that described 25 TDM
measures considered likely to be appropriate for the Perth context, represent good
value for money and achieve significant transport outcomes such as mode shift,
reduced vehicle kilometres travelled and reduced trips, particularly in peak periods.
These transport effects translate to broad economic benefits including reduced
congestion costs, lower vehicle emissions, fewer crashes, travel time savings,
improved roadway performance reliability and lower operating costs.

Eighteen TDM measures were selected for further detailed appraisal by assessing the
likely impact on travel behaviour and economic outcomes associated with effective
implementation of each measure in Perth at a population of 3.5 million. This
assessment was significantly informed by the work of independent transport
economists, which included the development of a well-designed application of each
measure and a detailed analysis of likely transport and economic benefits of each
application.
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Based on this detailed assessment, six measures have been recommended as
appropriate for introduction or expansion in Perth as the population grows. For other
measures, further investigation and monitoring is required to determine how the State
Government might investigate, monitor or influence certain initiatives that work to
mitigate traffic congestion as well as optimise existing transport infrastructure.

More than 70 TDM measures identified
for potential application in Perth

Expert High level assessment of TDM instruments: International
workshop 18 shortlisted for detailed assessment literature review

Economic and transport analysis of Independent

assessment

18 TDM measures applied in Perth

Selection of appropriate TDM measures for
Transport @ 3.5m

15



3. Travel demand management measures for
Perth @ 2.7m and 3.5m

The following TDM measures are recommended for Perth at a population of 2.7 million
and 3.5 million.

3.1 Travel plans for new developments

Travel plans are a package of actions to encourage safe, healthy and sustainable
travel options for specific organisations or sites such as large medical centres,
shopping centres, large residential developments or universities. Their purpose is to
plan actions that are relevant, feasible and likely to be effective in changing transport
choices.  Establishing travel plans in new major commercial and residential
developments in Perth could be achieved in a number of ways including building on
existing planning processes that have proved successful in introducing travel plans for
some specialised activity centres and large commercial developments in Perth to date.
Plans can be tailored to specific organisations or sites drawing on a variety of tools
such as site audits, transport facilities and policies, surveys of local transport system
users and consultation with stakeholders.

3.1.1 Rationale
When travel plans are established in new developments they can help incorporate
alternative modes in facility planning and design, such as well-designed pedestrian
and bicycle facilities, convenient bicycle and rideshare vehicle parking, end of trip
facilities, attractive and convenient bus stops and on-site car share vehicles. They can
also reduce car travel to or around a specific site by limiting parking supply.

The application of travel plans allows local authorities to set transport targets for new
developments and require operators to monitor ongoing performance and report
findings.

3.1.2 Background

UK experience has shown that travel plans mandated through planning approval
mechanisms and supported by legislation can reduce single occupant vehicle use by
approximately 18 per cent when combined with effective parking management
strategies.”® Travel plans must be established for any new development that exceeds
a prescribed threshold®* and in London all large-scale developments and applications
must submit a full travel plan as part of the planning application process. This
requirement applies to new developments and extensions of existing sites.

In Perth, the planning process has been used in certain cases to leverage the
introduction of travel plans, usually through requirements in the development
application process for universities, hospitals and shopping centres. The requirement
for a travel plan was a condition of approval for a number of developments, including
QEIl Medical Centre, Fiona Stanley Hospital, Murdoch campus of Challenger Institute

0 Cairns, S., Sloman, L., Newson, C., Anable, J., Kirkbride, A., & Goodwin, P, (2004) ‘Smarter choices-changing the way we travel.” Transport

Reviews, 28(5), 593-618.
Rye, T, Green, C, Young, E, & Ison, (2011)

21

16



of Technology and some recent large shopping centre expansions. This mechanism
has sometimes been used to offset non-standard aspects of a proposal.

Transport assessments are currently undertaken in Perth and Peel and applied at the
structure plan, subdivision and individual development level. These assessments are
voluntary, although strongly encouraged. The assessments look at transport
implications of land use development proposals including implications for roads,
intersections, pedestrian and cycle networks, and public transport services. The
Department of Planning has published guidelines to assist developers in conducting
transport assessments. The guidelines are also used by the approving authority’s
planning officers to determine whether or not the appropriate level of transport
assessment has been provided in support of the proposal.

Some Western Australian local authorities, including the Town of Victoria Park and the
City of Geraldton, have proposed adapting their local planning policy to require new
medium and large scale developments to prepare and maintain travel plans, although
these changes have not yet been implemented.

The City of Sydney development plan requires a travel plan where estimated peak trip
generation exceeds certain thresholds.?

3.1.3 Assessment

Transport and economic

Assessment of a travel plan implemented at a specialised activity centre in Perth
provides some empirical indication of potential travel benefits.  Travel plans
established for the QEIl Medical Centre are estimated to have reduced private car
travel to and from the site by 30 per cent over four years.”® Based on the number of
employees and visitors accessing the centre, this is estimated to represent a reduction
of approximately 3,840 trips by employees in peak periods as well as an additional
3,000 trips generated by patients and visitors every day.?*

The potential benefits of introducing travel plans for new major commercial and
residential developments in Perth and Peel were independently evaluated. The
evaluation considered the application of two scenarios expected to achieve different
rates of vehicle trip reduction.

The first scenario envisages travel plan initiatives being implemented at mainly low or
no net cost to business, with light-touch monitoring and enforcement, while the second
assumes substantial business investment and monitoring and enforcement to drive
travel change.

Based on existing data on development applications and assuming a cumulative effect,
the assessment estimates that a total of 1,940 sites in Perth and Peel would develop
travel plans by 2050.

22 See 3.11.1 in http://www.cityofsydney.nsw.gov.au/development/planning-controls/development-control-plans

3 Martin, J (2014) Parking Supply Restriction and Mode Shift at QEll Medical Centre — A Case Study, AITPM 2014 National Conference

2 QEll tenants employ more than 8,000 people, with approximately 80 per cent working on any particular weekday. In addition, there are
approximately 5,000 patients and visitors that attend every day. These calculations were based on a 30 per cent reduction of trips generated
by these groups.
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In the absence of information on current developments or the projected future mix of
developments, an average of 100 peak hour vehicle trips per development is
assumed.”® Using this assumption, the 1,940 sites subject to travel plans in 2050
would be responsible for 194,000 peak hour vehicle trips. If total vehicle trips grow in
proportion to population and if Perth mode shares remain constant, this figure would
represent approximately 28 per cent of all peak hour vehicle trips in Perth and Peel in
2050.

If introducing travel plans for major new developments can reduce vehicle trips by an
average of five per cent®® there will be 9,700 fewer daily peak hour trips in 2050. If
travel plans (when combined with parking management strategies) can reduce vehicle
trips by 18 per cent®’ there will be approximately 35,000 fewer peak hour trips per day.

Table 1 shows these results along with corresponding reductions in daily trips and
vehicle kilometres travelled.

Table 1: Vehicle traffic changes in 2050 with travel plans implemented for major new
developments

5% vehicle trip reduction 18% vehicle trip reduction
Peak hour
Vehicle trips - 9,700 - 34,900
Vehicle km - 101,000 - 363,000
Daily
Vehicle trips - 126,000 - 453,000
Vehicle km - 1,310,000 - 4,720,000

Calculations of indicative benefit/cost ratios for the introduction of travel plans are
based on the method used by Marsden Jacob Associates in their 2011 evaluation of
the TravelSmart Local Government and Workplace Programs®® and a number of
assumptions about likely travel effects (based on overseas and local estimates) and
monitoring and enforcement costs.

Table 2 shows the results of the indicative economic analysis for travel plans for major
new developments in 2050, assuming a population of 3.5 million, by which time it is
estimated approximately 1,940 developments will have travel plans in place.
Benefit/cost ratios will be lower in earlier years when there are fewer developments.

25
26
27

28

This is one of the thresholds at which the Town of Victoria Park requires new developments to prepare a full travel plan

Workplace travel plans have been found typically to reduce single occupant car use by 5 — 15 per cent

UK experience has shown that mandatory travel plans can reduce single occupancy vehicle use by approximately 18 per cent when combined
with parking management strategies

The assessment identified a number of limitations with this methodology. However using this approach does provide indicative results that
can be compared with the MJA BCR values for local government and workplace travel plans.
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Table 2: Indicative benefit/cost ratios for travel plan scenarios in 2050

Scenario Scenario
5% vehicle trip reduction 18% vehicle trip reduction

Scenario description Travel plan initiatives mainly low | Substantial business investment
or no net cost to business, with | and monitoring and enforcement
light-touch monitoring and | to drive travel change

enforcement

Annual cost ($M)
Government 0.2 1.2
Private 3.9 38.8
Total annual cost 4.1 40.0
Annual benefits ($M)* 26.1 94.1
Indicative BCR 6.4 2.4

* Calculation of benefits does not include likely reduced capital costs associated with avoided or deferred transport
infrastructure for reduced peak period trips.

It is likely that the first scenario a five per cent reduction in vehicle trips could be
achieved with a system relying mainly on implementation of travel plan initiatives
chosen on the basis that they are effective but have minimal or no net cost to owners
or tenants, for example employers paying subsidies for travel behaviour change that
are offset by reduced costs to provide car parking. Only a low level of monitoring and
enforcement would be necessary as the travel plan initiatives should be mostly self-
sustaining.

For the second scenario, an 18 per cent reduction in vehicle trips would require more
substantial investment by developers and subsequently by owners and tenants.

Social

Travel plans can ensure accessibility of new developments for the mobility
disadvantaged. Wider social benefits can accrue from reduced travel times, health
benefits associated with increased use of alternative modes of travel and increased
amenity of activity centres through parking constraints.

Environmental

Travel plans can reduce the amount of land used for parking space and leave more for
green space. Through reducing single occupant vehicle use, travel plans also result in
lower transport energy use, fewer greenhouse gas emissions and less noise pollution.

3.1.4 Challenges for implementation

UK experience indicates that a regulatory approach risks poor engagement by
applicants and the perception that travel plans are burdensome.?® Likewise a lack of
engagement or involvement might prompt local planning authorities to approach travel
plan implementation with a lack of interest or commitment.

Monitoring and enforcement is a key consideration. In the UK there is little assessment
of whether established travel plans are actually put into effect or outcomes achieved.

% Enoch, M & Zhang, L (2012) ‘Travel plans,” in T Rye & S Ison (eds.), The implementation and effectiveness of transport demand management

measures: an international perspective. Ashgate Publishing, Ltd.
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Travel plans will only meet their intended objectives if appropriate regulatory or other
mechanisms ensure plans are properly implemented.

Area travel plans have been suggested as being a more effective, holistic TDM
measure than individual site-based plans, as they ensure that capacity released by an
individual travel plan is not taken up by latent demand from elsewhere. This model
could reduce applicant participation and accountability however, and remains untested
in Australia.

Detailed investigation is needed to identify the best approach for implementing travel
demand management plans in Perth. Successful implementation will require
collaboration with key State and local governments as well as developers.

3.1.5 Synergies and enablers
Some elements of parking management, for example parking caps or maximum
parking standards, significantly enhance the effectiveness of travel plans. Offsetting
the impact of reduced car parking is a common reason for requiring a travel plan for a
new development. Reducing car parking has clear benefits for developers through
reduced costs, and acts as an important incentive to manage car use as part of a site’s
travel plan.*

Other enablers could include:

e endorsement and push from higher levels of government to gain local
government support;

e guidance documents from government agencies to provide advice, support and
promotion of travel plans, recognition when good practice is demonstrated, and
build industry skills to enable planning consultancies to effectively develop the
plans; and

e facilitating ownership and engagement by involving occupants in developing
travel plans, which is widely recognised as a key success factor.

Taking a staged approach to a travel plan policy will help manage risks and allow
learning from early experience.

% De Gruyter, C., Rose, G., & Currie, G. (2014). Securing travel plans through the planning approvals process: A case study of practice from

Victoria, Australia. Cities, 41 (A), 114-122.
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3.1.6 Future application for Perth
Implementation of travel plans for new developments will require the Departments of
Transport and Planning, as well as local government authorities, to work closely
together to:

e establish widespread support across government for the use of travel plans for
major developments;

e establish an agreed threshold at which a development is considered ‘major’;

e establish consistent policies and processes to promote the introduction of good
practice travel plans in major developments;

e consult on an ongoing basis with developers, major property owners and
occupants of new developments to facilitate ownership, engagement and
support for site specific travel plans; and

e investigate how to support the establishment of public-private partnerships to
help property owners implement trip reduction programs by providing transport
and parking management services in particular areas such as commercial
districts, medical centres and industrial parks.

Different kinds and levels of travel plans could be applied depending on the scale of
development and location. Full travel plans could include a site assessment, travel
surveys, objectives linked to the site’s context, travel targets, provision for end of trip
facilities, travel change programs and effective strategies that might limit or efficiently
charge for car parking.

Population Recommendation

2.7 million Travel plans implemented for new major commercial development and
travel plans implemented for new major residential development associated
with strategic activity centres in Perth and Peel.

3.5 million Travel plans implemented for all new major commercial and residential
development in Perth and Peel.

3.2 Travel behaviour change programs

Travel behaviour change programs use education, information, incentives and other
marketing-based approaches to persuade and assist people to reduce their need to
travel, reduce dependence on private cars and increase physical activity by making
voluntary changes in their travel habits and patterns. Such changes include reducing
car use and increasing the share of trips by alternatives such as cycling, walking,
public transport or car-pooling.

3.2.1 Rationale
Travel behaviour change programs use a packaged approach to shift people’s travel
demand preferences by providing information, incentives and support to try alternative
travel modes. The programs seek to permanently influence participants into more
efficient travel patterns.

3.2.2 Background
Western Australia is recognised as a world leader in its travel behaviour change
programs, which target households, workplaces, schools and local governments.
Extensive evaluation of program effectiveness has indicated that a 10 per cent
reduction in vehicle kilometres travelled, 20 per cent increase in public transport use
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and significant reductions in car use can be achieved and are sustained for years
following.®

Travel behaviour change programs in Perth and Peel have been particularly successful
in increasing uptake of new and existing public transport infrastructure and services.
For example, public transport trips in the Mandurah area increased by nearly 60 per
cent following the opening of the Mandurah train line. Following the implementation of
a household travel behaviour change program, public transport trips increased by
another 31.4 per cent. Major benefits can be gained by delivering targeted travel
behaviour change programs to promote new and existing transport services and
infrastructure.

Travel behaviour change programs similar to those in Western Australia have been
introduced in Queensland and Victoria and in cities across the world including
Bellingham, Cleveland, Durham, Sacramento and the state of Oregon in the US,
Vancouver in Canada, and Peterborough and Worcester in the UK. In general, these
programs have resulted in reductions in single occupant car use of between three and
13 per cent, 14 per cent increases in public transport use and increases in walking and
cycling of between 12 and 36 per cent.*?

Travel behaviour change programs conducted at various schools, universities,
hospitals and workplaces in Victoria resulted in the development of more than 150
travel plans across more than 38 funded projects. A 2012 review of 134 projects
commissioned by Victoria’s Department of Transport found that 85 per cent of
participants reported a shift towards more sustainable travel options. Sixty-five per
cent reported reduced car use, 35 per cent reported increased public transport use,
and 49 per cent reported increased cycling.*

Integrated travel behaviour change programs in Perth, such as the Your Move program
in Cockburn and Wanneroo, have improved transport system efficiency by reducing
travel demand and shifting travel times, thereby helping limit local congestion. These
programs also improve public transport patronage and leverage cycling initiatives to
improve infrastructure connections to destinations.

3.2.3 Assessment

Transport and economic

The potential benefits of expanding travel behaviour change programs in Perth were
independently evaluated. The evaluation assessed the introduction of a region-wide
integrated travel behaviour change program delivered across Perth and Peel on a 10
year rolling basis with emphasis on activity centres, transport infrastructure
developments and congestion hotspots. The program would target workplaces,
households and schools in partnership with local governments and include developing
travel plans, promoting strategic asset management and using central online
engagement.

31 Ashton Graham, C. and John, G. (2006) Department of Transport Working Paper: TravelSmart Household program: Frequently Asked

Questions in travel demand management and dialogue marketing, Department of Transport
Rodwell, J. (2009) Evaluative Results of Individualized Marketing Programs for “SmartTrips” Programs: Synthesis, report prepared for WSDOT
Victorian Auditor-General’s Report (2013) Managing Traffic Congestion

32
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Assumed low and standard diversion rates® are drawn from the draft Travel Behaviour
Change volume of Australia’s National Guidelines for Transport System Management,
which provides default diversion rates for use in economic assessments of travel
behaviour change projects based on an extensive review of the different types of
programs.

The standard set of diversion rates is based on the average of all
household/community projects reviewed. The low set is based on the average of the
bottom half of diversion rates achieved and is applicable for projects that might not
implement the full range of initiatives that have become standard in household based
programs, or where public transport services or cycle/walking facilities are poor.

Table 3: Projected travel behaviour change for a region-wide integrated travel change program in
Perth and Peel

Change in trips

Change in trips per

. . Percentage per day (‘000) — A -~
Diversion rates changes Perth 2015 @ 28%/0 (@Ogogm Perth
2.01m :
Standard Standard Standard Standard
Car driver -3.1 -1 -6% | -2% -304.7 | -98.3 -530.6 | -171.2
Car
passenger -05| -0.2 2% | -1% -49.2 | -19.7 -85.6 | -34.2
Public
transport 14| 05 33% | 12% 137.6 49.2 239.6 85.6
Cycle 0.9 0.3 19% | 6% 88.5 29.5 154.1 51.4
Walk 1.3 0.4 8% | 3% 127.8 39.3 222.5 68.5

Perth 2015 @
Measure 2.01m Perth 2050 @ 3.5m

Standard | Low Standard Low
-3.17 | -1.02 -5.52 -1.78

Change in car VKT per day (million)

Using benefit values developed for application to household travel behaviour change
programs in Auckland New Zealand, and converting these to Australian dollars, it is
possible to calculate the following indicative estimates of benefits.

Household travel behaviour change project benefits per capita per year:

Standard diversion rates: $145
Low diversion rates: $45

These benefit values apply to the total population of the target area, not just those that
choose to participate in the program. Even if only the low diversion rates are achieved,
the benefit/cost ratio of the program will be approximately seven ($45/$6.35), which is
a very good return on investment.

An assessment was also undertaken of the transport and economic effects of
development and implementation of a broad scale workplace travel program across
the Perth and Peel region, commencing in the Perth CBD and other identified priority
areas, such as major activity centres.

*  Diversion rates refer to the proportion of additional public transport, cycling or walking trips that would otherwise be car driver trips.
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Table 4: Workplace travel change program effects

Car driver il PUDIE Cycle Walk
passenger transport

Diversion rates (percentage 50 13 13 0.6 18
points of mode share)
Percentage changes -9% 6% 30% 13% 11%
Change in AM peak period - 9,840 2,558 2,558 1,181 3,542
trips per day in year 2050
Change in AM peak period
car VKT per day in year - 102,339
2050

This assessment indicated that likely effects include significant reductions in car trip
from current mode share (nine per cent) and corresponding increases in public
transport trips (30 per cent), cycling (13 per cent) and walking (11 per cent). An
indicative benefit/cost ratio of workplace programs could be as high as 26 ($36.4
million for $1.4 million investment).*

An assessment was also undertaken of the potential impact of an expanded a large-
scale school travel behaviour change program.

Table 5 shows potential travel behaviour impacts in 2050 assuming that one third of
schools participate in the school travel change program. An indicative benefit/cost ratio
of 6.4 has been calculated for the program.

Table 5: School travel change program impacts in 2050

Car driver g:;senger trzgg:)igrt Cycle Walk
Number of schools participating 330
Total roll of participating schools 193,300
Diversion rates (percentage points 90 27 28 35
of mode share)
Change in AM peak period trips per -17.400 5220 5410 6.770
school day in year 2050 ’ ’ ’ ’
* Based on average trip lengths of the new modes x 2 for car driver return trip
Social
A range of social benefits are associated with travel behaviour change programs
including:

e reduced car traffic and parking demand around schools during pick-up and
drop-off times;

increased levels of physical activity and associated health benefits;

reduced transport costs to households;

reduced exposure to vehicle pollutants;

increased accessibility for people without cars and the mobility disadvantaged;

*  The assessment noted that this might not be achieved due to diminishing returns when all high priority workplaces have implemented

workplace travel plans and remaining workplaces are smaller
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e increased community interaction and social well-being; and
e increased road safety outcomes®.

Environmental

Local assessment of existing Perth travel behaviour change programs indicates that
significant reductions in greenhouse gas emissions are likely to be achieved through
reductions in car trips.>’ Through reducing single occupant vehicle use, travel
behaviour change programs also result in lower transport energy use and less noise
pollution.

Challenges for implementation

Decreasing use of landline telephones as more people move to mobile devices as their
principal point of contact, increasing one-person households and an aging population®
present significant challenges for the Department of Transport's current integrated
travel behaviour change model.

Participants are also increasingly likely to access and benefit from personalised
information on real time travel options, public transport and health benefits derived
from program participation. Travel behaviour change programs will increasingly need
to engage with individual customers online and adopt behavioural marketing
techniques® to provide relevant, instant information.

Commuter trips to and from the Perth central sub-region will remain the greatest
opportunity for workplace travel behaviour change programs. Digital delivery of
services through online platforms and mobile devices will be a high priority for future
travel behaviour change programs to target specific, high-need areas and individual
customers.

Synergies and complementary strategies

Travel behaviour change programs are highly adaptable and can be deployed to
complement other transport initiatives such as priority programs for specific transport
modes and new and upgraded infrastructure. Over the long term, travel behaviour
change programs could enhance the success of transit oriented developments and
should be integrated into development of all new major public transport, active
transport and appropriate road projects.

Travel behaviour change programs motivate people to adopt alternative transport
options and can mitigate the perceived negative impact of ‘push’ measures, like
parking supply and pricing measures, to shift travellers out of cars.

Revenue from local parking levy schemes modelled on the Perth Parking Policy can
provide important sources of revenue for local governments to fund travel behaviour
change programs. Other alternative funding sources include cross-government
partnerships and private sector sponsorship.
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3.2.6 Future application for Perth
Implementation of travel behaviour change programs will require the Department of
Transport to:

e maintain and create new alliances with key agencies including the Department
of Sport and Recreation, the Department of Education, local government
authorities and schools;

e develop ongoing recruitment and engagement strategies with participants
including online and digital service delivery; and

e collect survey information and other data to continually evaluate program
effectiveness in transport impact as well as benefit/cost terms.

Population Recommendation

Integrated travel change programs

2.7 million Integrated travel behaviour change programs that target households, workplaces
and schools expanded and delivered across targeted regions in Perth and Peel
with an emphasis on optimising efficiency of the existing network and new
infrastructure and services.

Integrated travel behaviour change programs combined with significant public
transport infrastructure projects and services and a proportion of associated
capital budgets allocated for this purpose. Alternative sources of funding will be
increasingly leveraged.

3.5 million Integrated travel behaviour change programs delivered across Perth and Peel
every 10 years. Workplace programs delivered in major activity centres and
transit oriented developments. School programs offered to all schools in the
Perth and Peel region.

Workplace travel change programs

Population Recommendation

2.7 million Workplace travel behaviour change programs delivered across Perth and Peel
focusing on identified priority areas such as major activity centres and transit
oriented developments.

Travel plans mandated in the Government Office Accommodation Standards for
workforce relocations, including appropriate parking levels and fleet
management.

Programs delivered as part of the integrated travel behaviour change approach
described above.

3.5 million Workplace travel behaviour change programs delivered in major activity centres
and transit oriented developments in the Perth and Peel region.

School travel change programs

Population Recommendation
2.7 million Large-scale school travel behaviour change programs delivered across Perth
and Peel.

Programs delivered as part of the integrated travel behaviour change approach
described above.

