17 January 2014
Integrated Transport and Land Use Plan feedback
GPO BOX 1533
Adelaide SA 5001
Email: transportplan@sa.gov.au

To whom it may concern,
The Property Council of Australia (SA Division) thanks you for the opportunity to
provide comments on the Integrated Transport and Land Use Plan (the Plan).
The Property Council welcomes and supports the release of the Plan. We believe
that it provides the physical backbone to the transport and planning landscape.
The Plan to synchronise infrastructure delivery and land-use planning , if
appropriately implemented, will deliver effective infrastructure outcomes for
South Australia.
There is an enormous task involved in providing the infrastructure that will support
the inevitable growth of cities like Adelaide. To rise to this challenge, urgent reform
is needed in the prioritisation, financing and funding of infrastructure projects.
The Property Council has long advocated for these necessary reforms, discussed
further in this submission.
If you would like to discuss any aspects of this submission my office can be
contacted on 8236 0900.
Yours sincerely,

Richard Angove
Executive Director
Property Council of Australia (SA Division)

About the Property Council
Our members include every major property investor and developer in the State.

Members are engaged in the entire property investment universe, which includes:


All dimensions of property activity (financing, funds management, development, ownership,
asset management, transaction and leasing).



All major property types (offices, shopping centres, residential development, industrial,
tourism, leisure, aged care, retirement and infrastructure).



All major regions of Australia and international markets.



The four quadrants of investment – public, private, equity and debt.

Some key statistics:


The property and construction industry represents 11.5 per cent of the State’s workforce (the
largest private sector employer in the State).



The property and construction industry contributes 10 per cent of the Gross State Product
(the largest contributor in South Australia).



The property and construction industry contributes about 40 per cent of the State’s Own Tax
Revenue. This equates to about $2.4 billion in property specific taxes paid annually to State
and Local Governments in South Australia; this is expected to grow to more than $3 billion by
2015/2016.



The value of investment grade stock under management in South Australia is about
$35 billion.



More than half a million South Australians collectively own major segments of the State’s
most valuable commercial property assets through their superannuation funds.



The market value of foreign assets owned by Australians is $50 billion.



Total construction spending across South Australia in 2012/13 and 2013/14 is forecast to be
about $20.7 billion; comprising $7.1 billion in residential construction, $4.2 billion in
commercial construction, and $9.4 billion in infrastructure1.



1

$61 million flows in to the property sector from super funds in an average week.

Construction Forecasting Council [http://www.cfc.acif.com.au/] January 2013
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Introduction
The Property Council of Australia (SA Division) applauds the State Government and the Department
of Planning, Transport and Infrastructure for releasing the Integrated Transport and Land Use Plan
(the Plan).
The Plan successfully integrates land use with the appropriate transport corridors. It also supports
many of the priorities within South Australia’s Strategic Plan, and the economic and population
growth outlined in The 30-Year Plan for Greater Adelaide.
Through this submission the Property Council will make a number of short comments that
specifically relate to the Plan. The remainder of our commentary, although outside the scope of the
Plan, is, in our opinion, crucial to the Plan’s successful implementation.
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General comments on the Plan
The Property Council would like to provide the following comments in relation to the Plan:


Business and the community need certainty about infrastructure
delivery. With the short, medium and long-term timeframes identified in
the Plan running beyond the State’s political terms, bipartisan support
across political parties will be crucial to its implementation.



The stated 30year timeframe also requires further discussion in the
context of delivering critical infrastructure to stimulate business growth
within the State. The timeframe of 30 years could well be too long for
many key projects, especially when compared to projects initiated by our
interstate competitors.



The Property Council is supportive of the Plan’s focus on increasing the
density of inner-urban Adelaide. However, we note that future work on
policies that address reconciling the cost of housing products with the
desired demand for urban densification is likely to be required. We offer
our industry expertise for developing any future policies.



The Property Council strongly supports continued and ongoing
communication and engagement with industry, business and the
community.
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Building infrastructure
The Plan outlines a wide range of projects that will require significant investment over the next
three decades.
The Productivity Commission has estimated that previous reforms to infrastructure services, as part
of the National Competition Policy, generated a 2.5 per cent increase in Gross Domestic Product.
Furthermore, the 2010 Intergenerational Report identified investment in Australia’s economic
infrastructure and reform of infrastructure markets as critical to improving national productivity.
Innovation in the way infrastructure is prioritised, funded and delivered could be the source of a
new decade of productivity growth for South Australia.

Prioritisation of infrastructure projects
The Property Council has previously called for the establishment of an independent statutory
authority, Infrastructure SA, to manage the prioritisation, and financing and funding of
infrastructure projects.

There is an opportunity for South Australia to adopt best practice methods and to follow the lead of
New South Wales, with its creation of Infrastructure NSW, and the Federal Government, with
Infrastructure Australia.

We reiterate the need for bipartisan support for the creation of such a body.

The benefits of creating Infrastructure SA include, but are not limited to:


A rigorous, depoliticised and objective approach to infrastructure
prioritisation.



Boosting business and community confidence in the Government’s
ability to effectively and efficiently implement the Plan.



Improving businesses’ ability to plan for future and to take advantage of
when projects come online.

Further detailed information on establishing Infrastructure SA can be found in the Property
Council’s 2013-14 South Australian Pre-Budget Submission.
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Funding and financing
South Australia faces a major public infrastructure investment task. To fund the identified projects
the Plan estimates the required financial contributions from state and federal government, and the
private sector over the next 30 years will be $29 billion and $7 billion respectively (these figures do
not include ongoing maintenance costs).

The Property Council recognises that the State Government’s capacity to fund significant increases
in infrastructure investment off the balance sheet is currently limited.

The Federal Government has announced the establishment of a Funding and Financing Unit within
Infrastructure Australia and we support the inclusion of a similar unit within our proposed
Infrastructure SA.

The Property Council supports the Government taking a flexible approach to financing and funding.
Harnessing the investment power of Australian superannuation funds and patient global capital will
allow government to move beyond taxpayer funded infrastructure projects.

Alternatives could include, but are not limited to; Public Private Partnerships, special tax incentives
such as Growth Area Bonds and Tax Incremental Financing, and ‘user pay’ models.

The benefits of alternative funding and financing mechanisms is that they will supporting an
enlarged program of infrastructure delivery and clear South Australia’s infrastructure backlog
without compromising the State’s ability to deliver core services.
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Conclusion
The Property Council understands the significant role infrastructure plays in facilitating economic
growth, creating jobs, increasing productivity and ensuring that our cities function smoothly.

Continued communication with business, industry and the community, the creation of
Infrastructure SA, and harnessing patient private sector funds are all crucial to getting the most
productive infrastructure projects built.

We look forward to working with this and future governments’ to help facilitate the role out of the
Plan.
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SUBMISSION TO THE GOVERNMENT OF SOUTH AUSTRALIA
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Email:
Telephone:

Phillip Sutherland, Chief Executive Officer
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About the Civil Contractors Federation (CCF)
The Civil Contractors Federation (CCF) is the peak industry body representing Australia’s civil
construction industry. It has branches in all states and territories and around 2000 contractor and
associate members nationally. In South Australia, the Civil Contractors Federation SA represents
over 500 members, who include civil contractors and other organisations with business interests in
the sector.
CCF members are responsible for the construction and maintenance of Australia’s infrastructure,
including roads, bridges, pipelines, drainage, ports and utilities. Its members also play a vital role in
the residential and commercial building construction industry by providing earthmoving and land
development services including the provision of power, water, communications and gas.
CCF is an organisation registered under the Fair Work (Registered Organisations) Act 2009. It is
governed by a National and State (Branch) Boards comprised of member-elected representatives
from each state and territory.
A commitment to furthering its members’ interests and helping them manage their businesses
more effectively is at the core of CCF’s operations. To that end, it offers effective business tools
and management systems, as well as practical advice in areas such as taxation, industrial
relations, workplace health and safety, human resources and environmental compliance.
CCF’s mission is to be the voice of the industry and to provide a high level of benefit to its
members. In particular, CCF is focused on ensuring the industry:


Is professionally represented - by representing and advocating for the views of the industry to
all levels of government in a timely and effective manner.



Is informed - by delivering to members, effective and timely information about key issues.



Has access to tools and resources that help businesses succeed - by identifying, developing
and delivering tools and resources that assist members in their day-to-day operations.



Has access to high quality training - by delivering best practice, training by the industry, for the
industry.



Has access to opportunities to network, learn and celebrate their achievements - by delivering
a range of events designed to provide members with opportunities to build relationships, be
informed and have access to people of influence.



Has access to supporting partners that extend the benefits of membership - by developing
networks and relationships with organisations that can provide additional services to members
beyond those provided directly by CCF; delivering real cost savings to members.
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Executive Summary
The Government of South Australia (“the State Government”) has recently proposed a 30 year
Integrated Transport and Land Use Plan (“the Plan”) for South Australia. The Government has
invited feedback and comments from key industry groups and the general public on the draft Plan.
The purpose of this submission is to provide high-level feedback upon the merits of the Plan from
the CCF, key areas of improvement and to provide suggestions for an alternative plan that better
reflects the long term needs of South Australia.
This submission has been developed based on anecdotal and experiential feedback from
members of the CCF as well as other sources of data. In some areas, there may be a requirement
for an issue to be investigated further due to the need for supporting data. Generally, this
submission provides the opinion of CCF and its members and is not intended to be an exhaustive
submission.
This submission has been structured in a number of sections, namely:


Part One: Merits of the draft Integrated Land Use and Transport Strategy for South Australia;



Part Two: Suggested revisions to the Integrated Land Use and Transport Plan for South
Australia; and



Appendix 1: CCF Infrastructure Policy

The first section outlines the merits of the draft Plan as observed by the CCF , including elements
of the draft that the CCF believe should be retained in the final Plan.
The second section outlines gaps and areas of improvement observed in the draft Plan and
provide suggested revisions to the Plan for an alternative transport and land use plan that would be
used as an economic stimulus tool for South Australia. In providing suggested revisions we
strongly recommend that alternative funding sources be explored by the State Government in the
finalisation and execution of the Plan, taking into consideration the current minimal private
investment in infrastructure and the diminishing pipeline of publically-funded infrastructure projects.
This is particularly important when you look at the lack of South Australian projects identified
through the Infrastructure Australia submission process which is further discussed below.
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PART ONE: MERITS OF THE INTEGRATED TRANSPORT AND LAND USE PLAN FOR SOUTH
AUSTRALIA

The CCF supports the following in the draft Integrated Transport and Land Use Plan for South
Australia:


Focus on freight movement as part of a key strategy of the Plan.



North-South Corridor Improvement project and its delivery as a priority.



The implementation of the Regional Mining and Infrastructure Planning (RMIP) project. It is
strongly recommended that the RMIP project be delivered as a priority but does require more
details in the Plan given that the current Plan does not have specific information about this
project.



The targeted road widening, more overtaking lanes and rest areas across the South Australian
regional network.



The duplication of major roads within Greater Adelaide.



The Plan’s pledge to increase private sector participation in the provision of transport and
infrastructure services. However, there is not sufficient detail as to how this will occur or when.
The CCF has suggested further options and strategies for all levels of government to deliver
on this objective given how critical this is for our State over the next thirty years.



The reintroduction of an Adelaide-wide tram network for central and inner Adelaide, however it
is recommended that this project be a lower priority than it is currently given in the Plan, as
public transport is largely taxpayer funded (subsidized) and hence a continual liability.
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PART TWO: SUGGESTED REVISIONS TO THE INTEGRATED TRANSPORT AND LAND USE
PLAN FOR SOUTH AUSTRALIA

UTILISING TRANSPORT AND INFRASTRUCTURE INVESTMENT AS AN ECONOMIC
STIMULUS TOOL
All industries whether it be agriculture, resources or tourism require a strong commitment to
infrastructure that enables economic development such as roads, ports, railways, tunnels and
bridges. It is crucial that investment in infrastructure and transport in South Australia is founded on
the principle of economic stimulus along with the mantra of growing and connecting South
Australia. The current draft Plan does not sufficiently focus on this.
The CCF has the view that the draft Plan is focussed on and prioritises investment on community
assets in Greater Adelaide through public transport with lesser focus given to income producing or
economic enabling infrastructure projects such as freight, railway and port revitalisation. This is the
CCF’s primary concern with the draft Plan as these types of infrastructure projects stimulate
business opportunities, whereas community infrastructure projects such public transport are
enduring liabilities as they are tax-payer subsidised. Prioritising public transport does little to assist
in realising economic benefits or revenue streams from infrastructure investments required to fund
infrastructure in the long term. The Plan has not identified an appropriate balance between
community assets and economy-boosting assets. Given the depressed SA economy the latter
should be the priority.
This is particularly important given that South Australian rail freight has grown 106% since 20002001 compared to a national increase of 36% and there is a growing demand for moving minerals
and grains along the east-west corridor. Furthermore our ports facilitate 95% of all of South
Australia’s international trade by volume and a third of our domestic freight task.1
In our view, it is essential to South Australia’s economic future that the strongest focus in the Plan
especially given the limited public funding sources be on “smart infrastructure”, that is infrastructure
that builds a strong economy by generating a return on investment either through revenue, royalty
streams or the like from the economic stimulus and activity enabled by the construction of the
infrastructure. This sort of stimulus would include coming from prioritised investment of freight
movement, rail, ports, productivity improvements that reduce travel times as well as reducing
bottlenecks that are currently impacting industry, our key markets and communities.

1

The Department of Transport, Planning and Infrastructure (South Australia), October 2013, Integrated Transport and
Land Use Plan.
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Recommendations
CCF recommends that the State Government:


Ensure that the core objectives of the Plan are targeted towards strategic infrastructure
investment particularly in regional South Australia where key markets could be opened up or
improvements to productivity and trade which could generate a return on investment.



Prioritise investment in efficient freight and business travel corridors from within the Adelaide
city to regional South Australia, particularly given that 53,000 freight and commercial trips are
made on the regional road network every day, or over 19 million trips annually, in comparison
to only 1.2 million private motor vehicles trips made in regional areas annually.



Identify opportunities to provide funding and incentives to privately-owned railways to create
more railway tracks leading from Adelaide into and around regional South Australia and
interstate to provide greater opportunities for business. This could be through selling
government-funded stage of rail projects in order to fund future project stages. Future rail
improvements in re-alignment and upgrades will support private investors in mining,
agriculture and general freight operations and benefit the South Australian economy.



Focus on creating incentives for port revitalisation and the creation of new ports through
private investment for instance through tax offsets or budget-funded seed funding, given that
most South Australia’s ports are currently privately owned or privately operated.



Place lowest priority on developing public transport particularly bus routes as our public
transport is user-funded and produces minimal return on investment and a continual liability



Communicate and engage with industry, asking and listening to those people and
organisations who have built, maintained and upgraded transport and infrastructure assets in
order to understand how these people make money in order to be long-term sustainable.
Continuous engagement with key industry personnel will encourage collaboration between
public and private industry, which will greatly assist in effective long-term transport and
infrastructure planning, ensure that any infrastructure investment is balanced with ensuring the
market can resource up appropriately and attract greater private infrastructure funding.
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CRITERIA FOR FUTURE INFRASTRUCTURE INVESTMENT
It is our view that the current Plan would be a more comprehensive if it was accompanied by
specific criteria around infrastructure investment. The Plan does not detail specific criteria for
infrastructure investment and what projects will be included based on criteria that will grow South
Australia and connect us nationally. This is particularly important to ensure our limited budget for
infrastructure investment optimises value for money and prudent spending on projects that will
provide a suitable return back to taxpayers.
The CCF would be willing to work with the South Australian government to work through suitable
criteria that would meet the following key strategic priority:
“To provide best value for money in the South Australian government’s delivery of works
and services on the transport network, to the satisfaction of customers, in a sustainable
way.”
We have provided an example of the CCF infrastructure policy in Appendix 1 which can be used as
a foundation for the development of specific infrastructure criteria for the Plan.
These criteria would then be added to the Plan as the framework for guiding infrastructure
investment over the next thirty years in a clear, transparent and objective manner.

