
 

 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Agenda 
 

Ordinary Meeting 
 

 Thursday, 14 December 2017 
 

held at Council Chambers, Station Street, Mullumbimby 
commencing at 9.00am 

 

 
 
 

Public Access relating to items on this Agenda can be made between 9.00am and 10.30am on the day of the 
Meeting.  Requests for public access should be made to the General Manager or Mayor no later than 12.00 midday on 
the day prior to the Meeting. 
 
 
 

Ken Gainger  
General Manager 
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CONFLICT OF INTERESTS 
What is a “Conflict of Interests” - A conflict of interests can be of two types: 
Pecuniary - an interest that a person has in a matter because of a reasonable likelihood or expectation of appreciable 

financial gain or loss to the person or another person with whom the person is associated.  
Non-pecuniary – a private or personal interest that a Council official has that does not amount to a pecuniary interest as 

defined in the Local Government Act (eg. A friendship, membership of an association, society or trade union or 
involvement or interest in an activity and may include an interest of a financial nature). 
Remoteness – a person does not have a pecuniary interest in a matter if the interest is so remote or insignificant that it 

could not reasonably be regarded as likely to influence any decision the person might make in relation to a matter or if 
the interest is of a kind specified in Section 448 of the Local Government Act. 
Who has a Pecuniary Interest? - a person has a pecuniary interest in a matter if the pecuniary interest is the interest of 

the person, or another person with whom the person is associated (see below). 
Relatives, Partners - a person is taken to have a pecuniary interest in a matter if: 

 The person’s spouse or de facto partner or a relative of the person has a pecuniary interest in the matter, or 
 The person, or a nominee, partners or employer of the person, is a member of a company or other body that has a 

pecuniary interest in the matter. 
N.B. “Relative”, in relation to a person means any of the following: 
(a) the parent, grandparent, brother, sister, uncle, aunt, nephew, niece, lineal descends or adopted child of the person 

or of the person’s spouse; 
(b) the spouse or de facto partners of the person or of a person referred to in paragraph (a) 
No Interest in the Matter - however, a person is not taken to have a pecuniary interest in a matter: 

 If the person is unaware of the relevant pecuniary interest of the spouse, de facto partner, relative or company or 
other body, or 

 Just because the person is a member of, or is employed by, the Council. 
 Just because the person is a member of, or a delegate of the Council to, a company or other body that has a 

pecuniary interest in the matter provided that the person has no beneficial interest in any shares of the company or 
body. 

Disclosure and participation in meetings 

 A Councillor or a member of a Council Committee who has a pecuniary interest in any matter with which the Council 
is concerned and who is present at a meeting of the Council or Committee at which the matter is being considered 
must disclose the nature of the interest to the meeting as soon as practicable. 

 The Councillor or member must not be present at, or in sight of, the meeting of the Council or Committee: 
(a) at any time during which the matter is being considered or discussed by the Council or Committee, or 
(b) at any time during which the Council or Committee is voting on any question in relation to  the matter. 

No Knowledge - a person does not breach this Clause if the person did not know and could not reasonably be expected 

to have known that the matter under consideration at the meeting was a matter in which he or she had a pecuniary 
interest. 
Participation in Meetings Despite Pecuniary Interest (S 452 Act) 

A Councillor is not prevented from taking part in the consideration or discussion of, or from voting on, any of the 
matters/questions detailed in Section 452 of the Local Government Act. 
Non-pecuniary Interests - Must be disclosed in meetings. 

There are a broad range of options available for managing conflicts & the option chosen will depend on an assessment 
of the circumstances of the matter, the nature of the interest and the significance of the issue being dealt with.  Non-
pecuniary conflicts of interests must be dealt with in at least one of the following ways: 

 It may be appropriate that no action be taken where the potential for conflict is minimal.  However, Councillors 
should consider providing an explanation of why they consider a conflict does not exist. 

 Limit involvement if practical (eg. Participate in discussion but not in decision making or vice-versa).  Care needs to 
be taken when exercising this option. 

 Remove the source of the conflict (eg. Relinquishing or divesting the personal interest that creates the conflict) 

 Have no involvement by absenting yourself from and not taking part in any debate or voting on the issue as if the 
provisions in S451 of the Local Government Act apply (particularly if you have a significant non-pecuniary interest) 

RECORDING OF VOTING ON PLANNING MATTERS 
Clause 375A of the Local Government Act 1993 – Recording of voting on planning matters 
(1) In this section, planning decision means a decision made in the exercise of a function of a council under the 

Environmental Planning and Assessment Act 1979: 
(a) including a decision relating to a development application, an environmental planning instrument, a 

development control plan or a development contribution plan under that Act, but 
(b) not including the making of an order under Division 2A of Part 6 of that Act. 

(2) The general manager is required to keep a register containing, for each planning decision made at a meeting of the 
council or a council committee, the names of the councillors who supported the decision and the names of any 
councillors who opposed (or are taken to have opposed) the decision. 

(3) For the purpose of maintaining the register, a division is required to be called whenever a motion for a planning 
decision is put at a meeting of the council or a council committee. 

(4) Each decision recorded in the register is to be described in the register or identified in a manner that enables the 
description to be obtained from another publicly available document, and is to include the information required by the 
regulations. 

(5) This section extends to a meeting that is closed to the public. 
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BUSINESS OF ORDINARY MEETING  
 

1.  PUBLIC ACCESS 

2. APOLOGIES 

3. REQUESTS FOR LEAVE OF ABSENCE 

4. DECLARATIONS OF INTEREST – PECUNIARY AND NON-PECUNIARY  

5. TABLING OF PECUNIARY INTEREST RETURNS (S450A LOCAL GOVERNMENT ACT 
1993) 

6. ADOPTION OF MINUTES FROM PREVIOUS MEETINGS 

6.1 Ordinary Meeting held on 23 November 2017 
6.2 Extraordinary Meeting held on 28 November 2017  

7. RESERVATION OF ITEMS FOR DEBATE AND ORDER OF BUSINESS 

8. MAYORAL MINUTE 

8.1 Appointment of Acting General Manager ....................................................................... 6 
8.2 Railway Square Landscape Concept and Design .......................................................... 7  

9. NOTICES OF MOTION 

9.1 Car Free Sundays in Byron Bay .................................................................................. 15  

10. PETITIONS 

10.1 No Paid Parking in Bangalow ...................................................................................... 17 
10.2 Brunswick Parking Management Strategy ................................................................... 20  

11. SUBMISSIONS AND GRANTS 

11.1 Byron Shire Council Submissions and Grants as at 22 November 2017 ..................... 22  

12. DELEGATES' REPORTS   

13. STAFF REPORTS  

Corporate and Community Services 

13.1 Council Investments 1 November to 24 November 2017 ............................................. 24  

Sustainable Environment and Economy 

13.2 Byron Shire Council's Emssions Reporting 2015/16 and 2016/17 ............................... 31 
13.3 Update Resolution 17-386 Byron Energy Action Tank  ................................................ 42 
13.4 Update on the CZMP for the Eastern Precincts of the Byron Bay Embayment and 

other coastal projects .................................................................................................. 47 
13.5 PLANNING - S96 10.2016.551.2 S96 for Design Amendments to Dwelling House at 

70 Kingsley Street Byron Bay ...................................................................................... 53 
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13.6 Bangalow Village Plan and Our Mullumbimby Masterplan - summary of process 
outcomes to date ......................................................................................................... 65 

13.7 PLANNING - 26.2016.6.1 - Planning Proposal - The Farm - Additional Permitted 
Uses ............................................................................................................................ 69 

13.8 Emissions Reduction Strategy ..................................................................................... 77 
13.9 Broken Head Reserve and Seven Mile Beach Road Management Issues  .................. 83 
13.10 Approval to Operate a Caravan and Camping Ground application under section 68 

of the Local Government Act 1993 and Regulations 2005 for Ferry Reserve Holiday 
Park  ........................................................................................................................... 90 

13.11 Update on affordable housing partnership models ...................................................... 95 
13.12 Approval to Operate application under section 68 of the Local Government Act 1993 

and Regulations 2005 for Massy Greene Holiday Park ............................................. 100 
13.13 PLANNING - S96 10.2013.577.3 Minor Alterations and Additions to Men's Shed at 

26 Station Street Bangalow ....................................................................................... 105  

Infrastructure Services 

13.14 Byron Bay Pay Parking Time Limit Review ................................................................ 112 
13.15 Council's Capacity to Influence a Plastic Free Byron ................................................. 116 
13.16 Current and Future Capacity of Bangalow STP - Response to Resolution 17-502 .... 122 
13.17 Byron Properties Redevelopment Expression of Interest ........................................... 132 
13.18 Byron Bay town centre bypass implementation ......................................................... 135 
13.19 Traffic Signals in Byron Shire Council Area ............................................................... 140    

14. REPORTS OF COMMITTEES  

Corporate and Community Services 

14.1 Report of the Finance Advisory Committee Meeting held on 16 November 2017 ...... 151  

Infrastructure Services 

14.2 Report of the Transport and Infrastructure Advisory Committee Meeting held on 16 
November 2017 ......................................................................................................... 154   

15. QUESTIONS WITH NOTICE 

Nil    

16. CONFIDENTIAL REPORTS 

Corporate and Community Services 

16.1 CONFIDENTIAL - Tender 2017-0005 Tree Works Recommendation ........................ 157  

Infrastructure Services 

16.2 CONFIDENTIAL - Contract 2017-0038 - Purchase and Removal of Scrap Metal form 
the Byron Resource Recovery Centre and Byron Shire Council Depot ...................... 159 

16.3 CONFIDENTIAL - North Byron Floodplain Risk Management Study and Plan - 
Tender Approval ........................................................................................................ 161   

 
 
Councillors are encouraged to ask questions regarding any item on the business paper to 
the appropriate Director prior to the meeting. Any suggested amendments to the 
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recommendations should be provided to Councillor Support prior to the meeting to allow 
the changes to be typed and presented on the overhead projector at the meeting. 
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MAYORAL MINUTE 

 
Mayoral Minute No. 8.1 Appointment of Acting General Manager 
File No: I2017/1963 
 5 
    

 
I move: 
 
1. That the Director – Corporate and Community Services, Mark Arnold, be appointed as 

Acting General Manager for the period following the retirement of the incumbent 
General Manager until a new General Manager commences duty with Council 
following recruitment. 

 
2. That Mr Arnold be granted the same delegated authority as is now being exercised by 

the current General Manager per Council resolution 17-422. 
 
 
 

  
 10 
Background Notes: 
 
Council’s General Manager, Ken Gainger, has recently announced his retirement from local 
government and his employment as Council’s General Manager effective from 31st January 2018.  
 15 
In accordance with the provisions of the Local Government Act 1993 Council must employ a 
General Manager and continuity in this position between when Mr Gainger leaves and a new 
General; Manager is recruited and commences duty is required. Over recent years when Mr 
Gainger has been on leave or away from Council on business Council’s Director – Corporate and 
Community Services, Mark Arnold has acted as General Manager. In my experience Mr Arnold has 20 
always performed the role effectively and competently and would be a steady hand on the tiller 
during the intervening period until a new GM is recruited. 
 
The Acting General Manager will require the same level of delegated authority that Mr Gainger 
currently has and I recommend that such level of delegation be conferred on Mr Arnold should 25 
Council support his appointment. Current delegations were recently bestowed upon Mr Gainger 
per Council resolution 17-422. 
 
Signed: Cr Simon Richardson, Mayor  
 30 
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Mayoral Minute No. 8.2 Railway Square Landscape Concept and Design 
File No: I2017/1980 
 
    

 
I move that Council endorse the Railway Square Landscape Concept Plan. 
 
 5 

Attachments: 
 
1 RAILWAY SQUARE LANDSCAPE CONCEPT PLAN 171206 email, E2017/112080 ⇨  

  
Background Notes: 10 
 
Council adopted the Byron Bay Town Centre Masterplan in June 2016.  
 
The staged implementation of the priority actions in the Masterplan has been occurring since this 
time, including development of concept plans for key catalyst sites. 15 
 
Railway Square is a key catalyst site identified in the Masterplan. 
 
The Railway Square area has a connection to both the centre of the Town, the Railway Station, the 
bus stop on Jonson Street, the Information Centre and Community Centre which has meant that 20 
the area is both a prominent gateway space within the town centre for visitors and also a valued 
public space for the local community. 
 
Its prominence being one reason why it has been chosen as the first of many Masterplan projects 
to be progressed. 25 
 
The design has been discussed and is supported by the Byron Bay Town Centre Master Plan 
Leadership Team. 
 
Consultation has also been undertaken with a number of other community organisations and 30 
groups including the Arakwal Corporation.  This feedback has informed the development of the 
concept plan. 
 
The intent for the design as proposed is to reinvigorate the Railway Square and its immediate 
environs to recapture the space as a community meeting place and gathering space for community 35 
interaction, connection and recreation. 
 
It is imperative for Council to endorse the Railway Square Landscape Concept Plan.  It is the 
requirement of the NSW Government Tourism Demand Driver Infrastructure program that monies 
for the first stage of the works be expended by 30 April 2018.  This timing is critical to commence 40 
procurement of works for this Stage to comply with the grant agreement conditions. 
 
Included as an attachment to the report is the Railway Square Landscape Concept Plan as a total 
document.  Below is a number of extracts from the Railway Square Landscape Concept Plan 
document showing the proposed layout and perspectives of the works when complete. 45 
 
Signed: Cr Simon Richardson 
  

../../../RedirectToInvalidFileName.aspx?FileName=OC_14122017_ATT_613.PDF#PAGE=4
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NOTICES OF MOTION 

 
Notice of Motion No. 9.1 Car Free Sundays in Byron Bay 
File No: I2017/1902 
 5 
    

 
I move that: 
 
1. Council commence a trial of 'Car Free Sundays' in Byron Bay in 2018; 

 
2. Staff and the Traffic Advisory Committee work together to plan and progress this trial; 

and  
 

3. The Car Free Sundays commence by April 2018. 
 
 
 

  
 10 
Signed: Cr Cate Coorey 
 
Councillor’s supporting information: 
 
Nil 15 
 
Staff comments by Tony Nash, Manager Works, Infrastructure Services Directorate.: 
(Management Comments must not include formatted recommendations – resolution 11-979) 
 
There are many issues around this proposal that need to be investigated including but not limited 20 
to: 
 

 Who is the ultimate approval authority? 

 The roads into Byron Bay are Regional Roads and approval or concurrence from RMS would be 
required. 25 

 Where are vehicles stopped from entering Byron Bay 

o From the east 

Pacific Motorway 
Somewhere else along Ewingsdale Road 

o From the south 30 

Broken Head Road at Clifford Street 
Bangalow Road at Browning Street 
elsewhere 

 Consultation with all stakeholders (Development of a Communications Plan) 

o RMS 35 

o Police 

o Emergency service providers, Ambulance, SES, Fire & Rescue, Rural Fire Service, 

Volunteer Rescue Association 

o Transport for NSW 

o Department of Transport for bus services 40 

o NSW & QLD Tourism organisations 

o Businesses 

o Residents 

o Property owners 

o others 45 
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 Traffic control plans. 

 Alternative transport arrangements in lieu of motor vehicles. 

 Council budget 

 Loss of trade for businesses 

 Loss of paid parking income for Council, resulting in less funds for infrastructure renewal and 5 
capital projects inn Byron Bay and elsewhere in the Shire. 

 Approval by Local Traffic Committee of the planned road closures. 

 The positive and negative aspects of such a trail to the reputation of Byron Bay. 
 
If Council resolves to proceed with this trial then a discussion at a Strategic Planning Workshop in 10 
early 2018 may be appropriate. 
 
It is not within the domain of the LTC to work with staff to plan and organise such a trail or a 
permanent arrangement. LTS are a technical committee that makes recommendations on 
regulatory traffic control facilities. 15 
 
If the proposal is resolved by Council then an option for investigation and implementation would be 
a Council staff working group that liaises with all stakeholders. 
 
Financial/Resource/Legal Implications: 20 
 
A budget is required for this investigation work as Infrastructure Planning staff are project based 
and must cost their time to funded projects. 
 
A budget will also be required to implement the trial initially and then an ongoing budget will be 25 
required to implement if it happens regularly or is made permanent. 
 
Is the proposal consistent with any Delivery Program tasks? 
 
No  30 
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PETITIONS 

 
Petition No. 10.1 No Paid Parking in Bangalow 
Directorate: Infrastructure Services 
Report Author: Joshua Winter, Civil Engineer  5 
File No: I2017/1909 
Theme: Community Infrastructure  
 Roads and Maritime Services 
 

At Council’s Extraordinary meeting held on 28 November 2017 the Mayor tabled a petition 10 
containing 2055 signatures which states: 
 

“We the undersigned, petition the Mayor and Councillors of Byron Shire Council to: 
 
1. Rescind the motion to implement paid parking in Bangalow. 15 

 
2. Reduce the current time limits for parking and increase enforcement (as 

recommended by the TPS Parking Management Strategy)” 
 
Comments from Infrastructure Services: 20 
 
At its Ordinary Meeting on 23 February 2017, Council resolved as follows regarding the Bangalow 
Parking Management Strategy: 
 
Council Resolution 17-055: 25 
 
1. That Council support the Bangalow Town Centre Parking Management Strategy 

(E2016/80882) prepared by Traffic and Parking Systems Group (TPS) as a basis for 
community engagement. 

 30 
2. That Council endorse investigation and community consultation with the Bangalow community 

regarding the possible implementation of a revised parking layout and pay parking scheme in 
the town centre in conjunction with traffic and movement issues identified in the master plan 
process. 

 35 
3. That a budget of $15,000 is allocated from the Pay Parking Reserve to perform the 

investigation and community consultation with the Bangalow community regarding the 
possible implementation of a revised parking layout and pay parking scheme in the town 
centre. 

 40 
4. That Council consider the results of the investigation and community consultation, along with 

the recommendation from the Local Traffic Committee at the 22 June 2017 meeting in 
determining its adoption of a possible revised parking management strategy/pay parking 
scheme. 

 45 
Following the investigation and community consultation, as noted in point 2 of Council Resolution 
17-055, Council received a subsequent report at its 24 August 2017 Ordinary Meeting on the 
Bangalow Parking Management Strategy. 
 
At this meeting, Council resolved as follows: 50 
 
Council Resolution 17-356: 
 
1. That Council endorse the implementation of the changes to the parking time limits in the 

Bangalow town centre, as depicted in the proposed parking times in Figure 1, being 1P 55 
throughout Byron Street and part of Station Street, with 2P in the remainder of Station Street. 
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2. That Council endorse the introduction of a Bangalow Town Centre Pay Parking Scheme, 
which is in line with the existing Byron Bay town centre parking scheme. 

3. That the Bangalow Town Centre Pay Parking Scheme: 
 5 

 applies a unilateral parking charge of $4 per hour; and  

 incorporates annual exemptions in accordance with Council’s approved fees and charges. 
 

4. That a pay parking area be endorsed as depicted in Figure 2, which covers:  
a)  Byron Street, from the roundabout crossing Granuaille Road to Market Street; and 10 
b)  Station Street, excluding the all day car park to the south. 

 

5. That Roads and Maritime Services (RMS) concurrence be sought prior to the implementation 
of the Bangalow Town Centre Pay Parking Scheme. 

 15 
6. That Council approve a budget of $75,000 to implement the paid parking scheme and revised 

parking time limits, from the Pay Parking Reserve. 
 

7. That Council receive a report after twelve (12) months of the Bangalow Pay Parking Scheme 
being in operation, to review: 20 

 

 operational costs; 

 revenue; 

 effect on the Bangalow Village and locality; and 

 projects funded by the scheme. 25 
 

8.   That Council dedicate all net revenue received from pay parking in Bangalow to infrastructure 
projects identified by the Bangalow Village Plan Guidance Group and in Council’s asset 
management plan and that those projects be incorporated into the annual Council budgetary 
process. 30 

 

9.  That the paid parking scheme commence 1 January 2018 and prior to this commencement 
Council work alongside Bangalow Guidance Group to identify: 

 
a)  projects to be funded from revenues raised, including pedestrian, cycling and mobility 35 

improvements as priorities identified in the consultation. 
b)  impacts and implications of paid parking on the overall Masterplan of Bangalow including 

parking outside the town centre. 
c) design and locations of pay stations that acknowledge the heritage nature of the main 

street. 40 
 
In accordance with Council Resolution 17-356, works have commenced in Bangalow to implement 
the introduction of the Bangalow Town Centre Pay Parking Scheme, which is in line with the 
existing Byron Bay Town Centre Parking Scheme. These works include: 
 45 

 Consultation at community markets commenced. 

 Walk around town centre and speaking to businesses. 

 Ordering of paid parking meters. 

 System set up for additional meters and additional paid parking area. 

 Site survey. 50 

 Design drawings in progress for signs and other works to rationalise existing parking. 

 Orders placed for manufacture and delivery of signs. 

 Installation of sign posts has commenced. 

 Variable Message Signs ordered. 

 Line marking works scheduled with contractor. 55 

 Preliminary locations of meters scoped onsite. 
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 Concrete footings for meters scheduled with operational staff. 
 
 
 
    5 

 

RECOMMENDATION:  

That the petition regarding no paid parking in Bangalow be noted. 
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Petition No. 10.2 Brunswick Parking Management Strategy 
Directorate: Infrastructure Services 
Report Author: Joshua Winter, Civil Engineer  
File No: I2017/1910 
Theme: Community Infrastructure  5 
 Roads and Maritime Services 
 

At Council’s Extraordinary meeting held on 28 November 2017, the Mayor tabled a petition 
containing 1,828 signatures which states:  
 10 

 
 
Comments from Infrastructure Services: 
 
All of the issues regarding paid parking in Brunswick Heads were included in the report to Council’s 15 
Ordinary Meeting on 23 November 2017 titled “Brunswick Heads parking Strategy”. 
 
Council Resolved at this meeting as follows: 
 
Council Resolution 17-587: 20 
 
1. That Council endorse the implementation steps recommended in the Brunswick Heads 

Parking Management Strategy as modified to: 
  

a)  Implement revised time limits in the town centre immediately (as per point 2 below); 25 
b) Closely monitor parking demands, durations and infringements in the Town Centre Area in 

particular with the objective to continuously quantify the appropriateness of duration limits 
and to ‘track’ trends in the level of infringement; and 

c)  Assess the compliance with the revised time limits and associated infringements in the 
management of parking turnover, following the implementation of the revised time limits, 30 
in conjunction with any future consideration by Council of the implementation of a pay 
parking scheme in Brunswick Heads. 

 
2. That Council endorse the implementation of the changes to the parking time limits in 

Brunswick Heads, using the layout provided by the Brunswick Heads Chamber of Commerce 35 
shown at Figure 2, incorporating the amendments identified in Table 2. 
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3. That Council seek Local Traffic Committee (LTC) endorsement of the parking time limit 
changes.   

 
4. That Council negotiate any necessary agreement with Crown Lands to implement parking 

schemes. 5 
 
5. That prior to the consideration of any Pay Parking Scheme for Brunswick Heads, staff 

undertake further investigations and consultation and report  to Council in mid 2018 on revised 
parking arrangements and the cost of infrastructure upgrade requirements in the following 
areas; 10 

  
a)  Booyun Street, east of Park Street, in order to implement a Kiss and Ride School drop off 

zone in this area; 
b) Park Street, between Fingal Street and Slessor Lane, to formalise parking whilst 

maintaining the existing bus zone; 15 
c)  Parking arrangements on South Beach Road, including dedicated parking for up to four 

(4) Horse floats at the end of South Beach Road; and 
d)  Parking arrangements in South Beach Lane 

 
6. That Council approve: 20 
  

a) an allocation of $115,000 to be funded from Section 94 Car Parking Brunswick Heads to 
undertake the investigation works in items 5a) to 5d), inclusive; and 

 
b)  the allocation of $25,000 for the implementation or revised time limits (including line 25 

marking) be funded from the existing signage program.   
 
At an Extraordinary Meeting of Council on 28 November, Council debated an urgency motion in 
relation to the Brunswick Heads Parking Management Strategy.  Council Resolved at this meeting 
as follow: 30 
 
Council Resolution 17-636: 
 
That in relation to the implementation of the Brunswick Heads Parking Management Strategy, that 
Council endorse the following time limits subject to Local Traffic Committee approval: 35 
 
1. General time limits to apply Mon to Sun 9.00am - 5.00pm   
2. Time Limits at South Beach Road and South Beach Lane be retained as all-day parking. 
 
A report on the proposed time limit changes has been prepared for the extra ordinary Local Traffic 40 
Committee meeting for 13 December 2017.  
 
 
    

 

RECOMMENDATION:  

That the petition objecting to Paid Parking in Brunswick Heads be noted. 
 45 
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SUBMISSIONS AND GRANTS 

 
Report No. 11.1 Byron Shire Council Submissions and Grants as at 22 November 2017 
Directorate: Corporate and Community Services 
Report Author: Jodi Frawley, Grants Co-ordinator  5 
File No: I2017/1787 
Theme: Corporate Management 
 Governance Services 
 

 10 
Summary: 
 
Council have submitted applications for a number of grant programs which, if successful, would 
provide significant funding to enable the delivery of identified projects.  This report provides an 
update on these grant submissions.  15 
 
    

 
RECOMMENDATION:  

That Council note the report. 
 

Attachments: 
 20 
1 November 2017 Grants Report, E2017/106964 ⇨  

  
 

  

../../../RedirectToInvalidFileName.aspx?FileName=OC_14122017_ATT_613.PDF#PAGE=54
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Report 
 
This report provides an update on grant submissions including funding applications submitted and 
new potential funding opportunities.  
 5 
Funding Applications – Successful  
 

 3D Mapping Tool, Smart Cities and Suburbs, (Australian Government) - $143,125 

 Shark Smart Alert and Advice System, Shark Management Strategy Program (NSW 
Government) - $52,218 10 

 
Additionally, NSW Department of Education Strong Start Fund awarded $350,000 to Byron Bay 
Preschool Centre for the creation of 20 new preschool places through an upgrade of the Council 
buildings at Suffolk Park.  
 15 
New funding opportunities identified for consideration by staff 
 

 Implementation of projects from the Byron Bay Town Centre Masterplan, Building Better 
Regions Fund Round 2, (Australian Government) 

 20 
Funding applications submitted in November 
 

 Consolidation of Myocum landfill, Landfill Consolidation and Environmental Improvements 
(NSW Environmental Protection Authority) 

 25 
Additional information on the grant submissions made and/or pending is provided in Attachment 1 
– Grants report as at 22 November 2017 
 
Financial Implications 
 30 
If Council is successful in obtaining the identified grants more than $14 million would be achieved 
which would provide significant funding for Council projects.  Some of the grants require a 
contribution from Council (either cash or in-kind) and others do not. Council’s contribution is 
funded. The potential funding and allocation is noted below: 
 35 

Requested funds from funding bodies 14,794,817 

Council cash contribution 9,149,932 

Council in-kind Contribution 145,530 

Other contributions 10,575,562 

Funding applications submitted and awaiting notification (total project value) 34,664,841 

 
Statutory and Policy Compliance Implications  
 
Council is required under Section 409 3(c) of the Local Government Act 1993 to ensure that 
‘money that has been received from the Government or from a public authority by way of a specific 40 
purpose advance or grant, may not, except with the consent of the Government or public authority, 
be used otherwise than for that specific purpose’. This legislative requirement governs Council’s 
administration of grants.     



B Y R O N  S H I R E  C O U N C I L  

STAFF REPORTS - CORPORATE AND COMMUNITY SERVICES 13.1 
 
 

Ordinary Meet ing Agenda  14 December 2017  page 24 
 

STAFF REPORTS - CORPORATE AND COMMUNITY SERVICES 

 
Report No. 13.1 Council Investments 1 November to 24 November 2017 
Directorate: Corporate and Community Services 
Report Author: James Brickley, Manager Finance  5 
File No: I2017/1848 
Theme: Corporate Management 
 Financial Services 
 

 10 
Summary: 
 
This report includes a list of investments and identifies Council’s overall cash position for the period 
1 – 24 November 2017 for Council’s information.   
 15 
This report is prepared to comply with Regulation 212 of the Local Government (General) 
Regulation 2005. 
 
    

 
RECOMMENDATION:  

That the report listing Council’s investments and overall cash position as at 24 November 
2017 be noted. 
 20 
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Report 
 
In relation to the investment portfolio for the period 1 – 24 November 2017, Council has continued 
to maintain a diversified portfolio of investments.  At 24 November 2017, the average 90 day bank 
bill rate (BBSW) for the month of November was unknown.  Based on prior months and there being 5 
no events that may have drastically changed the rates, it is estimated the BBSW for the period 1 – 
24 November will remain approximately 1.60%.  Council’s performance to 24 November 2017 is 
2.50%.  Council’s performance is again higher than the benchmark.  This is largely due to the 
active ongoing management of the investment portfolio, maximising investment returns through 
secure term deposits and purchasing floating rate notes with attractive interest rates. 10 
 

The table below identifies the investments held by Council as at 24 November 2017: 
 

Schedule of Investments held as at 24 November 2017 
 15 

Purch 
Date 

Principal ($) Description CP* Rating Maturity 
Date 

No 
Fossil 
Fuel  
ADI 

Type Interest 
Rate Per 
Annum 

Current Value 

24/03/17 1,000,000 NAB Social Bond 
(Gender Equality) 

N AA- 24/03/22 N B 3.44% 1,011,100.17 

28/10/16 650,000 Teachers Mutual Bank P BBB+ 28/10/19 Y FRN 3.17% 653,642.89 

31/03/17 1,000,000 CBA Climate Bond N AA- 31/03/22 N FRN 3.25% 1,000,000.00 

16/11/17 750,000 Bank of Queensland N BBB+ 16/11/21 Y FRN 2.63% 750,000.00 

23/11/17 2,000,000 NAB P AA- 23/02/18 N TD 2.49% 2,000,000.00 

06/11/17 2,000,000 NAB N AA- 05/02/18 N TD 2.49% 2,000,000.00 

09/10/17 1,000,000 NAB N AA- 09/01/18 N TD 2.51% 1,000,000.00 

30/08/17 2,000,000 NAB N AA- 30/11/17 N TD 2.23% 2,000,000.00 

08/08/17 2,000,000 Bank of Queensland P BBB+ 05/02/18 Y TD 2.60% 2,000,000.00 

02/11/17 2,000,000 Police Credit Union P NR 02/05/18 U TD 2.73% 2,000,000.00 

08/11/17 2,000,000 ME Bank P BBB 02/02/18 Y TD 2.42% 2,000,000.00 

04/07/17 1,000,000 Bananacoast Credit 
Union 

P NR 04/01/18 Y TD 2.70% 1,000,000.00 

18/09/17 2,000,000 AMP Bank P A 18/12/17 N TD 2.40% 2,000,000.00 

08/09/17 2,000,000 NAB N AA- 08/12/17 N TD 2.52% 2,000,000.00 

30/08/17 2,000,000 ME Bank N BBB 30/11/17 Y TD 2.45% 2,000,000.00 

27/09/17 1,000,000 Bank of Queensland N BBB+ 27/03/18 Y TD 2.50% 1,000,000.00 

04/10/17 2,000,000 Beyond Bank P BBB 21/12/17 Y TD 2.40% 2,000,000.00 

13/10/17 1,000,000 Auswide Bank Ltd P BBB- 15/01/18 Y TD 2.50% 1,000,000.00 

05/10/17 1,000,000 Police Credit Union N NR 05/04/18 U TD 2.56% 1,000,000.00 

15/08/17 1,000,000 Bank of Queensland N BBB+ 12/01/18 Y TD 2.55% 1,000,000.00 

06/09/17 1,000,000 Bananacoast Credit 
Union 

N NR 07/03/18 Y TD 2.60% 1,000,000.00 

23/11/17 1,000,000 The Capricornian 
Credit Union 

P NR 23/05/18 Y TD 2.55% 1,000,000.00 

30/10/17 2,000,000 Beyond Bank N BBB 07/02/18 Y TD 2.42% 2,000,000.00 

04/10/17 2,000,000 Police Credit Union N NR 04/04/18 U TD 2.70% 2,000,000.00 
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Purch 
Date 

Principal ($) Description CP* Rating Maturity 
Date 

No 
Fossil 
Fuel  
ADI 

Type Interest 
Rate Per 
Annum 

Current Value 

08/11/17 1,500,000 Auswide Bank Ltd N BBB- 02/02/18 Y TD 2.35% 1,500,000.00 

02/06/17 1,500,000 ME Bank N BBB 04/12/17 Y TD 2.67% 1,500,000.00 

05/06/17 1,000,000 Intech Bank Ltd P NR 05/12/17 Y TD 2.80% 1,000,000.00 

08/06/17 2,000,000 ME Bank N BBB 08/12/17 Y TD 2.65% 2,000,000.00 

17/10/17 1,000,000 Police Credit Union N NR 17/04/18 U TD 2.55% 1,000,000.00 

17/11/17 1,000,000 Police Credit Union N NR 17/05/18 U TD 2.75% 1,000,000.00 

30/10/17 2,000,000 ME Bank N BBB 30/01/18 Y TD 2.42% 2,000,000.00 

03/11/17 1,000,000 Maitland Mutual 
Building society 

P NR 02/05/18 Y TD 2.55% 1,000,000.00 

17/11/17 1,000,000 ME Bank N BBB 16/02/18 Y TD 2.50% 1,000,000.00 

17/08/17 1,000,000 Bank of Queensland N BBB+ 19/02/18 Y TD 2.55% 1,000,000.00 

23/11/17 1,000,000 ME Bank N BBB 23/02/18 Y TD 2.40% 1,000,000.00 

24/11/17 1,000,000 ME Bank N BBB 24/05/18 Y TD 2.55% 1,000,000.00 

30/08/17 1,000,000 ME Bank N BBB 28/11/17 Y TD 2.45% 1,000,000.00 

31/08/17 2,000,000 NAB N AA- 12/12/17 N TD 2.50% 2,000,000.00 

31/08/17 2,000,000 NAB N AA- 18/12/17 N TD 2.50% 2,000,000.00 

01/09/17 1,000,000 NAB N AA- 02/01/18 N TD 2.52% 1,000,000.00 

05/09/17 1,000,000 Bananacoast Credit 
Union 

N NR 06/03/18 Y TD 2.60% 1,000,000.00 

15/09/17 1,000,000 Auswide Bank Ltd N BBB- 15/12/17 Y TD 2.40% 1,000,000.00 

15/09/17 1,000,000 Peoples Choice Credit 
Union 

P NR 15/03/18 Y TD 2.55% 1,000,000.00 

28/09/17 2,000,000 Rural Bank P BBB+ 29/01/18 Y TD 2.50% 2,000,000.00 

28/09/17 1,000,000 NAB N AA- 29/12/17 N TD 2.51% 1,000,000.00 

04/10/17 1,000,000 NAB N AA- 05/03/18 N TD 2.55% 1,000,000.00 

04/10/17 1,000,000 NAB N AA- 04/01/18 N TD 2.50% 1,000,000.00 

04/10/17 1,000,000 NAB N AA- 05/02/18 N TD 2.52% 1,000,000.00 

11/10/17 1,000,000 Auswide Bank Ltd N BBB- 11/01/18 Y TD 2.50% 1,000,000.00 

20/10/17 1,000,000 NAB N AA- 20/01/18 N TD 2.48% 1,000,000.00 

23/10/17 1,000,000 Bank of Queensland N BBB+ 23/04/18 Y TD 2.55% 1,000,000.00 

26/10/17 1,000,000 ME Bank N BBB 24/01/18 Y TD 2.42% 1,000,000.00 

10/11/17 2,000,000 ME Bank N BBB 13/3/18 Y TD 2.42% 2,000,000.00 

15/11/17 1,000,000 The Capricornian 
Credit Union 

P NR 16/04/18 Y TD 2.55% 1,000,000.00 

15/11/17 1,000,000 The Capricornian 
Credit Union 

N NR 15/03/18 Y TD 2.50% 1,000,000.00 

17/11/17 1,000,000 Hunter United 
Employees Credit 
Union 

P NR 16/02/18 U TD 2.50% 1,000,000.00 

17/11/17 1,000,000 Bank of Queensland N BBB+ 19/03/18 Y TD 2.45% 1,000,000.00 
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Purch 
Date 

Principal ($) Description CP* Rating Maturity 
Date 

No 
Fossil 
Fuel  
ADI 

Type Interest 
Rate Per 
Annum 

Current Value 

N/A 1,567,714 CBA Business Online 
Saver 

N A N/A N CALL 1.40% 1,567,714.21 

Total 76,967,714      AVG 2.50% 76,982,457.27 
 
 
 

Note 1. CP = Capital protection on maturity 
 N = No Capital Protection 
 Y = Fully covered by Government Guarantee 
 P = Partial Government Guarantee of $250,000 (Financial Claims Scheme) 
  
Note 2. No Fossil Fuel ADI 
 Y = No investment in Fossil Fuels 
 N = Investment in Fossil Fuels 
 U = Unknown Status 
 
 5 
 

Note 3. Type Description  
 B Bonds Principal can vary based on valuation, interest 

payable via a fixed interest, payable usually each 
quarter. 

 FRN Floating Rate 
Note 

Principal can vary based on valuation, interest 
payable via a floating interest rate that varies each 
quarter. 

 TD Term Deposit Principal does not vary during investment term. 
Interest payable is fixed at the rate invested for the 
investment term. 

 CALL Call Account Principal varies due to cash flow demands from 
deposits/withdrawals, interest is payable on the 
daily balance. 

 
Environmental and Socially Responsible Investing 
 
An additional column has been added to the schedule of Investments above, to identify if the 10 
financial institution holding the Council investment, has been assessed as a ‘No Fossil Fuel’ 
investing institution.  This information has been sourced through www.marketforces.org.au and 
identifies financial institutions that either invest in fossil fuel related industries or do not.  The graph 
below highlights the percentage of each classification across Councils total investment portfolio in 
respect of fossil fuels only. 15 

http://www.marketforces.org.au/
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The notion of Environmental and Socially Responsible Investing is much broader than whether a 
financial institution as rated by ‘marketforces.org.au’ invests in fossil fuels or not.  Council’s current 
Investment Policy defines Environmental and Socially Responsible Investing at Section 4.1 of the 5 
Policy.  Council’s Investment Policy can be found at the following link:  
http://www.byron.nsw.gov.au/files/publications/council_investments_policy_2017.pdf 
 
In this regard Council has an additional two investments that are with financial institutions that 
invest in fossil fuels but the purposes of the investments are in accord with the broader definition of 10 
Environmentall and Socially Responsible investments as indicated below: 
 
1. $1,000,000 investment with the National Australia Bank maturing on 24 March 2022 known as a 

Social Bond that promotes Gender Equity. 
2. $1,000,000 investment with Commonwealth Bank maturing on 31 March 2022 known as a 15 

Climate Bond. 
 
For the period 1 – 24 November 2017, as indicated in the table below, there is a dissection of the 
investment portfolio by investment type: 
 20 

Dissection of Council Investment Portfolio as at 24 November 2017 
 

Principal Value 
($) 

Investment Linked to:- Current Market 
Value ($) 

Cumulative 
Unrealised 

Gain/(Loss) ($) 

72,000,000.00 Term Deposits 72,000,000.00 0.00 

2,400,000.00 Floating Rate Note 2,403,642.89 3,642.89 

1,567,714.21 Business On-Line Saver (At Call) 1,567,714.21 0.00 

1,000,000.00 Bonds 1,011,100.17 11,100.17 

76,967,714.21  76,982,457.27 14,743.06 

 
The current value of an investment compared to the principal value (face value or original purchase 
price) provides an indication of the performance of the investment without reference to the coupon 25 
(interest) rate. The current value represents the value received if an investment was sold or traded 
in the current market, in addition to the interest received. 
 

http://www.byron.nsw.gov.au/files/publications/council_investments_policy_2017.pdf
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The table below provides a reconciliation of investment purchases and maturities for the period 1 – 
24 November 2017 on a current market value basis.   
 

Movement in Investment Portfolio – 1 to 24 November 2017 
 5 

Item Current Market  
Value (at end of 

month) $ 

Opening Balance at 31 October 2017 76,732,457.27 

Add: New Investments Purchased 22,250,000.00 

Add: Call Account Additions 0.00 

Add: Interest from Call Account 0.00 

Less: Investments Matured 22,000,000.00 

Less: Call Account Redemption 0.00 

Less: Fair Value Movement for period 0.00 

 Closing Balance at 24 November 2017 76,982,457.27 

 
Investments Maturities and Returns – 1 to 24 November 2017 

 

Principal Value 
($) 

Description Type Maturity 
Date 

Number of 
Days 

Invested 

Interest Rate 
Per Annum 

Interest Paid 
on Maturity $ 

2,000,000.00 Police Credit Union TD 02/11/17 92 2.55% 12,854.79 

1,000,000.00 Maitland Mutual Building 
Society 

TD 03/11/17 92 2.50% 6,301.37 

1,500,000.00 Hunter United Employees 
Credit Union 

TD 06/11/17 124 2.85% 14,523.29 

2,000,000.00 NAB TD 06/11/17 90 2.45% 12,082.20 

2,000,000.00 ME Bank TD 08/11/17 92 2.45% 12,350.68 

1,500,000.00 Auswide Bank Ltd TD 08/11/17 189 2.68% 20,815.89 

1,000,000.00 Auswide Bank Ltd TD 15/11/17 189 2.70% 13,980.82 

1,000,000.00 ME Bank TD 15/11/17 92 2.45% 6,175.34 

2,000,000.00 ME Bank TD 15/11/17 92 2.45% 12,350.68 

1,000,000.00 AMP Bank TD 17/11/17 92 2.45% 6,175.34 

1,000,000.00 ME Bank TD 17/11/17 92 2.45% 6,175.34 

1,000,000.00 Police Credit Union TD 17/11/17 123 2.65% 8,930.14 

1,000,000.00 The Capricornian Ltd TD 23/11/17 92 2.50% 6,301.37 

2,000,000.00 NAB TD 23/11/17 92 2.47% 12,451.51 

1,000,000.00 ME Bank TD 23/11/17 92 2.45% 6,175.34 

1,000,000.00 ME Bank TD 24/11/17 92 2.45% 6,175.34 

22,000,000.00      163,819.44 

  
The overall ‘cash position’ of Council is not only measured by what funds Council has invested but 10 
also by what funds Council has retained in its consolidated fund or bank account as well for 
operational purposes. In this regard, for the period 1 – 24 November 2017 the table below 
identifies the overall cash position of Council as follows: 
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Dissection of Council Cash Position as at 24 November 2017 

 

Item Principal Value 
($) 

Current 
Market Value 

($) 

Cumulative 
Unrealised 

Gain/(Loss) ($) 

Investments Portfolio    

Term Deposits 72,000,000.00 72,000,000.00 0.00 

Floating Rate Note 2,400,000.00 2,403,642.89 3,642.89 

Business On-Line Saver (At Call) 1,567,714.21 1,567,714.21 0.00 

Bonds 1,000,000.00 1,011,100.17 11,100.17 

Total Investment Portfolio 76,967,714.21 76,982,457.27 14,743.06 

    

Cash at Bank    

Consolidated Fund 2,980,448.64 2,980,448.64  0.00 

Total Cash at Bank 2,980,448.64 2,980,448.64  0.00 

    

Total Cash Position 79,948,162.85 79,962,905.91 14,743.06 

 
Financial Implications 5 
 
Council uses a diversified mix of investments to achieve short, medium and long-term results. 
 
Statutory and Policy Compliance Implications  
 10 
In accordance with Regulation 212 of the Local Government (General) Regulation 2005, the 
Responsible Accounting Officer of Council must provide Council with a monthly report detailing all 
monies Council has invested under section 625 of the Local Government Act 1993.  
 
The Report must be presented at the next Ordinary Meeting of Council after the end of the month 15 
being reported.  In this regard, the current Council Meeting cycle does not always allow this to 
occur, especially when investment valuations required for the preparation of the report, are often 
received after the deadline for the submission of reports for the meeting.  Endeavours will be made 
to ensure the required report will be provided to Council and this will for some months require 
reporting for one or more months. 20 
 
Council’s investments are carried out in accordance with section 625(2) of the Local Government 
Act 1993 and Council’s Investment Policy. The Local Government Act 1993 allows Council to 
invest money as per the Ministers Order – Forms of Investment, last published in the Government 
Gazette on 11 February 2011. 25 
 
Council’s Investment Policy includes the objective of maximising earnings from authorised 
investments and ensuring the security of Council Funds. 
 
Council at its Ordinary Meeting held 8 October 2015 resolved through resolution 15-515 to insert a 30 
new objective into its adopted Investment Policy, which gives a third tier consideration by Council 
to Environmental and Socially Responsible Investments, when making investment decisions.  
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STAFF REPORTS - SUSTAINABLE ENVIRONMENT AND ECONOMY 

 
Report No. 13.2 Byron Shire Council's Emssions Reporting 2015/16 and 2016/17 
Directorate: Sustainable Environment and Economy 
Report Author: Kim Mallee, Sustainability Officer  5 
File No: I2017/1544 
Theme: Ecology 
 Planning Policy and Natural Environment 
 

 10 
Summary: 
 
In March 2017 Byron Shire Council adopted a zero net emissions target for its operations which 
increased its ambition from the previous reduction target of 30%. Council has been actively 
implementing emission reduction strategies and reporting on emissions since 2004.  This report 15 
details a new emissions baseline for the 2015/16 financial year and reports on the emissions 
profile of Council for the 2016/17 financial year.  
 
Using the National Greenhouse and Energy Reporting (NGER) methodology emissions were 
calculated across Council’s six sectors for scope 1 (eg. direct emissions such as burning diesel or  20 
unleaded fuels) and scope 2 emissions (eg. indirect emissions that come from using electricity 
produced by the burning of coal at another facility). From 2015/16 to 2016/17 Council experienced 
a net increase of emissions moving from 25,500 tonnes to 26,300 tonnes of equivalent carbon 
dioxide (t CO2e).  
 25 
The development of an Emissions Reduction Strategy, which will replace the existing Low Carbon 
Strategy has commenced and is the subject of another report titled ‘Emissions Reduction Strategy’ 
to this Council meeting.  
 
    30 

 
RECOMMENDATION:  

1. That Council note this report. 
 

2. That the calculation of sewage treatment plant fugitive emissions be outsourced using 
Water and Sewer funds to create an excel model using the NGER methodology that 
can be used for future reporting years. 

 
 

  
 

  35 
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Background 
 
Byron Shire Council adopted the Low Carbon Strategy in 2014 which had the target of reducing 
Council emissions by 30% from the 2003-2004 levels by 2020. The Low Carbon Strategy identified 
ways for Council to pursue opportunities for a low carbon, less oil-reliant future. It contained 87 5 
project actions that covered the following areas of carbon, energy efficiency, transport, staff and 
community engagement, waste, peak oil and water. 100% of the 35 Year 1 priority actions in the 
Low Carbon Strategy were completed or in progress. The remaining actions will be considered in 
the preparation of a new Emissions Reduction Strategy.  
 10 
This report quantifies Council’s emissions profile in order to create a new base line for the 2015/16 
financial year to suit the Zero Emissions Target as well as report on the 2016/17 financial year 
emissions.   
 
Zero Net Emissions Target 15 
 
In March 2017 Council resolved (Res. 17-086 relevant parts): 
 
3.  That Council commits to achieving a 100% Net Zero Emissions Target by 2025 in 

collaboration with Zero Emissions Byron (ZEB). 20 

5.  That Council commit itself to source 100% of its energy through renewable energy within 10 
years. 

6.  That Council supports the goals of Zero Emission Byron for a Net Zero Emissions Shire in 
the areas of building, energy, land use, transport and waste. 

 25 
Adoption of baseline and National Greenhouse and Energy Reporting (NGER) methodology 
 
To align with the Zero Emission Byron (ZEB) ambition, a base line of 2015/16 and a target year of 
2025/26 were assigned for Council’s emissions profile.  To align with a national methodology for 
monitoring and reporting emissions that provides all relevant calculations and processes for a local 30 
government, the “National Greenhouse and Energy Reporting” (NGER) methodology was 
implemented. Zero Emissions Byron has advised that the NGER methodology will be compatible 
with their emissions profiling of the Byron Shire community.  
 
Scope of Monitoring and Reporting  35 
 
In line with the NGER methodology Council will be monitoring and reporting on Scope 1 and 2 
emissions:  
 

 Scope 1 greenhouse gas emissions are the emissions released to the atmosphere as a direct 40 
result of an activity at a facility level. Scope 1 emissions are sometimes referred to as direct 
emissions.  Examples are: 

 
a) emissions from the burning of diesel or unleaded fuel in vehicles 
b) fugitive emissions, such as methane emissions from landfills or sewage treatment plants 45 

 

 Scope 2 greenhouse gas emissions are the emissions released to the atmosphere from the 
indirect consumption of an energy commodity. For example, 'indirect emissions' come from the 
use of electricity produced by the burning of coal in another facility. 

 50 
Apart from scope 1 and 2 emissions, there also exist scope 3 emissions in the running of any 
business.  Scope 3 emissions come from indirect sources other than electricity.  Some examples 
include contracted services and flying on a commercial airline by a person from another business. 
Scope 3 emissions will not be reported as part of Council’s emissions profile due to the significant 
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staff resourcing cost involved in trying to procure the data, and in some instances the lack of data 
available to report. 
 
When Council made its first commitment to reducing greenhouse gas emissions in 2004 the NGER 
Act 2007 did not exist. Hence emission sectors such as landfill and sewage treatment plant fugitive 5 
emissions were not included. Fugitive emissions are emissions of gases or vapours from 
pressurised equipment due to unintended or irregular releases of gases. Now with greater 
understanding of how emissions are created, Council has been able to calculate and include 
fugitive emissions in its profile to more holistically describe its emissions impact. The scope of 
Council’s emission sectors will be categorised as follows: 10 
 
a) General Electricity 
b) Streetlights 
c) Fleet 
d) LPG Bottled Gas 15 
e) Landfill Fugitive Emissions 
f) Sewage Treatment Plant Fugitive Emissions. 
 
Emissions Sectors of Byron Shire Council 
 20 
Figures 1 and 2 below show percentage make up of each sector and the total emissions in tonnes 
for the two reporting years respectively. Together they show the significant contribution to Council’s 
emissions profile from fugitive emissions escaping from the landfill and sewage treatment plants.  
 

 25 
 

Figure 1 – Total Emissions by Sector 2016/17 
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Figure 2 – Byron Shire Council Emissions by Sector 

 
From the 2015/16 baseline to 2016/17 Byron Shire Council has experienced a net increase in 5 
emissions moving from approximately 25,500 tonnes to 26,300 tonnes of equivalent carbon dioxide 
(t CO2e).  
 
Figure 3 below displays the increase in context to the zero net emissions target. In all instances 
throughout this report the projections towards the zero net target has been displayed as linear. 10 
This is not to say that Council’s journey towards the target will in fact be linear. At this stage it is 
impossible to accurately project the reduction path without the Emissions Reduction Strategy being 
written and key major projects defined and time lined. This report does not seek to outline in depth 
how the target will be reached but will provide the inventory of emissions for the baseline and 
current emissions profile so that such planning can occur meaningfully. 15 
 

 
 

Figure 3 – Byron Shire Council total emissions and zero net target   
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a) General Electricity 
 
The general electricity sector increased by approximately 137,000 kWh from 2015/16 to 2016/17.  
This 115 tonne increase has resulted in being 590 tonnes above the projected target of 4,275 
tonnes for 2016/17.  See Figure 4 and Table 1. 5 
 

 
 

Figure 4 - Byron Shire Council Electricity Emissions 
 10 
Table 1: Electricity Emissions 

 2015-2016 2016-2017 

Consumption (kWh) 5,654,481 5,791,542 

Cost ($) $1,155,601 $1,205,135 

Base Line Emissions (t CO2e) 4,750 4,750 

Target Emissions (t CO2e) 4,750 4,275 

Actual Emissions (t CO2e) 4,750 4,865 

Trending (t CO2e)  +590 

 
Table 2 below shows the cost of electricity used across each Council asset type to put into 
perspective the cost of the emissions. 
 15 
Table 2: Cost of Electricity by Asset Type 
Asset Type 2016/17 Cost ($) % of Total 

Wastewater Collection & Treatment $723,211 60 

Administration Building $108,485 9 

Caravan Parks $76,410 6 

Pools $48,536 4 

Sports Fields $48,444 4 

Water Supply $43,656 4 

Libraries $41,182 3 

Community Buildings/Halls $37,439 3 

Other $77,772 6 
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**NB Costs and consumption are not directly related due to the impact of demand charges and 
fees. (eg The water pumping infrastructure makes up 4% of Council’s costs but not 4% of its 
electricity use). 
 
Figure 5 below shows the proportion of electricity used from each asset type with the waste water 5 
collection and treatment sector using 65% of the total. The significance of the waste waster sector 
dominates the energy story for Council and increases in this area can engulf savings in other areas 
rapidly. For example the West Byron Sewage Treatment Plant had a 128,947kWh increase 
between 2015/16 and 2016/17 from a combination of increased pumping of re-used water to Byron 
Bay, extra flows and the addition of treating landfill leachate. This increase hides the significant 10 
7,445 kWh savings from the LED lighting retrofit program at the depot.  
 

 
 

Figure 5 – 2016/2017 Electricity Use by Asset Type 15 
 
Energy efficiency measures continued to be implemented across Council but it is apparent that 
savings created in the waste water collection and treatment sector are of high priority.  There will 
always be a need for large energy consumption in this sector and a move to renewable energy 
sources will be a necessity to meet the zero net emissions target.  20 
 
A detailed analysis of Council’s available feedstocks for Bio Energy was undertaken in early 2017 
which showed there are enough resources to warrant a facility in the Shire.  A pre-feasibility study 
has been commissioned into the type of technology appropriate for Council’s feedstocks and the 
projected cost benefit of such a project. The results of the pre-feasibility study are due in early 25 
2018 and will be a critical part of the waste water collection and treatment sectors transition 
towards zero net emissions. 
 
b) Streetlights 
The streetlight sector is a significant user of electricity and is highly regulated via a service 30 
agreement with Essential Energy.  The 8,200 kWh increase is attributed to a number of streetlights 
being installed in new subdivisions in Mullumbimby and Bangalow.  As urban areas expand it will 
be important to ensure the most energy efficient option is chosen wherever possible. 
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Planned reduction measures in this sector include the commitment to a recent offer by Essential 
Energy to conduct a bulk replacement of streetlights to LED technology for Category P (low traffic 
residential) areas.  Works are scheduled for November 2018 and will create a substantial energy 
saving but will not show a decrease in energy use until 2019.  
 5 
Figure 6 and Table 3 show the emissions profile of the streetlight sector.  Council is trending at 63 
tonnes above the target emission of 572 tonnes CO2e for the 2016/17 financial year. The slight 1 
tonne reduction in actual emissions, despite the increased consumption of kWh, is due to the 
lowering of the national emissions factor for grid purchased electricity due to more renewable 
energy being on the national network generally.  10 
 

 
 

Figure 6 – 2016/2017 Byron Shire Council Streetlight Emissions 
 15 
Table 3: Streetlight Emissions  

 2015-2016 2016-2017 

Consumption (kWh) 756,699 764,912 

Cost ($) $314,425 $336,809 

Base Line Emissions (t CO2e) 636 636 

Target Emissions (t CO2e) 636 572 

Actual Emissions (t CO2e) 636 635 

Trending (t CO2e)  +63 

 
c) Fleet 
Emissions from Council’s fleet sector includes all diesel and unleaded petrol consumed from both 
the bulk fuel stores at the depot, quarry and landfill and the fuel used in the passenger vehicles 20 
issued via star cards at commercial fuel stations. 
 
The emissions attributed to Council’s fleet reduced from 1,279 tonnes to 1,128 tonnes.  This 151 
tonne decrease places this sector 23 tonnes ahead of the target projection for the 2016/17 financial 
year, refer to Figure 7 and Table 4.   25 
 
When preparing this year’s emissions inventory for the fleet sector, a major flaw in the Authority 
data capture function was identified for bulk fuel use, which removed the ability to attribute fuel 
issued to individual plant numbers.  As such, the emissions for the bulk fuel had to be calculated 
from “delivery purchases” as opposed to “fuel stock issues”.  Unfortunately this has meant that it is 30 
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impossible to drill down further to ascertain the reason for the reduction in fuel usage.  Avenues 
are being investigated to rectify this situation and move to a more digital way of issuing fuel at the 
depot.  This will enable more detailed analysis and tracking of Council’s bulk fuel use in the next 
reporting year.  
 5 

 
 

Figure 7 – 2016/2017 Byron Shire Council Fleet Emissions 
 
 10 
Table 4: Fleet Emissions 

 2015-2016 2016-2017 

Consumption (kL) 482 427 

Cost ($) $482,922 $438,480 

Base Line Emissions (t CO2e) 1,279 1,279 

Target Emissions (t CO2e) 1,279 1,151 

Actual Emissions (t CO2e) 1,279 1,128 

Trending (t CO2e)  -23 

 
d) LPG Bottled Gas 
Byron Shire Council uses LPG bottled gas in both its holiday parks and at Sandhill’s Child Care 
Centre.  The emissions impact of bottled gas was 41 tonnes in the 2015/16 financial year reducing 15 
to 39 tonnes in 2016/17 shown in Figure 8 below. Despite the reduction it was not quite enough to 
meet the projected target of 37 tonnes for the 2016/17 financial year.  The primary user of bottled 
gas is the First Sun Holiday Park which accounts for 75% of the total.  Bottled gas is used for 
boosting the solar hot water system at the amenities block (installed 2014) and as instantaneous 
gas hot water heating in all the cabins.  Water saving shower heads have already been installed 20 
and there is minimal other efficiencies to be gained. 
 
For the minimal cost to Council for the gas and the minimal emissions impact of this sector, it is 
recommend that this sector be offset by the other renewable energy projects Council is pursuing. 
 25 
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Figure 8 – 2016/2017 Byron Shire Council Bottled Gas Emissions 
 
Table 5: Bottled Gas Emissions 5 

 2015-2016 2016-2017 

Consumption (L) 26,541 24,905 

Cost ($) $17,913 $14,931 

Base Line Emissions (t CO2e) 41 41 

Target Emissions (t CO2e) 41 37 

Actual Emissions (t CO2e) 41 39 

Trending (t CO2e)  +2 

 
e) Landfill Fugitive Emissions and Flare 
Emissions from Council’s landfill are now being included in Council’s emissions inventory.  The 
fugitive emissions from the landfill are only the emissions released by the landfill itself. Emissions 
from running the landfill such as fuel in the heavy plant, or electricity to run pumps and lighting 10 
have been attributed to other sectors of the emissions inventory.  The landfill fugitive emissions are 
significant at over 10,000 tonnes per annum which is greater than the electricity, streetlight, fleet 
and bottled gas sectors combined. 
 
Council’s landfill is not currently operational and has an interim cap applied to the most recently 15 
operated Southern Expansion cell (the remainder of the older landfill has had a final cap applied).  
Municipal residual waste is currently disposed of outside the Shire by a third party and therefore 
was not considered inside the definition of “operational control” of Council. The emissions from this 
waste are not monitored or reported on by Council. The NGER methodology was used to calculate 
the landfill’s fugitive emissions out to the target year of 2025/26 because the landfill is closed.  This 20 
is shown by the orange line in Figure 9. 
 
Council operates a landfill gas capture and flare system at the Myocum landfill to minimise odour 
and reduce emissions. In 2015 Council entered into a Carbon Abatement Contract with the 
Australian Federal Government through the Carbon Farming Initiative to supply accredited carbon 25 
offsets form landfill gas flaring operations.  This was part of the Australian Government’s “direct 
action” plan to meet the national emission reduction targets of the Paris Climate Agreement. 
Council entered into a reverse auction contract to supply carbon offsets until 2022.  Council can 
count the emission reduction made by the flare for the Myocum landfill for its own emissions target 
so long as it is clearly understood that this reduction is also being attributed to meeting the national 30 
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target. That is to say, the flare related emission reduction is not additional to the national emissions 
reduction target, it is part of it.   
 
The primary way of reducing the fugitive emissions is by way of methane capture and flaring. With 
the flare already installed and no plans to expand the capture system the amount of emissions able 5 
to be flared will reduce inline with the reducing fugitive emissions naturally occurring as the landfill 
ages. Large scale projects either through carbon sequesting tree planting or renewable energy 
projects will be necessary to offset the emissions from the landfill to achieve a zero net emissions 
target by 2025/26. 
 10 

 
 

Figure 9 – 2016/2017 Byron Shire Council Landfill Emissions 
  
Table 6: Landfill Fugitive Emissions 15 

 2015-2016 2016-2017 

Total fugitive emissions from landfill (t CO2e) 15,931 14,283 

Emissions abated from flaring (t CO2e) 5,241 3,539 

Base Line Emissions (t CO2e) 10,690 10,690 

Target Emissions (t CO2e) 10,690 9,621 

Net Emissions (t CO2e) 10,690 10,744 

Trending (t CO2e)  +1,123 

 
f) Sewage Treatment Plants – Fugitive emissions 
Byron Shire Council owns and operates four sewage treatment plants. The treating of waste water 
is energy intensive as outlined previously in the electricity section of this report. In addition to the 
energy needed to run the facility, other emissions known as ‘fugitive emissions’ also occur.  These 20 
fugitive emissions occur as a result of the organic matter in the waste water decomposing in the 
ponds as it is being treated.  
 
The fugitive emissions of a facility are highly dependent on the volume of flow treated and the 
treatment methods used.  Table 7 below shows that the fugitive emissions from the sewage 25 
treatment plants are almost as significant as the landfill fugitive emissions at over 8,000 tonnes per 
annum. As outlined earlier, the pre-feasibility study into bio energy potential at Council’s sewage 
treatment plants will be critical in reducing and offsetting emissions from this sector by 2025/26. 
Additionally the next planned upgrade of the West Byron Sewage Treatment Plant is in 2025 where 
it will be upgraded to a covered anaerobic treatment system to capture biogas directly from the 30 
plant itself. By capturing the emissions directly from the ponds significant savings can be made. 
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Table 7: Sewage Treatment Fugitive Emissions 

 2015-2016 2016-2017 

Total Annual Flow Processed (kL) 3,254,852 3,541,529 

Greenhouse Gas Emissions (t CO2e) 8,190 8,955 

Base Line Emissions (t CO2e) 8,190 8,190 

Target Emissions (t CO2e) 8,190 7,371 

Trending (t CO2e)  +819 

 
Due to resourcing issues, Council’s Utilities Team were unable to complete the emissions 
calculations using the NGER methodology.  An alternative methodology using IPCC Emissions 5 
Factors was used to prepare an indicative estimate of emissions from this sector.  Moving forward 
it will be necessary to outsource the calculation of Council’s Sewage Treatment Plant fugitive 
emissions to align with the NGER methodology and accurately set a meaningful baseline for this 
sector.     
 10 
Financial Implications 
 
Emissions reduction can both cost Council and save Council depending on the project and as such 
will need to be assessed on a case by case basis as part of the development of Council’s 
Emissions Reduction Strategy. 15 
 
Statutory and Policy Compliance Implications  
 
Council has no statutory obligations to report its emissions inventory.  
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Report No. 13.3 Update Resolution 17-386 Byron Energy Action Tank  
Directorate: Sustainable Environment and Economy 
Report Author: Shannon Burt, Director Sustainable Environment and Economy  
File No: I2017/1838 
Theme: Ecology 5 
 Planning Policy and Natural Environment 
 

 

Summary: 
 10 
Council considered Report 13.18 Byron Energy Action Tank at the Ordinary Meeting 21 September 
2017 and resolved as follows: 
 

17-386 Resolved: 
 15 
1. That Council note the report. 
 