3.5 million School travel behaviour change programs offered to all schools in the Perth and
Peel region.
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Walking and cycling infrastructure

Walking and cycling infrastructure provides safe and enjoyable routes and facilities,
which encourage people to walk or cycle. Improving walking and cycling infrastructure
involves constructing and expanding pathways, partial segregation of traffic, increased
separation of pedestrians and cyclists, bike boulevards, better lighting, bike routes that
connect to public transport, public bike-sharing programs, early-start signals for cyclists
and pedestrians and high quality end of trip (EOT) facilities for cyclists.

Rationale

High quality infrastructure effectively attracts users from other modes of transport for
suitable trips. A shift to walking or cycling mitigates congestion by reducing private car
use, particularly for commuter journeys during peak periods.

Background

Appropriate infrastructure for walking and cycling can improve transport network
efficiency and improve safety,® and there are positive and statistically significant
relationships between bicycle paths and lanes and levels of cycling. A cross-sectional
study of 40 US cities found that each new mile of cycleway per square mile increased
the share of workers commuting by bicycle by one per cent** and several studies have
also found links between infrastructure improvements that promote street connectivity
and limit car parking and increased walking levels. #2

Electric bicycles (e-bikes) could significantly increase future cycling rates and currently
represent one of the fastest growing transport market segments. In the last decade,
more than 150 million e-bikes have been sold worldwide.”® In Australia, the e-bike
market is growing rapidly, faster than the growth in regular bike sales.**
E-bike users appear to cycle more frequently and further. Research in China, North
America, and Australia indicates that e-bikes have a greater capacity to replace car
use than standard bicycles.*

In recent Australian research, 60 per cent of respondents to an online survey cited
replacing some car trips as a main motivation for e-bike purchase, followed by 49 per
cent that said they were motivated by being able to cycle with less effort.*®

High quality walking and cycling infrastructure can significantly increase walking and
cycling in cities by improving the quality of journeys and reducing safety concerns.
Perceived and actual traffic hazards are a key constraint in low walking and cycling
countries such as Australia, even among those that cycle regularly.*’
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Measures that increase the number of people cycling reduce the risk of road injuries
and fatalities. An in-depth study commissioned by Transport for London examined
fatal and life threatening collisions involving cyclists over a two year period and found
that the best way to achieve a safer environment and encourage more people to cycle
was to invest in best practice cycling infrastructure. The 2014 report estimated that
this could increase the number of cyclists four-fold by 2026.%°

Increasing rates of cycling participation in cities can in itself improve safety outcomes
for cyclists. In Portland Oregon, cycling increased four-fold between 1991 and 2006,
yet crashes fell by 69 per cent. Cycling in London increased by 83 per cent between
2002 and 2008, while the number of serious crashes declined by 28 per cent. Data
indicates that countries with best practice cycling infrastructure and the highest levels
of cycling, such as Denmark, have the lowest levels of cycling fatalities.*

The provision of a full range of bicycle EOT facilities in particular increases the
likelihood of bicycle commuting. Analysis of UK survey data estimates there are
statistically significant impacts from providing bicycle parking and showers for
cyclists.®® There is also evidence that providing EOT facilities at workplaces that
include bicycle parking, showers and lockers results in 4.86 times more people
commuting by bicycle.*

There is immense scope for car trips to be converted to walking or cycling trips,
particularly for the 40 per cent of Australians that commute less than 10 km to their
place of work or study, or those that make short local trips. Up to 84 per cent of non-
regular cyclists in Sydney indicate they would be willing to consider cycling or cycling
more often if dedicated cycleways and off-road routes were available.”> Perth people
indicate they are likely to walk more if there are good walking paths.>® To increase the
levels of walking in neighbourhoods with increased connectivity, it is essential to
provide more route choices, more direct routes and closer proximity to core
destinations. Perth residents that have an accessible network of bicycle or shared use
paths are 77 per cent more likely to use cycling as a form of transport.>* Use of cycle
paths in Perth’s inner areas can particularly reduce demand and congestion on peak
period public transport services.

Each day Perth residents take more than 400,000 private car trips of less than a
kilometre and equivalent to a 10 minute walk.>® Perth’s dry climate and flat terrain
make walking and cycling ideal transport options. Pedestrians form the largest single
road-user group® and WA’s cycling rate is higher than the national average. The
results of a 2006 survey indicated that for all trips on an average weekday in school
terms, 11 per cent are ‘walk all the way’ trips. For distances up to one kilometre 48 per
cent are walking trips and for distances up to three kilometres 26 per cent are walking
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trips.”” Cycling has been on the rise in Perth for many years and the use of the off-
road Principal Shared Paths by cyclists to access the Perth CBD has increased by 34
per cent since 2011.

Growth in Perth Bicycle Network use has consistently exceeded population growth and
local experience indicates that cycle path extensions have a cumulative effect on level
of use.”® Government investment in cycling infrastructure has also grown sharply in
recent years.

Perth residents have recently identified improvements in on-road and off-road
infrastructure for cycling and walking, paths to major centres, and safe crossing points
for pedestrians as very high priorities.®® Safety concerns remain one of the main
reasons that people in WA choose to not cycle more often.®°

Assessment

Transport and economic

In 2013, for a typical off-road path in an Australian inner urban area, the economic
benefit per kilometre walked or cycled in terms of reduced motor vehicle congestion
was estimated at 20.7 cents per kilometre, with vehicle operating cost savings of 35
cents per kilometre. The health benefit was up to $1.68 per kilometre, the
infrastructure savings for road maintenance was 6.8 cents per kilometre and
environmental savings from reduced carbon emissions was 5.9 cents per kilometre.
The aggregate economic benefits over a 30 year period is that for every 1,000
pedestrians per day, around $7 million is generated per kilometre of walking path, and
for every 1,000 cyclists per day around $15 million is generated per kilometre of
cycling path.®*

The provision of quality EOT facilities by workplaces and other organisations has been
shown to provide considerable cost savings in terms of vehicle kilometres travelled and
to significantly increase returns on public investment in on-road and off-road bicycle
facilities. Recent research has also cited demand for EOT facilities as one of the key
drivers of demand in Australia's central business district property markets.®

The potential benefits of expanded walking and cycling infrastructure in Perth were
evaluated by assessing the overall planned expansion of Perth’s bicycle network,
implemented with supporting travel behaviour change programs. The principal
document informing this evaluation is A Business Case for Investment in Cycling in
Western Australia, prepared by Catalyst and PATREC. This economic appraisal
concluded that, in socio-economic terms, investment in the Principal Shared Pathway
network (over a 25 year evaluation period), that delivered a five per cent growth in
bicycle travel in the metropolitan area and was implemented with support travel
behaviour change programs, would result in benefits of at least 3.4 times the costs
incurred. A summary of the potential benefits of applying the appraisal’s benefit/cost
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ratios to the proposed additional 685 kilometres of off-road cycle paths is provided
below, assuming a network-averaged capital cost of $1.15 million per kilometre for
path construction costs®® and a 7 per cent discount rate.

Table 6 Summary of potential economic benefits of 685 km Principal Shared Pathway

PV$M BCR
Costs 747
Benefits:
15 years — no induced travel 1278 1.71
25 years — no induced travel 2143 287
25 years induced travel + 5% pa growth 2539 3.40

It should be noted that the economic (benefit/cost ratio) performance of individual PSP
schemes is likely to vary considerably from the overall program average because of
substantial variations between schemes in both costs (per kilometre) and in usage (per
route section) and benefits. This highlights the importance of assessing performance
of individual schemes as well as for the total program.

Social

Health benefits from cycling and walking are usually included as part of economic
assessments. Cycling and walking provide regular cardio-vascular activity, which
reduces a large range of major health risks including heart disease, strokes,
hypertension, obesity and Type 2 diabetes. For example each additional hour spent
commuting in a motor vehicle increases the likelihood of obesity by six per cent.®
Changing from motorised trips to walking or cycling can also improve health by
reducing air pollution.

Walking and cycling offer low cost, accessible travel for a range of trips and ages and
imposes minimal costs on household and public budgets. Pedestrians include people
with disability, the elderly and the very young, and it is important to ensure they are
safe and able to complete their journeys conveniently and comfortably. Access to
cycling routes can also increase access opportunities for people that are currently
mobility-poor. Comparison of low income households in Denmark and the UK
suggests that cycling at Danish rates could increase the mobility of the UK’s poorest
families by up to one quarter.®®

Well-designed urban spaces that incorporate walking and cycling infrastructure
encourage community interaction and social well-being. Walking provides affordable
exercise and opportunities for improved quality of life.

Environmental impact

Infrastructure interventions that achieve significant shifts from motorised transport to
cycling and walking trips have clear environmental benefits because, unlike motorised
transport, cycling and walking produce no noise pollution or greenhouse gas

% While costs and benefits calculated in the Catalyst Business Case were based on investment in the Principal Shared Pathway network it is

likely that similar costs and benefits would apply to other off-road pathways that comprise the WA Bicycle Network including
Cycling Promotion Fund (2008), Cycling: Getting Australia Moving, funded by the Australian Government Department of Health and Ageing
British Cycling (2014) Benefits of Investing in Cycling
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emissions. Case studies indicate that cycling and walking save significant quantities of
fuel and reduce carbon from vehicle emissions.®

Challenges for implementation

Full benefits of cycling are only likely to be achieved by long term, network-wide
strategic investment. Key risks to achieving increased cycling rates and associated
benefits in Western Australia include delays to infrastructure delivery programs,
increases in costs and external factors that make cycling less attractive.®’

The Office of the Auditor General’s findings in a 2015 report reinforced this view.®
Completion of cycle paths along major transport corridors and more clearly defined
bicycle routes through local neighbourhoods was considered critical to cycling
becoming a significant mode of transport.

Piecemeal approaches, where marginal additions are made to an existing fragmented
cycling and walking network, will not achieve a significant mode share for cycling.®®
Well-designed networks, community engagement and staged approaches to delivery
are key factors in overcoming this risk. By far the highest percentage increase in use
has been on the Midland train line Principal Shared Path where new sections have
resulted in a progressively longer, unbroken cycling link to the Perth CBD.

Increases in walking require similar considerations for safety and infrastructure that
provides clear separation from cyclists and motorists.

Decision-makers often take walking for granted and assume that few interventions are
required to boost walking rates.”® Because it is possible to walk and cycle along roads
that lack foot or cycle paths, walking and cycling facilities are often given low priority.
Areas with poor or limited walking paths tend to have significantly less walking and
more driving than more walkable areas.”

Synergies and complementary measures

Policies and initiatives to create robust urban cycling and walking infrastructure include
investment in an extensive network of shared paths and cycle lanes, traffic calming,
intersection modifications, bike parking, integration with public transport and
complementary parking and land use policies.”” Research indicates that these
initiatives must be taken together to achieve success.

Cross integration of relevant government agencies, programs to achieve a broad and
connected network and integration with public transport facilities, such as train and bus
stations, are also important.

Awareness and education campaigns to tackle issues of safety, cyclist and pedestrian
behaviour and promote cycling and walking as the mode of choice for short journeys
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are an important complementary measure for infrastructure improvements. Initiatives
that focus on reducing vehicle traffic, controlling vehicle speed and clear separation of
cycling and pedestrian pathways can be important to realise benefits of infrastructure
improvements.

Collaboration between stakeholder groups and State Government agencies and local
governments remains essential to providing for and promoting cycling and walking
effectively.

3.3.6 Future application for Perth
Implementation of improved cycling and walking infrastructure will require Transport
portfolio agencies to work with other State Government agencies, local government
authorities and peak cycling bodies to:

e Develop guidelines to support the introduction of EOT facilities into new
developments and investigation of the feasibility of private EOT facilities in
some areas.

e Improve cycling and walking safety through targeted infrastructure treatments.

e Improve collection of bicycle counter data and other technical information to
measure growth in cycling participation as well as identify areas with growing
demand for cycling and walking.

e Investigate capacity of future strategic transport models to estimate the
transport impact of walking and cycling infrastructure.

e Target investment to address gaps within the Principal Shared Path (PSP) and
Regional Shared Path (RSP) networks and expand the PSP network.

e Reduce congestion and improve safety around key destinations including the
Perth CBD, strategic activity centres, and connections to stations and schools.

e Review the existing and future bicycle network to ensure all future PSPs are
based on separation of cyclists and pedestrians where possible.

e Undertake a review of all PSPs and RSPs within the CBD and inner areas in
partnership with the City of Perth and Road Safety Commission.

e Plan for provision for cycle-only lanes within road or rail reserves.

Population Recommendation

2.7 million Perth’s off-road cycling and walking network expanded from 172 km to 350
km to better connect all activity centres with an increasing emphasis on the
separation of cyclists and pedestrians.

End of trip facilities widely available in all major activity centres in Perth.

3.5 million Further expansion of the PSP network to cater for long distance commuters
and additional river crossings, resulting in 850 km of off-road cycleways.

3.4 Parking strategies

Efficient parking management includes various mechanisms that result in more
efficient use of parking facilities, including supply constraints, sharing, efficient pricing,
improved user information, and incentives to use alternative modes where this is more
cost effective than subsidising parking. Effective parking strategies generally combine
the use of long and short term parking charges, levies and parking supply limits
(parking caps) to discourage private car journeys to specific sites or areas. Levies
applied to parking facilities can increase parking prices to provide revenue for various
planning objectives and increase use of alternative transport modes. Parking caps
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impose an upper limit on parking supply in particular areas and can make cities more
liveable by reallocating surface car parking to public spaces and footpaths or new
residential areas.

Rationale
Increasing or introducing parking costs through charges and levies or limiting parking
supply makes other transport modes more attractive and reduces car trips.

Efficient parking management has mixed user impacts: parking fee increases are a
negative incentive while parking cash out and unbundling provide positive incentives to
reduce vehicle ownership and use.

Background

Parking management strategies, particularly efficient parking pricing, are among the
most effective TDM strategies.” Charging motorists directly for using parking spaces,
or cashing out free parking, typically reduces car travel by between 10 and 30 per
cent.”* Similarly, unbundling residential parking so motorists pay for each parking
space they use tends to reduce vehicle ownership. Other parking management
strategies, such as reduced and more flexible parking requirements, indirectly reduce
vehicle travel by allowing more compact infill development and encouraging property
owners to charge for parking.”

In Australia, area-wide parking pricing schemes have operated in the business districts
of Sydney, North Sydney and Perth since the 1990s and in other suburban business
districts of Sydney since 2000. A parking levy was introduced in Melbourne in 2006.
These have achieved typical parking elasticities for car travel demand ranging from
0.20 to -0.40. Although difficult to quantify, some research suggests parking prices
can achieve a diversion rate to public transport of between 50 and 75 per cent.”

Case studies have shown that parking policies introduced as part of an integrated
transport and land use strategy have been effective in reducing growth of parking and
traffic over a period of 10 to 15 years.”’

The introduction of the Perth Parking Policy in 1999 has had a significant impact on
travel patterns in central Perth over the past 15 or so years. In the early 1990s, 50 per
cent of commuters travelled to the Perth CBD as a car driver. This has now reduced to
an estimated 35-38 per cent and travel by public transport, cycling or walking has
almost doubled. Much of this reduction has been achieved by the direct and indirect
effects of the Perth Parking Policy (PPP).”

The joint City of Perth and State Government policy established strict maximum
parking levels for new non-residential city developments, an annual non-residential
parking licence fee that funds public transport, pedestrian and cycling improvements,
and three parking zones on the city’s edge.
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During a period in which employment in the city has grown by about 30 per cent, there
has been a reduction in car trips to and from the city and public transport use has more
than doubled. The major reasons for these travel pattern changes are direct and
indirect effects of the PPP along with improved public transport capacity and
services.”” The PPP has also contributed to reallocation of parking spaces with a
growing number of property owners converting car parking bays to bike parking areas.

These impacts vary depending on specific demographic and geographic conditions,
and the types of travel affected. The impact of parking supply constraints on the QEII
Medical Centre has been particularly effective with car driver mode share decreasing
from 73 per cent to 43 per cent over four years. Although a number of other TDM
measures were implemented to support the parking supply restrictions, parking caps
were determined to be the driving factors for the observed mode shift.?

3.4.3 Assessment

Transport and economic

The potential benefits of expanding parking strategies to other activity centres in the
Perth region have been independently evaluated. The evaluation assessed a policy to
limit parking supply for long-stay (worker) and short-stay (shopper) parking at major
activity centres. The policy involves a supply component (i.e. constraints on the
number of parking spaces provided) and a pricing component (i.e. parking charges
more related to the costs of provision). A cash in lieu scheme and a parking levy are
proposed as part of the policy with all revenue hypothecated to improvements to
transport infrastructure for public transport, walking or cycling, or the provision of public
parking within the city centre.

The evaluation is based on a review of previous work undertaken to develop a parking
strategy for the City of Stirling city centre.

The economic analysis was designed to assess the economic costs and benefits of the
proposed parking strategy relative to a ‘business as usual’ strategy, which would
effectively continue the prior policy settings of unconstrained free parking. Demand
assessment and analysis of costs and benefits was undertaken for three years (2010,
2021 and 2031), with the report noting that demand effects were based on scenario
development rather than a formal modelling approach.

Richardson, (2014)
8 Martin, J (2014) Parking Supply Restriction and Mode Shift at QEll Medical Centre — A Case Study, AITPM 2014 National Conference
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Table 7: Economic benefits and costs of parking strategy introduced at major Perth activity

centre*
Present value ($M)
Discount rate 7% Discount rate 4%
2021 2031

Costs
PT operations (and capital) costs** 133.9 205.9
Net costs -145.3 -163.9
Benefits
Parking infrastructure capital costs -257.1 -335.9
Parking facility O&M costs -22.1 -33.9
Private vehicle operation (reduction) 122.8 192.2
Congestion (reduction) 92.6 148.0
Health and fitness (increase) 72.9 115.6
Road trauma (reduction) 16.0 24.2
Air pollution (reduction) 9.4 14.2
Noise pollution (reduction) 6.4 9.9
GHG/climate change (reduction) 5.2 78.7
Net benefits 325.3 512.8
NPV 470.6 675.6
BCR 45 35

* Economic evaluation was undertaken over a 20 year period starting from 2010, based on two discount rates
(7% pa and 4% pa, real terms).

** ]t should be noted that the costs of public transport are almost certainly over-stated because there are
opportunities to make use of existing spare capacity (mainly contra flow in peak periods) or double use of capacity
on services.

The main benefit items included:

e savings in private vehicle operation and reductions in congestion on the road
network resulting from the reduced traffic generation by the centre; and

¢ health and fitness, associated with people switching from largely car travel to
walking or cycling to the centre.

e savings in the capital costs of parking facilities as a result of the reduced
number of spaces provided in the strategy; and

e savings, although much smaller, in ongoing parking operations and
management costs.

These two savings items are partly offset by the costs associated with the higher levels
of public transport provision to and from the centre.

Overall, the assessment indicated cost savings of $145 million and net benefits of
$325 million at a seven per cent discount rate, and cost savings of $164 million and net
benefits of $512 million at a four per cent discount rate. In economic terms this
indicates a very good scheme as it results in both cost savings to public and private
developers and net benefits to the transport system and its users.®

81 . . . . . . .
The cost and benefit assessment was generally consistent with a conventional cost-benefit analysis approach. However, no term was included

for travel time savings or losses for visitors to the centre which might impact on the validity of these estimates.
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If similar analyses were to be undertaken for other major activity centres broadly
similar results are likely to be obtained, suggesting that there would be a strong
economic case for the adoption of parking constraint and levy strategies at other
centres. It would be important that implemented strategies conform to a consistent set
of guidelines applied throughout the region.

Social

Properly implemented parking policies provide multiple benefits; they can help reduce
traffic congestion, encourage more compact development, support environmental
objectives and raise revenue for public programs and infrastructure.

Social benefits of the PPP have included improved pedestrian amenity, which has
helped encourage a 30 per cent increase in pedestrians in the CBD.#? Reductions in
traffic volumes have enabled more bus priority and cycling infrastructure as well as
wider footpaths.

3.4.4 Challenges for implementation
Pricing changes need to be coupled with other incentives and complemented with
good alternative transport choices so that commuters and shoppers choose to not
drive.

Unless road users appreciate the benefits they traditionally object to new charges and
higher prices, particularly if parking has been free or significantly subsidised. While
there were some initial concerns about the PPP’s impact on the CBD economy due to
restricted car access, the policy, combined with public transport and pedestrian
environment improvements, has been very successful and is now widely accepted.

Levies might not achieve significant mode shifts in themselves when they are not
passed directly on to motorists. Examination of the introduction of a levy on public and
private car parking spaces in the Melbourne CBD, where the revenue raised by the
levy is not hypothecated (unlike the Perth Parking Policy) concluded that it had only
been moderately effective in reducing travel demand.®®

Parking demand that exceeds supply can result in more cars driving around a local
area searching for limited parking, leading to more congestion and delay. Parking
management that provides for short term parking is integral to TDM.

Imposing parking maximums are likely to have a reduced impact over time because
the long-term strategic factors that they anticipate (for example improved public
transport) will eventually influence parking provision through normal market forces.
The congestion reduction benefits that they deliver however might persist longer.?*

Where parking caps are implemented, some flexibility will need to be retained for
commercial and delivery vehicles (these are treated differently under the Perth Parking
Policy).

3.4.5 Synergies and complementary strategies
Perth’s success in achieving a consistent and stable parking policy in the city centre
demonstrates the benefits of introducing a statutory policy that has been negotiated

8 Richardson, Emerson (2014) The importance of Parking policy for sustain transport and land use city planning. AITPM National Conference

2014
Hamer, Currie and Young, (2011) ‘Parking Price Policies — a review of the Melbourne congestion levy’ Australian Transport Research Forum 2
Auckland Council (2013) The Economic Impacts of Parking Requirements in Auckland
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between the State and local governments. A key success factor was the fact that the
policy was multifaceted and addressed parking capacity, caps, pricing and use of
revenue to fund transport modes that provide alternatives to cars.

The price of parking linked to the number of available spaces influences travel
behaviour in areas with high parking demand. For parking policy measures to be
effective, good alternative transport must be in place before such policies are
introduced.

Parking levies tend to provide the greatest benefit if they are:

= applied as broadly as possible to the widest geographic area and the most
categories of parking facilities;

= implemented as part of parking management programs that encourage more
efficient use of parking facilities;

= implemented as part of programs that encourage use of alternative transport
modes; and

= used to fund local improvements.

Parking maximums are most effective in areas or commercial centres where parking is
cheap and available, congestion is high and where attractive travel alternatives are
readily available. Complementary policies such as on-street parking controls and
parking levies are often necessary to form an efficient parking market.

A broad range of travel demand measures is essential to support the implementation
of parking caps. Initiatives implemented at QEIl Medical Centre to complement parking
restrictions included:

= travel behaviour change programs;

= travel plans for new developments;

» increased frequency and hours of operation for bus services;

= provision of electric bicycles for on-site use;

= parking prioritisation;

= a centralised carpool management system with guaranteed parking for multi-
occupancy vehicles; and

= introduction and expansion of on-site paid parking.

3.4.6 Future application for Perth
Implementation of new parking strategies or policies in Perth’s activity centres will
require the Department of Transport to work with the Department of Planning, local
government authorities and the community to:

= identify activity centres where employment and density are rapidly growing and
which centres are, or are expected to be, dominated by uses that generate
commuter traffic;

= develop new parking policies and guidelines for access to and within strategic
and specialised centres;

= develop new parking policies and guidelines for all activity centres that manage
demand for parking and related congestion; and

= periodically review the Perth Parking Policy to assess potential for further
mitigation of congestion in the CBD.
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3.5

3.5.1

3.5.2

Population Recommendation

2.7 million Where good transport alternatives to car driving exist, parking strategies
introduced in activity centres and industrial areas with high levels of density
and employment. Levies used to fund alternate travel modes.

3.5 million Parking strategies widely applied in appropriate locations across Perth and
Peel.

Public transport time of day pricing

Public transport time of day pricing includes the introduction of public transport fare
differentials between peak periods (higher) and non-peak periods (lower). Peak
pricing schemes can be a surcharge for travel in peak periods, an offer of free or
discounted travel during off-peaks, or a combination of both.

Rationale

Public transport time of day pricing makes off-peak travel more financially attractive for
users who have flexible travelling times than during times of peak demand when
transport costs are higher.