MAINTENANCE AND PRESERVATION OF CURRENT ASSETS
It is our view that whilst the development of new transport and infrastructure assets is crucial to a
strong economy, investment in infrastructure should also be to maintain current assets. The CCF
has a long standing policy that forward capital programmes be as equally focussed on
maintenance and preservation of current assets as funding new infrastructure.
We recommend that the State Government show a clear, tangible commitment in the Plan to such
funding of current transport and infrastructure assets, in an approach that is aligned with
strengthening South Australia’s key industries.
We note that investment in road maintenance in South Australia is in serious decline and the
lowest investment on average of all the states and territories. Any transport plan must seek to
address this.
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VALUE FOR MONEY
In these times of fiscal constraint it is as important as ever to ensure value for money from service
providers is achieved for all transport and infrastructure projects, through a comprehensive costbenefit analysis of all projects at all levels of government in order to ensure appropriate funding
allocation. In other words, in order to obtain value for money the CCF has the strong view that the
cost of building infrastructure must be considered alongside the overall return on investment from
the infrastructure. Similarly, the whole of life costs should be considered in conjunction with the
initial tendered build price. Value for money or greatest performance for the resources consumed
in delivering objectives should be the most desirable outcome on all projects, rather than merely
focussing on lowest price.
It is also our view that the whole of life value for money concept must be embedded in government
procurement policies and practices to ensure that only the most appropriate construction models
are tendered. This also needs to be balanced with the local buying initiatives that focus on
ensuring we have a sustainable group of contractors and service providers which is further
mentioned below.
Another key element is ensuring that publically-funded infrastructure is fit for purpose. It is our view
that infrastructure design and funding options for South Australia are often gold plated in order to
cost out later life maintenance. The important of ensuring that the infrastructure investment is right
sized for the expected life of the asset needs to also be incorporated in to the criteria for
infrastructure investment which we have detailed in this submission.
CCF recommends that:


All projects subject to public funding undergo rigorous cost benefit analysis



All infrastructure subject to public funding is designed to be fit for purpose



Only the most appropriate construction models be selected that balance the long term needs
of the infrastructure assets.

INDUSTRY ADVOCATE LOCAL BUYING INITIATIVES
Over the last 12 months, the South Australian government initiated the new office of the Industry
Advocate whose focus is on reducing red tape in procurement of public sector projects and
initiatives and also is focussed on assisting local suppliers to have easier access to government
projects. The Plan does not appear to adequately address the recent recommendations from the
Industry Advocate that have been endorsed by the South Australian government. It is
recommended that the Plan references these important recommendations and also seeks to
ensure that the Plan focuses on the importance of developing a local network of contractors and
service providers that can assist to deliver on the infrastructure projects in the Plan.
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PRIORITISED PROJECTS
The Plan currently focuses on a few large projects, however it is our view that South Australia may
benefit equally, if not more, by the execution of multiple smaller transport and infrastructure
projects rather than focussing on a smaller number of large projects. This is particularly the case
in regional South Australia where smaller projects focussed on stimulating economic development
or connecting up key freight movements or other key initiatives could have significant benefits for
South Australia.
Furthermore the Plan should place public transport as the lowest priority given it is an enduring
liability being taxpayer-funded and brings in minimal economic stimulus to South Australia. The
Plan currently has a heavy focus on public transport initiatives which will not bring significant
economic benefits to the State. Stimulating the economy is considered critical given the stagnate
economic growth this State has experienced in recent times with current forecasts not indicating
significant growth in the short to medium term.
Finally, the Plan does not make the case for investment in infrastructure designed to accommodate
or facilitate population growth.
As such, the CCF recommends that the priorities of the Plan should be the following:
Priorities for Greater Adelaide


Complete the North-South Corridor, upgrade the Inner and Outer Ring Routes, targeted
improvements to many intersections and road sections including the South Eastern Freeway in
the vicinity of Mount Barker (improve traffic flow at existing on/off ramp at Adelaide Road;
construct on/off ramp at Bald Hills Road; construct fly over at Glen Osmond Road.)



Duplicate Main South Road (Seaford to Aldinga), Beach Road and Dyson Road (Noarlunga),
Commercial Road (Seaford), Richmond Road (Keswick), West Lakes Boulevard, Churchill
Road (Devon Park), Montague Road (Modbury), Elder Smith Road (Mawson Lakes, including
extension to Port Wakefield Road), Kings Road (Paralowie), Womma Road, Curtis Road
(Munno Para West), Main North Road (Evanston Park), and additional lanes on Main North
Road (Parafield)



Duplicate Victor Harbor Road (Old Noarlunga to McLaren Vale), provide more overtaking
lanes and shoulder sealing to Victor Harbor, and in the longer term, duplicate to Mount
Compass



Bringing a new network of trams, AdeLINK, back to the CBD and inner Adelaide to the
northwest, east, west, north, south and a loop in the CBD
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In the longer term – a potential underground rail loop in the CBD, relocate the passenger rail
terminal at Keswick into Adelaide station, and protect the extension of train lines into growth
areas to the north and south



Accelerate land rezoning to encourage decentralised population growth and support this with
road and rail links eg. Monarto South precinct, Mount Barker.

Priorities for regional South Australia


Seal the Strzelecki Track, and duplicate the Dukes Highway to Victoria



Targeted road widening, more overtaking lanes and rest areas across the network including
the Augusta Highway to Port Augusta, Sturt Highway to the Riverland, Riddoch Highway to the
South East, Eyre Highway to the west, Barrier Highway to NSW, Stuart Highway to the Far
North, and Lincoln Highway



Target immediate further capacity improvements of the above roads including duplication of
the Augusta and Sturt highways



Town bypasses of Penola, Port Wakefield and Truro, and a potential bypass at Renmark and
upgrading of Yorkey’s Crossing at Port Augusta



Invest in extending and creating new railway tracks around regional South Australia
particularly along the east-west corridor and for the purposes of increasing capacity
particularly for moving minerals and grains. These include the link at Tarcoola to Crystal
Brook, and along the central and western Eyre Peninsula narrow gauge network.



Create opportunities and incentives to attract private investment on railways particularly on
privately-owned railways



Expanded ‘pit to port’ capacity for the mining sector



Continued improvements to regional passenger transport and aviation

Priorities for Freight and Ports


Implement the Regional Mining and Infrastructure Planning Projects and the Green Triangle
Freight Action Plan



Expand the High Productivity Vehicle Network, deliver regulatory reforms for freight transport,
upgrade freight rail corridors and intermodal terminals, and improve access to Adelaide Airport
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Create incentives for greater private investment into the maintenance our ports and privatelyowned railways and new ports and railway tracks e.g. through tax offsets or seed funding



Implement electronic freight tolling system for most frequently used freight corridors into and
around Greater Adelaide including the Princes Highway, Southern Expressway, Portrush
Road, Main North Road

State-wide priorities


Increased public funding and implement measures to attract greater private infrastructure
investment in revenue-producing transport assets e.g. freight corridors, ports, railways, tunnels



Increased maintenance funding to improve and sustain the performance of the transport
network and make better use of our transport assets



Protecting and preserving freight corridors and facilities



Make our transport system safer and deliver South Australia’s Road Safety Strategy



Must include investing in the infrastructure necessary to accommodate and facilitate
population growth

TIMEFRAME AND SCHEDULE OF WORKS
It is our view that the 30 year time frame for the Plan is unrealistic as there is little reliable visibility
around the state of infrastructure and the economy 30 years from now as much can change during this
long period of time. Hence it is anticipated that many significant changes would be made to the Plan in
this time if it has a 30 year timeframe. Furthermore the Plan does not contain a clear schedule of works,
budget provision or timeframes for the projects identified in the Plan. This detail is considered critical to
allow contractors and other service providers to appropriately resource up and plan to ensure that there
is a local workforce and capacity that can deliver on the infrastructure projects outlined in the Plan.
The CCF recommends that:


A 15 year time frame should be given to the Plan. This timeframe is more appropriate than a 30
year one as there is greater visibility at the 15 year mark and this ensuring that objectives and
projects focussed within this time period are more realistic and achievable.



Specific projects are outlined through a schedule of works particularly at the 5 year, 10 year and 15
year marks. This will allow greater transparency around timeframes, actions and owners as well as
ensuring that objectives and projects are more realistic and achievable. This will also align with a
short term, medium term and long term approach which is used consistently in the Plan.
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BUDGET
The current capital funding requirement over the current timeframe of 30 years is $36 billion in
2013 dollars, which is an average annual funding requirement of $1.2 billion. The current estimate
is that $29 billion will need to be funded by the South Australian State Government and/or the
Federal government. It is our view that this amount of public funding will be highly difficult to
continuously obtain over the the long term. This is despite the fact that the State Government has
pledged $1.513 billion in the 2013/2014 financial year which is higher than the recent average.
It is our view that the current government allocation of $664 million (43%) to public transport and
maintenance and $849 million (57%) to capital projects is inappropriate as there is an excessive
budget allocation to public transport and maintenance, particularly given the pressing need for
greater regional transport development in South Australia and the decreasing level of private
infrastructure investment in our state’s transport and infrastructure.
The CCF recommends that:


The Plan’s budget be revised over a maximum 15 year timeframe



The State Government revise budget allocation to 70% to capital projects and 30% to public
transport and maintenance projects, as capital projects would provide a return on investment
which would contribute to future funding capacity, stimulate economic development as well
encourage funding from private sources.



The State Government investigate alternative funding options particularly those that incentivise
private investment into capital projects



The State Government push harder to secure public funding for South Australian transport and
infrastructure from the Federal Government directly or via Infrastructure Australia and other
key bodies.

ALTERNATIVE FINANCING OPTIONS
It is anticipated that by 2020, Asia’s economic output will be greater than that of North America and
Europe combined.2 While this comes with challenges, it also presents significant opportunities for
Australia due to our geographic proximity to this emerging market.
The development of Asia will create an increased demand on exports such as minerals and
agriculture. With this increased demand there will be a greater need for Australia to develop,
finance and fund infrastructure such as road, rail and ports to service the rising need. However
2

Australian Government, 2012, Australia in the Asian Century – White Paper, October 2012.
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Infrastructure Australia Chairman Sir Rod Eddington said in June 2013: “there is a deep disconnect
between the infrastructure we want, and the infrastructure we are willing to pay for.”3 In other
words, this means that there is a divide between the infrastructure that is needed to increase
productivity and boost economic activity and the infrastructure that we are willing to fund.
There are complexities underlying this issue and it is our view that a strong and sustainable South
Australian economy can only be obtained if all levels of government and policy-makers consult with
industry and communities, and focus on implementing strategies that address financing issues and
ultimately infrastructure funding options.
It is unlikely that the challenge of providing infrastructure to meet demand can be met through
current public funding. Consequently, financing infrastructure will likely be a mix of public and
private sector funding delivered through different financing models including public debt.
The CCF recommends that the State Government consider the following alternative funding
options in meeting the objectives of the Plan. In doing so, the State Government should consider
initially trialling these financing options in smaller projects to assess their adequacy.
Private funding
With government finances increasingly under pressure, the private sector plays an important role in
financing transport and infrastructure; notwithstanding the critical fact that community infrastructure
ultimately funded by taxpayer revenue or user-pays. In the 2011/2012 financial year, nationally
engineering construction grew 33% to $116 billion, of which $84 billion (or 72%) was privately
funded, which a growth of 51% in private was funding compared to a 1.5% growth in public
funding. However once mining and heavy industry is removed leaving only ‘infrastructure’ sectors,
only 50% of work is privately funded.4
It is our view that the Plan is a vehicle that prioritises strategies to attract private investment,
enables a strong pipeline of transport and infrastructure investment opportunities for instance in
rail, ports, bridges, roads and tunnels which help stimulate economic growth, encourage the inflow
of private funding. We believe that an increase in private investment will also help influence
general public opinion on how infrastructure is funded.
Public-private partnerships, joint ventures and local asset-backed vehicles
All levels of government should undertake consultation with industry organisations and people who
are involved in the construction and investment in transport infrastructure to explore public-private
partnership (PPP) and joint venture opportunities. PPPs will bring private investment and the
government may consider providing a capital subsidy to attract greater private funding through this
model. Local asset-backed vehicles (LABV) as a financing option should also be explored.
3
4

Australian Government (Infrastructure Australia), 2013, National Infrastructure Plan.
BIS Shrapnel, 2013, Engineering Construction in Australia, 2012/13 – 2026/2027.
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Single government fund
It is recommended that instead of having several different funds to finance infrastructure e.g. for
grants, the government should consolidate all the funds into one single fund. This would greatly
reduce current inefficiencies as well as substantial transaction costs and administration costs.
User-pay e.g. tolls
Tolls provide a steady income stream that can contribute towards the maintenance and
revitalisation of the asset, as well as building capacity for future transport and infrastructure asset
expansion. It is recommended that tolls be implemented on major transit corridors used by freight
such as along the North-South Corridor and Portrush Road.
Taxation alternatives
The taxation system may also be able to provide incentives for financing and such options should
be considered. For example tax increment financing or leveraging capital from superannuation
funds should be considered.
Spreading effective financing through taxation and user charges over several generations may also
allow the delivery of key transport and infrastructure projects.5
Tax offsets should also be considered for private investors in transport and infrastructure,
particularly for those assets that increase productivity and efficiency and generate a return for
investors. This is a viable option to attract greater infrastructure investment from private industry,
for instance to incentivise greater private investment in ports and railways which are currently
privately owned in South Australia.
Public debt
A rigorous cost benefit analysis on a whole-of-life basis should be undertaken to consider public
debt as a financing option for transport and infrastructure assets that generate return on
investment.
Privatisation of government assets
Importantly, consideration will need to be given to unlocking capital from government assets to
fund new infrastructure. The CCF recognises that the general opinion of the Australia public is that
government assets should remain under government ownership, however it is our view that the
government consider the sale of some assets which may be better managed by private industry in
the long run. The sale of assets would provide financing not only to new transport and
infrastructure but also to the maintenance and preservation of current assets, particularly income5

Federal Government, 2013, Department of Regional Australia, Local Government, Arts and Sport and Ernst and
Young, National financing for local government, options assessment.
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producing assets. Furthermore work must be done by all levels of government to influence general
public opinion on this matter.
The CCF recommends that the State Government:


Undertake a comprehensive review to determine if there are any opportunities to unlock
capital by selling assets and any associated lease-back opportunities and that it encourages
Local Governments to follow this example.



Undertake a public education program at State and Local Government level aimed at
increasing awareness of the potential for unlocking capital through the sale of assets.

Market Instruments
Consideration should also be given to market instruments as financing options, including:







Bank finance
Covered bonds
Corporate bonds
Mezzanine/hybrid finance
Other asset backed securities
Other securitised/REIT index-linked structures.
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Appendix 1: Excerpt from the Civil Contractors Federation Infrastructure Policy
To assist in understanding CCF’s position on a range of areas that we have outlined in this
submission, we have provided reference to our key infrastructure policy below:

Civil Contractors Federation Infrastructure policy
The CCF infrastructure policy is a suite of policies and has three component parts.
Firstly, the CCF policy position on infrastructure funding and financing – our infrastructure funding
and financing policy.
Secondly, our policy position on procurement and prequalification particularly in relation to
government and government agencies – our procurement and prequalification policy
Thirdly, our red-tape reduction policy in relation to procurement, prequalification and contract
administration – our cutting the red tape to send the infrastructure dollar further policy.