2. That Council receive a further report once the Council owned land has been assessed for 

potential to support renewables, and of the implications of this in terms of process, probity 
 and finance, should this land be sought by others for this purpose. 20 
 
3. That prior to the consideration of a Council report on these issues, that a Strategic 

Planning Workshop be conducted to enable more detailed discussion of the propositions 
articulated in the report. 

 25 
This report presents an update on actions undertaken following that resolution. 
 
    

 
RECOMMENDATION:  

That Council: 
 
1.   Note the report. 
 
2.  Enter into further discussions about the BE19 accreditation scheme with Zero 

Emissions Byron with a mind to developing a Memorandum of Understanding to 
define how this scheme could apply to Council led projects and the cost and 
resourcing implications of this scheme to each project.  

 
3.  Receive a further report early 2018 once item 2 occurs and a draft Memorandum of 

Understanding is developed with Zero Emissions Byron on the BE19 accreditation 
scheme. 

 
 30 
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Report 
 
Council considered Report 13.18 Byron Energy Action Tank at the Ordinary Meeting 21 September 
2017. This report presents an update on actions undertaken following that resolution, as discussed 
below: 5 
 
1. That Council note the report. 

 
Report noted.  

 10 
2.  That Council receive a further report once the Council owned land has been assessed 

for potential to support renewables, and of the implications of this in terms of process, 
probity and finance, should this land be sought by others for this purpose. 

 
Throughout 2017 a number of significant energy projects have gained momentum building on 15 
years of research and smaller projects strategically undertaken in the Byron Shire. Below is a 
snapshot of the current leading projects. These and other projects, to be identified in the 
Emissions Reduction Strategy (report I2017/1824 on this agenda), support Council’s 
commitment to the two targets of Resolution 17-086:  

 20 
Target 1 – 100% Net Zero Emissions by 2025 in collaboration with Zero Emissions Byron 
and Target 2 – to source 100% of Council’s energy through renewable energy within 10 
years. 

 

Project  Description 

Bio Energy Pre-
Feasibility Study – 
(Potential locations)  

Bio solids from Council’s Sewage Treatment Plants  and organic 
waste from the curb side green bin collection has been identified as 
significant enough to run a bio energy facility in the Byron Shire.  
 
A pre-feasibility study is currently investigating the possibility of two 
small facilities at Brunswick Valley STP and West Byron STP, with 
Bangalow STP has been identified as a feed stock location. 

Brunswick Valley – 
Sustainability Centre 
(Valances Road) 

A comprehensive management plan has been prepared for the entire 
Council owned land parcel which includes ground mounted solar and 
potential for a bio energy facility.  
 
Resolution 17-459: 
1. That the Draft Vallances Road Plan of Management be adopted 

subject to: 
a) Being renamed “Brunswick Valley Sustainability Centre 

Management Plan”; and 
b) References in the document referring to “POM” or “Plan of 

Management” be modified to “MP” or “Management Plan” 
respectively. 

2. That Council approve the initiation of a Community consultation 
programme for the area identified for possible Affordable Housing / 
Community Gardens / Eco tourism / Educational. 

3. That Council endorse the commencement of the procurement 
process for the designated solar farms on the site. 

 
A first phase expression of interest is currently under preparation to 
seek responses from industry on what technology is available that 
would suit the outcomes sought for this site in terms of sustainability 
and renewable energy outcomes. This is likely to go out to market 
early 2018. 
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Project  Description 

Dingo Lane – Large 
Scale Solar 

A site feasibility assessment is underway for a 5 MW ground mounted 
solar farm on Council owned land in Dingo Lane, Myocum. 
 

Mullumbimby EV 
Charge Station and 
Solar Covered Car 
Park 

A preliminary cost benefit analysis is underway to construct a solar 
covered car park adjacent to the administration centre to power the 
administration centre and two EV charge stations. 

Mullumbimby Mini 
Hydro 

COREM in partnership with Council is investigating recommissioning 
the Mullumbimby micro hydro power station. 
 

Local Electricity 
Trading 

Council is currently running a procurement process for renewing its 
electricity contract in collaboration with Lismore City Council. Included 
as one element of this process is a request for the prospective retailer 
to provide Local Electricity Trading between Council assets. This will 
be a first for local government in Australia if successful. The 
Cavanbah Centre and West Byron STP have been identified as a 
potential pilot site for LET to occur. 
 

 
Each project above is being progressed by staff having regard to various legislative requirements 
applicable, resourcing and priority in the capital works program, and Council’s Partnerships Policy.  
 
In time further updates on these projects will be reported to Council. 5 
 
3.  That prior to the consideration of a Council report on these issues, that a Strategic 

Planning Workshop be conducted to enable more detailed discussion of the 
propositions articulated in the report. 

 10 
At the Strategic Planning Workshop (SPW) 9 November 2017, the Mayor briefed Councillors on 
the genesis of the Byron Energy Action Tank, and the work by Zero Emissions Byron (ZEB) and 
other community groups and individuals subsequent to that meeting to establish Byron Energy 19 
(BE19). 
 15 
The SPW session included a discussion about a number of community led projects and also the 
establishment of a governance structure, and a set of Guiding Principles for a local renewable 
project accreditation scheme - BE19. The various Council led projects in 2 above were also 
discussed. 
 20 
At this time it is understood that ZEB is likely to launch the BE19 accreditation scheme in 
December 2017.  ZEB would be the default accreditor and would also monitor annually any BE19 
certified projects for ongoing compliance with the standards of the scheme. 
 
A draft set of guiding principles for this scheme is provided below – and are being finalised in 25 
consultation with Council and other interested parties.  
 
A fee for each assessment by ZEB is also proposed in the order of around $1000 per Kw of energy 
produced for projects seeking accreditation. This however requires further consideration and 
formalisation by the ZEB group. 30 
 
To obtain accreditation as a BE19 proponent, local renewable energy projects shall commit 
themselves to the following DRAFT Guiding Principles: 
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Positive Impacts 

 
Ensuring any renewable energy projects provide and enhance, long term social, environmental and 
economic benefits for the Byron Shire: 
 5 
 Local community social benefits must be at the forefront of proposals   
 Projects shall have a strategy for ongoing social, cultural and environmental benefits, to be 

implemented locally and shared globally  
 Projects shall respect the ecological systems in which they are located with ecological benefits 

to proposals encouraged and identified  10 
 Projects shall minimise their footprint, and protect the sacred  
 Some profits to be used to ensure equitable access to renewable energy and associated 

benefits  
 
Local Energy for Local People 15 
 
Developing significant, long term economic assets through a thriving renewable energy and 
regenerative business sector: 
 
 Energy shall be generated within the Byron Shire  20 
 Projects shall support local employment and demonstrate preference for local suppliers and 

installers  
 Projects must provide opportunities and strategies for local investment  
 Though initial local investment is preferred, if initial investment is external to the Shire, a clear 

strategy to transfer it to local investment opportunities shall be outlined  25 
 

Integrity 
 
Investment groups/individuals shall satisfy an appropriate ethical investment criteria 
  30 
Transparency 
 
Together we are better when we share, learn and evolve together: 
 
Projects shall establish thorough community engagement and social licence development, 35 
demonstrated by the commitments to the social and environmental criteria 
 
Project shall illustrate how stakeholders are to be integrated, open and transparent 
  
Urgency 40 
 
Projects shall have obtained approvals and established a clear construction and operation 
timeframe prior to Sept 1, 2019 
  
Accountability 45 
 
Projects shall agree to providing yearly measurements of impacts and emission reduction, 
conducted and verified by 3rd party bodies and reported publicly to Zero Emissions Byron to 
ensure monitoring of emission reduction 
 50 
The principles agreed to shall be for the life of the renewable energy generation infrastructure 
 
The purpose for the BE19 accreditation scheme is to push for a social and local focus on projects.  
The BE19 certification as it is understood would not be a de facto approval by Council or other 
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regulatory authority for any project, but merely a means to establish its environmental credentials 
for consideration during the assessment process. 
 
Discussions have also commenced on pathways for development applications received for BE19 
and or other renewables projects as at present the approvals pathways can be complex and 5 
lengthy. 
 
Given Council’s commitment to Resolution 17-086:  
 
Target 1 – 100% Net Zero Emissions by 2025 in collaboration with Zero Emissions Byron and 10 
Target 2 – to source 100% of Council’s energy through renewable energy within 10 years. 
 
It seems appropriate for Council to consider its support for and participation in the BE19 
accreditation scheme for those projects listed above. A further report to Council on this will occur 
early next year. 15 
 
Financial Implications 
 
A fee for each project assessment by ZEB under the BE19 accreditation scheme is proposed in the 
order of around $1000 per Kw of energy produced. This would need to be considered at the project 20 
planning stage and is likely to cost on average between $1000 to $5000 per Council project for the 
initial certification and each year after. 
 
Statutory and Policy Compliance Implications  
 25 
Relevant Planning, Environment and Local Government legislation  
Council’s Partnerships Policy 
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Report No. 13.4 Update on the CZMP for the Eastern Precincts of the Byron Bay 
Embayment and other coastal projects 

Directorate: Sustainable Environment and Economy 
Report Author: Chloe Dowsett, Coastal and Biodiversity Coordinatior   
File No: I2017/1675 5 
Theme: Ecology 
 Planning Policy and Natural Environment 
 

 

Summary: 10 
 
Council at the 26 October 2017 meeting resolved (Res 17-521) to develop a new CZMP for the 
Eastern Precincts, being Cape Byron to Main Beach. This resolution is based on the Minister’s 
recommendation to effectively exclude the Belongil spit area from the plan by “splitting” the plan 
into two precincts, Eastern and Western.  15 
 
The development of the new plan called the Coastal Zone Management Plan for the Eastern 
Precincts of the Byron Bay Embayment (CZMP Eastern Precincts BBE) has commenced and will 
be presented to a Strategic Planning Workshop early in 2018.  
 20 
The Ministerial Direction requiring Council to prepare a CZMP for the Byron Bay Embayment still 
stands as Belongil is still a designated ‘hotspot’. The Minister’s Office has urged Council to begin 
working on a Coastal Management Program (CMP) for the Belongil precinct under the new CM Act 
(soon to be enacted). The CMP would effectively cover the western precincts of the BBE which 
are: Cavvanbah; Belongil Beach; and North Beach. 25 
 
This report provides an update on the progress and timeframes for the new CZMP Eastern 
Precincts BBE, proposes that Council commence development of a CMP for the Western Precincts 
of the BBE and provides an update of other coastal projects, including Jonson Street Protection 
Works and the CMP for the Northern Precincts (New Brighton & South Golden Beach) and their 30 
work priority in relation to the two Byron Bay Embayment projects.  
 
    

 
RECOMMENDATION:  

1.  That Council note the report. 
 
2.  That Council acknowledge that the preparation of the CZMP Eastern Precincts BBE is 

the highest priority project. 
 
3.  That Council applies to OEH for a grant to fund 50% of the project costs for the 

Jonson Street Protection Works pre-construction stage.  
 
4.  That Council consider an allocation of $150,000 (50% of the project costs) for the 

Jonson Street Protection Works pre-construction stage over the 2018/19 and 2019/20 
financial years.  

 
5.  That a report to Council be prepared in the New Year outlining a project plan to 

develop a CMP for the Western Precincts of the BBE.  
 
6.  That the first stages of the CMP Western Precincts BBE and the CMP Northern 

Precincts (New Brighton & South Golden Beach) are developed in parallel. 
 

Attachments: 35 
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1 Email to Council from the Ministers Office on the CZMP BBE clarifying letter E2017/93290, 

E2017/102464 ⇨  

  
 

  5 
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Report 
 
This report provides an update on the development of the newly formed Coastal Zone 
Management Plan for the Eastern Precincts of the Byron Bay Embayment (as per Res 17-521), 
and other coastal projects being delivered or proposed.  5 
 
In correspondence to Council dated 27 October 2017 (Attachment 1) the Minister confirmed her 
invitation to re-submit the CZMP for the Bryon Bay Embayment excluding the Belongil Spit 
Precinct, after addressing relevant comments of the NSW Coastal Panel. 
 10 
This correspondence also outlined that as the plan does not meet the requirements of the Act and 
the Ministerial Directions requiring Council to prepare a CZMP for the Byron Bay Embayment still 
stand. 
 
Coastal Zone Management Plan for the Eastern Precincts of the Byron Bay Embayment  15 
At the 26 October 2017 meeting Council resolved (Res 17-521) to develop a new CZMP for the 
Eastern Precincts, being Cape Byron to Main Beach. This resolution is based on the Minister’s 
recommendation to exclude the Belongil Spit precinct from the plan by effectively “splitting” the 
plan into two precincts, Eastern and Western.  
 20 
Staff have commenced development of this new plan termed the CZMP for the Eastern Precincts 
of the Byron Bay Embayment (CZMP Eastern Precincts BBE), which will be presented to a 
Strategic Planning Workshop early in the New Year.  
 
The planning area of the CZMP Eastern Precincts BBE will address four precincts:  25 
 
1. Wategos/Little Wategos; 
2. The Pass; 
3. Clarkes Beach; and  
4. Main Beach (including Jonson Street protection works). 30 
 
Below is a proposed timetable for the development and submission of the CZMP Eastern Precincts 
BBE to the Minister within the timeframe for certification under the existing legislation. It is 
imperative that the CZMP Eastern Precincts BBE is signed within the general savings and 
transitional period of 6 months post-repeal date of the legislation. Based on the expectation that 35 
the current legislation will be repealed prior to the end of the year, staff are working towards having 
the plan signed and certified prior to 30 June 2018.  
 
Table 1: Draft timetable for delivery of CZMP Eastern Precincts BBE 

Month Task/s 

December 2017:  
Development of the draft plan; meetings with Public Agencies; report to 
Council (14 Dec) on status of draft plan and other coastal projects  

January 2018:  Finalise the draft plan; continue meetings with Public Agencies 

February 2018:  
Strategic Planning Workshop for Councillors; presentation of draft plan; report 
to Council to go to Public Exhibition  

Feb/March 2018:  Public Exhibition (4-5 wks)  

April 2018:  
Review submissions and feedback; report to Council on Submissions and 
Feedback 

May 2018: Finalise plan; submit to Minister for certification 

 40 
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Upgrade of the Jonson Street Protection Works  
The upgrade of the Jonson Street protection works (JSPW) is Management Action # 1 in the newly 
formed CZMP Eastern Precincts BBE currently being drafted. The primary reason for attempting to 
achieve certification of this plan is to allow Council to move forward with the planning, design and 
approvals for upgrade of this structure. As outlined in the comments from the Coastal Panel, this 5 
project is a high priority for implementation. 
 
Staff are presently developing a grant application for the NSW Coastal and Estuary Grants 
Program for the pre-construction stage of works required, being detailed design of the structure, 
modelling (to clarify engineering parameters required), funding model and distributional analysis 10 
(confirmation of funding available for capital works), planning and approvals. This first stage of the 
project links into the present Master Plan process being delivered for the Byron Bay Town Centre. 
The design phase will explore options and opportunities for upgrade of the erosion protection 
structures in line with the Council-endorsed re-design of the works. .  
 15 
It is intended that the grant application will be tabled at the Strategic Planning Workshop in early 
2018.  
 
Coastal Management Program for the Western Precincts of the Byron Bay Embayment  
Resolving the issues at Belongil for certification of the plan under the existing legislation and within 20 
the pending timeframe is considered to be unachievable due to the numerous and complex issues 
that need to be addressed.  
 
The Ministerial Directions requiring Council to prepare a CZMP for the Byron Bay Embayment still 
stand as Belongil is still a designated ‘hotspot’. A report will be brought to Council in the New Year 25 
outlining a project plan to develop a CMP for the Western Precincts of the BBE for Council’s 
consideration.    
 
Coastal Management Program for the Northern Precincts (New Brighton and South Golden 
Beach) 30 
Council resolved (Res 13-347) to prepare a CMP for the Shire’s northern coastal precincts (New 
Brighton and South Golden Beach). This action has been included in Council’s 2017/18 
Operational Plan with a target to commence the plan. 
 
An application for funding to develop a CMP for the North Byron Shire coastline was lodged 35 
through the Coastal and Estuary Grants Program on 27 June 2017. Council has been approved 
$75,000 (50%) funding for the project through the Grants Program (Office of Environment and 
Heritage, conditional on a Work Plan being developed by 28 February 2018. 
 
Due to the new coastal legislation yet to be enacted, staff are unable to prepare a final Scope of 40 
Work for the project, as the project tasks need to be aligned with the final NSW Coastal Manual. 
For this reason, a consultant is yet to be engaged and a final Work Plan is yet to be developed.  
 
Other Coastal Projects 
 45 
New Brighton Beach Scraping Project 
Beach scraping works are now complete and revegetation of the dune is presently being 
implemented. Discussions are being held with the Department of Crown Land and Water regarding 
fencing of the dune along the heavily used dune area between Strand Ave and the Pacific St 
beach accessways. A large dune buffer has been created to help combat the effects of storm 50 
events and coastal erosion, however, pedestrian and dog access is limiting the ability of vegetation 
to re-establish on the crest of the dune. Further dune revegetation works and re-building of the 
beach accessways may be undertaken in the near future.  
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Coastal Zone Management Plan for Brunswick Estuary 
On the 4 July 2017 the newly revised Coastal Zone Management Plan for the Brunswick Estuary 
was sent to the Minister for certification, pending public agency agreement. To date a response 
from the Minister has not yet been received. Staff have made contact with other public agencies 
who have made minor feedback and comments.  5 

Due to the new coastal legislation yet to be enacted certification of this CZMP is considered to be 
achievable. However, this is dependent on comments provided by the Minister which are yet to be 
received.  

 
Coastal Work Program  10 
Given the number of significant projects, delays to some due to pending legislation, and available 
resources, the following work plan is proposed for the delivery of these coastal projects. 
 
Table 2: Proposed Coastal Work Program 

Project Comment Funds Staff 
Recommendation 

CZMP Eastern 
Precincts  
BBE 

It is critical to have the new CZMP 
completed and with the Minister for 
certification prior to the lapsing of the 
legislations transitional 
arrangements. It is expected that the 
legislation will come into effect by 
the end of this year therefore the 
new CZMP must be with the Minister 
by June 2018. 
 
This is the highest priority project. 
Refer to Table 1 (above) Draft 
timetable for delivery of CZMP 
Eastern Precincts BBE. 

Funds for 
exhibition and 
finalising this 
plan are 
available in the 
existing budget. 

That the preparation of 
the CZMP Eastern 
Precincts BBE is the 
highest priority project. 

Jonson St 
Protection 
Works 

This is a high priority project for 
action due to existing risk.  
 
It is proposed that a grant application 
be lodged with OEH for matching 
funds for the pre-construction stage. 
 
 

Apply to OEH 
for 50% grant. 
 
Seek matching 
funds in 
Council’s 
2018/19 
budget. 

That Council applies to 
OEH for a grant to fund 
50% of the project costs 
for the Jonson Street 
Protection Works pre-
construction stage. 
 
That Council consider 
an allocation of 
$150,000 (50% of the 
project costs) for the 
Jonson Street 
Protection Works pre-
construction stage over 
the 2018/19 and 
2019/20 financial years.  
 

CMP Western 
Precincts BBE 

The Ministerial Directions to prepare 
a CZMP for the Byron Bay 
Embayment still stands.  
 
 

Funds available 
through the 
OEH Coastal 
and Estuary 
Grants Program 
(50%)  
 

Report to Council in the 
New Year on a project 
plan to develop a CMP 
for the Western 
Precincts of the BBE for 
Council’s consideration.  
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Project Comment Funds Staff 
Recommendation 

 

CMP Northern 
Precincts 
(New Brighton 
and South 
Golden 
Beach) 

Council resolved to prepare a CZMP 
for the northern coastal precincts in 
2013.  
 
Recently completed beach scraping 
for this beach compartment may 
have reduced the short term risk to 
the area and as such this project is 
considered a lower priority.  
 
Although a lower priority the first 
stage of the CMP process will 
proceed once a finalised Work Plan 
can be developed (pending 
enactment of the new legislation).  

Council has 
been 
successful in 
receiving an 
OEH grant for 
this project. 
Council has 
matching funds 
in the existing 
2017/18 
budget. 

That the first stage of 
the CMP Northern 
Precincts (New 
Brighton and South 
Golden Beach) and the 
CMP Western Precincts 
BBE are developed in 
parallel. 

 
It is recommended that Council adopt the above Coastal Work Program.  
 
Financial Implications 
 5 
Funds required in next years budget (2018/19) for developing the further stages of a CMP  
Western Precincts BBE and CMP Northern Precincts (New Brighton and South Golden Beach), are 
unknown at this stage until the first stage is complete but may be in the vicinity of approx. $75,000 
for each project (Council share).  
 10 
Funds required in next years budget (2018/19) for the pre-construction stage of the Jonson Street 
Protection Works upgrade are approximately $150,000 (Council share).  
 
Statutory and Policy Compliance Implications  
 15 
Repeal of the Coastal Protection Act 1979 and enactment of the Coastal management Act 2016, 
along with associated finalised Coastal Manual. This is anticipated to occur prior to the end of the 
year (2017).  
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Report No. 13.5 PLANNING - S96 10.2016.551.2 S96 for Design Amendments to 
Dwelling House at 70 Kingsley Street Byron Bay 

Directorate: Sustainable Environment and Economy 
Report Author: Luke  Munro , Planner   
File No: I2017/1792 5 
Theme: Ecology 
 Development and Approvals 
 

 

Proposal: 10 

Section 96 
Application No:  

10.2016.551.2 

Proposed 
modification: 

S96 For Design Amendments to Dwelling House 

Original 
Development: 

Dwelling House and Demolition of Existing Garage /Shed 

Type of s96 
sought: 

     

Property 
description: 

LOT: 11 DP: 778429 

70 Kingsley Street BYRON BAY 

Parcel No/s: 39330 

Applicant: Mrs D L Ehrenburg 

Owner: Mrs D L Ehrenburg 

Zoning: R2 Low Density Residential 

S96 Date 
received: 

11 October 2017 

Original DA 
determination 
date: 

10 November 2016 

Integrated 
Development: 

No 

Public notification 
or exhibition:  

 Level 1 advertising under DCP 2014 Part A14 – Public Notification and 
Exhibition of Development Applications  

 Exhibition period: 26 October 2017 to 8 November 2017 

 Submissions received: Two (2) 

Delegation to 
determination: 

Council 
 

Issues:  Located in the Kingsley Street Conservation Area; 

 
Summary: 
 
A S96 Application has been received for design amendments to the approved dwelling house 
which includes the modification of a number of windows, changes to the front gable end roof and to 15 
delete Condition 14 in relation to painting the dwelling in heritage colours. The modification of the 
windows and roof form and internal floor plan modifications will not impact on neighbouring 
dwellings and these changes are considered to comply with the requirements of the Byron LEP 
2014 and Byron DCP 2014.  
 20 
The applicant has also requested the deletion of Condition 14 which requires the dwelling be 
painted in colours which comply with the requirements of Chapter C1 Non Indigenous Heritage of 
the Byron DCP 2014. The house however has been painted in a bright shade of yellow which is 
inconsistent with heritage provision of Chapter C1 of the DCP.  
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Historically, a weatherboard dwelling was located upon the property which was painted a similar 
yellow to the newly constructed dwelling. This dwelling was destroyed by fire and the new house 
has replaced this building. The proposed amendments have been assessed by Council’s Heritage 
Advisor and it’s recommended that Condition 14 remain. An alternative colour should be 5 
considered that is more sympathetic with the dwellings location within the Kingsley Street 
Conservation Area. However, it is open to Council to have an alternative view to this and resolve to 
delete Condition 14.  
 
The remainder of the proposal is satisfactory (with the exclusion of the removal of Condition 14) 10 
having regard to relevant matters for consideration. The Section 96 Application is recommended 
for partial approval subject to amended conditions of consent.  
 
NOTE TO COUNCILLORS: 
 15 
In accordance with the provisions of S375A of the Local Government Act 1993, a Division is to be called 
whenever a motion for a planning decision is put to the meeting, for the purpose of recording voting on 
planning matters.  Pursuant to clause 2(a) under the heading Matters to be Included in Minutes of Council 
Meetings of Council's adopted Code of Meeting Practice (as amended) a Division will be deemed to have 
been called by the mover and seconder of all motions relating to this report. 20 
 
    

 
RECOMMENDATION:  

That pursuant to Section 96 of the Environmental Planning & Assessment Act 1979, that 
Application No. 10.2016.551.2, for S96 for design amendments to dwelling house, be 
partially approved by modifying Development Consent Number 10.2016.551.1 subject to the 
conditions listed in Attachment 2 (E2017/108605). 
 

Attachments: 
 25 
1 Proposed plans S96 10.2016.551.2 - prepared by Prestige Properties Design & Construction, 

E2017/108655 ⇨  

2 proposed conditions 10.2016.551.2 - 70 Kingsley Street Byron Bay, E2017/108685 ⇨  
3 Confidential - 10.2016.551.2 submissions received, E2017/108605   

  30 
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Assessment: 
 
1. INTRODUCTION  
 
1.1. History/Background 5 
 
This application is for development on an existing residential allotment known as Lot 11 DP778429 
registered on the 17.10.1998.  

 
DA10.2016.551.1  Dwelling House  Approved 10.11.2016 10 

 
Development Consent 10.2016.551.1 (the subject of this S96 application) provided consent to 
construct a large home spread over 3 levels at 70 Kingsley Street, Byron Bay. The approved 
dwelling consists of the following: 
 15 

Garage Floor Level (Basement)  Storage Room 

 Double Garage 

 Workshop and attached bathroom 

Ground Floor Level   Combined Living/Dining/Kitchen with direct 
access onto a large verandah 

 Two bedrooms (Bed 2 includes en-suite) 

 Separate Powder, Bathroom and Laundry 
rooms 

 Conservatory 

 Courtyard   

First Floor Level  Study 

 Main Bedroom including attached Retreat, 
Walk in Robe, En-suite and Verandah.  

 
Condition 14 requires the dwelling be painted in accordance with the Byron DCP 2014, Chapter C1 
were included in the Consent. Condition 14 is replicated below: 
 
14) Building materials and colours  20 

The application for a Construction Certificate is to include plans and specifications that 
indicate the proposed building colours are in accordance with the colours within the 
provisions of Section C1.4.5 of Council’s Development Control Plan 2014.  Please note that 
colours must be non-reflective.  

 25 
1.2. Description of the proposed development 
 
This application seeks approval for a S96 for design amendments to Dwelling House which include 
the following: 

 Incremental amendments to windows and doors (discussed further below); 30 

 Minor internal floor plan layout changes; 

 Change in Verandah roof form - gable to hip roof; 

 500mm extension to balcony on eastern elevation; and  

 Removal of Condition 14 relating to Building Materials and Colour  
 35 
The majority of changes are considered minor in this instance and generally in keeping with the 
original design of the dwelling. These include the changes to windows, roof form and balcony. The 
proposed changes to the windows are outlined below: 
 

 Approved  Proposed 

Windows 
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No. 2 & 3 
Eastern Elevation–Sub floor 

600(h) x 600(w)  1200(h) x 600(w) 

No. 26 & 27 
Western Elevation–Ground floor 

1200(h) x 1200(w) 1200(h) x 1500(w) 

Bedroom 3 – New Louvre window Window added 1850(h) x 450(w) 

No. 28 & 30 
Northern Elevation–Ground floor 

- Deleted 

Bathroom-First Floor  Window added 1100(h) x 1100(w) 

Floor Plan changes 

Sub Floor 

Store room wall  Removed 

Internal Door to spoon drain   Removed 

External door-northern elevation  Removed 

Ground Floor  

No Changes   

First Floor 

Amended room description – 
swap Bedroom 1 with Retreat  

 Amended room description/s 

Balcony to Ensuite- 500mm wider 
and timber balustrade 

700(w) x 2000(L) 700(w) x 2500(L) 

Roof  

Glass roof to lantern roof  Metal roof  Glass roof  

Skylight-first floor hall - Skylight added 

Skylight-Stairwell - Skylight added 

Relocation of Solar HW Panels - Solar HW Panels relocated 

Verandah roof – change to roof 
design  

Gable Roof Hipped Roof 

Emphasis added to new dimension/s 

 

 

 
Previous Dwelling destroyed by fire Newly constructed dwelling 

 
 
14) Building materials and colours  5 

The application for a Construction Certificate is to include plans and specifications that 
indicate the proposed building colours are in accordance with the colours within the 
provisions of Section C1.4.5 of Council’s Development Control Plan 2014.  Please note that 
colours must be non-reflective.  
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Such plans and specifications must be approved as part of the Construction Certificate. 

 
1.3. Description of the site 
 
The subject site is located at 70 Kingsley Street, Byron Bay and is further described as Lot 11 5 
DP778429 and has an area of 599.5m2. The site is located on the south-western corner of 
Kingsley and Massinger Streets. The site is within the R2 Low Density Residential Zone under 
Byron Local Environmental Plan 2014 and with a dwelling house under construction onsite 
generally in accordance with 10.2016.551.1. The previous dwelling house was destroyed by fire.  
 10 
2.  
SECTION 79C – MATTERS FOR CONSIDERATION – DISCUSSION OF ISSUES 

 
Having regard for the matters for consideration detailed in Section 79C (1) of the Environmental 
Planning & Assessment Act 1979, the following is a summary of the evaluation of the issues. 15 

 
2.1. State/Regional Planning Policies, Instruments, EPA Regulations 2000 
 
ENVIRONMENTAL PLANNING AND ASSESSMENT Act 1979 
 20 

Section 96(1A) 

Comment: The proposal is of minimal environmental impact   

Section 96(3) 

Comment:  Section 79C (1) matters are considered below. 

Section 96(4) 

Comment:  Noted. 

Section 96(6)  

Comment:  Proposal recommended for approval (excluding the removal of Condition 14) 

Section 96(8) 

Comment:  Noted. 

 
 
ENVIRONMENTAL PLANNING AND ASSESSMENT REGULATION 2000 
 

Clause 115(1) 

Comment: Requirements for an application for modification of a development consent under 
section 96(1A) have been achieved. 

Clause 115(2) 

Comment: Original application was publically notified and 1 submission was received. The 
proposed modification was publically notified and 2 submissions were received. 

Clause 115(5) 

Comment: Not state significant development 

Clause 115(6) 

Comment: Amended BASIX Certificate has been provided 

Clause 115(7) 

Comment: Amended BASIX Certificate has been provided 

Clause 115(8) 

Comment: The land is not owned by a Local Aboriginal Land Council 

Clause 115(10) 

Comment: Not applicable 

Clause 116 

Comment: Not applicable 

Clause 117(1) 

Comment: Proposal is of minimal environmental impact      
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Clause 117(2) 

Comment: Original application was publically notified and 1 submission was received. The 
proposed modification was publically notified and 2 submissions was received. 

Clause 117(3A) 

Comment: Proposal not determined by JRRP 

Clause 117(4) 

Comment: Original application was publically notified and 1 submission was received. The 
proposed modification was publically notified and 2 submissions was received. 

Clause 120(1) 

Comment: Not applicable 

Clause 120(2) 

Comment: Not applicable 

 
 
2.2. Byron Local Environmental Plan 2014 
 
LEP 2014 is an applicable matter for consideration in the assessment of the subject development 5 
application in accordance with subsection 79C (1) of the EP&A Act because it applies to the 
subject land and the proposed development. The LEP 2014 clauses that are checked below are of 
relevance to the proposed development: 
 

Part 1 ☐1.1| ☒1.1AA| ☒1.2| ☒1.3| ☒1.4| ☒Dictionary| ☐1.5| ☒1.6| ☒1.7| ☐1.8| ☐1.8A| ☒

1.9| ☐1.9A 

Part 2 ☒2.1| ☒2.2 | ☒2.3 |☒Land Use Table | ☐2.4 | ☐2.5 | ☐2.6 | ☐2.7 | ☐2.8 

Part 3 ☐3.1| ☐3.2| ☐3.3 

Part 4 ☐4.1| ☐4.1A| ☐4.1AA| ☐4.1B |☐4.1C| ☐4.1D| ☐4.1E| ☐4.2| ☐4.2A| ☐4.2B| ☐4.2C| 

☐4.2|☒4.3|☒4.4 |☒4.5 |☐4.6 

Part 5 ☐5.1| ☐5.2| ☐5.3| ☐5.4| ☐5.5| ☒5.6| ☐5.7| ☐5.8| ☒5.9| ☐5.9AA| ☒5.10| ☐5.11| ☐

5.12|☐5.13 

Part 6 ☐6.1| ☐6.2| ☐6.3| ☐6.4| ☐6.5| ☒6.6| ☐ 6.7| ☐6.8| ☐6.9 

 10 
In accordance with LEP 2014 clauses 1.4 and 2.1 – 2.3: 
(a) The proposed development is defined in the LEP 2014 Dictionary as Dwelling House; 
(b) The land is within the R2 Low Density Residential according to the Land Zoning Map; 
(c) The proposed development is permitted with consent; and 
(d) Regard is had for the Zone Objectives as follows: 15 
 
Zone Objective Consideration 

To provide for the housing needs of the 
community within a low density residential 
environment. 

The dwelling will provide a range of housing 
types in the locality and maintains the existing 
residential character of the area. 
 

To enable other land uses that provide facilities or 
services to meet the day to day needs of 
residents 

The dwelling will provide a range of housing 
types in the locality. No non residential land 
uses are proposed.  

 
The remaining underlined clauses have been taken into consideration in the assessment of the 
subject development application in accordance with subsection 79C(1) of the EP&A Act. The 
proposed development complies with all clauses of LEP 2014 (in some cases subject to conditions 20 
and/or to the satisfaction of other assessing officers). 
 

 Agree or No  

Proposed amendments raise Agree 
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no issues under the LEP  

 
2.3. Draft EPI that is or has been placed on public exhibition and details of which have 

been notified to the consent authority - Issues 
 
Draft SEPP (Coastal Management) 2016 5 
The draft SEPP proposes to replace SEPP 14 (Coastal Wetlands), SEPP 26 (Littoral Rainforest) 
and SEPP 71(Coastal Protection).  It will redefine the current ‘Coastal Zone’, to be within four 
coastal management areas: 
 

 coastal wetlands and littoral rainforests area 10 

 coastal environment area; 

 coastal use area; and 
 coastal vulnerability area. 

 
The subject site will be mapped within the coastal use area. The proposed development is not in a 15 
wetland, littoral rainforest, coastal environment area or coastal vulnerability area.  The proposed 
amendments to the consent do not raise any specific issues that apply to the coastal use area 
provisions under the draft SEPP. 
 
 20 
2.4. Development Control Plans 
 
DCP 2014 is an applicable matter for consideration in the assessment of the subject development 
application in accordance with subsection 79C(1) of the EP& A Act because it applies to the land to 
which LEP 2014 applies. The DCP 2014 Parts/Chapters that are checked below are of relevance 25 
to the proposed development: 
 

Part A  

Part B Chapters: ☐B2| ☒ B3| ☒ B4| ☐B5| ☐B6| ☐B7| ☒ B8| ☐B9| ☐B10| ☐B11| ☐B12| ☐
B13| 

☒B14 

Part C Chapters: ☒ C1| ☐C2| ☐ C3| ☐C4 

Part D Chapters ☒ D1| ☐D2| ☐D3| ☐D4| ☐D5| ☐D6| ☐D7| ☐D8 

Part E Chapters ☐ E1| ☐E2| ☐E3| ☐E4| ☐E5| ☐E6| ☐ E7 

 
These underlined Parts/Chapters have been taken into consideration in the assessment of the 
subject development application in accordance with subsection 79C(1) of the EP&A Act. The 30 
proposed development complies with all sections of these Parts/Chapters (in some cases subject 
to conditions and/or to the satisfaction of other assessing officers), except in relation to certain 
prescriptive measures identified below: 
 

 Agree or No.  

Proposed amendments do not 
generate any additional issues 
that have not been previously 
considered. 

No - see below 

The application has been referred to Councils Heritage Advisor 
who has provided commends objecting to the proposed removal 
of Condition 14. Refer to Doc #E2016/94462 

 35 

Chapter C1.4.5 Colours The objectives of Chapter C1.4.5 seek to: 

1) To ensure that the selection of colours for heritage items and components of a Heritage 
Conservation Area is based on an understanding of the original finishes.  
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2) To ensure that colours employed in new development are compatible with the significance 
and character of the heritage item they adjoin or of development in the street or Heritage 
Conservation Area.  

 
3) To avoid the use of colours that are inappropriate or incompatible with the heritage character 5 

of heritage items or Heritage Conservation Areas.  

I inspected the building and external colour on Thursday 2 November 2017 and have 
reviewed the comments provided by Jane Alexander. Whilst the previous dwelling may 
have been painted in a similar colour, direct replication is not automatic.  

This is a new building which has to be assessed in the same way as any other new 10 
building within the Conservation Area with regard to the adopted policies which now 
apply. Accordingly, Council placed a condition requesting a final sample of the colour for 
prior approval pursuant to its adopted DCP.   

A careful reading of the objectives and performance criteria of C1.4.5 of the DCP, 
clarifies that traditional heritage colour schemes are not advocated for new development. 15 
Colour schemes for new development need to be compatible and harmonious in the 
streetscape and in the context of Heritage Items (of which there is a group of items in 
Massinger Street directly opposite). Clause C1.4.5 (6) also clearly states that bold 
primary colours, black and white must not be used on external surfaces.  

Clause C1.4.5 (3) states (in full) that 20 

“Variations to traditional colour schemes may be appropriate for new 
development provided that the scheme maintains light colours for walls and roof, 
with dark colours for trims and remains harmonious in the heritage landscape of 
the locality.”   

The consultant quoted only the first part of this clause, removing the remainder, which 25 
includes the key issue- that it maintains light colours or walls etc. and needs to be 
harmonious with the locality. There are also other errors in statements as the DCP does 
provide clear direction for heritage colour schemes in the appendix for maintenance 
colours.  

 The yellow colour which has been applied is very vibrant and dominant compared to the 30 
surrounding buildings and streetscapes which are predominantly characterised by 
generally light body colours.  

The DCP does not preclude the use of a yellow, however it is recommended that the 
current colour is modified and ‘toned down’ to be more sympathetic to the setting of the 
Kingsley Street Conservation Area. Given that it has also attracted objections (prior to 35 
approval) this demonstrates that it is not achieving the objectives of the DCP to be 
harmonious.   

2.5. The likely impacts of that development, including environmental impacts on both 
the natural and built environments, and social and economic impacts in the locality 

 40 

 Agree or No (Add comments as required) 

Proposed amendments do not 
generate any impacts that 
have not been previously 
considered. 

Agree 

The dwelling house is substantially the same development as 
previously approved under 10.2016.551.1 with the exception of 
the colour the house has been painted in. The colour of the 
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 Agree or No (Add comments as required) 

dwelling has been addressed in Section 2.4 above.  

 
2.6. The suitability of the site for the development 
 

 Agree or No. (Add comments as required) 

Proposed amendments do not 
affect the Sites Suitability. 

Agree 

The site is an existing R2 Residential Low Density lot and is 
suitable for development of a Dwelling House.  

 
3.6 Submissions made in accordance with this Act or the regulations 5 
 
Two Submissions were received raising the following matters 
 

Submission  Comment 

Yellow Paint Colour (Submission 1) 
From our perspective, it is most disturbing that 
this extensive expanse of conspicuous, 
unsightly yellow now dominates the view from 
our house.  
 
More importantly however, we believe that the 
unusually garish paint colour is inappropriate for 
this beautiful older precinct of Byron Bay.  In our 
view, the colour is at odds with the preservation 
and enhancement of the heritage streetscape 
and this in turn may detrimentally impact 
community and visitors' perception and 
appreciation of Byron Bay's history. 
 
We strongly believe that a more neutral colour 
palette would be more appropriate for this 
important area of Byron Bay for the benefit of 
all. 
 

The existing Consent 10.2016.551.1 contains a 
condition requiring the proposed building 
colours are in accordance with the heritage 
colour provisions of Section C1.4.5 of Council’s 
Development Control Plan 2014.  
 
The bright yellow colour which the house has 
been painted in does not comply with the Byron 
DCP 2014 Section C1.4.5 and further Council 
approval for the colour scheme has not been 
granted.  
 
The developer has stated that the dwelling 
house is a like for like replacement of the 
existing dwelling which was destroyed by fire, 
and that they should be able to replicate what 
was there originally including the bright yellow 
that the previous house was painted.  
 
It is considered that the dwelling house is 
significantly larger than the previous dwelling 
onsite and it is not a like for like replacement of 
the previous dwelling. The dwelling is 
considerably larger than the previous dwelling 
and appears as three (3) storeys from Kingsley 
Street. Given the increased bulk and scale of 
the dwelling and significant street presence 
within the Kingsley Street Conservation Area 
the bright yellow will have a significantly 
increased impact on the streetscape and 
Conservation area. The bright yellow does not 
comply with the Byron DCP 2014 Chapter C1 
and it has been recommended that Condition 14 
remain – and that the bright yellow is not 
supported in this instance.  
 

Yellow Paint Colour (Submission 2) 
The new building being double storey and built 
very close to my boundary and being painted in 
bright yellow is ugly and an incredible eyesore 
from my property.  I believe the yellow colour is 
non compliant with the heritage colours and 
degrades the beauty of this special street in the 
Heritage Precinct of Byron Bay. 
 

Privacy 
The new house at 70 Kingsley Street has 2 
storeys and with the proposed larger windows in 

The proposed changes in the windows on the 
western elevation will result in windows 26 and 
27 increasing in size from 1200(w) to 1500(w) 
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the upper storey (on the neighbours' west side 
of her house) this will severely encroach on my 
privacy.  
 
 

and a 600mm reduction in the width of the 
fireplace within the lounge room.  
 
The applicant has provided photos from these 
windows which demonstrate a certain level of 
vegetation screening between windows 26 and 
27 (in the western elevation of the dwelling 
house) and the adjoining dwelling at 68 Kingsley 
Street.  
 
There is a distance of approximately 8m 
between the windows of 68 and 70 Kingsley 
Street. The increased width of the lounge room 
windows in 70 Kingsley Street by 300mm will 
not increase substantially any potential 
overlooking of the neighbouring dwelling. The 
applicant has also provided photos 
demonstrating that existing vegetation will 
provide screening between the two dwellings. It 
appears from the photo that the lounge room 
windows in 70 Kingsley Street will be set lower 
than the adjoining bedroom window in the 
eastern elevation of 68 Kingsley Street.   
 

 
3.7 Public interest 
 
The approval of the bright yellow colour scheme could set a precedent and could provide an 
indication to residents, applicants and developers that strict compliance with heritage colours in a 5 
conservation area is no longer a priority.  
 

 Agree or No Add comments as required 

Proposed amendments are 
unlikely to prejudice or 
compromise the public 
interest. 

Agree 

The dwelling house and minor amendments as requested 
(excluding the removal of Condition 14) are considered minor and 
are unlikely to compromise the public interest.  

 
4. DEVELOPER CONTRIBUTIONS/ WATER AND SEWER CHARGES 
 10 

 Agree or No. (Add comments as required) 

There is no nexus to levy 
additional contributions. 

Agree 

 

 

 
5. CONCLUSION 
 
The proposal is satisfactory (with the exclusion of the removal of Condition 14) having regard to 15 
relevant matters for consideration. The Section 96 application is recommended for partial approval 
subject to amended conditions of consent.  
 
6. DISCLOSURE OF POLITICAL DONATIONS AND GIFTS  

 20 

Has a Disclosure Statement been received in relation to this application No 
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Have staff received a ‘gift’ from anyone involved in this application that needs 
to be disclosed. Where the answer is yes, the application is to be determined 
by the Director or Manager of the Planning, Development and Environment 
Division. 

No 

 
Provide Disclosure Statement register details here: Nil 
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Report No. 13.6 Bangalow Village Plan and Our Mullumbimby Masterplan - summary 
of process outcomes to date 

Directorate: Sustainable Environment and Economy 
Report Author: Tara McGready, Place Planning Coordinator  
File No: I2017/1794 5 
Theme: Ecology 
 Planning Policy and Natural Environment 
 

 

Summary: 10 
 
The Bangalow Village Plan and Our Mullumbimby Masterplan Guidance Groups have been 
working with Council staff through a series of thematic workshops since April 2017. We are now 
reaching the end of the workshop process with both Guidance Groups.  
 15 
Ideas and actions for both place plans identified through the workshop process thus far are 
summarised in Attachments 1 and 2 to this report. An updated indicative project plan for each of 
the place plans is also provided in this report. 
  
    20 

 
RECOMMENDATION:  

1. That Council note: 
 

a) the summary of ideas and actions identified through the Bangalow Village Plan 
and the Our Mullumbimby Masterplan Guidance Group workshop process to 
date contained in Attachments 1 (E2017/106824) and 2 (E2017/107156) to this 
report. 

 
b) the updated indicative project plans for Bangalow Village Plan and Our 

Mullumbimby Masterplan tabled in this report. 
 

2. That Council thank and acknowledge both Bangalow Village Plan and Our 
Mullumbimby Masterplan Guidance Group members for the time, effort and 
commitment they have given to the place planning process thus far. 

 

Attachments: 
 
1 Summary of outcomes - Guidance Group workshop process Apr-Nov 2017 - Bangalow Village Plan, 

E2017/106824 ⇨  25 
2 Summary of outcomes - Guidance Group workshop process Apr-Nov 2017 - Our Mullumbimby 

Masterplan, E2017/107156 ⇨  

  
 

  30 

../../../RedirectToInvalidFileName.aspx?FileName=OC_14122017_ATT_613.PDF#PAGE=69
../../../RedirectToInvalidFileName.aspx?FileName=OC_14122017_ATT_613.PDF#PAGE=123
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Report 
 
Council adopted indicative project plans for the Our Mullumbimby Masterplan and the Bangalow 
Village Plan in August and December 2016 respectively. Since this time the Place Planning team 
have been working with both community Guidance Groups which were set up to work with Council 5 
staff in guiding the preparation of the respective plans.   
 
A series of workshops to upskill the Guidance Groups’ knowledge on a range of themes have been 
held for each town since April 2017. The purpose of these workshops is to consider and share 
information relating to the different planning and urban design thematic components which 10 
contribute to the makeup of a place, from the perspectives of a range of community and Council 
stakeholders. The place planning workshop process for each plan is drawing to an end with only a 
couple of workshops left before reporting the draft plans to Council for exhibition approval. The 
most recent workshop for each place plan was held in September and October 2017 and focused 
on drawing together ideas for different precincts within each of the towns on a spatially based level.  15 
 
The values, issues, future directions and actions for both Place Plans identified through the 
workshop process thus far are presented in Attachments 1 and 2 to this report. The attachments 
have been structured to first give a summary of actions and ideas that apply broadly to the towns, 
before breaking into maps and summary tables of actions and ideas for spatially based precincts 20 
within the towns. Note that actions within the table have not yet been prioritised and in fact some 
actions presented could be in direct conflict with one another. Part of the next stage of the process 
for both place plans is to finalise and prioritise actions that have been identified so far. 
 
An updated indicative project plan for each of the place plans is provided below in Tables 1 and 2. 25 
The drafting of the Bangalow Village Plan is proposed as a priority over the Our Mullumbimby 
Masterplan as it is critical to a number of other concurrent Bangalow based Council projects, and is 
planned for reporting to Council in February 2018, with exhibition to commence in March 2018. 
 
The draft Mullumbimby Masterplan is proposed for reporting at the August 2018 Council meeting 30 
with exhibition in September 2018. The staging of the plans and their exhibition accords with 
available resource capacity. 
 
Table 1: Updated indicative timeline for preparation of ‘Bangalow Village Plan’ 
 35 

Stages already complete  
 
Future stage 
 

Stage 2017 2018 
Apr May Jun Jul Aug Sep Oct Nov Dec Jan  Feb Mar Apr May 

Guidance Group 
theme based 
workshops  

              

Guidance Group 
Precincts workshop 
– full day spatially 
based workshop for 
both Bangalow and 
Mullumbimby Place 
Plans 

       
 
 

 

 

     

Bangalow Village 
Plan - collation of 
information and 
preparation of plan 

         
We 
are 
here 
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Stage 2017 2018 
Apr May Jun Jul Aug Sep Oct Nov Dec Jan  Feb Mar Apr May 

Report to Council – 
update of project 
status, workshop 
outcomes both 
plans. 

              

Bangalow 
Guidance Group 
workshop – 
Governance and 
implementation  

          
 

    

Bangalow 
Guidance Group 
workshop – review 
of draft Village Plan 

              

Report to Council 
seeking public 
exhibition of 
Bangalow Village 
Plan  

              

Public exhibition of 
Bangalow Village 
Plan  

              

Submissions 
collation and plan 
modification 

              

Final workshop of 
Guidance Group to 
review draft plan 

              

Report to Council 
seeking adoption of 
Bangalow Village 
Plan 

              

 
Table 2: Updated indicative timeline for preparation of ‘Our Mullumbimby Masterplan’ 
 

Stages already complete  
 5 
Future stage 
 

Stage 2017 2018 

 May Jun July Aug Sep Oct Nov 

Guidance Group theme based 
workshops and Precincts 
workshop – generally full day 
workshops every 2 weeks for 
each Bangalow Village Plan 
and Our Mullumbimby 
Masterplan. 

Workshops 
complete. GG 
are aware of 
revised 
schedule to 
recommence 
in 2018. 

       

Our Mullumbimby Masterplan - 
collation of information and 
preparation of plan 
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Stage 2017 2018 

 May Jun July Aug Sep Oct Nov 

Mullumbimby Guidance Group 
workshop – Governance and 
implementation  

        

Report to Council seeking 
public exhibition of Our 
Mullumbimby Masterplan  

        

Public exhibition of Our 
Mullumbimby Masterplan  

        

Submissions collation and plan 
modification 

        

Final workshop of Guidance 
Group to review draft plan 

        

Report to Council seeking 
adoption of Our Mullumbimby 
Masterplan 

        

 
Financial Implications 
 
NIL 
 5 
Statutory and Policy Compliance Implications  
 
NIL 
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Report No. 13.7 PLANNING - 26.2016.6.1 - Planning Proposal - The Farm - Additional 
Permitted Uses 

Directorate: Sustainable Environment and Economy 
Report Author: Rob Van Iersel, Major Projects Planner  
File No: I2017/1823 5 
Theme: Ecology 
 Planning Policy and Natural Environment 
 

 

 10 
Summary: 
 
This report presents a planning proposal for The Farm – Lot 1 DP 780234 & Lot 5 DP 848222, 
which seeks to amend the Byron LEP 2014 by way of an ‘additional permitted uses’ clause within 
Schedule 1 of that LEP. 15 
 
The planning proposal follows consideration of the matter at the meeting of 26 October, where 
Council resolved (17-514): 
 
1. That Council support the application for a Planning Proposal and authorise the Director SEE to 20 

negotiate with the applicant to facilitate the preparation of a Planning Proposal at the 
applicant’s cost. 

2. That Council’s support of the Planning Proposal is withdrawn in the event that a costs 
agreement for the processing of the Planning Proposal not be executed within 28 days of the 
date of this resolution i.e. close of business 23 November 2017. 25 

3. That the Planning Proposal deal only with the following uses on the site: 

- Wholesale Bakery 

- Agricultural training/education facilities 

- Administration offices 

- Small-scale information centre 30 

and that it be reported back to Council at the meeting of December 2017 for further 
deliberation prior to it being forwarded to the NSW Dept of Planning and Environment for a 
Gateway Determination. 

4. That in the event that Council becomes aware of uses of the property beyond those set out in 
3 above those unauthorised uses be investigated and actioned in accordance with Council’s 35 
Enforcement Policy. 

 
A cost agreement was executed on 23 November 2017, in accordance with the requirements in 
point 2 above. 
 40 
The purpose of this report is to commence the planning proposal process, by resolving to support 
the draft planning proposal and forward it to the Department of Planning and Environment for a 
Gateway Determination. 
 
Subject to a successful Gateway Determination, the proponents will be required to provide 45 
supporting information addressing a number of issues identified in this report, prior to the public 
exhibition of the proposal and further consideration by Councillors. 
 
NOTE TO COUNCILLORS: 
 50 
In accordance with the provisions of S375A of the Local Government Act 1993, a Division is to be called 
whenever a motion for a planning decision is put to the meeting, for the purpose of recording voting on 
planning matters.  Pursuant to clause 2(a) under the heading Matters to be Included in Minutes of Council 
Meetings of Council's adopted Code of Meeting Practice (as amended) a Division will be deemed to have 
been called by the mover and seconder of all motions relating to this report. 55 
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RECOMMENDATION:  

That Council: 
 
1. Agree to initiate the planning proposal to amend Byron LEP 2014 (Attachment 1 

#E2017/103796) for the reasons outlined in this report. 
 

2. Forward the planning proposal to the NSW Department of Planning and Environment 
for a Gateway determination. 
 

3. Agree that staff can proceed to public exhibition of the planning proposal and 
government agency consultation based on the Gateway determination issued by the 
NSW Department of Planning and Environment, and report back to Council as part of 
post-exhibition reporting. 

 

Attachments: 
 5 
1 Draft Planning Proposal The Farm, Pre Gateway Version #1, E2017/103796 ⇨  

  
 

  

../../../RedirectToInvalidFileName.aspx?FileName=OC_14122017_ATT_613.PDF#PAGE=164
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Report 
 
The Planning Proposal 

This planning proposal relates to The Farm at Ewingsdale Road, Ewingsdale, and is prepared in 
accordance with the previous resolution of Council, (17-514), outlined in the summary to this 5 
report. 
 
The resolution of Council followed ongoing planning and compliance issues at The Farm. 
 
The intention of the planning proposal is to provide a mechanism for the approval of nominated 10 

land uses at The Farm.  It proposes an ‘additional permitted uses’ amendment to the LEP to 

address existing uses, which have commenced and/or expanded without authorisation. 
 
While some of the individual uses included in the draft clause may be permissible with consent in 
the RU1 zone, the provisions of cl. 6.8 of the LEP operate to restrict rural tourism development to a 15 

scale which can be managed by the owner of the land. 
 
The scale of the existing uses at The Farm currently exceeds that threshold, preventing 
development consent. 
 20 
The planning proposal, however, does not seek to alter the existing RU1 Primary Production 
zoning of the site.   
 
The primary production use of the land remains the primary focus of activities at the site, and the 
planning proposal aims to reinforce that by ensuring that any approved use has an essential 25 

association with existing agricultural/ primary production activities, or enables or enhances 
agricultural production at the site. 
 
The additional permitted uses clause, therefore, is the best mechanism to provide for continuation 
of a number of rural tourism uses of the land, conducted in association with agricultural production 30 

at the site, in a manner that maintains the primary production objectives of the zone. 
 
The draft planning proposal seeks to amend Byron LEP 2014 by including the following new clause 
within Schedule 1 Additional Permitted Uses.  The new clause will be supported by a Map, which 
will identify the site, and identify two land use precincts within the site: 35 

1. A Farming Precinct – covering the majority of the property, identifying the location of existing 
and potential future primary production; and 

2. A Rural Activity Precinct – covering the existing cluster of buildings in the south-west of the 
site. 

 40 
A key aim of the draft additional permitted use clause is to ensure that land uses within the Rural 
Activity Precinct have, and always maintain, an essential association with existing agricultural/ 
primary production activities undertaken within the Farming Precinct. 
 
The suggested wording of the draft clause is: 45 
 
9. Use of certain land at Ewingsdale Road, Ewingsdale 

(1) This clause applies to land at Ewingsdale Road, Ewingsdale (known as The Farm) being 
Lot 1, DP 780234 and Lot 5, DP 848222, and identified as “Area E” on the Additional 
Permitted Uses Map. 50 

(2) The purpose of the Rural Activity Precinct shown on the Additional Permitted Uses Map 
is to provide commercial outlets for farming products grown on site and opportunities for 
the community to learn about and appreciate farming. 

https://www.legislation.nsw.gov.au/#/view/EPI/2014/297/maps
https://www.legislation.nsw.gov.au/#/view/EPI/2014/297/maps
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It applies to a cluster of existing buildings in the south-west corner of the property (see 
Map). 

(3) Within the Rural Activity Precinct shown on the Additional Permitted Uses Map, 
development for the following purposes is permitted with consent (in addition to uses 
permitted with consent in the RU1 zone): 5 

(a) Wholesale Bakery; 

(b) Agricultural training/ education facilities; 

(c) Administration offices; 

(d) Small-scale information centre. 

In this clause: 10 

wholesale bakery means an area within an existing building used for the preparation of 
bread and other bakery goods, provided that a minimum of 70% of the products produced 
contain ingredients sourced directly from the property. 

agricultural training / education facilities means areas within existing buildings utilised 
for the provision of small group training, where that training is directly related to agriculture 15 
or rural industry, excluding training relating to marketing and/ or administration aspects of 
agriculture. 

administration offices means areas within an existing building utilised for the 
management of agricultural or ancillary business that are conducted on the property. 

small scale information centre means a building used for the display of information 20 
relating to the property and its uses, or as a gathering point for individuals and groups 
undertaking training, education or recreational activities at the site. 

(4) Development consent must not be granted for any use within the Rural Activity Precinct 
unless the consent authority is satisfied that: 

(a) the use has an essential association with existing agricultural/ primary production 25 
activities undertaken within the Farming Precinct at the site, or enables or enhances 
agricultural production on the site; 

(b) the use will not limit the operation and/ or expansion of adjoining and nearby 
agricultural uses; 

(c) wastewater generated by the proposed use will be within the treatment and disposal 30 
capacity of the approved on-site wastewater management system; 

(d) there are no new or additional buildings proposed within the precinct; 

(e) traffic generated by the proposed use will not result in total peak hour trips (i.e. from 
the site as a whole), exceeding 200 trips outside of school holiday periods or 350 trips 
during holiday periods; 35 

(f) individual events undertaken within agricultural training/ education facilities involve a 
maximum of 30 people, with the exception of school groups, which can have a 
maximum of 50 students; and 

(g) there will be no more than 1 training/ education event per week within the agricultural 
training/ education facilities; 40 

(5) The purpose of the Farming Precinct shown on the Additional Permitted Uses Map is to 
preserve the bulk of the property for primary production and facilitate innovative 
community farming models.  

(6) The secondary purpose of the Farming Precinct is to provide opportunities for 
agricultural education/ appreciation and low-scale recreational activities that are directly 45 
related to primary production. 

(7) Within the Farming Precinct shown on the Additional Permitted Uses Map, development 
for the following purposes is permitted with consent: 

(a) Farm field days and exhibitions; 
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(b) Farm tours for educational purposes, including individuals, school groups, and other 
groups of up to 30 people at a time, or 50 students in the case of a school group; 

(8) Development consent must not be granted for a farm field day or exhibition within the 
Farming Precinct unless the consent authority is satisfied that: 

(a) there are a maximum of 4 such events in any calendar year; 5 

(b) there are no more than 100 people attending any individual event; 

(c) events are scheduled such that event traffic avoids morning and afternoon peak hour 
periods; 

(d) events will not occur concurrently with any use of the agricultural training / education 
facilities within the Rural Activities Precinct; 10 

(e) a Noise Management and Monitoring Plan has been prepared for each event, 
including: 

 details to ensure adequate measures, roles and responsibilities are in place to 
ensure that event noise remains inaudible above background levels at nearby 
dwellings;   15 

 assessment of expected noise impacts; 

 detailed examination of all feasible and reasonable management practices that 
will be implemented to minimise noise impacts 

 strategies to promptly deal with and address noise complaints.  This should 
include any records that should be kept in receiving and responding to any noise 20 
complaints; 

 details of performance evaluating procedures (for example, sound checks on 
amplified music or public address systems); 

 procedures for notifying nearby residents living within 1 kilometre of the property 
of forthcoming events, times that they are likely to notice noise emanating from 25 
the site and the contact details for the onsite manager for complaints and queries 
to be made, and responded to; 

 operational details about the use of any noise monitoring equipment to record 
sound pressure levels around the property;  

 name and qualifications of person who prepared the report; and 30 

 protocols for the monitoring of the event, including a requirement that a report be 
provided to Council following the event.  

(9) Within the Farming Precinct shown on the Additional Permitted Uses Map, development 
for the following purposes is permitted without consent: 

(a) Family picnics; 35 

(b) Individual / small group (up to 10 people) unaccompanied meanders. 
 
Key Issues 

 Consistency with RU1 zone objectives; 

 Potential land use conflict 40 

 Scale of rural activity land use 

 Consistency with relevant strategic plans 
 
RU1 Zone Objectives 

The site is located at the southern end of an extensive area zoned RU1 Primary Production, which 45 
covers land mapped as Regionally Significant Farmland. 
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The objectives of the RU1 zone are: 
 
To encourage sustainable primary industry production by maintaining and enhancing the natural 5 
resource base. 

To encourage diversity in primary industry enterprises and systems appropriate for the area. 

To minimise the fragmentation and alienation of resource lands. 

To minimise conflict between land uses within this zone and land uses within adjoining zones. 

To encourage consolidation of lots for the purposes of primary industry production. 10 

To enable the provision of tourist accommodation, facilities and other small-scale rural tourism 
uses associated with primary production and environmental conservation consistent with the rural 
character of the locality. 

To protect significant scenic landscapes and to minimise impacts on the scenic quality of the 
locality. 15 
 
The production activities currently being undertaken within the farming precinct of the site are 
consistent with these zone objectives.  The nature of that use specifically adds to the diversity in 
primary industry, and provides ‘incubator’ opportunities for a number of small-scale farmers. 
 20 
The key to the rural activity precinct uses is to ensure that they have, and maintain, an essential 
association with existing agricultural/ primary production activities undertaken within the Farming 
Precinct.  In that way, those uses will remain consistent with the zone objectives. 
 
Land Use Conflict Potential 25 

Land adjoining to the north is actively farmed primarily for macadamias and cattle.  The farmers 
have expressed concerns that the high levels of visitation at The Farm impact on their ability to 
continue farming the land, associated with: 
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 Noise, particularly from events; 

 Potential for complaints associated with ordinary farming activities, such as spray drift; 

 Potential for run-off from the wastewater disposal fields into their land; 

 Potential to impact on the farmers’ ability to continue to successfully implement their biosecurity 
management plans actions; and 5 

 Trespass and unwanted interactions with visitors to The Farm. 
 