By encouraging passengers to reduce use of public transport during peak periods,
public transport time of day pricing can optimise the use of existing public transport
capacity and better achieve transport economic efficiency objectives.

Background

Introducing fare differentials between peak and off-peak periods can shift public
transport users’ travel patterns. In general, fare differentials of at least 30 per cent
between peak and off-peak travel can substantially reduce peak period train
overcrowding.®®

Peak public transport use declined by about eight per cent one year after the
introduction of peak surcharges by several US public transport operators.®® Evidence
in other cities suggests that simultaneous peak pricing and off-peak discounts could be
more effective than peak surcharge or off-peak discounts individually to spread peak
and off-peak public transport demand, if properly managed and implemented.®’

A number of trials and schemes operate to provide discounted or free travel to
passengers travelling outside peak periods. Melbourne’s ‘Free before 7’ initiative
provides free public transport for trips before 7:00am and is estimated to have reduced
demand in the peak by between 1.2 and 1.5 per cent, which is equivalent to between
2.5 and five peak train loads®. A number of US trials to provide free off-peak public

85

Johnson, D.H. and Whelan, G.A. (2003) Modelling the impact of alternative fare structures on train overcrowding. In: European Transport

Conference 2003

86

Cervero, R. 1986. Time-of-day Transit Pricing: Comparative US and International Experiences. Transport Reviews: A Transnational

Transdisciplinary Journal,

87
88

Evan Gwee and Graham Currie (2013) Review of Time-Based Public Transport Fare Pricing, Journeys
Graham Currie (2009) ‘Exploring The Impact of the ‘Free Before 77 Campaign on Reducing Overcrowding on Melbourne’s Trains’, 32"

Australasian Transport Research Forum

38



transport have achieved significant peak patronage share decreases. Substantially
smaller impacts were found for discounted rather than free fares.®

While time based pricing structures can increase off-peak patronage, there is limited
evidence on the impact of peak pricing on overall patronage and possible mode shifts
to other forms of transport. This reflects the complicated nature in which travellers
make decisions about public transport. Service frequency and on-time performance
are more likely to influence patronage than fare prices® and price elasticities for bus
and train travel can differ.**

Peak contraflow fares were introduced on the London Underground in January 2011 in
which passengers travelling out of central London during a weekday peak period were
charged an off-peak fare instead of a peak fare. Despite an average fare decrease of
46 per cent, after two months there was negligible change in patronage.

Perth’s public transport fares currently have a differential pricing structure for distance
(zone based) but are not time-based and do not distinguish between different modes
or services. This is in contrast to most other major Australian cities that have
introduced some form of public transport peak and off-peak pricing.

Despite public transport in Australian cities being among the world’s most affordable,®?
according to the 2015 Perth Passenger Satisfaction Monitor approximately half of
public transport users in Perth consider bus and train fares to be ‘excellent’ or ‘good’
value for money and satisfaction with fares has been in decline since 2005.

Analysis of train boardings indicates that Perth experiences a highly concentrated peak
between 8:00am and 8:30am, falling sharply in the half hour before 9:00am. Travel
during the morning peak is dominated by standard ticket holders. Tertiary students are
a significant customer group, representing approximately 10 per cent of CBD
passengers.

Perth’s transport patronage has been growing over the long-term and adding new
capacity to serve peak periods is difficult and costly due to existing platform lengths,
signalling and train control system capacity and the cost of adding new railcars or
lines.

3.5.3 Assessment

Transport and economic

The potential benefits of introducing time of day public transport pricing in Perth have
been independently evaluated. The evaluation assessed a fare differential of 30 per
cent in Perth public transport fares and considered economic benefits and financial
costs and savings.

The key characteristics of the differential (time of day) fare options assessed are as
follows.

8 McCollom, B.E., & Pratt, R.H. (2004). ‘Transit Pricing and Fares - Traveler Response to Transportation System Changes’ Transportation

Cooperative Research Program (TCRP) Report 95: Chapter 12, published by Transportation Research Board, Washington.

Pratt. (2000, March). Traveler response to transportation system changes, interim handbook (TCRP Web Document 12). Garrett Park,
Maryland: Transit Cooperative Research Program.

Webster, F.V., Bly, P.H. & Paulley, N.J. (1988). Urban land-use and transportation interaction: Policies and models. Brookfield, Massachusetts:
Avebury.
http://www.smh.com.au/business/the-economy/public-transport-in-australian-cities-among-the-worlds-most-affordable-20150928-
gjwkah.html
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= Revenue neutral (no change in total public transport fare revenue).

» Peak ‘standard’ fare increases of approximately nine per cent while off-peak
fares reduce by approximately 16 per cent, with the result that peak fares would
be 30 per cent higher than off-peak fares. Concession fares would not be
affected.

= Patronage reduction of approximately four per cent in peak periods with an
increase of approximately 12 per cent in off-peak periods, giving an overall
increase of approximately three per cent.

The economic benefit components covered were (in descending order of magnitude):

» Health benefits — associated with changes in walking/cycling travel.
= Car operating (unperceived) cost adjustment.

= Road (de)congestion.

= Other — crash savings, fuel duty reduction.

The application also results in significant cost savings, estimated as follows:

= Potential Public Transport Authority expenditure for public transport system (rall
and bus) service expansion over the next 20 years that might be attributed to
increases in CBD peak period capacity averages $244 million per annum
(approximately $4,900 million over 20 years).

= This would provide an increase of around 60 per cent in current CBD peak
period capacity.

= The reduction in the projected business as usual CBD-oriented peak period
demand as a result of the differential fares policy would be 3.2 per cent.

On this basis, the estimated annual cost savings of a time of day pricing initiative as
described above is $12.9 million per annum.*®

Overall findings are as follows.

» Differential fare policies, if implemented in a revenue-neutral manner, would
result in net economic benefits estimated at $7 million per annum, principally to
public transport users.

= Such policies would also reduce the need for (or delay the timing of) costly
increases in rail and bus system capacity in the central/inner areas. The
indicative estimate is that this would result in a financial saving to government of
around a further $13 million per annum.

= The overall result is a net economic benefit of between $19 million and
$20 million per annum (which as calculated would apply for 20 years and
potentially in perpetuity).

Social

Peak pricing is likely to improve social equity by reducing the financial burden on low
income passengers. In the absence of peak pricing, off-peak travellers, who tend to
have lower incomes and travel shorter distances, effectively subsidise peak period
commuters, who enjoy higher incomes and travel longer distances.*

3 This saving would be expected to apply throughout the 20 year period, and potentially in perpetuity.

% Smith (2009)
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Peak-pricing schemes attract more commuters to public transport by reducing
overcrowding during peak periods and offer wider community benefits through overall
reductions in congestion.

Environmental

Environmental impacts of public transport peak pricing will depend on travel mode
changes. Where public transport peak trips are converted to car trips, there is
potential for negative environmental impact while a growth in off-peak patronage would
have positive environmental benefits in terms of reduced emissions.

3.5.4 Challenges for implementation
Worldwide experiences show that any form of time-based public transport fare pricing
programs would need time before they could have any perceptible effect on shifting
peak ridership to off-peak periods.*

There are a number of transport, social and other risks where price differentiation is
introduced as fare increases or peak period surcharges. Fare increases are generally
unpopular and there are strong pressures to keep fares low and subsidies high to
achieve wider community objectives such as social inclusion and access to services.

Peak surcharges could have the unwanted effect of reducing overall passenger
numbers and shift trips made by public transport to other modes, such as car travel.
Some studies have estimated passenger losses of up to seven per cent due to
increased fares.®

While peak pricing has been considered in Perth no research to date has accurately
determined whether passengers that shift from the peak move to shoulder services or
leave the public transport system entirely for another mode. This impact is likely to
vary from jurisdiction to jurisdiction depending on a range of other factors such as
availability and price of parking, price of fuel, availability of cycling networks and end-
of-trip facilities.

The existing smart ticketing system in Perth does not easily lend itself to peak pricing
and consideration would need to be given to new business rules for ticketing and
ensuring that a peak fare system did not encourage public transport users to purchase
cash tickets.

3.5.5 Synergies and complementary strategies
Initiatives that promote flexible working, tertiary and school hours and increase the
capacity of peak passengers to shift the timing of their trips will offer the greatest
support to peak pricing schemes. Quality of service in peak and off-peak periods,
particularly frequency and capacity, is also a critical success factor.

Success in shifting passengers out of peak periods requires pre-peak services with
unused capacity, commuter willingness to re-time trips, flexible ticketing systems and
gated exits, and regulatory/economic structures to realise benefits from reduced
overloading.®’

% Evan Gwee and Graham Currie (2013) Review of Time-Based Public Transport Fare Pricing, Journeys
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Peak public transport pricing is also related to using pricing measures to manage
demand on the urban road network by ensuring that users pay appropriate fees to use
the road during peak periods.*®

3.5.6 Future application for Perth
Key government agencies including the Public Transport Authority, Department of
Treasury and Department of Transport will need to work together to:

= undertake further detailed research, evaluation and discussion to agree on a
differential pricing option for further assessment including modelling of various
options;

= develop a robust business case to assess economic, financial, social and travel
impacts of an agreed time of day pricing scheme,;

= determine a timeframe and communications strategy for implementation; and

= scope and undertake changes to business processes and payment systems.

Population Recommendation

2.7 million Revenue neutral time of day pricing scheme implemented with peak
fares 30 per cent higher than off-peak fares. Concession fares
remain unaffected.

3.5 million Pricing of public transport fares reviewed to assess the need to
increase the fare differential between peak and non-peak periods.
Concession fares remain unaffected.

3.6 Road use pricing reform

Pricing measures to manage road use demand include schemes that charge motorists
a road use fee that varies by time, distance, location and vehicle. Fees might be
higher under congested conditions or for larger and more polluting vehicles and lower
on uncongested roadways or in off-peak times. Road use pricing reform aims to
eliminate other road user taxes and charges such as vehicle registration fees and fuel
excise while more directly charging motorists for their individual levels of road use.
Cordon pricing, where motorists are charged a fee for driving in specific areas, such as
central business districts, is sometimes proposed as an urban congestion reduction
strategy aimed at reducing local traffic impacts and discouraging unnecessary road
use in busy areas. The most well-known and best documented examples include
schemes in Singapore, London and Stockholm.

3.6.1 Rationale

Pricing measures that manage road use demand reflect the real cost of travel during
periods of high demand. Pricing schemes regulate traffic flows to efficient levels by
directly charging car drivers for the use of congested roads or entry into specific areas
at peak periods. Efficient pricing of roads encourages car drivers that drive frequently
on heavily congested roads to make more efficient choices about what transport mode
to take and/or which route to drive. Pricing measures can simultaneously generate
revenue that can be used to improve an area’s public transport and road networks.

% Smith (2009)
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3.6.2 Background
Successive Commonwealth Government tax, competition and productivity reviews,
including the Henry Tax Review® and the Harper Review'® have identified reforming
the way road users are charged as a national priority and the key to a more productive,
efficient and sustainable Australian transport system.  The 2016 Australian
Infrastructure Plan also recommended road user charging reform as a way of reducing
congestion and help fund major projects.*®*

Distance and time based charging

While direct road user charging for all motorists on the basis of distance and time is
widely considered by economists to be the optimal form of charging for road use, no
system of this type has been introduced in Australia or overseas for passenger
vehicles. Mass-distance-location charging schemes have been established in a
number of overseas countries for heavy vehicles, primarily to raise revenue to cover
the cost of heavy vehicle roads and to improve efficiencies in the road transport sector.
Singapore is currently planning to replace its existing electronic pricing system with a
satellite-based charging mechanism by 2020.1%> While this initiative is primarily to
reduce operational costs of the current gantry system, it could also allow the Singapore
Land Transport Authority to introduce a distance and time based charging mechanism
for roads.

Any measures to use road pricing to manage demand in Perth would need to be fair
and equitable for all motorists and have scope to remove existing road user costs,
such as vehicle registration fees and fuel excise charges.

Distance, location and time based road pricing has been widely promoted as a way to
reduce traffic congestion and achieve other TDM objectives. This has significant
implementation costs, including equipment, vehicle tracking and billing. It requires
motorists to pay for special tracking equipment to be installed in their vehicles to
calculate the road user fee, which reduces its cost efficiency, raises privacy concerns
and tends to generate political opposition.

These costs could be reduced if implemented nationally, with standardised tracking
equipment installed in all new vehicles. Until this occurs it will be difficult for a single
state or urban region to implement a distance and time based road pricing system.

Cordon charging

Cordon charging has been used in a number of overseas cities to manage road use
demand with some success. The Singapore scheme, which was first implemented in
1975 as a simple area-licence scheme, is estimated to have resulted in a 44 per cent
decline in traffic in the city centre. London’s system is reported to have reduced traffic
volumes by approximately 20 per cent, which increased average traffic speed by 37
per cent and reduced bus congestion delays by about 50 per cent. Bus ridership
increased 14 per cent and subway ridership by about one per cent. Stockholm’s
congestion charge system also reduced traffic volumes by about 20 per cent.

% Australian Treasury (2010), Australia’s Future Tax System, The Commonwealth Government of Australia
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3.6.3

In Milan, a cordon charge that differentiated between private and commercial vehicles
reduced the number of vehicles entering the city centre by around one-third.'® A
pause in implementation due to legal action by car park operators provided clear
evidence that the reduction in vehicle numbers was almost solely due to the
congestion charge, as vehicle numbers reverted to pre-cordon charge levels.

Singapore currently has the most well developed electronic road pricing system. The
Singapore scheme involves more than 50 charging points in a ring around the central
business zone, on the main expressway and on several arterial streets. The charges
vary by vehicle type, location and time of day/traffic conditions - with the aim of
keeping speeds on the routes affected within a ‘golden range’ which ensures efficient
traffic flow.

Assessment

Transport and economic
An assessment of road user pricing reform included consideration of distance and time
based charging as well as cordon charging in the Perth central business district.

There are currently no examples of real-time, distance-based, time-of-day large area
charging although a number of studies have tested how this kind of road-based
charging might affect travel activity. One study'® found small-scale travel adjustments
by motorists could virtually eliminate traffic congestion. Other potential benefits
included lower vehicle emissions, fewer crashes, travel time savings, improved
roadway performance and reliability, and lower operating costs. A conservative
analysis indicated that the present value of net economic benefits could exceed $28
billion over a 30-year period.'®

Transport portfolio modelling of the impact of a moderate distance-based charge in
Perth and Peel at 3.5 million showed a 5.1 per cent decrease in car driver trips (all
day), a small increase in car passenger trips, a 4.1 per cent increase in PT trips and
approximately 1 per cent increase in walking and cycling trips. Modelling also showed
that average trip length for car drivers dropped significantly. The combination of fewer
car driver trips and shorter car driver trips resulted in a decrease in both car driver
vehicle kms and vehicle hours.

By reviewing the effects of cordon charges in Stockholm, Milan and in particular
London, where extensive post-implementation analysis has been undertaken, some
likely effects of an inner city cordon charge and its impact on road traffic in Perth have
been estimated.**®
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The key behavioural impacts of the application are expected to be:

» Reduction in traffic volumes within the cordon area and (to an extent)
approaching the cordon, offset to some extent by an increase in traffic travelling
on circumferential routes just outside the cordon.*®’

» Reduction in the demand for parking within the cordon areas, particularly by
employees.

» Increase in public transport patronage, particularly for work trips to and from the
CBD.

= Reduction in peak period traffic congestion and associated externalities
(crashes, vehicle emissions, etc).

» Increased travel costs for motorists that need to access the cordon area,
translating into increased revenues to the cordon charging authority (but partly
offset by scheme implementation and administration costs).

= Time savings due to reduced congestion for motorists that need to access the
cordon area.

In summary the economic assessment indicated that:

= The benefits of a cordon charge scheme would significantly exceed the costs.

= There would be some benefits to road users from road decongestion and
savings in vehicle operating costs; however, road users would also be
disadvantaged, largely through having to pay the cordon fee.

= The cordon fee would result in some current car users switching to public
transport, cycling or walking. There would be some consequent health and
fithess benefits and a reduction in air pollution costs.

= Economic assessment of transport benefits forecast that the wider community
would gain $0.54 billion from reduced noise, pollution, greenhouse gas
emissions, crashes and improved health from increased cycling and walking.

= Wider benefits are likely to accrue through the mitigation of the overall
economic, social and environmental effects of traffic congestion, including
financial and productivity costs. Monetised time savings are estimated to be
higher than the operating costs of a congestion charging scheme by a wide
margin.'®

Social

While cordon charges deliver substantial general social benefits through reduced
congestion costs and travel time savings, cordon pricing is often criticised as unfair
and regressive. Its overall equity impacts depend on the price structure, motorist
demographics (whether economically disadvantaged people frequently drive on
congested roads), the quality of alternatives to driving and how revenues are used. In
many situations, road user fees are less regressive than other road financing options,
and benefit disadvantaged people overall if a portion of revenue is invested in
affordable transport options such as public transport service improvements.

Car drivers that drive minimal distances such as seniors and the economically
disadvantaged benefit from a user pays system. Research in Melbourne however
indicates that people who currently live in urban fringes without good public transport

07 A component in the success of the London (and Stockholm) congestion charge schemes was the existence of a high capacity ring route just

outside the cordon.
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(and likely to be less wealthy than inner city residents) travel longer distances than
those living in the metropolitan areas.'®

Environmental

Cordon charges deliver localised environmental benefits within the cordon charging
area by reducing the number of vehicles accessing the zoned area, vehicle idle time
and start-stop driving. The benefits of cordon charging schemes are not restricted to
the immediate area of application and overall reductions in traffic volumes are likely to
contribute to reduced local air pollution, noise and greenhouse gas emissions.

3.6.4 Challenges for implementation
The primary risks of introducing any congestion pricing initiative include community
rejection, implementation costs, risk of failure (for example inaccurate charging levels
to manage travel demand), social impacts and unintended consequences. Any
measures to use pricing to manage road use demand in Perth would need to be fair
and equitable for all motorists and have scope to remove existing road user costs such
as vehicle registration fees and fuel excise charges.

One of the key hurdles to the introduction of broad scale road pricing is community
acceptance. Opponents are concerned not only about the direct cost to users but also
diversion of traffic into residential areas and a lack of alternative forms of transport,
including public transport, being in place before the scheme is implemented.

Failure to manage expectations in advance was the primary reason for the
overwhelming rejection of proposed cordon charging by 74 per cent of Edinburgh
voters (BBC, 2005).1° Asking people in advance, with no benchmark to inform them
and no demonstration of commitment to providing alternatives, appears to be a recipe
for non-implementation. In addition, initial rejection has long-term consequences
making lgti,\introduction of price measures to manage road use demand even more
difficult.

Any cordon-based price measure to manage road use demand would place added
pressure on car parking in areas immediately outside the cordon. This can already be
seen with high CBD parking charges leading to all-day parking pressure in parts of the
City of Vincent and will require active and effective management, including
enforcement.

For more comprehensive road use pricing initiatives, experience of heavy vehicle
charging schemes across the world indicate costs of implementation can vary widely
and therefore careful consideration of technology and functions of any scheme is
essential to minimise capital and operating costs.

3.6.5 Synergies and complementary measures
Clear policy objectives and rationale for road use charging schemes has been an
important element of successful heavy vehicle charging schemes across the world.

199 Currie (2014) ‘When the wheels come off: transport poverty and disadvantage’. Insight Magazine, Victorian Council of Social Service
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Road use charging schemes need to be supported by efficient operation with low costs
to demonstrate a clear nexus between the policy and net contribution to the economy
and the community. Appropriate capabilities to deliver policy, effective compliance and
enforcement strategies along with public engagement activities and partnership with
key decision makers has been vital to ensuring support for policy implementation.

Any comprehensive road use charging scheme must demonstrate that the benefits
clearly exceed the disadvantages. Support for road pricing reform can be engendered
through trial periods, express lanes, and advocacy through non-government groups.

Replacement of existing road user charges and taxes would be a key element to gain
community acceptance of distance and time based charging as could hypothecation of
revenue to fund transport solutions.

3.6.6 Future application for Perth

Population

2.7 million

Recommendation

Work with national reform agencies, other Australian jurisdictions and stakeholders
to develop options to introduce cost reflective road pricing for all vehicles.

3.5 million

Well-designed road use pricing initiatives that mitigate congestion and meet overall
social equity objectives considered for introduction in Perth and Peel.
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4.

4.1

4.2

42.1

Further work

The Department of Transport will develop a TDM Implementation Plan to address how
recommended measures will be implemented in the short to medium term, identify
further research and policy work to be undertaken and identify enablers that would
underpin the implementation of successful TDM strategy and policy in Perth.

Development of the TDM Implementation Plan would include extensive consultation
and engagement with Transport Portfolio partners, relevant State Government
agencies and other key stakeholders.

The TDM Implementation Plan will reflect, where relevant, the objectives of the Smart
Transport framework which promotes small step changes in travel behaviour, localised
content and a collective sense of responsibility for Perth’s transport system. It will
include a focus on the campaign’s key audience segments that include car users who
are open to congestion minimisation strategies and public transport use, public
transport users open to greater use and those who like to walk and cycle. It will also
help to provide people in Perth with a sense of what is being achieved now and in the
future.

Implementation of recommended measures

The TDM Implementation Plan for Perth will specify an implementation strategy for the
recommended measures for the short, medium and long term. It will describe
responsible agencies, timeframes, key activities to be undertaken, resourcing
requirements and how measures will be designed. In some instances, the
Implementation Plan will recommend the development of detailed business cases.

Other potential applications

A number of the TDM measures assessed in this report indicate potential for moderate
to high impacts on travel behaviour at relatively low cost. The TDM Implementation
Plan will describe additional work or activities to be undertaken in respect of the
following initiatives or measures.

Flexible and staggered hours

Although the Department of Transport has no direct role in implementing flexible and
staggered hours in workplaces, it will continue to provide guidance and information
through its travel change workplace programs, which promote the potential benefits of
reducing the need for employees to travel in peak periods. In partnership with
transport agencies in other Australian jurisdictions and relevant organisations, it will
also continue to research, explore, monitor and assess the effect of alternative work
schedules, staggered hours and telecommuting on mitigating congestion.

Alternative work schedules

Alternative work schedules are variations to the typical 9am-5pm, Monday to Friday,
working week in order to reduce peak period traffic and public transport demand.
Alternative work schedules include flexible work hours (‘flexitime’), compressed
working week (employees working fewer but longer days) and staggered shifts that
reduce the number of employees arriving and leaving a worksite at the same time.
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Provision of alternative work schedules can have a strong effect on peak period traffic
and public transport demand. The option of a flexible work schedule is the primary
factor determining how employees schedule their travel.

Teleworking

Telework uses technology to replace the need for physical travel for work purposes.
As technology costs reduce and service quality improves the feasibility of telework
increases. Telework might occur from home or from a regional telework centre.
Teleworking, also known as telecommuting reduces vehicle kilometres travelled,
especially during peak times.

Staggered school hours

Staggering school hours refers to schools adopting different starting and finishing
times and is aimed at reducing the number of students and staff arriving and leaving
schools at the same time. For example, school shifts could be split between a 7am to
1pm shift, a 9am to 3pm shift, and a 12pm to 6pm shift.

Staggering school drop off and pick up times can considerably reduce congestion
around schools.'*? spread out peak demand on roads and public transport, particularly
on buses and trains that carry school students.'*® and therefore optimise the use of
existing infrastructure. It can also reduce extreme early morning peaks at particular
departure points.’** Staggered school hours do not directly promote mode shift or
reduce the need to travel.

4.2.2 Improved travel information and payment systems

Improving the provision of timetabling information online, at stops and stations and on
board buses and trains increases the convenience, connectivity and ease of using
public transport and encourages more people to use public transport services. High
guality provision of real-time timetable information can also help change the perception
that public transport is unreliable. Technology innovations such as advanced traveller
information systems that enable networked and real-time information can have a
significant peak spreading effect.

The Department of Transport in conjunction with the Public Transport Authority will
monitor the impact of the increasing provision of real time passenger information in
Perth and the development of personalised journey planners, and the effect of these
initiatives on mode shift and travel times.