Infrastructure funding and financing
Financing civil infrastructure such as roads, bridges, ports and the other requirements for an
efficient productive economy is one of the major challenges facing Australia.
The challenge is also not just in relation to financing new infrastructure but also to provide funding
to maintain current assets particularly roads and bridges. Financing solutions will involve all levels
of government, the private sector and consultation with communities.
Recognising this, the Civil Contractors Federation sets out below our key principles in mapping
Australia’s response to this challenge:

16

Key Principle 1 – Planning for infrastructure
With limited resources available the infrastructure dollar must be spent in the most cost effective
and efficient manner. CCF supports the importance of infrastructure plans at all levels of
government as well as programs for capital maintenance. They must be clear, transparent and
over more than an electoral cycle. They must also be realistic and not mere “wish lists”.
There should be an emphasis on “smart infrastructure” in other words infrastructure which will bring
a return on taxpayer investment either through revenue or royalty streams or the like generated
from the economic activity enabled by the construction of the infrastructure.
Key Principle 2 – Value for money
All major infrastructure projects must be subject to rigorous cost/benefit analysis.
Whilst this is critical for National and State/Territory allocation of funding it is also desirable at local
government level. Local Government should be supported through this process to acquire and
maintain the skills to do this.
Additionally, value for money also includes ensuring that procurement practices are efficient and
select the most appropriate models for construction. This is expanded on further in our
procurement and prequalification policy.
Key Principle 3 – Funding Infrastructure
The infrastructure challenge cannot and will not be met through current public appropriations.
Financing infrastructure will therefore likely be a mix of public and private sector funding through a
range of different funding vehicles. It will also involve public borrowing.
How the taxation system can provide appropriate incentives for financing should also be
considered particularly in relation to leveraging funding from Superannuation Funds.
Importantly, innovative and different approaches such as municipal bonds, tolling particularly on
freight and tax increment financing will form part of the mix.
Working through such solutions will require co-operation at all levels of government however
current COAG processes have been slow and unresponsive and consideration should be given to
targeting some small local projects as trials for the financing mix.
Key Principle 4 – Fair Competition application of Competitive Neutrality at all levels of
Government activity.
Competitive neutrality requires that government business activities should not enjoy net
competitive advantages over their private sector competitors simply by virtue of public sector
ownership.
If governments do advantage their businesses in this way, it will distort the competitive process
and reduce efficiency, the more so if the government businesses are technically less efficient than
their private sector competitors.
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Competitive neutrality principles should be adhered to so that States, government agencies and
local government do not have monopoly positions in relation to the provision of infrastructure
construction and maintenance.6
We are of the view that the public sector should not compete with the private sector for public
works unless there is a market failure or a social good that can’t be satisfied by the private sector,
Key Principle 5 – Cutting the red-tape to construct more efficient infrastructure
When financing is secured it is important that projects can be planned, commenced and completed
in a timely manner. Our Cutting Red-Tape policy makes a number of recommendations to take the
infrastructure dollar further.
Issues such as lack of standardisation, inappropriate risk shifting, inefficient procurement practices,
forms of contracting7, contract management and contract packaging must all be addressed. All
have the potential to unlock considerable savings. Underpinning many of these concerns is the
need for a continued focus on training and skills acquisition particularly in local government.
There is no one solution or silver bullet to meet such substantial challenges. However,
infrastructure development which takes account of these key principles will help to drive the
infrastructure dollar further.

6

Commonwealth Competitive Neutrality Policy Statement June 1996 at
http://archive.treasury.gov.au/contentitem.asp?ContentID=275.
7
Forms of contracting are expanded upon in our Procurement and Prequalification Policy.
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CCF procurement and prequalification policy –
General Policy principles
We believe that the National Government has a significant role to play in influencing and
supporting procurement policies. This policy document sets out the policy principles which in our
view will support the development of the infrastructure Australia needs based on a vibrant,
sustainable and competitive contractor market. It should also be read in conjunction with our policy
on red-tape reduction.
The Civil Contractors Federation policy focuses on NINE key policy principles upon which
procurement practices must be based.

(1) Value for money – procuring goods and services at optimal cost, having regard to issues
such as policy, performance standards, risk management and life-cycle costs. Additionally,
regard must be had to tendering costs for procuring authorities and contractors alike.
(2) Supporting a sustainable civil contracting industry through open and fair competition – CCF
believes that a level playing field which allows contractors to truly compete will lead to
better outcomes for the community providing strong value for money.
Therefore maximising the opportunity for firms and individuals to compete in business
supports a key focus on unbundling contracts so that the small to medium sized contractors
can compete.
By truly supporting competition small to medium sized operators will have the opportunity to
compete and in turn grow and develop capacity. It will also support skills development with
small to medium sized businesses being key trainers of civil skills as well as regional
employers.
Competitive neutrality principles should also apply so that Government and Government
agencies do not enjoy net competitive advantages over their private sector competitors
simply by virtue of public sector ownership. This is particularly the case in asset
maintenance.
(3) Forms of contracting - consideration should be given as to whether projects or parts of
projects can be delivered by different contractual arrangements such as collaboration and
alliance contracting. For example several medium sized contractors partnering to deliver an
infrastructure project rather than one major contractor.
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(4) Local industry participation – using local suppliers wherever they offer best value for
money. Local participation policies must be more than just lip-service or a paperwork tick.
True local industry participation involves considerations in relation to de-packaging of
projects, skills retention such as contract management experience within procurement
agencies as well as a true focus on innovation and innovative solutions. Additionally, where
tenders do focus on “local content” a definition of what this this actually means needs to be
developed and applied.
(5) Accountability – ensuring that the procurement authorities and the contractors have clear
and appropriate understandings of responsibilities for each stage of a project, with a focus
on best practice.
(6) Risk Management and appropriate allocation of risk – aligned with accountability,
management and the appropriate allocation of risk is a critical concern for CCF and its
members. Generally, risk should be managed by the party in the best position to do so,
however too often risk allocation is shifted to the contractor and the pendulum must be
rebalanced. This reallocation of risk occurs in a number of areas but particularly in limitation
of liability, warranties, indemnities and insurance. Additionally, securities for project
completion must all be proportionate and appropriate to the risk to be borne.
This all adds costs to projects and in publicly funded projects by the tax payer.
(7) Probity and transparency – ensuring fairness, impartiality, consistency and transparency in
all stages of the procurement process and where applicable tendering phase. Probity
however must be practical and pragmatic in nature rather than adding layers of
bureaucratic red-tape.
(8) Dispute Resolution - today’s best practice requires swift, proactive issue resolution
processes to be employed that attempt to resolve disputes as they arise and before a
dispute forms.
(9) Supporting a sustainable civil construction industry– Procurement policies and practices
can do much to support a vibrant, sustainable and competitive contractor market.
Constructing infrastructure is not just about funding and financing must have a skilled and
innovative workforce with ability and knowhow. Many of these attributes are to be found in
the small and mid-sector and good procurement policies focused on our key principles will
support this sector to grow and develop.
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The Civil Contractors Federation Prequalification Policy
CCF supports a national prequalification system either based on a nationally consistent
prequalification system or at the very least a mutual recognition system based around the following
core principles:
 Consistency -Differing prequalification requirements cause unnecessary red-tape and
regulatory burden. At a minimum acceptance for prequalification by one agency or authority
should be able to be taken into account by other organisations.
 Transparency -essentially in relation on how to become qualified, how to move between
qualification grades and how the criteria for qualification are applied in a consistent, open
and fair manner;
 Flexibility-with capacity constraints overall in the industry there is a need for the
prequalification system to both be flexible enough to allow movement between
prequalification grades and for reciprocity between states and agencies. In particular the
pre-qualification system must be able to accommodate joint ventures and other alliance
arrangements so that the combination of the parties to the contracting arrangements
satisfies the prequalification requirements. This will support a truly competitive market.
It is against these principles that CCF will evaluate prequalification policies.
Cutting the red-tape to construct more efficient infrastructure
The regulatory burden now faced by the construction industry is adding considerably to
construction costs both for contractors and for the procuring agencies such as governments at all
levels.
Cutting red-tape has the significant potential to increase the value for dollar spend and to ensure
that we support and increase the capacity of the sector to deliver infrastructure projects in a timely
and efficient manner.
The CCF supports harmonisation in principle and accordingly we are advocates for national
uniformity and consistency of regulation. As our members operate across state boundaries,
separate regulatory regimes and compliance obligations are a source of unnecessary regulatory
burden, cost and inefficiencies.
However, this in principle approach is not without substantial qualification. We do not support a
harmonisation process which imposes upon our members the highest or most rigorous standard
within an Act or regulation as the template starting point. In other words a levelling up of obligations
which experience has shown has the capacity to increase the regulatory burden on industry under
the guise of harmonisation.
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Our fundamental position is that we should be aiming at better regulation not more regulation.
Practically however we believe much can be done on harmonisation at a local government or local
authority level at which a number of these substantive recommendations are directed.
This policy therefore provides some practical recommendations for reform. It is divided into two
parts – Part A recommendations for reform in relation to local government and Part B the related
and important reforms to contract and contract administration.

For further information on the Civil Contractors Federation Prequalification Policy, please
see Part A and Part B on pages 9 – 14 of the following link:
http://www.civilcontractors.com/Uploads/files/National/CCF%20Infrastructure%20Policy%20May%
202013.pdf
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AAPA SA Branch
PO Box 243
West Beach SA 5024
Ph: 08 8353 8151
Email: aapa-sa@aapa.asn.au

17 January 2014
Mr Phil Lawes
Project Director
Department for Transport, Planning
and Infrastructure (DPTI)
GPO Box 1533
Adelaide SA 5001
Dear Mr Lawes
Please find below a summary of topics raised within our association (SA Branch) that we would like
to discuss further with DPTI in relation to the Integrated Transport and Land Use Plan for SA.
AAPA is the peak body representing all of the flexible pavement industry in Australia.
The flexible pavement industry is a broad sector responsible for the design, specification,
construction and maintenance of all forms of flexible pavement surfacing utilising bitumen.
The Australian Asphalt Pavement Association (AAPA) is a representative industry association with a
progressive and innovative approach. It was formed in 1969 as a non-profit organisation to promote
the economic use of asphalt and bitumen bound products based on sound technical and commercial
grounds. Throughout its history, AAPA has maintained as its major objective the dissemination of
technical knowledge aimed at continual improvement in asphalt and bitumen bound technology.
Activities
The Association’s activities fit into five broad categories:






Enhanced industry performance
Product positioning
Research and technology
Education and training
Health, safety and environment

AAPA members include:









Manufacturers of asphalt and other bitumen bound products
State Road Authorities
Local Government
Paving consultants
Material suppliers
Plant and machinery manufacturers
Paving and sealing contractors and
Individuals interested in asphalt technology.

-2The following broad topics have been identified by our members as being important to the overall
Strategic Plan for South Australia. The topics identified relate in part to the sustainability of our
industry and the ability for us to play an integral part and assist DPTI in the implementation of the
plan.
The Regional Road plan and its focus on safety initiatives
As contractors to the agents charged with the responsibility of maintaining and improving our rural
road network, we often see cases where the existing road conditions have deteriorated to a level
that is unacceptable. In many cases the poor condition of the road network has a direct impact on
the safe use of the asset. In 2012, 67% of road fatalities occurred on rural roads. In our opinion, to
provide a safer rural road network focus needs to be given to the upkeep and maintenance of the
existing network, new and improved safety initiatives, speed reduction or calming devices, driver
awareness, new products or technologies and new construction techniques.
Industry Participation
AAPA is keen to understand further how DPTI intends to engage with industry (such as AAPA) to
assist in planning, procurement and delivery of the plan; more than just financing. The issue of
‘Funding’ vs. ‘Financing’ is clearly outlined in the Transport Plan, however we believe that our
association has a lot to offer in the planning and development stages as a representative of the
broader road construction industry and a body that is at the forefront of research and development
in road related products and services.
Engaging with industry on the priorities of how, when and why transport projects can or should be
delivered can help to frame DPTI’s approach to funding or financing strategic elements of the plan.
Industry participation early in the process can add significant cost savings and additional benefits
throughout implementation of the plan.
Delivery of the Plan
In developing a long term strategic plan for Transport and Land Use in South Australia a broad
approach must be taken to incorporate all stakeholder views and opinions. The Integrated
Transport and Land Use Plan formulated by DPTI does this and is a comprehensive document
covering the needs of the State and shaping our transport system over the next 30 years. In our
opinion, DPTI now has the challenge of parcelling this plan into discrete action plans and projects
that are achievable and prioritised. As an industry body that strives to enhance industry
performance and maintain high standards on development, training and technical research we have
a vested interest in the prioritisation and rollout of projects in a manner that our industry can
prepare for and be in a position to successfully deliver to DPTI’s requirements. Early involvement in
this process will enable DPTI to tap into AAPA’s activities and incorporate the latest industry
developments into the project delivery phases.
An example of this could be the incorporation of AAPA’s “Asphalt Pavement Solutions - For Life”
project. It aims to highlight the advantages of long life asphalt pavement based on the perpetual
pavement approach to pavement design.
Perpetual pavements are those that have been designed according to the fatigue endurance limit of
the asphalt mix. In this way the pavement will have a very long life with just occasional resurfacing of
the top wearing course. Perpetual pavements can last one hundred years or longer with resurfacing
every fifteen to twenty years. This ensures that the appropriate amount of material is used in the
pavement construction saving both economic costs and the environment. The long life and ease of
maintenance provides further advantages and savings.

-3The Asphalt Pavement Solutions - For Life project is assessing the benefits and design approaches to
Australian mixes it is also working closely with state road authorities through Austroads with the
view to amending the Austroads pavement design guidelines to allow for perpetual pavement
designs.
Looking After the Existing Asset Base
The Integrated Transport and Land Use Plan focuses on the transport system of the future and how
new and improved road assets will contribute to the effective and sustainable transport network for
South Australia. While this plan is being actioned, we have an ageing asset base that still needs to
meet the minimum standards for performance during the implementation of the 30 year plan.
Some of the existing network is already 30-40 years old and will require maintenance or
reconstruction during the implementation phase of the new plan. Our industry producers have an
interest in understanding how the ongoing maintenance and upkeep of the road network will be
handled and does DPTI see any changes to the current methods used.

The above discussion points are a consolidated view from AAPA’s industry members in South
Australia and do not represent the views or opinions of AAPA’s National body or individual producer
companies or members.
At AAPA we endorse and support DPTI’s proactive approach to the future transport needs of the
State and the development of the Integrated Transport and Land Use Plan. As a representative of
the local flexible pavement industry we also promote proactive involvement in issues that impact
our members and look forward to the opportunity to firstly discuss these topics in more detail and
hopefully take an active role in the development and implementation of the plan for South Australia.
We can be contacted on the details below to schedule an appropriate time for further discussion.