The potential for conflict arises partly from the scale of the land uses at The Farm and partly 
because the boundary between the two properties is currently very ‘open’. 
 10 
The proponents at The Farm are preparing a Land Use Conflict Risk Assessment (LUCRA) 
examining these issues.  The LUCRA is likely to recommend that appropriately planted buffers be 
established within The Farm property.  These buffers will assist to mitigate many of the current 
concerns, for example, providing a ‘barrier’ to prevent spray drift crossing into The Farm active 
areas and minimising wind-borne weed seeds and the like from passing from The Farm site. 15 
 
During the planning proposal process the potential conflict issues will be examined in more detail, 
to identify practical measures that can be implemented to further protect the adjoining land owners. 
 
Scale of Rural Activity Uses 20 

There are existing conditions of approval relating to the restaurant use, which was approved with 
90 seats, to limit scale.  The suggested draft additional permitted uses clause (above) contains 
further provisions aimed at restricting scale.  The primary aim is to ensure that the rural activity 
uses remain subordinate to the farming uses. 
 25 
Options to Move Forward 

There are a number of options open to Council on this matter: 

1. Proceed to a Gateway determination with the attached planning proposal (Attachment 1). 

2. Amend the planning proposal and proceed to a Gateway determination. 

3. Not proceed with the planning proposal. 30 

 
Conclusion 

The planning proposal attached to this report is consistent with State policies and directions and 
the North Coast Regional Plan.  It has sufficient merit to be supported. 
 35 
Supporting the planning proposal at this stage will start the process of detailed assessment and 
consideration.  As outlined below, that process will include further consultation, including 
continuation of direct dialogue with neighbours and land owners in the Ewingsdale locality and 
wider community engagement. 
 40 
Further information and specialist reports will be required and considered prior to exhibition, 
building on the material previously submitted.  This will include: 

 Economic assessment; 

 Social assessment; 

 Land Use Conflict assessment; 45 

 Traffic analysis; and  

 Wastewater assessment. 
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Financial Implications 
 
In accordance with the previous resolution of Council, the planning proposal is being prepared at 
the applicants’ expense.  A Cost and Expenses Agreement has been executed and payment has 
been received for the first stage of this work, which leads up to receipt of the gateway 5 
determination. 
 
If Council chooses not to proceed, a refund will be provided to the applicants for the costs not 
spent to date. 
 10 
Statutory and Policy Compliance Implications  
 
The relevant policy considerations are addressed above and in the attached planning proposal. 
 
Community consultation and engagement Implications  15 
 
As highlighted above, land owner and community engagement will continue to be an important 
component of this planning proposal process.  Engagement activities to date have included: 

 Site meetings and discussions with The Farm management, with both Councillors and staff; 

 On-site meetings with the adjoining farmers / land owners; 20 

 Discussions with local Ewingsdale residents. 
 
In addition to any consultation requirements that may come with a gateway determination, staff 
also proposes: 

 Dialogue and meetings with The Farm management and their representatives to ensure that 25 
Council’s objectives continue to be clearly communicated and understood; 

 Provision of supporting reports etc. to adjoining farmers and meetings with those land owners 
(at their farm) to ensure Council continues to understand and respond to their issues of 
concern; 

 Attendance at meetings of the Ewingsdale Progress Association to keep members informed 30 
throughout the process and ensure that Council staff and Councillors remain aware of local 
issues and concerns; and 

 Wider consultation with the Byron community. 
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Report No. 13.8 Emissions Reduction Strategy 
Directorate: Sustainable Environment and Economy 
Report Author: Sharyn French, Manager Environmental and Economic Planning  
File No: I2017/1824 
Theme: Ecology 5 
 Planning Policy and Natural Environment 
 

 

Summary: 
 10 
Council resolved (Res. 17-086) to commit to achieving a 100% net Zero Emissions Target by 2025 
in collaboration with Zero Emissions Byron and to source 100% of its energy through renewable 
energy within 10 years. 
 
To provide a framework to achieve this target an Emissions Reduction Strategy (Strategy) is being 15 
developed. The Strategy will replace the existing Low Carbon Strategy, report on emission 
reductions actions undertaken in the last year and outline the necessary actions needed to achieve 
the zero net emissions target by 2025/26.  
 
To align with Zero Emission Byron, a base line of 2015/16 and a target year of 2025/26 were 20 
assigned for Council’s emissions profile. The National Greenhouse and Energy Reporting (NGER) 
methodology has been used to monitor and report on Council’s emissions.  Zero Emissions Byron 
has advised that the NGER methodology will be compatible with their emissions profiling of the 
Byron Shire community.  This is the subject of another report titled ‘Byron Shire Council’s 
Emissions Reporting 2015/16 and 2016/17’ to this Council meeting. 25 
 
This report provides an update on the project scope, milestones and dates for the preparation of 
Council’s Emissions Reduction Strategy. 
 
    30 

 
RECOMMENDATION:  

That Council note this report.  
 
 

  
 

  35 
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Report 
 
Council considered a report at the Ordinary Meeting 23 March 2017 on Council’s Low Carbon 
Target.  This report provided: 
 5 

 An update on the existing 2014 Low Carbon Strategy actions with their implementation status; 
and, 

 The Greenhouse Gas Emissions Status Report for 2014-15 and 2015-16.  
 

The report also acknowledged the need for a further report to Council with regard to a ‘Zero 10 
Emissions’ Strategy including a revised target and baseline aspiration aligned with Zero Emissions 
Byron for Council, with options for community consultation. 
 
Council resolved (Res. 17-086) at the 23 March 2017 meeting: 

 15 

1. That Council note the 2014/15 and 2015/16 greenhouse gas emission status; 
 
2. That Council note the progress of completed actions from the Low Carbon Strategy. 
 
3.  That Council commits to achieving a 100% net Zero Emissions Target by 2025 in collaboration 20 

with Zero Emissions Byron (ZEB).  
 
4.  That, as such, Council congratulates the community for its efforts thus far to realise the 

employment, national leadership and sustainability benefits that come from the commitment to a 
zero emissions future 25 

 
5.  That Council commit itself to source 100% of its energy through renewable energy within 10 

years. 
 
6.  That Council supports the goals of Zero Emission Byron for a net zero emissions Shire in the 30 

areas of building, energy, land use, transport and waste. 
 
7.  That, to support the Sustainability Team, a two day a week Emissions Reduction role be 

established to lead the project and liaise with ZEB. 
 35 
8.  That to support the realisation of this goal in these sectors, Council provide for both Council and 

the community: 
 

i.   Within Council’s upcoming Waste Strategy, a waste emissions reduction plan provided 
ii.  Within Councils upcoming Transport Strategy, a transport emission reduction modelling 40 

report be provided 
iii.  Within Council’s upcoming Rural Land Use Strategy, a land use emission reduction 

modelling report be provided 
iv. a more detailed 100% Renewable Energy Plan be commissioned and provided 
v.  a Building Emissions Reduction Plan be commissioned and provided   45 

 
Resolution 17-086 includes two specific targets: 
 

Target 1 – 100% Net Zero Emissions by 2025 in collaboration with Zero Emissions Byron. 

Target 2 – Council commit itself to source 100% of its energy through renewable energy 50 
within 10 years. 

Both these targets are ambitious and will require a considerable effort by Council to deliver the 
target by the due date. 
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In recognition of the above, the Sustainability Team structure and resourcing, has now been 
reviewed and the Sustainability Emissions Reduction Officer (item 7 of Res. 17-086), which 
commenced on the 27 November 2017 has been expanded to 5 days a week. 
 
Further to Resolution 17-086, a report was presented to the Executive Team at the 2 August 2017 5 
meeting which considered the delivery of the 100% Emissions Reduction Strategy. The Executive 
Team endorsed the following: 
 
1. NGER is to be used as the methodology for Council’s carbon accounting for achieving the zero 

emission reduction target. 10 
 
2. Emissions are capped and that a new reporting method be developed to disclose emissions 

impact.  
 
3. The Staff Working Group to further consider the issues and actions raised in this report 15 

including consideration of resourcing and workload related issues in delivering the preferred 
outcomes. 

  
4. The Staff Working Group to report progress back to next SIWG meeting. 
 20 
5. DSEE to be the lead in pursuing and reporting on ZEB initiatives on behalf of Council. 
 
National Greenhouse and Energy Reporting (NGER) methodology and capping emissions  
 
In relation to items 1 and 2 above , a separate report to this Council meeting titled ‘Byron Shire 25 
Council’s Emissions Reporting 2015/16 and 2016/17’  details the NGER methodology and to align 
with the Zero Emission Byron (ZEB) ambition, a base line of 2015/16 and a target year of 2025/26 
has been adopted.   
 
Change to reporting to include Emissions Impact 30 
 
In relation to item 2 above, to prepare for the implementation of a zero net target Council’s 
Executive Team endorsed a change of format to both internal and Council reports to include an 
“Emissions Impact” statement. This will enable Council and the Executive Team to understand the 
positive or negative emissions impact of each decision and design efficiencies or offsets into the 35 
outcome and essentially “cap” emissions from growth or expansion of Council services.  Format 
changes to reports are expected to be implemented in early 2018.   
 
Emissions Reduction Strategy 
 40 
To prepare the Emissions Reduction Strategy as envisaged by Resolution 17-086 a staged project 
plan has been scoped. 
 
The Emissions Reduction Strategy will detail the actions and targets that Council will be committing 
to in order to reduce the emissions from its operations. It will have a new target which extends the 45 
current Low Carbon Strategy from a 30% target to a net zero target by 2025. To do this it will 
establish a new 2015/16 baseline as detailed in the separate report to this Council meeting. 
 
Further the strategy will also acknowledge the need for Council to source 100% of its electricity 
from renewable energy by 2027. There are a number of project milestones necessary to achieve 50 
this, refer to Table 1. 
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Table 1: Emission Reduction Strategy project delivery milestones 

Project Stage  Milestone Status Project 
Milestone dates 

Next Steps 

Stage 1 
Recalculation of 
Baseline 
Emissions 

Update 
Baseline to 
include 
Landfill, STP 
Fugitive 
Emissions 
and Bottled 
Gas 

Planning - 
Complete 

October - 
December 2017 
 

Sewage 
treatment plant 
fugitive emission 
calculations 
required using the 
NGER 
methodology. 
This is proposed 
to be outsourced 
for use in 
subsequent 
reporting years. 

Finalisation 14 December 
2017 Council 
Meeting – report 
titled ‘Byron Shire 
Council’s 
Emissions 
Reporting 
2015/16 and 
2016/17’   

Stage 2 Capping 
Emissions and 
New Reporting 

Cap 
emissions  

Initiation December 2017 Internal working 
group SEE and 
CCS staff to 
meet. 

Develop a 
new reporting 
tool that 
considers 
emissions 
impact on 
each project 

Planning  January 2018 Reporting 
template for 
carbon 
calculations and 
staff user guide to 
be developed 

Finalisation March 2018 Reporting method 
roll out and staff 
training. 

Stage 3 Shire 
Wide Emissions 
Reduction 
Strategy 

 Initiation December 2017 Once the new 
baseline is 
established it will 
be possible to 
calculate what is 
needed to meet 
the Net Zero 
Emissions target 
by 2025.  

 Planning November 2017 – 
June 2018 

New 
Sustainability 
Emissions 
Reduction Officer 
to progress work 
on the Strategy - 
Council actions, 
projects in 
consultation with 
council staff, 
councillors, ZEB 
and the 
community. ** 

 Finalisation June 2018 Strategy adopted 
by Council. 

 
**Council’s new Sustainability Emissions Reduction Officer commenced on 27 November 2017. A 
more detailed project plan will be developed then and include details of stakeholder engagement. 
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Significant Energy Projects Already Underway (BE19 & SIWG) 
 

Council has been implementing a range of emission saving actions for over a decade.  Throughout 
2017 a number of significant energy projects have gained momentum building on years of research 5 
and smaller projects strategically undertaken in the Byron Shire. Below is a snapshot of the current 
leading projects. These and other projects, to be identified in the Emissions Reduction Strategy, 
support Council’s commitment to the two targets: Target 1 – 100% Net Zero Emissions by 2025 in 
collaboration with Zero Emissions Byron and Target 2 – to source 100% of Council’s energy 
through renewable energy within 10 years.  10 

 
Table 2: Current Leading Significant Energy Projects 

Project  Description 

Bio Energy Pre-
Feasibility Study  
(Potential locations) 

Bio solids from Council’s STP’s and organic waste from the curb side 
green bin collection has been identified as significant enough to run a bio 
energy facility in the Byron Shire.  
 
A pre-feasibility study is currently investigating the possibility of two small 
facilities at Brunswick Valley STP and West Byron STP, with Bangalow 
STP has been identified as a feed stock location. 
 

Brunswick Valley – 
Sustainability Centre 
(Valances Road) 

A comprehensive management plan has been prepared for the entire 
Council owned land parcel which includes ground mounted solar and 
potential for a bio energy facility.  
 
Resolution 17-459: 
1. That the Draft Vallances Road Plan of Management be adopted 

subject to: 
a) Being renamed “Brunswick Valley Sustainability Centre 

Management Plan”; and 
b) References in the document referring to “POM” or “Plan of 

Management” be modified to “MP” or “Management Plan” 
respectively. 

2. That Council approve the initiation of a Community consultation 
programme for the area identified for possible Affordable Housing / 
Community Gardens / Eco tourism / Educational. 

3. That Council endorse the commencement of the procurement process 
for the designated solar farms on the site. 

 
A first phase expression of interest is currently under preparation to seek 
responses from industry on what technology is available that would suit 
the outcomes sought for this site in terms of sustainability and renewable 
energy outcomes. This is likely to go out to market early 2018. 
 

Dingo Lane – Large 
Scale Solar 

A site feasibility assessment is underway for a 5 MW ground mounted 
solar farm on Council owned land in Dingo Lane, Myocum. 
 

Mullumbimby EV 
Charge Station and 
Solar Covered Car 
Park 

A preliminary cost benefit analysis is underway to construct a solar 
covered car park adjacent to the administration centre to power the 
administration centre and two EV charge stations. 
 

Mullumbimby Mini 
Hydro 

COREM in partnership with Council is investigating recommissioning the 
Mullumbimby micro hydro power station. 
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Project  Description 

Local Electricity 
Trading 

Council is currently running a procurement process for renewing its 
electricity contract in collaboration with Lismore City Council. Included as 
one element of this process is a request for the prospective retailer to 
provide Local Electricity Trading between Council assets. This will be a 
first for local government in Australia if successful. The Cavanbah Centre 
and West Byron STP have been identified as a potential pilot site for LET 
to occur. 
 

 
Offsets  
 
Council will need to consider the various options for emissions offsetting to reach the zero 
emissions target by 2025/26. This can be done either via a third party (eg. Carbon Neutral 5 
Australia) in Australia or overseas or by Council’s own projects in the Byron Shire. Typical offset 
projects could be tree planting to sequest carbon or renewable energy projects to offset coal fired 
energy used from the grid. If carbon sequesting tree plantings are done well they can also have 
added biodiversity outcomes and renewable energy projects can become an additional source of 
income.   10 
 
Current costs of gold standard certified carbon credits from a biodiversity focused project in WA 
that “Carbon Neutral” offer is approximately $14/tonne. This is a many thousand hectare project in 
WA in a semi arid climate. The cost of delivering a similar project in Byron Shire’s subtropical 
environment with high land values and higher rainfall is unknown. The cost of carbon offset varies 15 
greatly for renewable energy projects depending on the technology. An indicative cost of 
purchasing certified Greenpower from the grid is an extra $0.08/kWh on top of the normal charges. 
At this rate cost of emissions offset is equal to $96/tonne. These are two examples at either end of 
the spectrum of offset options and costs. Council’s options in this regard will be further detailed in 
the Emissions Reduction Strategy.   20 
 
Financial Implications 
 
Council has allocated funds in the 2017/18 budget to prepare the Emissions Reduction Strategy. 
 25 
Statutory and Policy Compliance Implications  
 
Nil 
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Report No. 13.9 Broken Head Reserve and Seven Mile Beach Road Management 
Issues  

Directorate: Sustainable Environment and Economy 
Report Author: Shannon Burt, Director Sustainable Environment and Economy 

Phillip Holloway, Director Infrastructure Services  5 
File No: I2017/1839 
Theme: Ecology 
 Development and Approvals 
 

 10 
Summary: 
 
The purpose of this report is to advise Council of the current amenity, environment and anti social 
behaviours like fires and littering impacting the residents and environs of the Broken Head Reserve 
area and its beaches; and status of a current Action Plan developed by Council, State agencies, 15 
Police and resident to address these issues.  
 
    

 
RECOMMENDATION:  

1.  That Council note the report and the Actions that are currently being implemented by 
staff, State agencies, Police and residents to address the management issues in the 
Broken Head Reserve area and its beaches. 

 
2.  That Council endorse the Action Plan for wider community consultation. 
 
3.  That the provision of a budget of $20,000 for concept infrastructure planning 

investigations and surveys for road upgrades and investigation of traffic calming 
options be considered as part of the December 2017 Infrastructure Services Financial 
Quarterly Review. 

 
4.  That a further report is presented to Council early 2018 on this consultation and any 

other management issues that arise over the summer holiday period. 
 

Attachments: 20 
 
1 Various Letters of Support, E2017/109798 ⇨  

  
 

  25 

../../../RedirectToInvalidFileName.aspx?FileName=OC_14122017_ATT_613.PDF#PAGE=188
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Report 
 
Active discussions have been occurring since 2016 between the Mayor with Council staff, 
representatives from the Police, National Parks and Wildlife Service, Rural Fire Service and local 
residents of Seven Mile Beach about the ongoing traffic congestion, speed and dust nuisance, 5 
illegal parking, illegal camping and other anti social behaviours like littering and fires occurring in 
the Broken Head Reserve area, its beaches and environs.  This weekly occurrence is having an 
ongoing adverse impact on the amenity of residents. 
 
Photos below show typical weekly occurrences -  10 
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Council staff have been proactively attending to these issues for some time. However, there 
appears to have been a steady increase in incidents reported over the last year particularly 
weekends and during school holidays. This can be related to the tourism posts on social media 
and other online platforms recommending this area as an unspoilt tourist destination. 
 5 
In recent weeks following discussions with some of the local residents of Seven Mile Beach, 
Council installed a number of parking sign restrictions along the road and also placed large rocks 
at the end of Seven Mile Beach Road to deter and disrupt current behaviours of those visitors that 
park and camp in areas that they should not. Patrols by Council’s Enforcement staff have also 
been increased resulting in many infringements being issued. These actions have received mixed 10 
responses from residents and community alike; and proven to be only somewhat successful for 
short periods of time.   
 
https://www.northernstar.com.au/news/132-no-stopping-signs-wipe-out-beachfront-
parking/3231807/ 15 
 
Staff are finding however, that the undesirable behaviours return not long after a blitz, signs are 
vandalised or removed, and visitors park and camp illegally irrespective of fines. As such the 
ongoing need to respond to complaints received from residents is becoming resource intensive for 
both the Enforcement and Infrastructure Planning teams of Council, exacerbated further by the 20 
current state of play with other State agencies and Police resourcing, leaving Council often as the 
only response available during the busy times. 
 
As such, the need for a more strategic approach to how this area is managed to protect resident’s 
amenity and this highly sensitive biodiverse environment is needed now. 25 
 
As stated earlier an Action Plan was recently agreed to by a working group of Council staff, State 
agency and Police representatives and local residents to address these issues. 
 
The details of the Action Plan are provided below. The status of each of the items in the Action 30 
Plan is also recorded. 
 
ISSUE – CAR PARKING 
 
Map out relevant jurisdictions of Seven Mile Beach Road car parks. Investigate options for future 35 
management of the car parks. 
 
Action 1: Identify by way of a detailed survey the location of Brays Beach and Whites Beach car 
parks. 
Response: Council has engaged the services of a registered surveyor to carry out a survey and 40 
provide Council with a detailed survey plan.  
 
Action 2: Investigate various management options for both car parks including closure, limited 
access or pay parking. 
Response: Car park management plan to be drafted after detailed survey plan is received by 45 
Council. As of the date of this report Council was yet to receive the plan. 
 
Action 3: Seek community and agency feedback on the car park management plan. 
Response: Car park management plan to be drafted after detailed survey plan is received by 
Council. As of the date of this report Council was yet to receive the plan. 50 
 
ISSUE - DELEGATIONS AND FUNCTIONS OF COUNCIL OFFICERS  
 
Delegations and functions of Council officers. 
 55 

https://www.northernstar.com.au/news/132-no-stopping-signs-wipe-out-beachfront-parking/3231807/
https://www.northernstar.com.au/news/132-no-stopping-signs-wipe-out-beachfront-parking/3231807/
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Action 4: Council to write to NPWS and request delegations for Council officers as honorary 
rangers under Section 17 of the National Parks and Wildlife Act. 
Response: Letter to NPWS was sent on 6 November 2017 as of the date of drafting this report 
Council had not received a response. 
 5 
Action 5: Council to write to NSW Police and request delegations for Council staff to give move on 
directions under Section 680A of the Local Government Act. 
Response: Letter to NSW Police was sent on 6 November 2017 as of the date of drafting this 
report Council had not received a response. 
 10 
ISSUE – UNAUTHORISED ACTIVITIES  
 
Unauthorised activities at the end of Seven Mile Beach Road including camping, vandalism and 
lighting of fires. 
 15 
Action 6: Explore the option to install a gate and turning circle about 130 metres north of the 
existing turning circle at the southern end of Seven Mile Beach Road. This section of Seven Mile 
Beach Road is located on a Council Managed Crown Reserve. Consider the ability to install and 
cost of the gate and creating a new turning circle. 
Response: The installation of a closed gate across a public road is dealt with under the Roads Act 20 
1993 Division 1 General Powers, clauses 114 and 115 and Division 2 clauses 116, 117,118 and 
119. It appears that Council does not have delegation to install a gate and only the RMS has the 
delegation. There is a process to be undertaken, detailing the reason why Council is proposing the 
installation, advertisement of the proposal and invitation of submissions to the RMS, who are the 
ultimate decision makers for the application by Council’s. This request needs to be further 25 
investigated by staff in conjunction with our legal staff, RMS and Crown Lands, who have the 
Crown reserve / road nearby.  
 
More investigation and liaison with RMS and Crown Lands is required and more details will be 
provided in the report to Council in early 2018.  30 
 
Further a review of signage is also to be undertaken to ensure that a clear and consistent message 
is provided to the visitors about permitted activities and acceptable standards of use of this area. 
 
Action 7: Carry out community and agency consultation in relation to the proposal. 35 
Response: This will be subject to a resolution of Council to endorse the approach. 
 
ISSUE - SEVEN MILE BEACH ROAD TRAFFIC  
 
Seven Mile Beach Road traffic management to reduce immediate traffic risks and control traffic. 40 
 
Action 8: Investigate and prepare a plan for traffic calming along Seven Mile Beach Road, 
including the installation of pinch points to regulate traffic. Work carried out in accordance with 
Section 115(2)(d) of the Roads Act, including pinch points and new signage. 
Response: Subject to a resolution from Council, staff will prepare options for traffic calming 45 
including recommendation that can be considered by the Local Traffic Committee (LTC). A budget 
is required for this investigation work as Infrastructure Planning staff are project based and must 
cost their time to funded projects. 
 
Seven Mile Beach Road is approximately 5.22km long and is unsealed for 4.8km and there is a 50 
small sealed section of 0.42km near house 248. A very approximate cost to upgrade the unsealed 
4.8km section would range from $2.4M to $3.1M. This needs to be investigated further by a 
concept design and cost estimate. If this is something Council could do in stages then detailed 
design, environmental assessment and site testing would need to be undertaken before 
construction could commence. 55 
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A request for speed humps along Seven Mile Rad was considered but not endorsed by the LTC at 
their meeting on 25 November 2015 and this recommendation was resolved by Council at its 
meeting on 10 December 2015 
 5 
Council at the meeting on 10 December 2015 did however resolve to install No Stopping signs 
along the length of Seven Mile Beach Road, from the end of current signage to near entrance #142 
where appropriate (eg limited road width and restricted sight lines), ask the Local Traffic 
Committee to endorse that signage prior to implementation and install advisory signage on Seven 
Mile Beach Road as appropriate. This effectively restricts no stopping along the full length of this 10 
road. 
 
Action 9: Draft a road sharing plan of Seven Mile Beach Road in accordance with relevant 
engineering standards. 
Response: The issue of a shared zone had been considered by the Local Traffic Committee at its 15 
meeting on 19 September 2017 and was not recommended. The LTC recommendations were 
resolved by Council at its meeting on 2 November 2017.  The key issue for a shared zone is 
compliance with the warrants/guidelines and this is problematic in this location.   
 
Traffic counts were undertaken between 4 and 14 March 2017, which is outside NSW and QLD 20 
school holidays and Easter 2017. A total of 2,673 vehicles travelled along the road in this period 
with an average of 410 vehicles each Saturday and Sunday and an average of 165 vehicles each 
day between Monday to Friday. 
 
Further traffic counts are planned from 30 November 2017 to 2 February 2018 to assist in 25 
determining an appropriate solution/recommendation. 
 
Action 10: Carry out community and agency consultation in relation to the above proposals. 
Response: This will be subject to a resolution of Council to endorse the approach. 
 30 
ISSUE – KINGS BEACH CAR PARK (NPWS) 
 
Action 11: Plan of management in draft since 2012. Residents and Council to write to the Minister 
requesting closure of Kings Beach car park and imposing time restrictions in Kings Beach Car Park 
to be explored in interim. 35 
Response: NPWS has installed new signs at Kings Beach and is following up on the Broken Head 
Nature Reserve draft plan of management. 
 
ISSUE – COMMUNICATIONS STRATEGY 
 40 
Action 12: Creation of a neighbourhood watch program. 
Response: Residents to implement this task with Council support for signage. 
 
Action 13: Creation of an online process for residents to report unauthorised activities on Seven 
Mile Beach Road. 45 
Response: The mail box has been created and Council has notified residents accordingly.  
 
ISSUE: VANDALISM AND UNAUTHORISED ACTIVITIES ON SEVEN MILE BEACH RAOD 
 
Action 14: Installation of covert surveillance cameras to address vandalism of signage and 50 
unauthorised activities. 
Response: Covert surveillance cameras have been purchased and are being trialled at Seven 
Mile Beach Road. Council is currently preparing a prosecution case for alleged unauthorised 
access to the beach by a 4wd vehicle on 22 November 2017. 
 55 
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Following on from the most recent working group meeting a number of letters have been received 
from local residents about the need to be proactive to address the impacts that visitors to the 
reserve and beaches are having on amenity and environment.  These are attached. 
 
The need now exists for this Action Plan to be formally endorsed by Council for wider community 5 
and agency consultation.  
 
Financial Implications 
 
Specific items in the Action Plan need to be costed and if necessary a budget allocation made. 10 
 
To undertake concept infrastructure planning investigations and surveys for road upgrades and 
investigation of traffic calming options a budget of say $20,000 will be required as Infrastructure 
Planning staff are project based and must cost their time to funded projects. There are no obvious 
sources of funds for this budget and its provision should be considered as part of the December 15 
2017 Infrastructure Services Financial Quarterly Review. 
 
Residents have made a request for additional Council resources in the form of a full time 
‘enforcement officer’ dedicated to patrolling Seven Mile Beach Road only. 
 20 
Wages for a Community Enforcement Officer (not including on costs) are as follows. 
 
Full time grade 6/8: $67,953 to $78,734 (not including penalty rates) 
 
Part time grade 6/8 (weekends only): $61,157 to $70,861 (including penalty rates). 25 
 
On costs for the above positions are calculated at 32.12% of the overall salary and are not 
included in the calculations. 
 
Penalty rates have not been calculated in the full time position estimate, because this position 30 
would need to be incorporated into the existing roster.     
 
In addition to the above estimates Council would require an additional 4wd vehicle, infringement 
device, body worn camera and communications. 
 35 
If Council were to consider deployment of additional resources at Seven Mile Beach Road it would 
be more cost effective to employ a full time position to be added to the normal roster and carry out 
patrols in accordance with a customer service agreement between Council and local residents.   
 
Notwithstanding the above, the enforcement team roster is being proactively managed for the 40 
summer period to deal with the many hots spots and issues across the Shire as a whole including 
the best ways to ensure coverage at the right times and right numbers (WHS) in this locality.  

 
Statutory and Policy Compliance Implications  
 45 
On the 7 November 2017 Council wrote to the Police requesting delegations to give move-on 
directions under Section 680A of the Local Government Act.  
 
On 7 November 2017 Council also wrote to the Office of Environment and Heritage requesting 
delegations to issue penalty infringement notices under the National Parks and Wildlife Act. 50 
Council is yet to receive a response from both authorities.  
 
Between 28 November 2015 and 28 November 2016 Council issued 328 penalty infringement 
notices at Seven Mile Beach Road. 
 55 
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Between 28 November 2016 and 28 November 2017 Council issued 747 penalty infringement 
notices at Seven Mile Beach Road. The statistics for that period are shown in the table below. 
 

OFFENCE 
 

NUMBER OF FINES TOTAL VALUE 

Disobey No Stopping Sign 406 $23,142 

Not Parallel Park In Direction of Travel 177 $19,470 

Park So As To Obstruct Vehicle/Pedestrians 135 $14,850 

Camping Related Fines (including littering) 29 $3190 

Total Fines Issued 747 $60,652 

 
In response to complaints from local residents in 2017 there has been a 227% increase in penalty 5 
infringement notices issued by Council in comparison with the number of fines issued in the 
previous 12 month period (28 November 2015 to 28 November 2016). 
 
The installation of a closed gate across a public road is dealt with under the Roads Act 1993 
Division 1 General Powers, clauses 114 and 115 and Division 2 clauses 116, 117,118 and 119. 10 
The process to undertake this needs to be investigated further as the ultimate decision is with the 
RMS not Council and there may be nearby Crown reserve / road impacted by any proposal. 
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Report No. 13.10 Approval to Operate a Caravan and Camping Ground application 
under section 68 of the Local Government Act 1993 and Regulations 
2005 for Ferry Reserve Holiday Park  

Directorate: Sustainable Environment and Economy 
Report Author: Shannon Burt, Director Sustainable Environment and Economy 5 

Stephen McCarthy, Building Certifier  
File No: I2017/1889 
Theme: Ecology 
 Development and Approvals 
 10 
 

Summary: 
 
Council considered Notice of Motion 9.1 at the Ordinary meeting of 25 May 2017, and resolved to 
receive Approval to Operate (ATO) a Caravan and Camping Ground applications under section 68 15 
of the Local Government Act 1993 and Regulations 2005 for Ferry Reserve and Massy Greene 
Holiday Parks subject to the conditions contained in Resolution 17-184. 
 
ATO applications were lodged on 6 November 2017 for each Park respectively and have now been 
assessed by staff.  20 
 
The ATO application for Ferry Reserve Holiday Park is recommended for approval subject to 
conditions. 
 
    25 

 
RECOMMENDATION:  

That Council grant approval under Chapter 7 of the Local Government Act, 1993 and the 
Local Government (Caravan Parks, Camping Grounds and Moveable Dwellings) Regulations 
1995 to operate a caravan park or camping ground on the property known as the Ferry 
Reserve Holiday park subject to the conditions in the Staff Compliance Assessment Report 
(Attachment 4 E2017/108747). 
 

Attachments: 
 
1 Site particulars - Approval to Operate a Caravan & Camping Ground, E2017/110977 ⇨  

2 Community Plan, E2017/110730 ⇨  30 
3 Proposed Concept Plan - Ferry Reserve Holiday Park, E2017/110692 ⇨  

4 Staff Compliance Assessment Report, E2017/108747 ⇨  

5 Schedule of Compliance Works and Activities, E2017/110961 ⇨  

  
 35 
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Report 
 
Council considered Notice of Motion 9.1 at the Ordinary meeting of 25 May 2017, and resolved as 
follows: 
 5 
17-184 
Resolved that Council: 
 
1. Notes the following Concept Plans for the purposes of the public exhibition of the Crown 

Reserve Plans of Management; 10 
 

a)   Revised Concept Plan for Ferry Reserve Holiday Park as shown at Attachment 1. 
b)   Revised Concept Plan for Massy Greene Holiday Parks as shown at Attachment 2. 

 
2.     a)    Supports NSWCHPT in seeking Ministerial approval to exhibit the proposed changes to 15 

the PoM for Ferry Reserve as per 1a hereof and it notes that it shows proposed road 
layout, formalised public access to the Boat Ramp and 10 meter setback from the 
Brunswick River. 

  
b)   Supports NSWCHPT in seeking Ministerial approval to exhibit the proposed changes to 20 

the PoM for Massy Green as per 1b hereof and notes that it shows proposed road 
layout, formalised public car parking, open public space in lot 7005 including a children's 
play area and public access to light craft ramp and 10 meter setback from the Brunswick 
River. 

 25 
3.    a)    Impose a condition on any Approval to Operate issued by Council in respect of the 

applications in 1a and 1b that the operation of the caravan park/camping ground and any 
building or work associated with its operation must comply with all applicable standards 
imposed by the Local Government (Manufacture Home Estates, Caravan Parks, 
Camping Grounds and Movable Dwellings) Regulation 2005, and; 30 

  
b)    where there is any non-compliance with the Local Government (Manufacture Home 

Estates, Caravan Parks, Camping Grounds and Movable Dwellings) Regulation 2005 
NSWCHPT commit to doing all acts and things necessary to resolve the non-compliance 
issues as part of the development and works programme of the relevant Holiday Park in 35 
accordance with the timing schedule and staging plan known as SCHEDULE OF 
COMPLIANCE WORKS AND ACTIVITIES which will form part of the Approval to 
Operate. 

 
4. In order to enable the development and works program set out in the SCHEDULE OF 40 

COMPLIANCE WORKS AND ACTIVITIES as per 3b and included as a condition in any 
Approval to Operate, the Approval to Operate  be issued for a period of three (3) years. 

 
5. Defer consideration of the Revised Concept Plan for Terrace Reserve Holiday Park until the 

June Ordinary meeting and schedule in early June a further workshop with representatives 45 
from the NSWCHP Trust, Council, Long Term Park Residents and the Community to 
consider the two (2) Revised Concept Plan options presented to the Councillor Strategic 
Planning Workshop on 11 May 2017 and working together to negotiate a suitable park 
design that:- 

 50 
a)   achieves compliance with the Local Government (Manufacture Home Estates, Caravan 

Parks, Camping Grounds and Movable Dwellings) Regulation 2005, and 
b)   recognises the historical public significance of cypress pines area 
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b)    provides a suitable setback of 10 meters from the Brunswick River to allow public access 
(includes the Trust continuing to negotiate with park residents to achieve the 10 meter 
setbacks adhered to in other areas of the Brunswick foreshore), and 

d)    provides a design which includes a vegetation plan of management which will at protect 
the foreshore and Cyprus Pines.  5 

 
Approval to Operate applications under section 68 of the Local Government Act 1993 and 
Regulations 2005 for Ferry Reserve and Massy Greene Holiday Parks were lodged on 6 
November 2017 for each Park respectively, including site particulars, a community map, fire 
certificate, revised concept plan and compliance schedule. 10 
 
Attachment 4 is the staff compliance assessment report for the Ferry Reserve Holiday Park. This 
report ensures that the ATO application satisfies the requirements of the resolution and the 
relevant Act and Regulations for the operation of a caravan park, and where this is not the case 
proposes suitable conditions of approval for this to occur within a specified time period. 15 
 
The ATO application for Ferry Reserve Holiday Park is recommended for approval subject to 
conditions.  
 
The conditions imposed are those of a standard nature and or those discussed with the NSWHPT. 20 
 
Financial Implications 
 
N/A 
 25 
Statutory and Policy Compliance Implications  
 
The operation of caravan parks and camping grounds require Approval to Operate (ATO) under 
Section 68 (Part F2) of the Local Government Act 1993. Applications are lodged by the land owner 
to continue the operation of caravan park and camping ground activities and application fees are 30 
paid in accordance with Councils’ adopted fees and charges.  
 
The process of assessing and determining ATO applications is regulated under Chapter 7 Part 1 of 
the Local Government Act 1993. Part of the consideration of such applications involves the 
auditing of compliance with the Local Government (Manufactured Home Estates, Caravan Parks, 35 
Camping Grounds and Moveable Dwellings) Regulation 2005 (“the Regulation”).  
 
Once it had been determined that the application represented the actual site activities, and 
satisfies the requirements of the Regulation, then an ATO approval is granted. Once an approval 
has been issued council may determine to extend or renew an approval (but without changing the 40 
terms of the approval) if satisfied there is good cause for doing so.  
 
The relevant sections of the Local Government Act have been reproduced below: 
 
LOCAL GOVERNMENT ACT 1993  45 
 
72 Determination of applications by the Crown  
 
(1)  A council, in respect of an application for approval made by the Crown or a person 

prescribed by the regulations, must not:  50 
(a)  refuse to grant approval, except with the written consent of the Minister, or  
(b)  impose a condition of an approval, except with the written consent of the Minister or 

the applicant.  
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(2)  If the council proposes to refuse to grant approval or to impose a condition of approval, it 
must immediately notify the applicant.  

 
(3)  After the applicant is so notified, the council must submit to the Minister:  

(a)  a copy of the application for approval, and  5 
(b)  details of its proposed determination of the application, and  
(c)  the reasons for the proposed determination, and  
(d)  any relevant reports of another public authority.  
 

(4)  The applicant may refer the application to the Minister whether or not the council complies 10 
with subsection (3).  

 
(5)  After receiving the application from the council or the applicant, the Minister must notify the 

council and the applicant of:  
(a) the Minister’s consent to the refusal of approval, or  15 
(b)  the Minister’s consent to the imposition of the council’s proposed conditions, or  
(c)  the Minister’s intention not to agree with the council’s proposed refusal and the period 

within which the council may submit any conditions it wishes to impose as conditions of 
approval, or  

(d)  the Minister’s refusal to agree with the council’s proposed conditions and any 20 
conditions to which the Minister’s consent may be assumed.  

 
(6)  At the end of the period specified in subsection (5) (c), the Minister must notify the council 

and the applicant:  
(a)  whether the Minister consents to the imposition of any of the conditions submitted by 25 

the council during that period and, if so, which conditions, or  
(b) of the conditions to which the Minister’s consent may be assumed.  
 

(7)  The Minister must notify the council and the applicant of the reasons for a decision under 
subsection (5) or (6).  30 

 
(8)  If the council does not determine the application within the period notified by the Minister for 

the purpose, the council is taken, on the expiration of that period, to have determined the 
application in accordance with the Minister’s consent.  

 35 
73   Effect of council’s failure to determine Crown application 
 

(1)   If the council does not determine an application to which section 72 applies within the 

relevant period specified in section 105, the council is taken, on the expiration of that period, 
to have refused the application. 40 

 
(2)   If the application is taken to have been refused, the applicant may refer the application to the 

Minister for determination. 
 
(3)   The Minister may determine an application so referred to the Minister. 45 
 
(4)   The Minister’s determination has effect as if it were a determination of the council. 
 
74 Prohibition on appeals concerning Crown applications  

No review or appeal lies against a determination that the council is taken to have made under 50 
section 72 (8) or a decision or determination of the Minister under section 72 or 73.  
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105 Circumstances in which approval is taken to have been refused  
 
(1)  If the council has not determined an application:  

(a)  within the period of 40 days after the application is lodged with it, except as provided 
by paragraph (b), or  5 

 
(b) within the period of 80 days after the application is lodged with it in the case of an 

application for which the concurrence of a person or authority is required by or under 
this Act, the council is, for the purposes only of section 176, taken to have determined 
the application by refusing approval on the date on which that period expires.  10 
 

(2)  Nothing in subsection (1) prevents the council from determining an application after the 
expiration of the 40-day or 80-day period, whether on a review under section 100 or 
otherwise.  

 15 
(3)  A determination under subsection (2) does not prejudice or affect the continuance or 

determination of an appeal made under section 176 in respect of a determination that is 
taken under subsection (1) to have been made, subject to subsection (4).  

 
(4)  Where a determination under subsection (2) is made by granting approval, the council is 20 

entitled, with the consent of the applicant and without prejudice to costs, to have an appeal 
made under section 176 in respect of a determination that is taken by subsection (1) to have 
been made, withdrawn at any time before the appeal is determined.  
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Report No. 13.11 Update on affordable housing partnership models 
Directorate: Corporate and Community Services 
Report Author: Anna Vinfield, Manager Corporate Services 

Christopher Soulsby, Development Planning Officer S94 & S64  
File No: I2017/1896 5 
Theme: Society and Culture 
 Community Development 
 

 

Summary: 10 
 
At its extraordinary meeting of 2 November, Council resolved for a report to be tabled at its 
December meeting providing a framework to support partnerships based on providing affordable 
housing outcomes (RES 17-535). 
 15 
This report provides an update on potential models being explored to address affordable housing 
noting that a workshop will be held with councillors in early 2018 on the principles and business 
analysis.  
 
 20 
    

 
RECOMMENDATION:  

That Council: 
 
1.  Note the potential frameworks being developed to support affordable housing 

partnerships. 
 
2.  Request a workshop be held in early 2018 to develop key principles for affordable 

housing models. 
 
 

  
 25 
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Report 
 
At its extraordinary meeting of 2 November, Council received a notice of motion from Cr Ndiaye on 
affordable housing.  Council resolved for a report to be tabled at its December meeting providing a 
framework to support partnerships based on providing affordable housing outcomes (RES 17-535): 5 
 
17-535 Resolved that Council:  

1. Tables an affordable housing addendum to its Supporting Partnerships Policy, focused on providing 

a clear framework to support partnerships based on providing affordable housing outcomes.  

2. Provides a report to Council’s December Ordinary meeting that:  10 

i. identifies preferred coordinating entities, structures and delivery arrangements which can 

deliver on Council’s intent in a coordinated way, that is flexible enough to adapt to the 

varying affordability needs of our community.  

ii. identifies ways to harness a range of community, private and Government resources and 

ensuring that benefits are retained for the community and that the principles of public 15 

accountability, community partnership, affordability in perpetuity and sustainability are 

embedded in the arrangement 

This report provides an update on potential models being explored to address affordable housing 
noting that a workshop will be held with councillors in early 2018 on the principles and business 
analysis.  20 
 
From the February 2017 housing summit, officers are working through how to address a number of 
issues such as: 
 

 homelessness 25 

 key worker housing 

 land availability 

 housing types and designers  
 

Models & Approaches to Affordable Housing 30 
 
The UK and America are leading the way with affordable housing models utilising Community Land 
Trusts and sophisticated laws that enable the separation of land and buildings and thus provide 
more affordable housing solutions.   
 35 
Across NSW there are various examples of models being used by local governments to address 
their specific affordable housing needs.  These include: 
 

 City of Port Phillip – Inkerman Oasis is an award-winning example of ‘Council as developer’, 
utilising a partnership (or PPP model).   However, more recently the City of Port Phillip has 40 
moved away from the Council as developer model and has moved into a ‘partnership’ model 
with Port Phillip Housing Association, as trustee of the Port Phillip Housing Trust. This is 
underpinned by a 10 year affordable housing strategy, In Our Backyard - Growing Affordable 
Housing in Port Phillip 2015 – 2025.  The strategy includes facilitating new community housing 
projects through property and cash contributions to local housing organisations, and 45 
advocating for an affordable housing planning mechanism that will incentivise private sector 
delivery of new affordable housing. 
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 Waverley City Council - Waverley Affordable Housing Program (WAHP) provides good 
quality rental apartments at reduced rents. It targets low to moderate income households who 
are in full or part time work.  Waverley City Council owns the buildings that it rents out – these 
were predominantly purchased decades ago via S94 contributions. 

There are a number of models and approaches that Council can consider when it comes to 5 
achieving more affordable housing for residents in the Byron Shire. 

Officers are currently reviewing Council’s affordable housing policy and this will seek to provide a 
long-term strategy that sets out what affordable housing is and what Byron Shire Council’s role is 
in providing affordable housing, and to which vulnerable groups of people.  This will seek to be 
outcomes focussed. 10 

It will also acknowledge the market forces that are impacting on Byron Shire’s housing issues, 
such as growing rates of tourism and the share economy (including AirBnB).  

The following affordable housing models/approaches are based on Council’s commitment to retain 
strategically important Council-owned land.   

1. Council as housing developer on Council-owned land 15 
This model involves Council fully financing the development itself via grant funding, loans and/or 
impact investment.  Under this model, properties may be sold or rented at market-value to 
return recurrent revenue and recoup costs over long-term.  

2. Council entering into a partnership or PPP to build affordable housing 
Under this model, Council provides the land, a developer provides the buildings. A deal is 20 
arranged regarding ownership and transfer of the properties to Council.  This could be a mixed-
use development, enabling Council to rent or sell some properties at market rates.  Under this 
model, a range of other partnerships with community housing providers could be established. 
Example: City of Port Phillip created the award-winning Inkerman Oasis development in St Kilda 
East with a mix of private and integrated affordable housing. 25 

3. Council setting up and leading a Community Land Trust (CLT) in order to control the 
outcomes of housing built on council-owned or privately owned (or donated) land.  Council 
relies on the CLT to source finance or funding to either build affordable housing or work with 
community housing partners to source existing properties that can be purchased.  

4. Council being part of a CLT – but at arms length.   30 
Council as a ‘golden shareholder’ of the CLT.  Council allowing a partner or intermediary to run 
a housing or development project and deliver agreed affordable housing outcomes with an 
overseeing role provided to Council (from a risk management perspective).  

5. Council as both developer (either self-funded or via PPP) and then as manager of housing 
projects, without a CLT or intermediary, retaining full control of the management of affordable 35 
housing arrangements. 

6. Council offering a Modified Shared-Equity scheme on Council-owned land (either by 
developing housing itself or through a partnership).  
Shared equity is where different parties share the ownership of the property and any house 
erected on the land.  In the case of shared equity offered by a private owner, for example a 40 
Council, one co-owner is the Council and the other co-owner is the resident. Another option is 
that a CLT offers modified shared equity, where one co-owner is the CLT and the other co-
owner is the Resident.  The CLT might sell a specified portion of the value of the property to the 
Resident for an agreed price.  For example, a CLT may sell 50 percent of the equity and keep 
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50 percent.  Or the Resident’s proportion could be higher, or lower.  Each co-owner has the 
right to dispose of their interest by sale; however, an agreement can restrict terms of the sale so 
that the CLT has first option to buy, and the extent of capital gain on this. 

7. Long-term leases 

Council provides existing or new Council-owned housing stock and develops an affordable 5 
housing program by providing a long-term lease to a partner (such as a Community Housing 
partner).  Providing longer term leases on Council-owned land enables a CLT to provide 
affordable long-term rental accommodation (because they are essentially renting out the 
building and not paying for the cost of the land).  An affordable rental model could target key 
workers, for example.  It could also provide community/social housing. 10 

8. A combination of any of the above. 

While the above models involve retaining strategically important Council-owned land, opportunities 
may arise whereby the sale of land provides superior funding mechanism that returns a higher cost 
benefit ratio.  This may allow for increased spending on affordable housing projects and/or 
infrastructure over a longer time period. 15 

Mechanisms 
 
There will be a number of mechanisms needed to facilitate the implementation of the models 
described above.  These mechanisms will either secure land for affordable housing or defer some 
the up front capital costs of development.  Some of the mechanisms to be explored are: 20 
 
1. Value capture of increase in land value from rezoning.   

When land is up zoned, for example from rural to residential there is an unearned windfall gain 
to the land owner.  There are two ways in which this part of this gain could be captured to 
provide opportunities for affordable housing projects.   25 

 
i. A proportion of the total area of land is to be rezoned is to be dedicated to Council for the 

purposes of provision of affordable housing.  This would be set out in Planning Agreement 
entered into prior to the rezoning proceeding; or 

ii. A cash contribution to the provision of affordable housing, expressed as a percentage 30 
of the increase in land value due to the rezoning.  This would also required a Planning 
Agreement to be entered into prior to the rezoning proceeding.  

  
2. Deferment of the payment of developer contributions (section 94 and section 64) would be 

a mechanism to reduce the up front capital cost of setting up affordable housing.  It is not 35 
acceptable to simply waive these charges as the demands on the infrastructure created by the 
new population will still exist.  The current deferral mechanisms are not appropriate as they only 
allow deferral for a short time period to enable the release of a construction certificate and 
require security.  A new deferral option to allow for the deferred payment to be amortized over a 
20 year time period with the payments made by the governing body of the affordable housing 40 
body.  A proportion of the rent or payments to the affordable housing provider by the occupiers 
are used to pay off the developer contributions.   

 
Supporting partnership guidelines  
 45 
Draft guidelines are under development to provide a framework for Council to administer both 
unsolicited and solicited proposals. The guidelines will seek to ensure that transparency and 
accountability is achieved, provide consistency and certainty for proponents, and outline the 
information that will be made public.  As per Council’s policy, partnerships can only arise through 
an open market-based process. It is intended that all proposals will be initially assessed against 50 
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Council’s community strategic plan objectives.  Detailed objectives and principles will be 
workshopped with Councillors at a future workshop.  
 
Next steps  
 5 
A workshop will be held with councillors in early 2018 on: 
 

 the principles for affordable housing  

 business analysis of different models – including cost benefit and potential risks  

 specifications for the financial data to be presented to enable Council to model the proposal 10 
 

Financial Implications 
 
There are a number of financial considerations to take into account when developing suitable 
models.  Officers have developed a business analysis tool which will be workshopped with 15 
Councillors at a future strategic planning workshop.  
 
Statutory and Policy Compliance Implications  
 
Council’s 2016-2020 Delivery Plan includes an action to ‘establish planning for and provision of 20 
inclusive and accessible housing that can meet the needs of our community. 
 
Council’s 2016/17 Financial Sustainability Plan references the need for collaboration and 
partnerships and includes a section on development options for key land sites.  
 25 
Council’s Affordable housing on Council Owned Land Policy (2009) is being reviewed.  The 2009 
version includes the policy statement ‘When considering the best use of lands owned by Council, 
as a first option, consideration is given to affordable housing’. 
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Report No. 13.12 Approval to Operate application under section 68 of the Local 
Government Act 1993 and Regulations 2005 for Massy Greene Holiday 
Park 

Directorate: Sustainable Environment and Economy 
Report Author: Shannon Burt, Director Sustainable Environment and Economy 5 

Stephen McCarthy, Building Certifier  
File No: I2017/1897 
Theme: Ecology 
 Development and Approvals 
 10 
 

Summary: 
 
Council considered Notice of Motion 9.1 at the Ordinary meeting of 25 May 2017, and resolved to 
receive Approval to Operate (ATO) a Caravan and Camping Ground applications under section 68 15 
of the Local Government Act 1993 and Regulations 2005 for Ferry Reserve and Massy Greene 
Holiday Parks subject to the conditions contained in Resolution 17-184. 
 
ATO applications were lodged on 6 November 2017 for each Park respectively and have now been 
assessed by staff.  20 
 
The ATO application for Massy Greene Holiday Park is recommended for approval subject to 
conditions. 
 
    25 

 
RECOMMENDATION:  

That Council grant approval under Chapter 7 of the Local Government Act, 1993 and the 
Local Government (Caravan Parks, Camping Grounds and Moveable Dwellings) Regulations 
1995 to operate a caravan park or camping ground on the property known as the Massy 
Greene Holiday park subject to the conditions in the Staff Compliance Assessment Report 
(Attachment 4 E2017/108745). 
 

Attachments: 
 
1 Site particulars - Approval to Operate a Caravan & Camping Ground, E2017/110975 ⇨  

2 Community Plan, E2017/110722 ⇨  30 
3 Proposed Concept - Plan Massy Green Holiday Park, E2017/110695 ⇨  

4 Staff Compliance Assessment Report, E2017/108745 ⇨  

5 Schedule of Compliance Works and Activities, E2017/110918 ⇨  

  
 35 
  

../../../RedirectToInvalidFileName.aspx?FileName=OC_14122017_ATT_613.PDF#PAGE=216
../../../RedirectToInvalidFileName.aspx?FileName=OC_14122017_ATT_613.PDF#PAGE=220
../../../RedirectToInvalidFileName.aspx?FileName=OC_14122017_ATT_613.PDF#PAGE=222
../../../RedirectToInvalidFileName.aspx?FileName=OC_14122017_ATT_613.PDF#PAGE=223
../../../RedirectToInvalidFileName.aspx?FileName=OC_14122017_ATT_613.PDF#PAGE=233


B Y R O N  S H I R E  C O U N C I L  

STAFF REPORTS - SUSTAINABLE ENVIRONMENT AND ECONOMY 13.12 
 
 

Ordinary Meet ing Agenda  14 December 2017  page 101 
 

Report 
 
Council considered Notice of Motion 9.1 at the Ordinary meeting of 25 May 2017, and resolved as 
follows: 
 5 
Council considered Notice of Motion 9.1 at the Ordinary meeting of 25 May 2017, and resolved as 
follows: 
 
17-184 
Resolved that Council: 10 
 
1. Notes the following Concept Plans for the purposes of the public exhibition of the Crown 

Reserve Plans of Management; 
 

a)  Revised Concept Plan for Ferry Reserve Holiday Park as shown at Attachment 1. 15 
b)   Revised Concept Plan for Massy Greene Holiday Parks as shown at Attachment 2. 

 
2.     a)    Supports NSWCHPT in seeking Ministerial approval to exhibit the proposed changes to 

the PoM for Ferry Reserve as per 1a hereof and it notes that it shows proposed road 
layout, formalised public access to the Boat Ramp and 10 meter setback from the 20 
Brunswick River. 

  
b)   Supports NSWCHPT in seeking Ministerial approval to exhibit the proposed changes to 

the PoM for Massy Green as per 1b hereof and notes that it shows proposed road 
layout, formalised public car parking, open public space in lot 7005 including a children's 25 
play area and public access to light craft ramp and 10 meter setback from the Brunswick 
River. 

 
3.     a)  Impose a condition on any Approval to Operate issued by Council in respect of the 

applications in 1a and 1b that the operation of the caravan park/camping ground and any 30 
building or work associated with its operation must comply with all applicable standards 
imposed by the Local Government (Manufacture Home Estates, Caravan Parks, 
Camping Grounds and Movable Dwellings) Regulation 2005, and; 

  
b) Where there is any non-compliance with the Local Government (Manufacture Home 35 

Estates, Caravan Parks, Camping Grounds and Movable Dwellings) Regulation 2005 
NSWCHPT commit to doing all acts and things necessary to resolve the non-compliance 
issues as part of the development and works programme of the relevant Holiday Park in 
accordance with the timing schedule and staging plan known as SCHEDULE OF 
COMPLIANCE WORKS AND ACTIVITIES which will form part of the Approval to 40 
Operate. 

 
4. In order to enable the development and works program set out in the SCHEDULE OF 

COMPLIANCE WORKS AND ACTIVITIES as per 3b and included as a condition in any 
Approval to Operate, the Approval to Operate  be issued for a period of three (3) years. 45 

 
5. Defer consideration of the Revised Concept Plan for Terrace Reserve Holiday Park until the 

June Ordinary meeting and schedule in early June a further workshop with representatives 
from the NSWCHP Trust, Council, Long Term Park Residents and the Community to 
consider the two (2) Revised Concept Plan options presented to the Councillor Strategic 50 
Planning Workshop on 11 May 2017 and working  together to negotiate a suitable park 
design that  :- 

 
a)   achieves compliance with the Local Government (Manufacture Home Estates, Caravan 

Parks, Camping Grounds and Movable Dwellings) Regulation 2005, and 55 
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b)    recognises the historical public significance of cypress pines area 
b)    provides a suitable setback of 10 meters from the Brunswick River to allow public access 

(includes the Trust continuing to negotiate with park residents to achieve the 10 meter 
setbacks adhered to in other areas of the Brunswick foreshore), and 

d)    provides a design which includes a vegetation plan of management which will at protect 5 
the foreshore foreshore and Cyprus Pines.  

 
Approval to Operate applications under section 68 of the Local Government Act 1993 and 
Regulations 2005 for Ferry Reserve and Massy Greene Holiday Parks were lodged on 6 
November 2017 for each Park respectively, including site particulars, a community map, fire 10 
certificate, revised concept plan and compliance schedule. 
 
Attachment 4 is the staff compliance assessment report for the Ferry Reserve Holiday Park. This 
report ensures that the ATO application satisfies the requirements of the resolution and the 
relevant Act and Regulations for the operation of a caravan park, and where this is not the case 15 
proposes suitable conditions of approval for this to occur within a specified time period. 
 
The ATO application for Massy Greene Holiday Park is recommended for approval subject to 
conditions. 
 20 
The conditions imposed are those of a standard nature and or those discussed with the NSWHPT. 
 
Financial Implications 
 
N/A 25 
 
Statutory and Policy Compliance Implications  
 
The operation of caravan parks and camping grounds require Approval to Operate (ATO) under 
Section 68 (Part F2) of the Local Government Act 1993. Applications are lodged by the land owner 30 
to continue the operation of caravan park and camping ground activities and application fees are 
paid in accordance with Councils’ adopted fees and charges.  
 
The process of assessing and determining ATO applications is regulated under Chapter 7 Part 1 of 
the Local Government Act 1993. Part of the consideration of such applications involves the 35 
auditing of compliance with the Local Government (Manufactured Home Estates, Caravan Parks, 
Camping Grounds and Moveable Dwellings) Regulation 2005 (“the Regulation”).  
 
Once it had been determined that the application represented the actual site activities, and 
satisfies the requirements of the Regulation, then an ATO approval is granted. Once an approval 40 
has been issued council may determine to extend or renew an approval (but without changing the 
terms of the approval) if satisfied there is good cause for doing so.  
 
The relevant sections of the Local Government Act have been reproduced below: 
 45 
LOCAL GOVERNMENT ACT 1993  
 
72 Determination of applications by the Crown  
 
(1)  A council, in respect of an application for approval made by the Crown or a person 50 

prescribed by the regulations, must not:  
(a)  refuse to grant approval, except with the written consent of the Minister, or  
(b)  impose a condition of an approval, except with the written consent of the Minister or 

the applicant.  
 55 
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(2)  If the council proposes to refuse to grant approval or to impose a condition of approval, it 
must immediately notify the applicant.  

 
(3)  After the applicant is so notified, the council must submit to the Minister:  

(a)  a copy of the application for approval, and  5 
(b)  details of its proposed determination of the application, and  
(c)  the reasons for the proposed determination, and  
(d)  any relevant reports of another public authority.  
 

(4)  The applicant may refer the application to the Minister whether or not the council complies 10 
with subsection (3).  

 
(5)  After receiving the application from the council or the applicant, the Minister must notify the 

council and the applicant of:  
(a) the Minister’s consent to the refusal of approval, or  15 
(b)  the Minister’s consent to the imposition of the council’s proposed conditions, or  
(c)  the Minister’s intention not to agree with the council’s proposed refusal and the period 

within which the council may submit any conditions it wishes to impose as conditions of 
approval, or  

(d)  the Minister’s refusal to agree with the council’s proposed conditions and any 20 
conditions to which the Minister’s consent may be assumed.  

 
(6)  At the end of the period specified in subsection (5) (c), the Minister must notify the council 

and the applicant:  
(a)  whether the Minister consents to the imposition of any of the conditions submitted by 25 

the council during that period and, if so, which conditions, or  
(b) of the conditions to which the Minister’s consent may be assumed.  
 

(7)  The Minister must notify the council and the applicant of the reasons for a decision under 
subsection (5) or (6).  30 

 
(8)  If the council does not determine the application within the period notified by the Minister for 

the purpose, the council is taken, on the expiration of that period, to have determined the 
application in accordance with the Minister’s consent.  

 35 
73   Effect of council’s failure to determine Crown application 
 

(1)   If the council does not determine an application to which section 72 applies within the 

relevant period specified in section 105, the council is taken, on the expiration of that period, 
to have refused the application. 40 

 
(2)   If the application is taken to have been refused, the applicant may refer the application to the 

Minister for determination. 
 
(3)   The Minister may determine an application so referred to the Minister. 45 
 
(4)   The Minister’s determination has effect as if it were a determination of the council. 
 
74 Prohibition on appeals concerning Crown applications  

No review or appeal lies against a determination that the council is taken to have made under 50 
section 72 (8) or a decision or determination of the Minister under section 72 or 73.  

105 Circumstances in which approval is taken to have been refused  
 



B Y R O N  S H I R E  C O U N C I L  

STAFF REPORTS - SUSTAINABLE ENVIRONMENT AND ECONOMY 13.12 
 
 

Ordinary Meet ing Agenda  14 December 2017  page 104 
 

(1)  If the council has not determined an application:  
(a)  within the period of 40 days after the application is lodged with it, except as provided 

by paragraph (b), or  
 
(b) within the period of 80 days after the application is lodged with it in the case of an 5 

application for which the concurrence of a person or authority is required by or under 
this Act, the council is, for the purposes only of section 176, taken to have determined 
the application by refusing approval on the date on which that period expires.  
 

(2)  Nothing in subsection (1) prevents the council from determining an application after the 10 
expiration of the 40-day or 80-day period, whether on a review under section 100 or 
otherwise.  

 
(3)  A determination under subsection (2) does not prejudice or affect the continuance or 

determination of an appeal made under section 176 in respect of a determination that is 15 
taken under subsection (1) to have been made, subject to subsection (4).  

 
(4)  Where a determination under subsection (2) is made by granting approval, the council is 

entitled, with the consent of the applicant and without prejudice to costs, to have an appeal 
made under section 176 in respect of a determination that is taken by subsection (1) to have 20 
been made, withdrawn at any time before the appeal is determined.  
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Report No. 13.13 PLANNING - S96 10.2013.577.3 Minor Alterations and Additions to 
Men's Shed at 26 Station Street Bangalow 

Directorate: Sustainable Environment and Economy 
Report Author: Rob Van Iersel, Major Projects Planner  
File No: I2017/1908 5 
Theme: Ecology 
 Development and Approvals 
 

 

Proposal: 10 

Section 96 
Application No:  

10.2013.577.3 

Proposed 
modification: 

S96 for Minor Alterations and Additions to Men's Shed 

Original 
Development: 

Recreation establishment (Men's Shed), car park (26 spaces) and tree removal 
(9 trees) 

Type of s96 
sought: 

     

Property 
description: 

LOT: 1 DP: 927856 

26 Station Street BANGALOW 

Parcel No/s: 140990 

Applicant: Bangalow Lions Club 

Owner: Catholic Church Trustees 

Zoning: RU2 Rural Landscape / PART DM Deferred Matter 

S96 Date received: 31 October 2017 

Original DA 
determination 
date: 

29/01/2014 

Integrated 
Development: 

No 

Public notification 
or exhibition:  

Level 0 advertising under DCP 2014 Part A14 – Public Notification and Exhibition 
of Development Applications  

Delegation to 
determination: 

Council 
 

Issues:  Boom gates proposed to be erected at car park entry to prevent parking by 
general public 

 
Summary: 

An application has been received to S96 for Minor Alterations and Additions to Men's Shed. The 
main alteration is the addition of a 7m x 7m masonry block extension to the north of the existing 
shed to increase the internal usable area.  The addition also includes a roof-top area proposed to 15 
be used for gardening activities and a plant nursery, accessed via an external staircase on the 
northern side. 
 