The Department of Transport in conjunction with Transport Portfolio partners will
investigate the feasibility of establishing and developing standards and partnerships
between service operators and commercial partners to promote data sharing and user
involvement in public transport service development. Proposals will be developed as
appropriate depending on available technology, adoption rates, costs and private user-
provided services, and might be undertaken by the private sector.

2|3 Vigne, N. (2007). ‘The Problem of Traffic Congestion Around Schools’. Guide No. 50. Centre for Problem Oriented Policing

(http://www.popcenter.org/problems/school_traffic/print/)

Yellow School Bus Commission (2008) Commission’s Report and Recommendations, London: Yellow School Bus Commission

Ljungberg A. and Jansson J. (2009). ‘Staggered school hours to spread peak demand for public transport - benefits and costs. International
Journal of Transport Economics, 36(1), pp141-160
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4.2.3 Integrated land use and transport

Growth strategies include the establishment of transit oriented developments (TODSs),
corridor planning and smart growth. TODs increase residential density and mixed
uses around public transport stations and can be used to manage transport demand.
TODs can provide accessible alternatives to car use and reduce the need to travel by
containing activities such as work, shopping, leisure and education within a higher
density urban precinct. Corridor planning integrates land use and transport planning
by providing frequent public transport services, linear transport networks and activity
centres along high density corridors. Smart growth is a term used predominantly in
North America and Europe for policies that integrate urban planning and transport
decisions to concentrate growth in compact, walkable urban centres to avoid sprawl.

The land use system plays a crucial role in travel demand by determining people’s
transport needs and options. Changes to the land use system that increase
employment, residential density and other activity, particularly around public transport
hubs, while providing for effective corridor planning and promoting efficient
employment distributions are vital to fundamentally change travel behaviour in Perth.

The land use scenarios depicted in the Western Australian Planning Commission’s
Perth and Peel @ 3.5 million are modelled in Transport @ 3.5 Million. The challenge
is to improve employment self-sufficiencies by providing jobs near to where people live
and so maximise the use of existing and proposed infrastructure.

The Department of Transport will develop cross-agency policies that support integrated
land use, including a policy to facilitate the development of TODs. It will also
investigate and address potential governance and other barriers to better integration of
land use.

4.2.4 New mobility services

Car sharing

Car sharing schemes provide members with short term access to vehicles for personal
and business use. Car sharing can provide the benefits of private car ownership
without the operating costs and responsibilities and are effective in reducing overall
vehicle kilometres travelled. Although car sharing has existed for many years around
the world, it is currently undergoing a technology-driven revolution to offer advanced
services such as open-ended bookings, instant access, one-way rentals, prepaid user
cards, interoperability and personal vehicle sharing. The potential annual savings from
car sharing in the US is estimated to be $4.3 billion'*® and include factors such as
reduced vehicle maintenance costs, reduced congestion costs, annual deferred road
construction costs, crash avoidance and carbon emissions reduction.

The greatest benefits of car sharing schemes are likely to be realised when
implemented with ‘unbundled parking’. Currently in Perth the cost of parking for
residential and commercial units is often passed on to the occupants indirectly.
Unbundling parking from rent or purchase prices by renting or selling parking spaces
separately could reduce the total amount of parking available in buildings and influence
choices about vehicle ownership. Facility managers and developers could unbundle

3 Viechnicki, K, Fishman & Eggers. S (2015)
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parking in several ways when renting or selling building space and offer discounts to
tenants or buyers that require fewer than average parking spaces.

Studies in a number of US cities suggest that car sharing schemes implemented with
unbundleﬁl parking typically reduce vehicle ownership and parking demand by 10 to 20
per cent.

The Department of Transport will undertake research and stakeholder engagement to
assess the likely impact of introducing car sharing schemes in Perth and develop
appropriate policies to optimise transport benefits. The Department of Transport will
also undertake research to assess the likely impact of unbundled parking in Perth and
identify implementation enablers and barriers.

Ride sharing

Ride service companies such as Uber and Lyft provide app-based, on-demand ride
sharing services. Ride sourcing companies provide direct competition to traditional
taxi services, however ride sourcing users tend to be younger, own fewer vehicles and
more frequently travel with companions®’ and can therefore reduce single or low
occupancy car trips.

Higher vehicle occupancy will also likely be achieved by technology-enabled ride
matching and changing attitudes towards car ownership. By accommodating different
user origins and destinations and requirements for forward planning, dynamic ride
sharing overcomes major barriers to traditional carpooling or vanpooling.

Ride splitting services are now offered by some ride service companies overseas and
enable riders to share a ride and split the fare. Ride splitting is a significant trend and
now represents approximately half of the ride sourcing market in the San Francisco
Bay area.

The Department of Transport will work with transport agencies in other Australian
jurisdictions to assess the impact of ride sharing on congestion and public transport
patronage, and identify strategies to increase positive effects on travel behaviour.
Proposals that might be undertaken by the private sector will be developed as
appropriate depending on technology development and adoption rates, costs, private
user-provided services and other factors.

Flexible transport solutions

Flexible transport services cover a range of mobility options including demand
responsive transport, where services are flexible along one or more routes, vehicle
allocation, vehicle operator, type of payment and passenger category. Flexible
transport services are often operated with dedicated small buses, minibuses or maxi-
taxis for general public use or for closed user groups such as special services for
seniors or people with disabilities.**®

Flexible transport services are increasingly used throughout the UK, Europe and USA
as part of the public transport mix.**® The services are provided particularly in areas
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Litman, Todd (2013) Parking Management: Strategies, Evaluation and Planning, Victoria Transport Policy Institute 2013

Rayle, L., Shaheen, S., Chan, N., Dai, D., & Cervero, R. (2014). App-Based, On-Demand Ride Services: Comparing Taxi and Ride-sourcing Trips
and User Characteristics in San Francisco University of California Transportation Center (UCTC). UCTC-FR-2014-08.

Daniels, R., & Mulley, C. (2010). Overcoming barriers to implementing flexible transport services in NSW.

Nelson, J. D., & Mulley, C. (2013). ‘The impact of the application of new technology on public transport service provision and the passenger
experience: A focus on implementation in Australia’ Research in Transportation Economics, 39(1), 300-308.
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where demand is too low to support conventional scheduled public transport services.
Flexible transport services are not widespread in Australia.

The Department of Transport will monitor national and international experience of
flexible transport solutions to identify new opportunities for filling the public transport
gaps as Perth and Peel populations grow. Proposals that might be undertaken by the
private sector will be developed as appropriate depending on technology development
and adoption rates, costs, private user-provided services and other factors.

4.3 Other enablers

4.3.1 Ongoing transport survey data
Good transport planning requires comprehensive data on who moves where, and how
and why they do it. Historically data has been used from the Perth and Regions
Travel Survey, a study of the day-to-day travel patterns of 10,947 households in the
wider Perth metropolitan area between October 2002 and September 2006.

The Transport Data Survey project is a five-year initiative to collect data on household
travel behaviour and commercial vehicle trips to update the State Government’s
strategic transport models for the Perth metropolitan region. Outputs from the updated
transport models will better inform transport infrastructure investment decision making.
The Department of Transport will continue to update transport survey data at
appropriate intervals.

4.3.2 Tax and workplace reform

A major impediment to the success of workplace travel programs is the impact of
concessional car fringe benefits. There have been many inquiries, studies and
advocacy papers on this issue*®® and provision of these benefits is acknowledged by
the Henry Tax Review as providing a strong incentive for employees to take a car as
part of their remuneration package and skew consumption toward motor vehicle
services.'?* Similarly, cars and parking are commonly provided as employee benefits
and this promotes commuting by car. The provision of free car parking substantially
reduces incentives to cycle, walk or use public transport.*??

The Department of Transport will investigate the development of employer and
employee incentives such as employer-funded SmartRiders and bicycles, end of trip
facility grants, public transport incentives and initiatives that encourage employees to
switch from car driving to active forms of transport.

The Department of Transport will continue to monitor developments in concessional
car fringe benefit tax reform as well as other tax policies that combat the impact of
employer-provided cars.

120 .
These include:

http://www.heartfoundation.org.au/SiteCollectionDocuments/Blueprint-for-an-active-Australia-Second-edition.pdf (see p74)
Australia's Future Tax System Review Panel (Henry tax review) 2008 Australia's Future Tax System Consultation Paper, p90.
22 shoup, DC (1997)
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APPENDIX A: List of Acronyms

ATIS Advanced traveller information systems
AUPS Advanced user pays systems

BCR Benefit/cost ratio

CAT Central Area Transit

DoT Department of Transport

EOT End of trip

ERP Electronic road pricing

FTS Flexible transport services

HOT High occupancy toll

HOV High occupancy vehicle

ICT Information communication technology
MRWA | Main Roads Western Australia

NPV Net Present Value

PTA Public Transport Authority (WA)

PV Present value

RTPI Real-time passenger information

TDM Travel demand management

TOD Transit oriented development

VKT Vehicle kilometres travelled
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15.3 Adoption of Local Development Plan — Cassia North — Lot E6 Durrant
Avenue, Parmelia

SUMMARY:

A Draft Local Development Plan (LDP) for Cassia North — Lot E6 Durrant Avenue,
Parmelia has been received for consideration under the City of Kwinana Town Planning
Scheme No. 2 (Scheme) (refer Attachment A for Location Plan). This LDP was the
subject of a presentation to Councillors at its Council Forum held on the 8 August 2016
which addressed it and a number of other pressing and urgent LDPs. It has taken some
time however to finalise this LDP as City Officers and the proponent have been liaising on
appropriate design provisions to be included.

Subdivision approval was granted for this lot by the Western Australian Planning
Commission (WAPC Reference: 151047) on 15 April 2015 with a condition requiring
preparation of an LDP for the subject lots. The Draft LDP sets out design requirements
for the development of the lots indicated within the LDP boundaries. These requirements
apply in addition to normal Scheme and State Planning Policy No. 3.1 (Residential Design
Codes of Western Australia) (R-Codes) requirements and will permit certain variations in
order to achieve an optimal form of development.

Councillors will be aware via a number of Councillor Forums that the City is presently
progressing towards the completion of an Urban Amenity Strategy and a number of
accompanying policies focused on ‘Landscape and Tree Retention’ and ‘Built form and
Streetscapes’. This work is being undertaken in conjunction with key representatives of
the local development industry and the Department of Planning to seek to achieve
improved urban amenity across the City.

One response being considered by Council has been the application of mandatory two
storey development of lots at, or less than, 7.5 metres in width, as well as additional
design criteria for lots with widths between 10 metres and 7.5 metres to seek to achieve
better amenity outcomes and scaled development. City staff and Councillors have
acknowledged however, that this is a complex matter and, in keeping with the City's
practice, wish to partner with industry and State Government to develop the best policy
framework possible with these stakeholders.

In this respect, a number of LDPs which are in process have been set aside pending the
formulation of a final policy position from Council. These included LDPs with lots less than
7.5 metres in width including this LDP. It has become apparent however, that many of
these LDPs are now urgent and further delay will adversely affect local developers and
significantly impact on new lot growth in the City.

As such City Officers have recommended progression of some of these LDPs to
finalisation and this was discussed with Councillors at the Council Forum held on the 8
August 2016. In some instances, there were relatively minor modifications to previously
approved LDPs (where often, lots have already been sold and approvals in place). In
these cases, City Officers have not sought to introduce any additional provisions
addressing built form.

In other instances however, where the LDPs are for newly created subdivisions, City
Officers have liaised with the applicant and have sought additional provisions aimed at
delivering better built form outcomes. This is the case with this LDP which has been at the
City for approval since April 2016 and has been deferred to date because of the City’s
urban amenity concerns.
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Unlike a number of other similar LDP applications which were presented at the Forum,
and further considered at previous Council meetings for determination, this LDP has not
been considered to date due to ongoing discussion between City Officers and the
proponent to finalise the recommended additional design provisions. These provisions
have now been added to the LDP.

For this LDP, a total of 15 lots have frontages of 7.5m or less with 13 lots being between
7.785 metres and 10 metres in width. There are no 5m wide lots on this LDP. City Officers
have liaised with the applicant who has agreed to introduce some additional provisions for
built form to help contribute to achieving a good quality of streetscape and provide a mix
of housing designs.

The draft LDP also specifies quiet house design provisions to mitigate noise transfer
between buildings on narrower lots (7.5m wide or less). The proposed provisions are
consistent with those that have been applied to other LDPs within the City of Kwinana
containing narrow lots.

The Draft LDP (refer Attachment B) has been assessed and supported by City Officers on
the basis of these amendments.

OFFICER RECOMMENDATION:

That Council approves the Local Development Plan for Cassia North - Lot E6 Durrant
Avenue, Parmelia (as per Attachment B), pursuant to Clause 52(1)(a) of Schedule 2 —
Deemed Provisions for Local Planning Schemes of the Planning and Development (Local
Planning Schemes) Regulations 2015.

DISCUSSION:

Land Status

Metropolitan Region Scheme: ‘Urban’ Zone
Town Planning Scheme No. 2: Residential R40

A LDP is a planning tool which allows certain design requirements, either in addition to or
in variance to those stipulated under the Scheme and R-Codes to be imposed on
subsequent development of land. These requirements will often cover aspects including
dwelling placement and design, solar orientation, private open space, setbacks, garage
placement and design, fencing, store areas and service provision. Requirements vary
depending on the type of land and design outcome trying to be achieved.

Most important is the LDP’s ability to vary R-Code provisions, where such variations are
needed to achieve the most optimal design outcome.

The Draft LDP (Attachment B) has been specifically required as a condition of the WAPC
subdivision approval for the subject land. Consistent with the Scheme, the Draft LDP
establishes design requirements relating to:

1. Dwelling setbacks;

2. Open space;

3. Built form addressing primary and secondary street frontages; and
4. Vehicular access and garages/carports.
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Built Form and Streetscape

There has been considerable discussion at City Officer and Councillor level about the
most appropriate built form and streetscape outcomes for small lot subdivisions with
narrow lot frontages. Councillors will be aware via a number of Councillor Forums that the
City is presently progressing towards the completion of an Urban Amenity Strategy and a
number of accompanying policies. This work is being undertaken in conjunction with key
stakeholders to seek to achieve improved urban amenity across the City.

One response being considered by Council has been the application of mandatory two
storey development of lots at, or less than, 7.5 metres in width, as well as additional
design criteria for lots with widths between 10 metres and 7.5 metres to seek to achieve
better amenity outcomes and scaled development.

In this respect, a number of LDPs which are in process have been set aside pending the
formulation of a final policy position from Council. It has become apparent however, that
many of these LDPs are now urgent and further delay will adversely affect local
developers and significantly impact on new lot growth in the City.

As such City Officers have recommended progression of some of the LDPs to finalisation.
In some instances, there were relatively minor modifications to previously approved LDPs
(where often, lots have already been sold and approvals in place). In these cases, City
Officers have not sought to introduce any additional provisions addressing built form.

In other instances however, where the LDPs are for newly created subdivisions (such as
this LDP), City Officers have liaised with the applicant and have sought additional
provisions aimed at delivering better built form outcomes. This is the case with this LDP
which has been at the City for approval since April 2016 and has been deferred to date
because of the City’s urban amenity concerns. This LDP was included in the Council
Forum Presentation as one of the LDPs which has been subject to significant delay.

This application was not presented at the previous Council meetings where a number of
similar LDPs were presented for determination as City Officers and the proponent were
still discussing the recommended additional design provisions. These additional
provisions have now been added to the LDP.

A total of 15 lots on this LDP have frontages of 7.5m or less. In this regard, the following
additional provisions have been recommended for inclusion on this LDP;

a) Articulation in the dwelling facade (i.e. varied wall setbacks);

b) A mix of building materials, colours and finishes (e.g. render, brick, cladding);

c) Major habitable room openings, incorporating large windows to provide street
surveillance;

d) Roof forms that incorporate either gables, eaves, veranda or a feature portico; and

e) The wall plate height on the front elevation shall be a minimum of 28 courses.

City Officers have reviewed these provisions and believe that they will help contribute to
achieving a better quality of streetscape and provide a mix of housing designs.

There are 13 lots on the LDP between 7.785 metres and 10 metres in width. No additional
provisions have been applied to these lots.
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Fire Management

The draft LDP also indicates the lots that are subject to specific building design
requirements for bushfire in accordance with the Bush Fire Attack Level (BAL) ratings as
specified in the Fire Management Plan for this area. The proposed BALs were reviewed
by the City’s Fire Consultant who agreed with the findings.

Quiet House Design

The draft LDP specifies quiet house design provisions to mitigate noise transfer between
buildings on narrow lots (7.5m wide or less). The proposed provisions are consistent with
those that have been applied to other LDPs within the City of Kwinana containing narrow
lots.

Conclusion

The LDP will be a single point of reference that will provide clarity and certainty to
builders, property owners and City Officers.

LEGAL/POLICY IMPLICATIONS:

For the purpose of Councillors considering financial or impartiality interests, the land
owner is the Department of Housing with Satterley Property Group developing the site,
and the applicant is CLE Planning.

The following strategic and policy based documents were considered in assessing the
application;

City of Kwinana Town Planning Scheme No. 2

State Planning Policy No. 3.1 (Residential Design Codes of Western Australia)
Liveable Neighbourhoods Operational Policy

WAPC Planning for Bushfire Protection Guidelines (Edition 2) (2010)

WAPC Draft Planning for Bushfire Risk Management Policy

Local planning and other related policies.

FINANCIAL/BUDGET IMPLICATIONS:

There are no financial or budget implications as a result of this application.

ENVIRONMENTAL IMPLICATIONS:

The LDP encourages the use of passive solar urban design. Quiet house design
provisions are included in the LDP.
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STRATEGIC/SOCIAL IMPLICATIONS:

LDPs allow for variations to the Scheme and R-Codes which take into account specific
site characteristics and configuration of lots, particularly smaller lots. The use of such
mechanisms is common practice, and is encouraged to allow for the most optimal form of
urban development to occur.

RISK IMPLICATIONS:

Council approves development under its Town Planning Scheme to meet its statutory
obligations and facilitate proper and orderly development of the municipality.

The Draft LDP seeks to include the construction standards required for bushfire
protection. It is anticipated that compliance with the stipulated BAL ratings would reduce
the occurrence of and minimise the impact of bushfires thereby reducing the threat to life,
property and the environment.

COUNCIL DECISION
351
MOVED CR S MILLS SECONDED CR B THOMPSON

That Council approves the Local Development Plan for Cassia North - Lot E6
Durrant Avenue, Parmelia (as per Attachment B), pursuant to Clause 52(1)(a) of
Schedule 2 — Deemed Provisions for Local Planning Schemes of the Planning and
Development (Local Planning Schemes) Regulations 2015.

CARRIED
5/1
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15.4  Adoption of Local Development Plan No. 5 — Stages 3-5 Honeywood
Rise Estate, Wandi

SUMMARY:

A Draft Local Development Plan (LDP) No. 5 for Stages 3-5 Honeywood Rise Estate,
Wandi has been received for consideration under the City of Kwinana Town Planning
Scheme No. 2 (Scheme) (refer Attachment A for Location Plan). This LDP was the
subject of a presentation to Councillors at their Council Forum held on the 8 August 2016
which addressed it and a number of other pressing and urgent LDPs. It has taken some
time however, to finalise this LDP as City Officers and the proponent have been liaising
on appropriate design provisions to be included.

Subdivision approval was granted for this lot by the Western Australian Planning
Commission (WAPC Reference: 150060) on 14 October 2014 with a condition requiring
preparation of an LDP for the subject lots. The Draft LDP sets out design requirements for
the development of the lots indicated within the LDP boundaries. These requirements
apply in addition to normal Scheme and State Planning Policy No. 3.1 (Residential Design
Codes of Western Australia) (R-Codes) requirements and will permit certain variations in
order to achieve an optimal form of development.

Councillors will be aware via a number of Councillor Forums that the City is presently
progressing towards the completion of an Urban Amenity Strategy and a number of
accompanying policies focused on ‘Landscape and Tree Retention’ and ‘Built form and
Streetscapes’. This work is being undertaken in conjunction with key representatives of
the local development industry and the Department of Planning to seek to achieve
improved urban amenity across the City.

One response being considered by Council has been the application of mandatory two
storey development of lots at, or less than, 7.5 metres in width, as well as additional
design criteria for lots with widths between 10 metres and 7.5 metres to seek to achieve
better amenity outcomes and scaled development. City staff and Councillors have
acknowledged however, that this is a complex matter and, in keeping with the City’s
practice, wish to partner with industry and State Government to develop the best policy
framework possible with these stakeholders.

In this respect, a number of LDPs which are in process have been set aside pending the
formulation of a final policy position from Council. These included LDPs with lots less
than 7.5 metres in width including this LDP. It has become apparent however, that many
of these LDPs are now urgent and further delay will adversely affect local developers and
significantly impact on new lot growth in the City.

As such, City Officers have recommended progression of some of these LDPs to
finalisation and this was discussed with Councillors at the Council Forum held on the 8
August 2016. In some instances, there were relatively minor modifications to previously
approved LDPs (where often, lots have already been sold and approvals in place). In
these cases, City Officers have not sought to introduce any additional provisions
addressing built form.
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In other instances however, where the LDPs are for newly created subdivisions, City
Officers have liaised with the applicant and have sought additional provisions aimed at
delivering better built form outcomes. This is the case with this LDP which has been at the
City for approval since July 2016 and has been deferred to date because of the City’s
urban amenity concerns. This LDP was included in the Council Forum Presentation as
one of the LDPs which has been subject to significant delay.

Unlike a number of other similar LDP applications which were presented at the Forum,
and further considered at previous Council meetings for determination, this LDP has not
been considered to date due to ongoing discussion between City Officers and the
proponent to finalise the recommended additional design provisions. These provisions
have now been added to the LDP.

For this LDP, a total of 8 lots have frontages of 7.5m or less with 15 lots being between
8.2 metres and 10 metres in width. There are no 5m wide lots on this LDP. City Officers
have liaised with the applicant who has agreed to introduce some additional provisions for
built form to help contribute to achieving a good quality of streetscape and provide a mix
of housing designs.

The draft LDP also specifies quiet house design provisions to mitigate noise transfer
between buildings on narrower lots (7.5m wide or less). The proposed provisions are
consistent with those that have been applied to other LDPs within the City of Kwinana
containing narrow lots.

The Draft LDP (refer Attachments B & C) has been assessed and supported by City
Officers on the basis of these amendments.

OFFICER RECOMMENDATION:

That Council approves Local Development Plan No. 5 for Stages 3-5 Honeywood Rise
Estate, Wandi (as per Attachments B and C), pursuant to Clause 52(1)(a) of Schedule 2 —
Deemed Provisions for Local Planning Schemes of the Planning and Development (Local
Planning Schemes) Regulations 2015.

DISCUSSION:

Land Status

Metropolitan Region Scheme: ‘Urban’ Zone

Town Planning Scheme No. 2: Residential R20, R25, R30 and R60

A LDP is a planning tool which allows certain design requirements, either in addition to or
in variance to those stipulated under the Scheme and R-Codes to be imposed on
subsequent development of land. These requirements will often cover aspects including
dwelling placement and design, solar orientation, private open space, setbacks, garage
placement and design, fencing, store areas and service provision. Requirements vary
depending on the type of land and design outcome trying to be achieved.

Most important is the LDP’s ability to vary R-Code provisions, where such variations are
needed to achieve the most optimal design outcome.
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The Draft LDP (Attachments B & C) has been specifically required as a condition of the
WAPC subdivision approval for the subject land. Consistent with the Scheme, the Draft
LDP establishes design requirements relating to:

1. Dwelling setbacks;

2. Open space;

3. Built form addressing primary and secondary street frontages; and
4. Vehicular access and garages/carports.

Built Form and Streetscape

There has been considerable discussion at City Officer and Councillor level about the
most appropriate built form and streetscape outcomes for small lot subdivisions with
narrow lot frontages. Councillors will be aware via a number of Councillor Forums that the
City is presently progressing towards the completion of an Urban Amenity Strategy and a
number of accompanying policies. This work is being undertaken in conjunction with key
stakeholders to seek to achieve improved urban amenity across the City.