Yours Sincerely

Klinton Devenish
AAPA Chairman (SA)
[Klinton Devenish Phone +61 8443 2002 Fax +61 8234 0135 Mobile +61 417 815 541]
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Integrated Transport and Land Use Plan feedback
GPO BOX 1533
Adelaide SA 5001

RE: Integrated Transport and Land Use Plan
To whom it may concern,
The Conservation Council of South Australia welcomes the opportunity to provide
input to the state’s Integrated Transport and Land Use Plan (ITLUP).
Conservation Council SA is an independent, non-profit and strictly non-party political
organisation representing around 50 of South Australia’s environment and
conservation organisations and their 90,000 members. Conservation Council SA has
developed a comprehensive view of environment policy in South Australia in a
Changing Climate: A Blueprint for a Sustainable Future1 This document sets out, at a
strategic level, policy positions in six key environmental areas, including planning
and development issues.
Conservation Council SA strongly supports ITLUP’s underlying concept of developing
a transport plan that supports our future land use, however the plan falls short of
achieving a truly visionary approach to provide a sustainable transport system that
focuses on moving people and freight – not cars and trucks.
Any transport plan should have upfront regard for South Australia’s Strategic Plan
targets for reducing greenhouse gas emissions, and have credible efforts to support
renewable energy use. We expect the South Australian Government to be serious
about reducing emissions and contributing to a clean, low-carbon and sustainable
South Australia, with an explicit commitment to accredited GreenPower for its
projects and services, including but not limited to the electrification of public
transport. Whether it be 20%, 50%, or any percentage at all, that must be defined.

1

http://www.conservationsa.org.au/blueprint.html
1

The ITLUP indicates an intention to invest further in our arterial road network to meet
growth in freight requirements. Conservation Council SA is concerned that without
incorporating adjoining rail infrastructure and dedicated bus lanes, such investment
will simply encourage an unintentional growth in passenger vehicle transport.
Furthermore, road freight is already a growing source of greenhouse gas emissions in
the state, yet reducing these is not a consideration of the ITLUP. The plan should
incorporate investment in intermodal facilities to maximise opportunities for road
freight to be efficiently transferred to rail and ships.
The ITLUP states that there is a need to consider what sort of vehicles we use, yet fails
to include any plan for this. Conservation Council SA would like to see a genuine
consideration of how we achieve the fleet of vehicles we want to see in 30 years
time on South Australia’s roads. For example, the development an alternative fuel
industry in the state and the rolling out of electric vehicle infrastructure. The closure
of the Holden plant represents an opportunity for the development of an electric
vehicle industry in South Australia. The ITLUP is a long-term plan yet it does not
contain these long-term visions.
Conservation Council SA agrees that there is a need to increase the use of public
transport, cycling and walking. It supports further integrating public transport modes,
connecting train, tram and bus stops. Conservation Council SA however is
concerned that the electrification of the Outer Harbour and Gawler rail lines have
been deferred indefinitely. The plan could commit investment in securing land for
the establishment of dedicated bike and walking paths that will greatly increase
cycling and walking for transportation purposes, as they are safer and more
enjoyable to use.
Finally, Conservation Council SA questions the plan to the extent that it supports
growth in greenhouse intensive industries, such as mining in energy resources, and
would like further information on this aspect of the plan.
Conservation Council SA would like to see more aspiration for sustainability from the
South Australian Government in regards to transport and land use planning. We
would also like to see improvements to public transport, cycling and walking
infrastructure in a much shorter time-frame.
Thank you for your consideration of our comments. I would be happy to discuss our
submission in more detail. We would also appreciate being involved in further
consultation on this plan.
Kind regards,

Craig Wilkins
Chief Executive
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Integrated Transport and Land Use Plan feedback
GPO Box 1533
Adelaide, SA 5001

To whom it may concern,
The Outback Communities Authority (OCA) is a State Government Statutory
Authority responsible for the provision of ‘limited’ local government type
services into those parts of South Australia not formally captured within the
traditional local government system.
The draft Integrated Transport and Land Use Plan (the ‘Plan’) was tabled at
the OCA’s December 2013 meeting for discussion. Of specific relevance to
the OCA is the ‘Far North Region’ section of the plan. The OCA has indicated
that it wishes to make comment on the Plan in its capacity as the local
government authority for the far north region.
From the outset the OCA welcomes the opportunity for the SA Government to
work closely with the OCA to develop local transport strategies that align with
land use policy objectives to enhance the safe movement of freight and tourist
traffic. The OCA’s networks and engagement history positions it well for a
strong partnership with the SA Government in the future conversations with
the community on the implementation of this plan.
The OCA has a long history in community development in the far north region
and the ability to facilitate innovative solutions to what are often difficult issues
relating to the tyranny of distance and isolation. For example the OCA has
facilitated significant improvements to the access of emergency services into
remote areas with upgrades to aerodromes in the Far North (funding provided
by the Australian Government’s Remote Airstrip Upgrade Program to which
the SA Government contributes matching funding) that allow near 24 hour all
weather access in times of need.
Identified in the far north section of the plan are the following projects:




Development of a Regional Passenger Transport Plan to address regional
accessibility requirements and better information for regional passengers
(short).
Stuart Highway - road widening, shoulder sealing, and rest areas
(short/medium).
Augusta Highway – road widening, shoulder sealing and implementation of
priority treatments in the Port Augusta Road Management Plan
(short/medium).Strzelecki Track – upgrade and sealing
(short/medium/long).









Barrier Highway – road and bridge widening to improve safety and
efficiency for High Productivity Vehicles (short/medium).
Hesso – grade separation of the Stuart Highway/rail line (medium).
Eyre Highway –road widening, shoulder sealing and rest areas (medium).
Area-wide (short/medium/long)
o Road widening and shoulder sealing targeted at major freight and
traffic routes.
o Increase maintenance to improve and sustain the performance of the
transport network and make better use of transport assets including
outback roads.
o Continue to implement the Road Safety Strategy and address road
safety black spots and higher risk locations.
State Bicycle Fund – work with local councils to develop a regional cycling
and walking strategy (short).
Ports, rail freight and airports
o Work with private sector and ARTC to identify capacity
improvements on the Adelaide to Perth rail line between Tarcoola
and Port Augusta (medium/long), and the impact of a potential by
pass of Port Augusta, including the potential relocation of Spencer
junction and development of a new intermodal site (short).
o Work with local council and the OCA to identify upgrades of
strategically important local airports and airstrips, including Port
Augusta, Coober Pedy, Olympic Dam and Innamincka airports, and
airstrips at Quorn, Hawker and the APY lands.
o New rail line to connect to Olympic Dam.

All of these projects have high merit, however in particular the OCA welcomes
the proposed upgrade to the Strzelecki Track and improvements to the
outback road network. Well maintained roads in the outback areas are critical
to the social and economic sustainability of the far north region; therefore any
improvements are supported by the OCA as it strives to promote
improvements in the provision of public services and facilities to outback
communities.
In conclusion, and on behalf of the OCA, I wish to congratulate the SA
Government in the development of the plan and wish to emphasise the OCA’s
offer of partnering with the SA Government as it seeks to implement the
project initiatives in the far north region.
Should you wish to discuss a role the OCA might be able to play in the
implementation of this plan or any other matter related to the far north region,
please feel free to contact me at any time.
Regards

Mark Sutton
General Manager
Office for the Outback Communities Authority
Objective ID: A187193

The Walking Federation of
South Australia Inc.
Greening Australia Building

5 Fitzgerald Road, PASADENA SA 5042
All Correspondence to Postal Address please

Post Office Box 1094
PASADENA SA 5042
Telephone: (08) 8276 5090
Website: www.walkingsa.org.au.
Email: office@walkingsa.org.au
The Hon Jay Weatherill,
Premier of SA
Subject: Response to the Integrated Transport and Land Use Plan for SA.
Thank you for the opportunity to comment on this important and long-awaited plan.
It is pleasing to note the many bold measures that are part of this plan, adding to the ones that are
underway or have been already achieved. It is also clear that for these important investments to
prove worthwhile, they need to be backed by a commitment to make South Australia a desirable
place to walk. Put simply, a walkable environment is one that is attractive to live, work and play,
desirable economically, efficient in its use of resources, and sustainable into the future.

Yours Sincerely,

Cate Mettam,
Chair,
Walking SA Board.
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General comments

Walking SA welcomes this plan as a significant and long–awaited step. It is important that
investments in South Australia’s Transport Systems, are not pieces of isolated infrastructure, but
integrate with each other and the people and places they serve.
The encouraging thing about the plan is that it makes many references to walking, and many of the
other things in the plan imply a much higher level of support for walking than has been evident in
previous plans (or plans for plans).
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Walking, the primary and most significant mode of transport

Walking is the glue that holds the transport system together. Every journey starts and finishes with a
walking segment, irrespective of the mode(s) of transport used for the “line-haul” parts. The quality
and convenience of the walking environment is crucial to people’s choice of mode, where they live
and where they work or choose to set up businesses. Walkability is the term used to describe all the
factors that go together to make walking practical, safe and enjoyable.
Without proper attention to walkability, investments in public transport are at best, less effective
than they should be, and at worst become stranded assets or expensive white elephants.

3

Walking and cycling perform different roles

We note that cycling and walking almost always occur together in the report, as if “and walking” was
added as an afterthought. While this inclusion of walking along with cycling is commendable at one
level, it is also clear that the report’s authors know little about walking, the roles it performs and the
constraints that apply. It is clear the agenda is being driven by cyclists, with walkers being included
Walking SA – Response to Integrated Transport and Land Use Plan 2013

where it suits. Walking SA was not one of the organisations consulted in the preparation, so this
situation is hardly surprising.
Cyclists have a higher speed and further range than walkers. Bicycles can substitute for car travel,
whereas walking generally serves people’s more immediate environment. Walkers require a closerknit walkable environment rather than a series of discrete and more widely separated routes such
as articulated in the plan. The types of network proposed for cycling are too sparse to satisfy all but
a tiny minority of walker’s needs. On the other hand, improvements to the walking environment
invariably benefit cyclists.
Walkers also interact with public transport in fundamentally different ways. Cycling can act as an
efficient feeder to major public transport facilities (rail and bus rapid transit stations) that need to be
widely spaced. Walkers typically need to be served by feeder bus services, unless they happen to live
or work very close to a transit station.
This lack of fundamental understanding about walking may be due to the fact that (1) up to now
there has not been an effective organisation to represent all walkers in SA, and (2) there is little
expertise in walking issues at the right levels in government. If properly resourced, Walking SA can
assist on both counts.
While there is some overlap between walking and cycling, there are critical differences between
them that need to be articulated in the plan. Walking SA is prepared to contribute to this process.
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Pedestrians as obstacles

5

Preoccupation with infrastructure rather than service

Many of the other references to walkers (particularly in the technical part of the report) simply
regard them as obstacles to the transport system, rather than as the people who are the customers
and therefore the primary reason for the transport system’s existence. The term “pedestrian” is
used in its derogatory 1950’s context, where it talks about pedestrians as if they were animals;
hazards to the free movement of vehicles, buses and trains, and needing to be herded for their own
safety into pedestrian zones where they can be kept out of the way. No mention is made of the need
to prioritise pedestrians in a practical way (like making the signals more responsive). There is no
mention of “walkability” in this context either - creating an environment where people actually
choose to walk (ie making it practical, safe and fun).

Much of the plan is concerned with infrastructure, particularly large items such as rail upgrades. This
preoccupation with a few big items of infrastructure gives some areas a high quality service, but
leaves others out altogether. The plan needs to focus more on the overall level of “service”
considering all parts of the journey, rather than just its individual components.
It is nevertheless pleasing to see mention of a “coordinated, customer-focussed” system, with
better and more seamless transfers, and a hint that many longer-distance bus routes will be
reconfigured as feeder services to transport hubs. This radical change when implemented needs to
result in a more efficient and more frequent service, serving more destinations with fewer
congestion-caused delays. This will necessarily involve more transfers, which may meet resistance
from traditional customers who have come to expect a one seat ride to the CBD.
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Walking as the key to the first mile problem

Walking SA – Response to Integrated Transport and Land Use Plan 2013

Walking is mainly considered in the plan for places like the CBD and high activity centres that are
slated to be “pedestrian-friendly”. Other places, typically those closer to home are ignored. Little
attention is given to the essential role of walking in accessing the public transport network in the
first place. People who habitually reach for the car-keys and head for the garage are likely to
continue the whole way by car. Creating a walkable environment near home is essential if people
are to be encouraged to use any form of sustainable transport.

7

Walkability in the suburbs

The report effectively dismisses walking and walkability in the suburbs. Given that the majority of
South Australian live in such locations, and will continue to do so for a long time, this is a fatal
omission from an otherwise excellent plan. The fact is that there are a great many small-scale and
often inexpensive improvements that can be made to these areas to make walking more
desirable. These include:
• More responsive traffic signals (many take minutes to respond – several times the
acceptable standard of 30 seconds).
• Making it safe to cross the road wherever there is a need, such as near bus stops.
• Ensuring that all roads have footpaths (in towns) or verges (on country roads) that are safe
to walk on.
• Have councils enact bylaws to prevent people taking over adjacent footpath areas and
treating them as an extension of their garden, to the exclusion of walkers. (Mitcham Council
has a good model for this.)
Not only are these improvements cheap and easy to do, they can often be achieved with little
opposition, and convey the message that the local authorities actually care about walkability.
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Walking to school

9

Harmful effects of infrastructure

This issue deserves special mention, because driving kids to school is a major and easily
demonstrated cause of congestion, and a perfect example why an integrated transport and land-use
plan is needed. Initiatives like the Walking School Bus are a good way to promote walking to school
for parents who are uncomfortable about allowing their children the freedom to walk by
themselves. Ultimately however, the need is for parents to overcome those fears through improved
walkability.

Transport infrastructure can also have harmful effects on the walking environment. These include:
• Community severance – road or rail lines that are impossible or unsafe to cross
• Air and water pollution – due to high concentrations of vehicles and run-off from large areas
of pavement
• Removal of trees (to create a safety “clear zone”) - destroying the visual landscape and
encouraging excessive speed.
Measures to overcome these impacts include:
• Adding footpaths to bridges over creeks and railway lines.
• Constructing pedestrian bridges or underpasses where safe at-grade crossings cannot be
provided on major highways.
While these things should not need to be spelled out in a transport plan, they need to be addressed
in the design and decision making process. All infrastructure projects should undergo a “Pedestrian
Impact Assessment” to ensure that the project does not impact current or potential pedestrian
use. For example, it is much cheaper and easier to provide a walkway under a grade separated road
Walking SA – Response to Integrated Transport and Land Use Plan 2013

or railway at the time of construction than it is to retrofit one later on. It is pleasing to see some
moves toward this in the technical document.
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The role of parking

Parking has a major impact on many aspects of the plan, but is not addressed systematically in the
report. A car park is in effect a modal interchange facility that links driving and walking. However,
the emphasis is almost always on the safety and convenience of drivers, even though pedestrian
traffic within car parks necessarily exceeds car traffic in number and importance.
By providing plentiful cheap or free parking as close as possible to every destination, we reduce
the amount of walking we do, and undermine public transport as a practical alternative to the car.
For people who walk to a destination or take transit, the area of car-parking that surrounds most
destinations generally detracts from the walking experience.
Outside of the CBD, Adelaideans are not used to paying for parking, which means that businesses
typically absorb the cost, ultimately passing that on to all customers through the price of goods.
Paid parking has for many years been accepted with Adelaide’s CBD, though the cost has been
subsidised in an attempt to compete with suburban locations. Now that many suburban centres are
themselves being forced to build expensive underground car-parks, it is likely that paid (or at least
time-limited) parking will also spread to major suburban centres as well as the CBD.
Paying separately for parking need no longer be an irritating impost for motorists, nor costly to
administer. Modern technology is now available that enables this type of payment to be made
simply and seamlessly, just as we are accustomed to pay for using water, electricity, gas and the
telephone.
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The role of recreational walking

There is no mention in the report of recreational walking (such as bushwalking). This is perhaps
excusable given that many people (including bushwalkers) also fail to make a connection between
every-day or utilitarian walking, and the walking they would do for pleasure on a trail. It’s not a
distinction we make for cyclists, where both commuter and recreational cyclists appear
indistinguishable on the street in lycra.
There is also little to visibly distinguish between the two forms of walking; they are both parts of the
spectrum that includes dog walking, walking to the local park and walking to the local coffee shop.
The real distinction between the recreational “walker” and the common “pedestrian” is simply in
people’s attitude and why and where they walk. As has happened with cycling, we need to leverage
people’s willingness for recreational walking into walking that is both pleasurable and useful. This
means creating an environment where walking is the preferred mode of transport for all journeys of
appropriate length.
It is ironic that most bushwalkers live or work in towns that have over the years become unsafe,
unattractive and impractical to walk in. They typically have to drive long distance to reach places
where they will willingly walk.
Walkers in Australia have been banished to the bush. It is time to invite them back.
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The problems that restrict recreational walkers also harm pedestrians and others such as cyclists and
disabled users. These include:
• Bridges without footpaths
• Continuous traffic “safety” barriers that prevent walker access
• Poor integration between trails and public transport connections
• Poor integration between trail and footpath networks
• Gaps in the footpath/trail networks
Identifying and dealing with these issues remains the most significant impediment to walking in
South Australia. It applies across the spectrum of urban and rural areas, and across jurisdictional
boundaries (DPTI and local government, and between local governments themselves).