Boom-gates are also proposed at either end of the car park. The proposal is satisfactory having 
regard to relevant matters for consideration including Byron LEP 2104 and Byron DCP 2014. The 20 
proposal is considered to be substantially the same development as approved and the Section 96 
application is recommended for approval subject to amended conditions of consent. 
 
NOTE TO COUNCILLORS: 
 25 
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In accordance with the provisions of S375A of the Local Government Act 1993, a Division is to be called 
whenever a motion for a planning decision is put to the meeting, for the purpose of recording voting on 
planning matters.  Pursuant to clause 2(a) under the heading Matters to be Included in Minutes of Council 
Meetings of Council's adopted Code of Meeting Practice (as amended) a Division will be deemed to have 
been called by the mover and seconder of all motions relating to this report. 5 
 
    

 
RECOMMENDATION:  

That pursuant to Section 96 of the Environmental Planning & Assessment Act 1979, 
Application No. 10.2013.577.3, for minor alterations and additions to Men's Shed, be 
approved by modifying Development Consent number 10.2013.577.1 as indicated in 
Attachment 2 (E2017/110488). 
 

Attachments: 
 10 
1 Attachment 1 Development Plans , E2017/110424 ⇨  

2 Attachment 2  Proposed Modified Conditions of Consent 10.2013.577.3, E2017/110488 ⇨  

  
 

 15 
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Assessment: 
 
1. INTRODUCTION  
 
1.1. History/Background 5 
 
DA10.2013.577.1 – Men’s Shed and Car Parking area - Approved 27/01/14 

DA 10.2013.577.2 – S96 to alter car parking condition to remove requirement for car parking to 
remain open to the public – Approved 30/05/17. 
 10 
1.2. Description of the proposed development 
 
This application seeks approval to modify aspects of the approved Men's Shed; including: 

 Widening of the verandah along the front of the shed from 1.8m to 2.8m.  See photo below – 
verandah will cover an existing pathway that is already 2.8m wide (i.e. wider than shown in 15 
approved plan).  There is a retaining wall at the edge of this pathway, with existing car parking 
below.  Covering of verandah will not impact on parking. 

 Deletion of a concrete deck at the southern end of the building and replacing it with a wider 
paved area – see photo below – construction works commenced. 

 Construction of a 7m x 7m extension to the northern end of the shed, to include a roof-top area 20 
for gardening activities.  Roof-top to include railing approx. 1.2m high around the edge, with 
external stairs at the northern side.  Where the extension joins the existing shed, a 1.0m high 
parapet is proposed to prevent access onto the roof of the shed.  A 1.2m high railing is 
proposed on top of the parapet, resulting in a maximum height of 4.9m. 

 Construction of new retaining wall at the northern end of the extension; and 25 

 Provision of boom gates at car park access points. 
 
1.3. Description of the site 
 
The site is owned by the Catholic Church Trustees who also own three adjoining parcels to the 30 
west and south of the site.  The land is rectangular in shape and is approximately 1,800m2 in area, 
stretching from Deacon Street down to Byron Creek, directly adjacent to a public parking area 
(within southern extension of Station Street).   
 
The property has now been developed with the men’s shed and the associated car park, generally 35 
in accordance with the approved plans. 
 

   

Location of proposed 
verandah 

Deck at south end of building Location of northern 
extension 

 
2.  
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SECTION 79C – MATTERS FOR CONSIDERATION – DISCUSSION OF ISSUES 
 

Having regard for the matters for consideration detailed in Section 79C(1) of the Environmental 
Planning & Assessment Act 1979, the following is a summary of the evaluation of the issues. 

 5 
Section 96 of the EPA Act 1979 
 
The proposed development has been submitted as an amendment to the approved development 
under Section 96(1A) of the EPA Act 1979. The proposed development will in effect add a small 
extension to the existing shed as approved with an area of 7mx7m. The proposal is considered to 10 
be substantially the same development with its use directly relating to the mens shed and the 
extension raising no additional issues for consideration. The development is satisfactory having 
regards to the S96 provisions.  

 
2.1. State/Regional Planning Policies, Instruments, EPA Regulations 2000 15 
 

 Agree or No (add comments as required) 

Proposed amendments raise 
no issues under the relevant 
SEPPS, Policies or clauses of 
the EPA Regulations 2000 

Agree 

 
2.2. Byron Local Environmental Plan 2014 
 

 Agree or No (add comments as required) 

Proposed amendments raise 
no issues under the LEP 

Agree 

 

 20 
2.3. Draft EPI that is or has been placed on public exhibition and details of which have 

been notified to the consent authority - Issues 
 

 Agree or No. (Add comments as required) 

No draft EPIs affect the 
proposal.   

Agree 

 

 
2.4. Development Control Plans 25 
 

 Agree or No. (Add comments as required) 

Proposed amendments do not 
generate any additional issues 
that have not been previously 
considered. 

Agree 

In terms of the boom gates to the car parking area, this is a 
private car park as opposed to a public car park. As such the 
restriction to the car park is considered acceptable, however it is 
noted the Men’s Shed or property owner will need to ensure the 
car park is accessible to members and visitors to the men shed. 
Condition 31 of the consent already requires access to be 
maintained at all times as follows: 
 

31) Car Parking spaces are to be available for the 
approved use 

The car parking spaces are to be provided and maintained, 
together with all necessary access driveways and turning 
areas, for use by the men shed, including their members, 
visitors and guests, at all times to the satisfaction of 
Council.  
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 Agree or No. (Add comments as required) 

It is considered the condition does not need amending in this 
instance  

 
2.5. The likely impacts of that development, including environmental impacts on both 

the natural and built environments, and social and economic impacts in the locality 
 

 Agree or No (Add comments as required) 

Proposed amendments do not 
generate any impacts that 
have not been previously 
considered. 

Agree 

 

 5 
2.6. The suitability of the site for the development 
 

 Agree or No. (Add comments as required) 

Proposed amendments do not 
affect the site’s suitability. 

Agree 

 

 
3.6 Submissions made in accordance with this Act or the regulations 
 10 

 Agree or No. (Add comments as required) 

No Submissions were 
received. 

Agree 

 

 
3.7 Public interest 
 

 Agree or No Add comments as required 

Proposed amendments are 
unlikely to prejudice or 
compromise the public 
interest. 

Agree 

 

 
4. DEVELOPER CONTRIBUTIONS/ WATER AND SEWER CHARGES 15 
 

 Agree or No. (Add comments as required) 

There is no nexus to levy 
additional contributions. 

Agree 

 

 
 
3. CONCLUSION 
 20 
The application proposes alterations and additions to the existing men's shed at Bangalow.  The 
main alteration is the addition of a 7m x 7m masonry block extension to the north of the existing 
shed to increase the internal usable area.  The addition also includes a roof-top area proposed to 
be used for gardening activities and a plant nursery, accessed via an external staircase on the 
northern side. Boom-gates are also proposed at either end of the car park. 25 
 
The proposal is satisfactory having regard to relevant matters for consideration and is considered 
to be substantially the same development as approved. The section 96 application is 
recommended for approval. 
 30 
4. DISCLOSURE OF POLITICAL DONATIONS AND GIFTS  
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Has a Disclosure Statement been received in relation to this application No 

Have staff received a ‘gift’ from anyone involved in this application that needs 
to be disclosed. Where the answer is yes, the application is to be determined 
by the Director or Manager of the Planning, Development and Environment 
Division. 

No 

Provide Disclosure Statement register details here: 
Not applicable 
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STAFF REPORTS - INFRASTRUCTURE SERVICES 

 
Report No. 13.14 Byron Bay Pay Parking Time Limit Review 
Directorate: Infrastructure Services 
Report Author: Joshua Winter, Civil Engineer  5 
File No: I2017/1558 
Theme: Community Infrastructure  
 Local Roads and Drainage 
 

 10 
Summary: 
 
As part of the review of pay parking for Byron Bay, Council staff investigated and reviewed the 
appropriateness of the time limits throughout the paid parking area in Byron Bay. There were a 
number of areas found that may benefit from an alteration to the time limit, which would encourage 15 
longer term visitors to park outside the town centre and minimise the number of cars in town in 
accordance with the Byron Bay Town Centre Master Plan, as adopted by Council. 
 

The recommended changes were adopted on 21 September 2017 by Council for community 
consultation in resolution 17-425.  Staff then placed the changes on exhibition, in local newspapers 20 
and created an online survey, the results of which are attached for review. 
 

Based on the small number of submissions and online survey results, it is difficult to determine the 
overall feel of the community. There was some concern raised in submissions regarding the 
reduction in time limits in Lawson Street North and South car parks and Fletcher Street, however 25 
as Byron Bay grows and the Master Plan is implemented, the centre of town should not be 
encouraged for long term parking and the online survey indicated that the majority of respondents 
would agree with all changes with the exceptions of Wordsworth and Shirley Street; however these 
shorter term zones were in place when the Byron Bay hospital was operational, which is no longer 
the case. 30 
 
    

 
RECOMMENDATION:  

1. That the changes to the parking time limits in the Byron Bay pay parking area as 
outlined below be endorsed: 

 

a) Wordsworth Street – modify 2P zone to OP (no limit) zone. 

b) Shirley Street – modify 4P zone to OP (no limit) zone. 

c) Lawson Street North and South Car Parks – modify from OP (no limit) to 4P. 

d) Somerset Street and Butler Street Reserve – modify to free parking zone. 

e) Butler Street – modify 4P zone to OP (no limit) zone. 

f) Byron Street – modify 2P zone to 1P zone. 

g) Fletcher Street – modify eastern side from 4P to 2P. 

h) Jonson Street – modify Carlyle to Kingsley zone from 1P to 2P. 

2. That a budget of $15,000 be approved from Pay Parking Operations in Byron Bay to 
modify the signage. 

 
3. That a report be prepared for the Local Traffic Committee for concurrence prior to 

actioning for items 1a), 1b), 1c), 1e), 1f), 1g) and 1h). 
 
4.  That the modification in item 1d) for Somerset Street and Butler Street Reserve be 

implemented as soon as possible. 
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Attachments: 
 
1 Submissions to Byron Bay Time Limit Review, E2017/108012 ⇨  

2 Online Survey Results for Byron Bay Time Limit Review, E2017/108013 ⇨  

3 Report to Council - Byron Bay Pay Parking Time Limits Review, E2017/108014 ⇨  5 
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Report 
 
As part of the review of pay parking for Byron Bay, Council staff investigated and reviewed the 
appropriateness of the time limits throughout the scheme area in Byron Bay. There were a number 
of areas found that may benefit from an alteration to the time limit, which would encourage longer 5 
term visitors to park outside the town centre and minimise the number of cars in town in 
accordance with the Byron Bay Town Centre Master Plan as adopted by Council. 
 
The recommended changes were adopted on 21 September 2017 by Council for community 
consultation in resolution 17-425. Staff then placed the changes on exhibition, in local newspapers 10 
and created an online survey, the results of which are attached for review. 
 
Online Survey Results 
 
The table below summarise the online survey results, being Yes, No or Don’t Mind for each time 15 
limit change proposed, the percentages are calculated from 15 respondents. 
 

Street Change Yes No Don’t Mind 

Wordsworth Street 2P  OP 40.0% 46.7% 13.3% 

Shirley Street 4P  OP 46.7% 46.7% 6.6% 

Lawson Street North/South Car Parks OP  4P 66.6% 26.7% 6.7% 

Butler Street Reserve & Somerset St FREE Parking 93.3% 6.7% -- 

Butler Street (Somerset to Shirley) 4P  OP 60.0% 33.3% 6.7% 

Byron Street (Jonson to Fletcher) 2P  1P 60.0% 40.0% -- 

Fletcher Street (eastern side) 4P  2P 66.6% 26.7% 6.7% 

Jonson Street (Carlysle to Kingsley) 1P  2P 73.3% 20.0% 6.7% 

 
Recommendation 
 20 
Based on the small number of submissions and online survey results, it is difficult to determine the 
overall feel of the community. There was some concern about the reduction in time limits in 
Lawson Street North and South car parks and Fletcher Street, however as Byron Bay grows and 
the Master Plan is implemented, the centre of town should not be the place for long term parking. 
The online survey indicated that the majority of respondents would agree with all of the changes 25 
with the exceptions of Wordsworth and Shirley Streets; however these shorter term zones were in 
place when the Byron Bay hospital was operational, which is no longer the case. 
 
Staff recommends that Council endorse the changes to the time limits in the areas outlined below 
to be implemented in January 2018: 30 
 
a) Wordsworth Street – modify 2P zone to OP (no limit) zone. 
b) Shirley Street – modify 4P zone to OP (no limit) zone. 
c) Lawson Street North and South Car Parks – modify from OP (no limit) to 4P. 
d) Somerset Street and Butler Street Reserve – modify to free parking zone. 35 
e) Butler Street – modify 4P zone to OP (no limit) zone. 
f) Byron Street – modify 2P zone to 1P zone. 
g) Fletcher Street – modify eastern side from 4P to 2P. 
h) Jonson Street – modify Carlyle to Kingsley zone from 1P to 2P. 
 40 
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Financial Implications 
 
If endorsed, the changes are estimated to cost approximately $15,000 to implement.  This will 
cover the cost of procuring time limit signs as well as removal of signage at Butler Street Reserve 
and modification of the major signage in the Lawson Street car parks.  This will also cover the cost 5 
of labour to install/modify the signage. 
 
Statutory and Policy Compliance Implications  
 
Council will need to obtain RMS concurrence of any car parking time limit changes by a report to a 10 
Local Traffic Committee (LTC) meeting prior to implementing any time limit changes. It is 
anticipated that this will be reported to the LTC on 16 January 2018 and then Council on 22 
February 2017, after which the signage can then be changed. 
 
The only change that can be implemented after the Council decision without referral to LTC is the 15 
free parking for Somerset Street and Butler Street Reserve. 
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Report No. 13.15 Council's Capacity to Influence a Plastic Free Byron 
Directorate: Infrastructure Services 
Report Author: Lloyd Isaacson, Team Leader Resource Recovery and Quarry  
File No: I2017/1676 
Theme: Community Infrastructure  5 
 Waste and Recycling Services 
 

 

Summary: 
 10 
This report provides detail on Council’s capacity to influence reductions in single use of plastic 
bags and packaging and proposes an integrated approach to achieving this objective with the 
intent of implementing a voluntary ban of single use plastic bags and packaging in the Byron Shire 
by Plastic Free July 2018. 
 15 
    

 
RECOMMENDATION:  

 
1. That Council implement the following initiatives to achieve the objective of reduction 

in single use of plastic bags and packaging with the intent of implementing a 
voluntary ban of single use plastic bags and packaging in the Byron Shire by Plastic 
Free July 2018:- 

 
a) Engage with Boomerang Alliance to implement the Communities Taking Control 

program of education and assistance for businesses and the community to 
reduce single use plastic bags and packaging; 

 
b) Develop and implement a targeted program that creates and promotes more 

public water stations across the shire to reduce the need for single use water 
bottles; and 

 
c)  Lobby State and federal politicians via distribution of the attached letter to NSW 

Premier Gladys Berejiklian, NSW Environment Minister Gabrielle Upton, NSW 
MLC for Ballina, Tamara Smith, NSW Member for the Northern Rivers, Benjamin 
Franklin and the Federal Member for Richmond, Justine Elliot. 

 
2. That the above program is funded via the funding streams identified within this report.  
 

Attachments: 
 
1 Letter to relevant ministers lobbying for NSW state ban of single use plastic bags, E2017/108748 ⇨  20 
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Report 
 
Resulting from Cr Ndiaye’s NOM presented to the September 2017 Council Meeting Council 
resolved (17-405):  
 5 
1. That Council received a report in October 2017 on Council’s capacity to influence reductions in 

single use of plastic bags and packaging with the intent of implementing a voluntary ban of 
single use plastic bags and packaging in the Byron Shire by Plastic Free July 2018.  

 
This could involve: 10 

 
a) creating a program of education and assistance for local businesses and the community 

to reduce the use of disposable plastic items including plastic bags, plastics drinking 
straws, bottled water, takeaway coffee cups and food containers.  

 15 
b)    host a number of events to raise awareness and promote alternatives for local businesses 

and local business groups.  
 
c) support and promote the positive steps being taken in the community to reduce the use of 

single use plastic items. 20 
 
d)      report back the costs and benefits of phasing out single use plastics for Council if it was 

implemented across the shire.  
 
e)      the implementation of Council's existing Sustainable Events Management Policy, in 25 

particular as it relates to the use of disposable plastic items and packaging for takeaway 
items and single use plastic water bottles. 

 
f)      Work in conjunction with local groups like Plastic Free Byron, Positive Change for Marine 

Life, Mullum Cares and Boomerang Bags and the Chambers across the Shire to find the 30 
best ways to help implement these changes.  

 
2. That Council look to identify potential funding streams to help support the process through 

grants or other means. 
 35 
3. That included in the report is an investigation of options for incentives to reduce use of plastic in 

take away venues. 
 
4. That Council investigate potential legal options for a ban or covenant to assist in this process.  
 40 
5. That Council creates and promotes more public water stations across the shire to reduce the 

need for single use water bottles.  
 
6. That Council writes to the NSW Premier Gladys Berejiklian, NSW Environment Minister 

Gabrielle Upton, NSW MLC for Ballina, Tamara Smith, NSW Member for the Northern Rivers, 45 
Benjamin Franklin and the Federal Member for Richmond, Justine Elliot, advocating for a ban 
on single use plastic bags and asking for any support they may be able to 
give.                                            

 
Staff have investigated the most productive means by which Council can influence a shire-wide 50 
reduction in the single use of plastic bags and packaging. In summary, an integrated approach that 
involves a targeted education, communication and assistance program combined with 
infrastructure development and direct lobbying of the State Government is believed to be the best 
approach.  The following provides detail on how an integrated approach in the context of each 
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point of resolution 17-405 can effectively be applied to influence an outcome of reduction in the 
single use of plastic bags and packaging in the Byron Shire.  
  
Point 1 
The Boomerang Alliance have developed a new program, Communities Taking Control, which is 5 
specifically aimed at assisting businesses and communities to reduce their use of single-use 
plastic bags and other takeaway items.  The program framework and objectives closely align with 
those outlined in resolution 17-405. 
 
The Program, which is currently being piloted in Noosa and Wollongong, focuses on promoting and 10 
adopting improved practices and alternative products to the use of single-use, disposable, non-
biodegradable plastic items often found in litter and landfill.  
 
Below is a summary of the proposed Communities Taking Control initiative: 
 15 

 It is a whole-of-community initiative involving Council, local businesses (specifically retail and 
hospitality), key agencies such as Destination Byron, chambers of commerce, event holders, 
markets and festivals, local media and community organisations (e.g. Plastic Free Byron, 
Positive Change for Marine Life and Mullum Cares). 

 20 

 The program targets the six most common single-use plastic items including: plastic bags, 
coffee cups/lids, straws, takeaway containers, utensils, water bottles. 

 

 Once a business has signed up to the program online, they would receive following assistance 
and promotion: 25 

 

o information and resources including simple how-to guides, case studies and recommended 

alternative products. 

o access to a team who can work directly with them to help with the transition and answer 

questions. 30 

o a listing on a specifically developed website and direct promotion to community members 

who are interested in supporting partner businesses 

o access to promotional opportunities through partner networks. 

o signage, stickers and other material which can be displayed inside their venue to inform 

customers of the positive changes their business is making. 35 
 

 The program is also based on a rating system whereby a business receives a ‘star’ for each 
single-use plastic item they eliminate, which can then be displayed in their business window. 

 

 As part of this program the Boomerang Alliance has developed new guidelines for waste 40 
management at events which can be utilised in the development of Council’s Sustainable 
Events Policy. 

 

 The development and implementation of Council’s event strategy will include consideration of 
best practice in event management, to support and enable event organisers to embed best 45 
practice models into their events e.g. waste management and reduction through the use of 
mobile wash-up station/s at events and festivals.  

 
Staff propose that Council engage the Boomerang Alliance to implement the Communities Taking 
Control program in the Byron Shire, commencing in January 2018.  This would involve an initial 1 50 
year $50,000 program to fund a standalone community organisation that is coordinated by 
Boomerang Alliance with Council as the prime stakeholder/supporter (with on-going associated 
acknowledgment of the program being an council initiative).  On-going support and resource 
requirement would be reviewed after the initial program implementation.   
 55 
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Research indicates that a standalone community organisation has a significantly better impact, 
community/stakeholder buy-in and ultimate success compared to a program run from within a 
government organisation.  
 
The following links provide further detailed information on the Boomerang Alliance program and 5 
also the website for the Plastic Free Noosa pilot program (a similar website would be developed if 
implemented in the Byron Shire). 
 
http://www.boomerangalliance.org.au/communities_taking_control 
https://www.plasticfreenoosa.org/our-policy 10 
 
Point 2 
Delivery of this proposed program is not currently budgeted for, or identified, in Council’s 2017/18 
waste education program or as Operational Plan. However Staff have identified a number of 
funding and resource sources that could be utilised to support/fund the program. 15 
 

 Utilise $50,000 of Council’s 2018 Better Waste and Recycling Fund allocation of approximately 
$74,000 to fund the Boomerang Alliance coordinated Communities Taking Control program. 

 

 Container Deposit Legislation (due to commence 1 December 2017) Materials Recycling 20 
Facility (MRF) Refund. 

 
Council will receive a payment for each eligible container delivered to the Lismore City Council 
(LCC) MRF via its kerbside collection service (domestic, commercial and public place) 
resulting in a revenue stream for Council.  The EPA have stated they want to minimise the 25 
impact of the scheme on domestic recycling services, and thus will be promoting to the 
community that local Council’s will utilise this share of the refund to either reduce waste 
charges or provide additional waste management services.  

 
At this stage the State Government has not released a sufficient amount of information to 30 
enable a quantification of the refund amount, however it could potentially be allocated to this 
project (in line with resolution 17-490 asking for a report to Council on potential funding options 
for this money).  Due to the current state of confusion and lack of policy direction it is unlikely 
that Staff will have the information to generate the abovementioned report until at least March 
2018. 35 

 

 The North East Waste regional group is in the planning stages of developing a program of 
assistance for individuals and businesses to transition away from single-use plastic bags in 
preparation for their removal from chain supermarkets in 2018.  This provides an excellent 
resource to complement the proposed program. 40 

 
Point 3 
Investigations into options for incentivising takeaway food venues to reduce the use of single-use 
plastic indicate that financial incentives such as reviewing Council’s Section 64 ET contribution 
policy would not be an effective mechanism, for the following reasons:  45 
 

 Section 64 Contributions provide a source of funding for infrastructure required for new urban 
development or growth and a pricing signal regarding the actual cost of urban development.  
Lost revenue through reducing or waiving these charges would impact the ongoing 
maintenance, development and augmentation of community infrastructure that they are 50 
designed to fund. 

 

 They are related to infrastructure capacity and the physical ability to accommodate a particular 
development at peak times.  

 55 

http://www.boomerangalliance.org.au/communities_taking_control
https://www.plasticfreenoosa.org/our-policy
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 Section 64 charges for takeaway food venues are double the rate (on a floor area basis) to the 
rate of a sit down restaurant. 

 

 Legally any credit for the Section 64 contribution paid would remain with the property not the 
business.  Most businesses i.e. takeaway/restaurants are businesses operating out of leased 5 
premises. 

 

 If a venue received an incentive based rebate or cost reduction, there would likely be a 
perception that businesses who have paid the full contribution or are already offering such 
incentives and using sustainable takeaway packaging are disadvantaged. 10 

 
Staff propose that the most effective way to incentivise businesses would be to: 
 

 Review and amend (via a simplified Change of Use process) the development consent 
conditions that restrict takeaway venues to serving food/beverages in reusable crockery (thus 15 
having to supply single-use packaging only) without requirement to undergo a full 
Development Application process to transfer to a dine-in restaurant (with full dine-in restaurant 
services).  This would be conducted on a case-by-case basis for those businesses currently 
restricted by the abovementioned consent conditions. 

 20 

 Promotion of local businesses that sign-up to the Communities Taking Control program and 
progressively reduce the use of plastic packaging items identified though the program. This 
would incentives businesses by way of “free” promotion/advertising via various communication 
channels (for example those businesses in Noosa who have achieved “6 star” champion 
status get free radio advertising sponsored by a local radio station). 25 

 
Point 4  
At this stage there are limited legal grounds for Council to implement a ban or covenant on single-
use plastic bags. Facilitating a voluntary ban amongst local businesses would also take 
considerable time and resources.  For these reasons, pursuing legislative change at a state and 30 
federal level (Refer to point 6) simultaneously with local education and assistance programs is 
recommended.  
 
The following comments were provided by Council’s Legal Staff in response to a 2016 investigation 
exploring the legal options for a Council led covenant or ban:- 35 
  

 Council cannot lawfully ban the use of plastic bags in Byron Shire; 

 As a creation of Parliament, Council does not have general law-making powers.  What power 
Council does have is limited by the Local Government Act 1993(LGA); 

 The LGA doesn’t allow Council to lawfully stop plastic bags being used by businesses and 40 
their customers; 

 Only the State or Commonwealth Government could (potentially) impose a ban on plastic 
bags; and, 

 A voluntary ban or covenant faces very similar limitations as it is not compellable or legally 
binding. 45 

 
Point 5 
Council currently has 32 public water stations installed throughout townships the Shire.  All water 
fountains except for the one on Burringbar Street in Mullumbimby are located in and around parks 
and sports ground, as identified in the table below.  50 
 

Location Number of water 
fountains 

Suffolk Park 2 
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Bangalow 4 

Byron Bay 15 

Mullumbimby 5 

Brunswick Heads 2 

Ocean Shores 2 

South Golden Beach  2 

 
Staff propose the use the remaining $24,000 of Council’s 2018 Better Waste and Recycling Fund 
to develop and implement a specific program to strategically determine the most effective 
additional water station locations in the Shire (e.g. in areas that would reduce single-use water 
bottle use and near litter hotspots) and commence installation in a staged approach, subject to 5 
budget constraints. 
 
An associated communication and awareness campaign (associated with the Communities Taking 
Control program), to promote the water stations and to discourage the use of single use plastic 
water bottles would be developed and implemented to compliment the new infrastructure.  10 
  
Point 6 
Staff see lobbying the NSW Government as a key approach to achieving a reduction in single-use 
plastics and the damaging effects the environment.   
 15 
The Australian Capital Territory, Tasmanian and South Australian Governments already have 
plastic bag bans in place and recent announcements to follow suit have been made by the 
Queensland, Victorian, West Australian and Northern Territory Governments.   
 
As such NSW is the only state/territory in Australia not to legislate a ban on single-use plastic 20 
bags.  The attached draft letter has been drafted for Councillors to sign and Staff will distribute to 
requested state politicians.  
 
Financial Implications 
Addressed above 25 
 
Statutory and Policy Compliance Implications  
 
Addressed above (Point 3). 
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Report No. 13.16 Current and Future Capacity of Bangalow STP - Response to 
Resolution 17-502 

Directorate: Infrastructure Services 
Report Author: Dean Baulch, Principal Engineer, Systems Planning  
File No: I2017/1777 5 
Theme: Community Infrastructure  
 Sewerage Services 
 

 

Summary: 10 
 
The approval of this development will not place restrictions on proposed / identified development 
within the catchment with regard to Capacity at Bangalow STP over a 20 year horizon including 
Urban Release Areas identified in: 
 15 

 the Bangalow Settlement Strategy/ DCP; and  

 the Preliminary Draft Residential Strategy  
 

With regulated on-site pre-treatment to manage the quality of effluent reaching the STP, there will 
be no impact on the effectiveness of the treatment process at the STP and therefore the quality of 20 
the resultant discharge to the environment. 

 
Installation of additional membranes filters at the STP may have to be bought forward by an 
estimated 3 years. However, this is dependent on actual growth rates. 
 25 
    

 
RECOMMENDATION:  

That Council note the report. 
 
 

  
 30 
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Background 
 
Resolution 17- 502 
 
“That Council receive as a matter of urgency a report that assesses the various capacities of the 5 
Bangalow sewerage system in the longer term and provides a basis to consider the feasibility or 
otherwise of connecting the proposed 'Rural Industries Food Precinct' (DA No:10.2016.283.1; 201 
Lismore Rd Bangalow) as an alternative to its current proposal for on-site wastewater 
management.  Assessments to include: 

 10 
1.  Flow and composition of sewage that could be generated as proposed in 

DA No:10.2016.283.1 or as expanded over the years by its tenants. 
 

2. Current loading and treatment capacity of the Bangalow STP in both dry and wet weather, and 
in terms of both flow and pollutant loads.   15 

 
3. Projected utilisation of the Bangalow STP taking into consideration the following: 
 

 Previous assessments of allocations to the Bangalow sewerage system 

 Byron Shire Council LEP (2014) 20 

 Byron Shire Council Preliminary Draft Residential Strategy (Aug 2016) 

 Bangalow Settlement Strategy (2003) 

 
4. Upgrade and augmentation works which would be required to accommodate treatment of the 

wastewater loads generated by both the above mentioned Development Application and other 25 
projected sewage loads through to a 20 year horizon, including but not limited to: 

 

 Sewerage network infrastructure 

 Dry weather flow balancing 

 Inlet works 30 

 Secondary treatment 

 Disinfection 

 Biosolids processing and management 

 Odour control works (both network and STP) 

 Whole-of-life costs associated with development, operation, and maintenance. 35 
 

5. Impact on the receiving environment (Byron Creek and Wilsons River) of additional flow and its 
content as would come to the system from the proposal.   

 
6.  Not approve any application to connect the proposal to Bangalow's sewerage system, including 40 

any additional flow or load (sewage content) that would be sent to the receiving environment 
unless the report shows conclusively that the STP has the capacity to handle the extra load 
from this development without compromising existing standards and expectations of future use.  

 
7.  That a report be presented to Council at its December meeting.” 45 
 
Report 
 
1.  Flow and Composition of Sewerage Generated by proposed DA No:10.2016.283.1 
 50 
DA 10.2016.283.1 proposes a Rural Industries Food Precinct at LOT 1 DP 806211, 201 Lismore 
Road BANGALOW.  The DA includes the following stages: 
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 Stage 1 – Development of 21,400m2 (Floor Area) of Light Industrial space and 200m2 of Office 
space. 

 

 Stage 2 – Development of an additional 15,000 m2 (Floor Area) expansion of Light Industrial 
units. 5 

 
Wastewater Flows DA No:10.2016.283.1 
The estimated flows to sewer from the Bangalow Food Hub DA 10.2016.283.1 are shown in Table 
1. The flows estimated by the developer in the Engineering Design Report (Rev 3, Dec 2016) are 
in line with flows estimated using Council’s ET Policy (13/005) and therefore deemed reasonable 10 
for a development of this type. 
 
It is noted that it is incumbent on the applicant to accurately establish wastewater flows.  Any 
approved capacity (ET allowance) for the site will correlate with the approved capacity of the 
required dedicated pump station which will be the limiting factor.  Any increase in flows / pump-15 
station capacity would therefore have to be applied for under a separate DA. 
 
Table 1 – Bangalow Food Hub – Estimated Wastewater Flows 

Year 
 

Wastewater Flows (kL/day) 

Design Report 
(Dec 2016) 

Council ET Policy 

Stage 1 50.5 42 

Stage 2 
(Ultimate) 

70.8 70 

 
Effluent Quality 20 
There is uncertainty about the final composition of effluent produced by operations on the site as 
several tenancies do not have confirmed tenants and the make-up of effluent from food processing 
operations can vary.  It is likely that effluent produced will be high in nutrients (Nitrogen & 
Phosphorus) and have a high biochemical (BOD5) load.  The Engineering Design Report of the 
applicant (Rev 3, Dec 2016) for DA 10.2016.283.1 estimated BOD5 loads in excess of ten times 25 
that of domestic sewerage concentrations. 
 
Discharge of such raw effluent directly to Council’s sewerage system is not permissible.  The high 
organic load and the risks associated with receiving such untreated effluent given the uncertainties 
in pollutant concentrations and associated risk to the STP treatment process is too high. 30 
 
On-site pretreatment will be required to treat effluent to a standard comparable to the quality of 
domestic sewage before discharge to sewer.  The quality of effluent would be managed via 
Council’s Liquid Trade Waste Policy (4.23) which requires operators to reduce pollutant loads via 
on-site pre-treatment systems at the applicant’s cost, to levels which do not impact the operation of 35 
the receiving STP and the sewerage system. 
 
The proponent has not submitted detailed design information regarding pre-treatment but does 
propose a pre-treatment system to meet the Liquid Trade Waste quality requirements as follows: 
 40 

 screening and pre-treatment in grease traps for all sheds 

 primary treatment through settling and aeration tanks on site. 
 
Approval to discharge to sewer would be predicated on the ability to comply with the Liquid Trade 
Waste Policy maximum pollutant concentrations and compliance will be maintained via periodic 45 
sampling and testing of effluent at the applicant’s cost. 
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Again, it is noted that some of the units do not have identified tenants and therefore the strength 
and make-up of any effluent produced is unknown.  Any new operation will require approval to 
discharge to sewer (Trade Waste Approval) and any additional pre-treatment of management 
processes would be imposed at this time to manage pollutant loads to levels which do not impact 
the operation of the STP. 5 
 
2.  Current loading and treatment capacity of the Bangalow STP in both dry and wet 

weather, and in terms of both flow and pollutant loads. 
 
STP Design Capacity 10 
The Bangalow STP is a Membrane Bio-reactor Plant incorporating two treatment trains each with 
two (2) membrane cassettes.    The treatment process is designed for an ultimate treatment 
capacity of Average Dry Weather Flow (ADWF) = 850 kL/day. 
 
As current inflows are well below STP capacity,  the STP is currently operating using only one (1) 15 
membrane cassette in each treatment train resulting in a current treatment of ADWF = 530 kL/day.  
Replacement of the existing membrane cassettes as part of the routine renewal program is 
currently underway.   
 
Table 2 summarises the observed flows from 2009 to 2016 and the corresponding STP capacities 20 
described above illustrating that there is more than adequate capacity at Bangalow STP under 
current loads. 
 
Table 2 – Observed Flows versus STP Capacity 

 STP Capacity 
(Current) 
(kL/day) 

STP Capacity 
(Ultimate) 
(kL/day) 

Observed 
2009-2016 (kL/day) 

Average Dry Weather Flow 530 approx. 850 323 

Peak Dry Weather Flow 1,590 2,550 650 

Average Wet Weather Flow 3,000 approx. 5,960 412 

Peak Wet Weather Flow 3,000 approx. 
 

5,960 3,862 (max observed in 
2015, no overflow to 

environment occurred). 

 25 
Explanatory Notes 
 

 For wet weather flow capacity; the plant has been designed to fully treat up to a maximum of 
three (3) times ADWF (2,550 kL/day at ultimate capacity) with any inflows exceeding this 
receiving only initial primary screening and grit removal.  Following this the excess flow is 30 
diverted to the tertiary effluent lagoon for storage until lower flows allow the effluent to be 
returned to the inlet works for treatment. Using the effluent pond as flow balancing the STP is 
designed to manage wet weather flows of up to seven (7) times ultimate ADWF (5,950 kL/day at 
ultimate capacity).   

 35 
Quality of Discharge to Receiving Environment 
 
The pollutant load as reported in the Annual EPA Licence Returns (Licence 2522) from 2012 to 
2017 are shown in Table 3 along with the corresponding EPA licence limits for the STP.   
 40 
It can be seen that the STP is currently discharging pollutant loads well below the licence limits 
and, therefore, total pollutant load is not a limiting factor to development in the catchment.  
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Table 3 - Total Annual Assessable Pollutant Loads – Observed versus Licence Limits 

 Annual Pollutant Load (kg / %) 

Parameter Licence Limit 
(Kg/annum)   

2012/13 2013/14 2014/15 2015/16 2016/17 

Total Suspended 
Solids 

10,864 
565.5 

(5.2%) 
192.2 

(1.8%) 
65.5 

(0.6%) 
33.8 

(0.3%) 
7.0 

(0.1%) 

Tot-Nitrogen 7,243 
396.6 

(5.5%) 
306.3 

(4.2%) 
403.9 

(5.6%) 
331.3 

(4.6%) 
434.3 

(6.0%) 

Tot-Phosphorus 217 
8.3 (3.8%) 5.1 (2.4%) 

10.2 
(4.7%) 

27.2 
(12.5%) 

19.4 
(8.9%) 

BOD5  7,243 
243.9 

(3.4%) 
65.4 

(0.9%) 
121.2 

(1.7%) 
48.5 

(0.7%) 
0        

(0%) 

Grease & Oil 1,448 
141.9 

(9.8%) 
40.3 

(2.8%) 
112.6 

(7.8%) 
74.9 

(5.2%) 
43.4 

(3.0%) 

 
The average pollutant concentrations at the Maori Creek discharge point as reported in the Annual 
EPA Licence Returns (Licence 2522) from 2012 to 2017 are shown in Table 4 along with the 
corresponding EPA licence limits. 5 
 
It can be seen that the quality of effluent discharged by Bangalow STP is well below the licence 
limits, therefore, the STP is operating efficiently and well within design parameters.  Additional 
loads from the Food Hub development should not impact Average Pollutant Concentrations this 
data indicates that the treatment process is not a limiting factor to development in the catchment.  10 
 
Table 4 –Pollutant Concentrations at Discharge Point – Observed versus Licence Limits  

Parameter 
Licence Limits Average Pollutant Concentrations 

90 %ile 100 %ile 2012/13 2013/14 2014/15 2015/16 2016/17 

BOD5 (mg/L) 10 20 1.2 0.6 0.8 0.4 0 

Suspended Solids (mg/L) 15 30 2.6  0.4 0.3 0.1 

Grease & Oils (mg/L) 5 10 1.1 0.4 0.8 0.7 0.3 

Faecal Coliforms 
(cfu/100mL) 

200 600 0.7 0.9 2.5 3.9 2.7 

pH - 6.5 to 8.5 7.2 7.2 7.3 7.4 7.2 

Total Nitrogen (mg/L) 10 15 2.6 2.3 3.1 2.5 2.8 

Ammonia-N (mg/L) 2 5 0.5 0.8 0.9 0.3 0 

Total Phosphorus (mg/L) 0.3 1 0.2 0 0.1 0.2 0.1 

 
3.  Projected Utilisation of the Bangalow STP 
 15 
Adopted Population Growth & Urban Release Areas 
The adopted population projection for Bangalow used for Capital Planning (30 Year Capital Works 
Plan (2016) is based on the following: 
 

 This growth projection is based on the development strategies identified in the Byron Shire 20 
Development Control Plan (DCP) (2014) including growth for all the Urban Release Areas 
shown in Figure 1. 

 The infill growth is based on development principles set out in the Bangalow Settlement 
Strategy (2003).  The Urban Release Areas identified in the Settlement Strategy align with 
those identified in the DCP (Figure 1).1   25 

                                                
1
 It is noted that some areas identified in the Settlement Strategy have subsequently been assessed as not 

suitable for residential development and have therefore been excluded from consideration in the DCP 
(identified as Areas 8 & 9 and parts of Area 1). 
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Figure 1 – Identified Urban Release Areas, Byron Shire DCP, 2014 

 
 
Additional Areas of Interest 5 
The DRAFT Byron Shire Council Preliminary Draft Residential Strategy (Aug 2016) identifies an 
additional area of interest for development area highlighted in light green in Figure 2 below.  This 
area is not currently included in Capital Planning projections.  The area has been identified as 
possibly suitable for residential development of approximately 180 dwellings subject to further 
assessment.  As the identified area is only identified as an area of interest at this stage it is unlikely 10 
that it will impact on STP loads in the short-term however, it has been considered in this 
assessment with STP loads assumed to begin from 2026. 
 
Figure 2 – DRAFT Byron Residential Strategy – Areas of Interest 



B Y R O N  S H I R E  C O U N C I L  

STAFF REPORTS - INFRASTRUCTURE SERVICES 13.16 
 
 

Ordinary Meet ing Agenda  14 December 2017  page 128 
 

 
 
Projected STP utilisation 
The projected STP utilisation has been based on an Average Dry Weather Flow (ADWF) of 425 
L/ET/day.  This is a conservative value as illustrated by Table 5 below which shows the actual 5 
ADWF observed over the last 5 years.   
 
Table 5 – Observed Average Dry Weather Flows 

Year Equivalent 
Tenements 
(ET) 

ADWF 
(kL/day) 

ADWF  
L/ET/day 

2012 757 322 425 

2013 785 325 414 

2014 813 312 384 

2015 843 313 371 

2016 874 310 355 

Average   390 

Source: Byron Shire Council Integrated Water Cycle Management Plan Review (2017) 

 10 
Figure 3 shows projected STP loads over a 20+ year horizon under a number of possible 
development scenarios: 

 Scenario 1 - Currently adopted growth (DSP, 2014) 

 Scenario 2 – Currently adopted growth & the Food Hub (DA10.2016.283.1); and 

 Scenario 3 - Currently adopted growth, Food Hub (DA10.2016.283.1) & Draft Byron Residential 15 
Strategy Area of Interest (development from 2026)  

 
Figure 3 – Average Dry Weather Flow Projections under various Growth Scenarios 
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It can be seen that development including all identified areas, infill development and the additional 
loads from DA10.2016.283.1 is not constrained by available capacity at Bangalow STP until 
approximately 2038.  This is in line with currently assumed timeframes for upgrade of the STP.  5 
The works required to upgrade the STP from current to Ultimate Capacity in the shorter term are 
discussed in the following discussion. 
 
With regard to peak dry weather flows DA10.2016.283.1 proposes the inclusion of flow balancing 
and discharge to the STP out of peak periods therefore the development is unlikely to have any 10 
significant contribution to peak dry weather flows and therefore any impact on the STPs capacity to 
manage peak dry weather flows. 
 
Impact of Development on Influent Quality 
Regular quality testing of the influent to the STP is not carried out, as the STP is designed based 15 
on achieving the specified effluent quality at the outlet of the STP to Maori Creek. 
 
However, a testing regime was carried out during the commissioning of the current STP between 
2008 and 2010 and Table 6 shows the influent characteristics tested compared with the standard 
Trade Waste discharge limits which would most likely be imposed on the development.  it is noted 20 
that lower maximum limits can be imposed if it is considered that the treatment process at the STP 
would be impacted by higher effluent concentrations. 
 
Table 6 – Influent Pollution Concentrations 

Parameter 

Observed 
Concentrations 50

th
 

Percentile (2008-
2010) 

Typical Trade 
Waste Approval 
Maximum 
Concentrations  

BOD5 (mg/L) 280-336 300 

COD (mg/L) 662-758 900 

NH3-N (mg/L) 42.9-44.7 50 

TKN (mg/L) 56.4-60.7 50 

TP in liquid (mg/L) 9.6-11.6 20 

TSS (mg/L) 263.5-314 600 

 25 
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4.  Upgrade and augmentation works which would be required to accommodate treatment 
of the wastewater loads generated by both the above mentioned Development 
Application and other projected sewage loads through to a 20 year horizon. 

 
As previously noted, the current 30 year capital works plan for Bangalow is based on the sewerage 5 
loads including those from all applicable Urban Release Areas identified in the Bangalow 
Settlement Strategy as described in Section 3. 
 
The Planned Capital Works for Capacity purposes the 20 year horizon are summarised in Table 7. 
 10 
Table 7 – Capital Works Planned Spend to 2040 – Bangalow Catchment 

Byron Shire Council Developer 
Servicing Plan 

Scope Year Capital Cost 

Bangalow Long Term Capacity (membranes) 2022 $725,200 

SPS1001 - Pump Upgrade (40% 
renewal 60% capacity) 

Pumps: 21 L/s to 35 L/s 2032 $55,115 

SPS1003 - Pump Upgrade (40% 
renewal 60% capacity) 

Pumps: 52 L/s to 90 L/s 2032 $101,528 

SPS1003 rising main 1545 m to DN300 2032 $867,696 

SPS1001 - Capacity Emergency Storage 2032 $55,396 

SPS1003 - Capacity Emergency Storage 2032 $24,981 

SPS1005 - Capacity Emergency Storage 2018 $22,229 

 
Additional Augmentation Works Associated with DA10.2016.283.1 
 
Sewerage network infrastructure 15 
 

 Given the location of the Food Hub site, a dedicated pump station and dedicated rising main to 
the STP will be the most efficient arrangement for connecting to the sewerage system.   

 

 Approval to connect to sewer would require this infrastructure to be built at the proponents cost 20 
and would therefore not result in a cost to Council or the requirement for upgrade of any 
downstream infrastructure.  

 
STP 

 Given the available capacity at the STP described above there will be no requirement for un-25 
planned augmentation to accommodate flows from DA10.2016.283.1.   

 The planned increase in STP capacity to Ultimate requires the installation of two (2) additional 
membrane filter cassettes at the STP (Table 7).  Preliminary assessments indicate that the 
introduction of loads associated with DA10.2016.283.1 may require the installation to be 
brought forward up to 3 years to approximately 2022.  It is noted that the Capital Plan currently 30 
plans for installation in 2022. 

 On-site storage for flow balancing is proposed by the proponent and at the proponent’s cost 
with discharge to sewer during low flow periods.  Therefore no upgrades are required to 
manage peak dry weather flows at the STP. 

 35 
Whole-of-life costs associated with development, operation, and maintenance. 
 

 It is proposed that DA Approval would be predicated on the required dedicated sewerage pump 
station (SPS) to be maintained and operated as a private SPS and would therefore not burden 
Council with additional operation and maintenance costs. 40 
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 As the dedicated rising main (RM) to the STP crosses public land and a rail corridor, the RM 
would become a Council asset post commissioning.  Therefore, Council will be responsible for 
ongoing whole of life costs associated with maintenance, repair and replacement of this RM. 

 
5. Impact on the receiving environment (Byron Creek and Wilsons River) of additional flow 5 

and its content as would come to the system from the proposal.   
 

 Assuming adherance to and regulated monitoring of the Liquid Trade Waste Approval limits 
the effluent reaching Bangalow STP will be similar in character to domestic sewerage.  
Loads would not be inconsistant with current inflow quality and therefore impact on the 10 
receiving environment should not be any different to those currently experienced.   

 
6. Summary of Outcomes 
 

 The approval of this development will not place restrictions on proposed / identified 15 
development within the catchment with regard to Capacity at Bangalow STP over a 20 year 
horizon including Urban Release Areas identified in: 
 

o the Bangalow Settlement Strategy/ DCP; and  

o the Preliminary Draft Residential Strategy  20 

 

 With regulated on-site pre-treatment to manage the quality of effluent reaching the STP, 
there will be no impact on the effectiveness of the treatment process at the STP and 
therefore the quality of the resultant discharge to the environment. 
 25 

 Installation of additional membranes filters at the STP may have to be bought forward by an 
estimated 3 years. However, this is dependent on actual growth rates. 
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Report No. 13.17 Byron Properties Redevelopment Expression of Interest 
Directorate: Infrastructure Services 
Report Author: Nikki Bourke, Project Officer  
File No: I2017/1786 
Theme: Community Infrastructure  5 
 Projects and Commercial Opportunities 
 

 

Summary: 
 10 
The purpose of this report is to summarise the outcomes of the presentation to the Strategic 
Planning Workshop (SPW) regarding the Expression of Interest (EOI) process for the 
redevelopment of two Byron Bay properties (Lot 12 Bayshore Drive and the former South Byron 
Sewage Treatment Plant (STP) Site), and to resolve the path forward for the issue of the EOIs. 
 15 
    

 
RECOMMENDATION:  

That Council: 
 
1. Progress the EOIs for the former South Byron STP and Lot 12 Bayshore Drive sites as 

separate EOIs. 
 

2. Adopt the proposed EOI Vision, Purpose, Aims and Objectives, Council Requirement 
and Anticipated Development statements for the former South Byron STP site. 

 
3. Defer issue of the Lot 12 Bayshore Drive EOI pending outcomes of the investigation of 

regional economic development initiatives and grant opportunities.  
 

Attachments: 
 
1 Byron Properties EOI - Updated Section 1 Vision, purpose aims and objectives following 9 november 20 

SPW, E2017/106527 ⇨  

2 Final Probity Management Plan_Byron Shire Council_Byron Properties Redevelopment_031117 

O'Connor Marsden and Associates 3 November 2017, E2017/103511 ⇨  

  
 25 
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Report 
 
In separate meetings Council resolved to: 
 

 Retain ownership of two Byron Bay Properties: Lot 12 Bayshore Drive, Byron Bay; and Lots 5 
1,2,7 Broken Head Road, Byron Bay (former South Byron STP); 

 Proceed with an EOI process to partner with the non-government sector to explore beneficial 
future uses for the sites; and 

 Adopt the Supporting Public Partnerships Policy. 
 10 
The following activities have since occurred: 
 

 Project Team established 

 Probity Advisors (O’Connor Marsden and Associates) appointed 

 Probity plan completed 15 

 Specialist Property Consultant (Savills) engaged 

 Two stage EOI and Request for Tender/Proposal (RFT/RFP) process endorsed by the 
Executive Team 

 Draft EOI documents and draft EOI evaluation plan prepared 

 Presentation to the 9 November SPW of Council 20 
 
In order to progress the EOI project, discussions at the SPW indicated that Council desires to: 
 

 Progress the EOIs for the former South Byron STP and Lot 12 Bayshore Drive sites as separate 
EOI releases; 25 

 Confirm Council’s intent for any future development of the former South Byron STP site to yield 
social or community benefit.  An updated Vision, Purpose, Aims and Objectives, Council 
Requirement and Anticipated Development statement for the former South Byron STP site EOI 
has been prepared and is provided in Attachment 1 for Council’s consideration; 

 Issue the former South Byron STP site EOI in early 2018 following the Christmas/New Year 30 
period to achieve maximum non-government/private sector response; and 

 Defer issue of the Lot 12 Bayshore Drive EOI pending outcomes of the investigation of regional 
economic development initiatives and grant opportunities. 

 
Financial Implications 35 
 
Funds are available for the EOI process and consultant engagements in the 2017/18 financial year. 
Funding is also allocated for the completion of remediation activities at the South Byron STP site. 
The possibility of Commonwealth or State Government grant funding to contribute to the Lot 12 
Bayshore Drive redevelopment will be explored prior to the issue of that site’s EOI. 40 
 
Costs associated with the South Byron STP site are funding through the Sewer Fund. Costs 
associated with Lot 12 Bayshore Drive are funded through the General Fund. There remains an 
outstanding repayment to the Reserves of $490,893.89 used to complete the remediation of Lot 12 
Bayshore Drive. 45 
 
Statutory and Policy Compliance Implications  
 
The Byron Properties Redevelopment EOI Probity Plan (Attachment 2) details the statutory and 
compliance implications for the EOI process. The Probity Plan is conservative in its specification of 50 
governance and documentation requirements to ensure that, should any EOI development result in 
a Public-Private Partnership (as defined by the Office of Local Government), all probity 
requirements are met. 
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The Byron Properties Redevelopment EOIs will be the first sites considered for redevelopments 
following the adoption of Councils Supporting Public Partnerships Policy.  
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Report No. 13.18 Byron Bay town centre bypass implementation 
Directorate: Infrastructure Services 
Report Author: Phil Warner, Manager Assets and Major Projects  
File No: I2017/1789 
Theme: Community Infrastructure  5 
 Projects and Commercial Opportunities 
 

 

Summary: 
 10 
The purpose of this report is a follow up to the Strategic Planning Workshop on 9 November 2017 
seeking to formalize a preferred option for implementation of the Byron Bay town centre bypass in 
a situation where there are insufficient funds for completion of the full project design scope.  
 
    15 

 
RECOMMENDATION:  

1. That work commence on implementing the Byron Bay town centre bypass based on 
Option 1 whilst opportunities for the funding gap to complete the full scope of the 
project work continue to be progressed.  
 

2. That the current budget allocation in 2017/18 to be reduced to $2.4M to reflect 
anticipated progress for this financial year and that the balance of funding be 
transferred to the 2018/19 financial year. 

 

Attachments: 
 
1 Byron town centre bypass - implementation options, E2017/108296 ⇨  

  20 
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Report 
 
The purpose of this report is a follow up to the Strategic Planning Workshop (SPW) on 9 November 
seeking to formalise a preferred option for implementation of the Byron Bay town centre bypass in 
a situation where there are insufficient funds for completion of the full project design scope. 5 
 
At the SPW on 9 November 2017, councillors considered information and a plan detailing two 
feasible options identified by the Project Leadership Group (RMS & Council representatives) that 
could be implemented with the remaining funding.  This information and the associated plan are 
largely reproduced in this report.  Councillors attending the SPW identified that Option 1 was better 10 
than Option 2 and subject to the resolution of Council, Option 1 should be progressed. This option 
would deliver a basic bypass road link. 
 
It is proposed that during initial implementation, Council would continue to seek the additional 
required funding through grant applications (both State and Federal) and other potential 15 
opportunities. When the additional funding is provided it will be possible to complete the remaining 
detailed design scope items for either of the two options. 
 
Project Status 
 20 

 $14.5 million in funding ($10.5m State & $4m s94 per Res 17-255) with $12.5m remaining. 

 An additional $8 million in funding is required to complete the full project scope. 

 REF approved. 

 Detailed Design completed. 

 Service/ utilities relocation tenders prepared. 25 

 MOU with RMS is in place. 
 
Meeting the funding shortfall 
 
The shortfall for the Byron Bay town centre bypass project can be met through grant funds. Council 30 
has identified the following grant schemes:  
 

 Regional Jobs and Investment Packages – North Coast Region, Australian Government, 
Department of Infrastructure and Regional Development, application submitted 30 July 2017, 
decision pending; 35 

 Growing Local Economies, Regional Growth Fund, NSW Department of Premier and Cabinet, 
application to be submitted 30 November 2017; 

 Building Better Regions Fund Round 2 2017, Australian Government, Department of 
Infrastructure and Regional Development, application to be submitted 19 December 2017. 

 40 
The first two applications are stand alone applications for the Bypass.  
 
The Building Better Regions Fund application is for implementation of projects from the Byron Bay 
Town Centre Master Plan.  Under this umbrella, Council will include three projects: Byron Bay 
Bypass, completion of Railway Square Park and a boardwalk to connect Butler St and Byron 45 
Street.  Rather than only submit the Bypass only, staff are looking to meet a number of community 
needs to improve the town amenity and economic opportunities for Byron residents. 
 
Implementation Options 
 50 
The Project Leadership Group (RMS & Council representatives) have identified two feasible 
options (see attached plan) that could be implemented with the remaining funding (refer funding 
details below). The two options for implementation are based on completion of common and 
essential elements such as services/ utilities relocations.  
 55 
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Option 1: Construct and open a basic bypass road link. 
 
The proposed works with available funding would include completion of Sections 1B, 2 and 4 
largely in full (with potential cost savings via some scope reductions).  Noise mitigation works 
would be required on Section 3 and a reseal with line marking would also be considered. 5 
 
Works that will need to be deferred until full project funding is available would include the 
roundabout at Jonson/Browning Streets, shared pathway in Section 2, pavement, shoulder and 
stormwater works in Section 3 and the proposed new Butler St culvert. There will be the option to 
consider the merit of traffic lights for the Jonson/Browning Streets intersection.  10 
 
Option 2: Construct in full significant parts of the bypass but not open a road link. 
 
The proposed works with available funding would include completion of Sections 1A, 1B and 4 in 
full, plus clearing and stump removal in Section 2. No work would occur in Section 3. 15 
 
The two options for implementation are based on completion of common and essential elements 
such as services/ utilities relocations. Option 1 would require completion of the noise mitigation 
works because the road would be open to through traffic whereas in Option 2 these works could be 
deferred.  20 
 
Options assessment 
 

Section Option 1 Option 2 

Advantages Creates the basic Bypass link, but 
with reduced scope and features 
than the full detailed design. 

Section 4 adjacent to the proposed 
new bus interchange would be 
completed to facilitate connection 
with the rail precinct upgrade and 
CBD including a proposed 
roundabout for the intersection at 
Somerset Street. 

Potential cost savings in scope for 
Section 2 and 4 would facilitate 
more work in other sections to 
allow the basic bypass link to be 
created. 
 

Allows part completion of the project 
whilst waiting for further funding for 
the remaining sections.  

Noise mitigation works are not initially 
required because there is no through 
traffic. These funds could be available 
for road works on other sections at 
this stage of construction. 

Complements and facilitates the new 
bus interchange and railway precinct 
projects. 

The corridor in Section 2 is cleared for 
future completion which reduces the 
risk of any changes impacting future 
implementation. 
 

Disadvantages Does not include: 
- RAB at Jonson/Browning 

intersection but opens the 
potential for deployment of 
traffic signals. 

- Shared path in Section 2 
- Road and drainage upgrades 

in Section 3. 
- New Butler St culvert in 

Section 4. 

Future upgrades of uncompleted 
works will have a subsequent 
impact on the traffic/community. 

Creates a large cleared area for a 
unspecified period of time. 

Does not create a Bypass link which 
means the current traffic congestion 
issues would continue. 

Does not divert the traffic off Jonson 
St. 

All bus and freight movements would 
still require the use of Lawson/Jonson 
Streets. 

Does not facilitate the Town Centre 
Master Plan outcomes. 

Risks Possible constraints at the Jonson/ 
Browning intersection if only give 

Unforeseen delay in further funding 
for completion of Sections 2 and 3 
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way and line marking is affordable. 

Increased traffic volumes on 
Section 3 without a pavement 
upgrade could increase the level of 
required maintenance. 

There is some risk that no funding 
source will be found for the extra 
works. 

could mean no operational Bypass for 
a further period. 

The absence of a bypass link road 
increases the vulnerability of the town 
centre to regional factors that 
continue to increase the load. 

 
Note: Confirmation of the implementation scope and estimate for the preferred option is subject to: 
 

 Full detailed costing of the preferred option and associated works 

 Updating of the implementation program 5 

 The recommendations contained in this report include proposed roundabout construction and it 
is staff view that adoption of this report is not contradictory to Res 17-589 pertaining to Trialling 
Traffic Lights in Key Intersections (23 November 2017) 

 
Construction by RMS 10 
 
RMS and council have a MOU that envisages construction of the work by RMS. 
 
RMS is committed to continuing to work with council on the implementation of the town centre 
bypass. 15 
 
RMS supports the implementation of either option but has indicated a preference for Option 1 in 
the context of creating the road bypass link and the associated benefits. 
 
Details of funding 20 
 
Current funding is based on the following: 
 

a) BSC S94 contributions  = $4M 
b) TfNSW / RMS    = $10.5M 25 
c) Spent to date    = $2M 
d) Total Remaining  = $12.5M  

 
e) Total project estimate  = $22.5M (including spent to date) 

 30 

f) Funding gap    = $8M 
 
 

Temporary relocation of the Community and Farmers Markets 
 35 
Construction of the town centre bypass and proposed bus interchange mean temporary relocation 
of the community and farmers markets will be necessary. 
 
Meetings have been held with representatives of both the Community and Farmers markets 
regarding options for relocation from the Butler St reserve. The option of the Farmers Market using 40 
the Lawson St south car park area is being investigated and the foreshore area is being pursued 
for the temporary relocation of the Community Market while longer term options are investigated 
and developed 
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Recommendation 
 
In accordance with the feedback from Councillors at the SPW, it is recommended that work 
commence on implementing the Byron Bay town centre bypass based on Option 1 whilst 
opportunities for the funding gap to complete the full scope of the project work continue to be 5 
progressed.  
 
It is also recommended that the current budget allocation in 2017/18 be reduced to $2.4M to reflect 
anticipated progress and that the balance of funding be transferred to the 2018/19 year. 
 10 
Should Council resolve to implement options as detailed within this report staff will commence 
procurement of service relocations and other preparatory works to occur in the first half of 2017. 
 
Financial Implications 
 15 
The purpose of this report is to progress a key infrastructure project in circumstances where 
Council only has funding to complete part of the full project scope. 
 
RMS is continuing to work with Council and have indicated support for construction of the project 
with available funding. 20 
 
Statutory and Policy Compliance Implications  
 
Implementation of the town centre bypass will be progressed in accordance with approvals and 
associated conditions. 25 
 
Implementation of the town centre bypass in accordance with Option 1 supports the outcomes of 
the adopted town centre master plan. 
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Report No. 13.19 Traffic Signals in Byron Shire Council Area 
Directorate: Infrastructure Services 
Report Author: James Flockton, Drain and Flood Engineer 

Joshua Winter, Civil Engineer 
Christopher Soulsby, Development Planning Officer S94 & S64 5 
Tony Nash, Manager Works 
Jodi Frawley, Grants Co-ordinator  

File No: I2017/1891 
Theme: Community Infrastructure  
 Local Roads and Drainage 10 
 

 

Summary: 
 
Following resolution 17-589 staff have prepared a general discussion / review of roundabouts and 15 
traffic signals that looks at the reasoning why a roundabout should be used over traffic signals and 
vice versa and also discusses the need to choose either option through a merit based approach. 
 
The report also discusses what to do in the future and how resolution 17-589 effects current works 
and grant funding. 20 
 
    

 
RECOMMENDATION:  

1. That various traffic control solutions across the Shire be developed using a merit 
based approach that considers the relevant constraints for each site. 

 
2. That the Austroads Guide to Traffic Management, part 6: Intersections, Interchanges 

and Crossings be used to guide the process to design intersection upgrades. 
 

3. That an options report be presented to Council, where roundabout or traffic signals 
are being considered, which reviews all facets of the design process for each 
intersection traffic control measure, including the recommended solution for the  
intersection and the reasons why it should be used. 

 
4. That the planned Ewingsdale Road/Bayshore Drive roundabout project proceed 

utilising the available grant funds. 
 
5. That the Broken Head Road/Clifford Street roundabout continue to be developed. 
 
6. That the modelling for the updated MR545 study include an option for traffic signals. 
 
7. That the potential for trialling or installing traffic signals in Byron Shire not be referred 

to the Local Traffic Committee for advice. 
 

Attachments: 
 25 
1 QTT17012 Desktop Review of MR545 Traffic Studies for Byron Shire Council (Final), E2017/109279 

⇨  

2 QTT17012 - West Byron Report - Independent Review (101117), E2017/109280 ⇨  

3 Austroads Guide TM06-13 Intersections, Interchanges and Crossings, E2017/109291 ⇨  

  30 
 

../../../RedirectToInvalidFileName.aspx?FileName=OC_14122017_ATT_613.PDF#PAGE=294
../../../RedirectToInvalidFileName.aspx?FileName=OC_14122017_ATT_613.PDF#PAGE=313
../../../RedirectToInvalidFileName.aspx?FileName=OC_14122017_ATT_613.PDF#PAGE=318
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Report 
 
Council at its meeting on 23 November 2017 resolved:- 
 
Res 17-589:  5 
 
1.  That Council receive a late report to the Ordinary Meeting of 14 December 2017 including a 

comparative study between roundabouts and traffic lights that considers costs, safety (for 
pedestrians, vehicles and cyclists) and efficiency. 

 10 
2.  That the potential for trialling or installing traffic lights in Byron Shire be referred to the Local 

Traffic Committee for advice. 
 