One response being considered by Council has been the application of mandatory two
storey development of lots at, or less than, 7.5 metres in width, as well as additional
design criteria for lots with widths between 10 metres and 7.5 metres to seek to achieve
better amenity outcomes and scaled development.

In this respect, a number of LDPs which are in process have been set aside pending the
formulation of a final policy position from Council. It has become apparent however, that
many of these LDPs are now urgent and further delay will adversely affect local
developers and significantly impact on new lot growth in the City.

As such City Officers have recommended progression of some of the LDPs to finalisation.
In some instances, there were relatively minor modifications to previously approved LDPs
(where often, lots have already been sold and approvals in place). In these cases, City
Officers have not sought to introduce any additional provisions addressing built form.

In other instances however, where the LDPs are for newly created subdivisions (such as
this LDP), City Officers have liaised with the applicant and have sought additional
provisions aimed at delivering better built form outcomes. This is the case with this LDP
which has been at the City for approval since July 2016 and has been deferred to date
because of the City’s urban amenity concerns. This LDP was included in the Council
Forum Presentation as one of the LDPs which has been subject to significant delay.

This application was not presented at the previous Council meetings where a number of
similar LDPs were presented for determination as City Officers and the proponent were
still discussing the recommended additional design provisions. These additional
provisions have now been added to the LDP.

In response to ongoing issues regarding builders/landowners removing street trees, the
approximate location of street trees has been shown on the draft LDP. The street trees
will be provided by the developer and maintained for a minimum of two years. The LDP
states that the street trees are not be relocated or removed by landowners. City Officers
are supportive of this provision as it would alert potential purchasers/landowners to the
location of street trees and the need for their continued protection.
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A total of 8 lots on this LDP have frontages of 7.5m or less. In this regard, the following
additional provisions have been recommended for inclusion on this LDP;

a) Articulation in the dwelling fagade (i.e. varied wall setbacks);

b) A mix of building materials, colours and finishes (e.g. render, brick, cladding);

¢) Major habitable room openings, incorporating large windows to provide street
surveillance;

d) Roof forms that incorporate either gables, eaves, veranda or a feature portico; and

e) The wall plate height on the front elevation shall be a minimum of 28 courses.

City Officers have reviewed these provisions and believe that they will help contribute to
achieving a better quality of streetscape and provide a mix of housing designs.

There are 15 lots on the LDP between 8.2 metres and 10 metres in width. No additional
provisions have been applied to these lots.

Fire Management

The draft LDP also indicates the lots that are subject to specific building design
requirements for bushfire in accordance with the Bush Fire Attack Level (BAL) ratings as
specified in the Fire Management Plan for this area. The proposed BALs were reviewed
by the City’s Fire Consultant who agreed with the findings.

Noise Management

The draft LDP also identifies lots potentially affected by noise emanating from the
Kwinana Freeway and Anketell Road. A Noise Assessment was undertaken which
identifies the lots that are subject to Noise Package requirements. Dwellings on these lots
are to be constructed as per the ‘Deemed to Comply Noise Insulation Package A’
specifications in accordance with State Planning Policy (SPP) 5.4.

Quiet House Design

The draft LDP specifies quiet house design provisions to mitigate noise transfer between
buildings on narrow lots (7.5m wide or less). The proposed provisions are consistent with
those that have been applied to other LDPs within the City of Kwinana containing narrow
lots.

Conclusion

The LDP will be a single point of reference that will provide clarity and certainty to
builders, property owners and City Officers.

LEGAL/POLICY IMPLICATIONS:

For the purpose of Councillors considering financial or impartiality interests, the land
owner is Satterley Property Group and the applicant is Rowe Group.

The following strategic and policy based documents were considered in assessing the
application;




15.4 ADOPTION OF LOCAL DEVELOPMENT PLAN NO. 5 — STAGES 3-5 HONEYWOOD RISE
ESTATE, WANDI

FINANCIAL/BUDGET IMPLICATIONS:

City of Kwinana Town Planning Scheme No. 2

State Planning Policy No. 3.1 (Residential Design Codes of Western Australia)
Liveable Neighbourhoods Operational Policy

WAPC Planning for Bushfire Protection Guidelines (Edition 2) (2010)

WAPC Draft Planning for Bushfire Risk Management Policy

Local planning and other related policies.

There are no financial or budget implications as a result of this application.

ENVIRONMENTAL IMPLICATIONS:

The LDP encourages the use of passive solar urban design. Quiet house design
provisions are included in the LDP.

STRATEGIC/SOCIAL IMPLICATIONS:

LDPs allow for variations to the Scheme and R-Codes which take into account specific
site characteristics and configuration of lots, particularly smaller lots. The use of such
mechanisms is common practice, and is encouraged to allow for the most optimal form of
urban development to occur.

RISK IMPLICATIONS:

Council approves development under its Town Planning Scheme to meet its statutory
obligations and facilitate proper and orderly development of the municipality.

The Draft LDP seeks to include the construction standards required for bushfire
protection. It is anticipated that compliance with the stipulated BAL ratings would reduce
the occurrence of and minimise the impact of bushfires thereby reducing the threat to life,
property and the environment.

COUNCIL DECISION
352
MOVED CR P FEASEY SECONDED CR R ALEXANDER

That Council approves Local Development Plan No. 5 for Stages 3-5 Honeywood
Rise Estate, Wandi (as per Attachments B and C), pursuant to Clause 52(1)(a) of
Schedule 2 — Deemed Provisions for Local Planning Schemes of the Planning and
Development (Local Planning Schemes) Regulations 2015.

CARRIED
6/0
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16 Reports — Civic Leadership

16.1 Budget Variations to restrict funds for 2015/2016 projects and rebudget

in 2016/2017 budget
SUMMARY:

To amend the 2016/2017 budget to reflect various adjustments to the General Ledger
with nil effect to the overall budget as detailed below due to incomplete projects at 30
June 2016.

OFFICER RECOMMENDATION:

1.  That the required budget variations to the Adopted Budget for 2016/2017 as
outlined below be approved.

NOTE: AN ABSOLUTE MAJORITY OF COUNCIL IS REQUIRED
DISCUSSION:

As part of the budget process a preliminary carried forward budget of expected capital
and operating projects that would not be completed by the 30 June 2016 was approved
by Council at the 11 May 2016 Ordinary Council Meeting to transfer these funds into the
Restricted Grants and Contributions Reserve to be used in the 2016/2017 financial year.
The amounts presented to Council to be transferred into reserve were a 30 June estimate
at the time of the 11 May 2016 Ordinary Council Meeting.

As the accounts for the financial year ending 30 June 2016 have now been finalised, the
actual carried forward amounts for each of the capital and operating projects have been
determined. The following budget variations are required to correct the relevant revenue
and offsetting expenditure accounts that will allow these projects to be completed in the
2016/2017 financial year.

These changes are simply a ‘tidying up’ exercise to show accuracy in the carried forward
projects, there is nil impact on the 2016/2017 budget.

Key:
Adopted Budget: Included in Adopted Budget 2016/2017 at Special Council Meeting 6
July 2016

Revised Budget: Revised amount to appear in the 2016/2017 Budget which has been
derived from actual balance of project for year ending 30 June 2016

Variation: Required amendment to Budget 2016/2017

Adopted Budget 2016/2017

Grants and Contributions:

1. Calista Destination Park - Adventure Playground - Tender 590KWN15 awarded on

14/10/2015. Contractor delays extended estimated date of practical completion to
September 2016, with a three month maintenance period to December 2016.

Total Cost Grants and Tfr from Name of Reserve
Contrib. Reserve
Adopted | 1,700,000 1,280,000 420,000 Future Community
Revised 2,125,719 1,280,000 845,719 Future Community and various DCAs (detailed below in item 2
of the budget variations)
Variation 425,719 - 425,719




16.1 BUDGET VARIATIONS TO RESTRICT FUNDS FOR 2015/2016 PROJECTS AND REBUDGET IN
2016/2017 BUDGET

2. Water Wise Project — water efficiency measures for Council facilities. Confirmation of
funding (Water Corporation) not received in time to commence or complete this
project within the 2015/2016 budget year.

Total Cost Grants and Tfr from Name of Reserve
Contrib. Reserve

Adopted 22,000 - 22,000 Restricted Grants and Contributions

Revised 22,000 3,602 18,398 Restricted Grants and Contributions

Variation - 3,602 (3,602)

3. Kwinana Outdoor Youth Space KOYS - Grant funded project incomplete at 30 June
2016
Total Cost Grants and Tfr from Name of Reserve

Contrib. Reserve

Adopted 1,470,505 700,000 770,505 Future Community Infrastructure

Revised 1,270,505 500,000 770,505 Future Community Infrastructure

Variation (200,000) (200,000) -

Additional Projects for 2016/2017 Budget

As part of the finalisation of the accounts for financial year 30 June 16 the following
projects were identified as being required to be carried forward. These projects were not
submitted as possible carried forward at the time of the 11 May 2016 Ordinary Council
Meeting or are funds for 2016/2017 financial year which were received in advance in
2015/2016 financial year. These amounts will be transferred to or are currently in the
Restricted Grants and Contributions Reserve to be used in the 2016/2017 financial year.
The following budget variations are required to correct the relevant revenue and offsetting
expenditure accounts that will allow these projects to be completed in the 2016/2017
financial year.

Grants and Contributions:

1. Supply and installation of 25 CCTV'’s Safer Streets Program - Grant funded project
incomplete at 30 June 2016 due to pit and conduit issue within the City Centre. Grant
funding extension has been granted by the Office of the Attorney General.

Total Cost Grants and Tfr from Name of Reserve
Contrib. Reserve

Adopted - - -

Revised 126,236 15,000 111,236 Restricted Grants and Contributions

Variation 126,236 15,000 111,236 Restricted Grants and Contributions

2. DFES ESL Grant 16/17 - Department of Fire & Emergency Services Quarterl paid in
2015/16
Total Cost Grants and Tfr from Name of Reserve

Contrib. Reserve

Adopted 154,750 154,750 -

Revised 154,750 116,062 38,688 Restricted Grants and Contributions

Variation - (38,688) 38,688 Restricted Grants and Contributions

3. Sloans Reserve Outdoor Fitness Equipment Project - Grant funded project (Federal
funding) incomplete at 30 June 2016
Total Cost Grants and Tfr from Name of Reserve

Contrib. Reserve

Adopted - - -

Revised 37,348 - 37,348 Restricted Grants and Contributions.

Variation 37,348 - 37,348 Restricted Grants and Contributions




16.1 BUDGET VARIATIONS TO RESTRICT FUNDS FOR 2015/2016 PROJECTS AND REBUDGET IN
2016/2017 BUDGET

4, Johnson Road Urban Streetscape Project - Grant funded project (Federal funding)
incomplete at 30 June 2016
Total Cost Grants and Tfr from Name of Reserve
Contrib. Reserve
Adopted - - -
Revised 3,088 - 3,088 Restricted Grants and Contributions
Variation 3,088 - 3,088 Restricted Grants and Contributions
5. Challenger Beach Rehabilitation Project - Grants funds (Alcoa) received for 2016/17
project in prior financial year.
Total Cost Grants and Tfr from Name of Reserve
Contrib. Reserve
Adopted 16,000 16,000 -
Revised 16,000 - 16,000 Restricted Grants and Contributions
Variation - (16,000) 16,000 Restricted Grants and Contributions
6. BP Coastcare — BP Refinery - Incomplete grant funded project - funds received for the
calendar year ending December 2016
Total Cost Grants and Tfr from Name of Reserve
Contrib. Reserve
Adopted - - -
Revised 1,812 - 1,812 Restricted Grants and Contributions
Variation 1,812 - 1,812 Restricted Grants and Contributions
7. SMCC Challenger Beach Coastal Rehabilitation Project - Incomplete grant funded
(Alcoa) project that operates for a calendar year
Total Cost Grants and Tfr from Name of Reserve
Contrib. Reserve
Adopted - - -
Revised 10,937 - 10,937 Restricted Grants and Contributions
Variation 10,937 - 10,937 Restricted Grants and Contributions
8. SMCC Kwinana Industrial Area Coastcare in the KIA - Incomplete grant funded
(KIC)project with a completion date as per the agreement of July 2016
Total Cost Grants and Tfr from Name of Reserve
Contrib. Reserve
Adopted - - -
Revised 13,250 - 13,250 Restricted Grants and Contributions
Variation 13,250 - 13,250 Restricted Grants and Contributions
9. SMCC Tronox Adopt a Beach Community project - Grant funded project - Incomplete
at 30 June 2016. Project has now been approved by Tronox for 2017.
Total Cost Grants and Tfr from Name of Reserve
Contrib. Reserve
Adopted - - -
Revised 712 - 712 Restricted Grants and Contributions
Variation 712 - 712 Restricted Grants and Contributions
10. SMCC Degremont (proAlliance) Adopt a Beach Partnership - Grant funded project -
Incomplete at 30 June 2016
Total Cost Grants and Tfr from Name of Reserve
Contrib. Reserve
Adopted - - -
Revised 5,958 - 5,958 Restricted Grants and Contributions
Variation 5,958 - 5,958 Restricted Grants and Contributions




16.1 BUDGET VARIATIONS TO RESTRICT FUNDS FOR 2015/2016 PROJECTS AND REBUDGET IN
2016/2017 BUDGET

11. Perth Region NRM Support for South Metro Coastcare - Incomplete grant funded
(Natural Resource Management) project that operates for a calendar year and will be
continued in the next financial year.

Total Cost Grants and Tfr from Name of Reserve
Contrib. Reserve

Adopted - - -

Revised 4,646 - 4,646 Restricted Grants and Contributions

Variation 4,646 - 4,646 Restricted Grants and Contributions

12. Swan Alcoa Landcare Program — Lake Magenup Revegetation and Regeneration
Wandi - Grant funded project - Incomplete at 30 June 2016.

Total Cost Grants and Tfr from Name of Reserve
Contrib. Reserve

Adopted - - -

Revised 4,549 - 4,549 Restricted Grants and Contributions

Variation 4,549 - 4,549 Restricted Grants and Contributions

13. Caring for the Coast in the Kwinana/Rockingham Region — BHP Billiton - Grant
funded project - Incomplete at 30 June 2016
Total Cost Grants and Tfr from Name of Reserve

Contrib. Reserve

Adopted - - -

Revised 446 - 446 Restricted Grants and Contributions

Variation 446 - 446 Restricted Grants and Contributions

14. Connections Your Next Step Youth Forum - 2016/17 grant funded (National Disability
Services) project received in advance
Total Cost Grants and Tfr from Name of Reserve

Contrib. Reserve

Adopted 2,000 2,000 -

Revised 2,000 - 2,000 Restricted Grants and Contributions

Variation - (2,000) 2,000 Restricted Grants and Contributions

15. Freakfest - 2016/17 grant funded (International Power) project received in advance
Total Cost Grants and Tfr from Name of Reserve

Contrib. Reserve

Adopted 5,000 5,000 -

Revised 5,000 - 5,000 Restricted Grants and Contributions

Variation - (5,000) 5,000 Restricted Grants and Contributions

16. Silversport - 2016/17 grant funded (Department of Sport and Recreation) program that
was paid in advance
Total Cost Grants and Tfr from Name of Reserve

Contrib. Reserve

Adopted 77,500 77,500 -

Revised 77,500 - 77,500 Restricted Grants and Contributions

Variation - (77,500) 77,500 Restricted Grants and Contributions

17. Community Energy Efficiency Grant Round 2 (CEEP) - Grant funded project
incomplete at 30 June 2016 due to significant delays with the pool plant refit and the
main Recquatic switchboard. Monitoring can not be completed until these issues are
rectified.

Total Cost Grants and Tfr from Name of Reserve
Contrib. Reserve

Adopted - - -

Revised 4,512 - 4,512 Restricted Grants and Contributions

Variation 4,512 - 4,512 Restricted Grants and Contributions




16.1 BUDGET VARIATIONS TO RESTRICT FUNDS FOR 2015/2016 PROJECTS AND REBUDGET IN
2016/2017 BUDGET

18. NAIDOC Week 2016 - Grant funded project incomplete at 30 June 2016.
Total Cost Grants and Tfr from Name of Reserve
Contrib. Reserve
Adopted - - -
Revised 1,635 - 1,635 Restricted Grants and Contributions
Variation 1,635 - 1,635 Restricted Grants and Contributions
19. Noongar Coastal Trail - Grant funded (Natural Resource Management) project
incomplete at 30 June 2016: the remaining grant funds from Perth NRM will be used
to finalise the installation and the launch of the project.
Total Cost Grants and Tfr from Name of Reserve
Contrib. Reserve
Adopted - - -
Revised 3,649 - 3,649 Restricted Grants and Contributions
Variation 3,649 - 3,649 Restricted Grants and Contributions
20. SMCC Local Government Contribution to Coastcare 2013/2014 - Grant funded
(Natural Resource Management) project. Incomplete at 30 June 2016.
Total Cost Grants and Tfr from Name of Reserve
Contrib. Reserve
Adopted - - -
Revised 5,071 - 5,071 Restricted Grants and Contributions
Variation 5,071 - 5,071 Restricted Grants and Contributions

Works not completed in 2015/16:

1. Admin Building Recabling - 2015/16 project incomplete at 30 June 2016. Not
complete due to contractor going into liquidation.
Total Cost Grants and Tfr from Name of Reserve
Contrib. Reserve
Adopted - - -
Revised 21,852 - 21,852 Restricted Grants and Contributions
Variation 21,852 - 21,852 Restricted Grants and Contributions

The following budget items require variations to the adopted budget 2016/2017:

ITEM
#

1

LEDGER

ACCOUNT

900024.178

800002.1813

700019.1918

700019.1920

700019.1922

700019.1923

700019.1924

700019.1917
600008.1568

DESCRIPTION
Surplus Brought Forward 1
July
Transfer To Reserve —
Restricted Grants and
Contributions

OPERATING  INCREASE/
BUDGET DECREASE
1,000,000 241,890
Nil (241,890)

REVISED
BUDGET

1,241,890

(241,890)

Transfer $241,890 from Surplus to Restricted Grants and Contributions

Reserve.

Transfer From Reserve - DCA
9 - Soft Infra - Wandi/Anketell
Transfer From Reserve - DCA
11 - Soft Infra - Wellard East
Transfer From Reserve - DCA
13 - Soft Infrastructure -
Bertram

Transfer From Reserve - DCA
14 - Soft Infra - Wellard/Leda
Transfer From Reserve - DCA
15 - Soft Infrastructure -
Townsite

Transfer From Reserve -
Future Community
Infrastructure

Capital Expense

230,000 46,307
Nil 18,441
Nil 10,121
Nil 59,912
Nil 7,620
790,031 283,318
(4,061,862) (425,719)

276,307

18,441

10,121

59,912

7,620

1,073,349
(4,487,581)




16.1 BUDGET VARIATIONS TO RESTRICT FUNDS FOR 2015/2016 PROJECTS AND REBUDGET IN
2016/2017 BUDGET

Reason:

700019.1813
600008.1568

Reason:

300142.1003
600008.1568

Reason:

700013.1813
300147.1002

Reason:

700044.1813
300178.1002
600016.1002

Reason:

700068.1813

300114.1314

Reason:

700002.1813

600002.1001

Reason:

700090.1813

600009.1568

Reason:

Recreation and Culture Grounds — transfer of funds from the Future
Community Infrastructure Reserve and various DCA Reserves for the
Calista Destination Park in 2016/2017.

(Refer Adopted Budget 2016/2017 - Grants and Contributions Item 1)
Transfer From Reserve —

Restricted Grants and

Contributions 446,324 37,348 483,672
Capital Expense (4,487,581) (37,348) (4,524,929)
Recreation and Culture Grounds — transfer of funds from the Restricted
Grants and Contributions Reserve for the Public open space upgrade
Sloans Reserve in 2016/2017.

(Refer Additional Projects for 2016/2017 Budget - Grants and
Contributions Item 3)

Capital Revenue 2,030,000 (200,000) 1,830,000
Capital Expense (4,524,929) 200,000 (4,324,929)
Recreation and Culture Grounds — revenue less than adopted budget for
the Kwinana Outdoor Youth Space skate park in 2016/2017.

(Refer Adopted Budget 201672017 - Grants and Contributions Item 3)
Transfer From Reserve -

Restricted Grants and

Contributions 107,810 (3,602) 104,208
Capital Revenue 25,000 3,602 28,602
Recreation and Culture Facility — revenue less than adopted budget for the
Water Wise project in 2016/2017.

(Refer Adopted Budget 2016/2017 - Grants and Contributions Item 2)
Transfer From Reserve -

Restricted Grants and

Contributions Nil 111,236 111,236
Capital Revenue Nil 15,000 15,000
Capital Expense (15,334) (126,236) (141,570)

Law Order and Public Safety Facility — transfer of funds from the
Restricted Grants and Contributions Reserve and revenue in excess of
adopted budget for the CCTV Safer Streets project in 2016/2017.

(Refer Additional Projects for 2016/2017 Budget - Grants and
Contributions Item 1)

Transfer From Reserve -

Restricted Grants and

Contributions Nil 38,688 38,688
Operating Revenue 154,750 (38,688) 116,062
FESA ESL Grant — transfer of funds from the Restricted Grants and
Contributions Reserve for the FESA ESL Grant in 2016/2017, grant income
received in 2015/2016.

(Refer Additional Projects for 2016/2017 Budget - Grants and
Contributions Item 2)

Transfer From Reserve -

Restricted Grants and

Contributions 217,745 21,852 239,597
Capital Expense (255,245) (21,852) (277,097)
Computing Infrastructure — transfer of funds from the Restricted Grants
and Contributions Reserve for the Administration building recabling in
2016/2017.

(Refer Additional Projects for 201672017 Budget - Works Not completed
Item 1)

Transfer From Reserve -

Restricted Grants and

Contributions Nil

Capital Expense (100,000)

3,088
(3,088)

3,088
(103,088)

Transport Grounds — transfer of funds from the Restricted Grants and
Contributions Reserve for the Johnson Road Urban Streetscape Project in
2016/2017.

(Refer Additional Projects for 2016/2017 Budget - Grants and
Contributions Item 4)




16.1 BUDGET VARIATIONS TO RESTRICT FUNDS FOR 2015/2016 PROJECTS AND REBUDGET IN
2016/2017 BUDGET

Transfer From Reserve -

10 Restricted Grants and
700015.1813 Contributions Nil 77,500 77,500
300158.1600 Operating Revenue 216,750 (77,500) 139,250

CDO Recreation and Leisure — transfer of funds from the Restricted Grants
and Contributions Reserve for the Silver Sport program in 2016/2017,
Reason: grant income received in 2015/2016.

(Refer Additional Projects for 2016/2017 Budget - Grants and
Contributions Item 16)
Transfer from Reserve -

11 700024.1813 Restricted Grants and
Contributions 13,636 51,893 65,529

400567.1600 Operating Expense (347,886) (51,893) (399,779)
Natural Environment — transfer of funds from the Restricted Grants and
Contributions Reserve for the following projects in 2016/2017 —
BP Coastcare Project
SMCC Challenger Beach Coastal Rehabilitation
SMCC KIA Coastcare in the KIA
SMCC Tronox Adopt a Beach
SMCC Degremont Adopt a Beach
Reason: Perth Region NRM Support for South Metro Coastcare
Swan Alcoa Landcare Program
Caring for the Coast in the Kwinana/Rockingham Region
Community Energy Efficiency Round 2 (CEEP)
SMCC Local Government Contribution to Coastcare
(Refer Additional Projects for 2016/2017 Budget - Grants and
Contributions Items 6-13,17,20)

Transfer from Reserve -
12 700024.1813 Restricted Grants and
Contributions 65,529 16,000 81,529
300130.1600 Operating Revenue 77,250 (16,000) 61,250
Natural Environment — transfer of funds from the Restricted Grants and
Contributions Reserve for the Challenger Beach Rehabilitation Project
Reason: in 201672017, grant income received in 2015/2016.
(Refer Additional Projects for 2016/2017 Budget - Grants and
Contributions Item 5)
Transfer From Reserve -

13 Restricted Grants and
700037.1813  Contributions Nil 10,284 10,284
400089.1600 Operating Expense (187,486) (10,284) (197,770)

CDO Arts and Culture — transfer of funds from the Restricted Grants and
Contributions Reserve for the following projects in 2016/2017 —
NAIDOC Week 2016

Reason: Noongar Coastal Trail
(Refer Additional Projects for 2016/2017 Budget - Grants and
Contributions Item 18-19)

Transfer From Reserve -

14 Restricted Grants and
700042.1813  Contributions Nil 5,000 5,000
300129.1600 Operating Revenue 46,550 (5,000) 41,550

Youth Centre — transfer of funds from the Restricted Grants and

Contributions Reserve for the Freakfest event in 2016/2017, grant income
Reason: received in 2015/2016.