12

Prioritisation

It is clear from the wording of the report that its authors are seeking changes that reduce the level of
car-dependency and the harms (physical, economic, social, health and environmental) that will only
get worse if unfettered car use is allowed to continue. At the same time, some of the people who
will ultimately benefit from these changes may initially object as resources devoted to their car use
(such as energy and road-space) are devoted to more efficient, sustainable and ultimately more
beneficial uses. Some push-back is to be expected, and this is bound to be exploited politically by
those with a vested interest in the status quo.
The appropriate policy response is to prioritise walking, cycling and public transport, without
making radical changes that are likely to induce a backlash. Fortunately there are often small
changes that can and should be made like giving immediate priority to mid-block pedestrian signals
rather than forcing pedestrians to wait upwards of two minutes. In many places such as bridges,
road-space can be reallocated to fewer lanes, or lanes narrowed to allow for footpaths. Where it is
not otherwise possible to create a safe and convenient walkable environment, speed-limits may
need to be lowered, or engineering changes made to force traffic to travel slower.
It is pleasing to see many of these principles within the report, though often implied rather than
stated, and in many instances embedded within the technical document rather than in the main
report.

13

Measurement

14

Implementation

While most of the discussion within the report is well argued and logically sound, it fails to
substantiate many of the assertions and proposals with numbers. This is perhaps an inevitable
consequence of the fact that data collection has been restricted to vehicle counts for the purposes
of highway planning. There has been no systematic attempt to count pedestrians, and no attempt
to identify where low numbers of pedestrians, cyclists or public transport users are caused by poor
service, or lack of basic options. Without good baseline data, we will never know if the current and
proposed investments are indeed worthwhile.
The plan will ultimately succeed or fail through its implementation. As with all such plans in a
democracy, implementation cannot proceed faster than community acceptance. Getting the
community to accept and embrace it, is perhaps more critical than any other aspect of the
implementation process.
Part of the implementation strategy could be to set up demonstrations showing people the clear
benefits. Indeed, many of the current projects (such as the tram and rail upgrades) should be seen as
simply the first step in a process for improved public and active transport options systematically
extended to all of Adelaide.
Walking SA – Response to Integrated Transport and Land Use Plan 2013

Another part of the implementation strategy should be to put in place planning principles,
incentives and cost recovery mechanisms that are seen to be fair and will allow the planned
improvements to pay for themselves over the long term. Many of those principles are within the
jurisdictional capacity of state government, and include pay-as-you-drive registration and car
insurance. Australian states are in the fortunate position that local government is ultimately subject
to state jurisdiction, and the state can implement reforms over the whole spectrum of land transport
and land use.
Having a much more transparent and accountable costing and revenue system for vehicle use would
help to overcome many public misconceptions about “road-tax” and “revenue-raising”. For too long,
infrastructure projects have been regarded as coming from a money-bucket, reluctantly replenished
by the long-suffering motorist.
A third part of the implementation strategy should involve working with and supporting broadly
based local communities and public-interest organisations such as Walking SA to leverage those
people in the community who already get it and understand the bigger picture. In the past,
government has allowed itself to be overly influenced by industry and individuals whose vested
interest has not always aligned with the public good. Organisations like Walking SA, if properly
recognised and resourced can help design and implement practical programs that will make a real
difference.
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Conclusion

The report is a welcome and long-overdue plan, which recognises the big issues in transport and
land-use for metropolitan Adelaide. The government is also to be commended for taking some bold
but necessary initiatives, especially in the area of public transport infrastructure. However, it is clear
that many of the things proposed in the plan won’t be achievable unless the government recognises
and supports the important role walking and walkability has in knitting the system together. After
all, every journey starts and ends with a walk. While the report mentions walking in many places,
there is no specific commitment to projects and policies that actually enhance walkability. It is also
clear that the government lacks expertise in walking, and has failed to consult or adequately support
organisations like Walking SA that are best placed to assist.
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INTRODUCTION
Local Government Association of South Australia (LGA)
The LGA is the membership organisation for all Councils in South Australia and is the voice
of Local Government in this State. The LGA is created by Councils and endorsed by the
South Australian Parliament through the South Australian Local Government Act 1999 and is
recognised in 29 other South Australian Acts.
All 68 Councils are members of the Association, as is Anangu Pitjantjatjara Yankunytjatjara.
The LGA provides representation, quality service and leadership relevant to the needs of
member Councils. The LGA also operates specific units/entities providing:
• all public liability and professional indemnity cover for all SA Councils;
• all workers compensation cover for all SA Council employees and associated
Local Government bodies;
• asset cover for SA Councils; and
• extensive education and training; industrial relations, procurement, online
services, and a research and development scheme.
The LGA is involved in the operation of (and establishment of):
• the Local Government Finance Authority;
• Statewide Super – Trust the Local; and
• Public Library Services.
The LGA has a formal State/Local Government Relations Agreement with the Premier of the
State, and is a constituent member of the Australian Local Government Association.
Local Government in South Australia
Local Government in South Australia comprises 68 Councils, 19 of which are metropolitan
and 49 are rural or regional. A large land area of the State is not incorporated under the
Local Government Act but for the purposes of the Commonwealth Local Government
(Financial Assistance) Act comprises five Aboriginal communities and the Outback
Communities Authority.
The Constitution Act 1934 (SA), the Local Government Act 1999 (SA), the Local
Government (Elections) Act 1999 (SA), and the City of Adelaide Act 1997 (SA), create the
primary legal framework within which Local Government operates and the four-yearly
election process which underpins the representative nature of Councils in this State.
The Local Government system in South Australian is integral to the democratic system of
Government in Australia which provides vital economic, social and environmental support for
communities. South Australian Councils manage about $16 billion of infrastructure and
operating expenditures of about $1.6 billion a year (2010 figures). Councils receive
significant Commonwealth and State funding and work in partnership at the local level for
communities.
Local Government in South Australia is typified by:
• high standards of operational competence and accountability;
• sharing resources, working consultatively and cooperatively with other Councils
and other spheres of Government;
• low net debt and conservative management of finances; and
• expanding roles and increases in standards of service to respond to community
demands, other Governments and service gaps.
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BACKGROUND
The $36 billion, 30-year Integrated Transport and Land Use Plan (ITLUP) for Adelaide and
regional South Australia was released in October 2013.
ITLUP identifies priorities within greater Adelaide and regional South Australia. About 65% of
the ITLUP expenditure will be allocated to metropolitan Adelaide and 35% to regional areas.
The LGA welcomes the inclusion of regions in the ITLUP and the state wide approach.
On behalf of local government, the LGA thanks the Department for Planning, Transport and
Infrastructure (DPTI), and in particular Mr Phil Laws for the consultative sessions conducted
throughout the State both in the lead up to drafting the plan and also following its release.
Each Council was consulted throughout the development and release of the plan and the
LGA is aware that a number of Councils made contributions during this process. The LGA
has encouraged Councils to work directly with DPTI and to provide individual feedback on
the ITLUP impacts and opportunities through the official consultation process
This submission will not replace Council contributions or comment on individual
infrastructure or transport projects, but rather provide high level comment about the
intersection of Local Government and State Government with regards to both refining the
ITLUP and the role of Local Government in its delivery.
Comments
Local Government has an existing legislative mandate and vital role in transport and
land use management.
The LGA contributed to the formulation of the State Government's Transport Plan in 2003
and has consistently called for a new plan to provide certainty for Councils as they go about
planning for their own areas. The LGA welcomes the recognition that transport and land use
need to be considered jointly, as expressed in the ITLUP.
The LGA supports the notion that transport plays a pivotal role in shaping the way that
communities work, live and play. Local Government is the community builder that provides
household, neighbourhood and community infrastructure and services upon which the
success of State and national initiatives depend.
Relative to annual operating revenue, the SA Local Government sector is three times more
asset intensive (i.e. value of assets/operating revenue) than the State Government and nine
times more asset intensive than the Commonwealth Government.
Under the Local Government Act 1999, Councils are is required to develop and adopt an
infrastructure and asset management plan and a long term financial plan covering a period
of at least 10 years. These plans sit alongside Councils mandatory strategic management
plans that must give due weight to the plans and strategies of other spheres of government
in areas of shared interest.
In developing their asset management plans, Councils (locally and regionally) are also now
looking to prepare strategic transport plans to manage, in particular, the vast length of road
network operated across SA. Collectively this network is in the order of 73,000 km (12,00km
Metropolitan Adelaide and 61,000km regional SA).
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A recent of example of this thinking is the early stages of the LGA's Metropolitan Strategic
Transport Plan. A proposal to develop a Local Government Regional Strategic Transport
Plan is also under consideration
In establishing the principles of the LGA Metropolitan Strategic Transport Plan it was clear
that engagement in intergovernmental relationships (State and Federal) as well as
consideration of key Government policies are vital components to the success of strategic
long term policy initiatives. Key elements considered are linkages between Councils' land
use plans, Strategic Directions under the Development Act, and the State Infrastructure
Plan.
To this end the LGA does not support the notion put forward by the State Government
that Councils be required to develop transport plans every 5 years. The current
provisions for integrated planning within the Local Government Act are considered
sufficient for Councils. What is required is a reciprocal arrangement to require the
State Government to take local circumstances and places into account in their
planning and implementation of land use and transport initiatives.
There is a need for engagement and partnering with Local Government to achieve
fully integrated outcomes.
To achieve real outcomes having a plan or concept about the desired final result is not
enough. Rather there is need for sufficient detail to identify who is best placed to deliver
specific elements and, vitally, how they might be resourced.
In the development of the ITLUP and through the process of consultation Local Government
was invited to provide representation alongside peak bodies and interested parties. Whilst
we welcome any opportunity to work together with the State Government this approach fails
to properly recognise that Local Government is not another peak body but rather a sphere of
government that provides both land use and transport services using tax (rate) payers'
money.
Recognising the roles that Councils play in these respects, ultimately delivering better places
to live, the LGA believes that there should be more collaboration and partnership between
Local and State government to achieve the outcomes set out in the ITLUP.
Many of the projects that have been articulated within the ITLUP specify that they will be
delivered jointly between Local and State Government, which would involve financial
contribution by Councils. Local Government believes Councils should be involved in the
planning, prioritising and final decision making about any project with impacts on them.
In addition, where projects impact on a number of Councils, a decision making and
consultation framework is desirable to ensure that the asset management, financial, land use
and transport planning of each entity is informed by others to the maximum extent possible.
Councils are the closest sphere of government to the community and can provide valuable
feedback to help ultimately achieve the plans goals of achieving a stronger South Australia
faster.
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Intersection of land use planning and transport
While the ITLUP recognises the intersection between planning and transport infrastructure, it
is silent on the role Local Government plays in shaping and managing land use planning and
development. Given the diversity and extent of proposed investment (for example trams in
metropolitan areas and major industrial/mining ports in regional areas) there should be more
engagement with Local Government on refining this process.
The LGA supports increase provision of public transport and in particular the increased use
of light rail, however local government remains concerned at the changes to planning which
in some respects are occurring without regard to the impact on transport and related
infrastructure, community or neighbourhood places and any funding commitments.
For example a number of transport corridors have been identified for increased density of
development and have been the subject of recent planning changes, and while we recognise
that the ITLUP provides for new public transport services along them, the timing of these is
far in excess of the change to the planning laws which are already occurring. In addition
there will be impacts on Council provided transport infrastructure which may not have been
taken into account at all.
Summary
The LGA and its constituent Councils welcome the opportunity to work with the State
Government on the ITLUP. In so doing the LGA believes that due weight should be given to
the following three areas:
•
•

•
•

Local Government has an existing legislative mandate and vital role in transport and
land use management;
The LGA does not support the notion put forward by the State Government that
Councils be required to develop transport plans every 5 years. The current
provisions for integrated planning within the Local Government Act are considered
sufficient for Councils. What is required is a reciprocal arrangement to require the
State Government to take local circumstances and places into account;
There is a need for genuine engagement and partnering with Local Government to
achieve fully integrated outcomes; and
Changes to planning laws that are already occurring require concrete funding
commitments to provide the required infrastructure.
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Implementation timeframe
Public Transport
2. Complete the electrification of the entire Gawler train line – increase service frequency, staged upgrade of stations over 20 years,
including grade separations between Elizabeth and the city at key locations such as at Salisbury and Kings Rd (+ road widening to Womma
nd
Rd – see 2 dot point, under Roads, Area-wide solutions below. Main feeder to/from NExy, based on evidence)
4. Define and preserve future train corridors to the north and east of Gawler and from Seaford to Aldinga

Area wide solutions
 In line with growth, extend bus services as required to service growth areas of Buckland Park, Playford North, Angle Vale,
Virginia/Virginia North and Two Wells (with strong east-west links)
 Re-structure bus services and over time improve bus service frequencies to feed into Gawler train line at Gawler, Elizabeth, Salisbury
and Munno Para (with strong east-west links)
 Improve protection of for pedestrians at at-grade railway crossings
 Regional Passenger Transport plans for Barossa & Fleurieu (linked to Buckland Park and Virginia)
 Supply of additional park & rides at key nodal points

Roads
6. Complete the North-South Corridor – Northern Connector road connection to the Port
8. Targeted upgrades along Main North Road (allows for 3 lanes to Curtis Road … Blakeview East land release now offline impact)

Area-wide road solutions
 Targeted upgrades of key intersections and sections of road to improve efficiency and safety performance
 Preserve and construct when necessary potential future road duplications such as Beach Road (Noarlunga) Kings Road (Paralowie),
Commercial Road (Seaford), Womma Road and Curtis Road (see Public Transport No. 2 above ... KP/HP any local evidence?)
 Playford projects growth area transport infrastructure improvements
 Road widening and shoulder sealing targeted at freight and major traffic routes in outer areas
 Increase maintenance to improve and sustain the performance of the transport network and make better use of our transport assets
 Continue to implement the Road Safety Strategy and address road safety blackspot and higher risk locations.