3.  That Council suspend any preparatory works on roundabout construction, tender and land 

acquisition until after the Ordinary Meeting on 14 December 2017.   15 
 
Roundabouts vs Traffic Signals 
 
The decision to use a roundabout or traffic signals as a traffic control device is usually based on a 
merits based assessment and often utilises computer based traffic modelling.  Some situations are 20 
better controlled with a roundabout while others are more suitable for traffic signals. 
 
It has previously been understood that Council and community desires were to have a traffic light 
free shire.  However, as this report discusses, there is no ‘one size fits all’ when it comes to 
intersection traffic control and therefore a merit based assessment is recommended. 25 
 
Many people have their own opinion or preference towards roundabouts or traffic signals. 
However, the decision to use one or the other should not be based on feeling or desires, it should 
be based on robust data collection, assessment, investigation, modelling and specialist 
recommendations.  A merits based approach is best practice. 30 
 
Council will be receiving a presentation on this issue at a Strategic Planning Workshop on 7 

December, however, the following information is provided to help guide Council in its decision 
making. 
 35 
The following text in italics is taken directly from the Austroads Guide to Traffic Management, part 
6: Intersections, Interchanges and Crossings. The complete guide is provided at attachment 3. 
 
Austroads is the peak organisation of Australasian road transport and traffic agencies.  Austroads 
publishes a range of Guides which cover the design, construction, maintenance and operation of 40 
the road network in Australia and New Zealand.  All road agencies across Australasia use the 
Austroads Guides. 
 
The Guides document agreed methods and processes, and provide information about new 
technologies and procedures related to the road and road transport industry. 45 
 
Selection of an appropriate intersection treatment in any given situation can be complex.  The 
provision of the safest practicable treatment is paramount in all situations.  However this 
requirement must be balanced against the objective of providing an acceptable level of mobility, 
particularly on arterial roads. 50 
 
Many other factors, some of which are not related to road safety or operational performance, may 
influence the type of treatment adopted at a particular site. In addition to safety, the selection  
process of an appropriate intersection type and treatment may include consideration of: 
 55 
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 capacity, delay and level of service, generally and for specific road users 

 planning policy and objectives 

 traffic management strategies or objectives for the road network or corridor 

 compatibility with adjacent intersection treatments 

 topography at the site 5 

 the natural and built environment 

 economic considerations. 
 
The overall aim is to provide a safe and cost-effective intersection treatment, within the constraints 
that may exist.  The relative safety and needs of all road users, particularly pedestrians (including 10 
people having an impairment) and cyclists, should be considered as their needs may be a 
significant factor in the choice of treatment and type of traffic control adopted.  For example, it may 
be preferable to provide a signalised intersection at locations where surrounding land uses such as 
schools, shopping centres and recreational facilities are expected to generate significant volumes 
of pedestrians and cyclists. 15 
 
Performance objectives can dictate the best solution, such as; need to accommodate pedestrians 
or cyclists, public transport needs, vehicle flow priorities, visually or mobility impaired persons, etc. 
 
Road user volumes and movements can be assessed using modelling to predict how different 20 
solutions will change traffic post works. Good traffic data is required for this process. 
 
Feasibility can prevent some solutions, topography or land ownership can make roundabouts 
difficult for example. 
 25 
Roundabouts 
 
A roundabout is a form of intersection channelisation in which traffic circulates clockwise around a 
central island (usually circular) and all entering traffic is required to give way to traffic on the 
circulating roadway. 30 
 
When used in appropriate circumstances, a roundabout provides efficient operating conditions, 
often resulting in less overall delay to vehicles than would be the case if a signalised intersection 
was used. 
 35 
As so many factors need to be considered, it is not possible to specify that roundabouts should or 
should not be installed in various general situations.  
 
The following are general comments around the use of roundabouts: 
 40 

 Can be used at a wide range of sites and improve safety by simplifying conflicts, reducing 
speeds and providing clear indication of priority 

 Are useful where there is a high proportion of right-turning traffic. 

 Perform best when traffic flows are balanced. 

 Cyclists (especially when turning right) and pedestrians find it more difficult to negotiate multi-45 
lane roundabouts. An off-road facility may be required for cyclists in some cases. 

 Cost more to implement in the short term due to construction and land acquisition costs. 

 Cost less to implement in the long term as there are no electrical and signal maintenance 
costs. 

 Promote continuous traffic flow through an intersection, particularly during lower traffic volume 50 
times of day. 

 Generally much safer than traffic signals in terms of crash severity. 

 Usually less delay than traffic signals during the off-peak periods, leading to less overall delay 
to traffic throughout the day. 
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 Readily caters for heavy right-turns. 

 Can be used in local streets. 

 Controls vehicle speeds as a traffic calming measure (e.g. at the extremities of high pedestrian 
activity area). 

 May not be suitable where strong coordination of movement required along a route. 5 

 May not be able to provide sufficient capacity for high-volume sites. 

 May not be appropriate for high-speed divided rural roads in terms of mobility, although it can 
assist in providing access for important side roads. 

 Dominant flows on one approach may lead to excessive delay on the subsequent approach 
(although metering can assist). 10 

 Does not allow positive regulation of particular movements (e.g. access to local street from a 
busy road). 

 Are less safe than signals for on-road cyclists, particularly at multi-lane roundabouts. 

 Are less suited to public transport priority. 

 Need to consider pedestrians of all types (young, aged and impaired) and cyclist movement 15 
and numbers. 

 Need to consider bus and long-vehicle requirements, e.g. movement and numbers  

 Reduction in speeds of traffic (limited to 50 km/h or less) passing through the intersection from 
all legs elimination of high angles of conflict thereby ensuring low relative speeds between 
conflicting vehicles 20 

 Reduction in the number of conflict points 

 Relative simplicity of decision making at the point of entry 

 Studies have consistently shown that the installation of roundabouts results in crash 
reductions of up to 75% in overall crashes and injury crashes. However, evidence exists to 
show that roundabouts are not as safe for cyclists as for other road users, and that traffic 25 
signals are generally safer for cyclists. 

 Atheistically roundabouts generally look nicer and are a softer approach, due to vegetation. 

 Roundabouts offer an opportunity for art installations where a statement is required. 
 
Traffic Signals 30 
 
Traffic signals are used when the selection process indicates that a signalised intersection would 
provide the most appropriate form of traffic control. Traffic signals are provided either to rectify a 
safety or operational problem at existing intersections, or to ensure an appropriate level of safety 
and mobility at new intersections. Issues related to pedestrians and cyclists may also influence a 35 
decision to signalise an intersection. Treatments may range from the installation of signals at an 
existing site with minimal or no change to the layout, to the provision of complex signalised 
arrangements in conjunction with major road projects. 
 
The following are general comments around the use of Traffic Signals:- 40 
 

 Used where un-signalised intersection has a poor crash record or excessive delays for traffic 
using minor roads, and a roundabout is an unsuitable alternative to traffic signals. 

 Are suitable for high pedestrian movements including people who have an impairment. 

 Numerical warrants may apply. All traffic signals in NSW must receive RMS approval and 45 
RMS will only approve traffic signals if the option is a safe outcome.  

 Cost less to implement in the short term, more in the long term, as noted above. 

 Suited to high flow situations on major roads or intersections with highly variable flow and 
traffic, i.e T-intersections with 80km/hr main road and 50/60km/hr road. 

 Signal phasing and timing is important to the success of traffic light installations. 50 

 Provides the most suitable treatment for very high-volume sites. 

 Enables efficient coordination along traffic routes. 

 Can readily accommodate priority measures for public transport. 

 May provide controlled crossings for pedestrians and cyclists. 
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 Are safer for cyclists than multi-lane roundabouts. 

 Preferred for sites with high pedestrian activity. 

 Generally preferred to roundabouts for intersections along freight routes. 

 Are not generally as safe as a roundabout. 

 Are not desirable from a safety perspective in high-speed environments but, if used, speed 5 
limit reductions or electronic interactive warning devices are required. 

 The following guidelines indicate those circumstances where signals could be of significant 
benefit. The terms ‘major’ and ‘minor are used respectively to indicate the roads carrying the 
larger and smaller traffic volume: 

 10 
1. Traffic volume: Where the volume of traffic is the principal reason for providing a control device, 

traffic signals may be considered, subject to detailed analysis when the major road carries at 
least 600 vehicles/hour (two-way) and the minor road concurrently carries at least 200 
vehicles/hour (highest approach volume) on one approach over any four hours of an average 
day(4)(5). 15 

2. Continuous traffic: Where traffic on the major road is sufficient to cause undue delay or hazard 
for traffic on a minor road, traffic signals may be considered when the major road carries at least 
900 vehicles/hour (two-way) and the minor road concurrently carries at least 100 vehicles/hour 
(highest approach volume) on one approach, over any four hours of an average day. This 
warrant applies provided that the installation would not disrupt progressive traffic flow, and that 20 
no alternative and reasonably accessible signalised intersection is present on the major road. 

3. Pedestrian safety: To help pedestrians cross a road in safety, signals may be considered when 
over any four hours of an average day, the major road carries 600 vehicles/hour (two-way), or 
where there is a central pedestrian refuge at least 1.2 m wide, the major road flow exceeds 
1000 vehicles/hour, and 150 pedestrians per hour or more cross the major road. 25 

4. Crashes: Where the intersection has an average of three or more reported casualty crashes per 
year over a three-year period where the accidents could have been prevented by traffic signals, 
and traffic flows are at least 80% of the volume warrants given in (1) and (2). 

5. Combined factors: In exceptional cases, where no single guideline is satisfied but where two or 
more of the warrants given in (1), (2) and (3) are satisfied to the extent of 80% or more of the 30 
stated criteria. 

 
A considerable amount of data collection, assessment, investigation, modelling and specialist, 
professional recommendations are required for traffic signals. 
 35 
The following table is Table 2.4 from the Austroads Guide to Traffic Management, part 6: 
Intersections, Interchanges and Crossings and provides examples of typical suitability for different 
solutions for various intersections.  This table clearly shows that it is important to ensure different 
solutions are used in differing situations. 
 40 
The costs of roundabouts and traffic signals will vary from location to location depending on the 
unique circumstances for each location including but not limited to: 
 

 Topography 

 Size of traffic control facility 45 

 One or two lanes 

 Infrastructure required on approaches to the intersection  

 Foundations for the infrastructure assets 

 Environmental assessment and impacts  

 Underground and overhead services and utilities 50 

 Property boundaries 

 Land acquisition  
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MR545 Study 
 
The 2008 MR545 Strategic Study formed the basis of Council’s strategic road planning and 5 
intersection upgrade proposals, recommendation 2 of that study states: 
 
“Given the community preference for roundabouts as intersection controls, roundabouts are considered 
in this study instead of traffic signals. The cost of traffic signals may be less than roundabouts, and they 

may be considered as an alternative in the future during the detailed design of the treatments.” 10 
 
The MR545 Study used two levels of modelling for the study:- 
 
a) Strategic Network modelling using the Saturn Model; 
b) Detailed Intersection modelling using SIDRA. 15 
 
The outputs of these models were then used to identify a series of intersection upgrades and the 
triggers for those proposed works.  For the purposes of this report as it relates to roundabouts versus 
traffic signals these are the roundabouts at: 
 20 
1. Ewingsdale Road and McGettigans Lane; 
2. Ewingsdale Road and Bayshore Drive; 
3. Ewingsdale Road and Sunrise Blvd.;  
4. Broken Head Road and Clifford Street. 
 25 
The identified works were then incorporated into the 2012 Developer Contributions Plan.  This plan 
enables Council to collect contributions from developers to fund a proportion of these works.  This plan 
also places an obligation on Council to expend the funds on the purpose for which they were collected 
within a reasonable time frame.   
 30 
In 2014 the Contributions Plan was amended to change the works at Clifford Street from a roundabout 
to an intersection upgrade.  This was done to give Council flexibility in the options to be explored for 
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improving the safety and function of this intersection.  The issue of signals versus a roundabout for this 
intersection was extensively covered in report I2016/36 at the Ordinary meeting of 25 February 2016.   
 
In 2012 Vietch Lister, on behalf of the West Byron developers, undertook a micro simulation model of 
the network from Ewingsdale Road and Bayshore Drive though to Browning Street.  This model used 5 
roundabouts at each of the above referenced intersections.  This study modelled various options in 
terms of the bypass (short to Marvel Street and long to Browning Street) but showed that the network 
functioned adequately using roundabouts at the major intersections.   
 
In 2015 staff engaged consultants to prepare concept plans for the dual lane upgrade of Ewingsdale 10 
Road and detailed design plan plans for dual lane roundabouts at Sunrise Boulevard, Bayshore Drive 
and at the Cavanbah Centre.  Sunrise Blvd is nearing final completion.  All of this work was based upon 
the MR 545 Study and the 2012 Contributions Plan.   
 
In 2016 Bitzios, on behalf of Villa Word, undertook SIDRA modelling of the dual lane roundabout at 15 
Bayshore Drive as part of DA 10.2017.201.1.  This model demonstrated that the roundabout at 
Bayshore Drive would function adequately out to 2028.  Traffic signals were not proposed as part of the 
development and were not assessed.  Staff sought an independent assessment of this model from 
traffic engineers at Cardno.  A dual lane roundabout will function adequately in 2018 and 2028.  A copy 
of the Cardo technical assessment is provided in the attachments.  Neither of these assessments 20 
considered if traffic signals was a better option than a roundabout but they do conclude that a 
roundabout is an appropriate treatment.   
 
In 2017 staff engaged Cardo to undertake a two stage process to update the modelling and MR545 
study.  The first stage was a review of all the previous studies.  This stage has been completed and a 25 
copy of this review is attached.  The review, whilst not undertaking a comparative analysis of traffic 
signals versus roundabouts does indicate that roundabouts are an appropriate solution to the 
intersection upgrades on MR 545.  As the modelling has not yet commenced the brief can be amended 
to incorporate the modelling of traffic signals in the second stage of the study.   

 30 
Bayshore Drive Roundabout Construction 
 
Council are progressing the Bayshore Drive Roundabout project and the documentation is 
currently Tender ready. Council has secured a grant from the Federal Government in the sum of 
$2.6M to construct the project.  This project is currently on hold due to resolution 17-589 and 35 
pending the land acquisition for the southern portion, resolved by Council (Res17-426) as follows; 
 
1. That Council acquire an area of land from Lot 6 DP 1222674 and Lot 5 DP 1222674 as shown 

on Option 2 in Attachment 2 (E2017/85933) for the purposes of road widening. 
2. That the acquisition be done by agreement. 40 
3. That staff commence the process of compulsory acquisition for road widening in the event that 

the acquisition by agreement process fails. 
4. That the General Manager and Mayor be delegated to negotiate the price for the acquisition of 

the land. 
5. That subject to the land owner’s agreement Council takes an interest in Lot 5 DP 1222674 for 45 

the purposes of a drainage easement. 
6. That the Public Art Panel is consulted in relation to the gateway features included on the 

roundabout. 
 
Redesigning this project to construct a set of traffic signals at this location including implications for 50 
funding (discussed further below) would involve a 4-6 month design process including the 
following:- 
 

 Developing a brief for a Request for Quote to suitable design firms (2 weeks) 

 Request for Quote period (3 weeks) 55 

 Assessment of quotes (1 week) 
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 Modelling and Design of traffic signals (8 weeks) 

 Review of Design and making any required changes (2 weeks) 

 RMS approval process (2-8 weeks) 
 
In order to utilise S94 funding for construction, the development contribution plan would need to be 5 
amended which includes; 
 

 Amendments made to Development Control Plan (2 weeks) 

 Exhibition of Development Control Plan (4 weeks) 

 Council Adoption of Development Control Plan (4 weeks) 10 
 
This assumes traffic signals are supported by the consultant and RMS. If traffic signals are not 
supported following this process, Council may need to return to the roundabout option, without the 
$2.6 million grant discussed further below. 
 15 
There are options to retrofit roundabouts with traffic signals on various approaches that force gaps 
into the dominant entry stream if the roundabout does not provide sufficient opportunity for the side 
access streets to enter the main road. 
 
Bayshore Drive Roundabout Grant Funding 20 
 
Council will receive $2.6M from the Commonwealth Government to deliver the Bayshore Drive 
Roundabout by 31 January 2019.  On 29 September 2017, Council entered into a contract with the 
Department of Infrastructure and Regional Development for 50 per cent of project funds. The 
change of a roundabout to traffic signals could cause project delays and would require a variation 25 
to the contract with the Commonwealth. 
 
Council was the recipient of one of only five road/bridges infrastructure projects funded out of 110 
Building Better Regions Fund grants awarded across Australia.  The economic outcomes of the 
project were significant enough to warrant funding of this roundabout.  30 
 
The Commonwealth is funding less of these types of projects and more non-road projects (as a 
result of the High Court ruling in the Williams vs Commonwealth of Australia 2012 schools 
chaplains case, grant program funding must represent value with relevant money).  Roads and 
bridges are seen as the primary responsibility of local and state government, with the 35 
Commonwealth committing more funds to other types of infrastructure since 2012. Therefore it is 
likely that these five projects will come under greater scrutiny than others, because of the 
perceived risk to Commonwealth. 
 
The contract sets out terms for Council’s access to the Building Better Regions Funds – including 40 
key deliverables and timeframe for project milestones. Extraordinary circumstances (natural 
disaster and unforeseen delays) can trigger the need for a variation.  The Commonwealth contract 
includes the right to refuse a variation if it is deemed unacceptable.  
 
Change of Milestones: 45 
 
A delay and request for variation carries potential implications for Council as funding bodies are 
closely monitoring project delivery. Poor project delivery, including missing milestone dates and 
requests for variations are highly likely to see Council score poorly in project evaluation. These 
performance measures are used to assess applications to Commonwealth grant schemes in the 50 
future. 
 



B Y R O N  S H I R E  C O U N C I L  

STAFF REPORTS - INFRASTRUCTURE SERVICES 13.19 
 
 

Ordinary Meet ing Agenda  14 December 2017  page 148 
 

Change to Key Deliverables: 
 
In principle, it is possible to change the intersection treatment at Bayshore Drive to a set of traffic 
signals, as this would still deliver the economic and export growth outcomes outlined in the 
contract. This would require a variation to be submitted for the changes to key deliverables.  5 
 
Byron Shire is renowned for being one of the only Australian local government areas without traffic 
signals. The history of successful community resistance to the introduction of traffic signals 
stretches back to the 1960s. As recently as 2017, the Suffolk Park community fought the 
introduction of traffic signals at the Clifford St intersection. A simple Google search will provide this 10 
information to the funding body. As such, a variation that changes the design of the roundabout to 
traffic signals is highly likely to be an unacceptable reputational risk for the Commonwealth and 
could possibly lead to a breach of contract.  
 
Colin Steele of Section51, who provided a workshop to staff about grants to Council on 31 August 15 
2017, emphasized how success in one project is likely to have impacts on future funding. It was 
advice that Councils that breach their contracts are appraised as poor investments in future grant 
rounds. Should Council breach the contract, or unduly delay the project delivery, it is highly likely 
that Council will find itself on a black list. This may have implications for funding from 
Commonwealth grant schemes for at least a five year period.  It is also highly probable that this will 20 
flow on to the large infrastructure grants available through the NSW State funds, especially those 
schemes created under Restart NSW Act 2011 and Regional Growth Fund.  
 
This is likely to have impact on applications to the following Commonwealth schemes:  
 25 
• Smart Cities and Suburbs (Department of Prime Minister and Cabinet) 
• Safer Communities (Attorney General’s Department) 
• Building Better Regions Fund (Department of Infrastructure and Regional Development) 
• Bridges Renewal Programme (Department of Infrastructure and Regional Development) 
• Festivals Australia (Department of Communications and Arts) 30 
• Clean Energy Finance Corporation and Australian Renewable Energy Agency 
 
Council projects likely to be effected:   
 
• Byron Bay Town Centre Bypass 35 
• Other stages of MR545 
• Lot 12, Bayshore Drive 
• Railway Square completion 
• Rail Corridor projects 
• Byron Bay Foreshore reconfiguration 40 
• Mullumbimby Hospital redevelopment 
 
Conclusion 
 
There is no one solution that can fit all situations and there is no best practice for either option. The 45 
UK Guardian piece (link below) is a good example that shows the world does not agree on 
roundabouts or traffic signals, which again confirms there is no best practice solution. 
 
It is recommended that Council proceed open minded toward the decision to build roundabouts or 
traffic signals. The decision should be made on its merits.  The solution that best fits the situation 50 
and will provide the best traffic and safety outcomes and has the support of the RMS is the most 
appropriate for each situation. 
 
https://www.theguardian.com/cities/2015/oct/19/traffic-lights-roundabouts-way-out 
 55 

https://www.theguardian.com/cities/2015/oct/19/traffic-lights-roundabouts-way-out
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A further consideration is the potential delay to advertising the construction tender for Bayshore 
Drive roundabout and the negative impact that timing will have for Council to fulfil requirements for 
current grant funding arrangements. 
 
Trialling of traffic Signals across the Shire 5 
 
The issue of the potential for trialling or installing traffic signals in the Byron Shire has not yet been 
reported to the Local Traffic Committee. However, staff provided comments to Council regarding 
this question via Notice of Motion No. 9.5 on 23 November 2017. 
 10 
A trial of traffic signals is not able to be done as traffic signal designs and approvals processes are 
fairly comprehensive in nature including assessments of the safety implications, etc. 
 
Staff are unaware of traffic signal trials being done in the past which is probably due to the strict 
rules and requirements relating to signal lantern types, locations, numbers, conspicuity, etc. which 15 
would normally make a trial that expensive as not to be practical. 
 
However, there are certainly temporary traffic signal devices available of the type used in road 
construction zones and at events although staff and consultants queried to date are not aware of 
temporary pedestrian signals being installed in those circumstances. 20 
 
The installation of temporary traffic signals at the Bayshore Drive / Ewingsdale Road intersection 
and Jonson St / Lawson St intersection would require the following approval process. 
 
1. An initial concept plan needs to be developed in accordance with the RMS guidelines and 25 

requires concurrence from RMS General Manager Road Network Operations, RMS Principal 
Manager Network Operations and RMS Network Operations’ Research Officer. 

 
2. A detailed design needs to be prepared requiring approval for its technical correctness in 

accordance with relevant technical manuals and guidelines by an appropriate authorised 30 
officer within the design consultancy (or appropriate authority within RMS for RMS prepared 
designs). During the approval procedure comment/agreement must be sought from 
authorised RMS officers responsible for the adaptive, electrical and delineation features of 
the design. The design is recommended for acceptance of its technical correctness by the 
Traffic Signal Design Manager, Road Design Engineering. During this process 35 
comment/agreement must be sought from authorised RMS officers responsible for the civil, 
electrical and delineation features of the design. 

 
3. The design is recommended for acceptance by an authorised officer within RMS’ Network 

Operations section (including Regional Network Operations Officers). This recommendation 40 
takes into account the impact the design will have on overall network efficiency and 
compatibility with the surrounding network. 

 
4. The design is accepted by the appropriate RMS officer responsible for implementation of the 

construction. This acceptance takes into account the constructability of the design and 45 
suitability for the particular site and project objectives. 

 
Approval is not guaranteed and to meet these requirements involves a significant amount of time 
and funding.  No budget has been identified to carry out a trial or engage suitably qualified 
consultants to design and obtain approval for traffic light installations. 50 
 
Financial Implications 
 
This report or recommendation does not carry any financial implications, other than those stated 
above in the main report. 55 
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Statutory and Policy Compliance Implications  
 
Council must provide reasonable infrastructure, as resources and priorities permit.  Where existing 
infrastructure becomes known to be inadequate for any reason within the control of Council, repair, 5 
renewal and upgrade of these assets is a fundamental component of meeting Council’s 
obligations. 
 
Provision of road infrastructure is a legitimate function of local government under the Local 
Government Act 1993.  Council is also responsible for the provision of safe assets under the 10 
Roads Act 1993. 
 
Resolving as recommended demonstrates that Council is carrying out its functions to the best of its 
ability and following best practice processes.    
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REPORTS OF COMMITTEES - CORPORATE AND COMMUNITY SERVICES 

 
Report No. 14.1 Report of the Finance Advisory Committee Meeting held on 16 

November 2017  
Directorate: Corporate and Community Services 5 
Report Author: James Brickley, Manager Finance  
File No: I2017/1804 
Theme: Corporate Management 
 Financial Services 
 10 
Summary: 
 
This report provides the minutes and recommendations of the Finance Advisory Committee 
Meeting held on 16 November 2017 for determination by Council.  
 15 
    

 
RECOMMENDATION:  

1. That Council note the minutes of the Finance Advisory Committee Meeting held on 16 
November 2017.   

 
  

2. That Council adopt the following Committee Recommendation: 
 
Report No. 4.1 Notice of Motion - Distribution of Paid Parking Income for the Benefit 

of Rural Communities 
File No: I2017/1737 
 
Committee Recommendation 4.1.1  

That the Finance Advisory Committee receive a report detailing expenditure on rural 
roads (maintenance and capital) over the last three to five years identifying funding 
sources to inform the 2018/19 Budget Estimates. 

 

3. That Council adopt the following Committee Recommendation: 
 
Report No. 4.2 Draft Financial Sustainability Plan 2017/2018 
File No: I2017/1719 
 
Committee Recommendation 4.2.1  

That Council adopt the Draft Financial Sustainability Plan 2017/2018 (#E2017/104429) 
with the following amendments: 
 
a) remove the entire dot point reference to Manfred Street, Belongil on page 10 
b) remove the entire second row in the table on page 12 regarding ‘5.2 Manfred 
Street’. 

 20 

4. That Council adopt the following Committee Recommendation: 
 
Report No. 4.3 Unrestricted Cash and Reserves at 30 June 2017 
File No: I2017/1720 
 
Committee Recommendation 4.3.1  
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1. That the Reserve Balances as outlined in Attachment 1 (#E2017/103622) at 30 
June 2017 be noted. 

 
2. That the Unrestricted Cash Balance of $1,145,200 as at 30 June 2017 be noted. 

 

5. That Council adopt the following Committee Recommendation: 
 
Report No. 4.4 Quarterly Update - Implementation of Special Rate Variation (SRV) 
File No: I2017/1731 
 
Committee Recommendation 4.4.1  

That the Finance Advisory Committee note the quarterly update on the Special Rate 
Variation implementation as at 30 September 2017. 

 

6. That Council adopt the following Committee Recommendation: 
 
Report No. 4.5 Council Budget Review - 1 July 2017 to 30 September 2017 
File No: I2017/1736 
 
Committee Recommendation 4.5.1  

1. That Council note that the itemised budget variations as shown in Attachment 2 
(#E2017/104035) which includes the following results in the 30 September 2017 
Quarterly Review of the 2017/2018 Budget: 

 
a) General Fund – $161,900 decrease to the Estimated Unrestricted Cash 

Result 
b) General Fund - $1,651,500 increase in reserves 
c) Water Fund - $110,000 decrease in reserves 
d) Sewerage Fund - $15,000 decrease in reserves 
 
were adopted by Council at its Ordinary meeting held on 23 November 2017. 

 
2. That Council noted that the revised General Fund Estimated Unrestricted Cash 

Result of $940,600 for the 2017/2018 financial year as at 30 September 2017 were 
adopted by Council at its Ordinary meeting held on 23 November 2017. 

 
3. That the Finance Advisory Committee receive a reconciliation in relation to 

projects in Byron Bay (Master Plan/Railway Precinct, etc) reconciling the drawing 
on Section 94 funds earmarked and the Infrastructure Renewal Reserve from the 
proceeds of Pay Parking revenue. 

 
 

 5 

Attachments: 
 
1 Minutes 16/11/2017 Finance Advisory Committee, I2017/1773 ⇨  

  
 10 
  

../../../RedirectToInvalidFileName.aspx?FileName=OC_14122017_ATT_613.PDF#PAGE=520
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Report 
 
The attachment to this report provides the minutes of the Finance Advisory Committee Meeting of 
16 November 2017 for determination by Council.  The agenda for this meeting can be located on 
Council’s website at: 5 
 
http://byron.infocouncil.biz/Open/2017/11/FAC_16112017_AGN_620_AT.PDF  
 
The Committee Recommendations are supported by management and are provided in the 
attachment to this report. 10 
 
Councillors were advised via Memorandum (#E2017/106614, dated 20 November 2017) of the 
Committee’s recommendations in relation to Report No. 4.5 Council Budget Review 1 July 2017 to 
30 September 2017. 
 15 
The Committee recommendations have been amended to read as recommendations to Council, 
including  that Council note the adoption of the Council Budget Review - 1 July 2017 to 30 
September 2017, by Council at its Ordinary meeting held on 23 November 2017. 
 
Financial Implications 20 
 
As per the Reports listed within the Finance Advisory Committee Meeting of 16 November 2017. 
 
Statutory and Policy Compliance Implications 
 25 
As per the Reports listed within the Finance Advisory Committee Meeting of 16 November 2017. 
   

http://byron.infocouncil.biz/Open/2017/11/FAC_16112017_AGN_620_AT.PDF
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REPORTS OF COMMITTEES - INFRASTRUCTURE SERVICES 

 
Report No. 14.2 Report of the Transport and Infrastructure Advisory Committee 

Meeting held on 16 November 2017  
Directorate: Infrastructure Services 5 
Report Author: Dominika   Tomanek, Executive Assistant Infrastructure Services  
File No: I2017/1812 
Theme: Community Infrastructure  
 Roads and Maritime Services 
 10 
Summary: 
 
The attachment to this report provides the minutes of Transport and Infrastructure Advisory 
Committee Meeting held on 16 November 2017 for determination by Council. 
 15 
    

 
RECOMMENDATION:  

1. That Council note the minutes of the Transport and Infrastructure Advisory Committee 
Meeting held on 16 November 2017.   

 
  

2. That Council adopt the following Committee Recommendation(s): 
 
Report No. 4.1 Presentation of draft Transport Asset Management Plan - Customer 

Levels of Service 
File No: I2017/1763 
 
Committee Recommendation 4.1.1  

1. That the Committee notes the presentation of the Customer Levels of Service for 
Transport Infrastructure. 

 
2.  That the next extraordinary meeting will be held in early 2018 to consider 

presentation in further details and draft Communication Strategy. 
 
3. That the Committee be provided a copy of the draft presentation and committee 

members will provide feedback prior to the extraordinary meeting. 
 

3. That Council adopt the following Committee Recommendation(s):  
 
Report No. 4.2 Update on the 2017/18 Local Roads Capital Works Program 
File No: I2017/657 
 
Committee Recommendation 4.2.1  

1.  That Council notes the actions taken to implement the 20176/18 Local Roads 
Capital Works Program. 

 
2.  The Committee notes that staff review the appropriateness of line marking the 

“esses” near Coorabell school.  
 20 

4. That Council adopt the following Committee Recommendation(s):  
 
Report No. 4.3 2017/18 - 2020/21 Local Roads Capital Works Program 
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File No: I2017/1140 
 
Committee Recommendation 4.3.1  

1. That the Committee notes the information on the Council website about the 
approved 2017/18 Local Roads Capital Works Program and the indicative 
programs for 2018/19 to 2020/21. 

 
2.  That the further advice and comments be sought from the Committee at the first 

meeting in 2018. 
 

5. That Council adopt the following Committee Recommendation(s):  
 
Report No. 4.4 Pedestrian Crossing - Lawson Street Byron Bay 
File No: I2017/1550 
 
Committee Recommendation 4.4.1  

That the Committee notes the report. 
 
 

 

Attachments: 5 
 
1 Minutes 16/11/2017 Transport and Infrastructure Advisory Committee, I2017/1770 ⇨  

  
 

  10 
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Report 
 
The attachment to this report provides the minutes of the Transport and Infrastructure Advisory 
Committee Meeting of 16 November 2017 for determination by Council.  The agenda for this 
meeting can be located on Council’s website at: 5 
 
http://byron.infocouncil.biz/Open/2017/11/TIA_16112017_AGN_629_AT.PDF  
 
Committee Recommendation 
 10 
The committee recommendations are supported by management and are provided in the 
attachment to this report. 
 
Financial Implications 
 15 
As per the Reports listed within the Transport and Infrastructure Advisory Committee Meeting of 16 
November 2017. 
 
Statutory and Policy Compliance Implications  
 20 
As per the Reports listed within the Transport and Infrastructure Advisory Committee Meeting of 16 
November 2017. 
     

http://byron.infocouncil.biz/Open/2017/11/TIA_16112017_AGN_629_AT.PDF
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CONFIDENTIAL REPORTS - CORPORATE AND COMMUNITY SERVICES 

 
Report No. 16.1 CONFIDENTIAL - Tender 2017-0005 Tree Works Recommendation 
Directorate: Corporate and Community Services 
Report Author: Malcolm Robertson, Team Leader Open Space  5 
File No: I2017/1785 
Theme: Community Infrastructure  
 Open Space and Recreation 
 

 10 
Summary: 
 
On 31 January 2017 the General Manager, under delegated authority, approved the use of the 
open tendering method to call for tenders for Contact 2017-0005 Tree Services. 
 15 
Tenders have been assessed in accordance with the provisions of the Local Government 
(General) Regulation 2005. This report summarises the background and assessment of the 
tenders and provides a recommendation to award the tender for Contract 2017-0005. 
 

 20 
RECOMMENDATION:  

1. That pursuant to Section 10A(2)(d)i of the Local Government Act, 1993, Council 
resolve into Confidential Session to discuss the report Tender 2017-0005 Tree Works 
Recommendation. 

 25 
2. That the reasons for closing the meeting to the public to consider this item be that the 

report contains:  
a) commercial information of a confidential nature that would, if disclosed 

prejudice the commercial position of the person who supplied it 
 30 
3. That on balance it is considered that receipt and discussion of the matter in open 

Council would be contrary to the public interest, as:  
 

(a) disclosure of the confidential information could compromise the commercial 
position of the organisations involved and prejudice the process of engagement of the 35 
tenderers to carry out the required services. 

 
 
 
OR, ALTERNATIVELY WHERE THE MEETING IS NOT PROPOSED TO BE CLOSED: 40 
 
RECOMMENDATION:  

1. That pursuant to Section 11(3) of the Local Government Act, 1993, resolve that the 
Annexures to the report, Tender 2017-0005 Tree Works Recommendation are to be 
treated as confidential as they relate to matters specified in s10A(2)(d)i of the Local 45 
Government Act 1993.  

 
2. That Council adopt the recommendation set out on the final page of the Report. 
    

Attachments: 50 
 
1 Confidential - 2017-0005 Tree Services Evaluation Report Signed, E2017/106861   
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CONFIDENTIAL REPORTS - INFRASTRUCTURE SERVICES 

 
Report No. 16.2 CONFIDENTIAL - Contract 2017-0038 - Purchase and Removal of 

Scrap Metal form the Byron Resource Recovery Centre and Byron 
Shire Council Depot 5 

Directorate: Infrastructure Services 
Report Author: Lloyd Isaacson, Team Leader Resource Recovery and Quarry  
File No: I2017/1790 
Theme: Community Infrastructure  
 Waste and Recycling Services 10 
 

 

Summary: 
 
On 29 August 2017, the General Manager, under delegated authority, approved the use of the 15 
open tendering method to call for tenders for Contract 2017-0038 Purchase and Removal of Scrap 
Metal form the Byron Resource Recovery Centre and Byron Shire Council Depot. 
 

Tenders have been assessed in accordance with the provisions of the Local Government 
(General) Regulation 2005. 20 
 

 
RECOMMENDATION:  

1. That pursuant to Section 10A(2)(c) and (d)i of the Local Government Act, 1993, Council 
resolve into Confidential Session to discuss the report Contract 2017-0038 - Purchase 25 
and Removal of Scrap Metal form the Byron Resource Recovery Centre and Byron 
Shire Council Depot. 

 
2. That the reasons for closing the meeting to the public to consider this item be that the 

report contains:  30 
a) information that would, if disclosed, confer a commercial advantage on a person 

with whom the Council is conducting (or proposes to conduct) business 
b) commercial information of a confidential nature that would, if disclosed 

prejudice the commercial position of the person who supplied it 
 35 
3. That on balance it is considered that receipt and discussion of the matter in open 

Council would be contrary to the public interest, as:  
 

(a) disclosure of the confidential information could compromise the commercial 
position of the organisations involved and prejudice the process of engagement of a 40 
tenderer to carry out the required services. 

 
 
 
OR, ALTERNATIVELY WHERE THE MEETING IS NOT PROPOSED TO BE CLOSED: 45 
 
RECOMMENDATION:  

1. That pursuant to Section 11(3) of the Local Government Act, 1993, resolve that the 
Annexures to the report, Contract 2017-0038 - Purchase and Removal of Scrap Metal 
form the Byron Resource Recovery Centre and Byron Shire Council Depot are to be 50 
treated as confidential as they relate to matters specified in s10A(2)(c) and s10A(2)(d)i 
of the Local Government Act 1993.  

 
2. That Council adopt the recommendation set out on the final page of the Report. 
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Attachments: 
 
1 Confidential - Confidential – 2017-0038 Final Signed Evaluation Report - Purchase and Removal of 

Scrap Metal, E2017/107360   5 
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Report No. 16.3 CONFIDENTIAL - North Byron Floodplain Risk Management Study and 
Plan - Tender Approval 

Directorate: Infrastructure Services 
Report Author: James Flockton, Drain and Flood Engineer  
File No: I2017/1155 5 
Theme: Community Infrastructure  
 Emergency Services and Floods 
 

 

Summary: 10 
 
Staff have completed an open tender process for the North Byron Floodplain Risk Management 
Study and Plan project which Council has grant funding to complete. 
 

Tenders have been assessed in accordance with the provisions of the Local Government 15 
(General) Regulation 2005. 
 

 
RECOMMENDATION:  

1. That pursuant to Section 10A(2)(d)i of the Local Government Act, 1993, Council 20 
resolve into Confidential Session to discuss the report North Byron Floodplain Risk 
Management Study and Plan - Tender Approval. 

 
2. That the reasons for closing the meeting to the public to consider this item be that the 

report contains:  25 
a) commercial information of a confidential nature that would, if disclosed 

prejudice the commercial position of the person who supplied it 
 
3. That on balance it is considered that receipt and discussion of the matter in open 

Council would be contrary to the public interest, as:  30 
 

To enter a new line, hit ctrl enter. 
Example reasons only - delete/change as required (and delete these first 2 lines): 
(a) disclosure could prejudice the Council's position in litigation; and (b) disclosure 
could adversely impact Council's position in the upcoming negotiations. 35 

 
 
 
OR, ALTERNATIVELY WHERE THE MEETING IS NOT PROPOSED TO BE CLOSED: 
 40 
RECOMMENDATION:  

1. That pursuant to Section 11(3) of the Local Government Act, 1993, resolve that the 
Annexures to the report, North Byron Floodplain Risk Management Study and Plan - 
Tender Approval are to be treated as confidential as they relate to matters specified in 
s10A(2)(d)i of the Local Government Act 1993.  45 

 
2. That Council adopt the recommendation set out on the final page of the Report. 
    

Attachments: 
 50 
1 Confidential - Signed copy / pdf North Byron FRMS&P Request for Tender - Evaluation Report, 

E2017/108512   
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Overview


The purpose of this document is to provide a vision and a plan for 
Railway Square. This Concept, following community and Council 
approval, forms the framework for future detailed design and 
construction works within the park.


Project Context


This project follows on from the Byron Bay Town Centre Master 
Plan which established a high level vision for the town centre of 
Byron Bay. The Masterplan process included extensive community 
consultation and established a high level strategic vision for the 
town centre.


The Site


Railway Square is a traditional meeting place within the town 
centre of Byron Bay.


The park’s connection to both the centre of town, the Railway 
Station, the bus stop on Jonson Street, the Visitor Centre, and the 
Community Centre has meant that the park is both a prominant 
‘gateway’ space within the town centre for visitors and also a 
valued public space for the local community. 


For generations children have played in the park and its trees, and 
people have rested in a quiet place close to the street- enjoying the 
shade in summer and the sunshine in winter.


The park has also been used as a gathering place for community 
events and demonstrations and for temporary market events such 
as the Byron Artisans Market.


Current Condition


Over more recent times some of these uses have reduced as a 
result of factors such as the termination of train services in 2004 
and the disuse of the Station building, the dilapidation of park 
infrastructure, and the dilapidation of areas adjacent to the park 
including car park areas and buildings. A series of minor works 
within the park, and in particular along the Jonson Street edge, 
have also resulted in the park being dislocated from the street. 


As a result the park’s role as a welcoming and generous piece of 
public space at the gateway to the town centre has significantly 
diminished.
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Image: the Byron Bay Train Station entry with Railway Park on the right


Image: space for community gatherings
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1 Project Context


History


The site of Railway Square is of historical significance in the town. 
The Byron Bay Town Centre Master Plan identified Railway 
Square as the ‘heritage heart’ of the town.


The site is adjacent to, and part of, a heritage precinct centred 
around the remaining rail infrastructure. Heritage specialists have 
been consulted during the design process. This heritage value was 
considered throughout the design process to ensure history is 
valued and celebrated. This heritage value does not just relate to 
buildings but, importantly, also to open space, environment, and 
culture.


Byron Bay is the traditional land of the Arakwal people, one of the 
tribes of the Bundjalung nation.


Cavanbah- or meeting place- was the Arakwal name for Byron 
Bay- it being the meeting place for the northern and southern 
tribes of the Bundjalung nation.


Community Engagement


As previously noted- there was significant community 
consultation undertaken by the Byron Bay Town Centre Master 
Plan team. The outcomes of that consultation have provided 
valuable information for the initiation of this project.


Focused consultation has been undertaken to refine the 
community’s needs and expectations for Railway Square. In the 
design phase of this project commenced with a design workshop 
involving community members. Participants in this workshop 
included the community representatives that make up the Master 
Plan Leadership Team and several key stakeholders.


Throughout the design process several key stakeholder groups 
have also been consulted including Arakwal representatives, 
representatives of the various markets taking place on and nearby 
the site, and Byron Community Centre representatives.


Draft design presentations have been made to stakeholders and 
community representatives with some modifications being made 
to the design as a result.
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VISION FOR RAILWAY SQUARE


OBJECTIVES


A central public space in the 
town where the community can 
connect with each other and 
their town- a meeting place


• To ensure the park is a key community meeting 
place in the town centre;


• A town square and arrival point that supports 
the diverse needs of both the local and tourist 
community (BBTCMP);


• Increase the amenity of park edges and make it easy 
for people to enter the park;


• Retain and enhance community identity through 
design and treatments such as public art;


• Retain the key site features and incorporate them as 
centre pieces of the park;


• Improve visual and physical access into and across 
the park;


• Encourage social interactions and incorporate the 
streetscape into the park and vice-versa;


• Ensure the park enables gathering space for events 
and demonstrations;


• Facilitate multi generational use with improved 
furniture and access, and improved play 
opportunities;


• Provide flexible spaces for impromtu performances 
and community events;


• Increase the amenity of park edges and make it easy 
for people to enter the park


1 Project Context
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Project Site


The existing Railway Park (Railway Square) 


Associated Sites


Railway Square, the rail corridor and the adjacent public space associated with the Visitor Centre. The Visitor Centre 
is currently isolated from the park due to the scale of the existing car park and car park entry
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Existing barriers (shown in red) negatively impacting permeable pedestrian flow into and across the park. Barriers 
include fences, raised edge garden beds, dense planting, buildings, toilet block, cars and bollards


Existing vegetation- trees marked with a X are probable removals (to be confirmed in detailed phases) 
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Existing Barriers Existing Vegetation
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Primary pedestrian flow (shown in blue) through and past Railway Square Primary (blue) and secondary (black) pedestrian paths through the park
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Existing features (shown in pink) within the park. Features include playground, environment 
centre structure, picnic tables, public telephones, drinking fountain, bins, security cameras
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Jonson Street edge- barriers block the street from the park North east corner of the park- a narrow and unwelcoming entry 
with limited visual connection across the park


Jonson Street edge- barriers block the street from the park


Existing playground- under utilised and not integrated with 
existing natural features


Cars form a barrier to the southern edge of the park View from centre of park looking towards Jonson Street and the 
toilet block


Northern edge of the park currently has poor amenity and limited 
passive surveillance


Existing central trees Existing Melaleucas on the western edge of the park
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A rationalisation (and potential reduction) of car parking would enable the park to extend south- this provides the 
significant benefit of a public forecourt space to the future community functions within the existing Counrty Link 
building


Removing (or reducing) the barriers (garden beds, toilet,  and public telephones) along the Jonson Street park 
boundary would enable a notional park increase- extending the park to the kerb and encouraging people into the 
space
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Potential Park Increase (South) Notional Park Increase (East)
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Extension of the park south enables a direct public space link from Jonson Street to the Counrty Link building. 
Potential links across the rail corridor from Butler Street provide the opportunity to activate to edges of the park 
(west and north) that currently suffer from poor passive surveillance


The existing Hibiscus tiliaceus at the centre of the park has the potential to provide a natural, 
character filled feature at the centre of the park. The tree(s) has significant potential as a play and 
gathering feature and provide much needed shade in the summer months.


RAILWAY SQUARE LANDSCAPE CONCEPT PLUMMER & SMITH


0 10 20


DRAFT


3 Design Strategies


New Linkages Rejuvenating Existing Elements
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Hibiscus tiliaceus


The existing Cottonwoods (Hibiscus 
tiliaceus) in the middle of the park 
will become the focal point of a central 
built element. This element will be an 
inward and outward facing feature 
that allows for play and gathering. 
This element will interact with the 
existing tree- moving through, over 
and around the horizontal trunks and 
branches 
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*
*


Entry points and park forecourts- ensuring people are 
encouraged to come into the park


Activated and permeable edges to improve connectivity, access, 
and passive surveillance across the whole park. Extending the 
park to Jonson Street in the east and the Rail corridor in the west


WELCOME


ACTIVATED EDGES


COMMUNITY


CENTRAL FEATURE


PLAY


MANAGING WATER / DRAINAGE


Key community gathering spaces for temporary events and 
demonstrations- ensuring the park maintains its historic and 
important role as a community gathering and meeting place


Central feature capitalising on the existing Cottonwood trees as a 
park asset- drawing people to the centre of the park


Nature play, discovery garden areas, and water fetaure- providing 
amenity for families and enabling connection between park users 
and the park environment


Drainage- improved drainage of low lying areas of the park- 
gardens that can withstand periodic inundation and new 
stormwater drainage introduced


3 Design Strategies
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REFER PAGE 23


The Railway 
Hotel


Lawson South 
Car Park


Info Centre


REFER PAGE 24
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KEY


Hardstand areas- consistent 
finishes through the plaza and 
along Jonson Street footpath


Custom seating elements- broad 
bench seats using recycled timber


Shared Zone pavement markings- 
improving pedestrian amenity


Turf


New planting areas utilising 
locally native species- see plant 
palette


New trees


Central built element- capturing 
the trees as the central space


Boardwalk link paths


Existing trees to be retained


Rubber softfall to slide element


Informal gravel paths and planting


Timber seat with backrest- refer to 
furniture palette on page 45


Play platform and lookout tower


Timber arbour and climbing 
plants associated with toilet and 
park entry


Picnic table and stools- see page 
27


Pole mounted lights referencing 
historic rail station lights. Refer to 
pages 41 and 42
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NOTES


1. Existing figs on Jonson Street provide a 
feature to the street and the park- a town 
centre entry moment


2. A pocket park on the street- activating 
the street as well as the park- welcoming 
people into the park


3. Seats and tables in a garden setting 
improving the amenity of the northern 
edge of the park


4. Existing park toilet block relocated to 
the northern west entry area of the park. 
Ensures toilet is close to play area users 
and improves the visual and physical 
flow into the park from the south- see 
page 22 for alternative location


5. Paths connecting to critical east-west 
links through town


6. Shared zone / path through Lawson 
Street South car park


7. Central feature area- existing trees and 
nature play (night lighting)


8. Central built feature providing play and 
gathering opportunities


9. Linking path through the centre of the 
park


10. Plaza space as a forecourt to the ‘social 
enterprise’ building


11. A flexible hardstand plaza space running 
the full length of the southern edge 
of the park. Reduces car parking and 
provides space for movement, gathering, 
impromptu performance, temporary 
events


12. Permeable paving area to a high use area 
of the park- promotes gathering while 
maintaining tree health


13. Car park entry narrowed and turned 
into a shared zone to improve pedestrian 
amenity


14. New seating areas improve park 
amenity. Seating areas and the associated 
southern edge of the park, combined 
with topography, create an informal 
amphitheatre space within the park


15. New planting areas provide amenity to 
street and footpath


16. Eastern edge of park opened up to 
extend the park to the kerb


17. Public telephones reduced (2 removed)
18. Existing Rotunda (Byron Environment 


Centre)- consultation required regarding 
potential relocation within the park


Example play tower


A play circuit


Elements ramping over trunks


+3.90


+3.65


+2.70


+2.50


+2.25


+2.30


+2.75


+2.90
+3.84


+2.75


+2.15


+2.40


+2.05


+3.20


+3.40


Shaded hardstand areas


The Rails


Visitor Centre


JO
N


SO
N


 STREET


RAILWAY SQUARE LANDSCAPE CONCEPT PLUMMER & SMITH


DRAFT


18


4 Design


1


2


3


4


5
5


6


7


8


9


10
11


12


13


14 15


16


17







0 1 2 5


21


PLAN SHOWN WITHOUT TREES 
TO CLEARLY SHOW GROUND 
TREATMENTS


NOTES


1. Enhance existing street planting
2. Provide planting and amenity close 


to seating areas
3. Stabilisation and amenity planting 


to bank areas
4. Informal gravel paths and planted 


garden areas
5. Garden and discovery elements
6. Planting areas puncuate hardstand 


areas- provide ground plane 
amenity and space for shade trees


7. Sand softfall and informal planting 
as part of the nature play area 
associated with the existing 
Cottonwood trees


8. New street planting areas- potential 
to incorporate rain gardens for 
improved stormwater infiltration 
and treatment


9. Planting areas associated with 
the relocated toilet block to 
include climbing plants for the 
establishment of a planted arbour


10. Existing raised garden beds along 
the eastern edge of the park to be 
removed to create a permeable park 
edge to the street


11. Permeable paving to high use area- 
protects tree health


12. New lighting along central path and 
western boardwalk path


13. Memorial totem to be retained
14. Play elements- platforms, net 


bridges, and slide
15. Timber seats with backrest- see 


furniture palette
16. Picnic table and chair settings
17. Central timber feature element
18. Water play area
19. Existing Rotunda (Byron 


Environment Centre)- consultation 
required regarding potential 
relocation within the park


Arbour associated with entry


Informal paths and planting


Coastal planting


Planting puncuating hardstand


The Railway 
Hotel


Info Centre
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Area denoting Council owned 
land within Railway Square


Area denoting land owned by 
the Country Rail Infrastructure 
Authority


Proposed Location


Positives:
• Close to park users
• Located on Council owned 


land
Negatives:
• Potential CPTED / passive 


surveillance concerns
• Low lying area of the park- 


management of levels and 
drainage required


Alternate Location


Positives:
• High level of passive 


surveillance
• Convenient to park and 


Visitor Centre
Negatives:
• Close to heritage buildings
• Negotiation with private lease 


holder required
• Immediately adjacent to 


footpath
• Disconnected from park users


KEY


TOILET RELOCATION OPTIONS


1


2


4 Design


Land Ownership and Toilet Block 
Relocation Options


1


2
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GARDEN AND 
SEATING AREA


GARDEN AND 
EXISTING TREES


CAR PARK / SERVICE VEHICLE 
ACCESS


SHARED ZONE 
FOR EAST-WEST 
PEDESTRIAN LINK


TOILET


ARBOUR


COMMERCIAL TENANCIES


POCKET PARK / 
WELCOME AREA


OPEN GRASS 
AREAS


INFORMAL GARDEN 
AND PLAY AREA


GARDEN AND 
DRAINAGE AREA


PARK LOOKOUT 
PLATFORM AND 
SLIDE


EXISTING TREES 
RETAINED


BOARDWALK 
LINK PATH


EXISTING
TOTEM


SEATS


SEATS


CROSS-RAIL 
PEDESTRIAN LINK


OPEN GRASS AREAS


EXISTING FIG 
TREE RETAINED


GATHERING AND 
PLAY CIRCUIT


NEW FOOTPATH 
TREATMENTS 
AND A 
PERMEABLE 
PARK EDGE TO 
THE STREET


PERMEABLE 
PAVING


TRAIN 
PLATFORM


LINK PATHS


SAND NATURE 
PLAY AREA 
UNDER EXISTING 
TREE


EXISTING TREES 
RETAINED
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OPEN GRASS AREAS 
/ COMMUNITY 
GATHERING SPACE


SEATING AND 
CIRCULATION


NATURE PLAY 
AND GARDENS


WATER PLAY


EXISTING TREES 
RETAINED


EXISTING TREES 
RETAINED


INFORMATION 
CENTRE ‘YARD’


PLAZA / 
BUILDING 
FORECOURT 
AREAS


EXISTING 
FIG TREE


‘SOCIAL 
ENTERPRISE’ 
TENANCY


TRAIN 
PLATFORM


RAIN GARDEN 
/ STREET 
PLANTING


THE RAILWAY 
HOTEL


CAR PARK


BIKE RACKS


TABLES AND 
SEATS UNDER 
TREES


BIKE 
RACKS


CAR PARK 
ACCESS


PLANTING


HARDSTAND 
GATHERING / ART / 
PERFORMANCE


SHARED ZONE 
ACROSS CAR PARK 
ENTRY IMPROVING 
PEDESTRIAN 
AMENITY
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Existing electrical locations


KEY


Proposed additional electrical 
supply locations


Parking meter locations


Drinking fountain


Bins (resource recovery)


Bike racks- (number in each 
location in brackets)


New drainage pit locations


Park signage locations


New sewer connections required 
for proposed toilet relocation


CCTV locations


Location of existing Rotunda- 
consultation required regarding 
potential relocation within the 
park


Pole mounted light locations- 
refer to lighting plan for 
additional lighting information 
relating to pavement lighting and 
catenary/festoon lighting


Telephone boxes- existing wi-fi 
double telephone retained- two 
stand alone phones removed
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Indicative Perspectives


Railway Hotel


BIRDS EYE VIEW- looking across the park from the south east


Old Station Building 
with public forecourt


Public plaza areas to 
the southern edge of 
the park


Visitor Centre Toilet block


Central Feature and 
Cottonwood


Park forecourt space to 
the north east corner of 
the park


Jonson Street







Flexible Use in the Park and on the Street


Small picnic setting and gathering spaces are proposed in 
various areas of the park. These provide space for resting 
with a view of the park, spaces for social interaction.


Meeting places. 
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Indicative Perspectives


Water featureExisting vegetation 
and new pedestrian 
links


Central Feature 
and Cottonwood


Link path and central 
gathering space


Planting, shade and seats in plaza 
area. Trees clear trunked to allow 
for visual connection across space


Toilet block


PERSPECTIVE- looking across the park from the south west end of the public plaza
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Indicative Perspectives


PERSPECTIVE- entering the park from the north west corner


Entry arbour- associated 
with toilet block


The central feature 
and Cottonwood


Garden and play 
treatments


Vista along the western 
access boardwalk path 
towards the public plaza


Existing trees adjacent 
to the Train platform
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Indicative Perspectives


PERSPECTIVE- looking along the Jonson Street edge from under the existing fig tree- park forecourt space


New paths along the 
northern edge of the 
park


Existing tree to be 
retained


Seats and planting areas Adjacent cafe with views 
across the park


Existing trees to be 
retained


Jonson Street
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Issue: Developed Design
November 2017


PLUMMER & SMITH  
landscape / art / design


plummerandsmith.com.au
PO Box 204


Murwillumbah NSW 2484


10 LAWSON STREET, BYRON BAY
LANDSCAPE CONCEPT


LANDSCAPE INTENT


Landscape areas within the 10 Lawson Street development will provide a 
high level of amenity to both private and public areas. Street planting areas 
will provide public domain amenity and showcase locally native species- 
adding to the biodiversity of the streetscapes in the Byron Bay town centre.


Planting areas within the development will also be dominated by locally 
native species on keeping with biodiversity practices ensuring compatability 
with local environmental conditions. Some exotics will be utilised where 
required, selected for their hardiness and adaptability in particular planting 
locations.


Hard finishes within the development will be selected with sustainability in 
mind. Hard wearing and locally sourced materials will be utilised to limit 
on-going maintenance requirements and adhere to sustainability goals.Shaded hardstand areas provide 


pleasant paths and gathering areas


A


A


PARK CROSS SECTION A


Tree grates in hardstand areas 
(when trees not in planting areas)- 
grates form part of the design 
palette


Potential climbing elements 
associated with the central tree 
play area- allows for climbing that 
limits impact on the tree


Permeable pavement used in 
hardstand areas associated with 
existing trees to encourage at 
source infiltration and tree health


Garden areas, seating and a 
permeable architectural edge 
improve passive surveillance along 
the northern edge of the park
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Linking boardwalk path passing 
through existing vegetation- 
connects to east-west links 
through town


Furniture / play element that 
provides a range of uses and 
creates a ‘stage’ around the park’s 
central feature


Nature play and engagement at 
the heart of the park


Spaces provided for impromtu 
performance and gathering


Capitalising on existing assets 
such as the Jonson Street fig trees 
and improving street amenity- 
park to extend to the kerb
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Play & Natural Engagement


5
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The central feature of the park is the existing Cottonwood Tree. This 
tree will in turn become the feature and centre of the park’s main built 
feature- a flexible element that provides gathering and performance 
opportunities, seating, play, climbing, canopy and sky gazing.


The element is proposed to be steel frame and timber clad. Timber will 
be hardwood selected for external durability. The ‘silvering off ’ over 
time is the optimum result for the timber to ensure it is in keeping with 
the robust nature of adjacent rail elements.


Play and engagement with nature are important components of the 
design. As outlined in the Byron Bay Town Centre Masterplan, the 
park should support ‘family, leisure and recreation’. A key potential 
is for it to be a public space in the middle of town where users can 
engage directly with nature- climb and sit in a tree, enter the park 
under the canopy of mature existing trees.


DRAFT


5 Play and Natural Engagement


Central Gathering Element and Tree
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Play


The play elements in the park will be associated with nature 
where-ever possible.


Refer to the images on the right for a series of example play 
images.


Play is proposed to include:


Simple balancing and climbing elements under 
the shade of existing trees.


Small discovery paths through gardens.


Small bridges and stepping stones associated 
with drainage features.


Climbing elements to lookout towers with a 
prospect of the park...then a slide back into the 
garden.
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There is potential for a water play or ‘water fountian field’ 
element to become a feature within the park. 


A cooling and playful element within the hardstand plaza zone 
of the park. This feature can also combine with lighting for 
night time activation.


Water (temporary) ‘puddle’ areas with 
large pop jet fountain


Misters and pop jets


Feature boulders


Reference image for surface textures in the water 
feature area


‘Pop jet’ fountains (small)


Examples of water play


5 Play and Natural Engagement


Water Play Activation
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As one of the key public spaces in Byron Bay, Railway Square 
presents a vaulable opportunity to integrate a public artwork 
that is both ambitious and culturally significant. It is proposed 
that this public art opportunity should be a Bundjalung 
artwork.


It is envisioned that the artwork could occupy the hardstand 
area along Jonson Street and continue along the southern 
edge of the park towards the Countrylink building. While 
ambitious in scale, it is hoped that the artwork would be 
environmentally responsive - permanent yet temporal in 
appearance.  


Permanent/temporal - with seasonal rainfall the appearance of 
the artwork will be a regular feature in parts of the year. This 
artwork will speak of country, of local culture underpinning 
the site- a community meeting place with embedded, if not 
always visible, histories.


Arakwal Consultation
Resulting from consultation with members of the Arakwal it 
is envisioned that the artwork is a pattern base spread across 
the paving area. This is an opportunity to engage a local 
artist to create the key public art gesture of the park. Further 
consultation will be sought with Arakwal representatives to 
develop this opportunity.
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Arakwal dancers share their culture at the Boomerang festival


Examples of temporal pattern, both human and natural, that have inspired this artwork opportunity
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Site and Cultural Stories
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6 Public Art & Interpretation


Site and Cultural Stories
* pattern is indicative only - to be developed with an Arakwal artist*


Artwork fully revealed when the hardstand areas are wet


Artwork gradually fades as the surfaces dry


Artwork pattern indicative only. It is proposed that the artwork would 
extend along the southern and eastern edges of the park


Example of water generated hardstand pattern.
Note: required techniques will need to be investigated in future detailed 
phases. The preference is for the artwork to be environmentally responsive 
and temporal, however other techniques such as sand blasting patterns into 
hardstand surfaces may also be investigated for this opportunity


Artwork continues to fade to the point where it is invisible or ‘dormant’ again
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Public art within the park has the opportunity to not only 
tell site and cultural stories but also to represent a creative 
community.


Activation
A potential site for public art in the park is in the ‘plaza’ area- 
particularly associated with the southern Jonson Street corner 
of the site. This siting offers the opportunity for good exposure 
and activation of the park frontage. The artwork should 
provide the opportunity for gathering and include lighting for 
night time activation.


Precedent- a good example of what is possible in this location 
is the Newtown Artseat. The Newtown Artseat provides 
art embellishment, lighting, and seating and gathering 
opportunities- and is a rotating gallery for a range of artists...it 
is not static.


Creative Community
An approach such as this- a rotating public gallery for artists- is a 
good fit for the creative community of Byron Bay and surrounds. 
This will enable Council to manage content, provide a public voice 
and canvas for local artistc talent, and ensure that the artistic face of 
the park is always fresh.


Integrated and Interpretive 
Public art and interpretation should be integrated within the park 
design. The primary public art element proposed, as outlined above, 
is intergated into the park finishes ensuring the site and cultural 
stories are literally embedded in the design.


Interpretive singage also has a potential role to play in the park and 
adjacent spaces. Signage and interpretation elements that provide 
information on history, heritage, and environment.
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Precedent- Newtown Artseat


Examples of intergated inlay artworks (sandblasting 
of paved surfaces)


Examples of interpretive elements


Proposed activation art location
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Activation / Creative Community
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KEY


Areas to be lit with pole mounted 
lighting- lighting elements to 
reference historical Railway Station 
lighting


Areas to be lit with a combination 
of pavement uplights (small) and 
catenary / festoon lighting


Central tree and feature to be lit with 
a combination of small uplights and 
under seat strip lighting


NOTE: Where possible warm 
lighting to be used. Exact elements 
to be decided during design 
development and detailed design 
phases


DRAFT
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Indicative Lighting Zones
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Examples of catenary / festoon lighting


Example of pole mounted lighting


Examples of catenary / festoon lighting (Ronstan)


Example of potential customised lighting


Example of festoon lighting


Example of potential pole mounted lighting (we-ef)


Example of in-pavement lighting


Historic station photo showing lights
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Timber bench seats (custom recycled timber seats)Granite stools / bollards:
Round ‘Scoop’ | UAP Supply


Example of climbing screen arbour 
associated with new toilet block location
(Bark Architects- Noosa Junction)


Example of climbing plants
(Twohill and James)


Example of low maintenance boardwalk material


Bike racks:
Bicycle Hitch Rail Fixed | Arrow Alpha, Street Furniture 
Australia


Example of custom seating


DRAFT
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Precedents / References / Materials / Furniture


Planting areas within hardstand areas- small native 
gardens increasing park biodiversity
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Permeable surfaces proposed for several garden 
areas that combine planting and seating / gathering


Subtle variations in hard surface areas provide 
patterning without dominating aesthetics


Example of dual direction seating with backrest. Similar methods are 
proposed for the curved seating along the southern edge of the park


Example of simple patterning of hard surfaces Material combinations with planting Boulders in hardstand and planting areas- objects 
for perching on, for kids to climb on...