(Refer Additional Projects for 2016/2017 Budget - Grants and

Contributions Item 15)

Transfer From Reserve -

15 Restricted Grants and
700042.1813 Contributions 5,000 2,000 7,000
300129.1600 Operating Expense 41,550 (2,000) 39,550

Youth Centre — transfer of funds from the Restricted Grants and

Contributions Reserve for the Connections Your Next Step forum in
Reason: 201672017, grant income received in 2015/2016.

(Refer Additional Projects for 2016/2017 Budget - Grants and

Contributions Item 14)




16.1 BUDGET VARIATIONS TO RESTRICT FUNDS FOR 2015/2016 PROJECTS AND REBUDGET IN
2016/2017 BUDGET

LEGAL/POLICY IMPLICATIONS:

The Local Government Act 1995 Part 6 Division 4 s 6.8 (1) requires the local government
not to incur expenditure from its municipal fund for an additional purpose except where
the expenditure-

(b) is authorised in advance by resolution*

“additional purpose” means a purpose for which no expenditure estimate is included in the
local government’s annual budget.

*requires an absolute majority of Council.

6.11. Reserve accounts

(1) Subject to subsection (5), where a local government wishes to set aside money
for use for a purpose in a future financial year, it is to establish and maintain a
reserve account for each such purpose.

(2) Subject to subsection (3), before a local government —
(@) changes* the purpose of a reserve account; or
(b) uses* the money in a reserve account for another purpose,
it must give one month’s local public notice of the proposed change of purpose or
proposed use.
* Absolute majority required.

(3) Alocal government is not required to give local public notice under subsection (2)
(a) where the change of purpose or of proposed use of money has been

disclosed in the annual budget of the local government for that financial
year; or

(b) in such other circumstances as are prescribed.

(4) A change of purpose of, or use of money in, a reserve account is to be disclosed
in the annual financial report for the year in which the change occurs.

(5) Regulations may prescribe the circumstances and the manner in which a local
government may set aside money for use for a purpose in a future financial year
without the requirement to establish and maintain a reserve account.

Local Government (Financial Management) Regulations 1996

18. When local public notice not required for change of use of money in reserve account
(Act s. 6.11(3)(b))
A local government is not required to give local public notice of a proposed change of use
of money in a reserve account —
(a) where the money is to be used to meet expenditure authorised by the mayor or
president under section 6.8(1)(c); or
(b) where the total amount to be so used does not exceed $5 000 in a financial year.

FINANCIAL/BUDGET IMPLICATIONS:
The financial implications have been detailed in this report.

*NOTE: All figures are exclusive of GST




16.1 BUDGET VARIATIONS TO RESTRICT FUNDS FOR 2015/2016 PROJECTS AND REBUDGET IN
2016/2017 BUDGET

ASSET MANAGEMENT IMPLICATIONS:
The allocation of funds towards the upgrading and renewal of existing City assets in the

capital expenditure items is in line with the Asset Management Strategy and will reduce
the current asset management gap.

ENVIRONMENTAL IMPLICATIONS:

No environmental implications have been identified as a result of this report or
recommendation.

STRATEGIC/SOCIAL IMPLICATIONS:
Council’'s Strategic Community Plan for the period 2015 to 2025 provides that Council will

ensure the future sustainability of the City of Kwinana through the implementation of
sound revenue and expenditure policies, and seeking additional revenue sources.

RISK IMPLICATIONS:
Refer to Legal/Policy comments for risk implications.
COUNCIL DECISION

353
MOVED CR S MILLS SECONDED CR R ALEXANDER

1. That the required budget variations to the Adopted Budget for 2016/2017 as
outlined below be approved.

CARRIED BY AN ABSOLUTE MAJORITY OF COUNCIL
6/0




16.2  Accounts for Payment up to 30 September 2016

SUMMARY:

This is a List of Accounts paid by the City of Kwinana.

OFFICER RECOMMENDATION:

That the List of Accounts paid for the period ended 30 September 2016 be noted.

DISCUSSION:

The following list of accounts summarises all cheques and electronic funds transfer (EFT)
drawn for the period to 30 September 2016. It is in agreement with the attached List of
Accounts.

FUND CHEQUE NO AMOUNT TOTAL
MUNICIPAL A/C Cheque #200000 to

200081

EFT # 3344 to 3359

Creditors Cheques and $5,956,872.53
EFT

Non Creditors Cheques $ 26, 591.54

Payroll 14/09/16, $

28/09/16, Payroll interim 1,246,856.15

19/09/2016
TRUST A/C EFT NO $ N/A
TOTAL PAID $7,230,320.22
Cancelled Cheques/EFT $ 1,225.60

LEGAL/POLICY IMPLICATIONS:

In accordance with Local Government (Financial Management) Regulations 1996,
Regulation 13 where the power has been delegated to the Chief Executive Officer (CEO),
a list of accounts paid by the CEO is to be prepared and presented to Council each
month. The list is to show each payment, payee’s name, payment amount and date of
payment and sufficient information to identify the transaction.




16.2 ACCOUNTS FOR PAYMENT UP TO 30 SEPTEMBER 2016

FINANCIAL/BUDGET IMPLICATIONS:

Various, but understood to be consistent with budget/budget review position and
allowable variations therein

ASSET MANAGEMENT IMPLICATIONS:

No asset management implications have been identified as a result of this report or
recommendation.

ENVIRONMENTAL IMPLICATIONS:

No environmental implications have been identified as a result of this report or
recommendation.

STRATEGIC/SOCIAL IMPLICATIONS:

No strategic implications have been identified as a result of this report or
recommendation.

RISK IMPLICATIONS:

No risk implications have been identified as a result of this report or recommendation.
COUNCIL DECISION

354
MOVED CR R ALEXANDER SECONDED CR B THOMPSON

That the List of Accounts paid for the period ended 30 September 2016 be noted.

CARRIED
6/0


































Additional Page 11 to include Payroll Payments

28/09/2016 City of Kwinana
19/09/2016  City of Kwinana
14/09/2016 City of Kwinana

Payroll f/e 28/09/2016
Payroll interim f/e 19/09/2016
Payroll f/e 14/09/2016

$565,944.13
$96,501.51
$584,410.51

Total: Payroll 5 $1,246,856.15
Total: Creditors, Non Creditors 507 $5,984,689.67
Less Cancelled Cheques -$1,225.60
Grand Total: 512 $7,230,320.22




16.3

SUMMARY:

Monthly Statement of Financial Activity for the Period Ending 31
August 2016

The Monthly Statement of Financial Activity and explanation of material variances for the
period ending 31 August 2016 has been prepared for Council acceptance.

OFFICER RECOMMENDATION:

That Council accepts:

1.  The Monthly Statements of Financial Activity for the period ending 31 August

2016; and

2.  The explanations for material variances for the period ending 31 August 2016.

DISCUSSION:

Variance percentages between budget estimates to the end of August and actual
amounts to the end of August have been presented in the attached Statement of Financial

Activity.

The material variances that are required to be reported on are:

Description

Actual

Y-T-D
Budget

Variance
(%)

Directorate Corporate and Engineering

; 1,791,546 1,602,997 A 11.76%
Services Revenue
Directorate City Development Revenue 895,309 1,157,379 v 22.64%
Directorate City Living Expenditure (4,029,753) (5,089,588) | v 20.82%
Directorate City Development o
Expenditure (478,923) (763,891) v 37.30%
Contributions for the Development of 1,436,113 340,935 A 321.23%
Assets
Purchase Transportation Vehicles (63,751) (238,000) v 73.21%
Transfers to Reserves 11,676 504,604 v 97.69%

Note: A negative (%) variance indicates additional expenditure or reduced revenue than
budgeted. A positive % variance indicates additional revenue or reduced expenditure

than budgeted.

Directorate Corporate and Engineering Services Revenue — 11.76%

This area shows increased income mainly due to the following areas:
a. Financial Services (Finance) — the final dividend relating to matter number NSD

656 of 2013 was received on 1 July 2016. No budget was included as it was

uncertain whether the Class action would be successful or finalised; nor was the
likely value of any payment known at the setting of the budget.
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Directorate City Development Revenue — 22.64%
This area shows reduced revenue mainly due to the following areas:

a. Planning and Building Services (Developer Contributions Administration) —
developer contributions towards soft infrastructure within Wandi and Anketell
(Honeywood Rise Stage 6 - DCA 9) and Bertram (Cassia North - DCA 15) are
lower than anticipated as development has not occurred as planned. These areas
will likely be included in the annual budget review if current trend continues.

Directorate City Living Expenditure — 20.82%
This area shows reduced expenditure mainly due to the following areas:

a. Community Development (CDO Arts and Culture) — employee costs associated
with the vacant Place and Partnerships Co-ordinator role have resulted in savings
to date and projects to be undertaken by this person are yet to commence
resulting in a timing variance.

b. Community Services (Community Services Admin) — employee costs associated
with the vacant Engagement Officer role have resulted in savings to date.

c. Environmental Health Services (Waste Management) — consultancy costs
associated with waste management planning are yet to be realised.

d. Facilities Management (Building Services) — purchase orders are in the system
and works are underway.

Directorate City Development Expenditure — 37.30%
This area shows reduced expenditure mainly due to the following areas:

a. Planning and Building Services (Building Control/Approvals) — recruitment of the
vacant Building Surveyor position has been deferred pending the submission of a
business case.

b. Planning and Building Services (Developer Contributions Administration) — City
contributions required under the Wellard Village Agreement are payable upon
request for clearance by Developers however no applications had been lodged at
reporting date.

c. Planning and Building Services (Statutory Planning/Approvals) — recruitment of the
vacant Planning Compliance Technical position was deferred due to Officer
secondment and a business case is to be prepared.

d. Planning and Building Services (Strategic Planning) — consultants have been
engaged to undertake works on the Urban Amenities Strategy, purchase orders
are in the system and invoices are expected.

Contributions for the Development of Assets — 321.23%
The third milestone payment for the Adventure Park was received from the Department of
Infrastructure earlier than had been anticipated resulting in a timing variance.

Purchase Transportation Vehicles — 73.21%

Vehicle purchases anticipated to have occurred during the month were delayed either due
to supplier lead time (or as result of the Human Resource (City Vehicles) policy review
that occurred late in 2015/16 to provide greater flexibility in makes and models and
minimising whole of life costs).

Transfers to Reserves — 97.69%

Transfers to Reserves are processed monthly as funds are received.
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Investment activity August 2016

o Tier 1 — Investment rates available to the City were not favourable therefore no
funds were invested in this tier.

o Tier 2 — Funds were allocated in accordance with the guidelines of the
Investment Policy.

o Tier 3 — Funds were allocated in accordance with the guidelines of the
Investment Policy.

. Tier 4 — Funds were allocated in accordance with the guidelines of the
Investment Policy.

LEGAL/POLICY IMPLICATIONS:

Local Government (Financial Management) Regulations — Clause 34.

FINANCIAL/BUDGET IMPLICATIONS:

As outlined in the ‘Discussion’ and ‘Risk’ sections.

ASSET MANAGEMENT IMPLICATIONS:

No asset management implications have been identified as a result of this report or
recommendation.

ENVIRONMENTAL IMPLICATIONS:

No environmental implications have been identified as a result of this report or
recommendation.

STRATEGIC/SOCIAL IMPLICATIONS:

Continuous monitoring and review ensures the future sustainability of the City through the
implementation of sound revenue and expenditure policies, and seeking additional
revenue sources.

RISK IMPLICATIONS:

The report is provided to highlight ‘over’ and ‘under’ provisions, revenues and
expenditures. Monitoring the City’s financials enables the City to suitably manage these

financial risks by allowing for suitable responsible adjustments to be proposed if
necessary. No such adjustments are considered to be required at this point in time.
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COUNCIL DECISION
355
MOVED CR P FEASEY SECONDED CR R ALEXANDER

That Council accepts:

1. The Monthly Statements of Financial Activity for the period ending 31
August 2016; and

2. The explanations for material variances for the period ending 31 August
2016.

CARRIED
6/0
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Estimated Surplus/(Deficit) July 1 B/Fwd

Revenues

Directorate City Strategy

Directorate Corporate & Engineering Services

Directorate City Living

Directorate City Development

Expenses

Directorate City Strategy

Directorate Corporate & Engineering Services

Directorate City Living

Directorate City Development

NET OPERATING RESULT EXCLUDING RATES

Adjustments for Cash Budget Requirements:
Non-Cash Expenditure and Revenue
(Profit) on Asset Disposals

Loss on Asset Disposals

Movement in Deferred Pensioner Rates
Movement in Employee Leave Provision

Depreciation on Assets

Capital Revenue

Grants/Contributions for Development of Assets
Proceeds from Disposal of Assets

Capital Expenditure

Purchase Furniture and Equipment
Purchase Computing Equipment
Purchase Plant and Machinery
Purchase Transportation Vehicles
Purchase Land and Buildings
Purchase Reserve Development
Purchase Playground Equipment

Purchase Infrastructure
Purchase Infrastructure
Purchase Infrastructure
Purchase Infrastructure
Purchase Infrastructure
Purchase Infrastructure
Purchase Infrastructure
Purchase Infrastructure
Purchase Infrastructure
Purchase Infrastructure
Purchase Infrastructure

- Urban Road Grant
- Black Spot Grani

- Roads to Recovery
- Road Resurfacing
- Street Lights

- Bus Shelters

- Footpaths

- Drainage

- Other Structures

- Municipal Roadworks
- Car Parks

Purchase of Land held for resale

Financing Expenditure & Revenue
Repayment of Loans Principal

Repayment of Liquidity Advance

Proceeds from New Loan Borrowings
Self-Supporting Loan Principal Revenue
Transfer from Loan Fund for Capital
Transfers to Reserves (Restricted Assets)
Transfers from Reserves (Restricted Assets)

Estimated Surplus/(Deficit) Year to Date

Amount Required to be Raised from Rates

FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016

CITY OF KWINANA
RATE SETTING STATEMENT by DIRECTORATE

NOTE August August 2016/17
2016 2016 Revised
Actual Y-T-D Budget Budget
$ $ $
7 2,180,925 1,000,000 1,000,000
1
139,815 158,116 507,395
1,791,546 1,602,997 5,260,171
7,727,528 7,826,029 16,205,012
895,309 1,157,379 8,373,574
10,554,198 10,744,521 30,346,152
1
(607,652) (659,196) (4,519,559)
(2,177,265) (2,067,850) (30,275,750)
(4,029,753) (5,089,588) (29,131,601)
(478,923) (763,891) (4,324,390)
(7,293,593) (8,580,525) (68,251,300)
3,260,605 2,163,996 (37,905,148)
4 - (16,875) (214,497)
- - 20,557
13,757 - -
- - 11,316,975
13,757 (16,875) 11,123,035
1,436,113 340,935 3,916,488
4 82,003 117,500 476,500
1,518,116 458,435 4,392,988
3 (14,288) (40,820) (98,820)
3 (10,470) (15,000) (470,245)
3 (286,755) (295,250) (864,750)
3 (63,751) (238,000) (590,000)
3 (85,591) (116,708) (2,120,084)
3 - (100,000 (1,256,527)
3 (657,521) - (3,087,836)
3 - - (1,109,133)
3 - - (22,000)
3 - - (979,398)
3 (1,364) - (22,000)
3 (214) - (25,000)
3 - - (50,000)
3 (600) - (230,000)
3 - - (320,000)
3 - - -
3 - - (316,558)
3 - - (115,000)
3 - -
(1,120,554) (805,778) (11,677,351)
5 - - (640,453)
5 - - (2,500,000)
5 - - 2,605,550
5 6,202 6,264 37,590
5 - - 62,705
6 (823,510) (994,979) (8,640,389)
6 11,676 504,604 7,219,358
(805,632) (484,111) (1,855,639)
7 39,314,464 36,678,116 -
8 (34,267,247) (34,362,449) (34,922,115)

This statement is to be read in conjunction with the accompanying notes
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Variance
Budget to Actual
YTD Y-T-D
$ %
(188,549) (11.76%)
262,070 22.64%
(1,059,835) 20.82%
(284,968) 37.30%
(1,095,178) (321.23%)
(174,249) 73.21%
492,928 97.69%



Revenues
General Purpose Funding
Governance
Law, Order, Public Safety
Health
Education and Welfare
Community Amenities
Recreation and Culture
Transport
Economic Services
Other Property and Services

Expenses Excluding Finance Costs
General Purpose Funding
Governance
Law, Order, Public Safety
Health
Education and Welfare
Community Amenities
Recreation & Culture
Transport
Economic Services
Other Property and Services

Finance Costs
Governance
Education and Welfare
Recreation & Culture
Transport

Grants/Contributions for the Development
of Assets

Profit on Disposal of Assets

(Loss) on Disposal of Assets

NET RESULT
Other Comprehensive Income

TOTAL COMPREHENSIVE INCOME

CITY OF KWINANA
STATEMENT OF COMPREHENSIVE INCOME BY PROGRAM
FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016

NOTE

August August 2016/17
2016 2016 Revised
Actual Y-T-D Budget Budget
$ $ $
35,988,255 35,734,475 38,834,295
95,562 82,534 113,895
19,330 63,154 446,539
13,370 25,054 384,632
1,008,497 1,060,291 6,068,114
7,075,720 7,267,377 14,012,608
331,828 444,384 3,042,950
1,166 120,500 261,984
239,588 271,360 1,564,439
48,129 20,966 324,314
44,821,445 45,090,095 65,053,770
(867,679) (1,474,893) (10,578,854)
(301,228) (374,874) (2,052,203)
(1,463,966) (1,425,873) (8,752,118)
(216,889) (247,275) (1,590,472)
(600,626) 47,018 (4,999,497)
(180,244) (257,474) (1,394,217)
(403,445) (496,591) (2,914,573)
(642,345) (746,163) (4,010,038)
(1,943,747) (2,621,664) (17,835,900)
(690,225) (902,088) (12,879,280)
(7,310,394) (8,499,877) (67,007,152)
632 (3,237) (63,009)
1,216 (5,769) (96,765)
12,092 (58,522) (886,255)
2,861 (13,120) (177,562)
16,801 (80,648) (1,223,591)
37,527,852 36,509,570 (3,176,973)
1,436,113 340,935 3,916,488
- 16,875 214,497
- - (20,557)
38,963,965 36,867,380 933,455
38,963,965 36,867,380 933,455

This statement is to be read in conjunction with the accompanying notes.
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CITY OF KWINANA
STATEMENT OF COMPREHENSIVE INCOME BY NATURE & TYPE
FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016

NOTE August August 2016/17
2016 2016 Revised
Actual Y-T-D Budget Budget
$ $ $
Revenues 1
Rates 8 34,267,247 34,362,449 34,922,115
Operating Grants, Subsidies & Contributions 1,801,051 2,868,910 13,820,217
Reimbursements and Donations 156,988 148,746 586,782
Fines & Penalties 7,539 25,916 186,000
Fees and Charges 7,064,878 7,012,534 11,781,944
Interest Earnings 592,432 371,834 1,967,000
Income from Property 263,105 293,872 1,757,512
Other Revenue 668,205 5,834 32,200
44,821,445 45,090,095 65,053,770
Expenses Excluding Finance Costs 1
Employee Costs (3,973,333) (5,347,269) (27,345,605)
Materials and Contracts (2,542,731) (2,211,786) (24,025,512)
Utilities Charges (gas, electricity, water, etc) (277,849) (384,583) (2,564,418)
Leases (4,525 (53,492) (320,935)
Depreciation on Non-current Assets - - (11,316,975)
Insurance Expenses (368,840) (319,520) (593,600)
Other Expenditure (143,116) (183,227) (840,107)
(7,310,394) (8,499,877) (67,007,152)
Finance Costs
Interest Expenses 5 16,801 (80,648) (1,223,591)
37,527,852 36,509,570 (3,176,973)
Grants/Contributions for the Development
of Assets
Non-operating Grants, Subsidies & Contributions 1,436,113 340,935 3,916,488
Non-operating Reimbursements & Donations - - -
1,436,113 340,935 3,916,488
Profit/(Loss) on Disposal of Assets 4
Profit on Asset Disposals - 16,875 214,497
Loss on Asset Disposals - - (20,557)
- 16,875 193,940
NET RESULT 38,963,965 36,867,380 933,455
Other Comprehensive Income - - -
TOTAL COMPREHENSIVE INCOME 38,963,965 36,867,380 933,455

This statement is to be read in conjunction with the accompanying notes
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CITY OF KWINANA
NOTES TO AND FORMING PART OF THE STATEMENT OF FINANCIAL ACTIVITY
FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016

1. SIGNIFICANT ACCOUNTING POLICIES

The significant accounting policies which have been adopted in the preparation of this statement of financial activity are:

(a) Basis of Accounting

The budget has been prepared in accordance with applicable Australian Accounting Standards, other mandatory professional reporting requirements
and the Local Government Act 1995 (as amended) and accompanying regulations (as amended).

(b

-

The Local Government Reporting Entity

All Funds through which the Council controls resources to carry on its functions have been included in this statement.

In the process of reporting on the local government as a single unit, all transactions and balances between those funds (for example, loans and
transfers between Funds) have been eliminated.

All monies held in the Trust Fund are excluded from the financial statement, but a separate statement of those monies appears at Note 9 to this
budget.

(c

-

Rounding Off Figures
All figures shown in this statement, other than a rate in the dollar, are rounded to the nearest dollar.
(d) Rates, Grants, Donations and Other Contributions

Rates, grants, donations and other contributions are recognised as revenues when the local government obtains control over the assets comprising
the contributions. Control over assets acquired from rates is obtained at the commencement of the rating period or, where earlier, upon receipt of
the rates.

(e) Goods and Services Tax

In accordance with recommended practice, revenues, expenses and assets capitalised are stated net of any GST recoverable. Receivables and
payables are stated inclusive of applicable GST.

(f) Fixed Assets

Property, plant and equipment and infrastructure assets are brought to account at cost or fair value less, where applicable, any accumulated
depreciation or amortisation and any accumulated impairment balances.
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CITY OF KWINANA
NOTES TO AND FORMING PART OF THE STATEMENT OF FINANCIAL ACTIVITY
FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016
1. SIGNIFICANT ACCOUNTING POLICIES (Continued)

(g) Depreciation of Non-Current Assets

All non-current assets having a limited useful life are systematically depreciated over their useful lives in a manner which reflects the consumption of
the future economic benefits embodied in those assets.