Cycling and walking
16. Partner with local councils to complete the Gawler Greenway from Salisbury to Gawler
17. Complete provision of bicycle lanes on Main North Road between Munno Para and the City
21. Partner with Playford Council to construct the Smith Creek Trail, expand cycling and walking catchment of Munno Para

Area-wide solutions
 Improve walking and cycling facilities in catchment areas for schools
 implement bicycle lanes on selected arterial roads

Ports, rail freight and airports
22. Complete the North- South corridor – including rail connections to the port

Local Government
 Work with local councils to complete local transport strategies to complement land use directions of local development plans, with a
focus on accessible neighbourhoods, integration with public transport networks and state freight/major traffic networks
 Local road, pedestrian and cycling networks to support Gawler, Mount Barker and Playford Projects Growth areas and improve
access in major townships and centres
 Attractive and convenient pedestrian and cycling connections to public transport stops and stations, and local rod access to park and
ride facilities
 Local freight networks to provide for safe and reliable heavy vehicle movements, including last mile access, east-west movements
between Port Wakefield Road and Barossa/Main North Road and across the Fleurieu
 Work with local government to implement the national Airport Safeguarding Framework within Council development plans to ensur e
the future of Edinburgh, Gawler, Parafield, Aldinga and Goolwa airports.

Exclusions, which should be included/noted


East-west connections within Playford do not match importance of these identified in Plan for Greater Adelaide (30 Year Plan)




Penfield Rd/Nexy interchange, currently can’t turn right to head north on NExy or turn left off NExy into Penfield to get to SCT,
Intermodal zone, Greater Edinburgh Parks, Edinburgh Parks
SCT – vacant rail line, possible future link into Buckland Park?



Why doesn’t Public Transport no. 2 include Womma Road, when Womma Rd is included in 2 dot point on p126 (under Roads)?



Grade separation at Munno Para



Grade separations at Winterslow Bridge and Holden ‘tugaway’ (future ownership?) not picked up in current Plan
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Submission: Recommendations for SA’s Integrated Transport & Land Use Strategy.
The Port Adelaide Bicycle User Group.

October 2013.

1.
Introduction:
The Port Adelaide Bicycle User Group (PortBUG) is a voluntary,
community-based coalition of residents, based in The Port and associated suburbs. The
PortBUG has worked with the local community and local, state and federal governments for the
past three decades to improve conditions and provisions for practical, every-day bicycle use in
Port Adelaide and environs. The PortBUG has a web presence at http://portadbug.org. Our
Convenor is Ms Leslie Wightman and our Secretary is Sam Powrie.
2.
Preface:
The PortBUG understands transport as a means to other substantive
outcomes, including facilitating essential human activities such as access to housing, amenity,
employment, education, services, entertainment and a wide range of other industries, market
places and opportunities.
While some transport needs are being displaced by new communication and productive
technologies, the need for essential daily transport services remains. The strategic planning of
these transport services is predicated on the other major decisions we must now all face if we
are to live sustainably on this planet. Such decisions concern inevitable climate change and
adaption, resource and food access, population growth (or stability), resource depletion,
pollution and associated ecological burdens and the rising costs of energy and in particular,
motive power and fuels.
While Adelaide and South Australia often feels isolated from many of the key issues driving
need for such decision-making, we are by no means immune from them! In particular,
Australia’s ‘oil vulnerability’ – our exposure to a wide range of economic and supply risks
associated with increasing world-wide competition for depleting liquid fuel resources – poses a
very specific challenge which has profound implications for the effective design and provision of
transport services over the next few decades. Just as South Australia’s innovative and visionary
provision of much-needed public housing (via creation of the Housing Trust in the late ‘50s)
brought greatly increased capacity for economic expansion and population growth, all indicators
strongly suggest that we should be engaging in a similar pre-emptive planning and investment
strategy to ensure access to a sustainable transport system by around 2020
Bicycle users offer a unique perspective for transport and land-use planners. The road, rail,
shipping and airline industries appear to have the biggest ‘stake’ in transporting goods and
people. However, when the costs and benefits of sustainable transport are understood over
time (and on a generational scale) it is clearly society as a whole which actually has the largest
investment. The tax-payer is not only the main investor in the major infrastructure used by
commercial transport services, but also bears or is in receipt of the direct financial and life-style
costs or benefits of that infrastructure.
It is very clear from the research that transport infrastructure has a direct bearing on individual
physical, economic, social and mental health and welfare. It is essential therefore that a good
transport and land use strategy should allow and encourage us to walk and cycle and use public
transport [in that order] as much as is practically possible. Good planning will accommodate all
citizens who want to travel to work, school and services without needing to buy and run a car.
Freight planning should similarly favour rail over road transport with air freight a ‘last resort’ ,
most importantly to minimise emission of greenhouse gases. Shipping and port infrastructure
should accommodate the largest volume commodities, especially as this reduces energy use
and greenhouse gases. But ports in turn need to integrate with rail corridors to minimise
hazards and pollution and need for road freight.
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It may appear that planning priority should attend to the longer transport routes given these
require the biggest investments and complex interfaces. Long-haul transport has huge impacts
and costs to industry, the environment and upon adjoining communities along transport
corridors. Such prioritising should not skew attention away from the vast number of smaller
journeys open to walking and bicycle use everyday. ‘Transport’ should not be seen as a stand
alone enterprise. Land use planning (locating industries, work places, services etc) should
favour ‘localisation’, including local production and consumption rather than relying on
importation large distances.
Some of these ‘hard’ decisions we now ask of communities and individual citizens are in fact
simply the artefacts of poor planning in the past. Thus a ‘private’ decision to travel by car may
be based on a choice of slow, infrequent, expensive or outdated public transport, or an option to
drive on an extensive set of roads, integrated with workplaces, shops and entertainment, with
cheap or ‘free’ parking for workers and customers.
Good urban planning should reward us for making decisions good for our health, as well as for
the environment and the wider community. And save our cars for truly enjoyable special
occasions’
3.
Understanding Transport & Land Use:
In commenting on this proposed
Integrated Transport & Land Use Strategy the PortBUG would assert that effective ‘transport
services’ – those public and private assets and activities which assist the every-day movement
of both people and goods - can only be usefully understood as an ‘integrated system’, each
element operating to support, or at least operate in concert with others with each of the driving
purposes and values underlying each mode complementing those of the other.
To do otherwise is to invite:
• the disassociation of one essential functional element of the system from another (and
the functional disintegration of the whole)
• the entrenchment of inequities and relative disadvantage across transport modes and
functions (and inevitably between the specific communities or user groups that may be
dependent on particular modes and functions)
• increasing dysfunction and cost as opposed to enhancement of functioning, valueadding, efficiency and resilience for the community.
3.1. Equity & Sustainability: In ensuring this essential integration the PortBUG sees an
essential role for a rebalancing of the key values underlying approaches to planning. A key
feature of this rebalancing should be recognition of the essential notions of ‘transport equity’ and
‘transport sustainability’.
Transport equity is as much about access as it is about provision! It asserts the key role of
transport planning as an equity strategy, ensuring that all citizens enjoy the benefits of a
transport system that effectively caters for:
• all sectors of the urban and regional areas
• the full range of socio-economic and physical circumstances citizens experience
• all transport needs
• all transport modalities.
Transport sustainability aims to build systems “in which fuel consumption, vehicle emissions,
safety, congestion, and social and economic access are of such levels that they can be
sustained into the indefinite future without causing great or irreparable harm to future
generations of people throughout the world.” Richardson, 1996.
http://www.vtpi.org/tdm/tdm67.htm
‘Recommendations for Integrated Transport & Land Use Strategy’. October 2013. Sam Powrie, Sec. PtBUG, kabir@chariot.net.au
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The PortBUG does not shy away from the need to provide specific transport services for
specific needs and functions (such as specialised commercial freight provisions). However we
would argue that ready access to well integrated cross-modal transport options for all citizens,
and specifically those most vulnerable and most in need should always constitute the ‘bottom
line’ in planning, provision and evaluation of new infrastructure.
In particular, this bottom-line provision should necessarily cater for:
• the day-to-day movement of those most likely to be ‘transport disadvantaged’ in the
community
• those modes of transport most likely to add economic, health and social value and
resilience to the majority of lives.
3.2. Dealing with Risk & Vulnerability:
We note that the World Energy Outlook
identifies an ongoing 6%p.a. decline in world-wide conventional oil production (which constitutes
nearly 70% of total production) and its likely halving by about 2025. This figure implies
considerable uncertainty with regard to the future economic sustainability of all motorised
transport for both individuals and business and for society as a whole. In a planning context,
access to private car ownership and use can no longer be considered as a universal ongoing
presumption and principle or the singular goal of planned people movement. Private car
ownership and use cannot be assured into the future and should not be assumed as a basis in
planning personal transport services.
The PortBUG proposes that ready and universal access to:
• efficient active transport infrastructure and…
• efficient public transport services…
…should be the mainstay of an integrated transport and landuse strategy across Adelaide’s
entire area. Without a universal level of access to such active transport infrastructure and public
transport services, Adelaide will inevitably become more reliant on motorised transport and
therefore increasingly vulnerable to ‘oil shock’, whether induced by supply issues or economic
circumstances beyond our control.
4.
The Growth Assumption & the Future:
The PortBUG cautions the SA state
government against the possibility that the state’s transport planning (and therefore it’s transport
future) may be easily ‘captured’ by one constituent group over another, particularly where
promises of policy-driven economic growth outcomes may be concerned. The PortBUG points
to the many authoritative critiques of current models of and projections for future economic
growth that make it clear that:
• the drivers of economic growth are essentially ‘cheap resources’ (in particular the
availability of cheap transport fuels) rather than planning policy per se
• community resilience should be considered as being at least as important and worthy a
focus for planning within this strategy as the possibility of economic growth.
We note that the rapid population growth seen in many countries world-wide has followed (and
in all likelihood been a consequence of) the availability of relatively ‘cheap’ forms of fossil fuelbased energy. Growing uncertainties associated with capacity to continue expansion of these
fossil-fuel based energy sources places the likelihood of future population growth (and
associated economic growth) in some doubt! It follows that commonly held assumptions of the
benefits of increased population growth can no longer be accepted as key tenets in planning!
The BUG believes that it makes little sense to plan transport and land use around growth
predictions that may not be realised. The BUG believes that we must be prepared for a ‘steady
state’ or contracting economy with its implied need for:
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•
•
•
•

more compact and localised patterns of urban development
increased access to public and active transport modes
reduced dependence on increasingly costly fossil fuels for daily transport needs
more efficient goods and industrial transport services.

Adelaide is a city with an enormous ‘footprint’, some 90km long and completely out of proportion
to its relatively small population. As a result it faces some fundamental challenges in funding
and then maintaining a sustainable transport system across this enormous urban area from a
relatively limited revenue base. Such challenges cannot be resolved by dreams of continued
‘growth’ which can only exacerbate the problems we face. They can be resolved by careful
strategies which focus on localisation, resilience and reducing need for highly energydependent transport services.
5.
Sustainability, Car-Dependency & ‘The Plan’:
The PortBUG would promote a
planning strategy that:
• appreciates the very specific challenges faced by Adelaide as an elongated, cardependent city with the same area as Calcutta but with 13 million less residents (and 13
million fewer rate payers)
• recognises the essential and expanding role of Active Transport (bicycle use, walking
and public transport) and it’s enormous and untapped capacity to add resilience, both to
individuals and to the carrying capacity of the transport system as a whole
• understands the uncertainties and risks faced by a transport system almost entirely
dependent on relatively inefficient use (by cars and trucks) of fossil fuels and facing the
realities of fuel resource depletion world-wide.
5.1. Planning versus Infrastructure:
Some 10 years ago, when asked directly about
the prospects for provision of a ‘sustainable transport plan’, then Minister Trish White (Transport
Minister in the first Rann Government) told the Bicycle Institute that South Australian's don't
want a plan, they want infrastructure. This appeared to be that Government’s rationale for
scrapping SA's earlier Draft Transport Plan. The PortBUG believes that this was a major
strategic error. Apart from delaying the development of a more resilient and integrated transport
system, it deprived SA’s citizens of a decade's worth of ‘reality-checking’ and community
consensus and vision-building. This Integrated Transport & Land Use Strategy is an opportunity
to remedy this situation.
5.2. Consensus & Community Commitment:
The PortBUG believes that community
consensus and commitment is important. Government’s focus on major infrastructure projects
over the past decade, conducted in the absence of ongoing dialogue with (and within) the
community, has resulted (in the PortBUG’s view) in South Australian’s remaining generally
ignorant of the major transport problems faced by both Adelaide and by regional communities.
We believe that the population remains generally ignorant of major transport issues including:
• the twin challenges of fossil fuel depletion and the need to mitigate greenhouse gas
emissions
• the causes of increasing traffic congestion
• the importance of social responsibility and safety-for-all on our roads
• the role of public transport
• the need for an efficient and effective active transport system.
The levels of public insight required to general active community support for positive innovation
and constructive and adaptive change require development over time and a great deal of effort
and mature and informed public discussion.
As a consequence, the PortBUG believes that the South Australian community:
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has no clear and agreed consensus as to the state's transport infrastructure needs or
priorities
• has no bilateral political support (or even significant or informed argument) on transport
priorities
• has no vision as to where transport - this essential aspect of our economy and lifestyle fits into the bigger picture of global events.
In particular, most South Australians seem to have little idea as to the challenges faced by our
oil and car-dependent transport systems and their extreme vulnerability to disruptions in fuel
supplies to the state. This means that any Government will face great difficulty in undertaking
innovative transport development strategies, simply because individuals and specific interest
groups will have difficulty understanding the needs of others and Government’s responsibility to
cater for all transport users. Without such consensus and associated community insight and
commitment, Government will find it very difficult to undertake the innovative strategies that
Adelaide and SA’s regional areas need to adapt to the challenges we face.
•

We believe that a sustainable transport plan of some sort is an absolutely essential feature of
good government in SA for the 21st century and is now at least a decade overdue. SA now
needs a clear and forward-looking transport strategy with targeted outcomes that map out in
detail:
• the risks and challenges faced by our transport systems
• infrastructure development and allied land-use planning priorities
• a coherent and functional plan describing how transport and land use systems will work
• the nature and degree of transport resilience needed
• a Strategy for building a transport system, economically and socially sustainable into the
future
• how Federal Government Active Transport Priorities will be incorporated into local
planning priorities
• the integrated roles and responsibilities of the different levels of Government and the
community in realising the Strategy.
6.
Federal Goals for Active Transport: The Federal Gov't has issued the 'Moving
Australia' report in 2012 (http://bic.asn.au/solutions-for-moving-people/moving-australia-2030).
This maps out in some detail the future transport planning values and priorities to be required of
state governments if they wish to access federal Infrastructure Australia funding. The values
and priorities of the Moving Australia report need to be incorporated into each one of the target
outcomes outlined above.
We note the following (our emphasis) from the Moving Australia report:
"Moving Australia 2030-A Transport Plan for a Productive and Active Australia sets out
pathways for the establishment of a transport, land use management, planning and
funding framework, including how we move people, today and in the future, to maintain
the living standards we currently enjoy in Australia."
It is clear that state transport plans must be consistent with Moving Australia if they are to
receive further funding! Moving Australia makes clear that this consistency will be developed
initially by a federal strategy that will:
• appoint a dedicated Commonwealth Minister to:
integrate land use planning and transport at a national level
oversee the implementation of Capital Cities Planning Criteria agreed to by
the Council of Australian Governments
oversee the delivery of an expanded Liveable Cities program funding and
set of projects
‘Recommendations for Integrated Transport & Land Use Strategy’. October 2013. Sam Powrie, Sec. PtBUG, kabir@chariot.net.au
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•

Develop a set of “Moving People Infrastructure criteria to encourage Federal
Government investment in walking, cycling and public transport infrastructure."