8 Material Palette


Precedents / References / Materials / Furniture


Brick paving- feature pavement for circuit / apron to central circle timber element
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RAILWAY	SQUARE-	Plant	Palette
Code Botanical	Name Common	Name


TREES
n *ARC	cun *ARCHONTOPHOENIX	cunninghamiana Bangalow	Palm


*BAN	int *BANKSIA	integrifolia Coastal	Banksia
n *CUP	ana *CUPANIOPSIS	anacardioides Tuckeroo
n *ELA	ret *ELAEOCARPUS	reticulatus Blueberry	Ash


*MEL	qui *MELALEUCA	quinquenervia Paperbark
n *RAN	fit *RANDIA	fitzilani Native	Gardenia
n *SYZ	moo *SYZYGIUM	moorei Coolamon
c *TRI	lau	L *TRISTANIOPSIS	laurina	Luscious Water	Gum


SHRUBS	/	FEATURE	PLANTS
n ASP	aus ASPLENIUM	australasicum Birds	Nest	Fern
c BAE	MT BAECKEA	Mount	Tozer Mt	Tozer
n BAE	vir	D BAECKEA	virgata	Dwarf Twiggy	Myrtle
n BOR	het BORONIA	heterophylla Red	Boronia
n COR	str CORDYLINE	stricta	 Palm	Lily
n CYA	coo CYATHEA	cooperi Tree	Fern
n DIC	ant DICKSONIA	antarctica Tree	Fern
n LEP	per LEPIDOZAMIA	peroffskyana Burrawang
n LEP	pol LEPTOSPERMUM	polygalifolium Myrtle
n PHI	myo PHILOTHECA	myoporoides Wax	Flower


GROUNDCOVERS	/	CLIMBERS	/	GRASSES
n CAR	gla CARPOBROTUS	glaucescens Pig	Face
e CHO	fra CHOEMORPHA	fragrans Climbing	Frangipani
n CRI	ped CRINUM	pedunculatum Swamp	Lily
n DIA	cae DIANELLA	caerula Flax	Lily
n DIA	con DIANELLA	congesta Flax	Lily
n DIC	rep DICHONDRA	repens Kidney	Weed
n DOO	asp DOODIA	aspera Rasp	Fern
n FIC	nod FICINIA	nodosa Knobby	Club	Rush
e FIC	pum FICUS	pumila Climbing	Fig
n HOY	aus HOYA	australis Waxvine
n LOM	hys LOMANDRA	hystrix Mat	rush
c LOM	LT LOMANDRA	Liime	Tuff Lomandra
c LOM	ver LOMANDRA	verday Mat	rush
n MYO	ell MYOPORUM	ellipticum Coastal	boobialla
n MYO	par MYOPORUM	parvifolium Creeping	Boobialla
n PRA	ped PRATIA	pedunculata Pratia
n SCA	aem SCAEVOLA	aemula Dune	Fanflower
n VIO	hed VIOLA	hederacea Native	Violet
n WES	fru	M Westrigia	fruiticosa	Mundi Coatsal	Rosmary
n WES	fru	N WESTRINGIA	fruiticosa	Naringa Coatsal	Rosmary
e ZOY	ten ZOYSIA	tenuifolia Zoysia


RAILWAY SQUARE LANDSCAPE CONCEPT PLUMMER & SMITH


DRAFT


CUPANIOPSIS anacardioides 
Tuckeroo


BANKSIA integrifolia 
Coastal Banksia


RANDA fitzilani 
Native Gardenia


RANDA fitzilani 
Native Gardenia


MELALEUCA quinquenervia
Paperbark


ELAEOCARPUS reticulatus 
Blueberry Ash


Trees


9 Plant Palette
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BAECKEA Mount Tozer 
Flowering shrub


PHILOTHECA myoporoides
Wax Flower


CORDYLINE stricta  
Palm Lily


ASPLENIUM australasicum Birds 
Nest Fern


CYATHEA cooperi 
Tree Fern


XANTHORRHOEA glauca
Grass Tree


Shrubs and Feature Plants


Groundcovers, Climbers and Grasses


DIANELLA congesta 
Coastal Flax Lily


CARPOBROTUS glaucescens Pig 
Face


CHOEMORPHA fragrans 
Climbing Frangipani


DIANELLA caerula 
Flax Lily


CRINUM pedunculatum 
Swamp Lily


RAILWAY SQUARE LANDSCAPE CONCEPT PLUMMER & SMITH


DRAFT


BAECKEA virgata Dwarf


9 Plant Palette
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FICINIA nodosa 
Knobby Club Rush


SCAEVOLA aemula
Dune Fanflower


HOYA australis 
Waxvine


DOODIA aspera 
Rasp Fern


LOMANDRA hystrix 
Mat rush


FICUS pumila 
Climbing Fig


LOMANDRA verday 
Mat rush


MYOPORUM ellipticum 
Coastal boobialla


MYOPORUM parvifolium Creep-
ing Boobialla


VIOLA hederacea 
Native Violet


WESTRINGIA fruiticosa Mundi WESTRINGIA fruiticosa NaringaZOYSIA tenuifolia PRATIA pedunculata


RAILWAY SQUARE LANDSCAPE CONCEPT PLUMMER & SMITH


DRAFT
DICHONDRA repens 
Kidney Weed


Groundcovers, Climbers and Grasses


9 Plant Palette
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RAILWAY SQUARE LANDSCAPE CONCEPT PLUMMER & SMITH


PLUMMER & SMITH  
landscape / art / design


plummerandsmith.com.au


PO Box 204 
Murwillumbah NSW 2484


DRAFT








Total Amount Requested Council Council Other Other
Council can access Total Amount from Funding Funding Party Party
from Funding Project Funding Body Contribution Contribution Contribution Contribution


Funding Body Funding Scheme Scheme Directorate Council Project Value Cash Cash In‐Kind Cash In‐Kind Status Comments


Aust Gov Office of Prime Minister and Cabinet
Smart Cities and Suburbs ‐ Round 
1


5,000,000 SEE
3D Mapping Tool for Shire 
Planning


287,500 143,125 101,250 43,125 Successful


NSW Dept of Industry
Shark Management Strategy 
Program


55,218 IS
Shark Smart Alert and 
Advice System


57,403 52,185 0 5,218 0 0 Successful


Aust Gov, Dept of Infrastructure and Regional 
Development


Regional Jobs and Investment 
Packages ‐ Local Infrastructure


25,000,000 IS Byron Bay Bypass 22,500,000 8,000,000 4,000,000 0 10,500,000 0
Submitted 
30/7/2017


Decision Pending


NSW Gov Roads and Maritime Services NSW Boating Now No upper limit IS
Brunswick Harbour Boat 
Ramp


1,237,138 890,353 296,785 50,000 0 0
Submitted 
20/8/2017


Decision Pending


NSW Gov Roads and Maritime Services Safer Roads 2018‐19 No upper limit IS
622 Bangalow Road 
(CH5450‐CH6150) Safety 
Enhancement


93,200 46,600 46,600 0 0 0
Submitted 
14/8/2017


Decision Pending


NSW Gov Restart NSW Fixing Country Roads 5,000,000 IS
Bridges for the Bangalow 
Agricultural Area


5,177,815 2,588,908 2,588,907 0 0 0
Submitted 
1/9/2017


Decision Pending


NSW Gov Regional Growth Fund
Regional Cultural Fund ‐ Medium 
Scale Infrastructure


1,000,000 CCS
Renovation and extension 
of Brunswick Heads Library


818,883 607,786 166,595 0 0 44,502
Submitted 
4/9/2017


Decision Pending


NSW Gov Family and Community Services Seniors Week 1,000 CCS Byron Seniors Week 2,750 1,000 0 1,750 0 0
Submitted 
8/9/2017


Decision Pending


Commonwealth‐NSW Government Natural 
Disaster Relief and Recovery Arrangements


Northern Rivers Business 
Recovery Program


100,000 SEE Byron Trails 35,000 9,470 9,470 0 0 16,060
Submitted 
1/9/2017


Decision Pending


Commonwealth‐NSW Government Natural 
Disaster Relief and Recovery Arrangements


Northern Rivers Business 
Recovery Program


100,000 SEE Keeping our visitors SAFE 10,000 5,000 5,000 0 0 0
Submitted 
1/9/2017


Decision Pending


Commonwealth‐NSW Government Natural 
Disaster Relief and Recovery Arrangements


Northern Rivers Business 
Recovery Program


100,000 SEE
Billinudgel is back in 
Business


145,500 85,500 60,000 0 0 0
Submitted 
1/9/2017


Decision Pending


Commonwealth‐NSW Government Natural 
Disaster Relief and Recovery Arrangements


Northern Rivers Business 
Recovery Program


100,000 SEE


Northern Rivers Food 
Tourism Industry ‐ 
workshops and marketing 
campaign


30,000 15,000 5,000 0 10,000 0
Submitted 
1/9/2017


Decision Pending


NSW Dept of Industry ‐ Fisheries Habitat Action Grant No upper limit IS
Removal of Four 
Causeways on Brunswick 
River


340,000 40,000 300,000 0 0 0
Submitted 
18/9/2017


Decision Pending


NSW Gov Regional Growth Fund Stronger Country Communities 1,000,000 IS Clarks Beach Amenities 1,325,000 500,000 825,000 0 0 0
Submitted 18 
October 2017


Decision Pending


NSW Gov Regional Growth Fund Stronger Country Communities 1,000,000 CCS
Heritage House Bangalow 
Enhancement


339,934 320,154 0 14,780 5,000
Submitted 18 
October 2017


Decision Pending


Byron Shire Council
Current Submissions and Grants at 1 November 2017
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Total Amount Requested Council Council Other Other
Council can access Total Amount from Funding Funding Party Party
from Funding Project Funding Body Contribution Contribution Contribution Contribution


Funding Body Funding Scheme Scheme Directorate Council Project Value Cash Cash In‐Kind Cash In‐Kind Status Comments


Byron Shire Council
Current Submissions and Grants at 1 November 2017


NSW Gov Regional Growth Fund Stronger Country Communities 1,000,000 CCS
Refurbish and renew 
Sandhills Childcare Byron 
Bay


299,763 255,763 30,000 14,000 0 0
Submitted 18 
October 2017


Decision Pending


NSW Gov Regional Growth Fund Stronger Country Communities 1,000,000 IS
Waterlilliy Park Active 
Recreation, Ocean Shores


481,608 418,608 43,000 20,000 0 0
Submitted 18 
October 2017


Council and 
Community 


contribution to 
be confirmed


NSW Gov Roads and Maritime Services Active Transport No upper limit IS
Pedestrian Access 
Management Plan


60,000 45,000 15,000 0 0 0
Submitted 20 
October 2017


Decision Pending


NSW Gov Roads and Maritime Services Active Transport No upper limit IS Byron Shire Bike Plan 60,000 45,000 15,000 0 0 0
Submitted 20 
October 2017


Decision Pending


NSW Gov Roads and Maritime Services Active Transport No upper limit IS
Cycle/walking paths Broken 
Head Rd (Suffolk Park to 
Byron Bay)


292,625 151,900 140,725 0 0 0
Sumitted 20 
October 2017


Decision Pending


NSW Gov Roads and Maritime Services Active Transport No upper limit IS
Cycle/walking paths 
Lismore Rd Bangalow


120,000 90,000 30,000 0 0 0
Submitted 20 
October 2017


Decision Pending


NSW Gov Roads and Maritime Services Active Transport No upper limit IS
Cycle/walking paths 
Balemo Drive Ocean Shores


618,750 315,125 303,625 0 0 0
Submitted 20 
October 2017


Decision Pending


NSW Gov Roads and Maritime Services Active Transport No upper limit IS
Cycle/walking paths 
Ewingsdale Rd Ewingsdale


151,875 78,650 73,225 0 0 0
Submitted 20 
October 2017


Decision Pending


NSW Environmental Protection Agency
Combatting Illegal Dumping: 
Clean up  and Prevention 
Program Grants Round 5


No upper limit IS
Illegal Dumping and 
Littering Education and 
Enforcement Plan (IDLEEP)


120,000 85,000 0 35,000 0 0
Submitted 27 
October 2017


Decision Pending


NSW Environmental Protection Agency
Landfill Consolidation and 
Environmental Improvement


No upper limit IS
Consolidation of Myocum 
Landfill


405,000 200,000 196,000 9,000
Submitted 23 
November 


2017
Decision Pending


NSW Gov Regional Growth Fund Growing Local Economies No upper limit IS
Byron Bay Town Centre 
Bypass


22,500,000 8,000,000 4,000,000 0 10,500,000 0
EOI  due 20 
November 


2017


Commonwealth Department of Agriculture and 
Water


National Landcare Program: 
Smart Farms Small Grants  


100,000 SEE Agricultural Outreach 225,000 100,000 100,000 25,000 0 0
Due 7 


December 
2017


2 yr projects 
Budget to be 
confirmed


NSW Environmental Protection Agency
NSW EPA Council Litter 
Prevention Grants


125,000 IS
Enviro‐poles for cigarette 
litter reform


60,000 60,000 0 0 0 0
Due 1 


December 


NSW Environmental Protection Agency
NSW EPA Council Litter 
Prevention Grants


100,000 SEE
Illegal Camping Litter 
Prevention at Belongil 


100,000 100,000 0 0 0 0
Due 1 


December 
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From: Ministerial Correspondence Mailbox 
<Ministerial.Correspondence@environment.nsw.gov.au> 
Date: 27 October 2017 at 11:04:06 AEDT 
To: "Shannon.burt@byron.nsw.gov.au" <Shannon.burt@byron.nsw.gov.au> 
Subject: A reply to your correspondence to the Minister for the Environment – 
MD17/3635 


Dear Ms Burt 


  
I refer to your letter to the Minister for the Environment, the Hon Gabrielle Upton MP about 
the draft Coastal Zone Management Plan (CZMP) for Byron Bay Embayment. Your email 
was referred to the Office of Environment and Heritage (OEH) and I have been asked to 
reply. 
  
The NSW Government acknowledges the substantial efforts of council in recent years 
towards preparation of a CZMP for the internationally recognised Byron Bay coastline. We 
also acknowledge this has been a difficult undertaking to-date.   
  
Ministerial Direction  
In October 2011 council were issued with a Ministerial Direction under section 55B of the 
Coastal Protection Act, 1979 (the ‘CP Act’) to submit a draft coastal zone management plan 
for the Byron Bay coastline in accordance with the requirements of Part 4A of the Act. 
  
Following council’s submission of the CZMP on 30 June 2016, the previous Minister for 
Planning Hon. Rob Stokes MP referred the plan to the NSW Coastal Panel on the 21 July 
2016 for advice. The Panel replied to the Minister outlining that, in their opinion, key 
elements of the CZMP dealing with hazard management along Belongil Spit do not meet 
legislative requirements. The Panel recommended that the Minister not certify the CZMP 
accordingly.      
  
In her correspondence to council dated 28 August 2017, the Hon. Gabrielle Upton MP 
identified where the CZMP does not meet the relevant requirements of Part 4A of the CP 
Act. As the plan does not meet the requirements of the Act, I can confirm that council has 
not yet satisfied the Ministerial Direction of 2011.  
  
CZMP for Main Beach to Cape Byron 
Your interpretation of the Ministers invitation is correct – i.e. to re-submit for certification a 
CZMP which excludes the Belongil Spit precinct, after addressing the comments of the 
Panel at dot points 1, 2 and 5. I expect this outcome should be achievable within six months 
of the repeal date of the CP Act, which is expected in the coming months. I understand you 
have had recent discussions with OEH officers in this regard, and this timeframe accords 
with that outlined in your letter. 
  
Coastal Management Program (CMP) for Belongil Beach 
Should council wish to pursue the option of splitting the current CZMP, as offered by Minister 
Upton in her correspondence of August 2017, I agree that it is unlikely council would be able 
to finalise and certify a CZMP for the Belongil Spit precinct within six months of repeal of the 
CP Act.   
  
Planning a response to the complex coastal zone management issues at Belongil Beach in 
consultation with the community and agencies is likely to take longer that the transitional 
period afforded under the new CM Act. Your request for an 18-month timeframe to submit a 
CZMP for Belongil Spit cannot be supported, as there is no scope to extend this transitional 
timeframe. 



mailto:Ministerial.Correspondence@environment.nsw.gov.au
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I urge council to begin working on a CMP for the Belongil Beach precinct under the new CM 
Act, as this will enable council more time to formulate and consult on a CMP for the precinct. 
  
Alternative - CMP for Byron Bay Embayment 
Should council wish to address the entire Byron Bay embayment in a single plan, I 
recommend council prepare a CMP for the Byron Bay embayment under the new CM Act, 
rather than continue work on the CZMP.  Your request for an 18-month timeframe to submit 
a CZMP for the embayment cannot be supported, as there is no scope to extend the 
transitional timeframe. 
  
  
Further information about the NSW Coastal Reforms can be found at 
http://www.environment.nsw.gov.au/coasts/coastreforms.htm.  
  
If you have any further questions about this issue, please contact Toong Chin, Senior Team 
Leader, Water Floodplains and Coast, Regional Operations on  8289 6312 or at 
toong.chin@environment.nsw.gov.au.  
  


  
GABRIELLE PIETRINI 
Director North East Branch 
Regional Operations 
  



http://www.environment.nsw.gov.au/coasts/coastreforms.htm
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Parameters of this Consent 


 
1) Development is to be in accordance with approved plans  


The development is to be in accordance with plans listed below: 


Plan No. Description Prepared by Dated: 
DA01 Site and Garage Floor Plan Ron Johnson Sept 2016 


B1059-CC2A Sub Floor Plan PPDC  04.03.2017 


B1059-CC3A Ground Floor Plan PPDC  04.03.2017 


B1059-CC4A First Floor Plan PPDC  04.03.2017 


B1059-CC5A North & East Elevations PPDC  04.03.2017 


B1059-CC6A South & West Elevations PPDC  04.03.2017 


B1059-CC8A Roof Plan PPDC  04.03.2017 


The development is also to be in accordance with any changes shown in red ink on the 
approved plans or conditions of consent. 


The approved plans and related documents endorsed with the Council stamp and 
authorised signature must be kept on site at all times while work is being undertaken. 


 
2) Compliance with Building Code of Australia and insurance requirements under 


the Home Building Act 1989  
(1) For the purposes of section 80A (11) of the Act, the following conditions are 


prescribed in relation to a development consent for development that involves 
any building work:  


(a) that the work must be carried out in accordance with the requirements of 
the Building Code of Australia ,  


(b) in the case of residential building work for which the Home Building Act 
1989 requires there to be a contract of insurance in force in accordance 
with Part 6 of that Act, that such a contract of insurance is in force before 
any building work authorised to be carried out by the consent 
commences.  


(2) This clause does not apply:  


(a) to the extent to which an exemption is in force under clause 187 or 188, 
subject to the terms of any condition or requirement referred to in clause 
187 (6) or 188 (4), or  


(b) to the erection of a temporary building.  


(3) In this clause, a reference to the Building Code of Australia is a reference to 
that Code as in force on the date the application for the relevant construction 
certificate is made.  


3) Erection of signs  
(1)  For the purposes of section 80A (11) of the Act, the requirements of 


subclauses (2) and (3) are prescribed as conditions of a development consent 
for development that involves any building work, subdivision work or 
demolition work.  







(2)  A sign must be erected in a prominent position on any site on which building 
work, subdivision work or demolition work is being carried out:  


(a) showing the name, address and telephone number of the principal 
certifying authority for the work, and  


(b) showing the name of the principal contractor (if any) for any building work 
and a telephone number on which that person may be contacted outside 
working hours, and  


(c) stating that unauthorised entry to the work site is prohibited.  


 


(3)  Any such sign is to be maintained while the building work, subdivision work 
or demolition work is being carried out, but must be removed when the work 
has been completed.  


(4)  This clause does not apply in relation to building work, subdivision work or 
demolition work that is carried out inside an existing building that does not 
affect the external walls of the building.  


(5)  This clause does not apply in relation to Crown building work that is certified, 
in accordance with section 109R of the Act, to comply with the technical 
provisions of the State’s building laws.  


(6) This clause applies to a development consent granted before 1 July 2004 
only if the building work, subdivision work or demolition work involved had not 
been commenced by that date.  


Note: Principal certifying authorities and principal contractors must also ensure 
that signs required by this clause are erected and maintained (see clause 227A 
which currently imposes a maximum penalty of $1,100).  


4) Notification of Home Building Act 1989 requirements  
(1)  For the purposes of section 80A (11) of the Act, the requirements of this 


clause are prescribed as conditions of a development consent for 
development that involves any residential building work within the meaning of 
the Home Building Act 1989 .  


(2) Residential building work within the meaning of the Home Building Act 1989 
must not be carried out unless the principal certifying authority for the 
development to which the work relates (not being the council) has given the 
council written notice of the following information:  


(a) in the case of work for which a principal contractor is required to be 
appointed:  


(i) the name and licence number of the principal contractor, and  


(ii) the name of the insurer by which the work is insured under Part 6 of 
that Act,  


(b) in the case of work to be done by an owner-builder:  


(i) the name of the owner-builder, and  


(ii) if the owner-builder is required to hold an owner-builder permit under 
that Act, the number of the owner-builder permit.  


(3)  If arrangements for doing the residential building work are changed while the 
work is in progress so that the information notified under subclause (2) 
becomes out of date, further work must not be carried out unless the principal 







certifying authority for the development to which the work relates (not being 
the council) has given the council written notice of the updated information.  


(4)  This clause does not apply in relation to Crown building work that is certified, 
in accordance with section 109R of the Act, to comply with the technical 
provisions of the State’s building laws.  


5) Rainwater tanks 
Where rainwater tanks are provided, they must be installed in accordance with the 
“NSW Code of Practice, Plumbing & Drainage, 1 July 2006” and AS/NZS 3500 Parts 
0-5. 


6) Concurrent Approvals  
The following approvals are provided under Section 78A of Environmental Planning 
and Assessment Act:  


Concurrent Approvals under Section 68 of the Local Government Act 1993 
Part B Water supply, sewerage and stormwater drainage work 
B1 Carrying out water supply work 


B4 Carrying out sewerage work 


B6 Connecting a private drain or sewer with a public drain or sewer under the 
control of a council or with a drain or sewer which connects with such a public 
drain or sewer 


 


The following conditions are to be complied with prior to issue of a Construction 
Certificate  


7) Site Waste Minimisation and Management Plan 
Chapter 1: Part F of Byron Shire Development Control Plan 2010 (DCP 2010) aims to 
facilitate sustainable waste management in a manner consistent with the principles of 
Ecologically Sustainable Development. Prior to the issue of a Construction Certificate, 
a Site Waste Minimisation and Management Plan (SWMMP) must be submitted 
outlining measures to minimise and manage waste generated during demolition, 
construction and the ongoing operation and use of the development. The SWMMP 
must specify the proposed method of recycling or disposal and the waste management 
service provider. 


A template is provided on Council’s website to assist in providing this information 
www.byron.nsw.gov.au/files/publications/swmmp_-_pro-forma-.doc) 


8) Long Service Levy to be paid  
A Long Service Levy must be paid to the Long Service Payments Corporation.  This is 
a State Government Levy and is subject to change. 


These payments may be made online at www.lspc.nsw.gov.au or at Council’s 
Administration Office, Station Street, Mullumbimby. Where paying to Council, cheques 
are to be made payable to ‘Byron Shire Council’. 


For further information regarding the Long Service Payment please refer to the website 
above. 


9) Compliance with Basix Certificate requirements 
The development is to comply with Basix Certificate No. 879941S, dated 22 
November 2017. The commitments indicated in the Certificate are to be indicated on 
the plans submitted for approval of the Construction Certificate. 



http://www.byron.nsw.gov.au/files/publications/swmmp_-_pro-forma-.doc

http://www.lspc.nsw.gov.au/





The plans submitted must clearly indicate all windows numbered or identified in a 
manner that is consistent with the identification on the Basix Certificate. 


Minor changes to the energy efficiency measures may be undertaken without the issue 
of an amendment under Section 96 of the Act, provided that the changes do not affect 
the form, shape or size of the building. 


Proposed colours must be consistent with the provisions of Section C1.4.5 of Council’s 
Development Control Plan 2014. Note that white colours are not permissible. 


Such plans and specifications must be approved as part of the Construction 
Certificate. 


 


10) Sediment and Erosion Control Management Plan required 
The application for a Construction Certificate is to include plans and specifications that 
indicate the measures to be employed to control erosion and loss of sediment from the 
site. Control over discharge of stormwater and containment of run-off and pollutants 
leaving the site/premises must be undertaken through the installation of erosion control 
devices such as catch drains, energy dissipaters, level spreaders and sediment control 
devices such as filter fences and sedimentation basins.  


Such plans and specifications must be approved as part of the Construction 
Certificate. 


NOTE: The plans must be in compliance with Council's current “Northern Rivers 
Local Government Development Design & Construction Manuals and Standard 
Drawings”. 


11) Maximum Building Height of Dwelling House  
The maximum building height of the dwelling house is 9.0m above natural ground 
level.  The plans and specifications to accompany the construction certificate 
application are to indicate a maximum building height that is at or below 9.0m from 
natural ground level.  


 


The following conditions are to be complied with prior to commencement of building 
works 


12) Erosion and Sediment Control Management Plan required  
Erosion and sedimentation controls are to be in place in accordance with the approved 
Erosion and Sediment Control Plan.  


Sediment and erosion control measures in accordance with the approved Erosion and 
Sedimentation Control plan/s must be maintained at all times until the site has been 
stabilised by permanent vegetation cover or hard surface.  


Any such measures that are deemed to be necessary because of the local conditions 
must be maintained at all times until the site is made stable (i.e. by permanent 
vegetation cover or hard surface). 


Note: Council may impose on-the-spot fines for non-compliance with this 
condition.   


13) Toilet facilities 
Toilet facilities are to be provided, at or in the vicinity of the work site at the rate of one 
toilet for every 20 persons or part of 20 persons employed at the site. Each toilet 
provided must be a standard flushing toilet connected to a public sewer. or other 
approved system. 







14) Building materials and colours  
The application for a Construction Certificate is to include plans and specifications that 
indicate the proposed building colours are in accordance with the colours within the 
provisions of Section C1.4.5 of Council’s Development Control Plan 2014.  Please 
note that colours must be non-reflective.  


Such plans and specifications must be approved as part of the Construction 
Certificate. 


15) Plumbing Standards and requirements. 
All Plumbing, Water Supply, Sewerage and Stormwater Works shall be installed in 
accordance with the Local Government Act 1993, Plumbers Code of Australia and 
AS/NZS 3500 Parts 0-5, the approved plans (any notations on those plans) and the 
approved specifications.  The changes made are from Plumbers and Drainage 
Regulation 2012 NSW Government. 


a) The licensee is to provide 24 hours notice and attend the site for the following 
INSPECTIONS, prior to covering of work. Inspections will be carried out a 
mutually convenient time: 


i) Pre-start and Sediment Control; 


ii) Internal Drainage; 


iii) External Drainage; 


iv) Water Rough In; 


v) Fire Services; 


vi) Stackwork; 


vii) Final  - all work completed. - * Note below. 


b) A licensee is required to provide to Council and owner of the property after 
completion of the work and within 48 hours , a Compliance Certificate and 
Sewer Services Diagram/ Works as Executed drawings.   


Note: Council will send each plumber proformas of these documents when the Notice 
of Work permit has been issued by Council to allow the plumber to commence work. 


 


The following conditions are to be complied with during construction 


16) Demolition and Construction times  
Construction works must not unreasonably interfere with the amenity of the 
neighbourhood. In particular construction noise, when audible from adjoining 
residential premises, can only occur: 


a) Monday to Friday, from 7 am to 6 pm. 


b) Saturday, from 8 am to 1 pm. 


No construction work to take place on Saturdays and Sundays adjacent to Public 
Holidays and Public Holidays and the Construction Industry Awarded Rostered Days 
Off (RDO) adjacent to Public Holidays. 


Note: Council may impose on-the-spot fines for non-compliance with this 
condition.   


17) Demolition and Construction Noise 
Construction noise is to be limited as follows: 







a) For construction periods of four (4) weeks and under, the L10 noise level 
measured over a period of not less than fifteen (15) minutes when the 
construction site is in operation must not exceed the background level by more 
than 20 dB(A). 


b) For construction periods greater than four (4) weeks and not exceeding 
twenty-six (26) weeks, the L10 noise level measured over a period of not less 
than fifteen (15) minutes when the construction site is in operation must not 
exceed the background level by more than 10 dB(A)  


Note: Council may impose on-the-spot fines for non-compliance with this 
condition.   


18) Builders rubbish to be contained on site  
All builders rubbish is to be contained on the site in a ‘Builders Skips’ or an enclosure. 
Footpaths, road reserves and public reserves are to be maintained clear of rubbish, 
building materials and all other items. 


19) Demolition 
Any required demolition works must be undertaken in accordance with the relevant 
requirements of Australian Standard AS 2601–1991: The Demolition of Structures 
published by Standards Australia, and the WorkCover Authority of NSW. 


20) Removal of asbestos  
All asbestos wastes associated with removal of the existing dwelling to be disposed of 
in accordance with the requirements of the Workcover Authority.  The applicant/owner 
is to produce documentary evidence that this condition has been met.  Council 
requires 48 hours notice prior to disposal at Council’s waste depot. 


21) Maintenance of sediment and erosion control measures 
Sediment and erosion control measures must be maintained at all times until the site 
has been stabilised by permanent vegetation cover or hard surface. 


22) Signs to be erected on building and demolition sites  
A sign must be erected in a prominent position on the work site: 


a) stating that unauthorised entry to the work site is prohibited, and 


b) showing the name of the person in charge of the work site and a telephone 
number at which that person may be contacted outside working hours. 


Any such sign is to be removed when the work has been completed.  


23) Stormwater drainage work 
Stormwater shall be collected and disposed of in a controlled manner. The point of 
disposal shall be to the kerb and gutter via a suitably manufactured kerb adaptor. 
Drainage lines within the road reserve must be sewer class or other approved 
equivalent. All drainage works are to be installed by a suitably qualified person and in 
accordance with the requirements of AS/NZS 3500.3:2003 - Plumbing and drainage, 
Part 3: Stormwater drainage. 


24) Prevention of water pollution 
Only clean and unpolluted water is to be discharged to Council’s stormwater drainage 
system or any watercourse to ensure compliance with the Protection of Environment 
Operations Act. 


Note: Council may impose on-the-spot fines for non-compliance with this 
condition.   







 


The following conditions are to be complied with prior to issue of a Final Occupation 
Certificate 


25) Works to be completed. 
All of the works indicated on the plans and approved by this consent, including any 
other consents that are necessary for the completion of this development, is to be 
completed and approved by the relevant consent authority/s prior to the issue of an 
Occupation Certificate.  


Any Security bond paid for this application will be held until Council is satisfied that no 
further works are to be carried out that may result in damage to Councils road/footpath 
reserve. 


26) Stormwater disposal  
Stormwater must be collected and disposed of in a controlled manner such that 
stormwater flows are: 


a) Clear of buildings and infrastructure, 


b) Not concentrated so as to cause soil erosion, and  


c) Not onto adjoining land. 


27) Floor Levels – Certification of Building Height 
Prior to the issue of an Occupation Certificate, a certificate from a registered surveyor 
must be submitted to the Principle Certifying Authority confirming that the height of the 
dwelling house does not exceed 9.0m from natural ground level. An Occupation 
Certificate must not be issued unless the height of the dwelling house is at or below 
9.0m from natural ground level. 


 


Notes 


Construction Certificate required: 
This development consent is issued under the Environmental Planning and Assessment Act 
1979 and does not relate to structural aspects or specifications of the building under the 
Building Code of Australia. All buildings and alterations require the issue of a Construction 
Certificate prior to works commencing. Application forms are available from the customer 
services counter or Council’s website www.byron.nsw.gov.au. 


Principal Certifying Authority: 
Work must not commence until the applicant has:- 


1) appointed a Principal Certifying Authority (if the Council is not the PCA); and 


2) given the Council at least two days notice of the their intention to commence the 
erection of the building. Notice must be given by using the prescribed ‘Form 7’. 


3) notified the Principal Certifying Authority of the Compliance with Part 6 of the Home 
Building Act 1989. 


Occupation Certificate required: 
The building must not be occupied until the Principal Certifying Authority has issued an 
Occupation Certificate. 


Protection of the Environment Operations Act 1997: 







It is an offence under the provisions of the Protection of the Environment Operations Act 
1997 to act in a manner causing, or likely to cause, harm to the environment. Anyone 
allowing material to enter a waterway or leaving material where it can be washed off-site 
may be subject to a penalty infringement notice (“on-the-spot fine”) or prosecution. 


Penalties apply for failure to comply with development conditions  
Failure to comply with conditions of development consent may lead to an on-the-spot fine 
(generally $600) being issued pursuant to section 127A of the Environmental planning and 
Assessment Act 1979 or prosecution pursuant to section 125 of the Environmental Planning 
and Assessment Act 1979. 


Works within Conservation Areas 
Any future works and changes to the external fabric or colour of the will require development 
consent in accordance with the Byron LEP2014 Clause 5.10 Heritage Conservation for any 
changes to the exterior of the building including, making changes to its detail, fabric, finish or 
appearance). 


 





		Construction Certificate required:

		Principal Certifying Authority:

		Protection of the Environment Operations Act 1997:
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Summary w orkshop process outcomes 


 Bangalow  Village Plan Guidance Group  


April – November 2017







 
 


 
PRECINCTS 1 - 10 
Overall Map 


 


  







 
 


Bangalow Village Overall 
Black text – from previous Guidance Group workshops 


Maroon text - from Guidance Group Precincts Workshop 
Green text - from Land Owners workshop 


 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


Heritage     Historical society not consulted on DAs 
within conservation areas 


   Development applications for modifications 
to  heritage buildings – Council staff 
(Heritage Advisor) to consult with Bangalow 
Historical Society who have photo records of 
buildings etcetera. 


 Design a heritage walk/cycling trail around 
the village with signage, map, app. 


Built Form     Need tighter controls to stop inappropriate 
modifications to heritage buildings. 


 Shop signage not in keeping with heritage 
conservation and village character. Signage 
at Foodworks is an example of inappropriate 
signage in the Heritage Conservation Area. 


   Prepare built form character guidelines in the 
DCP – in particular for different character 
precincts within the CBD and heritage 
character areas to guide building and 
streetscape character and integration of new 
developments. 


 DCP to articulate that heritage buildings to 
be conserved as close as possible to their 
original form including paint colours. New 
additions to be separate and not dominate 
the original item. These can be 
contemporary in design but should 
complement the original item. 


 Introduce a pre-lodgement workshop 
process for key development or sites which 
have the potential to significantly  impact 
public amenity whereby a pre-lodgement 
workshop can be facilitated including: 


o Developer 
o Developers designers 
o Council DA and design staff 
o Independent designer/s 
o Community representatives 


/stakeholders (this could be a few 
members from a place Guidance 
Group and/or a number of random 
community members from that 
town). 


 Council to establish an Expert Design Panel 
(of architects and urban design professionals) 
who can have input into the assessment of 
major development applications for 
Bangalow, prior  to DA lodgement (including 
smaller developments located on key sites 
within the village). 


 Council to include a flexibility clause in its LEP 
to enable major DAs  to be referred to the 
Expert Design Panel  for merit based 
assessment to allow innovations in design 
which may not comply with existing  
development controls. 







 
 


 Council to liaise with NSW Dept Planning to 
review development controls  which are 
preventing: 
o alterations to internally divide heritage 


buildings to create smaller shops 
o residential uses being located other than 


above a shop in mixed use 
developments. 


o Eco-tourism and wellness retreats (eg 


yoga,  meditation retreats) on rural 


properties  


 Byron young Innovators - Develop incubator 
and hub for young people to encourage 
entrepreneurship in the shire 


 Review development controls for shop 
signage, so signage is more sensitive to the 
heritage character.  


 


Access & 
Movement  


   Lismore-Granuaille Rd is a highway within a 
small village – a main road trying to also be a 
local street - which creates conflicts. The 
RMS road is a barrier to pedestrian 
movement in the village. 


 Concern that many cars do not give way at 
the Lismore-Granuaille Rd roundabout and 
the roundabout is unsafe for pedestrians. 


 Need formalised pedestrian crossing points 
on Lismore-Granuaille Rd to improve 
pedestrian connectivity and movement 
within the village (especially near Readings 
store and Leslie St). 


 Traffic speeds on Lismore Rd near Rifle Range 
Rd and the industrial estate are too high and 
need review. 


 Improve walking and cycling opportunities in 
the village especially the links to the town 
centre and school. Enabling children to move 
about independently will significantly reduce 
the number of car movements in the village. 


 Promote a healthy community by designing 
in circuits for recreational walking/ cycling. 


  


 Council to liaise with RMS to improve the 
amenity and pedestrian friendliness of 
Lismore-Granuaille Road. The road is 
currently a major barrier to pedestrian 
movement within the village. 


 Community would like to see road edge and 
landscaping treatments (not just signs 
signalling traffic to slow down – actual 
physical changes) from Readings Store to the 
Service station (on Granuaille Rd).  This is 
needed to create a sense of enclosure and 
arrival in the village; to slow vehicles down 
and improve pedestrian safety and amenity. 
Install pedestrian crossing treatments to 
enable pedestrians to safely cross the roads 
in this central area (especially near Readings 
store, the roundabout and Leslie St). 


 Encourage large trucks to travel on Bruxner 
highway by placing a 15 tonne limit on 
Lismore-Bangalow Rd. Liaise with RMS about 
this. 


 Prepare an accessible walk/cycle pathway 
network plan for the village to link residential 
areas to the town centre, school and 
community facilities. Design in circuits for 
recreational walking and cycling to promote 
community health. Provide shaded seating, 
bubblers, bins and artwork along the 
pathway network. 


 Install shared pedestrian/ cycle path in Rail 
Corridor extending from the Industrial Estate 
in the west to the Sportsfields in the east. 
Plan to include night lighting for safety and 
to maximise useability. 


 Install walk/cycle bridge/s over Byron Creek 
to link the Showground to the sportsfields 
and improve connectivity within the village. 







 
 


 Encourage people to ‘park & stride’ into 
town by providing long term parking areas 
on the periphery of the town centre. 


Investigate the feasibility of the identified 
peripheral carparking areas.  


 Link all peripheral carparking areas with 
attractive shaded pathways to the town 
centre.  


 Upgrade laneway links in the locations 
identified. Where laneways are on private 
property Council to liaise with property 
owners to facilitate community access and 
upgrading. 


 Review speed zones on Granuaille - Lismore 
Road. Extend the 60km/hr zone to western 
side of the industrial estate. 


 Review and relocate bus stops from 
Memorial Park, Choux Bakery, Red Ginger. 
Potential new locations in front of the school 
and in Deacon St. Need a safe all-weather 
school bus stop at junction of Lismore Rd/ 
Rifle Range Rd. 


  


Housing     Ensure forms of diverse housing do not ruin 
the heritage character. 


 Dwellings (in particular secondary dwellings) 
are being permanently holiday let or 
reserved for holiday letting. This is taking 
away from the permanent housing stock of a 
much needed smaller housing form that has 
great demand in Mullumbimby and the shire. 


 


   Caravan Parks 
 Introduce a policy that prohibits holiday 


letting of secondary dwellings. 


 


Public Domain 
(Parks, open 
spaces)  


   Activate the rail corridor for community use 


 Need at least one park in the village with 
good children’s play facilities, BBQs and 
toilets where locals can hold children’s 
birthday parties and family gatherings. 
Potential locations: 
o Charlotte St park 
o Bangalow Parklands 
o Rail Corridor  
o Steep park in Rankin Dr 


   New premier parklands in the Rail Corridor 
with heritage station building restored and 
repurposed.  Park to reflect Bangalow’s 
industrial heritage - of the railway sidings, 
timber yards and dairying. 


 Primary school would like an Indigenous 
Interpretive Trail,  Bush Tucker garden or 
similar to teach children about Aboriginal 
culture and to visit during NAIDOC week. 
Council to liaise with indigenous 
representatives and the school to identify 
suitable location. Bangalow Parklands is 
suggested. 


 Identify best location for a Community 
Garden. Potential locations to be 
investigated: 
o Rail Corridor 
o Showground 
o Bangalow Parklands 
o Catholic Church land  


 


Public Domain        Beautify the town entry points. 


 Program for improved main street 







 
 


(Streetscape) maintenance by Council. 


 Water stations and end of trip facilities 
(showers, lockers, bike racks) for people 
cycling and walking around the town 


 Village street tree planting program. 


 Design a suite of way-finding signage for the 
village showing the walk/cycle pathway 
network and other features. Include 
indigenous interpretation eg. place naming. 


 Engage consultants (Urban Designers & 
Landscape Architects ) to prepare integrated 
designs for: 


 Rail Corridor Park  
 Byron and Station St streetscape upgrades 
 new public space in front of the A&I Hall  
 concept for mixed use development on 


private property within “The Triangle” 
 


Natural 
Environment  


       Green corridors strategy for Bangalow – to 
identify priority areas for 
revegetation/rehabilitation of native 
vegetation for biodiversity outcomes 
(including riparian corridors and koala 
conservation). 


 Continue revegetation of Byron Creek 
corridor and tributaries. 


 Council to prepare ‘Water Sensitive Urban 
Design Guidelines’ to ensure new 
developments in Bangalow, including Council 
projects, manage stormwater in a 
sustainable way and maintain the character 
of streets and laneways in Heritage 
Conservation Areas. 


Culture (Public 
Art) 


       Incorporate sculpture/ artworks along village 
pathway network as destination points, 
points of interest. 


 Process needed for community /Council to 
screen art where art on private property is 
very visible in a public place. To ensure the 
art fits in with the character of the area 


Culture (Events)    Pop up food tents and businesses are not 
seen as fair for the permanent businesses in 
the town – much lower fees and taking away 
business. 


 Many people wanting to do events the week 
they call Council without realising the 
process that’s involved. More lead up time 
required. 


   Invite local businesses first to participate in 
any proposed pop-up shop, market or 
temporary/trial events 


Culture (Heritage)        Consult with indigenous leaders about 
opportunities for interpretive material, 
artwork, or other expression of Aboriginal 
cultural heritage and values in the public 
domain. 


Community  High entrepreneurship in the shire 


 High rate of volunteering 


 Real need for more childcare – esp. kids from 
0-2 – more preschool places needed – long 


   More childcare services required. Proposed 
new centre in Byron St east near Bowling 







 
 


 Quite high SEIFA (Socio-economic index) for 
Bangalow – 2nd highest after Ewingsdale. 


day-care Club. 


 Provide more facilities for youth (teenagers): 
o Build the swimming pool 
o Program of events at the skatepark 


(music, skate comps) 
o New youth hang out space in the 


Showground 


 Love Byron Halls initiative – use halls to 
recreate interact and build community bonds 


 Build the swimming pool 


 Guidance Group to be consulted every year 
on Council Hall/Venue rental fees 


 


Sustainability       Improve pedestrian and cycle connectivity 
throughout village 


 Organics management and utilisation of 
waste 


 Water sensitive urban design for all CBD 
streetscape upgrades and new carparking 
areas. 


 Community ownership of renewable energy 


 Retrofitting and sustainable design 


 Encourage holistic agricultural practices 
 
 


 More cycling infrastructure 


 Better public/shared transport. Create public 
transport option from surrounding rural 
areas into town 


 Recycling bins to replace existing rubbish 
bins in the town centre. 


 Encourage/ cater for electric vehicles. 
Identify best location for an electric vehicle 
charging station in town. Heritage House 
could be a possible location.  


 Water sensitive urban design for all CBD 
streetscape upgrades and new peripheral 
carparking areas. 


 


Sustainability 
(transport) 


   Very little traffic calming 


 Heavy reliance on private vehicle 


 Light rail/solar train to bring people from 
Byron To Bangalow particularly on event 
days – reduction of car trips to Bangalow. 
Could still fit cycle paths next to this. 


  


 Make footpaths user friendly, comfortable 
(shady) and interesting to encourage people 
to walk. 


 Car-pooling points 


 Council’s Feasibility study for light rail and 
mixed uses in the rail corridor 


Sustainability 
(Energy) 


     Reduce emissions to zero 


 To be energy efficient 


 Encourage solar panels 


 Incentive to install solar panels 


 Advanced battery storage 
 


Sustainability 
(Land Use) 


 Useful primary agriculture land to preserve 
and enhance 


   Utilising valuable agriculture land for market 
gardens 


 Preventing urban sprawl 


 No rezoning of prime agriculture land 


 Preserve rainforest where it exists 


Sustainability 
(Built 
environment) 


     Lighting panel that don’t detract from 
heritage building 


  


 Connection of footpaths to reduce car trips 


 Raising awareness of sustainable building 
materials and how to build with them 


 Showcase of heritage houses where heritage 
has been preserved but sustainable additions 
have been added. 


 Buildings built to the right aspect for our 
climates 


Sustainability 
(Waste) 


 We emit relatively lower CO2 than rest of 
Aus. 


 STW – bamboo planted there was meant to 
be managed. 


 Encourage composting  Plastic Bag free Bangalow 


 Shared commercial/restaurant compost 
waste 


 Donation of leftover food to homeless 


 All cafes to have BYO cups 


 Waste management strategy for no waste 
events. 







 
 


 Education on waste management starting 
with schools 


 Waste free main street 


 Bamboo grown at STP can be used for 
building 


 Heritage style recycled rubbish bins added 


 Reuse of sewerage sludge 


 Re-promote annual kerbside pickup 


 Weekly fixing shop at the Men’s Shed 


Economy   Amenity & heritage buildings in town centre 
are key economic drivers 


 Agriculture –business 


 Good at growing micro and start-up 
businesses into bigger businesses 


 Growth of 18.6% of new businesses – small – 
number 4 in NSW in small/micro businesses. 


 Increases in 25-35 year old young families. 


 Lots of home based creative sector 
businesses 


 Overwhelm of tourists in Bangalow from 
survey, but GG feel it’s at a good level. Lots 
of local events mean local people and 
regional 


 Specialist crops in this region 


 Services and trades currently in centre of 
town and industrial estate 


 Ecologically sustainable construction 
businesses. 


 Data needed to help support decision making 


 Documents become out of date once new 
data is available so our plans and strategies 
need to be agile and adaptable 


 Rural bangalow residents that live in Ballina 
shire are not included when collecting data 
around Bangalow. 


 May not be capturing all of the businesses 
that work from here but are registered in 
other (city) places. 


 Isolation of small and home businesses. Need 
support and infrastructure (NBN) 


 Affordability of housing, goods and services. 


 Visitor cars are taking up main street parking 
and not necessarily spending as much. 


 Land use conflict with agriculture 


 Surrounded by agriculture land so there is 
restriction of growth 


 Transport barrier due to trucks having to get 
through the main street of town 


 Construction industry fickle due to ebbs and 
flows in market. – usually young families who 
leave when there is no work. 


 Needs of the small and micro business 


 Affordable studio space and collaboration 
spaces –  


 Clean green farming image 


 STP – opportunity for environmental 
industries (bamboo harvesting) – sludge and 
water usage 


 Camphor laurel harvesting industry 
 


 PEDESTRIAN AMENITY – is a key driver of 
Bangalow’s economy. Important to conserve 
and enhance it. 


 Guidance Group and community consultation 
– use GG to help with finding out who to 
engage. 


 Professionally fitted out flexible spaces for 
home based business sector to use and 
collaborate 


 Roadside stall in front of all rural properties 


 Shared work hubs and incubators 


 Bamboo farm at STP – opportunity to harvest 
and create a business 


 Eco-tourism on rural properties and small 
agricultural businesses. 


 Byron young Innovators- Develop incubator 
and hub for young people to encourage 
entrepreneurship in the shire 


Land Uses     Increase in unoccupied dwellings in 
Bangalow between 2011 and 2016 census 


   Consultation with the community regarding 
the Preliminary Draft Residential Strategy to 
generate a structure plan with an integrated 
design based on: 
o improving housing diversity and 


affordability  
o environmental 


enhancement/biodiversity 
o complementing the heritage character of 


Bangalow 


 providing for community uses- possible 
relocation of the primary school 


 
 


PRECINCT 1 


Bangalow Precinct 1 – Showground + Sportsfields + Rail Corridor (east) + A&I Hall 


 







 
 


 
 
 


  







 
 


 


Bangalow Precinct 1 – Showground + Sportsfields + Rail Corridor (east) + A&I Hall 
Maroon text - from Guidance Group ‘Precincts Workshop’ 


 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


Heritage  SHOWGROUND 


 Key heritage site for the region 


 Within the Bangalow Heritage Conservation 
Area 


 
SPORTSFIELDS 
Bowling Club building a retro 60s gem; functions 
very well. Highly used 


 SHOWGROUND 


 Conserve the existing values, functions and uses. 


 If it ain’t broke; don’t fix it! People like it how it 
is. 


SHOWGROUND 


 Keep the sanctuary of the Showgrounds 


 Seek heritage listing for Showgrounds 


Built Form  SHOWGROUND 


 Traditional showground sheds, buildings 


 SHOWGROUND 


 Conserve the existing showground sheds, 
buildings 


 The heritage Showgrounds and CBD 
buildings are the quintessential character 
elements for the village. 


Access & Movement  SHOWGROUND 


 Pedestrian thoroughfare- link between 
residential areas north of rail corridor to 
town centre and school 


 Fantastic highly valued pedestrian 
environment. 


 Safe for walking, cycling 


 Children walk to school; safe environment, 
few cars 


 
SPORTSFIELDS 


 Existing path for recreational walking/ cycling 
– highly used 


SHOWGROUND 


 Byron Creek a barrier to pedestrian 
movement – need a bridge + pathway links 


 Improve off-road connections for young 
children walking/ cycling to Bangalow Public 
School, especially from eastern residential 
areas (Clover Hill estate)  


 Cars on internal Showground roads conflict 
with pedestrians  - School kiss’n’drop, cars 
associated with events 


 Carparking reduces amenity and impacts 
heritage trees by compacting soil in 
rootzone. 


 Closed front gates – not clear to visitors if 
pedestrian access is allowed or not. 


 
 
SPORTSFIELDS 


 Pathway to nowhere 


 Carparking – potential conflicts with high 
numbers of  pedestrian at busy times 


SHOWGROUND 


 Investigate suitable locations to install 
pedestrian bridge/s over Byron Creek to link 
sportsfields to showground. This would:  


 improve safety for young children walking/ 
cycling to Bangalow Public School, especially 
from houses in east (Clover Hill) 


 extend opportunities for recreational walking/ 
cycling 


 reduce car trips into school/ town  


 Conserve the pedestrian priority and 
experience– Showground is and always should 
be a pedestrian prioritised zone 


 No carparking (for CBD) in the Showground  


 Minimise car movements up Station Street to 
Showground.  


 Define a “Pedestrian Conservation Area” in the 
centre of the village. Develop design principles 
for future development within this zone to 
conserve/enhance the pedestrian priority, safety 
and experience. 


 Investigate options to ensure pedestrian safety 
in this precinct during events in the Showground 
and A&I Hall. 


 Improve legibility, way-finding, and safety for 
pedestrians and cyclists moving within and 
through the Showgrounds (including school 
children and tourists). 


 
 
 
SPORTSFIELDS 


 Extend the opportunities for walking/ cycling by 
linking the existing path to the Showgrounds, 
town centre, school 


 
 


SHOWGROUND 


 Install walk/cycle bridges across Byron 
Creek to link the Showground to the 
Sportsfields. Three potential locations were 
identified - see Evaluation Table attached at 
the end of this Table. From this evaluation 
Council Staff recommend two bridges – 
Options 2 and 3, as Option 1 does not give 
any appreciable benefit in terms of 
improving north-south pedestrian 
connectivity in the village. 


 Design a pathway system within the 
Showground that will not interfere with 
events, markets and provides most direct 
routes to connect the village. 


 Design a suite of way-finding signage 
showing the pathway network. 


 Design a heritage trail through the 
Showground for tourists with map and/or 
online app showing paths and other 
features eg heritage buildings and 
structures, significant trees, old rail tunnel. 


 
SPORTSFIELDS 


 Link sportsfields to Showground via bridges 
over creek (walking/ cycling) 


 Formalise carparking to improve safety  


 Install two pedestrian crossings on Byron 
Street (east) near (1) junction of Blackwood 
Crescent and (2) Feros Care. 


 Night-lighting of paths so locals can walk to 
Bowlo 


 Potential parking in the sportsfields for 
major events in the Showground 


RAIL CORRIDOR 


 Install shared pedestrian/ cycle path in Rail 
Corridor (extending from the Industrial 







 
 


Bangalow Precinct 1 – Showground + Sportsfields + Rail Corridor (east) + A&I Hall 
Maroon text - from Guidance Group ‘Precincts Workshop’ 


 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


 
OVERALL 


 Link Rankin Drive (east) to the  Sportsfields + 
Bowlo + Clover Hill Estate 


 Provide circuits for recreational walking and 
cycling, to support resident’s health 


 Improve the pathway network to encourage safe 
walking/ cycling within the village 


 Link the Showground to the Sportsfields - Three 
potential bridge locations were proposed and 
considered. See Evaluation Table (attached at 
the end of this document). 


 
 


Estate in the west to the Sportsfields in the 
east) 


OVERALL 


 Prepare a walk/cycle pathway network plan 
for the precinct which includes: 
o Opening the Showground gates to 


pedestrians and cyclists (not cars/ 
trucks) by installing removable bollards 
at the front gates 


o Installing gates in the perimeter fence 
around the Showgrounds to enable 
pedestrian/ cycle access from the rail 
corridor at strategic locations  


o Pathway links to the school and new 
bridge over Byron Creek 


o installing shade trees along the 
pathway network 


 Investigate feasibility of potential 
peripheral carparking areas in the following 
locations: 
o in the rail corridor behind the A&I Hall, 


with access via Leslie St 
o in Ballina St on Council owned land 


opposite Feros Care 
 


Housing SHOWGROUND 


 Existing occasional use as a caravan park for 
insured clubs 


 SPORTSFIELDS 


 Opportunity for higher density living along Byron 
St directly adjoining parklands 


 


Public Domain (Parks, open 
spaces)  


SHOWGROUND 


 Iconic public space. 


 Represents the agricultural heritage of the 
village  


 Quintessential character element – 
contributes to the green, rural feel and 
natural character of the village. 


 Greenspace in the centre of the village - 
highly valued by the community. 


 Contact with nature; mental health and well-
being; breathing space close to homes 


 Green rural vistas - houses overlook it; green 
backdrop to Station St 


 Supports existing agricultural activities and 
lifestyle pursuits (eg pony club, horse-riding) 


 Safe place for children to play and explore. 


 Dog walking 
SPORTSFIELDS 


 Highly valued central greenspace within the 
village; connected to Showground 


 Visual relief, mountain views, space – get 


SHOWGROUND 


 Under pressure to redevelop 


 It ain’t broke! 


 No access across creek 
 
SPORTSFIELDS 


 Not enough shade in sports fields  


 May need expanding in the future 


 Needs toilets 


 Broken causeway 


 Lighting to perimeter path 


 Continue revegetation of creek 
 


SHOWGROUND 


 Improve facilities for CBD workers who use the 
Showground at lunchtime 


 Rec Needs Study identifies demand for BBQ/ 
picnic  facilities, firepits in natural areas 
(requires car access) 


 
SPORTSFIELDS 


 Conserve the natural values; informality; don’t 
over-develop 


 


SHOWGROUND 


 Open the front gates to allow pedestrian 
access only; no cars/trucks.  


 
SPORTSFIELDS 


 Plant shade trees 


 Install public toilets 


 Provide shaded seating, bubblers, bins 
along walking paths 


 Continue revegetation of creek 
 







 
 


Bangalow Precinct 1 – Showground + Sportsfields + Rail Corridor (east) + A&I Hall 
Maroon text - from Guidance Group ‘Precincts Workshop’ 


 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


outdoors, fresh air 


 Tranquility, beauty, contact with nature, 
health, mental health and well-being, 
breathing space close to homes 


 Social interaction 


 All ages use it 


 Formal sport 


 Licensed club – Bowlo; popular meeting place 
for families with young children; open fire 
part of the nature-based, rural village 
experience; 


 Exercise/ Informal recreation – walking, dog-
walking, family bike-riding;  


 Well used 


 Skatepark – youth meeting place 
Contributes to the green, rural feel of the village 


Public Domain (Streetscape)  SHOWGROUND 


 Poor interface with Station St and town 
centre generally 


 Existing Scout Hall located close to southern 
boundary blocks potential pedestrian 
access and movement along the boundary/ 
edge to the commercial centre  


SHOWGROUND 


 Opportunity to improve legibility, safety and 
pedestrian movement at inter-face between 
Showground and Bangalow Public School. 


 Opportunity to improve inter-face between 
Showground and the public domain in Station 
Street (and private property at 9 Station St) 


 


A&I Hall  


 Upgrade landscaping and better integrate 
the A&I Hall with its landscape setting. It 
can now open up to the Rail Corridor as well 
as Station Street. Remove the fences and 
barriers to movement and connect it in to 
the public realm. Provide outdoor gathering 
spaces/ spill out spaces directly adjoining 
the hall. 


RAIL CORRIDOR - Link to School 


 Create a clear contiguous walk/cycle 
pathway from Rail Corridor to the School 
(back and/or side gate/s) 


 Allow pedestrian/ cycle access from the rail 
corridor pathway around the rear of the 
hall. This provides the most direct route 
through the Showground to the school and 
the proposed new bridge over the creek 
(bridge option 2). 


 Provide shaded seating and water bubblers 
along walking paths, trails 


PRECINCT OVERALL 


 Tree planting and landscaping program to: 
o Install shade trees in the Sportsfields  
o Remove and replace Camphor Laurels 


in the Showground 
o Install street trees in Byron Street and 


Station Street 


 Enhance the eastern entry to the town from 
the old highway by landscaping the 
roundabout and planting street trees on 
both sides of Byron St 


 







 
 


Bangalow Precinct 1 – Showground + Sportsfields + Rail Corridor (east) + A&I Hall 
Maroon text - from Guidance Group ‘Precincts Workshop’ 


 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


 


Natural Environment  SHOWGROUND 


 Biodiversity – vegetation buffer to Byron 
Creek; native birds, animals 


 Heritage Trees (large mature Camphor 
Laurels and others) 


 Drainage area/ Flood prone lands 
 
SPORTSFIELDS 


 Biodiversity – Native veg along Byron Creek; 
corridor for native birds/ animals 


Drainage area; flood prone land 


SHOWGROUND 


 Some heritage plants are environmental 
weeds 


 Constraint - Flood prone lands; drainage 
 
 
SPORTSFIELDS 


 Need pedestrian links to Showground 


 Drainage area; flood prone land 
No shade to perimeter path 


SHOWGROUND 


 Conserve and enhance native vegetation along 
Byron Creek 


 Conserve large heritage trees and other heritage 
plantings. s355 Committtee have already 
engaged Arboriculturist for advice 


 Opportunity for informal recreation - A place to 
have a fire (in a firepit) and watch the stars 


 


SHOWGROUND 


 Continue bush regeneration along Byron 
Creek 


 Develop a program of tree replacement for 
mature  trees in the Showground (esp 
Camphor Laurels) 


 Install firepits, bbqs, seating, pinic tables 
(where these won’t interfere with show 
activities) 


Community Facilities SHOWGROUND 


 Protect the existing community halls and 
function rooms 


 Important to protect/ manage pricing for hall 
hire so local community groups can afford to 
use the local facilities. 


 
SPORTSFIELDS 


 Bowlo is a hub for socialising in Bangalow; an 
important site.  It is a community- owned 
facility. 


Youth space - skatepark 


SHOWGROUND 


 Showground used for carparking for events 
at A&I Hall 


 
SPORTSFIELDS 
Lack of youth facilities in the village - Skatepark 
is the only youth space 


SHOWGROUND 


 Opportunity for camping in Showground? 
Existing caravan clubs with appropriate 
insurance already use it. 


 
SPORTSFIELDS 


 Better recognition of the Bowlo as a key site for 
social interaction in the village. Consult with 
Bowlo Manager to identify functional issues/ 
opportunities for improvement. 


Enhance/ add to existing youth space (or create 
additional facilities in other locations) 


SHOWGROUND 


 Investigate camping 
 
SPORTSFIELDS 


 Improve pedestrian connections to the 
Bowlo with lighting 


 Build the swimming pool: 
Options - get s94 contributions from developers 
of new housing; pool constructed as part of a 
master-planned community; or a  privately 
owned facility 
 
 


Culture (Public Art) SHOWGROUND 


 Some existing public art 


   SPORTSFIELDS 


 Temporary installations/ exhibitions eg. 
Swell Sculpture by the Sea 


 Functional Art  


 Mural on the toilets 
 


Culture (Events) SHOWGROUND 


 Protect the annual Bangalow Show, monthly 
Bangalow Market and other community 
events in the Showground. 


 Social interaction + expression of community 
values - Showground is site for community 
gatherings/ events as well as commercial 
events 


 
SPORTSFIELDS 
Youth - music DJ + skate comp events at 
skatepark 


  SPORTSFIELDS 


 DJ events (day/night options) at skate park  
 


Culture (Heritage)   SHOWGROUND 


 Opportunity for heritage walk / walking trail for 
tourists 


 


Sustainability      


Economy  SHOWGROUND   SHOWGROUND 







 
 


Bangalow Precinct 1 – Showground + Sportsfields + Rail Corridor (east) + A&I Hall 
Maroon text - from Guidance Group ‘Precincts Workshop’ 


 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


 Supports existing agricultural economy 


 Bangalow Show – one of the only regional 
shows that is still growing  


 A commercial event &  function space   
 


 Opportunity for Guidance Group to be 
consulted every year on Council Hall/Venue 
rental fees 


 
SPORTSFIELDS 


 Opportunity for Guidance Group to be 
consulted every year on Council Hall/Venue 
rental fees 


 


Land Uses  SPORTSFIELDS 


 Recreation (formal and informal) 
 


 SPORTSFIELDS 


 Youth Space 


 


  







 
 
 


Evaluation Table - Pros and cons of three proposed locations for footbridges across Byron Creek in Precinct 1 


Option Location Pros Cons 


 


1 George Street Bridge Casual surveillance is good – from houses in George St and also close to 


Byron Street 


Very close to existing pedestrian bridge on Byron St.  


  Could be easily night lit Does not improve north-south connectivity in the village at all 


  Very direct route for children travelling from Clover Hill to/from school, 


however they are already catered for with the existing bridge 


Will result in more pedestrian/ cycle traffic in George Street  - a residential 


street. 