Depreciation is recognised on a straight-line basis, using rates which are reviewed each reporting period. Major depreciation periods are:

ASSET CLASS ASSSET DESCRIPTION Economic Depreciation
Life Rate
Land Land Nil
Vested Land Nil
Other Vested Land Nil
Buildings Fencing 20to 50 5% to 2%
Building Structure 40 to 60 2.5% to 1.67%

Air conditioning 10 to 30 10% to 3.33%
Soft Furnishings 10 0.10%
Fixtures 10 0.10%
Other 10 to 30 10% to 3.33%
Alarms 3t0 10 33.33% to 10%
Plant & Equipment Vehicles 5t0 10 20% to 10%
Major Plant 5t0 10 20% to 10%
Minor Plant & Equipment 3to 10 33.33% to 10%
Furniture & Equipment Computing Equipment 2to7 50% to 14.29%
Office Furniture 7t013 14.29% to 7.69%
Office Equipment 3to 10 33.33% to 10%
Audio Visual Equipment 3to 10 33.33% to 10%
Specialised Equipment 7t013 14.29% to 7.69%
White Goods 7t013 14.29% to 7.69%
Art Works Nil
Infrastructure - Roads 50 0.02%
Infrastructure - Footpaths 50 0.02%
Infrastructure - Drainage Drainage 75 0.0133%
Sewerage 75 0.0133%
Infrastructure - Crossovers 50 0.02%
Infrastructure - Car Parks 20 to 40 5% to 2.5%
Infrastructure - Bus Shelters 20 0.05%
Infrastructure - Street Lights Street Lights 30 0.0333%
Other Lights 30 0.0333%
Infrastructure — Parks & Ovals Playground Equipment 5t0 15 20% t0 6.67%
Bores/Pumps/Irrigation 8 to 20 12.5% to 5%
BBQ's 10to 20 10% to 5%
Streetscapes 20 to 50 5% to 2%
Landscape Surrounds 10 to 50 10% to 2%
Sportsgrounds - Reticulated 15to 25 6.67% to 4%
Public Open Space Not Reticu 20to 50 5% to 2%
Infrastructure - Other Structures Jetties 20 to 40 5% to 2.5%
Other Structures 20 to 50 5% to 2%
Tennis Courts 30 to 50 3.33% to 2%
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CITY OF KWINANA
NOTES TO AND FORMING PART OF THE STATEMENT OF FINANCIAL ACTIVITY
FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016

2. STATEMENT OF OBJECTIVE

In order to discharge its responsibilities to the community, the City has developed a set of operational and financial objectives. These objectives
have been established both on an overall basis, reflected by the City's Vision, and for each of its broad activities/programs.

CITY'S VISION
"Kwinana 2030: Rich in spirit, alive with opportunities, surrounded by nature - it's all here!"

Council operations as disclosed in this budget encompass the following service orientated activities/programmes:

GENERAL PURPOSE FUNDING

Rates Income and Expenditure, Grants Commission and Pensioner Deferred Rates interest and interest on Investments. Principal and Interest
payments on borrowing's.

GOVERNANCE

Members of Council and Governance (includes Audit and other costs associated with reporting to council). Administration, Financial and Computing
Services are included.

LAW, ORDER, PUBLIC SAFETY

Supervision of various local laws, fire prevention and animal control.

HEALTH

Prevention and treatment of human iliness, including inspection of premises/food control, immunisation and child health services.

EDUCATION AND WELFARE

Provision, management and support of services for families, children and the aged and disabled within the community; including pre-school
playgroups, day and after school care, assistance to schools, senior citizens support groups, meals on wheels provision and Aged Persons Units
and Resident Funded Units.

COMMUNITY AMENITIES

City planning and development, rubbish collection services, stormwater drainage, the provision of public conveniences, bus shelters, roadside
furniture and litter control.

RECREATION AND CULTURE

Provision of facilities and support for organisations concerned with leisure time activities and sport, support for the performing and creative arts and
the preservation of the national estate. This includes maintenance of halls, aquatic centre, recreation and community centres, parks, gardens, sports
grounds and the operation of Libraries.

TRANSPORT

Construction, maintenance and cleaning of streets, roads, bridges, drainage works, footpaths, parking facilities, traffic signs and the City depot,
including plant purchase and maintenance.

ECONOMIC SERVICES

Rural services and pest control and the implementation of building controls.

OTHER PROPERTY & SERVICES

Private works, public works overheads, council plant operations, materials, salaries and wages. With the exception of private works, the above
activities listed are mainly summaries of costs that are allocated to all works and services undertaken by the council.

Page 6



CITY OF KWINANA
NOTES TO AND FORMING PART OF THE STATEMENT OF FINANCIAL ACTIVITY
FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016
3. ACQUISITION OF ASSETS

The following assets are budgeted to be acquired during

the period under review: August 2016/17
2016 Revised
By Directorate Actual Budget
$ $
City Strategy
Furniture & Equipment - -
Transportation Vehicles - (39,000)
Land & Buildings - -
- (39,000)
Corporate & Engineering Services
Furniture & Equipment - -
Computing Equipment (10,470.00) (470,245)
Plant & Equipment (283,465.00) (802,500)
Transportation Vehicles - (158,000)
Land & Buildings - -
Reserve Development - (1,256,527)
Playground Equipment (657,521.00) (2,967,836)
Urban Road Grant - (1,109,133)
Black Spot Grant - (22,000)
Roads to Recovery Grant - (979,398)
Road Resurfacing (1,364) (22,000)
Street Lighting (214) (25,000)
Bus Shelter Construction - (50,000)
Footpath Construction (600) (230,000)
Drainage Construction - (320,000)
Municipal Roadworks - (316,558)
Carpark Construction - (115,000)
(953,634) (8,844,197)
City Living
Furniture & Equipment (14,288) (98,820)
Plant & Equipment (3,290) (62,250)
Transportation Vehicles (63,751) (193,000)
Land & Buildings (85,591 (2,120,084)
Playground Equipment - (120,000)
(166,920) (2,594,154)
City Development
Transportation Vehicles - (200,000)
- (200,000)
(1,120,554) (11,677,351)
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CITY OF KWINANA
NOTES TO AND FORMING PART OF THE STATEMENT OF FINANCIAL ACTIVITY
FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016

3. ACQUISITION OF ASSETS (Continued)

By Class

Furniture and Equipment
Computing Equipment

Plant and Equipment
Transportation Vehicles

Land and Buildings

Reserve Development

Playground Equipment
Infrastructure - Urban Road Grant
Infrastructure - Black Spot Grant
Infrastructure - Roads to Recovery
Infrastructure - Road Resurfacing
Infrastructure - Street Lights
Infrastructure - Bus Shelters
Infrastructure - Footpaths
Infrastructure - Drainage
Infrastructure - Municipal Roadworks
Infrastructure - Carpark

. DISPOSALS OF ASSETS

The following assets have been disposed of during the period under review

August 2016/17
2016 Revised
Actual Budget
$ $

(14,288) (98,820)

(10,470) (470,245)

(286,755) (864,750)

(63,751) (590,000)

(85,591) (2,120,084)

- (1,256,527)

(657,521) (3,087,836)

- (1,109,133)

- (22,000)

- (979,398)

(1,364) (22,000)

(214) (25,000)

- (50,000)

(600) (230,000)

- (320,000)

- (316,558)

- (115,000)

(1,120,554) (11,677,351)

Net Book Value Sale Proceeds Profit(Loss)
By Class August August August
Actual Actual Actual
$ $ $
Furniture and Equipment - - -
Plant and Equipment (82,003), 82,003 -
Transportation Vehicles - - -
Buildings - - -
Reserve Development - - -
Land - - -
Other - - -
(82,003) 82,003 -
Summary August
Actual
$

Profit on Asset Disposals
(Loss) on Asset Disposals
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CITY OF KWINANA
NOTES TO AND FORMING PART OF THE STATEMENT OF FINANCIAL ACTIVITY
FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016
5. INFORMATION ON BORROWINGS

(a) Loan Repayments

Principal Interest Maturity New Principal Principal Interest
1-Jul-16 Rate Date Loans Repayments Outstanding Repayments
Aug-16 Aug-16 2016/17 Aug-16 2016/17 Aug-16 2016/17
Particulars Actual Actual Budget Actual Budget Actual Budget
$ $ $ $ $ $ $
Governance
Loan 99 - Administration Office Renovations 925,362 6.25% 25-Jun-25 - - 79,376 925,362 845,986 632 63,009
Education & Welfare
Loan 96 - Youth Specific Space 193,278 7.53% 19-Jun-23 - - 21,880 193,278 171,398 440 15,486
Loan 100 -Youth Specific Space 1,521,312 4.67% 25-Jun-28 - - - 1,521,312 1,521,312 776 81,279
Recreation & Culture
Loan 94 - Wellard Sports Pavilion 289,483 6.38% 04-May-22 - - 41,000 289,483 248,483 2,911 19,836
Loan 95 - Orelia Oval Pavilion 463,867 7.53% 19-Jun-23 - - 52,512 463,867 411,355 1,056 37,166
Loan 97 - Orelia Oval Pavilion Extension 2,047,558 6.25% 25-Jun-25 - - 175,636 2,047,558 1,871,922 1,399 139,419
Loan 102 - Resource & Knowledge Centre 7,421,567 4.54% 28-Jun-29 - - - 7,421,567 7,421,567 3,662 386,856
Loan 103 - Kwinana Golf Club 297,904 4.07% 25-Jun-23 - - 37,590 297,904 260,314 132 13,815
Loan 104 - Recquatic Upgrade 3,350,000 4.05% 26-Jun-30 - - - 3,350,000 3,350,000 1,475 159,318
Loan 105 - Bertram Community Centre 1,296,840 3.25% 27-Mar-30 - - - 1,296,840 1,296,840 458 50,851
Loan 106 - Calista Destination Park 1,700,000 3.14% 24-Jun-31 - - 90,000 1,700,000 1,700,000 999 70,000
New - Darius Wells Building Solar Panels - - - 35,302 - 191,360 - 8,994
Transport
Loan 98 - Streetscape Beautification 1,249,239 6.25% 25-Jun-25 - - 107,157 1,249,239 1,142,082 853 85,062
Loan 101 - City Centre Road Network** 2,500,000 2.18% 27-Sep-16 - - 2,500,000 2,500,000 - 2,008 92,500
23,256,410 - - 3,140,453 | 23,256,410 | 20,432,619 16,801 1,223,591
Principal Repayments - Debentures - 640,453
Liquidity Advance Repayments - 2,500,000
- 3,140,453

(*) Self Supporting loan financed by payments from third parties
(**) Short Term Facility Loans
All loan repayments were financed by general purpose revenue.
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CITY OF KWINANA
NOTES TO AND FORMING PART OF THE STATEMENT OF FINANCIAL ACTIVITY
FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016
5. INFORMATION ON BORROWINGS (Continued)

(b) New Debentures

Amount Borrowed Institution Loan Term Total Interest Amount Used Balance
Particulars/Purpose Type (Years) Interest Rate Unspent
Actual Budget & Charges Actual Budget $
Darius Wells Building Solar Panels - 105,550 | WA Treasury| Debenture 10 4,960 | 4.0% & 0.7% - 105,550 -
Loan 101 - City Centre Redevelopment - 2,500,000 | WA Treasury| Debenture 5 101,750 | 4.0% & 0.7% - 2,500,000 -
- 2,605,550 106,710 - 2,605,550 -

The City has a $12,578,433 Short Term Loan Facility with Western Australian Treasury Corporation (WATC).

(c) Unspent Debentures

Date Balance Borrowed Expended Liquidity Balance
Borrowed 1-Jul-16 During Year During Repayment | 31-Aug-16
Particulars $ $ Year $ $
Loan 99 - Administration Office Renovations 25-Jun-10 62,705 - - 62,705
62,705 - - - 62,705
(d) Self Supporting Loan Repayments
Principal New Principal Principal Interest
1-Jul-16 Loans Repayments Outstanding Repayments
Aug-16 2016/17 Aug-16 2016/17 Aug-16 2016/17
Particulars Actual Budget Actual Budget Actual Budget
$ $ $ $ $ $
Recreation & Culture
Loan 103 - Kwinana Golf Club 297,904 - 6,202 37,590 291,702 260,314 2,226 13,815
297,904 - 6,202 37,590 291,702 260,314 2,226 13,815
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RESERVES

Reserve Accounts Transactions

CITY OF KWINANA
NOTES TO AND FORMING PART OF THE FINANCIAL ACTIVITY
FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016

Transfers
Opening g:z::i
RESERVE FUND DETAILS Balance To Reserve Interest From Reserve Movements
1 July 2016 31 August
2016
Aged Persons Units Reserve 528,629 - 3,521 - 532,150
Asset Management Reserve 1,212,394 - 6,479 - 1,218,873
Asset Replacement Reserve 531,373 - 3,539 - 534,912
Banksia Park Reserve 72,480 - 483 - 72,963
CLAG Reserve 246,658 - 1,643 - 248,301
Community Services & Emergency Relief Reserve 25,299 - 168 - 25,467
Employee Leave Reserve 4,100,853 - 9,479 - 4,110,332
Family Day Care Reserve 1,423,011 - - - 1,423,011
Future Community Infrastructure Reserve 2,571,524 - 17,129 - 2,588,653
Golf Course Cottage Reserve 26,469 - 176 - 26,645
Infrastructure Reserve 119,703 - 797 - 120,500
Refuse Reserve 8,385,016 - 55,852 - 8,440,868
Restricted Grants & Contributions Reserve 2,303,075 - - - 2,303,075
Settlement Agreement Reserve 157,743 - - - 157,743
Un-Restricted Reserves Sub Total 21,704,227 - 99,266 - 21,803,493
Transfers
Opening g:z:‘i
RESERVE FUND DETAILS Balance To Reserve Interest From Reserve Movements
1 July 2016 31 August
2016

DCA 1 - Hard Infrastructure - Bertram 1,483,289 9,880 - 1,493,169
DCA 2 - Hard Infrastructure - Wellard East 1,530,683 206,550 5,897 - 1,743,130
DCA 5 - Hard Infrastructure - Wandi 2,846,531 10,498 - 2,857,029
DCA 9 - Soft Infrastructure - Wandi/Anketell 9,116,394 21,949 29,661 (638) 9,167,366
DCA 11 - Soft Infrastructure - Wellard East 3,647,606 325,250 16,980 (9,357) 3,980,479
DCA 12 - Soft Infrastructure - Wellard West 5,779,219 28,325 - 5,807,544
DCA 13 - Soft Infrastructure - Bertram 286,381 32,528 - 318,909
DCA 14 - Soft Infrastructure - Wellard/Leda 406,289 13,946 - 420,235
DCA 15 - Soft Infrastructure - Townsite 137,457 2,299 20,481 (1,681) 158,556
Developer Contribution Reserves Sub Total 25,233,849 556,048 168,196 (11,676) 25,946,417
Reserves Total 46,938,076 556,048 267,462 (11,676) 47,749,910

All of the above reserve accounts are to be supported by money held in financial institutions.
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(@)

(b)

(c)

(d)

(e)

(g)

(h)

(i)

RESERVES

Cash/Investment Backed Reserves

Aged Persons Units Reserve

Opening Balance

Amount Set Aside / Transfer to Reserve
Interest Applied to Reserve

Amount Used / Transfer from Reserve

Asset Management Reserve

Opening Balance

Amount Set Aside / Transfer to Reserve
Interest Applied to Reserve

Amount Used / Transfer from Reserve

Asset Replacement Reserve

Opening Balance

Amount Set Aside / Transfer to Reserve
Interest Applied to Reserve

Amount Used / Transfer from Reserve

Banksia Park DMF Reserve

Opening Balance

Amount Set Aside / Transfer to Reserve
Interest Applied to Reserve

Amount Used / Transfer from Reserve

CLAG Reserve

Opening Balance

Amount Set Aside / Transfer to Reserve
Interest Applied to Reserve

Amount Used / Transfer from Reserve

CITY OF KWINANA

NOTES TO AND FORMING PART OF THE FINANCIAL ACTIVITY

FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016

August
Actual

528,629
3,521

532,150

1,212,394
6,479
1,218,873
531,373
3,539

534,912

72,480

483

72,963

246,658
1,643

248,301

Community Services & Emergency Relief Reserve

Opening Balance

Amount Set Aside / Transfer to Reserve
Interest Applied to Reserve

Amount Used / Transfer from Reserve

Employee Leave Reserve

Opening Balance

Amount Set Aside / Transfer to Reserve
Interest Applied to Reserve

Amount Used / Transfer from Reserve

Family Day Care Reserve

Opening Balance

Amount Set Aside / Transfer to Reserve
Interest Applied to Reserve

Amount Used / Transfer from Reserve

Future Community Infrastructure Reserve

Opening Balance

Amount Set Aside / Transfer to Reserve
Interest Applied to Reserve

Amount Used / Transfer from Reserve

25,299

168

25,467

4,100,853
9,479

4,110,332

1,423,011

1,423,011

2,571,524

17,129

2,588,653
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2016/17
Budget
$

426,000
279,314
9,488

(210,315)
504,487

1,086,200

24,193

(816,174)
294,219

528,400
250,000
11,767

(559,000)
231,167

83,900

1,869

(85,400)
369

206,200
72,306
4,593

(83,120)
199,979

25,200

561

25,761

3,695,958

3,695,958

1,301,900

28,997
(170,570)

1,160,327

1,515,400
518,629
33,752
(1,702,481)
365,300



CITY OF KWINANA
NOTES TO AND FORMING PART OF THE FINANCIAL ACTIVITY
FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016

6. RESERVES
August 2016/17
Actual Budget
$
Cash/Investment Backed Reserves
(i) Golf Course Cottage Reserve
Opening Balance 26,469 26,349
Amount Set Aside / Transfer to Reserve - -
Interest Applied to Reserve 176 577
Amount Used / Transfer from Reserve - -
26,645 26,926
(k) Infrastructure Reserve
Opening Balance 119,703 116,100
Amount Set Aside / Transfer to Reserve - -
Interest Applied to Reserve 797 2,586
Amount Used / Transfer from Reserve - -
120,500 118,686
() Refuse Reserve
Opening Balance 8,385,016 6,655,700
Amount Set Aside / Transfer to Reserve - -
Interest Applied to Reserve 55,852 148,242
Amount Used / Transfer from Reserve - (710,119)
8,440,868 6,093,823
(m) Restricted Grants & Contributions Reserve
Opening Balance 2,303,075 1,633,383
Amount Set Aside / Transfer to Reserve - -
Interest Applied to Reserve - -
Amount Used / Transfer from Reserve - (1,633,383)
2,303,075 -
(n) Settlement Agreement Reserve
Opening Balance 157,743 -
Amount Set Aside / Transfer to Reserve - -
Interest Applied to Reserve - -
Amount Used / Transfer from Reserve - -
157,743 -

(o)

Opening Balance 1,483,289 1,255,800
Amount Set Aside / Transfer to Reserve - -
Interest Applied to Reserve 9,880 27,970
Amount Used / Transfer from Reserve - -
Movement - -
1,493,169 1,283,770
Developer Contributions Reserve - DCA 2 - Hard
(p) Infrastucture Wellard
Opening Balance 1,530,683 1,538,600
Amount Set Aside / Transfer to Reserve 206,550 825,740
Interest Applied to Reserve 5,897 34,269
Amount Used / Transfer from Reserve - -
1,743,130 2,398,609
Developer Contributions Reserve - DCA 5 - Hard
(q) Infrastucture Wandi
Opening Balance - -
Amount Set Aside / Transfer to Reserve - 305,103
Interest Applied to Reserve - -
Amount Used / Transfer from Reserve - -
- 305,103
Developer Contributions Reserve - DCA 5 - Hard
(r) Infrastucture Wandi
Opening Balance 2,846,531 2,637,100
Amount Set Aside / Transfer to Reserve - -
Interest Applied to Reserve 10,498 58,736
Amount Used / Transfer from Reserve - -
2,857,029 2,695,836

Un-Restricted Reserves Sub Total

Developer Contributions Reserve - DCA 1 - Hard
Infrastucture Bertram

21,803,493
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CITY OF KWINANA
NOTES TO AND FORMING PART OF THE FINANCIAL ACTIVITY
FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016

RESERVES
August 2016/17
Cash/Investment Backed Reserves Actual Budget
$
Developer Contributions Reserve - DCA 8 -Soft
Infrastucture Mandogalup
Opening Balance - -
Amount Set Aside / Transfer to Reserve - 475,303
Interest Applied to Reserve - -
Amount Used / Transfer from Reserve - (16,119)
- 459,184
Developer Contributions Reserve - DCA 9 -Soft
Infrastucture Wandi/Anketell
Opening Balance 9,116,394 8,623,100
Amount Set Aside / Transfer to Reserve 21,949 192,062
Interest Applied to Reserve 29,661 1,733,961
Amount Used / Transfer from Reserve (638) (311,844)
9,167,366 10,237,279
Developer Contributions Reserve - DCA 10 -Soft
Infrastucture Casuarina/Anketell
Opening Balance - -
Amount Set Aside / Transfer to Reserve - 362,462
Interest Applied to Reserve - -
Amount Used / Transfer from Reserve - (24,502)
- 337,960
Developer Contributions Reserve - DCA 11 -Soft
Infrastucture Wellard East
Opening Balance 3,647,606 3,627,500
Amount Set Aside / Transfer to Reserve 325,250 1,382,313
Interest Applied to Reserve 16,980 80,796
Amount Used / Transfer from Reserve (9,357) (64,568)
3,980,479 5,026,041
Developer Contributions Reserve - DCA 12 -Soft
Infrastucture Wellard West
Opening Balance 5,779,219 5,513,900
Amount Set Aside / Transfer to Reserve - 842,081
Interest Applied to Reserve 28,325 122,810
Amount Used / Transfer from Reserve - (307,302)
Movement - -
5,807,544 6,171,489
Developer Contributions Reserve - DCA 13 -Soft
Infrastucture Bertram
Opening Balance 286,381 295,400
Amount Set Aside / Transfer to Reserve - 281,178
Interest Applied to Reserve 32,528 6,580
Amount Used / Transfer from Reserve - (86,448)
318,909 496,710
Developer Contributions Reserve - DCA 14 -Soft
Infrastucture Wellard/Leda
Opening Balance 406,289 326,400
Amount Set Aside / Transfer to Reserve - 191,283
Interest Applied to Reserve 13,946 7,270
Amount Used / Transfer from Reserve - (166,559)
420,235 358,394
Developer Contributions Reserve - DCA 15 -Soft
Infrastucture Townsite
Opening Balance 137,457 129,400
Amount Set Aside / Transfer to Reserve 2,299 320,716
Interest Applied to Reserve 20,481 2,882
Amount Used / Transfer from Reserve 1,681) (271,454)
158,556 181,544
Developer Contributions Reserves Sub Total 25,946,417 29,646,816

Total Cash/Investment Backed Reserves 47,749,910

All of the above reserve accounts are to be supported by money held in financial institutions.
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CITY OF KWINANA
NOTES TO AND FORMING PART OF THE FINANCIAL ACTIVITY
FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016

RESERVES

In accordance with council resolutions in relation to each reserve account, the purpose for which the reserves are set aside are as follows:

Aged Persons Units Reserve
This Reserve has been established to provide funds for the capital acquisition and maintenance of the Aged Persons Units, Callistemon Court

Arts Centre Reserve
This Reserve was established to cover any increases in the cost of operations and maintenance for the Kwinana Arts Centre

Asset Management Reserve
This Reserve is utilised to provide funds for renewal projects for the City's building and infrastructure assets.

Asset Replacement Reserve
This Reserve is utilised to replace existing fleet, plant and other City assets

Banksia Park Reserve
This Reserve has been established to provide funds for the capital acquisition and maintenance of the Banksia Park Retirement Village

Carried Forward Projects Reserve
The Reserve is utilised to restrict funds required to complete projects from prior financial years

CLAG Reserve
This Reserve has been established to provide funds for the prevention and education of Mosquito management.

Community Services & Emergency Relief Reserve
This Reserve is established to provide funding to alleviate the effect of any disaster within the City of Kwinana boundaries and to provide funds to develop

Employee Leave Reserve
This Reserve is established for the purpose of ensuring that adequate funds are available to finance employee leave entitlements

Family Day Care Reserve
This Reserve provides for the capital acquisitions and maintenance of this facility

Future Community Infrastructure Reserve
This Reserve is established to accumulate the City's contributions for the capital funding of future community infrastructure in accordance with Town
Planning Scheme #2

Golf Course Cottage Reserve
This Reserve was established to provide funds for the maintenance of this building

Infrastructure Reserve
This Reserve was established to be used to provide funds to create new City assets or for the major upgrade of City assets to increase the service level
provided by the asset

Refuse Reserve
This Reserve was established to provide funds for the costs and subsidy of Waste Management in the City

Settlement Agreement Reserve
This Reserve was established to provide funds to account for future negotiated settlement agreement payments.