If SA wants to access Federal Funding it is clear that we will need to 'get on board' with regard
to meeting these 'Capital Cities Planning Criteria' and taking a leadership role in developing and
implementing the 'Moving Australia Infrastructure criteria' regarding walking, cycling and
public transport. This will have direct implications for the form required for an Integrated
Transport and Land Use Strategy for S.A.
7.
Public Transport: The PortBUG supports use of efficient and innovative public
transport technology. We acknowledge the importance of the development of new tram services
within the Adelaide CBD, the continued provision of tramway linkages to key destinations (such
as Glenelg) and the possibilities of building further such links to inner suburban communities.
However we temper this support with concern that proposals to replace existing train services to
Port Adelaide and surrounding communities on the Outer Harbour line may in fact be counter
productive. All of our research suggests that current and future travel demand on the Outer
Harbour line can only be met by train services. Only trains appear capable of meeting either
current or increased future demand in a timely fashion without major overcrowding (‘crush
loading’) and timetable issues. In particular, only trains appear capable of accommodating the
need to carry bikes, wheel chairs and other assistive vehicles characteristic of modern rail
transport demand!
We are not dismissive of tramway proposals and in fact see great promise for such innovation in
providing frequent and convenient ‘intrasuburban’ transport between the North Western
suburbs, perhaps by provision of a tramway linking the suburbs of the Penninsula to Port
Adelaide, West Lakes and other coastal communities! The PortBUG would like to see a great
deal more informed public discussion and debate regarding current Outer Harbour Tramway
proposals. We would like to see this occur in the context of a localised Integrated Transport
Plan for the North Western suburbs.
8.
Bicycle Planning: Active Transport is now acknowledged around the world and a
central issue in urban transport planning and development. It is no longer adequate to simply
annunciate goals based on the behavioural indices such as ‘more people cycling more often’
that have characterised bicycle policy over the last decade and a half in SA. SA’s last bicycle
strategy, ‘Safety in Numbers’ – which concluded in 2012 - was such a statement. It avoided any
mention of development of specific infrastructure apart from its laudable commitment to a
limited Greenway plan.
Unlike other major cities around Australia (such as Brisbane, Melbourne and Perth) and around
the world, Adelaide has never had a detailed Bicycle Plan which sets out for both the public and
Government instrumentalities, exactly what infrastructure developments, linkages and
provisions are intended. It’s time this was done!
As an essential outcome of this Integrated Transport and Land Use Plan, the Port BUG calls on
the State Government to establish a new, ongoing and comprehensive bicycle planning strategy
that acknowledges every level of need for provision for bicycle use and details what is intended
and can be provided. Such a plan should be an ongoing strategy inviting community
participation and input at all levels. We stand ready to work constructively with Government to
ensure that such a plan is established asap.
9.
Modal Conflicts & Localised Transport Planning: Communities in and around The
Port are very vulnerable to cross-modal transport conflict. Put simply, such conflict puts lives at
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risk and can severely reduce amenity and quality of life! This will become very obvious over
coming years with major increases in heavy freight traffic predicted for the main roads in the
area (some 4 or 5 fold on Victoria and Causeway Roads for instance by 2020). The Port
communities want to have a say in how such potential conflicts can be resolved. Indeed, it is
impossible to see how such potential conflicts can be avoided without active and ongoing
community involvement.
The PortBUG is on record in calling on Government to undertale a Local Integrated Transport
Plan for the Port area as a priority. We note that need for such localised planning in support of
major innovations and objectives is already anticipated in this Draft Integrated Transport and
Land Use Strategy. We strongly suggest that there is great strategic (and indeed political)
benefit to be had in undertaking such localised planning and strategy in The Port, an area and
set of communities where users of different travel modes are already experiencing considerable
tension and conflict.
10.
Summary: The PortBUG stands ready to assist the Government in any way in
advancing the development of efficient and sustainable active transport provisions in The Port
and surrounding communities. We can be contacted at the address below:
Sam Powrie, Secretary, PortBUG.
Contact:

Sam Powrie, Secretary, PortBUG,
25 Coppin St,
Semaphore.
S.A. 5019.
kabir@chariot.net.au

References:
• http://www.sensibletransport.org.au/project/oil-vulnerability-melbourne-research-project
• http://www.melbourne.vic.gov.au/AboutCouncil/PlansandPublications/strategies/Docume
nts/TransportStrategy/Transport_Strategy_2012_02_Connected_city.pdf
• http://www.griffith.edu.au/__data/assets/pdf_file/0003/88851/urp-rp17-dodson-sipe2008.pdf

‘Recommendations for Integrated Transport & Land Use Strategy’. October 2013. Sam Powrie, Sec. PtBUG, kabir@chariot.net.au

17 January 2014
Mr Phil Lawes
Project Director, Planning Division
DPTI
GPO BOX 1533
Adelaide SA 5001

Dear Phil
Re: Integrated Transport and Land Use Plan – Heart Foundation response
The Heart Foundation welcomes the release of the long awaited Integrated Transport
and Land Use Plan for South Australia. The proposed investment in our future
transport systems and the intersection with other plans to promote our continued
population growth, and growing economy shows genuine thoughtfulness and
consideration for our States positive future.
It is encouraging to see that the plan makes many references to walking and cycling,
and many of the elements of the plan show a high level of support and some
understanding of the need to consider all types of transport in order to build a
stronger South Australia.
We like the priority on the new tram routes and are particularly pleased to see
recognition of walking and cycling as important transport choices.
We believe that people have the right to expect land-use policies which allow them to
walk to the majority of everyday services and facilities, maximising the opportunities
for walking, reducing car-dependency and contributing to community life.1
We believe that walking has the potential to contribute to the Government’s agenda
to create a vibrant city and healthy neighbourhoods, as well as sustainable
development. In addition as you have acknowledged, this Plan will feed into local
council transport plans. What is not identified is that the active transport elements of
this plan will also have the potential to fulfil local council requirements of the Public
Health Act, and the development of their Public Health Plans.
With that in mind, we have attached a submission with some comments and
suggestions on the Plan, and how it can be strengthened, in order to improve walking
and cycling, but in particular walkability, and create a truly walkable state.

1

Walk 21 International Charter for Walking. http://www.walk21.com/charter/

Thank you for the opportunity to provide feedback. The Government is to be
commended for this bold, innovative and thoughtful Plan.
We will continue to offer our support and expertise in the ongoing development and
implementation of the plan. Please do not hesitate to contact me regarding this
submission and our future involvement.
Regards

Wendy Keech
Director Cardiovascular Health

Heart Foundation – Response to ITLUP
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Heart Foundation
Submission on the Integrated Transport
and Land Use Plan

January 2014
To:
Mr Phil Lawes
Project Director, Planning Division
DPTI
GPO BOX 1533
Adelaide SA 5001
Email: phil.lawes@sa.gov.au

From:
Ms Wendy Keech
Director Cardiovascular Health
Heart Foundation
155-159 Hutt Street
Adelaide SA 5000

Summary - What do we want?
The Heart Foundation calls for a Plan that:
1. Prioritises walking as an important transport mode that has many benefits to the community.
It should be acknowledged overtly in all public forums as a valued and valuable part of the
transport system and considered in all land-use planning activities.
2. Acknowledges the different needs of walking and cycling and provides a separate section
for each mode to ensure walking is not lost in the cycling focus.
3. Includes the provision of detailed maps of pedestrian paths and networks showing
connections, crossings and integration with other transport choices. Reference to the
Functional Hierarchy report and the Pedestrian Access section is recommended.
4. Uses the Heart Foundation’s Healthy by Design SA1 principles to guide retrofitting and
growth developments to implement well-planned and well-designed networks of
neighbourhood walking and cycling routes.
5. Provides adequate budget to accomplish the many projects identified, to improve walking
and cycling facilities, to extend existing facilities and to implement best practice walking
infrastructure along with new projects such as the tram line.
6. Provides financial support and expertise to help local government implement the Plan
particular with respect to improving infrastructure and programs to support walking, cycling
and public transport.
7. Prioritises the nexus between active transport and public health planning (the new Public
Health Act) particularly at a local government level.

1

Heart Foundation. Healthy by Design SA. 2013. http://saactivelivingcoalition.com.au/
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Why Walking?
In the thinkers in residence report “All on Board”2 it was recommended that we reverse our
transportation planning hierarchy from placing mobility of vehicles as its number one priority to
one that focuses on the pedestrian as its number one priority. We agree.
Walking is the most fundamental form of mobility. Every journey begins and ends with a walk,
irrespective of the mode of transport. The quality, safety and convenience of the walking trip is
therefore crucial.
Increasing the numbers of people walking for transport will benefit everyone, by assisting in
reducing traffic volumes, as well as air pollution (perhaps contributing to our ever-increasing
temperatures). Providing opportunities to walk in our neighbourhoods and to major trip
generators such as shopping precincts and entertainment venues will also help stimulate our
local economies. The Heart Foundation’s report Good for Business3 showed that creating better
environments for walking and cycling will not only increase the property values for the area, but
would encourage people to spend time out of their homes, increase footfall and potentially
generate more local business.
While we acknowledge the growing cycling movement and applaud the Plan for accommodating
bike paths, lanes, routes and infrastructure we would like to see an equal emphasis on
pedestrian needs and infrastructure in the Plan and a greater investment in the walking
environment.
The benefits of investment in the walking environment are numerous and complex, but
illustrated clearly by Figure 1 below.

2

Fred Hansen. All on Board. 2010.
http://www.thinkers.sa.gov.au/lib/pdf/_SET_ME/FredHansenREPORT.pdf
3
Heart Foundation and Dr Rodney Tolley. Good for Business. 2011.
http://www.heartfoundation.org.au/SiteCollectionDocuments/GoodforBusinessFINAL_Nov.pdf
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Figure 1: The relationship between investments in the walking environment and their
benefits.4

We know that investments in the walking environment are good value for money when
compared with other transport investment.5
A UK study summarised the cost-benefit ratios of transport projects in the UK. The findings
show higher benefit-cost ratios for walking and cycling projects than other types of projects.
Table 1: Summary of benefit-cost ratios from transport projects in the UK. 6

4

University of West England. Making the Case for Investment in the Walking Environment. 2012.
http://www.livingstreets.org.uk/professionals/making-the-case-for-investment-in-the-walking-environment
5
University of West England. Making the Case for Investment in the Walking Environment. 2012.
http://www.livingstreets.org.uk/professionals/making-the-case-for-investment-in-the-walking-environment
6
University of West England. Making the Case for Investment in the Walking Environment. 2012.
http://www.livingstreets.org.uk/professionals/making-the-case-for-investment-in-the-walking-environment.
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Of course the most significant benefits are better health from increased physical activity but as
Figure 1 shows the total benefits and flow-on effects are numerous and extensive. In an era
where obesity and related illnesses are potentially the biggest health issues of the future
investment in infrastructure and programs to increase physical activity levels across the
population is vital.

What’s in The Plan?
We note that walking and cycling almost always occur together in the report, as if “walking” was
added by default, rather as an element in its own right.
We commend the Plan for the inclusion of walking and cycling, but it fails to recognise that
walking and cycling are different, have different requirements, and serve different roles. It also
implies that anything implemented for cyclists also benefits walkers. We are concerned that
where walking and cycling are considered in a development that cyclists needs will be met,
while pedestrians may not be accommodated or at best will be an afterthought, and with little
budget allocation.
We are concerned that an agenda driven by cyclists, or those with more knowledge of cycling,
will only cater for quality walking environments when it is convenient or that it may be
overlooked altogether.
Cyclists have a higher speed and further range than walkers. Bicycles can substitute for car
travel, whereas walking generally serves people’s more immediate environment. Walkers
require a closer-knit walkable environment rather than a series of discrete and more widely
separated routes such as articulated in the plan. The types of network proposed for cycling are
too sparse to satisfy all but a tiny minority of walker’s needs.
Walkers also interact with public transport in fundamentally different ways. Cycling can act as an
efficient feeder to major public transport facilities (rail and bus rapid transit stations) that need to
be widely spaced. Walkers typically need to be served by feeder bus services, unless they
happen to live or work very close to a transit station. A report commissioned by the Heart
Foundation found that the average suburban density is about 13 persons per hectare, which is
significantly lower than the 35 persons per hectare required to provide high quality public
transport.7

7

Prof Billie Giles-Corti. Increasing density in Australia: maximising the health benefits and minimising the
harm. 2012. http://www.heartfoundation.org.au/SiteCollectionDocuments/Increasing-density-in-AustraliaEvidence-Review-2012.pdf
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We acknowledge that much of the plan is concerned with larger infrastructure, such as rail
upgrades. We are pleased to see mention of a “coordinated, customer-focussed” system, with
better and more seamless transfers, and a hint that many longer-distance bus routes will be
reconfigured as feeder services to transport hubs. This radical change when implemented
needs to result in a more efficient and more frequent service, serving more destinations with
fewer congestion-caused delays. This will necessarily involve more transfers, which may meet
resistance from traditional customers who have come to expect a one seat ride to the CBD.
While the Plan positively considers walking in places like the CBD and high activity centres that
are slated to be “pedestrian-friendly” we are concerned that other places, typically those closer
to home are ignored. Little attention is given to the essential role of walking in accessing the
public transport network in the first place. People who habitually reach for the car-keys and
head for the garage are likely to continue the whole way by car. Creating a walkable
environment near homes and in all neighbourhoods, particularly disadvantaged areas, is
essential if people are to be encouraged to use any form of sustainable transport. Given that the
majority of South Australian live in the suburbs, and will continue to do so for a long time, this is
a substantial omission from an otherwise excellent plan.
What’s not in the Plan is reference to the excellent work that was developed with input from the
Heart Foundation in the Government’s Functional Hierarchy report. This report clearly defines
pedestrian access and identifies locations where pedestrian activity is planned, including maps.

What can The Plan do?
We strongly support the prioritisation and integration of walking with other transport options but
feel that this needs to be strengthened, and the different needs of walking and cycling
acknowledged.
We would like to see pedestrian paths and networks acknowledged in the detailed maps (page
98 ITLUP) which should show connections, crossings and integration with other transport
choices. Reference to the Functional Hierarchy report and the Pedestrian Access section would
be recommended.
We see an opportunity in the Plan to use the Heart Foundation’s Healthy by Design SA8
principles to guide retrofitting and growth developments to implement well-planned and welldesigned networks of neighbourhood walking and cycling routes.
We call for an appropriate increased allocation of the budget to accomplish the many projects
identified, to improve walking and cycling facilities, to extend existing facilities and to implement
8

Heart Foundation. Healthy by Design SA. 2013. http://saactivelivingcoalition.com.au/
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best practice walking infrastructure along with new projects such as the tram line. The current
allocation is only $0.5 billion. How will this be prioritised? We note the report mention of
“continued” support that DPTI will give to councils in designing local street networks that are
conducive to walking and cycling. However there is no mention of additional support, or state
government funding for councils, and we are concerned about increased expectations placed on
councils to provide local walking and cycling facilities without appropriate funding, resourcing or
expertise.
It is clear from the report that the Department of Planning, Transport and Infrastructure are
seeking changes that reduce the level of car-dependency and the harms that will only get worse
if unfettered car use is allowed to continue. At the same time, some of the people who will
ultimately benefit from these changes may initially object as resources devoted to their car use
are devoted to other forms of transport. Some opposition is to be expected to new ideas and a
shift away from car use.
The Plan will ultimately succeed or fail through its implementation. As with all such plans in a
democracy, implementation cannot proceed faster than community acceptance. Getting the
community to accept and embrace it, is perhaps more critical than any other aspect of the
implementation process.
There is a perfect opportunity to promote the Plan by prioritising the nexus between active
transport and public health planning (the new Public Health Act) particularly at a local
government level.