   Bangalow Landcare are not in favour of this location as this section of the 


creek corridor was recently revegetated and there are threatened species 


2 Midway Bridge - off the main showring in Showground A central location that would improve connectivity through the village for the 


most number of residents. Would be useful for more people in the village than 


Options 1 and 3. 


Isolated and dark at night. Would require night lighting which would need to 


be thoughtfully designed so as not to impact the ecology of the creek corridor 


  Can easily be connected to existing paths/ roads in the Showground and 


Sportsfields at minimal cost. Only short pathway links required. 


No casual surveillance 


  Bridge would be accessed via the Showground. This would increase foot 


traffic through the Showground which would improve casual surveillance in 


the Showground and bring more locals into the Showground. 


Potential for increased numbers of pedestrians to get in the way/ conflict with 


events in the Showground. However this could be managed through 


installation of pathways in the Showground. 


  On the Showground side of the bridge, one has the option to go either right or 


left.  


Showground s355 Committee may object to installation of pathways in the 


Showground. 


  This is the most easily accessible and direct link for the majority of the 


residents north of Leslie St to the Sportsfields and Bowlo (via Leslie St – past 


the A&I Hall – through the Showground to the bridge) 


To install night lighting in this location could be expensive. 


  This part of the creek and Showgrounds has very high amenity; would create 


a pretty route for walking 


 


3 Bridge near skatepark  Would provide a very direct link from Rankin Drive (east) to Clover Hill Estate, 


Bowlo, skatepark and future swimming pool. Would need a new pathway link 


to/from Byron Street across the middle of the Sportsfields. 


As a pedestrian link, would mainly be of benefit to residents from the eastern 


section of the Rankin Drive residential area.  


  Would be highly used for recreational walking/ cycling as it provides a great 


circuit. 


Isolated and dark at night 


  Would help to activate the eastern end of the rail corridor which, without this 


bridge, leads to nowhere. 


Some casual surveillance from skatebowl 


  Provides for a tourist walking circuit. There will be electricity connection at the skatebowl – close connection for 


lighting the bridge. 


  Would also improve connectivity through the Sportsfields  


 


  







 
 


PRECINCT 2 
Sewage Treatment Plant (STP) & Industrial Estate 


 


 







 
 


Bangalow Precinct 2 – STP + Industrial Estate  
Maroon text - from Guidance Group ‘Precincts Workshop’ 


 Existing values and functions to 
protect 


Issues Additional future values and functions  Actions/opportunities 


Heritage      


Built Form      


Access & Movement   Entry point   No pathways connecting the industrial 
estate to the town centre  


 Rail corridor is underutilized 


  Reduce the speed into town to 60 before 
you get into the residential area – also if 
Koala numbers are high in the area possibly 
look at extending the 60 zone to before the 
industrial estate.  


 Clarification of Dudgeons Lane walkway. 
This should be connected to town. 


 Review the speed zones.  


 Footpaths/Cycle ways connecting the 
industrial estate to town – along the rail 
corridor  


Public Domain (Parks, open 
spaces)  


    Activation of Council Land.  


 Activate the Rail Corridor to provide walk 
and cycle access from residential areas to 
the industrial estate so people can 
walk/cycle to work and the gym.  


 


Public Domain (Streetscape)     Good and effective signage  


 Don’t overdo it  


 Beautify the entry into town  


 Location for the town entry point. Once 
location has been settled on, create a 
‘Welcome to Bangalow’ sign, keeping in 
touch with the Heritage value of the town.  


 


Natural Environment   Koala habitat/corridor   Lack of natural habitat for local endangered 
species. Opportunity for re planting 


  Identify the Koala number in this area.  


 Connect the Koala Habitat across Lismore 
Road.  


 Continue to connect and expand the 
current koala corridor – connect to the 
hinterland 


 More planting to encourage more native 
birds to come to Bangalow  


Culture (Public Art)     Opportunity to have a local artist create a 
piece at the entrance of Bangalow  


Culture (Events)     


Culture (Heritage)    Dual naming on signage into and throughout the 
town  


 Signage with indigenous expressions  


 Cultural and/or historical walks in and 
around town  


Sustainability   Bamboo growing at the STP     Investigation into creating a Solar Farm on 
the vacant land next to the STP.  


 Harvest the Bamboo and replant.  


 Develop an Education Recycle Centre at the 
Sewage Treatment Plant.  


 Opportunity to use/sell the bamboo 







 
 


currently being grown at the sewage 
treatment plant – could begin to grow other 
plants such as Camphor Laurels, Koala 
habitats etc .  


 Install solar panels in the industrial estate 
and STP  


 Swap current lighting with solar lighting  


Economy      Investigation into having start up Business 
Hub spaces at the Industrial Estate.  


 


Land Uses   Protect the prime agricultural land   


 Could there be a better use of the STP land? 
More than just growing bamboo.  


 No entry/welcome signs 


 Current landscaping into Bangalow could be 
improved to enhance the rural feel 


  Activate the Industrial Estate Park. Created 
picnic seating areas for the workers in the 
area.  


 Update/improve the landscaping on the 
way into town from Lismore Road  


 
 
 


 


 


 


 


 


 


 


 


 


 


 


 


 


 


 


 


 


 


 







 
 


Numbered items in maroon text in the ‘Bangalow Precinct 3’ Table below correlate with the numbers on this map  


PRECINCT 3 – Map from Guidance Group Workshops 
Station St + Rail Corridor (village centre) + Memorial Park + A&I Hall  


 


 







 
 


Numbered items in green text in the ‘Bangalow Precinct 3’ Table below correlate with the numbers on this map  


PRECINCT 3 – Map from Landowners Workshop 
Station St + Rail Corridor (village centre) + Memorial Park + A&I Hall  


 


 







 
 


Bangalow Precinct 3 - A&I Hall + Station St + The Triangle + Rail Corridor Park + Memorial Park 
Black text – from previous Guidance Group workshops 


Maroon text - from Guidance Group Precincts Workshop 
Green text - from Land Owners workshop 


 Existing Values/ Functions 
+ Protect  


Issues Future directions  Actions/ opportunities 


Heritage   Heritage listed buildings - A&I Hall, Railway 
Station Building  


 A&I Hall – Focal point in the precinct; 
heritage building; cultural hub; community 
gathering and event space 


 Rail Corridor Park – important heritage site. 
Railway sidings and station building were 
integral to the development of the village 


 


  Conserve the A&I Hall and enhance its setting to 
better acknowledge it as a key focal point and 
“jewel in the village crown” 


 Restore and repurpose the Railway Station 
Building  


 Conserve the timber and tin cottages in Station 
St 


12 Restoration of the old Railway Station 


Building and activate with new uses 


 Conservation of A&I Hall 


 Enhance the curtilage of A& I Hall 


 Structure Plan (Village Plan) + DCP for the 
Precinct 


 DCP needs to clarify whether existing 
cottages in Station Street can or cannot be 
demolished, removed or repositioned on 
the lot. 


2   The Hotel, A&I Hall and the Railway Station 


Building (once it is restored) are important focal 
points in the Precinct. Access and movement 
around these buildings to be carefully 
considered and the outdoor spaces around the 
buildings to be improved/ enhanced to support 
their function as key social gathering and 
meeting spaces in the village. 
 


Built Form   A&I Hall is a major and important focal point 
in the town centre – the cornerstone and 
jewel in the crown – it is a common link 
connecting the Showground + Station St + 
The Triangle + Rail Corridor. 


 Conserve the A&I Hall and enhance its setting 
 


 A&I Hall is a high maintenance building – 
high costs 


 Heritage conservation of the A&I Hall 
curtilage, as it was, may not be the best 
urban design outcome for contemporary 
use/ functioning of this precinct 


 4 Retain existing character and scale of 


buildings fronting Station St 


5 Ensure vista to A&I Hall looking from the 


southern parts of Station St is preserved 
 


1 Council to coordinate the preparation of a 
‘Concept Plan’ for the future 
redevelopment of all land parcels within 
‘The Triangle’ in a coordinated and 
integrated manner. Opportunity for new 
mixed use development which incorporates  
carparking on ground and/or basement 
levels with commercial and residential uses 
above.  
 


9  Building heights to be two storey along the 


Station Street frontage. A third storey could be 
setback with residential units overlooking the 
Rail Corridor.  
 


 The concept will need to consider: 
o building form, heights, character, 


materials 
o how the individual developments on 


each lot will relate to one another 
o provision of open space (private + 


public) 







 
 


Bangalow Precinct 3 - A&I Hall + Station St + The Triangle + Rail Corridor Park + Memorial Park 
Black text – from previous Guidance Group workshops 


Maroon text - from Guidance Group Precincts Workshop 
Green text - from Land Owners workshop 


 Existing Values/ Functions 
+ Protect  


Issues Future directions  Actions/ opportunities 


o pedestrian access and movement 
o how the development will relate to the 


new Rail Corridor Park the public 
domain in both Station and Byron 
Streets. 


 To support the concept plan, a ‘Developer 
Services Plan’ to be prepared which details 
the agreed timing and cost sharing 
arrangements (private and public) for the 
provision of infrastructure associated with 
the development. 
 


Housing     Property owners of commercial premises 
are concerned that residents of new 
residential development in this precinct will 
make complaints about noise from the 
existing venues (Hotel, A&I Hall, 
Showground) and this could force the 
venues to shut down. 


 Opportunity for medium density housing 
in The Triangle and/or in Station St – on vacant, 
flood free land close to town and open space. 


 Is there opportunity for tourist accommodation 
in this precinct - Hotel/ Motel/ Holiday 
apartments? 


 New development in this precinct to have noise 
mitigation measures built in and also an 
instrument on the property title to prevent the 
new residents from making noise complaints 
against the existing venues (Hotel, A&I Hall, 
Showground). 


 


 DCP controls to guide streetscape character 
and integration of new developments 


16 Medium density mixed use – lots on eastern 


side of Station St 


17 Medium density mixed use development in 


the ‘triangle’ 
 


11  Opportunity for medium density housing at 


rear of lots in Station St accessed via Station 
Lane. 


Access & Movement 
(Pedestrian/ Cycle) 


 Very high pedestrian use in this Precinct. 


 This whole precinct is already a pedestrian 
focussed area – conserve and enhance this. 


 This precinct contains 3 pedestrian access 
points into the town centre: (1) entry from 
the rail corridor via Station St, (2) entry from 
the rail corridor via unnamed street above 
the hotel and (3) entry from Granuaille- 
Lismore Roads via Memorial Park. 


 Station St is an important pedestrian 
throroughfare – provides links to school, 
town centre and Showground 


 Rail Corridor – Pedestrian/ cycle connectivity, 
Access to town centre, Transition area 
between residential areas and town centre 


 Landowners are concerned that the 
proposed 1 hour parking in the main street 
won’t work because of the nature of the 
businesses in Bangalow. It is a place to 
linger and have lunch, buy a dress, buy a 
Persian carpet etc. Need more than 1 hour 
for this. 


 Conserve and enhance this as a pedestrian 
prioritised Precinct. Define a “Pedestrian 
Conservation Area” which includes this precinct + 
Showground 


 Close (or narrow) the unnamed road in 
front of the hotel (in whole or part) and 
redevelop this street as a pedestrian zone. 
It is a key entry point for pedestrians/ 
cyclists into town from the Rail Corridor.  


 Consider options for new vehicular access 
to hotel carpark. Potential to extend the 
unnamed laneway behind the shops in 
Byron Street through to the hotel carpark. 


 Opportunity to develop a new pedestrian 
only boulevard in the Rail Corridor 
providing new connection from Hotel to 
A&I Hall. 


 7 Shared/pedestrian priority street for Station 


St 


20 Pedestrian connections throughout the 


‘triangle’ to link the activated rail corridor, 
Byron St and Station St 
 


3   Opportunity for a boundary adjustment to 


enable the existing unnamed laneway to be 
extended through Lot 9 DP 929014.  This would 
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 Existing Values/ Functions 
+ Protect  


Issues Future directions  Actions/ opportunities 


enable vehicular access into “The Triangle” and 
the Hotel carparking area from Station Street.  
 


Access & Movement (Cars)  Protecting the the pedestrian amenity is #1 


 Minimise and highly control car movements 
in this precinct to avoid conflicts with 
pedestrians 


 Memorial Park – tourist stop – do we want to 
move them elsewhere?  


 There are issues with car access and 
movements in this precinct but our design 
philosophy is to prioritise the pedestrian 
over getting it all right for cars 


 A&I Hall carparking & access  for loading/ 
unloading - conflicts with pedestrian 
movement (Hall hirers are put into contact 
with the Showgrounds to organise opening 
of the gates for event parking).  


 


 Bangalow Hotel - Public road has been built 
over private property and trucks are 
damaging the Hotel’s awning. 


 Need to formalise and provide more loading 
zones. Frequently trucks are parking on 
private property at the rear of the Hotel to 
unload goods/ deliveries to other 
businesses (ie not the Hotel). 


 


 Design principle: Encourage able bodied people 
to’ Park and Stride’to this precinct 
To support this design philosophy we need to 
identify somel locations/ options for peripheral 
carparks. Is there opportunity for some 
carparking in: 


o Rail Corridor - perhaps behind A&I Hall? 
Off Leslie St west? 


o The Triangle 


 Redirect tourist pull-in stop away from Memorial 
Park to an alternative location such as water 
tower / Top of hill park of Granuaille Rd or to 
Bangalow Parklands/Heritage House with grey 
nomads 


 


 Improve signage to carparking areas 


 Continue dead end  lane behind the 
Laundromat/ next to Masonic Hall through 
to The Triangle. Involves boundary 
adjustment and land acquisition. Potential 
for this lane to be entry to an underground 
carpark in new mixed use development in 
The Triangle. 


8 Create a one-way school drop off loop going 


up Market Street, into the Showgrounds then 
out showground gates onto Station St. 


13 Peripheral ‘soft stand’ carparking areas 


along either side of rail line adjacent to A & I 
Hall 
 


 Formalise and provide more loading zones. 


Access & Movement (Public 
Transport) 


   Future light rail connection to Byron Bay; with  
rail station near A&I Hall? 


 Retain railway line and infrastructure 


 Mayor’s feasibility study into multi-use in 
the Rail Corridor 


2 Pedestrian and cycle path in the rail corridor 


linking residential areas to the west of 
Granuaille Rd to the village centre and the 
sports fields. 


3 Open the Showground gates to pedestrians 


Public Domain (Parks, open 
spaces)  


 Rail Corridor – Green corridor; Movement 
Corridor; Transition area between residential 
areas and town centre  


 Rail Corridor Park – Very high heritage values; 
green space in town contributes to the rural 
village feel; pedestrian entry into the town 
centre;  


 Memorial Park – Highly visible; vehicular and 
pedestrian entry point/ entry gate into town 
centre from the north, Tourist stop, Bus 
stop?, Memorial – heritage, Meeting Place, 
Toilets 


 


 Rail Corridor - Void space;  risk that people 
will fill it ; Station building a disgrace and a 
public safety issue 


 Memorial Park – dark, dank, underutilised; 
Bangalow Palms costly to maintain; seeds 
slippery on path 


 Toilet block -  location at main entry point 
to town centre to/from Rail Corridor not 
desirable; blocks views through/ reduces 
the visual connectivity; barrier to 
movement; unattractive and smelly 


 Relocate bus stop from Memorial Park 


 Develop Rail Corridor (from Granuaille Rd bridge 
to A&I Hall) as a signature public park. Restore 
the station building. Include a custom built 
children’s playspace located close to café and 
public toilets - attractors for families. Enhance 
the natural amphitheatre and install shade trees. 


 Relocate Farmers Markets to the Rail Corridor 
Park   


 Redevelop Memorial Park as an attractive 
pedestrian entry; consider it as part of the Rail 
Corridor Park and design them in an integrated 
manner; remove any unnecessary  fencing/ 
barriers between these spaces and improve the 
visual connectivity; open up the vistas through. 
Retain significant trees.  


 Prepare integrated project briefs for 
engagement of consultants (Urban 
Designers & Landscape Architects ) to 
undertake detailed design of: 


 Rail Corridor Park  
 Station St landscape/streetscape upgrade  
 Landscape redevelopment around the A&I 


Hall – to include design of outdoor 
gathering spaces + review of carparking + 
loading zones etc 


8 Facilitate open discussions between 


community and landowners 


11 Turn the rail corridor area into a park and 


flexible community use space. 


18 Small informal public gathering spaces 


provided within any future mixed used 
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 Existing Values/ Functions 
+ Protect  


Issues Future directions  Actions/ opportunities 


development in the ‘triangle’ 
 


6  Existing vegetation on batters in the Rail 


Corridor to be selectively cleared to thin the 
understorey to improve views through to 
visually connect the Rail Corridor with the town 
centre. Previously we have planted thick bushy 
vegetation to try and screen the rail corridor 
out.  We now need to reconnect it and improve 
casual surveillance into the new parkland for 
safety and better amenity. 


7  Redevelopment of the Rail Corridor to 


correct drainage issue of large amount of 
stormwater flowing down the batter into the 
Hotel carpark and improve stormwater 
management generally. 
 


Public Domain (Streetscape)  Protect and enhance the informal public 
space/ gathering space on road in front of the 
A&I Hall 


 


 Road space in front of the A&I Hall – conflict 
between people and cars  


 


 Existing Palm trees in Byron St are shading 
and exacerbating the mould growing on the 
southern side of buildings (including the 
Hotel). 


 


 Need to thin the vegetation around the 
Council carpark at the southern end of 
Station Street to make it more inviting to 
park there. It is too dark, shady and wet. 


 Streetscape upgrade in Station St to improve the 
pedestrian experience and encourage outdoor 
dining - with new pavement, street trees, garden 
beds, footpath build-outs/ blisters 


 Enhance the landscape setting of the A&I Hall to 
achieve better integration. Develop the road 
space in front of the hall as a public square; 
integrate it into the new  Rail Corridor Park - 
remove the fences/ barriers and connect these 
spaces. Install artistic night lighting, shade trees, 
greenery, seating, banner poles (to show what 
events will be on in the hall). 


 
 


6 New intersection treatment at Station St and 


Byron St intersection 


10 Narrowing treatment of no through road 


between Memorial Park and Pub to discourage 
large vehicle access and u-turns of vehicles 
accessing southern side of Byron St 


14 Gathering space/plaza at the end of Station 


St in front of A&I Hall. 


15 Widen area at the end of Station Street in 


front of A& I Hall to allow delivery trucks to u-
turn back down Station St 
 


 Council to improve maintenance of existing 
garden beds and Palm Trees in Byron 
Street. Consider removing the palm trees. 


4  Reprofile Station Street to widen the 


footpaths, install street trees and garden beds. 


5  Create a new public space at the northern 


end of Station Street in front of the A&I Hall 
acknowledging the high level of pedestrian 
activity in this area. Landscape and enhance the 
space which functions as the outdoor entry 
foyer to the A&I Hall and the Showground and 
provides spill-over space when events and 
performances are held. It is also a major 
junction linking the Rail Corridor to the town 
centre and a thoroughfare for children walking 
to/from school. 
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 Existing Values/ Functions 
+ Protect  


Issues Future directions  Actions/ opportunities 


 


Natural Environment     Street tree and garden bed planting in Station St 
for shade and amenity. Remove existing 
Tibouchinas. 


 Shade tree planting in Rail Corridor Park 


19 Retain the embankment and greenery 


between the rail corridor, pub and lots fronting 
onto Station St 
 
Review development controls to enable 
flexibility to remove trees on private properties. 
Compensatory plantings can be required as a 
condition of development consent. 


Community Facilities  Existing public toilets in Memorial Park 


 Need a community garden  


 A&I Hall is one of the most profitable halls 
Council owns 


 Toilet block in Memorial Park is old, dark, 
dank & very smelly but these are the only 
public toilets  in the CBD. Expensive to 
demolish and  replace. 


 Test soil on railway land for the community 
garden suitability 


 A&I Hall - rental fees are unaffordable for 
small local groups. School no longer hires 
hall for its annual school musical. Has been 
a local tradition to see the children march 
up Station Street to the hall for their 
performance. 


 If Rail Corridor is developed as public 
parkland new public toilets are needed in 
the vicinity of the Station Building and 
children’s playspace. 


 Future demolition of toilet block in Memorial 
Park – replace with new toilets in a more central 
location within the CBD + new toilets in the Rail 
Corridor Park (close to proposed playspace and 
café) 


 Community garden in this precinct? Where? 
Need to consider vehicle access and space for 
composting & stockpiling 


 Council to ensure A&I Hall fees are affordable 
for use by local groups 


1 Bus shelter needed at the entrance to 


Memorial Park 


8 Lower A&I Hall rental fees to school so they 


can use for end of year performance 


9 Decommission public toilet in Memorial Park 


and install new public toilets (with end of trip 
facilities for cyclists) in Fire Station Park and the 
new Rail Corridor Park 
 


8  New public toilets in the Rail Corridor 


Culture (Public Art)   Existing sculptures in Showground are not 
maintained and were “guerrilla art” – 
remove them; a safety risk. 


 Rail Corridor Park - express the heritage 
character of this site  - as the historic railway 
sidings and timber mills - through art, materials 
and detailing. 


 Annual temporary art installation event for 
Bangalow eg Swell, Sculpture by the Sea 


 


 Prepare preliminary briefs for public art in 
the following locations: 


 Rail Corridor Park  
 Station St landscape/streetscape upgrade 
 A&I Hall curtilage landscape redevelopment 
These are to be included in: 


 the shire-wide Public Art Strategy being 
developed by the Public Art Panel 


 any project briefs prepared by Council 
for engagement of consultants to 
undertake detailed design of the above 
sites. 


 


 Bottle shop arches - community art project 
with the Primary School students. Jan 
Hulbert has been organising  


 
 


Culture (Events)    Road closure of Station St for community events 
– food + music + youth & children’s 
entertainment; 


 Develop a program of activation events for 
this precinct eg Annual temporary art 
installation event eg Swell 
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 Existing Values/ Functions 
+ Protect  


Issues Future directions  Actions/ opportunities 


 Art market 


 Performance and literary events in the new 
Natural Amphitheatre created in  Rail Corridor 
Park 


 


8 Community organised walking tours of 


Bangalow for Bangalow residents 
 
 


Culture (Heritage)     


Sustainability    Public bins in CBD - no recycling 


 Inadequate commercial bin storage facilities 
in CBD;  bins in streets are an eyesore and 
public health issue 


 


  Replace CBD bins with recycle bins 


 Identify location for commercial bin storage 
facilities in The Triangle. 


Economy   Protect the rural village feel, heritage 
architecture and pedestrian amenity of the 
CBD as this is the reason people come to 
Bangalow. Pedestrian amenity is a key 
economic driver.  
 


 High commercial rents discourage new 
business start-ups 


 


 Proposed pop-up shops and market events 
compete with existing businesses which are 
paying very high rents/ rates. For example 
the Farmers Market is selling cups of coffee. 
This should not be allowed. They should 
only sell the raw coffee in bags and leave it 
to the local cafes to provide cups of coffee. 


3 Key Principles for Economic Development in 
Bangalow:  
1. Protect the rural village feel, heritage 


architecture and pedestrian amenity of the CBD 
as this is the reason people come to Bangalow. 
Pedestrian amenity is a key economic driver.  


2. Minimise car/truck movements in CBD streets as 
they degrade the pedestrian amenity. 


3. Encourage able-bodied people to “park & stride” 
into the CBD or walk/ cycle. 


 


 Declare and develop this Precinct as a 
‘Pedestrian Conservation Area’.  


 Business Incubator and artist studios in the 
Rail Corridor  - demountable buildings  and 
spaces in the station building 


 


 Invite local businesses first to participate in 
any proposed pop-up shop or market 
events. 


10 Hotel beer garden is currently enclosed. 


Opportunity for it to be “opened up” (walls 
removed) if this area is redeveloped with a 
focus on pedestrian amenity and movement. 
 


Land Uses  Commercial 


 Showground 


 Open space& Recreation (walking/ cycling  in 
Rail Corridor) 


 Movement Corridor  


 Consider options for redevelopment of “The 
Triangle” : 


 Option 1 – Stays as carpark; potential to enlarge 
the existing area for carparking and landscape it 


 Option 2-  Redevelop as public open space – 
triangle redesigned as a village square/ piazza 
(as per John Spark’s plan) 


 Option 3 – Intensification of use - New mixed 
use development (commercial + residential)  2+ 
storeys, with ground level or underground 
carparking and loading areas; commercial uses 
on first level with residential apartments above 
overlooking the Rail Corridor. Essential that such 
a development is “sleeved” by finer-grained 
heritage character buildings in Byron and Station 
Streets (existing + new timber and tin) to 
maintain active street frontages and the  
heritage streetscape character. 


 


16 Medium density mixed use – lots on eastern 


side of Station St 


20 Commercial land use opportunities for new 


mixed used development in Station St 
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 Existing Values/ Functions 
+ Protect  


Issues Future directions  Actions/ opportunities 


Heritage   See Built Form  DCP controls need to be tightened to stop 
buildings being inappropriately modified. 


  


 Conserve the heritage buildings in Byron St in 
their original form and colours. These are the 
quintessential core of Bangalow’s character. 


  


 Review DCP 


Built Form   Conserve the existing heritage buildings in 
Byron St in their original built form and 
colours. These are the quintessential core of 
Bangalow’s character. 


 Streetscape has great aesthetics, human 
scale,  


 Awning and awning posts provide comfort 
and sense of enclosure. 


 


 Maintenance of heritage buildings 
expensive 


 Asphalt on footpath unattractive 


 New buildings fronting Byron St west respect 
heritage and have: 


 active frontages 
 2 storey height limit  
 awning over footpath 


 DCP for Byron St 


Housing & Tourist 
Accommodation 


   Opportunity for housing diversity – shop-top; 
secondary dwellings (eg new motel) 


 Tourist accommodation behind / above existing 
commercial buildings 


 Potential sites for redevelopment as 
medium density housing/ mixed use – Servo 
and Abracadabra, western end of Deacon St 
behind shops 


Access & Movement 
(Pedestrian/ Cycle) 


  Pathways into town from residential areas 
in very poor condition; unsafe and don’t 
connect 


 No facilities for cycling; No cyclepath access 
to town 


  Need pedestrian crossing at the school so 
children can safely cross Byron St 


 Laneway link from the above crossing point 
through to Deacon St 


 Byron Street  - Review the road 
configuration and develop a pedestrian 
prioritised zone extending from the hotel to 
the roundabout (on Granuaille Rd). Need a 
safe road crossing point in this area. 


Access & Movement (Cars)  Need carparking spaces in close working 
distance of shops but not necessarily directly 
in front. Locals need to access the village by 
car especially those living in rural areas 


 Too many car/truck movements in Byron St 
reducing the pedestrian amenity 


 No parking/ access for locals into shops for 
daily domestic needs 


 U-turns 


 Poor access to IgA 


 Bangalow has enough carparking spaces 


 Peripheral carparking to reduce cars in main 
street 


 Review the Paid Parking outcomes 12 
months after installation 


 Improve signage for carparking 


 Improve access to IgA by reversing the one 
way direction in Deacon St 


 Return Deacon Street to two way 
(temporary trial) 


 Consider feasibility of using Deacon St as a 
bypass for heavy vehicles – so they don’t 
have to go down the main street 


 Potential peripheral carpark in Bangalow 
Parklands off Deacon St 


 


Access & Movement (Public 
Transport) 


  Bus stop in Memorial Park – no shelter - 
relocate 


 Bus stop at Choux Bakery – relocate 


  Review and relocate bus stops from 
Memorial Park, Choux Bakery, Red Ginger. 
Potential new location in front of the 
school. 


Public Domain (Parks, open 
spaces)  


 Fire Station Park – meeting place, pedestrian 
link, Social interaction, Workers take a break 
Table is well use, Good open space between 
buildings 


 More seating and shade needed  Redevelop Fire Station Park – encourage youth 
to use, Free wifi, wet weather shelter, Provide 
shade, Hole in the wall/ coffee cart, movable 
tables & chairs, live music, temporary/ changing 


 Redevelop Fire Station Park 
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 Existing Values/ Functions 
+ Protect  


Issues Future directions  Actions/ opportunities 


 murals, New public toilets, Bicycle end of trip 
facilities – bike racks, showers 


 


Public Domain (Streetscape)  Protect the rural outlook from high end of 
Byron St 


 Byron St is the heart of the village and it is 
tatty and poorly maintained – no sense of 
civic pride  


 Poor paving surfaces, very high kerb 


 Only one pedestrian crossing. 


 Poor night lighting 


 Poor quality street furniture 


 Byron St is dirty. Needs more regular 
maintenance. 


 Fire Station Park underutilised 


 Shop signage not in keeping with heritage 
character 


 More than one pedestrian crossing needed – 
create shared zone/s 


 Upgrade lighting 


 Identify, open up and enhance laneway links 


 Replace street furniture– seats, bins 


 Shop signage controls 
 


 Prepare an integrated landscape plan for 
Byron Street, Station Street, the street 
above the hotel, Memorial Park and the Rail 
Corridor Park.  


Streetscape upgrade including: 
o Intersection treatment Byron & Station 


Streets  
o Additional pedestrian crossing points in 


Byron St. Need a crossing point at 
Foodworks - link it through to the Rail 
Corridor and  Leslie St. 


o Edge friction in Byron St (east) 
o Pedestrian prioritised “entry foyer” in the 


street above the hotel.  
o Improve pedestrian crossing Granuaille- 


Lismore Road junction 
o Review of street trees and staged removal 


of Leopard Trees 
o Intersection treatment Byron & Station St 
o new street furniture 
o Upgrade lighting 
o Upgrade pedestrian laneways 
o Better maintenance program by Council 


Natural Environment   Mature street trees contribute to the 
amenity of the streetscape 


 


 Street tree species - Existing Leopard Trees 
have very fine leaves which block gutters, 
and blow into shops and are not native to 
the area 


  


  Program of street tree replacement over 
time with large stock native species 


 Quick wins – parklets, temporary potted 
street trees in Byron St, trial shared zone 


 Shop signage controls 


 New street trees in Byron Street 


Community Facilities   Need more central public toilets   Need more central public toilets 


Culture (Public Art)  None except broken shade structure in Fire 
Station Park 


  Mural in Fire Station Park private wall in a public 
space – lack of consultation 


 Bangalow community values to inform 
Public Art Strategy 


 Process for private murals 


Culture (Events)  Billy Cart Derby 


 Christmas Eve street closure 


  


   


Culture (Heritage)  Heritage stories of Bangalow are expressed in 
the museum but not in the public realm 


   


Sustainability    Bins not recycle 


 No electric car charging facility in town 
 


  


Economy   Need to protect affordable shopping for 
locals and families 


 Great pub, nice outlook, veranda overlooking 


 Cost of living locally 
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 Existing Values/ Functions 
+ Protect  


Issues Future directions  Actions/ opportunities 


greenspace; important social space 


Land Uses  Commercial zone 


 Shop-top housing permitted 


  


 Under current LEP housing must be located 
above shop; cannot be behind or beside 
(state level controls) 


 Opportunity for mixed use developments -
commercial at street level+ residential above 


 







 
 


PRECINCT 5 
Byron Street (east) + Primary School + George Street 
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 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


Heritage   5 heritage Items - LEP 
o School 
o Pres Church 
o Pres Manse 
o Police Station and gaol 
o Riverview House (old hospital site) 


 Conservation Area LEP 


  Enhance and celebrate heritage character of 
Police Station (the old courthouse next to 
Riverview House being the gateway to the CBD. 
Important site for setting character. 


 


 Heritage signage on appropriate items 


 Protect the Presbyterian Church and Manse 


Built Form      


Housing  Existing medium density residential    


14 Double storey residential infill opportunity 


for small dwellings 


Access & Movement      Connect this precinct with the showground 
and sports fields – down the eastern end of 
Precinct. 


 Bridge over creek at George Street to link 
the school with the sports fields  - transfer 
the bridge from the weir 


 Create pedestrian easements over private 
properties in Byron Street to enable mid-
block links to Deacon St 


3 Relocate bus stop from South Station Street 


around the corner to Deacon Street 


5 Promote the existing informal underpass and 


walking path that exists under the JC Snow 


Bridge (over Byron Creek) and along the creek 


bank to the south of Byron St 


Pedestrian/Cycle  Pedestrian laneway used to exist from 
George St through to Byron Street – possibly 
through the Police Station Site 


 State of existing footpaths poor 


 No safe access between school and sports 
fields  


 Safe pedestrian and cycle linkages from the 
school around town. 


 Narrow road width from Bridge to Station st 
and provide wider cycle/footpath on both 
sides of road.  


 Street trees for shade along the 
foot/cyclepaths 


 Pedestrian crossing in front of school on 
Byron St 


2 Install pedestrian crossing in front of the 


school on Byron St  


7 Shared/pedestrian priority street for Station 


Ln 


8 Formalise pedestrian connection through 


Church land between Station Street and Lane 
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 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


9 Entrance treatment into the Showground 


through the Market St gates for pedestrian 


amenity 


10 Reinstate pedestrian laneway on Police 


Station land between George and Byron Streets.  


11 Build bridge over the creek linking the end 


of George St to the sports fields 


Cars   Traffic noise and speed in main st   Install traffic slowing/calming elements in 
Byron St (blisters etc) 


 Review school pick-up and drop-off 
arrangements 


 


15 Peripheral carpark opportunities 


Public Domain (Parks, open 
spaces)  


   1 Opportunity for more temporary use of 


Presbyterian Church lawn fronting Byron and 
Market St 


4 Open the Police Station and old Gaol 


buildings up for public to visit 


Public Domain (Streetscape)    The Police Station/Riverview House/Church of 
England area is the real “Gateway” to the most 
visually impressive part of town - the CBD 


 Enhance and recognise the Police Station/ 
Riverview House/Church of England area as 
the Gateway to Bangalow. 


 Street trees along footpaths for shade 


 Non-intrusive lighting on Byron St 


Natural Environment      Introduce local Bangalow Environmental 
programs in the school 


6 Riparian vegetation and habitat rehabilitation 


along Byron Creek 


12 CBD entry point treatment  


13 Upgrade footpaths along the length of 


Byron Street on both sides ensuring accessibility 


standards are met. 


Community Facilities  The location and function of the school in the 
heart of Bangalow is important and adds to 
the culture/social cohesion of the town 


  School location in the centre of town – kids are 
central to Bangalow 


 Ensure future use of Police Station site is for 
community use and not private 


Culture (Public Art)  Youth production of public art  


 School contributes to the art and culture of 
Bangalow 


  Engaging children in the cultural art of the 
community  


 Keep engaging the school with arts and 
culture in the community - Community art 
projects with the school children 
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 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


Culture (Events)  Sport  


 School 


 Primary school would like to use A&I hall for 
school performances but fees and charges 
are cost prohibitive- loss of the character 
and community feel due to yearly school 
performance march of the kids down 
station st to A&I hall no longer happening. 


  


Culture (Heritage)  Three buildings with cultural significance: 
o Courthouse  
o Jail  
o Old Hospital  


 School is now incorporating aboriginal culture 
as topics in class 


 


   Ensure indigenous heritage is taught and 
celebrated at school 


 Open days in Police Station and Gaol 


Sustainability      


Economy     6 Publish a Bangalow walking routes map 


Land Uses      Shared use of the green space fronting 
Byron St of the School grounds, outside of 
school hours. 


 Connect the Police Station and Riverview 
House (B&B) as one   - repurpose as a 
function centre 


 







 
 
 


PRECINCT 6 
Catholic Church land + Bangalow  Parklands (Weir) + land to the south 
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 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


Heritage   Historical society has so much knowledge and 
records of Bangalow  


 Heritage House  


 No one uses the historical society as a 
knowledge holder/consultant  


 Heritage house needs more space to 
showcase the amount of historically 
significant items that are donated by 
community members and groups  


 More involvement with the Heritage House in 
future projects where historical references are 
considered 


 Apply to have St Kevin’s Church heritage 
listed  


Built Form   Heritage House was brought in from 
Brunswick Heads. Former brothel house. It 
was renewed by the Community and Groups  


 Small village feel  


 Protect the Churches  


 Heritage House is running out of museum 
space for the pieces that are constantly 
donated  


 Deacon St is a ‘gun barrel’ street, need 
more traffic calming infrastructure  


 Stormwater drainage – overflows a lot 


 Compliment the heritage nature of the 
environment  


 Incubator spaces for testing businesses  


 Possible location for future development 
considering, mixed, dual, separate, 
semidetached, town house, studios for a 
diverse dwelling mix  


 Opportunity to have a short term stay site 
for grey nomads etc (Ray Drappers)  


Access & Movement    Fast traffic flow  


 Lack of walk and cycle ways around the 
parklands that are also connected to the 
town centre 


 Cars are put before people  
 


 Car parking options – long and short term 
parking   


 Shared zones  


 Use traffic calming techniques  


 Integration of men’s shed and parking to 
encourage connection to the A&I Hall  


 More connected footpaths and cycle ways 
linking the parklands to the centre of town 
and residential areas  


 Canopy of trees along the road for traffic 
calming whilst complimenting the green 
space next to it  


 Opportunity for a capped car park near 
Heritage House  


 Walk way linking the Meadow’s to the 
creek/parklands 


 New car parking near/next to Heritage 
House – complete  


 Connect/Restore all natural footpaths, 
creating news ones to make the links. Need 
a natural footpath connecting the Meadows 
to the Parklands. 


 Trail: Deacon Street as a 2 way road or 
reverse the one way stream.  


 Connecting current footpaths.  


 Create a bus stop with a shelter outside the 
proposed Adventure Park. 


 Open up the Men’s Shed car park for public 
parking also.  


 Research into have an electric charge 
station in town. Heritage House could be a 
possible location.  


 


Housing        


Public Domain (Parks, open 
spaces)  


 Parklands  


 Family recreation space  


 Picnic areas  
 


 Maintenance of the green space  


 Lack of meeting places  


 Illegal camping  


 Dumping/rubbish  


 More public bins 


 Better, more user friendly public facilities  


 Public exercise equipment  


 Bring the mobile library to the Heritage House 


 Hang out space for all ages  


 Beautifying  the parklands and creek to 
create a more welcoming space  


 Adventure Park project – complete  







 
 


Bangalow Precinct 6 – Parklands and Church  
Maroon text - from Guidance Group ‘Precincts Workshop’ 


 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


 No formal entrance to the parklands/creek 


 Disabled toilets – need a key to entre  


 Proposed Adventure Play Park in Bangalow 
Parklands:. 
o Not in the correct location. The 


Parklands should be kept as ‘nature 
play’ experience for kids not 
normalised.  


o Possibility for moving the Adventure 
Play Park up to the Rail Corridor to 
create another activation space.  


o Location would lend itself to grassed 
peripheral parking area over the 
carpark proposed behind Heritage 
House, due to its closer proximity to 
centre of town. Would be a more 
compatible use if the land to the south 
becomes a ‘Grey Nomads’ caravan 
parking spot. 


  


space   Upgrade the Weir Bridge.  


 Installation of solar lighting around the 
Heritage House.  


 Green space below the parklands. Keep as a 
natural area, do not develop or change 
other than more planting.  


 


Public Domain (Streetscape)     Low key lights  


 Better signage to find the space  


 Canopy tree landscaping  


Natural Environment   Natural Area  


 Green Spaces  


 Creek and weir  


 Platypus sightings by locals  


 Natural vegetation 


 Open spaces  


 Fish habitat  


 Koala corridor  


 Platypus sightings in the creek  


 Would like to have the water quality of the 
creek tested – children swim in it over 
summer  


 Landcare did some planting around the 
creek, but this is not being maintained and 
now has a large amount of weeds  


 Weeds  


 Creek bank erosion  


 Keeping the focus on the green space  


 Bringing the creek into the towns view  


 More landscaping is needed  


 Maintain and expand the natural 
environment for local fish, birds, platypus 
koalas etc  


 Disabled access and facilities to be 
considered 


 Further planting  


 Restoration projects  


 Maintain planting along the footpaths in the 
Parklands.  


 Explore the idea of a ‘Nature Trail’, taking 
people from the Parklands down to the ‘Big 
Scrub’ and around back into town.  


 


Community Facilities     Possibility for the installation of a post box 
at the Heritage House. It would be 
convenient as there is car parking at the 
Heritage House where as the Post Office is 
limited. Also keeps in with the ‘Heritage’ 
Feel of the area. 


 Short Term parking for caravans (2 night 
max stay), in the grassland behind the 
Adventure Play Park.  


 Transition/activate the Heritage House area 
adding a Community Centre, Branch Library, 
and Visitor Information Centre.  







 
 


Bangalow Precinct 6 – Parklands and Church  
Maroon text - from Guidance Group ‘Precincts Workshop’ 


 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


 


Culture (Public Art)   Lack of public art in the area  


 Lack of dual naming on signage  


 Incorporate indigenous artworks and signage at 
the Parklands entrance, functional art work 
perhaps? 


 Artwork should not be dominant of the 
landscape  


 Work with expert artist to produce quality  


Culture (Events)    Low key events here   Concrete platform for event/activities 
proposed  


 Parklands might be an opportunity as an 
events space  


Culture (Heritage)  Community spirit and recreation     Opportunity for Heritage murals around the 
Heritage House or Parklands areas 


 Possible site for Indigenous interpretive 
trail. 


Sustainability     Walkways and cycleway around town 
connecting in with the parklands  


 


Economy      


Land Uses      


 


 







 
 


PRECINCT 7 
Granuaille Road (west) + The Meadows Estate 
 







 
 
 


 


Bangalow Precinct 7 – Granuaille Road (west) + The Meadows Estate 
Maroon text - from Guidance Group ‘Precincts Workshop’ 


 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


Heritage          


Built Form   Reading Building – protect its identity  


 Station House has been reconverted to 
include the original veranda   


      


Access & Movement   Connection area/crossroad     Round about at the intersection of Lismore Road 
and Granuaille Road 


 Potential for car parking alongside the rail 
line but needs to be heavily landscaped  


 Opportunity to create bike and pedestrian 
connections into town to reduce local traffic 


 
Pedestrian and vehicle conflict points 


1. Rafton and Keith Street intersection – 
safety issue – priority driven by key 
connection to child care centre 


2. Crossing of Lismore Road – priority driven 
by Meadows estate populating and 
children/parents needing to cross this road 
to go to residential areas to the north, to 
access child care centre(northside )and 
buses (southside)  


3. Railway underpass – safety and aesthetic 
issue – priority driven by pedestrians 
avoiding its use and jaywalking on the road 
and key connection to informal spill over 
car park on west adjacent railway line  


  


4. Car parking area upgrade not necessarily 
with a sealed surface – prefer greener 
permeable material 


5. Traffic calming on Lismore Road and 
Granuaille Road – slow signage is not 
working 


 
Footpath upgrade along Leslie Street, Lismore 
Road and Granuaille Road 
 
Pedestrian linkage  


 Meadows to town and along the 
watercourse 


 Colin Street top end to Granuaille Road 


 Leslie Street to Lismore Road 
Need to discuss with private land owners and 
secure public access across the land 
 







 
 


Bangalow Precinct 7 – Granuaille Road (west) + The Meadows Estate 
Maroon text - from Guidance Group ‘Precincts Workshop’ 


 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


Housing         


Public Domain (Parks, open 
spaces)  


        


Public Domain (Streetscape)  Meeting Place       Granuaille Road should be well landscaped 
and street trees  


Natural Environment          


Culture (Public Art)        Toilet block ideal for public art  


Culture (Events)         


Culture (Heritage)         


Sustainability          


Economy          


Land Uses   Memorial park area has always been a 
meeting space  


Future land use along Granuaille Road -
Increasing  number of commercial uses along 
this road – not necessarily authorised 
Not a desirable residential location 
Traffic and pedestrian conflict including through 
and local traffic 
Parking local and visitor (proximity to centre of 
town) 
Access driveways and pedestrians 
Commercial use will continue to happen 
Through traffic will continue to occur 


 Future land use along Granuaille Road –  
o Linked to the roundabout – traffic 


calming (not just signs signalling traffic 
to slow down – actual physical 
changes.) 


o Better parking management or 
alternative locations for visitors 


 


 


 







 
 


PRECINCT 8 
Leslie St and Northern entry 


 


 







 
 


Bangalow Precinct 8 – Leslie Street + Northern Town Entry  
Maroon text - from Guidance Group ‘Precincts Workshop’ 


 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


Heritage   4 heritage items (all residential houses) along 
Granuaille Rd/Granuaille Cres 


 Heritage conservation area along both sides 
of Granuaille Rd – good examples of heritage 
houses 


    Extend the Heritage Conservation Area  to 
include: 


 4 residential houses along Granuaille 
Rd/Granuaille Cres 


 heritage houses both sides of Granuaille Rd  


Built Form          


Housing         


Access & Movement     Enhance the entry points to town   Install the following pathway links to improve 
pedestrian access and permeability through the 
village and create recreational walking circuits: 


 From proposed new park at top of hill/ 
water tower in Rankin Drive across 
footbridge to cemetery - for recreational 
walking/cycling and as part of tourist 
walking trail 


 Formalise pedestrian connections through 
to Leslie St/ Rankin Dr from the Rail 
Corridor. Need accessible ramp for the 
disabled and parents pushing 
prams/strollers as well as access for bikes. 


 link (stairs) from Granuaille Dr to Campbell 
St 


 from Elkhorn Place to Burrawan Pl to Colin 
St (north) to Granuaille Dr (easement over 
private land Lot 2 DP 790257 needed to 
connect to existing paper road and laneway 
between 38 & 40 Granuaille Rd) 


Pedestrian/cycle    Bad permeability/walkability to centre of 
village from Granuaille Rd  


   Install pedestrian pathways along both 
sides of Granuaille Rd suitable for prams/ 
strollers 


Cars         


Public Domain (Parks, open 
spaces)  


     Second lookout opportunity - There used to be a 
lookout on the right hand side at the approach 
to the footbridge over the old highway. The land 
is within the road reserve of the old highway. It 
is now overgrown. Could be weeded and the 
lookout reclaimed. Install seating and signage. 
Good spot for teenagers to hang out. They 
already hang out near the water tower. 


 New park at top of hill Rankin Drive to be 
well landscaped with shaded seating, 
tables, bubbler (is important). Toilets in this 
location not a priority nor is a lookout 
platform. Install pathway links to Granuaille 
Dr, cemetery and Ferguson Ct. 


 Climbing wall on the water tower/tank 


 Reclaim the second lookout 


 Consider installing toilets in steep park at 
bottom Rankin Dr which has children’s 
playspace. Toilets could also service the 
cyclepath in the rail corridor. 


Public Domain (Streetscape)      Opportunity for town entry treatment at top of 
hill 


 Town entry treatment at top of hill 
Granuaille Rd 







 
 


 Good effective signage – don’t overdo it  


 Install street trees along both sides of 
Granuaille Rd (to top of hill junction with 
Granuaille Crescent) to enhance the 
northern entry into town and create a sense 
of enclosure to slow cars down 


 Further road edge treatment needed in 
Granuaille Rd from the servo to the bridge, 
to further slow cars and herald approach to 
roundabout and village centre. 


Natural Environment          


Community Facilities         


Culture (Public Art)         


Culture (Events)         


Culture (Heritage)        Signage with indigenous expression  


Sustainability         Map and consolidate vegetation corridors/ 
patches for koala movement 


Economy          


Land Uses          







 
 


PRECINCT 9 


Ballina Rd, Clover Hill Estate & the RMS site 
 


 







 
 
 


Bangalow Precinct 9 – Ballina Road + Clover Hill Estate + RMS Site  
Maroon text - from Guidance Group ‘Precincts Workshop’ 


 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


Heritage          


Built Form   Rural surrounds, green open spaces, 
reinforces the town country feel  


     Opportunity to have mixed commercial and 
residential areas  


 Mix of residential and commercial  


Access & Movement   Entry points to town   Connections into to town – extend the 
footpath to make it more accessible 


 Poor connectivity from the town to 
residential areas  


 Fast traffic flow, would like to see some 
traffic calming infrastructure in place 


 Disabled access into town. Upgrade and connect 
footpaths from residential areas to the town 
keeping in mind disabled accessibility as well as 
usability for young families  


 Create pedestrian crossings for Feros Care  


 Provide peripheral car parking areas 
(Ballina/Byron street)  


 Place a pedestrian crossing linking Feros 
Care to the Sports Fields  


 Create connected footpaths and cycle ways 
into town from residential areas  


 


1 Pedestrian and vehicle conflict point. Byron 
Road needs to better delineated for 
vehicular and pedestrian movements 


2 Pedestrian and vehicle conflict point. Byron 
Road – needs to be suitable for an aged 
person to cross and have improvements to 
bus stops for school children including near 
the medical centre 


3 Improved pedestrian links through the 
established residential area 


4 Informal car parking near Sikh Temple 
formalised with a green design not sealed 
prefer greener permeable material 


5  Improved pedestrian and cycle movement 
corridor along Bangalow – Byron Road and 
connecting to 3G walk way along the waterways 


Housing         


Public Domain (Parks, open 
spaces)  


       Use greenery to enhance the character  and 
amenity of the town  


Public Domain (Streetscape)      Footpath to connect into town centre  


 More greenery  


 Good tourist effective signage – don’t 
overdo it  


 ‘Welcome’ sign on the way into town from 
the highway  


Natural Environment   Rural surrounds give the town its natural 
built heritage  


 Perfect rural setting  


 Respecting the rural connection  


 Green Spaces  


 Koala corridors  


 Entry points into Bangalow need 
landscaping to fit in with the rural heritage 
feel  


   Add to the koala habitat/corridor, create 
links to the already existing corridors  


Culture (Public Art)      Public art incorporated into landscaping for the 
town 


 Welcome sign/structure on along the entry 
into town  







 
 


Bangalow Precinct 9 – Ballina Road + Clover Hill Estate + RMS Site  
Maroon text - from Guidance Group ‘Precincts Workshop’ 


 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


Culture (Events)        Use green spaces outside of the town 
centre to host events, this will reduce the 
amount of traffic congestion in town but 
with connected footpaths and cycle ways 
visitors will still be able to enjoy the town 
pre/post event  


Culture (Heritage)      Consider dual naming in future developments 
and signage  


 Signage with indigenous expressions  


 Historic cultural walks/trails  


Sustainability       Use of solar lighting in public spaces and 
walkways  


 Connected cycle ways all over Bangalow to 
reduce the amount of car usage  


Economy          


Land Uses   Protect RU1 land 


 Protect agricultural land from big 
developments to maintain the rural, heritage 
feel   


 RMS site future use - Large area of land 
with Stata government ownership. Diverse 
range of views on the land’s future use: 
o highly visual location 
o good access to the highway 
o disconnected from the village to 


pedestrian and cycle access 
o pollution hazard connected to the use 


of the highway  
o northern aspect – could be a 


climatically hot site 
o as the land is a key asset careful 


consideration is needed as to the best 
long term use 


 Edge of Bangalow - Should the village stop 
with the Highway or extend beyond the 
Highway to the east? 


 Future use of Area 33 (shown in Preliminary 
Draft Residential Strategy):  
o  Community mixed views of the need 


for future new release residential land. 
o Land is part of the green belt that 


circles the village 
o Flooding 


 


 Residential development along Ballina Road  
o Impact of additional housing on the 


existing character of the area –  
o No design regulations 


 RMS site future use options: 
o Community garden – consensus too far from 


town 
o Primary school site – need to stay closer to 


the residential areas and air quality 
o High school – air quality and actual need 
o Optus tower – community does not support 
o Food hub mixed views 


 


 Consultation with the community on options for 
future use of Area 33 (shown in Preliminary 
Draft Residential Strategy). Community don’t  
want to end up with more ‘cookie cutter 
residential development’ 


 


 Residential development along Ballina Road 
options: 
o No change – ie no more residential 
o Residential infill 


 Consultation with the community on 
options for future use of RMS site Pacific 
Hwy 


 Consultation with the community regarding 
the Preliminary Draft Residential Strategy to 
generate an agreed structure plan with an 
integrated design based on: 
o improving housing diversity and 


affordability  
o environmental 


enhancement/biodiversity 
o complementing the heritage character 


of Bangalow 
o providing for community uses possible 


the relocation of the primary school 


 


 







 
 
 


PRECINCT 10 


Rifle Range Road residential area 
 


 







 
 


Bangalow Precinct 10 – Rifle Range Road residential area  
Maroon text - from Guidance Group ‘Precincts Workshop’ 


 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


Heritage   Rail corridor   Rail corridor is underutilised   Keep in mind the natural environment and 
heritage feel in future developing  


 


Built Form   Do not overly develop the rail corridor  


 Quiet residential streets (low traffic 
movements)  


 Faux heritage buildings  


 Rail corridor needs upgrading & enhancing  


 Keep the heritage feel without being faux 
heritage  


 Consistency  


 Avenue trees in residential areas  


 Safe residential areas for families  


 Need to allow for innovation & flexibility, 
whist respecting the heritage values 


 When building in future, consider the 
relationship with what’s next door  


 Utilize the rail corridor with connecting the 
residential areas to the town centre 


 Consider street fronts, roof pitch, colours, 
frontage, preen spaces, mix of old at street 
view then new at the back of properties 
keeping the heritage, rural feel.  


Access & Movement    Devoid and disconnect footpaths  


 Lack of cycle ways  


 Safe footpaths  


 Traffic speed around the Pre-School  


 Lack of car parking in town  


 Lack of public transport  


  Connect footpaths in this area 


 Create safe cycle ways in transport 
corridors  


 Link up cycle ways with footpaths  


 Improve connections of green spaces  


 Implementing traffic calming infrastructure 
in and around the pre-school and play parks 


 Create a safe link between the pre-school 
and the school   


 Space to create a car park opposite the 
Reading Store  


 Creation of bus stops along Lismore Road  


 Light rail to connect the town  


 Upgrade Rifle Range Rd/ Lismore Road 
intersection to include: 


o Right hand turning lane  
o Bus shelters either side of the road  
o Pedestrian crossing next to bus 


stops  


 Review current walk ways within the 
residential area. Look into linking these up 
creating a better connection on foot around 
the area.  


 Introduce traffic calming outside the Pre-
School area.  


 Upgrade the railway bridge to include safe 
pedestrian access.  


 


Housing      Future development of another stage in the 
residential area at the top of Rifle Range 
Road.  


  


Public Domain (Parks, open 
spaces)  


 Small parks behind residential streets    Play spaces for all ages  


 Community spaces  


 Activate the Rail Corridor to include a walk 
and cycle way, connecting residence to the 
town centre giving more than one option 
(driving) of getting into town.  







 
 


Bangalow Precinct 10 – Rifle Range Road residential area  
Maroon text - from Guidance Group ‘Precincts Workshop’ 


 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


 Regenerate the green space at the top of 
Cedar Court and link it up with the 
remaining green spaces.  


 Upgrade the play park in Elkhorn Street to 
include: 


o BBQ facilities  
o Shelter  
o Toilets  
o Bins  
o Upgrade play equipment  


 Link the Pre-School and the Elkhorn Street 
Park via a bush tucker trail in through the 
green space at the rear of residential 
houses.  


 Enhance the current parks in the residential 
area to create and extension of the ‘back 
yard’ make them more of a community 
space rather just grass space.  


 Make the small parks spaces more 
community communal spaces – communal 
backyards  


 Behind the preschool – playground at one 
end and space between that and private 
lots – could make this into a community 
garden. Also to upgrade the playground 
area there.  


 Community gardens along the rail corridor 


 Enhance Elkhorn Place play space with links 
to the Pre-school and creation of a bush 
tucker garden along the foot paths 


Public Domain (Streetscape)  Heritage feel   Lack of ‘dual naming’ on signage  


 Unattractive entry into Bangalow along 
Lismore Road  


 Beautify the entry into town   Fix/Upgrade stormwater drainage around 
the Pre-School.  


 Create signage mapping out the walk ways 
and parks within the residential area.  


  


Natural Environment   Fauna and flora important here  


 Koala corridor  


 Protect the views/vista  


 Protect and enhance the natural 
environment  


 Localised flooding near the pre-school – 
covert under the road could be holding too 
much water normally then overflows when 
heavy rain occurs  


  


 Consider the koala habitat when planning future 
development 


 Formalise the Koala Corridor. Residents see 
Koalas in the area.  


 Investigate the Bat population that is 
returning.  


  


Culture (Public Art)    Lack of cultural significance  


 Lack of art  


 Sculptures in public areas   Incorporate functional public art into play 
spaces and community green spaces  


 Art piece could be created for the entry into 
Bangalow  


 Focus on culture and indigenous heritage in 
the creation of public art   


Culture (Events)     







 
 


Bangalow Precinct 10 – Rifle Range Road residential area  
Maroon text - from Guidance Group ‘Precincts Workshop’ 


 Existing values and functions to 
protect 


Issues Future directions  Actions/opportunities 


Culture (Heritage)   Very little acknowledgement of the 
aboriginal  


 Dual naming  Introduce indigenous heritage expression  


Sustainability    Lack of safe and connected footpaths and 
cycle ways are encouraging residence to use 
their cars more often that needed  


  Solar lights for public spaces, footpaths and 
cycle ways   


  


Economy      


Land Uses   Fairly new residential area with young 
families  


  Community spaces with aspects included for all 
ages, young to old 


 Community spaces that also make the Arakwal 
community feel welcome and accepted  


 Opportunity for a Corner Shop to service 
the Rifle Range Rd residential area. This will 
reduce the amount of times residents need 
to drive into town.  


  


 








Attachment 2 – Council Report 14 Dec 2017 - Bangalow Village Plan and Our Mullumbimby Masterplan - summary of process outcomes to date 
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 Our Mullumbimby Masterplan Guidance Group  
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Mullumbimby Overall Town Table 
 created October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


Heritage   Protect the heritage buildings (residential + 
commercial + civic). 


 


  Opportunity to extend the Heritage 
Conservation Area  


 Council to review the DCP and consider 
extending the Heritage Conservation Area. 


Built Form   Retain the small town feel   
  


 Building heights in the Heritage Conservation 
Area to be maximum: 
o single storey fronting residential streets 
o two storey fronting CBD streets 


  Prepare built form character guidelines in the 
DCP – in particular for different character 
precincts within the CBD and heritage 
character areas.  


 Building heights in the Heritage Conservation 
Area to be maximum: 
o single storey fronting residential streets 
o two storey fronting CBD streets 


 Introduce a pre-lodgement workshop process 
for key development or sites which have the 
potential to significantly  impact public 
amenity whereby a pre-lodgement workshop 
can be facilitated including: 


o Developer 
o Developers designers 
o Council DA and design staff 
o Independent designer/s 
o Community 


representatives/stakeholders (this 
could be a few members from a place 
Guidance Group and/or a number of 
random community members from 
that town). 


Housing   Need more affordable dwellings and diversity 
of housing forms close to the town centre. 


 Lack of visitor accommodation. 


 The community resists change and actively 
objects to new developments. Community 
information is needed about why greater 
housing diversity is required.   


 Dwellings (in particular secondary dwellings) 
are being permanently holiday let or reserved 
for holiday letting. This is taking away from 
the permanent housing stock of a much 
needed smaller housing form that has great 
demand in Mullumbimby and the shire. 


 


 Promote density in the town centre (rather 
than the pancake effect) for greater 
benefits eg better public transport, 
improved footpaths and cycling 
infrastructure etc. 


 Need some display houses – good 
examples of sustainably designed 
affordable small homes in different forms.  


 


 Council to develop a public information 
strategy to help the community understand (1) 
why a greater diversity of housing forms is 
needed, (2) the benefits of increasing density 
in the town centre  and (3) that through good 
architectural and landscape design more 
diversity in dwelling forms can be achieved 
without eroding the small town feel and 
heritage character of the town. 


 Council to help facilitate the building of display 
homes that demonstrate excellence in design 
and provide good examples of a diversity of 
housing forms.  


 Introduce a policy that prohibits holiday letting 
of secondary dwellings. 


 


Access and Movement   No cyclepaths into town centre and local 
schools. Many people want to ride their bikes 
but the roads are not safe for cycling, 


 Create safe cycleway connections linking 
residential areas to:  


 the town centre 


 Cyclepath Plan – Design a safe cyclepath 
network linking residential areas to:  
o the town centre 







 


 
Workshop Summary - Mullumbimby Guidance Group Precincts Workshop held 12 October 2017               Page 3 


Mullumbimby Overall Town Table 
 created October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


especially for children. 
 


 Mullum Public School, St Johns Primary 
and Mullum High Schools 


 


o local schools (Mullum Public School, St 
Johns Primary and Mullum High School) 


 Provide end of trip facilities for people riding/ 
walking into town (ie showers, bike racks, 
lockers, bicycle repair stations, bubblers). 


 


   Insufficient carparking in town centre  Peripheral carparking areas – Opportunity 
to install free all day carparking areas on 
the edge of the town centre to encourage 
people to “Park & StrIde” into town thus 
reducing the amount of traffic in the main 
street. These peripheral carparks to be 
well-landscaped with shade trees, rain 
gardens for stormwater infiltration, and 
attractive direct footpath links to 
Burringbar Street. 


 


 Identify peripheral carparking areas –install 
free all day carparking areas on the edge of the 
town centre to encourage people to “Park & 
StrIde” into town thus reducing the amount of 
traffic in the main street. These peripheral 
carparks to be well-landscaped with shade 
trees, rain gardens for stormwater infiltration, 
and attractive direct footpath links to 
Burringbar Street. 


 


   Lack of way-finding signage 
 


   Design a suite of way-finding signage for the 
town centre to direct drivers, cyclists and 
pedestrians. 


  Town centre bypasses are needed 
particularly at peak times. North and south 
town bypasses are already happening 
informally. 


 


 Need to formalise the existing town bypass 
routes north and south to give priority to 
through traffic on Tincogan and Fern Streets, 
so it does not have to stop and give way at 
intersections.  


 


 Review give-way signs so that through 
traffic is given right of way on Tincogan and 
Fern Streets (ie change right of way along 
Tincogan and Fern Streets to east west 
instead of north south) 


 Main street free of through traffic due to 
formalised north and south town centre 
bypasses.  


 


 Formalise existing town bypasses north and 
south - Review give-way signs so that through 
traffic is given right of way on Tincogan and 
Fern Streets. 


 Determine best routes for future town  centre 
bypasses north and  south from the options 
identified. 


 


  Need to improve accessibility and safety of: 


 Footpaths  


 Road crossings 


 Toilets 


 Shop entrances 


 Need an all-abilities children’s 
playground 


   Review of accessibility and amenities (toilets) 
in the town centre for people in wheelchairs / 
mobility impaired as well as young kids in 
prams. Consider: 


o Footpaths  
o Road crossings 
o Toilets 
o Shop entrances 
o Community facilities 
o Children’s playgrounds 
 


  Traffic speeds in CBD not conducive to  
pedestrian safety. 


   Reduce traffic speed in town centre to 40km/hr 
and 20km/hr in shared zones to improve 
pedestrian safety. 


  Improve pedestrian safety with marked/ raised 
crossings  


   Intersection treatments to all main road 
junctions in the town centre to improve safety 
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Mullumbimby Overall Town Table 
 created October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


for vehicles, pedestrians and cyclists 


Public Domain – 
Streetscapes  


 Install signage in town centre showing: 


 carparking areas 


 walking trails/ circuits 


 cyclepath routes 


 community facilities 


   Design a suite of way-finding signage for the 
town centre 


  Conserve the rear lanes and the soft edges 
to streets eg swale drains, no kerb/gutter 
and street trees. This contributes to the 
country town character. 