DCA 1 - Hard Infrastructure - Bertram
This Reserve is established to restrict funds received from Developers for contributions towards future infrastructure costs and administrative costs for
DCA 1 - Hard Infrastructure Bertram

DCA 2 - Hard Infrastructure - Wellard
This Reserve is established to restrict funds received from Developers for contributions towards future infrastructure costs and administrative costs for
DCA 2 - Hard Infrastructure Wellard

DCA 5 - Hard Infrastructure - Wandi
This Reserve is established to restrict funds received from Developers for contributions towards future infrastructure costs and administrative costs for
DCA 5 - Hard Infrastructure Wandi

DCA 8 - Soft Infrastructure - Mandogalup
This Reserve is established to restrict funds received from Developers for contributions towards future infrastructure costs and administrative costs for
DCA 8 - Soft Infrastructure Mandogalup

DCA 9 - Soft Infrastructure - Wandi/Anketell

This Reserve is established to restrict funds received from Developers for contributions towards future infrastructure costs and administrative costs for
DCA 9 - Soft Infrastructure Wandi/Anketell
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CITY OF KWINANA
NOTES TO AND FORMING PART OF THE FINANCIAL ACTIVITY
FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016

RESERVES

DCA 10 - Soft Infrastructure - Casuarina/Anketell
This Reserve is established to restrict funds received from Developers for contributions towards future infrastructure costs and administrative costs for
DCA 10 - Soft Infrastructure Casuarina/Anketell

DCA 11 - Soft Infrastructure - Wellard East
This Reserve is established to restrict funds received from Developers for contributions towards future infrastructure costs and administrative costs for
DCA 11 - Soft Infrastructure Wellard East

DCA 12 - Soft Infrastructure - Wellard West
This Reserve is established to restrict funds received from Developers for contributions towards future infrastructure costs and administrative costs for
DCA 12 - Soft Infrastructure Wellard West

DCA 13 - Soft Infrastructure - Bertram
This Reserve is established to restrict funds received from Developers for contributions towards future infrastructure costs and administrative costs for
DCA 13 - Soft Infrastructure Bertram

DCA 14 - Soft Infrastructure - Wellard/Leda
This Reserve is established to restrict funds received from Developers for contributions towards future infrastructure costs and administrative costs for
DCA 14 - Soft Infrastructure Wellard/Leda

DCA 15 - Soft Infrastructure - Townsite
This Reserve is established to restrict funds received from Developers for contributions towards future infrastructure costs and administrative costs for
DCA 15 - Soft Infrastructure Townsite

NET CURRENT ASSETS
Composition of Estimated Net Current Asset Position
August Brought
2016 Forward
Actual 1-Jul
CURRENT ASSETS $ $
Cash - Unrestricted 20,199,852 4,948,587
Cash - Restricted (Reserves) 47,749,910 46,938,076
Cash - Restricted (Unspent Loan Funds) 62,705 62,705
Cash - Restricted (Restricted Creditors) 3,315,489 3,408,346
Rates - Current 19,316,621 1,590,578
Sundry Debtors 655,910 475,837
GST Receivable (27) 554,076
Accrued Receivables - 410,710
Inventories 21,376 26,163
91,321,836 58,415,078
LESS: CURRENT LIABILITIES
Sundry Creditors (879,268) (4,674,862)
Accrued payables - Current - (1,150,164)
Current Borrowings (3,105,457) (3,105,457)
Provisions - Current (4,545,806) (4,545,806)
(8,530,531) (13,476,289)
Net Current Asset Position (Prior to Adjustment) 82,791,305 44,938,789
Less:
Cash Restricted - (Unspent Loan Funds) (62,705) (62,705)
Cash Restricted - (Restricted Creditors) (3,315,489) (3,408,346)
Cash Restricted - (Reserves) (47,749,910) (46,938,076)
(51,128,104) (50,409,127)
Add Back:
Cash Backed Leave Reserve - Current 4,545,806 4,545,806
Current Loan Liability 3,105,457 3,105,457
7,651,263 7,651,263
$ 39,314,464 $ 2,180,925
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8. RATING INFORMATION

FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016

CITY OF KWINANA
NOTES TO AND FORMING PART OF THE FINANCIAL ACTIVITY

RATE TYPE Rate in Number Rateable 2016/17 2016/17 2016/17 2016/17 2016/17
$ of Value Actual Rate | Actual Interim Back Total Total

Properties $ Revenue Rates Rates Revenue Budget
Differential General Rate $ $ $ $ $
Gross Rental Value (GRV)
Improved Residential 0.07303 10,615 184,561,500 13,478,527 264,454 - 13,742,981 14,150,127
Vacant Residential 0.17974 555 8,674,147 1,559,091 (29,156) - 1,629,935 1,559,091
Improved Special Rural 0.06385 716 16,868,756 1,077,070 152,469 - 1,229,539 1,077,070
Light Industrial and Commercial 0.09082 146 22,148,306 2,011,509 5,296 - 2,016,805 2,011,509
General Industry and Service Commercial 0.07961 318 33,469,413 2,664,500 3,087 2,667,587 2,664,500
Large Scale General Industry and Service Commercial 0.08260 48 52,329,591 4,322,424 - 4,322,424 4,322,424
Improved Value (UV)
General Industrial 0.02639 3 121,200,000 3,198,468 - 3,198,468 3,198,468
Rural 0.00464 187 184,212,000 854,744 (357,500) 497,244 854,744
Mining 0.00793 13 27,291,000 216,418 13,486 - 229,904 216,418
Urban/Urban Deferred 0.00612 65 171,510,000 1,049,641 (35,404) - 1,014,237 1,049,641

12,666 822,264,713 30,432,392 16,732 - 30,449,124 31,103,992
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.. RATING INFORMATION (Continued)

CITY OF KWINANA

NOTES TO AND FORMING PART OF THE FINANCIAL ACTIVITY
FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016

Minimum Number Rateable 2016/17 2016/17 2016/17 2016/17 2016/17
$ of Value Actual Rate | Actual Interim Back Total Total
Properties $ Revenue Rates Rates Revenue Budget

Minimum Payments $ $ $ $ $
Gross Rental Value (GRV)
Improved Residential 943 2,679 31,546,688 2,526,297 - 2,526,297 2,526,297
Vacant Residential 943 1,220 5,290,264 1,150,460 - 1,150,460 1,150,460
Improved Special Rural 943 5 68,260 4,715 4,715 4,715
Light Industrial and Commercial 1226 18 168,008 22,068 - 22,068 22,068
General Industry and Service Commercial 1226 37 299,688 45,362 - 45,362 45,362
Large Scale General Industry and Service Commercial 1226 0 - - - -
Improved Value (UV)
General Industrial 1226 0 - - - - -
Rural 943 11 1,453,000 10,373 10,373 10,373
Mining 1226 1 15,000 1,226 - 1,226 1,226
Urban/Urban Deferred 1226 47 7,786,600 57,622 - 57,622 57,622

Sub-Totals 4,018 46,627,508 3,818,123 - 3,818,123 3,818,123

34,267,247 34,922,115

Specified Area Rates - -

Totals [ 16,684 | 868,892,221 [ 34,250,515 | 16,732 | 34,267,247 34,922,115

The City of Kwinana raises rates on all land within it's boundaries, except exempt land, using a combination of dual rating and differential rating. Generally land within the urban area is
rated at Gross Rental Value (GRV) and land within the rural area being rated with Unimproved Valuations (UV). Certain Town Planning zonings have attracted different rates so as to

achieve greater equity within the urban and rural sectors.

The general rates detailed above for the 2015/16 financial year have been determined by Council on the basis of raising the revenue required to meet the deficiency between the total
estimated expenditure proposed in the budget and the estimated revenue to be received from all sources other than rates and also bearing considering the extent of any increase in rating

over the level adopted in the previous year.

The minimum rates have been determined by Council on the basis that all ratepayers must make a reasonable contribution to the cost of the Local Government services/facilities.
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CITY OF KWINANA
NOTES TO AND FORMING PART OF THE FINANCIAL ACTIVITY
FOR THE PERIOD 1 JULY 2016 TO 31 AUGUST 2016

9. TRUST FUNDS

Funds held at balance date over which the Municipality has no control and which are
not included in this financial statements are as follows:

Balance Amounts Amounts Balance
1-Jul-16 Received Paid 2016/17
$ $ $ $
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Rating

Tier 1 - AAA rated authorised institutions

Compliance Indicators

o

City of Kwinana
Statement of Investments

For the Period Ending 31 August 2016

o e

Direct Investment Maximum 100% Tier1 - August 2016 Tier1 - August 2016
Per Institution Maximum Limit 45% of Total Portfolio q
0%
1 Commonwealth Government AAA -
2
m Commonwealth
GelCini =t Commonwealth
Government
= 0
Millions
Indicates the distribution of funds across Tier 1 by percentage Indicates the distribution of funds across Tier 1 by dollar value

Comment: Tier 1 rates available to the City were not favourable and therefore no funds were invested in this tier.

Tier 2 - AA rated issuers that are incorporated in Australia o .

Direct Investment Maximum 100% Tier 2 - August 2016 Tier 2 - August 2016

Per Institution Maximum Limit 35% of Total Portfolio mANZ

Westpac ‘ ‘
ANZ At Call
NAB 19.00
1 ANZ AA- 3,000,000.00 3%
T ° m Bankwest DD Commonwealth Bank Reserve
2 ANZ At Call AA- 1,083.24 0% 4%
o
3 Bankwest DD AA- 1,000,000.00 e ITTS 0% 1% mBankwest Reserve Commonwealth Bank
4 Bankwest Reserve AA- 20.16 .y = Bankwest Reserve
5 Commonwealth Bank AA- 1,000,000.00 m Commonwealth Bank
6 Commonwealth Bank Reserve AA- 189,903.75 & Bankwest DD
7 NAB AA- 19,000,000.00 : " §°’"’"°"""ea"h Bank ANZ At Call
eserve
8 Westpac AA- 3,000,000.00 NAB ANZ
27,191,007.15 Westpac 0 5 10 15 20
Millions

Comment: Funds were allocated in accordance with the guidelines of Investment Policy.

K

;/K;:ity of
winana
N\



Tier 3 - other investment grade authorised institutions

City of Kwinana
Statement of Investments

For the Period Ending 31 August 2016

Direct Investment Maximum 40% Tier 3 - AUgUSt 2016 Tier 3 - August 2016
Per Institution Maximum Limit 20% of Total Portfolio = AMP |
Suncorp
AMP At Call R
m Bank of Queensland uralBan
1 AMP A+ 5,000,000.00 m Bendigo & Adelaide Rabo At Call
2 AMP At Call At 195.34 DEa7ee e Rabo
3 Bank of Queensland A 4,000,000.00 9% 9% - ;’iia"“‘ I ME Bank At Call
4 Bendigo & Adelaide A- 6,000,000.00 Rabo At Call Beyond Bank
5 Beyond Bank BBB 2,000,000.00 Rural Bank Bendigo & Adelaide 6.00
6 ME Bank At Call BBB 368,680.71 Suncorp Bank of Queensland
7 Rabo AA- 2,000,000.00 AMP At Call
8 Rabo At Call AA- 84,976.60 AMP
9 Rural Bank A- 2,000,000.00
10 Suncorp A+ 2,000,000.00 0 @2 8 4 8 0 v
23,453,852.65 Millions
Indicates the distribution of funds across Tier 3 by percentage Indicates the distribution of funds across Tier 3 by dollar value
Comment: Funds were allocated in accordance with the guidelines of Investment Policy.
Tier 4 - other compliant authorised institutions O
Direct Investment Maximum 30% . .
Per Institution Maximum Limit 5% of Total Portfolio Tier 4 - August 2016 Tier 4 - August 2016
Police CU
Term Deposits
1 Arab Bank UR 1,000,000.00 MysState
2 Bananacoast Credit Union UR 1,000,000.00 s s u Arab Bank
3 Bank of Sydney UR 2,500,000.00 Bananacoast Credit Union ECU
4 ECU UR 2,000,000.00
e M Bank of Sydney
5 MyState UR 1,000,000.00 Bank of Sydney
6 Police CU UR 1,000,000.00 DEey e
= MyState Bananacoast Credit Union
- = Police CU Arab Bank
CDOs - 0 1 2 3
MA S6-7 (Parkes IA'/AAA') NR Millions
MA S6-7 (Parkes IIA'AAA") NR
Indicates the distribution of funds across Tier 4 by percentage Indicates the distribution of funds across Tier 4 by dollar value
8,500,000.00
$ 59,144,859.80

Comment: Funds were allocated in accordance with the guidelines of Investment Policy.

Legend

FRNs Floating Rate Notes
CDOs Collateralised Debt Obligations

{/(éit)’ of
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At Call 644,859.80
<90 Days 19,000,000.00
<1 Year 39,500,000.00
1-3Years -
>3 Years -

City of Kwinana
Statement of Investments
For the Period Ending 31 August 2016

S 59,144,859.80

Portfolio Term to Maturity Limits
At Call investment
Compliance Indicator

Funds invested for 90 days or less
100% (with 10% minimum) of Total Portfolio
Compliance Indicator

Funds invested for between 90 days and up to 1 year
100% (with 40% minimum) of Total Portfolio
Compliance Indicator

Funds invested for between 1 and 3 years
60% (Bonds Only) of Total Portfolio
Compliance Indicator

Funds invested for greater than 3 years
0% of Total Portfolio
Compliance Indicator

Length to Maturity - August 2016 Length to Maturity - August 2016
P 45
R 2 40
s
35
At Call 30 m At Call
<90 Days 25 <90 Days
<1 Year 20 <1 Year
m1-3Years 15 m1-3Years
M >3 Years B >3 Years
10
5
AtCall <90Days <1Year 1-3Years >3Years
At Call <90 Days <1 Year 1-3 Years >3 Years
$ 644,859.80
1.09%
v
S 19,000,000.00
32.12%
v
S 39,500,000.00
66.79%
v
$ -
0.00%
v
$ -
0.00%
v

Comment: Portfolio compliant with the Policy

K
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Portfolio Credit Framework

Direct Investment Maximum 100%
Per Institution Maximum Limit 45% of Total Portfolio

Direct Investment Maximum 100%
Per Institution Maximum Limit 35% of Total Portfolio

Direct Investment Maximum 40%
Per Institution Maximum Limit 20% of Total Portfolio

Direct Investment Maximum 30%
Per Institution Maximum Limit 5% of Total Portfolio

Statement of Investments
For the Period Ending 31 August 2016

Tier 1 Tier 2 Tier 3 Tier 4

0.00%

45.97%
v

39.65%
v

14.37%
v

Portfolio Credit Framework

0.00%

M Tier 1
Tier 2
W Tier3
mTier 4
Indicates the distribution of funds across the 4 Tiers
Portfolio Credit Distribution by
Rating
P 35
é 20 29.28
2
25
20
= 11.00
0 - 9.50
7.00
5 i I 237

4 4 2 P Qv (& &
FEFTFEF TEIFHF S 2SS

Indicates the distribution of funds by credit rating

Comment: Funds held in this tier exceeded allowable amounts at month end partially due to the allocation of interest and cash requirements. This will be recitifed during the month of June 2016.

City of Kwinana - Total Investment Portfolio

70

60

Millions

50

40

Ve
7'\/

30

/ —14/15
—15/16

—8—16/17

20

10

1 2 3 4 5 6 7 8 9 10 11 12

Indicates the total amount invested at the report date compared to

prior years

Portfolio Actual Interest Income Comparison
(Cumulative)

1.6
1.4 /

12
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17 Urgent Business

Nil

18 Councillor Reports

18.1 Councillor Ruth Alexander

Councillor Ruth Alexander reported that she attended the Gilmore College Year 12
Graduation and that it was fantastic to see so many students graduating.

18.2 Councillor Dennis Wood

Councillor Dennis Wood reported that he had attended the Returned and Services
League (RSL) and 80™ birthday celebrations for one of its members.

Councillor Wood advised that he had attended the Kwinana Adventure Playground Grand
Opening and that it was great.

Councillor Wood mentioned that he had attended the Alcoa Children’s Party and that it
was excellent.

19 Response to Previous Questions

Nil

20 Mayoral Announcements (without discussion)

Mayor Carol Adams reported that she attended the Tianqui Lithium Ground Breaking
Ceremony with the Premier and Minister for State Development.

The Mayor advised that she had attended the Tianqui Lithium Cocktail Function to
celebrate the $440 million dollar company being established in the Kwinana Industrial
Area.

The Mayor mentioned that she had attended the 25™ Anniversary Alcoholics Anonymous
(AA) Nostalgia Day.

The Mayor reported that the Industrial Arts Initiative Working Group is up and running and
that she attended an industrial area bus trip.

The Mayor advised that she had attended the South West Group Regional Briefing of
South Metro Labor on infrastructure priority projects.

The Mayor mentioned that she had attended the City of Kwinana Citizenship Ceremony.
The Mayor reported that she had attended two Indian Ocean Gateway Briefings.

The Mayor advised that she had attended the Leda Primary School Expo.




20 MAYORAL ANNOUNCEMENTS (WITHOUT DISCUSSION) CONTINED

The Mayor mentioned the Kwinana Filipino-Australian Basketball Summer Season and
that there are 4 volleyball and 16 basketball teams.

The Mayor reported that she had attended the 17™ Annual Alcoa Children’s Party and that
it was bigger and better.

The Mayor advised that she had attended the Gilmore College Valedictory Ceremony and
passed on her congratulations to Brayden Annsell for being presented with the Most
Improved Senior Student Award.

The Mayor mentioned that she had attended the Kwinana Industrial Council (KIC) ‘I
Diversity’ Graduation.

The Mayor tabled her speech from the Kwinana Adventure Park Grand Opening —

Five years ago the Rotary Club of Kwinana came to us with an idea. Today Kwinana is
home to Perth’s newest - and in the opinion of many, its best — Adventure Playground.

In order to really understand the journey we’ve been on, a short history lesson is in order.

We start in the early months of 2011. Kwinana was well and truly underway with our most
ambitious infrastructure campaign ever — the Looking Forward initiative. It was here when
representatives from Kwinana Rotary approached Council with a concept for a Children’s
Adventure Park.

Over the course of several months, Council worked through the proposals preliminary
details before officially endorsing the project at a Council Meeting on the 14th of
September 2011. From there, detailed research was undertaken to assist the City in
securing funding.

Those efforts were realised in January 2013, when news broke of a $2million federal
funding commitment for the Adventure Park. This was a pivotal moment for the project.

Special mention must be given to former federal liberal candidate for Brand, Donna
Gordin. It was Ms Gordin who fought hard for the City of Kwinana as part of the 2013
Federal Election and without her efforts we would not have received this essential funding
and we likely wouldn’t be celebrating here today.

What followed was a period of comprehensive community consultation and design
planning.

Fast forward to the end of 2014 and the City had awarded the tender for detailed design
to Josh Byrnes and Associates, in partnership with Jeavons Landscape Architects. From
here a complete project plan was developed and in November 2015, following the
construction contract being awarded to Environmental Industries, the project officially
began.

And now, less than 12 months later, Kwinana is home to one of Western Australia’s
premier family destination.

It is truly remarkable.




20 MAYORAL ANNOUNCEMENTS (WITHOUT DISCUSSION) CONTINED

I mentioned just now, before the ribbon was cut, Kwinana’s incredible transformation over
the past several years, in particular the $340million City Centre revitalisation which saw
the opening of numerous new facilities, the upgrade and beautification of road networks
and the introduction of modern city centric housing.

We've spent a great deal of effort over the past several years putting Kwinana ‘on the
map’ but this adventure playground, in addition to providing our existing community with
an outstanding new local destination, will also act as a major drawcard for regional visitors
and will provide a much awaited boost to local businesses.

The Kwinana Adventure Park will draw in thousands of visitors from outside of the
community every year. Many of these people will have never been to Kwinana and |
imagine many will be amazed when they discover a modern, diverse and stunning City
Centre. This will have a profound impact on the City’s reputation in a broad range of
areas, including tourism and economic development.

However the reason for their visit will be this Park. And they will be treated to an
incredible display of architectural and construction brilliance.

You need only look at the long list of credentials. Starting with the environment.

The design employs a strong focus on sustainability, with solar panels installed to power
the park and recycled materials used wherever possible.

We have taken every precaution to ensure the existing natural features at Calista Oval,
such as trees which are several hundred years old, have been retained and protected.
The health of each individual tree was checked by a tree pathologist, with some even
receiving tree injections to ensure they remain healthy, and the park was carefully
designed to ensure construction did not impact on tree roots. The large mature trees not
only provide shade but create a sense of place unique to Kwinana, and really are what
make the playground so special.

The phrase ‘Nature Play’ has never been more accurate.

I am also incredibly proud at the level of thought that has gone into ensuring the Park is
fully accessible. It has been designed as a space for all ages and abilities. All of the paths
are fully compliant with Standards for Access and Mobility and in fact the layout of the
entire playground has been designed with careful consideration for mobility requirements.

The Tree Maze can be accessed with a wheelchair from end to end. So too the Splash
Pad. All toilets and communal picnic areas are also universally accessible. Few
playgrounds of this scale anywhere in Australia can boast this kind of accessibility.

We really cannot overstate the level of sophistication at this park - the size of it, the
diversity of its design or the carefulness with which it was planned.

Literally thousands of people played a part. From the 80 school children who planted
some of the almost 20,000 native plants, to the contractor who installed the hand railings,
to the soft fall company, to the security providers and on and on. It's breathtaking the level
of detail and consideration that has gone into these 11,000 square metres of playspace.




20 MAYORAL ANNOUNCEMENTS (WITHOUT DISCUSSION) CONTINED

All of this has not gone unnoticed.

Before the Park even opened it was the subject of amazing commentary, with media
reviews exceeding expectations.

I'd like to share a comment from one such review.

“The Kwinana Adventure Park is TOTALLY AMAZING! It is as if someone handed them a
wish list of what the ultimate playground should be and they’ve gone ahead and created
it. Not only that — they exceeded all expectations!”

Feedback doesn’t get much better than that. We can talk for hours about the measurable
benefits of this venue, but it's the mums and dads and the boys and girls who will
determine if it's up to scratch.

In closing | must make special mention of some of the key organsiations which made
today possible.

To the Rotary Club of Kwinana, thank you for providing the inspiration for this incredible
facility. Your efforts, passion and never-say-die attitude during the early stages of the
project set the all important foundation.

To Josh Byrnes and Associates and Jeavons Landscape Architects, especially Morgan
Gilham of JBA, for all your time, creativity and imagination put into designing such an
incredible play space. You have approached the project with passion and unwavering
enthusiasm from the beginning to the end. It's worth especially mentioning the great
challenge to integrate such a complex project with fragile mature trees. This level of
complexity has not been achieved in any other West Australian playground.

To the crew at Environmental Industries, what you have achieved here is phenomenal.
The level of complexity which was thrown at you would have sent other companies
running. But you met the challenge with passion and ingenuity. Thank you.

To the residents of Walgreen Crescent, thank you for your patience while throughout this
project. Not many homes can boast that they are across the road from Perth’'s BEST
playspace. — we hope you agree.

To the Australian Government, thank you for your generous $2million contribution which
was essential in making this Park a reality. And again thank you to Donna Gordin for
making this happen.

To the local primary schools who contributed to the project, including planting many of the
trees here today. Thank you

To the young Aboriginal students of Gilmore College for incredible pieces of art, and to
the artists and groups who supported them. Thank you.

To my fellow councillors, past and present, thank you for your shared passion for this
project.

And to the staff at the City of Kwinana, thank you for keeping the ship moving in the right
direction. From all accounts this has been one of the most successful projects ever
undertaken by the City. You've done an amazing job.




20 MAYORAL ANNOUNCEMENTS (WITHOUT DISCUSSION) CONTINED

To every single person who played a role in making today a reality — be proud of what you
have achieved.

Every aspect of the Kwinana Adventure Park has exceeded our wildest expectations and
the Kwinana community, indeed the state of Western Australia, will benefit from it for
decades to come.

Thank you and once again, congratulations.
21 Matters Behind Closed Doors

Nil

22 Meeting Closure

The Mayor declared the meeting closed 7:25pm.

Chairperson: 9 November 2016
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