Heart Foundation
The Heart Foundation has been an independent charity for over 50 years and our purpose is to
reduce premature death and suffering from heart, stroke and blood vessel disease in Australia.
We achieve this by funding world-class research, supporting health professionals and promoting
health in the community.
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Chris Picton, Labor Candidate for Kaurna:
Submission to the SA Government Integrated Transport and Land Use
Plan Consultation
January 2014
Thank you for the opportunity to make a submission to the South Australian
Government’s Integrated Transport and Land Use Plan consultation. I commend
the Labor Government for the development of this plan and for broad
consultation with the community.

I have been discussing the contents of this plan across the community of Kaurna
– comprising the suburbs of Christies Beach, Port Noarlunga, Port Noarlunga
South, Seaford Meadows, Seaford, Seaford Rise, Moana, Maslin Beach, Port
Willunga, Aldinga Beach and Aldinga.

This area is the site of significant growth suburbs that are lengthy distances from
the Adelaide central business district. While it is true that housing developments
planned for the northern suburbs are larger, the distances to urban growth areas
in the southern suburbs is as great or greater than other counterparts. For
instance the driving distance from Aldinga Beach to the GPO is 46 km, compared
to a distance from Angle Vale to the GPO of 34 km . This significant distance
makes the need for transport infrastructure vitally important for future urban
growth in our region.
The area is also an important tourism and agriculture region for the state, with
strong transport access an important consideration for both industries.
The community is supportive of the development of the plan and generally
supportive of the measures included in the plan for the southern suburbs. The
community also supports the major investments that the current government
has made to transport in the southern suburbs. There are elements of the plan
that residents have asked me to raise on their behalf to ensure that the
government and department consider the views of residents in your final
implementation of the plan.

RAIL

This community is the grateful beneficiary of significant investments as part of
the revitalisation of the rail network with the electrification of the Noarlunga rail
line and its extension to new Seaford Meadows and Seaford stations. This work
will lead to increased public transport utilization, reduced pressure on the road
network and faster travelling times. This plan is an opportunity to build upon the
investments already made and develop a strong public transport focus for the
outer southern suburbs.
1

Extension of the Seaford Rail Line to Aldinga and beyond
To build on the progress of extending the rail line to Seaford, there exists a great
opportunity to improve transport times for residents further south by extending
that rail line to Aldinga. Local residents are very supportive of the fact that this
extension has had a provision in the transport plan, and that the State
Government is working towards securing the rail corridor for this to happen. I
have received strong support for a local campaign in the area seeking support for
the government securing the rail corridor route as soon as possible.
I would argue that the construction of the extension could be brought further
forward than what is envisaged in the plan given the projected housing growth
in Aldinga Beach, Sellicks Beach, Port Willunga, Willunga and towns and
communities even further south across the Fleurieu Peninsula.

A rail link will be an important part of building the infrastructure necessary for
population growth. In particular plans should be progressed so that the state
would be in a position to apply for future rounds of federal government funding
should they be available at short notice (such as our success in attracting funds
for the Seaford extension).

The development of the rail link to Aldinga Beach should have a stop at Maslin
Beach, and a stop at Sellicks Beach, with the line planned in a way to enable it to
be extended further south beyond Sellicks Beach in the future.

ROADS

Main South Road
Main South Road is a major thoroughfare for the Fleurieu Peninsula for
commuters and freight, and therefore the proposed duplication of this route
from Seaford to Aldinga in the transport plan has been widely supported. This
current stretch of road is in a very average condition and is the source of many
frustrations for southern commuters. Many people are concerned about the
safety of this road, while others are concerned that the single lane of traffic in
each direction leads to traffic delays.

For this consultation I propose the following propositions be considered for the
implementation of the transport plan:
- Timing of the duplication to be reviewed – currently the duplication of
Main South Road is scheduled for the end of the transport plan. The
community is strongly of the view that this is an urgent upgrade and
should be progressed earlier than envisaged. This would also add to the
Government’s north-south corridor, enabling a true corridor from Aldinga
to Gawler, not just Old Noarlunga.
- Interim measures to be taken – the Department of Planning, Transport and
Infrasuture has already undertaken an analysis of interim steps that need
2

-

-

to take place along the Main South Road stretch in question – the
community would like to see these upgrades progressed with in the short
term before a longer term duplication. This is as opposed to a reduction
in the speed limit.
Grade separation at Aldinga - the intersections between Main South Road
and Aldinga Beach Road/Port Road/Old Coach Road/Aldinga Road are a
concern for local residents who find that there are continual safety issues
at this stretch of intersections. I would propose that the department
consider whether this section of Main South Road should be subject to
grade separation before and in preparation of the duplication of the road.
Extension to Sellicks Beach – residents in Sellicks Beach are concerned
that the section of Main South Road between Aldinga Beach and their
properties has been ignored in the transport plan. They argue that this
should be part of the future plan for duplication.

A15 - Dyson/Murray/Gawler/Gray/Saltfleet/Commercial/Old Coach corridor

As the suburbs south of the Onkaparinga River have been added over recent
decades, the A15 road corridor consisting of Dyson Road, Murray Road, Gawler
Street, Gray Street, Saltfleet Street (including the Saltfleet bridge over the
Onkaparinga River), Commercial Road and Old Coach Road has seen the traffic
volumes increase over time to the point where the traffic is now a strong concern
for many local residents. The department is currently embarking upon a project
to strengthen the ageing and narrow Saltfleet bridge.
People appreciate the steps the Government has taken in the plan already to
outline a potential duplication of Dyson Road and Commercial Road at a late
stage in the implementation of the plan. However the interconnecting roads of
Dyson/Murray/Gawler/Gray/Saltfleet regularly result in large traffic snarls.
Based on my feedback from the community and personal understanding as a
resident of Port Noarlunga South I submit that:
-

A solution needs to be found for the whole corridor – while the duplication
of Commercial Road and Dyson Road will be well received, these
upgrades in isolation will not address the issue of the entire corridor
Planning needs to start straight away – a long term solution to this issue
needs to be investigated by a planning study considering traffic volumes,
housing growth and potential options. This should include the potential
for future river crossings to replace the ageing Saltfleet bridge.
Old Coach Road needs addressing – further south than Commercial Road
Old Coach Road will increase in traffic as the population of Seaford and
Aldinga grow over time. The quality of this road needs improving and
overtaking lanes would improve safety for road users. This should
become a state government controlled road with a plan for upgrades as
part of the infrastructure plan.

3

PUBLIC TRANSPORT SERVICES
As discussed the community in Kaurna is very supportive of the investment that
has been made into public transport infrastructure, particularly through the
Seaford line extension.
For the services to be provided utilising the available infrastructure, the plan
discusses more regular services to be provided across the Seaford line. The
community has strongly expressed the view that there needs to be the
appropriate balance between more frequent and express services. These
services are important for residents of the region given the long travel times
involved.

The community is strongly of the view that the introduction of the Seaford rail
services will need to be accompanied by a reformulation of bus services,
including express services to the Seaford station from Aldinga Beach, and regular
services that include Maslin Beach that currently has limited daily services. Bus
and train services should also include late night options for commuters to help
improve the safety of our roads.

4

Primary Producers SA
Unit 4
780 South Road
GLANDORE SA 5037
Phone: 08 8297 0899
Email: awilliams@ppsa.org.au

Friday 17 January 2014
Integrated Transport and Land Use Plan Feedback
GPO Box 1533
Adelaide SA 5001
Re: Integrated Transport and Land Use Plan
Thank you for the opportunity to comment on the Integrated Transport and Land Use Plan.
Primary Producers SA (PPSA) supports many of the proposed works – particularly the regional
improvements, support for regional industry, enhancement of freight routes and assets, provisions for high
productivity vehicles and connections to import/export gateways. However the need for adequate
maintenance, as recognised in the plan (for example, on page 18), is also emphasised.
PPSA notes that the South Australian Freight Council has raised concerns about the funding shortfall for the
proposed works. PPSA shares this concern and would like to be engaged in any discussions about
prioritising work or covering this shortfall, particularly if tolls or other forms of private investment by the
agriculture, horticulture and viticulture sectors are being considered.
While the plan recognises the premium food and wine industries as being “productive and competitive
industries...at the heart of the state’s economic future”, an emphasis on the mining and resources sectors is
also apparent. In addition to expanded ‘pit to port’ capacity, we would encourage the equivalent
recognition of the need for ‘paddock to port’ capacity.
Where planning is carried out for infrastructure for the mining and resources sectors (e.g. the Regional
Mining and Infrastructure Planning Project) it is critical that the infrastructure needs of other sectors – such
as the agriculture, horticulture and viticulture sectors – are considered concurrently and that those sectors
are also adequately engaged and consulted.
It is obvious that the mining industry will require significant infrastructure to grow as hoped. This will
include energy, water, roads and airstrips. It is important that the provision of such infrastructure is
sensitive to the possible benefits that could accrue to local communities, agricultural and pastoral industry,
and the tourism industry.
Figure 2-1 does not show the employment associated with agriculture, horticulture and viticulture.
According to the 2011-12 PIRSA SA Food Scorecard, agribusiness employment levels reached 150,300.
It is also worth noting that “premium food and wine” does not include some sectors that we represent (for
example, fibre, beverages other than wine and other plant and animal products that are not consumed).

PPSA’s members include: Grain Producers SA, Livestock SA, the Horticulture Coalition of SA, the Wine
Grape Council of SA, the South Australian Dairyfarmers Association and Pork SA.
Issues raised by PPSA members include:


The need for adequate heavy vehicle access for agriculture, horticulture and viticulture
For example: road train access to Port Pirie is currently only possible through the dangerous Georges
Corner route; a suggestion to allow use of 2 trailer road trains on B-double and proposed B-triple
routes; and a suggestion to expand the A triple network (e.g. to include the Birdsville Track). It has also
been suggested that an eastern link from the South Eastern Freeway to the Sturt Highway could
provide a critical link from grape growing regions (such as the South East, Langhorne Creek and
Adelaide Hills) to processing facilities in the Barossa, in preference to current routes via the Nairne
Road and B34 and B10. Upgrades to Cross Road, as outlined in the SA Freight Council submission would
also be supported.



Significant differences in policy between different local government areas, creating issues and
inefficiencies
This is an important issue – preventing an effective network of heavy vehicle access for industry across
the State – and needs to be addressed with the Local Government Association and local councils.
Issues can also arise due to interstate policy differences. For example, new livestock crates are
required to fit effluent tanks in South Australia. This can result in vehicles breaching Victorian
regulations (12 tonne axle limits).



Last mile issues need to be resolved
For example: where heavy vehicles can’t legally travel the last section of road to access silos (e.g.
Murdinga silo, Kimba bunkers); and where higher mass limits are required (Rudall to Port Lincoln –
15km unable to comply with higher mass limits).



Coordination of the development of freight links between potential new and existing grain export
terminals and existing rail and road infrastructure
PIRSA has identified that food production in South Australia could be increased by up to $800 million a
year through the New Horizons project. This expansion in production will require new storage and
handling assets to be constructed on farm, as well as by existing and new bulk handling service
providers. These facilities will need to have shared access with existing infrastructure and access
regimes to ensure an efficient use in capital outlay.



The need for upgrading and maintenance of the rail network to enable more efficient transport of
grain from strategic upcountry grain receival sites such as Roseworthy
The existing rail network has limitations on combinations of speed and mass capacity, which is leading
to inefficient grain movement, higher costs and thereby moving the freight task to the road network.



Collaboration between federal, state and local government and industry stakeholders to improve the
capacity of the Thevenard port facility, to provide larger vessel access for commodity exports
Current access arrangements limit vessel size, thereby reducing efficiency, leading to higher costs and a
reduction in grain prices, inefficient upcountry grain movement and reducing grain producer
profitability.



Assistance in securing a reliable, adequate and economically viable source of food grade containers to
ensure continued expansion of food and wine exports
Currently South Australia is disadvantage by approximately $10 per tonne for grain exports in
containers relative to other Australian mainland states, due in part to a lack of supply of food grade
containers.



Overtaking lanes are needed urgently on some roads
For example, on the Lincoln Highway (especially between Arno Bay, Port Neill, Tumby Bay and Port
Lincoln), with a large number of road trains using the highway, combined with the 90km/hr speed limit,
the undulating nature of the highway limiting overtaking opportunities and the need to shift grain by
road to the Port Lincoln export terminal year round. Also on the Riddoch Highway, particularly between
Naracoorte and Keith, and the Sturt Highway east of Truro.



Some speed limits are queried
For example, Lower Eyre Peninsula road train speed limits at 90km/hr, compared with 100km/hr for
Highway One.
In recent years we have seen a trend to reduce speed limits on country roads. For many years, better
roads and vehicles reduced isolation by reducing travel times. When reducing speed limits it is
important to realise that this is increasing travel times and therefore isolation. In many cases the
reductions are due to a lack of maintenance, and we would urge that maintenance be at levels which
avoid this happening.



Lighting requirements for intersections may need to be reconsidered
Lighting requirements can constitute a large proportion of upgrade costs (in addition to ongoing power
costs) and may result in less intersections being upgraded. A review of the lighting requirements to
reduce these costs might enable more intersections to be upgraded.



Stock underpasses for major roads
These have been subsidised in Victoria and this should be considered in South Australia.



Better liaison with police regarding farm machinery on roads
Police knowledge of rules in this area is sometimes lacking.



The length of time between bookings and inspections for heavy vehicle inspections has also been
raised, along with the cost and inconvenience of minor defects sometimes requiring heavy vehicle
inspections (VIS) rather than inspection by local police.



The high degree of reflectivity of new road signs has also been queried – requiring lights to be
switched to low beam, especially in wet conditions.



It has been suggested that grassed roadside verges can be more effective and efficient in higher rainfall
areas than non-grassed verges (which can require repetitive spraying, grading and maintenance).



A suggestion to consider realigning (to reduce distance) and sealing Yorkey’s Crossing



The recognition of bicycles and pedestrians as transport users in Regional South Australia (page 10) is
supported, as a contributing factor to the health and wellbeing of rural communities.

To discuss any of these matters further please do not hesitate to contact Amy Williams, Policy and
Executive Support, on 08 8297 0899 or awilliams@ppsa.org.au.

Yours sincerely

Rob Kerin
Chairperson
Primary Producers SA
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In response to the Integrated Land Use Plan, we would like to see the following
infrastructure improvements made:
1. Urgent completion of the sealing of the Balumbah Kinnard Road.
2. Widening of the Birdseye Highway with the priority given to the section from
Cowell to Cleve then Cleve to Rudall, followed up by Rudall to Lock.
3. Widening of the Todd Highway with priority from Cummins to Lock then Lock to
Kyancutta.
4. Passing lanes to be constructed on Lincoln Highway – Cowell to Pt Lincoln, Port
Lincoln to Streaky Bay.
5. Upgrade of Cleve Airport to support further aircraft movements in future.
6. To support local Councils maintain the vast rural road network by providing more
funds (grants).
If you require any further information, please let me know.

Regards,
Rodney Quinn
Managing Director

34 Third Street
CLEVE SA 5640
Phone: 08 86282138
Fax:
08 86282523
Mobile: 042 898 1235
Email: kirstie@quinntransport.com