 


    Review DCP controls and prepare guidelines for 
appropriate drainage, driveway access and road 
treatments for streets and rear laneways to 
conserve the heritage streetscape character. 


  Landscape the streets for: 


 edible gardens 


 shade 


 greenery 


 improved micro-climate 


 habitat for birds/ animals 


  Landscaping and street tree planting plan for 
the whole of the town (town centre + 
residential + industrial areas) 


Public Domain – Parks & 
Open Spaces  


    


Community Facilities   High levels of volunteerism 


 Great Neighbourhood Centre 


 Community spirit; caring community; values 
equality and social justice; strong 
environmental and sustainability values 


 Alternate health culture 


 Alternate education - new versions of 
community schools 


 Lack of public transport 


 Lack of childcare services 


 High number of homeless; town attracts 
travellers/ van dwellers. Need showers, toilet 
facilities for homeless. 


 No local social/ health/ youth services due to 
centralisation of services to the regional cities 
(Lismore/ Ballina/ Tweed Heads) 


 Social services difficult to access due to lack 
of public transport in the region. Need local 
employment agency (Tursa) + transport to 
TAFE for youth. 


 


 Youth Centre at the Station Building. 


 Better support for community transport 


 Need more public transport (to Byron, 
Tweed, Lismore) 


 Need volunteers to home deliver groceries 
& medicines 


 Identify a central site in the town centre that 
can accommodate a youth hub that young 
people can use and call their own. 


Land Uses    High demand for mixed use (commercial + 
residential OR industrial + residential) and 
lack of supply 


 High demand for lower cost incubator spaces 
for business start-ups and lack of supply.  


 Development controls are inhibiting the 
development of  wellness centres in the shire 
eg  conference type facilities with 
accommodation for yoga retreats etc. ‘Health 
and wellness’ is key industry sector for Byron 
Shire that we need to support and 


  Identify land suitable for rezoning for  mixed 
use  


 Identify land suitable for development of 
business incubator spaces. 


 Review of development controls inhibiting 
development of wellness centres in the shire 
eg  conference type facilities with 
accommodation for small and large groups for 
yoga and other retreats, to support the 
development of the Health & Wellness industry 
in Byron Shire. 
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Mullumbimby Overall Town Table 
 created October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


encourage. 
 


 


Culture – Public Art      


Culture – Events      


Culture – 
Heritage/History  


  Currently no expression of Aboriginal 
heritage and cultural values in the public 
domain 


 Expression of Aboriginal heritage and 
cultural values in the public domain. 


 Work with representatives from local 
Aboriginal communities to identify 
opportunities/ potential projects for 
expression of Aboriginal heritage and cultural 
values in the public domain.  


 


Sustainability   No recycling bins in public streets 


 This community is already doing a lot of 
good things re energy efficiency 


  Council lead by example through energy 
efficiency initiatives. E.g solar panel 
installation etc. 


 Solar panels on Council buildings. 


Natural Environment    Need to highlight and enhance connections 
between the town centre and  the river 


  


Economy   High number of entrepreneurs 
 


 We don’t need to promote tourism in 
Mullumbimby. Town to be what the locals 
want it to be. Will then attract people with 
values similar to those of the locals, who will 
support our town and our culture. 


 


  We don’t need to promote tourism in 
Mullumbimby.  


 Promote the Mullum brand – made locally and 
from sustainable materials 


    Generate more s94 contributions to help 
fund implementation of projects identified 
in the Mullumbimby Masterplan. 


 


 Reinstate s94 developer contributions for 
secondary dwellings but at a lesser rate (eg half 
what they were) 


   Need to better understand our visitor 
economy 


  Visitor Economy. Firstly need to undertake a 
study to understand: 
o Who are the visitors?  
o Where do they come from (Gold Coast/ 


surrounding suburbs)?  
o Where do they go to (Farmers Markets, 


shops, cafes)? 
 


  Review of Council controls inhibiting 
development of  wellness centres 
 


 Vacant shops along the main streets. 


 Limited night life 


 No Tourist Information 


 High numbers of low income visitors (eg 
backpackers, unemployed youth) who do not 
contribute much to the visitor economy 


 A cinema in town would be well used and a 
good social activity. 
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Mullumbimby Precinct 1 Table 
 updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


Heritage   Protect the heritage buildings. 


 Station Masters Cottage and Railway 
Station building are important heritage 
sites. 


 


  Station Masters Cottage could be a Visitor 
Information Centre 


 Railway Station building could be a 
performance space 


6 Restore and repurpose the Station Masters 
Cottage  


7 Restore and repurpose the Railway Station 
building. 


Built Form   Retain the small town feel   


 Building heights in the Heritage 
Conservation Area to be maximum: 
o single storey fronting residential streets 
o two storey fronting CBD streets 
 


  Opportunity for residential infill 
development including within the existing 
‘Heritage Conservation Area’. Through good 
architectural design the following building 
heights could be incorporated, to provide 
more diversity in housing, without 
negatively impacting the heritage character: 
o single storey fronting residential streets 
o two storey small houses fronting rear 


laneways in residential area 
o two storey buildings fronting CBD 


streets with a third storey set back.  


18 Council to provide incentives to encourage 
redevelopment of ‘Gateway Sites’ in 
prominent locations. From an urban design 
point of view, many of these buildings could 
go to 3-storey mixed use (with 2 storey at 
the street frontage) without negatively 
impacting the streetscape or small town 
feel.  One incentive would be to enable 
residential infill without on-site car parking 
requirement.  


 Council to provide incentives for property 
owners to “open up” buildings with 
inactivate street frontages  


 Undertake a study to identify infill 
opportunities in the town centre. 


 Council to prepare guidelines to help 
developers achieve appropriate 
development outcomes in keeping with 
town character eg. appropriate drainage 
and road treatments in laneways. 


 Council to review development controls and 
liaise with the NSW Department of Planning 
to facilitate changes. 


 


Housing    Need more affordable dwellings and 
diversity of housing forms close to the town 
centre. 


 Lack of visitor accommodation. 


 The community resists change and actively 
objects to new developments. Community 
information is needed about the need for 
greater diversity in housing forms.   


 


 Promote density in the town centre (rather 
than the pancake effect) for greater 
benefits eg better public transport, 
improved footpaths and cycling 
infrastructure etc. 


 Need some display houses – good examples 
of sustainably designed small homes.  


 Temporary/ demountable small houses in 
the Rail Corridor. 


 Shop top housing/ mixed use in the town 
centre.  


 


 Develop a public information strategy to 
help the community understand (1) why a 
greater diversity of housing forms is 
needed, (2) the benefits of increasing 
density in the town centre  and (3) that 
through good architectural and landscape 
design more diversity in dwelling forms can 
be achieved without eroding the small town 
feel and heritage character of the town. 


 


Access and Movement    Carparking in town centre – not enough; 
not signposted. 


 No cyclepaths into town centre 


 Intersections unsafe for cars and 


 Change right of way along Tincogan to east 
west instead of north south 


 Additional carparking options: 
o in the Rail Corridor 


 Create cycleway connections:  
o Link the eastern side of Mullum to 


the town centre 
o Safe links to Mullum Public School, 







 


 
Workshop Summary - Mullumbimby Guidance Group Precincts Workshop held 12 October 2017               Page 8 


Mullumbimby Precinct 1 Table 
 updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


pedestrians – cnr Burringbar & Dalley; cnr 
Tincogan and Dalley, Station St roundabout 


  


o add another storey over the top of 
the Council carpark in Station St 


o on vacant Crown Land opposite the 
Community College in Gordon St 
(behind the Courthouse/ Police 
Station) 


 Re-route both north and south town 
bypasses along Prince St instead of Station 
St to support the creation of a pedestrian 
prioritised town centre. The new bypass 
routes will help reduce traffic through the 
Argyle St roundabout,  enabling safer 
pedestrian crossing of both Argyle and 
Station Streets and improve pedestrian 
connectivity between the main street 
(Burringbar St) and the new Rail Corridor 
parklands where peripheral carparking 
areas are located.  


 Tincogan Street will need to be widened in 
order to accommodate a two-way bypass 
road, pedestrian footpaths and on-road 
cycle lanes. 


 Peripheral carparking areas – Opportunity 
to install free all day carparking areas on 
the edge of the town centre to encourage 
people to “Park & StrIde” into town thus 
reducing the amount of traffic in the main 
street. These peripheral carparks to be well-
landscaped with shade trees, rain gardens 
for stormwater infiltration, and attractive 
direct footpath links to Burringbar Street. 


 


St Johns Primary and the High 
School 


 


 Provide end of trip facilities for people 
riding/ walking into town. 


 


1  Town bypass south - via Prince St/ Fern 


St/Jubilee Ave 


2 Town bypass north - via Prince St/ Tincogan 
St/ Federation Bridge 


3 Formalise existing town bypass routes - 
Give priority to through traffic on Tincogan 
and Fern Streets, so it does not have to stop 
and give way at intersections.  


 


 Acquisition of land for road widening in 
Tincogan Street. 


 


11 Install a second storey over part or all of 


the existing Council carpark to double the 
number of carparking spaces. Also provides a 
refuge for cars and people during flood events. 
  


14 Peripheral carparking areas to be designed 


in the rail corridor masterplan.  Carparks are to 
incorporate water sensitive urban design, shade 
trees and landscaping with native species and 
attractive direct footpath links to Burringbar 
Street. Grass paver or similar green surfacing is 
preferred. 
 


 Design a suite of way-finding signage to 
direct drivers to the peripheral carparking 
areas. 


 


Public Domain – 
Streetscapes  


  Poor quality of footpaths in the CBD and 
surrounding streets - not safe for mobility 
impaired persons and strollers. 


 Lack of shade and greenery along the main 
street.  


 No shaded seating areas with tables where 
workers in the CBD can sit and have their 
lunch. 


 Poor night lighting 


 Improve the entry/ sense of arrival into 
town with street trees and landscaping to 
both sides of Mullumbimby Road from Apex 
Park to the roundabout. 


 Street Tree Planting Plan. Need shade trees: 
o Dalley St both sides of street 
o Burringbar St esp southern side 


  


 Turn Dalley Street into a Civic Precinct. Slow 


 Upgrade the public footpaths to be wider, 
an even surface, more disability friendly etc. 


 


9 Intersection treatments to improve safety 
for pedestrians and cars at all intersections 
along the full length of Tincogan, Burringbar 
and Fern Streets as well as the following 
junctions: Argyle/ Prince Sts, Argyle/ Station 
Sts 







 


 
Workshop Summary - Mullumbimby Guidance Group Precincts Workshop held 12 October 2017               Page 9 


Mullumbimby Precinct 1 Table 
 updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


 Lack of way-finding signage (to carparking 
areas, parks, walkways etc) 


 Inactive building frontages create dead 
zones in the street eg. Council Building in 
Station St; Motel and RSL in Dalley St, Stuart 
St after the newsagency 


 Argyle Street entry into town is 
unattractive. 


 For pedestrians walking into town from the 
east, both Argyle and Station Streets are 
busy and difficult/ unsafe to cross. 


traffic; turn it into a shared space.  Activate 
the area between the Civic Hall and the Fire 
Station behind the cenotaph and connect it 
to adjoining spaces. Could be paved to 
create a public plaza with water feature, 
public artwork, artistic night lighting, shade 
trees, moveable tables/ chairs/ umbrellas 
for shade, to create spill-over space for the 
Civic Hall and an inviting public space where 
people can meet and socialise (eg at night 
after seeing a show,  or where CBD workers 
can have their lunch during the day etc). 
Review existing land uses in this precinct. 
Could be a hub for government agencies.  


 Bring some unity into the streetscape by 
using a consistent palette of materials for 
street elements (eg bollards, light poles, 
balustrades, street furniture) 


 Stuart Street developed as a tree-lined 
boulevard with upgraded footpaths and 
protected on-road cycle lanes. It becomes 
the primary north-south pedestrian/cycle 
thoroughfare in the town centre and links 
the Lomath Park recreational precinct to 
Heritage Park. 


 
 


4 Argyle Street Entry Threshold Treatment 
– Prepare a streetscape plan to enhance 
the entry to the town centre between the 
Rail Corridor and Station St with upgraded 
footpaths, protected on-road cycle path, 
road surface treatment, street trees and 
landscaping to create a sense of arrival and 
enclosure to slow cars down and enable 
pedestrians to safely cross Argyle and 
Station Streets when walking into town 
from home or from the new peripheral  
carparking areas in the Rail Corridor. 


 


8 Prepare a ‘Landscape Plan for Streetscape 
Improvements’ to Burringbar Street  – 
footpaths widened, parallel parking, shade 
trees & garden beds installed, traffic speed 
reduced to 20km/hr, creation of shared 
zone/s with road surface treatment/ paving. 
Very low traffic speed enables pedestrians 
to cross safely anywhere in the street and 
creates a safe environment for cyclists to 
ride on the road. 


 


10 Streetscape Improvements to Dalley Street  
to enhance the function and amenity of: (1) 
the existing ceremonial space in front of the 
cenotaph and (2) the new ‘Civic Precinct’  to 
be developed between Dalley and Gordon 
Streets. 


 


12 Boulevard treatment to full length of 
Stuart Street 


 


 Street Tree Planting Plan  


 Reinstate the shop front awnings to provide 
shade to footpaths especially on southern 
side of Burringbar St.  


 Council to provide incentives and work with 
the property owners to try and get CBD 
buildings with inactive frontages modified 
so that they present a more active facade to 
the street. 
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Mullumbimby Precinct 1 Table 
 updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


Public Domain – Parks & 
Open Spaces  


 Apex Park – playground highly used. Only 
park to service homes in Precincts 4 & 1. 


 Connections between the town centre and  
the river 


 Rail Corridor is vacant unused land in prime 
position close to town centre  


 Parks generally are poorly designed and 
maintained; lack of amenities 


 Poor sense of arrival in town centre. 


 Park at side/ rear of Council Chambers 
greatly under-utilised. 


 Fences along the rail line restricting use of 
the space.  


 Council’s recent sale of the Telstra site. This 
land should be bought back as public 
parkland. It is an important pedestrian link 
from the CBD through to the Rail Corridor. 
It is also the entry point into the town 
centre. 


 Upgrade Apex Park – it is highly used but 
bedraggled. Need better design , more 
interesting play equipment, needs night 
lighting, tables, seating, softfall not bark, 
more shade. 


 Review fencing along the rail corridor and 
remove barriers to pedestrian movement 
and use of this space. 


 Moveable tables and chairs in the park next 
to the Council Chambers for CBD workers to 
use. Create a shady piazza integrated with 
Apex Park. Pop-up café/ shops. 


 Turn the Station Building into a café. Station 
platform could be used as a stage - Mullum 
music festival. 


 Pop-up café on the river (eg Heritage Park) 


 Opportunity to integrate the proposed new 
social housing development in Station St 
located between the Council carpark and 
the pre-school, with the open space in the 
rail corridor - potential for a community 
garden, shaded seats, tables and BBQ 
facilities for use by residents. 


5 Prepare a Masterplan for the integrated 
redevelopment of Apex Park, the Rail 
Corridor and the Council owned land on 
both sides of Argyle Street, as a signature 
public parkland for Mullumbimby 
incorporating:  


 entry treatment In Argyle St, peripheral 
carparking areas, pedestrian and cycle 
paths, community gathering spaces, 
children’s playspace/s, public art, 
performance space, outdoor cinema, pop-
up shops, shaded seats, tables and high 
quality landscaping. Remove the fences and 
connect the spaces!! 


 restoration and repurposing of the railway 
station building and stationmaster’s cottage  


 redesign of Apex Park to integrate it with 
the Rail Corridor and the public space next 
to the Council Chambers.  Remove the 
fences and connect the spaces. Thin the 
vegetation to improve visual connections.   


 consider how the Council building can 
integrate with the new Rail Corridor Park – 
the internal courtyards/ staff room outdoor 
area could link to the parklands with shaded 
tables and seats for workers to have their 
lunch 


 identify best location for an outdoor 
cinema. 


 


16   Council and North Coast Community 


Housing to ensure that design of the 
proposed new social housing 
development in Station Street is well 
integrated with the new Rail Corridor 
Parklands. Potential for a community 
garden, shaded seats, tables and BBQ 
facilities for use by these residents and 
others in the local area. 


 


Community Facilities   Great Neighbourhood Centre 


 1 Childcare centre in this precinct 
 


 Lack of public transport 


 Lack of childcare services 


 High number of homeless. Need shower 
facilities for homeless 


 Public toilet block (near Poinciana) is dark 


 Youth Centre at the Station Building. 


 Better support for community transport 


 Need more public transport (to Byron, 
Tweed, Lismore) 


 Need volunteers to home deliver groceries 


 New public toilets required in a central 
location in town centre. As part of the 
upgrade include end of trip facilities for 
cyclists (showers and lockers) which can 
also be used by the homeless.  
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Mullumbimby Precinct 1 Table 
 updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


and scary. & medicines 


Land Uses   13 Council to re-acquire the old Telstra site 


(Lot 1 DP435267) for community use as 
part of the new public parklands in the Rail 
Corridor. The land provides an important 
link for pedestrian movement between the 
town centre and the Rail Corridor 
Parklands. Additional land is needed to 
allow adequate space for (1) restoration 
and redevelopment of the historic 
Stationmaster’s cottage with associated 
outdoor spaces and carparking, as well as 
(2) installation of pedestrian and cycle path 
connections from Station St into the rail 
corridor, (3) vegetation buffer to 
Woolworths carpark/new by-pass road/ 
peripheral carparking areas and (4) 
landscaping along Argyle St to enhance 
town entry.  


High demand for mixed use (commercial + 
residential OR industrial + residential) 


13 Council to re-acquire the old Telstra site 


(Lot 1 DP435267) for community use as part 
of the new Rail Corridor Parklands. 


Culture – Public Art     Art bin – use art materials for free  


 Graffiti walls in laneways and elsewhere 


 Public art on the Council Office Building. 
Panels facing the rail line and Apex Park.  


  
 


Culture – Events     Council to engage professional buskers 


 Create a music space for youth 


 Town centre events to promote the 
pedestrian eg Car free Fridays in the main 
street.  


 


 


Culture – 
Heritage/History  


    


Sustainability   No recycling bins 


 This community already doing a lot of good 
things re energy efficiency 


   Solar panels on Council buildings/ assets. 


Natural Environment     Palm trees are not safe. Leaves dropping in 
the middle of the roads. Seeds on footpaths 
slippery. Also high cost for Council to 
maintain due to their height. 


  Street tree planting using species native to 
Mullum.  


Economy   High number of entrepreneurs  Vacant shops along the main streets. 


 Limited night life 


 No Tourist Information 


 High numbers of low income visitors (eg 
backpackers, unemployed youth) who do 


 Encourage development of more business 
incubator spaces. Possible locations could 
be: 
o Council and Crown owned precinct 


behind the Civic Hall in Gordon St 


 Visitor Economy. Firstly need to undertake 
a study to understand: 
o Who are the visitors?  
o Where do they come from (Gold 


Coast/ surrounding suburbs)?  
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Mullumbimby Precinct 1 Table 
 updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


not contribute much to the visitor economy o Council owned land around the Council 
Chambers 


o Town centre pop-up shops 
o Rail Corridor 
o Ross St Industrial Area 


 Close Burringbar St for night events –eg 
long table dinner, food markets, live music. 
Could be fundraiser for placemaking 
initiatives. 


 Review of Council controls inhibiting 
development of  wellness centres 


 Cinema 


o Where do they go to (Farmers 
Markets, shops, cafes)? 


 Develop the Telstra site or the 
stationmaster’s cottage into a Visitor 
Information Centre.  


 Promote the Mullum brand – made locally 
and from sustainable materials 
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Mullumbimby Precinct 2 Table 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


Heritage   Protect the ‘old’ part of town with its 
heritage buildings.  


  Tighter restrictions on conserving heritage 
buildings and backyard sizes.  


 Review and extend the Heritage 
Conservation Area and develop heritage 
conservation guidelines. Consider tighter 
restrictions to conserve heritage buildings 
and large backyards. 


 


Built Form    Woolworths building and car park are very 
unattractive, isolated and disconnected 
from town. It feels unsafe with the high 
walls and ‘big brother’ security cameras. 
Very poor urban design outcome for a 
major development in town.  


 The Ross Industrial Estate. Mixed feelings 
whether it should have ever been allowed 
to be built. It directly adjoins the river and a 
residential area with no buffers provided to 
either.  


 Encourage artisan’s sheds, studios and 
workshops fronting onto rear laneways. 


 Review development controls to ensure  
artisan’s sheds, studios and workshops 
fronting onto rear laneways are enabled. 


 Flexible use shipping containers in rail 
corridor land – potential as business 
incubator spaces, artist studios, affordable 
houses. 


Housing    Visual impacts of raising of buildings above 
the flood level  in heritage conservation 
areas. Secondary dwellings higher than the 
main house goes against heritage 
conservation principles. 


 Should we be allowing residential infill in 
flood prone areas given climate change? Or 
should we  


 Opportunity to develop a masterplanned 
urban village in the rail corridor to 
demonstrate  some well -designed 
affordable small homes with integrated 
green spaces, community gardens etc. This 
new development could be three storeys in 
height and designed to reflect the timber 
and rail history. 


3      Masterplanned urban village in the Rail 


Corridor - Medium density housing in the 
rail corridor with some display homes to 
demonstrate excellence in architectural 
and landscape design. Could incorporate a 
three storey multi-unit development  
and/or demountable tiny homes with 
private bathrooms and communal kitchens 
and outdoor space/ community gardens 
etc.  


 


 Investigate feasibility of developing  ‘Leaf 
Land’ as a camping area with amenities 
block, to address homelessness. 


 Tiny demountable homes in rail corridor 
along Prince Street and north of Woolies. 
Units in this area could have  


Access and Movement   Protect the Boat Ramp at Heritage Park.   Uncontrolled parking at Heritage Park.  


 Traffic speed in residential laneways is too 
fast and unsafe for the local children to play 
in the street.  


 Many traffic accidents at the junction of 
Dalley and Tincogan Streets and is difficult/ 
unsafe for pedestrians to cross. 


 Dalley Street is very wide; difficult for  
pedestrians to cross;  


 Need to improve pedestrian/ cycle 
pathways to local schools. 


 Reduced speed limits down in residential 
laneways.  


 Provide pedestrian/ cycle links between Rail 
Corridor, Leaf Land and Valances Road via 
existing rail bridge. 


 Cyclepath link  Mullumbimby to Brunswick 
Heads 


 Intersection treatment to all road junctions 
along Tincogan Street  


 More parking control of the Heritage Park 
area.  


 Update Council’s Bicycle and Footpath 
Plans with a new staged strategy for 
Mullumbimby which focuses on providing 
walk/ cycle pathway connections from 
residential areas to/from the town centre 
as well as to local schools (Mullumbimby 
Public School, St Johns Catholic School and 
Mullumbimby High School). Other 
considerations: 
o Connect town centre to ‘Leaf Land’ and 


Valances Rd site via a cycle and 
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Mullumbimby Precinct 2 Table 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


 pedestrian path. 
o Regional rail trail - connec 


Mullumbimby to Brunswick Heads and 
Tweed. 


 


 Intersection treatments to all 5 road 
junctions along Tincogan Street to improve 
safety for pedestrians, cyclists and vehicles:  
o Brunswick Tce/ Tincogan,  
o Gordon  St/ Tincogan,  
o Dalley St/ Tincogan,  
o Stuart St/ Tincogan,  
o Station St/ Tincogan  
o as well  as Prince St/ Tincogan for 


creation of town bypass  
 


5   Peripheral car parking areas in the Rail 


Corridor with access via Prince Street. 
Carparks to be landscaped with WSUD, 
shade trees and grass paver surfacing and 
drect pathway connections to Burringbar St. 


 


6   Acquisition of land to widen Tincogan Street 


to enable protected cyclepaths and 
footpaths to be built on both sides of the 
road. 


 


15   Town bypass north - route down Prince 


Street through Woolworths carpark and 
out onto Tincogan St.  
 


Public Domain – 
Streetscapes  


 Conserve the rear lanes and the soft edges 
to streets eg swale drains, no kerb/gutter 
and street trees. This contributes to the 
country town character. 


 
 


 Woolworths development created an 
inactive “dead area” street frontage to 
Station St. Major carpark segregates  
Woolworths from the rest of town. 


 Need to link all the open space areas 


 Prepare guidelines to help developers 
conserve the streetscape when building 
secondary dwellings in heritage 
conservation areas (eg appropriate 
drainage & road treatments ) 


 


10  Laneway conservation guidelines and 


maintenance plan – Council to prepare 
guidelines so that developers conserve the 
character of rear laneways (unsealed, no 
kerb & gutter, swale drains, appropriate 
fencing). Maintenance plan to consider 
movement, parking, resurfacing, greenery 
(sedge planting, street trees) , fencing, rear 
sheds, maintenance, drainage. 


 


7   Stuart Street pedestrian boulevard - Stuart 


St is developed as a grand avenue with large 
street trees, footpaths upgraded, and 
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Mullumbimby Precinct 2 Table 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


protected on-road cycle lanes in both 
directions. This becomes the main east-west 
thoroughfare for pedestrians and cyclists 
connecting Heritage Park to Lomath Park.  


Public Domain – Parks & 
Open Spaces  


 Heritage Park.  


 Play space in Heritage Park 


 Heritage Park provides a connection 
between the River and town. 


 Vegetation in Heritage Park.  


 Poor condition of Heritage Park. It lacks 
definition and design. No facilities and lack 
of maintenance. This neglect has made it a 
hangout for ‘sketchy’ people and it feels 
unsafe. The park is highly valued by the 
locals due to its connection to the river but 
is greatly under-utilised. Issues at Heritage 
Park include: 
o lack of shade  
o uncontrolled  parking causing erosion  
o no toilets, seats, picnic shelters, BBQ 


facilities - no facilities generally 
o poor quality of paths connecting 


Heritage Park to the town centre and 
throughout the park itself  


 


 The Council owned lot located behind the 
Ross Industrial Estate (known as The Leaf 
Land) is currently being utilised by homeless 
people and illegal campers. Who also use 
Heritage Park making it feel unsafe for local 
children and families to use. 


 Youth hang out in the Rail Corridor on 
northern side of Woolies. Could create a 
youth space here with graffiti wall. 


 Heritage Park is too tucked away to be a 
central Mullumbimby Park/green space. 


 Leaf Land – install road access and 
amenities block to service the high number 
of homeless people living in cars/vans. This 
site could also become a community garden 
space to help feed them.  


 Connect the Heritage Park walk with a 
wider town centre loop walk/trail. 


 Opportunity to create a youth space with 
free wi-fi, all-weather covered area, tables, 
seats, shade, graffiti wall (on Woolworths 
building?). 


1 Redevelopment of Heritage Park -  The 
community highly value Heritage Park as it 
connects to the river. Redevelopment of 
the park to: create an attractive pedestrian 
entry off the Stuart Street boulevard; 
formalise carparking; emphasise 
connection to the river with a viewing 
platform or jetty; BBQ facilities and picnic 
shelters; public toilets; water based 
natural play space for children; disabled 
access; small community garden; boat 
ramp; exercise equipment circuit; pop-up 
café; recycling bins & dog waste bins; and 
increased maintenance. 


 


9 Explore potential for the Council owned 
‘Leaf Land’ to be developed. Suggestions 
for future use: 
o camping area for homeless; install 


amenities block  
o community garden or social enterprise 


market garden (to help train, employ 
and feed homeless people) 


o caravan park 
o public park 
o revegetate the whole area 
o cyclepath links to Valances Road via the 


old rail bridge 
 


 Develop a walking loop around the town 
centre - Circuit to include Palm Park/ 
Heritage Park/ Rail Corridor/ Lomath Park/ 
Swimming Pool. Develop a pamphlet or app 
to guide tourists; could be a heritage and/or 
sculpture trail. 


Community Facilities    Lack of facilities at Heritage Park.  


 Lack of facilities for youth/ teenagers. 


 The grassed area north of Woolworths is 
used by the youth to hang out. 


 Anglican Church land is under-utilised. 
Conserve it’s context. Explore options for 


 Youth Centre located in the space next to 
Woolworths.  


 Anglican Church - Ideas for other uses: 
o hall hire for classes - yoga, karate, 


dancing, playgroup etc 
o children’s playspace 


4   Develop a youth space north of 


Woolworths with free wi-fi, all-weather 
covered area, tables, seats, shade, graffiti 
wall (potentially on the wall of the 
Woolworths building). 
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Mullumbimby Precinct 2 Table 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


additional community uses. o park with seats/ tables 
o small community garden 
o youth space 


 


13 Council to liaise with Anglican Church 


about potential for additional community 
uses. 


 


Land Uses    Small scale industrial processing at Ross 
industrial Complex is incompatible with the 
surrounding residential land use and there 
is a lack of buffering to the river. 


 Land use conflict -  As the town has grown, 
the light industrial businesses in Tincogan St 
now conflict with the adjoining residential 
and commercial uses. These uses should be 
relocated to the industrial estate and the 
sites redeveloped for mixed use. 


 Opportunity for new two-storey housing 
accessed via laneways. Could be secondary 
dwellings or land could be subdivided into 
small lots. 


 Mixed use and tiny homes in Rail Corridor  


11 Medium density housing – Council to 
review DCP and prepare guidelines for 
new two-storey medium density housing 
accessed via laneways to ensure new 
development fits with heritage character 
and maintains the character of the 
laneways. 


 


14 Relocate light industrial businesses in 
Tincogan St (Automotive repair shop, 
Power tool supplier, Motorcycle & jetski 
supplier) to the industrial estate and 
redevelop these lots for mixed use. 


Culture – Public Art      


Culture – Events      


Culture – 
Heritage/History  


    


Sustainability      


Natural Environment   Diverse natural environment – mangroves 
to rainforest, river and creeks, links to 
Brunswick Heads.  


 Lost original natural vegetation along the 
riverbanks.  


 Connect Heritage Park with the river and 
highlight its relationship to the river. 


8      Brunswick River riparian corridor 


revegetation / rehabilitation - Support 
Landcare to continue the important work 
of reinstating the vegetated riparian buffer 
to the Brunswick River corridor. Important 
for bank stabilisation, to control erosion, 
improve water quality, and as habitat and 
movement corridor for native animals. 


Economy   Woolworths and its carpark.  A bad location for an industrial 
development being a lot that adjoins a 
sensitive environmental area (river) and a 
residential area. 


 Ross Industrial Estate – develop as 
incubator space for new businesses & artist 
studios. Make it for creative industries – 
creative hub. Local employment and 
business land. Allow display and retail space 
in this area too.  


 Could incorporate pop up shipping 
containers in rail corridor land and have 
retail space on the street frontage. And 


2 Ross Industrial site developed as a 
Creative Hub - Shipping containers as low 
cost, pop-up incubator spaces for new 
businesses and studio spaces for artists, 
musicians etc.  Incorporate exhibition 
space and a retail outlet on the street 
frontage. Opportunity to extend into the 
railway corridor. 







 


 
Workshop Summary - Mullumbimby Guidance Group Precincts Workshop held 12 October 2017               Page 18 


Mullumbimby Precinct 2 Table 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


have a space for community and youth use. 
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Mullumbimby Precinct 3 Table 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


Heritage   Heritage Values of the town.  


 Heritage Conservation Area 


 Individual buildings - heritage items 
(residential and commercial) 


 Leave some of the big yards intact 
around the heritage homes. 


 Conserve the rear laneways and streets 
with wide green verges. 


   


Built Form   Great character buildings on the western 
side of Dalley Street, most with attractive 
frontages too, such as the Community 
Centre, Civic Hall, Court House, and 
Police Station.  


 Building heights single storey fronting 
residential streets. 


  Opportunity for 2 storey small houses 
fronting rear laneways. 


 Opportunity to redevelop key sites in town 
centre for mixed use (residential + 
commercial). Could have 2 storey at street 
frontage with a third storey setback. 


 Opportunity to activate the land at the 
rear of the Police Station that is currently 
unused. The land is owned by NSW Police 
Force and Crown Land.  


 


 Opportunity to redevelop key sites in town 
centre for mixed use (residential + commercial). 


 Council to liaise with NSW Police Force and 
Crown Land about activating the land at the rear 
of the Police Station that is currently unused.  


 


Housing   Heritage houses 
 


 Need for greater diversity in housing 
forms. Need more small dwellings (1 &2 
bedroom). 


 Medium density housing off laneways (2 
storey). Could be secondary dwellings or 
land subdivided into small lots. 


5   Medium density housing off laneways (2 storey) 


Access and Movement   Federation Bridge.  
 


 Footpaths generally not accessible for 
mobility impaired 


 Dalley Street is very wide, making it 
difficult for pedestrians to cross. Need 
to improve the mid-block crossing point 
in front of the Community Centre and 
the Civic Hall.  


 Need to improve the pedestrian access 
from the town centre to the Byron 
Community College (on the corner of 
Burringbar st and Gordon st) as it is 
becoming more popular and highly 
used.  


 Safety issues at the intersection of 
Tincogan Street and Brunswick Terrace 
and the approach to Federation Bridge. 
Very difficult for pedestrians to cross at 
peak times; very unsafe for children 
trying to get to school. They need to be 
able to cross the road as the footpath is 
only on one side of the bridge (northern 
side). 


  Link all the spaces. Provide better pedestrian 
connections between public spaces and parts of 
town.  


 


4 Reduce traffic speeds to 20km/hr and create a 
shared zone in Dalley Street between 
Burringbar and Tincogan Streets.   


 


1     Intersection treatment at junction of Tincogan 


St/ Brunswick Tce and up to Federation Bridge. 
Improve pedestrian safety; install pedestrian 
crossings. 


 


2 Install a new footbridge (walk/ cycle only) to 
provide a direct link from the Pine Avenue 
residential area into town and to the primary 
school and high school. 


 


8 & 12      Peripheral carparking areas: (1) in River 


Terrace and (2) in Brunswick Terrace adjacent 
to Palm Park; both parking areas to have shade 
trees and garden beds incorporated to break up 
the expanse of parked cars and provide shade. 
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Mullumbimby Precinct 3 Table 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


Public Domain – 
Streetscapes  


 Important ceremonial space on road in 
front of Ex-Services Club and the 
cenotaph. 


 Retain the wide green road verges, swale 
drains and rear laneways. The wide 
streets, unformed edges (no kerb & 
guttering) and swale drains are part of 
the heritage character and should be 
retained. They are WSUD friendly.  


 Visual connections to Brunswick River 


 Lack of signage especially on Dalley St 
and Tincogan St.  


 Lack shade along footpaths Dalley St.  


 Need to improve drainage in some 
areas eg around the pre-school.  


 Tree planting along streets for shade and 
visual effect.  


 Verges have potential to be developed as 
community gardens. 


 Link the CBD to the river - redevelop 
Council owned land cnr Dalley & Gordon 
Sts connecting to Palm Park as a shaded 
piazza/ lunch space with moveable chairs/ 
tables and end of trip facilities for cyclists 
(showers, toilets, bike racks, lockers). 


 


 Create a civic precinct in Dalley Street. 
Activate the outdoor spaces around the 
Civic Memorial Hall, Fire Station and Police 
Station. Develop the whole block between 
Dalley and Gordon Streets as a series of 
linked public spaces for community use. 
Link the precinct to the river via the 
Council owned land corner of River Drive. 
Challenge existing uses (Council, Police, 
RFS, Dept Heath) and consider repurposing 
some buildings. 


3 Masterplan for a new Civic Precinct between 
Dalley and Gordon Streets – Council to partner 
with the other government agencies who own 
the land (Council, Police, RFS, Dept Health, 
Crown Lands) to develop an integrated 
masterplan for the precinct including a review 
of existing uses.  Potential to activate the 
unused land at the sides and rear of buildings 
and to repurpose buildings. Could re-develop as 
gallery/ exhibition spaces, youth hub, pop-up 
shops, wine bar/cafes opening out onto a series 
of linked and well-designed public spaces with 
trees and greenery, seating, public art, water 
features and artistic night lighting.  Aim to 
enhance the function and amenity of the 
ceremonial space around the cenotaph;  
provide spill-out space for the existing venues 
(Civic Hall, Ex-Services Club over the road, 
Community Centre); and provide an inviting 
new public space where people can meet and 
linger before or after a show at night as well as 
during the day. Provide strong pedestrian 
connections between this precinct and the 
Community College, Palm Park and the River. 


 


4 Streetscape improvements in Dalley Street - 
Install street trees, garden beds, lighting, street 
furniture, artwork, reduce the length of the 
pedestrian crossings, reduce car speeds.  
Council to encourage property owners to 
modify buildings in Dalley St which have 
inactive frontages, as these create dead zones 
in the street. 


 


11 Street Tree Planting Plan for all residential and 
commercial streets 


 


Public Domain – Parks & 
Open Spaces  


 Public open space along the river  


 Palm Park - The proximity to the town. 
Connection to the river. Lunch areas for 
the public to enjoy. 


 Paths along the river for recreational 
walking – high amenity 


 Heritage Park.  
  


 Need for more shade at Palm Park. The 
trees are a visible barrier to the river. 
High school students commented that 
‘Sketchy’ people hang out at the park. 


 Heritage Park lacks definition and 
design.  


 Locals would like better connections 
between the CBD and the river. 


 Council to better maintain green spaces.  


 Palm Park – install BBQs, picnic shelters, 
public toilets. Good location for BBQs as 
can park close by.  


 Palm Park could be connected to Heritage 
Park through a trail. This trail could also 
link it with the town. Sculpture walk? 


 Bridge across river at Palm Park linking to 


6 & 9   Prepare a  ‘Masterplan for Heritage Park’ 


(refer Precinct 1 Table for details) 
 


10   Upgrade the boat ramp. 


 


7     Prepare a  ‘Masterplan for Palm Park’ to 


consider: possible removal of Scout Hall; 
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Mullumbimby Precinct 3 Table 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


cyclepath in Precinct 7 (Pine Ave area) 


 The Council owned land on the corner of 
River Dr and Burringbar St provides both 
visual and pedestrian links to the river 
from the town centre. The existing Scout 
Hall could be relocated to a recreational 
precinct (eg  Lomath Park or the 
sportsfields near the industrial estate). The 
building was the original Bowling Club 
however it has already lost its heritage 
context as it was moved to its current 
location and the floor raised above the 
flood level.  The building has inactive 
frontages and impacts negatively on the 
the amenity and function of the public 
domain. Scouting activities would be more 
appropriately located in a park/ 
recreational precinct than in the CBD.   


 Palm Park and the end of Heritage Park 
(near Federation Bridge) are popular lunch 
spots for workers from the CBD, 
tradespeople, drivers and other workers. 
Located on the waterfront with carparking 
close-by these are both suitable locations 
for BBQs and picnicking. More shade is 
needed. 


 Create some smaller lot Community 
Gardens at Palm Park and Heritage Park 


 Would like to see some more flower 
gardens in the parks. 


  


redevelopment of the Council owned land to 
create an attractive entry to Palm Park off 
Burringbar Street with links to the new Civic 
Precinct and the Community College; new 
cyclepaths; footbridge over the river; picnic 
shelters, night lighting, public art, angle 
carparking; and end of trip facilities for cyclists 
(as this is a junction where cycle paths from the 
north, south and east converge). 


 Adult sport exercise equipment in Heritage Park.  
 


Community Facilities   The Mullumbimby Civic Hall.  


 Protect the core traditional civic 
functions/groups. 


 Pre-school  


 Tennis courts 


 Preschools - in Tincogan and Station 
Streets 


 Community would like to see a more 
defined purpose for community use. 


 Need more child care services/ pre-
schools. Regional shortage.  


 Need public toilets (with baby changing 
and disabled access) in Heritage Park. 


 Youth hub within the Civic Precinct 
between Dalley and Gordon Streets. 


 


Land Uses      


Culture – Public Art      Complete the sculpture walk along the river – 
integrate it with masterplans for Palm Park, 
Heritage Park and the Rail Corridor. 


Culture – Events      







 


 
Workshop Summary - Mullumbimby Guidance Group Precincts Workshop held 12 October 2017               Page 23 


Mullumbimby Precinct 3 Table 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


Culture – Heritage/History    No expression of indigenous cultural 
values – discuss opportunities with 
Aboriginal Advisory Committee? 


  Discuss with Aboriginal Advisory Committee – 
opportunities for expression of Aboriginal 
cultural values 


Sustainability      


Natural Environment   Protect green spaces.  


 Connections between CBD and the river 


 Palm Park has threatened species 
acacia. 


 Lack of funding for Landcare to finish 
the work they have been doing along 
the river and creeks.    


 Need to improve the visual and pedestrian 
links to the river.  
 


 Enhance the visual and pedestrian links to the 
Brunswick River from the CBD. Could utilise 
Council owned land cnr Gordon and River Tce as 
a link. Demolish building and create a river 
focused public space/ extension of Palm Park. 
Link it to the civic/ government precinct in 
Gordon St. 


 Make the telecommunications tower look like a 
palm tree seeing as it is so close to Palm Park. 


Economy   Small business incubator spaces near the 
Community College 


 Need more small incubator spaces for 
business start-ups 
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Mullumbimby Precinct 4 Table 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


Heritage   Protect the residential ‘old’ part of town 
including the houses east of the railway 
line. 


   Expansion of the Heritage Conservation 
Area to include character houses east of the 
Rail Corridor.  


Built Form   Heritage conservation controls.  


 Heritage Housing Style. Low fences, gabled 
roofing, architectural detailing etc. 


  Wayfinding signage sensitively designed in a 
style that supports the heritage streetscape 
aesthetics. 


 Combination of Heritage and development.  


Housing   Visitor accommodation - Existing caravan 
park/ camping area at sportsfields. 


  The industrial estate could incorporate 
mixed use buildings. There are current 
occupiers doing this anyway. 


 Creation of mixed use buildings and more 
affordable housing.  


Access and Movement    Enhance Mullumbimby Road as the entry 
point into town. 


 Reduce the speed limit in lane ways to 
protect the safety of those using them. 
Children, bike riders, dog walkers, etc. 
Increased car access to secondary dwellings 
has left the lane ways unsafe and car 
dominated. 


 Improve cyclepath links to the primary 
school 


 Need a safe footpath to Uncle Tom’s. 
Mullumbimby Rd is currently very unsafe 
for pedestrians and cyclists. 


 Formalise existing town bypasses north and 
south 


 Potential for new town centre by-pass 
routes (north and south) in the longer term 
with contributions from developers as new 
greenfield areas are subdivided and 
developed. Potential southern by-pass 
route via James St and the new Ann St 
release area to Jubilee Terrace& Coolamon 
Scenic Drive.  Potential northern by-pass via 
Prince St to Tincogan St 


  


 Formalise existing town bypasses north 
and south - review give-way signs so that 
through-traffic is given right of way on 
Tincogan Street and Fern Street. 


 


 Reduce the speed limit in lane ways  


 Pedestrian/ cycle path along Mullumbimby 
Rd to Uncle Toms (and continue to 
Brunswick Heads). 


9      Upgraded pedestrian footpaths and new 


cyclepath links to the Mullumbimby 
Public School 


Public Domain – 
Streetscapes  


  Manns Rd Sportsfields under-utilised; 
mowing/ maintenance costs. 


 Valances Road site - proposed development 2    Enhance the eastern entry into the town  


-Create a green gateway at the entry point 
into the urban area by: 
o Providing incentives for private 


landholders to revegetate private lands 
with native species (ie reinstate the 
Melaleuca forest)  


o Council to plant street trees in the road 
reserve along Argyle Street. 


11  Improve drainage in streets and laneways 


Public Domain – Parks & 
Open Spaces  


    


Community Facilities      Creation of a caravan park for long term 
visitors – possible location near the 
industrial estate.  


 


Land Uses  3. Existing market garden that has recently been 
set up on private land off Argyle St is a great 
gateway/ town entry statement in keeping with 
local values. 


  Potential investigation area for new 
greenfield housing development south of 
Ann Street – refer draft Residential Strategy 


3     Encourage market gardens on private land 


in this area – great gateway image. 
 


4      Extension to the industrial estate allowing 
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Mullumbimby Precinct 4 Table 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


mixed use (light industrial + residential). 


5       Opportunity for residential infill. Medium 


density housing at rear of existing lots with 
access via laneways. 


 


6      Opportunity for subdivision of land for 


small lot housing. 
 


7      Investigate suitability of land for future 


subdivision and development for 
residential housing and environmental 
protection along the creek. Development 
could incorporate a Seniors Living / Aged 
Care facility. 


 


8      Potential for Caravan Park on Council 


owned land at sportsfield. Could 
incorporate mobile homes, tiny homes 
(demountable). 


Culture – Public Art      


Culture – Events      


Culture – 
Heritage/History  


    


Sustainability      


Natural Environment     10   Install detention basins on private rural 


lands to help mitigate flooding in the 
urban area. 


 


Economy    Need to expand the industrial estate. It is 
currently at capacity with a waiting list for 
people requesting use of a space. 


  Expansion of the industrial estate and/or 
new mixed use zones to meet demand for 
industrial lots. 
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Mullumbimby Precinct 5 Table 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


Heritage   The old hospital site.  


 Cemetery 


 Drill Hall 


 Heritage listed house on large lot adjacent 
to Lomath Park – access off Coolamon 
Scenic Dr 


 Museum – Bruns Valley Historical Society 


   


Built Form     7    Bowling Club land. Council should acquire it 


and use part of the land to extend the 
swimming pool grounds. Remainder to be 
developed as housing (would need to be 2-
storey above flood level).  


 


8    Keep the Hospital Site for Community use. 


Community would like to input on its future 
use before it happens. Ideas include: Aged 
care facility, community hub, affordable 
housing for seniors and youth, innovation 
hub, supported housing, creative hub, mixed 
uses. 


 


Housing     Hospital site for affordable social housing 
for young and old – eg. low income retirees 
and young people. 


13    Potential new residential area - Land to 


be investigated for suitability for future 
subdivision and development for 
residential housing. Road and pathway 
links provided as part of the development.  


 


Access and Movement    Parking and vehicle access to the sports 
fields.  


 Walking trail Maintenance.  


 Access to the Skate Park.  


 No pedestrian or cycle path links to the 
High School from surrounding  residential 
areas 


 No pedestrian or cycle path links to the 
Swimming Pool, Bowling Club, Lomath Park 
and Community Garden 


 Improve access and parking.  


 Design in pathway circuits for recreational 
walking and cycling 


1    Extension of Stuart Street to provide access 


into Lomath Park, the Community Garden, 
the proposed Education Facility and any 
future residential development on Lot 22. 
Maintain boulevard treatment (protected 
cycleways and footpaths) along the full 
length of Stuart St as the primary north-
south thoroughfare for pedestrian/ cycle 
movement.   


 


4   Cyclepath link along the creek  - connecting 


High School and Swimming Pool to Lomath 
Park & the Community Garden.  


 


5   Negotiate with landowner regarding 


potential easement for public access for a 
walk/ cycle path and access over the existing 
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Mullumbimby Precinct 5 Table 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


bridge into town. 
 


6    Potential sites for new pedestrian/ cycle 


bridges at either end of Coolamon Avenue. 
The bridges would connect the Coolamon 
Ave area to the High School, Swimming Pool 
and town centre and also to the Pine 
Avenue residential area. There was 
previously a bridge to the High School which 
was washed away during a flood. 


 


10   Potential town bypass route south (long 


term) - built as part of new greenfield 
residential developments. 


 


11  Town bypass south: 


 Review give-way signs to give through traffic 
along Fern St priority. 


 Install traffic calming to slow vehicles down 
in front of the High School and Swimming 
Pool on Jubilee Ave. 


 Potential new link via Prince Street instead 
of Station Street 


 


19   Intersection treatment at the junction of 


Azalea St/ Jubilee Tce; may need a 
roundabout in the future. 


 


Public Domain – 
Streetscapes  


 Fig Trees down Jubilee Avenue.    13  Enhance the front of the High School with: 


o Street trees and greenery 
o Traffic calming 
o Bus turn around bay 


 


16   Enhance the southern entry to town with 


street trees and landscaping along Jubilee Ave. 
 


Public Domain – Parks & 
Open Spaces  


 Recreation, organised sports and activities. 


 Skate Park.  


 Community Gardens.  


 Swimming pool. 


 Tennis courts 


 Informal Recreation – walking, dog walking.  


 Meeting Space.  
 


 Lomath Oval is currently under-utilised with 
no sporting agreements in place. Costs for 
Council to mow. Big open field with no 
embellishments and isolated with no 
cyclepath links. These attributes do not 
inspire people to use it. 


 The community gardens need more 
support.   


 Picnic Spaces.  


 Extension of Community Gardens.  


 More shade to skatepark 


 Develop a youth space 


12  Lomath Park redeveloped (via s94 funds): 


 enhance the informal recreation 
opportunities 


 more shade trees, seating, walking paths 


 exercise circuit 


 skateable pathways to the skatebowl 


 bush tucker trail  
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Mullumbimby Precinct 5 Table 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


 Play space is difficult to get to.  


 Anti-Social Behaviour.  


 No pathway to the skate park. Kids cannot 
skate to the skate park.  


 Flood prone land 


 Lack of shade in summer 
 


 removable housing, caravans, van parking 


 children’s playground  


 could become a ‘youth precinct’ with the 
creation of an indoor venue, free wifi, 
connection to schools with cycle and walk 
ways.  


 new formalised carparking spaces along 
Stuart Street (extension) and Byron Street 


 


14 Provide skate-able pathway links to the 
skate park.  Potential for development as a 
youth hub 


 


17  Walking/ cycling loop around town - Rail 


Corridor to Lomath Park to the Swimming Pool, 
then along Palm Park to Heritage Park and the 
river. Could incorporate a heritage walking trail 
and sculpture trail. 
 


18  Connect the Community Garden to the 


creek 
 


Community Facilities   The High School. 


 Mullumbimby Museum.  


 Swimming Pool.  


 Bowls Club.  


 Drill Hall Theatre  


 Council is mowing large areas of parkland 
that are not well-utilised (eg fields at 
Lomath Park and the sportsfields). Should 
the underutilised land be sold and more 
suitable land purchased for community use 
as open space? Or should the land be 
redeveloped for alternative uses? 


 2     New Education Facility (part of future 


development of  Lot 22). Ideas include: 
o TAFE college 
o Centre for innovation in sustainable living - 


associated with the community garden 
o Centre for use by high school students 


(vocational training, high performing 
students)  


 


9   Upgrade the Swimming Pool: 


o  extend the pool grounds by acquiring land 
from the Bowling Club and/or including the 
land at the rear of the pool along the creek 


o enhance the amenity of the pool grounds 
with landscaping, shade trees, picnic 
shelters, BBQs, tables and seats, children’s 
playspace and emphasise its connection to 
the creek 


o provide walk/cycle path connections to the 
pool from residential areas  


o improve disabled access. 
o provide some shade over part of the pool, 
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Mullumbimby Precinct 5 Table 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


eg shallow end.  
o additional classes eg music aerobics,  
o extend the swimming season (heated 


through winter).  
  


Land Uses     3    Potential new residential area - Land to 


be further investigated for suitability for 
future subdivision and development for 
residential housing. Discussions suggested 
this land is possibly suitable for rezoning 
and masterplanned to include a mix of lot 
sizes and housing forms including mixed 
use and medium density options (eg. a tiny 
house village with micro-enterprises) as 
well as community recreation facilities and 
environmental protection areas (eg along 
the creek).  
Lot 22 – Development could incorporate 
revegetation of lands not suitable for 
development as well as a landscaped 
buffer of native vegetation along the 
perimeter of the new estate to provide a 
visually attractive entrance into town.  
Ann Street Release Area – EOI process has 
identified the landowner’s interest in 
providing Seniors Living proposed by 
landowner. This could be a Community 
Owned (Land Trust). 
 
Importance of integrated approach to 
floodplain management on this land and 
as part of the wider catchment was raised. 
 


15   Department of Education land repurposed 


- Land is currently used by the Mullum 
High School for agriculture practical 
classes. Relocate this use to the 
Community Garden and repurpose the 
land as public open space. It is an 
important link in the open space network 
connecting the hospital site to the 
cemetery and river. 


Culture – Public Art      


Culture – Events  20   The Drill Hall Theatre – existing performing   Outdoor Cinema at the sports fields/Lomath  
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Mullumbimby Precinct 5 Table 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


arts space; corner of Fern St and Jubilee 
Ave. 


 


21    Mullumbimby Museum - site of the 


monthly Community Market; corner of 
Myokum and Stuart Streets. 


 


oval.  


 The Sports Fields could be used as a flexible 
events space. Youth events. 


Culture – 
Heritage/History  


18  Old Hospital Site  Demolition of historical buildings.    


Sustainability     Solar lighting in all community facilities and 
parks.  


 


Natural Environment   River/Creek.  


 Vegetation along the creeks.  


 The Creek is eroding – behind the pool site.  


 Land at the back of the High School was 
weedy and unmaintained. Due to a recent 
project it has been de-weeded but is still a 
vacant underutilised space.   


 If too much emphasis is put into swimming 
in creeks and rivers this will severely impact 
the use of the Swimming Pool. Concentrate 
on enhancing the environment around the 
creeks and rivers, leave swimming for the 
pool. 


 4   Support Landcare to continue rehabilitation 


of riparian vegetation and on-going 
maintenance works along the river and 
creeks.  


Economy      
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Mullumbimby Precinct 6 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


Heritage      


Built Form      Improve drainage system. 


Housing    Mullumbimby is flood prone but Council 
cannot ban development on flood plains. 
Adaptable housing designs should be 
considered for these areas, while still 
keeping in with the heritage village feel.   


 1 Infill development in the R5 zoned land – 
more housing in this area due to its 
relatively close cycling proximity to the 
town centre. 


 


 Many internet based businesses moving out 
to Tallowood due to NBN availability there – 
opportunity for work/live developments at 
Tallowood and all new estate areas. Ensure 
zoning supports this. 


 


Access and Movement    Bridge over the river connecting Tallowood 
Estate to over to the northern residential 
area will be unaffordable. Are S94 
contributions already being collected for 
this purpose? 


 Important to ensure easy walking and 
cycling connectivity from Tallowood Estate 
and surrounding residential to the centre of 
town. 


2 Potential locations for pedestrian/ cycle 
footbridges to connect the walking/ cycle 
path network. The bridges would improve 
connectivity within the town and also 
create circuits for recreational walking and 
cycling. 


 


4      Design and build a comprehensive 


walk/cyclepath network - Enable children 
and youth to get around independently 
and promote cycling as a mode of 
transport through the construction of a 
comprehensive cyclepath network linking 
residential areas to local schools and the 
town centre. Also provides recreational 
walking/ cycling circuits which encourage 
active communities and support 
community health. 


 


Public Domain – 
Streetscapes  


    


Public Domain – Parks & 
Open Spaces  


 Park to be developed in the Tallowood 
Ridge Estate – Plover Park? 


 Children’s playgrounds and BBQ areas are in 
need of more shade sails or roofing.  


  Improve the parks along the Brunswick 
River. 


 Inclusion of dog walking parks. 
 


Community Facilities  5 Conserve the cemetery  
7  Old Hospital site recently acquired by Council 
for community use. 


 Retain cemetery as public land and consider 
complimentary uses eg. recreational 
walking, dog walking 


 7      Old Hospital Site - The community want a 


say in future redevelopment and potential 
uses of this site. Council has established a 
Community Project Reference Group.  
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Mullumbimby Precinct 6 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


 


Land Uses  6 Retain as open space - Council to acquire 
this undeveloped land parcel for community 
use as part of the open space network 


  6 Land currently owned by the Department of 
Education and used by Mullum High School 
for practical classes in Agriculture. Council 
to consider acquiring this land for 
community use as it links the Old Hospital 
Site to the cemetery and the river. 


 


Culture – Public Art      


Culture – Events      


Culture – 
Heritage/History  


 Celebrate the connection to agriculture.    


Sustainability      


Natural Environment   The river and creeks and their riparian 
vegetation 


 Water quality of the river.   3 Create contiguous green corridors for 
wildlife habitat and movement - Continue 
revegetation/ restoration of riparian areas 
and connect large patches of bushland in 
the urban landscape. Retain the Tallowood 
forest on Tallowood Ridge and connect it to 
the Brunswick River corridor via the riparian 
corridors along local creeks. 


 


 Improve the water quality of the river to 
make it swimmable once again.  


 


Economy   New residential areas such as Tallowood 
have NBN installed. 
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Mullumbimby Precinct 7 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


Heritage   Showground    


Built Form     Enhance the housing quality   Upgrade/improve the drainage.  


Housing    Flood prone area.   Adapt housing to suite the flood prone land. 


 No heritage restrictions in this area so 
housing can be altered/modified 
Opportunity for residential infill 
development. 


  


 


Access and Movement    Not enough parking around the sports 
fields.  


 Lack of pedestrian and cycle connectivity 
between this residential precinct, schools, 
town centre and other community facilities. 


 Need pedestrian crossings near Federation 
Bridge.  


 Design in recreational walking/ cycling 
circuits especially along the river. 


 Need footbridge over river to link Pine 
Avenue Precinct to town. 


 Connect Tallowood Estate to Coral Avenue 
and Showground through walk/ cycle ways. 


 Pathway and footbridge to connect St Johns 
Primary School to Pine Avenue sportsfields.   


 


3  Bike lane on Main Arm Rd. 


 


6   New pedestrian cycle bridge over river. 


Provides a direct link to the town centre and 
both the primary and high schools from the 
Pine Avenue residential area. 


 


 Improve safety for pedestrians crossing at 
Federation Bridge.  


 


Public Domain – 
Streetscapes  


   Street tree planting to local roads and 
residential streets 


 Enhance the north-eastern entry point into 
town (and the Showground) on Main Arm 
Road with street tree planting.  


1 Enhance the north-western town entry - 
Move town entry sign to this location and 
install street trees and garden beds to mark 
the start of the urban area and slow 
vehicles down. Extend the 50km/hr speed 
limit on Main Arm Road to the Summerland 
Christian School. 


 


 Formalise parking around Pine Ave 
sportsfields 


 Street tree planting plan using species 
native to the area. 


 


Public Domain – Parks & 
Open Spaces  


5 Rotary Park – Retain the labelled arboretum 


of native trees along the creek in the Pine 
Avenue sportsfields. 
  


 Soccer fields in Pine Ave sportsfields.  


 Public access to waterfront land along the 
river.  


  Install cyclepaths to enhance walking and 
cycling opportunities along the river with 
bridge link to town centre. 


 Creation of a natural riverside park with 
botanic gardens and dog walking areas.  


 


2 Develop the Showground as a multi-purpose 


community space 
 


7 Recreational walk/ cycle trail along the river 


Community Facilities   Showground 


 St Johns Primary School 


 Need a neighbourhood shop and hall as a 
focus/ bump in place for the local 
community in a central location within the 
precinct. As Mullumbimby has grown it is 
becoming increasingly difficult to get into 


  Rezone land to enable development of a 
neighbourhood centre - corner shop/ café 
co-located with a  children’s playspace and 
community hall in a central location, as a 
meeting place/hub/ focal point for 
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Mullumbimby Precinct 7 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


town to pick up small grocery items (bread, 
milk, an iceblock for the kids etc). 


residents in this precinct. Possible locations 
include the Pine Ave sportsfields or the 
Showground. 


Land Uses   Public access and connections to the River.  
 


   


Culture – Public Art      


Culture – Events   Annual Mullumbimby Show  


 Weekly Farmers Markets  


 Monthly Community Market 


 Current Showground Trust conflict between 
the Show and the Farmers Market  


 The Farmers Markets, Monthly Community 
Market and other such events are very 
significant to some of the older more lonely 
community members; they have become a 
social space for them to interact with others 
they wouldn’t usually speak with. 


  Would like to see an additional market day, 
for example every 2nd Saturday or Sunday.  


Culture – 
Heritage/History  


 The Mullumbimby Showgrounds.  


 Historically Mullumbimby serviced Farmers. 
The connection to agriculture.  


 The Mullumbimby Show.  


 If there is no Show for 2 consecutive years 
then Crown Land can seize the land back to 
do with as they wish. With a lack of funding 
for the Show this could be likely to happen.  


 Showground as a multi-purpose event 
space to raise funds for site maintenance 
and The Show. Get advice from Bangalow 
Show s355 Committee 


 The Showgrounds Trust needs to have more 
input from the Community Groups involved, 
instead of every group out for their own 
agenda. Working together could save the 
Show and the Showgrounds.  


 


Sustainability      Creation of a recycle/swap market.  


Natural Environment   Bat colony and arboretum at Pine Ave 
sportsfields. 


   Creation of signs to inform the community 
and visitors about the value of natural 
areas, teaching to protect and enhance the 
natural environment around Palm Park and 
the river parks.  


 Check the stability of the river banks.  
 


Economy      
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Mullumbimby Precinct 8 Table 
updated (in red) October 2017 following ‘Precincts Workshop’ 


 Existing values and functions to 
protect: 


Issues: Future directions: Actions/opportunities: 


Heritage   Do not sell the land – Keep as public land 
for community use. 


 Acknowledge the rural heritage and history 
of innovation on this site. The farmer (Mr 
Valance) was a pioneer and innovator in 
that he trialled the cultivation of sub-
tropical species not previously grown in the 
area and thus was instrumental in 
influencing change in local farming 
practices. 


 


   Do not sell the land – Keep for community 
use. 


 Acknowledge the rural heritage and history 
of innovation on this site. 


 Growing specialist crops for sustainability 
continues the farmer’s legacy of innovation 
and change towards more sustainable land 
management practices. 


Built Form      


Housing    Could incorporate a range of accommodation 
options: 


o Rural cabins 
o Campground 
o High end eco-tourist hotel/ resort 
 


 Ancillary Use - Short term accommodation / 
holiday letting  


Access and Movement    Pedestrian/cycle connections from Valences 
Road to the town centre via the Rail Corridor 


No access to the site for regular vehicles other 
than those servicing the Council assets.  
Visitor access via the rail corridor by one of 
the following modes only:  


 On foot  


 Cycling 


 Electric golf buggy 


 Small electric car 


 River boat arrival 
Need to negotiate with the adjoining 
landowner to the west for an easement for 
public access / link to the rail corridor. 


  


Public Domain – 
Streetscapes  


    


Public Domain – Parks & 
Open Spaces  


    


Community Facilities      Youth attractor – nature play facility. 
Suitable for children of all ages 


 


Land Uses     The centre will provide education about the 
contemporary approach to sewage 
treatment  via wetlands, cropping and 
closed loop recycling (production of 
biochar, water for irrigation etc 


 Primary Use for Yellow Area  - Research & 
Education Centre with conference and 
convention centre facilities  


 Live/work incubator space 
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Culture – Public Art      


Culture – Events      


Culture – 
Heritage/History  


    


Sustainability      Renewable energy generation – solar farm 


Natural Environment      


Economy      Land tenure options – Council could partner 
with: 
o University 
o Private corporations 


 


 Potential funding sources: 
o Crowd funding 
o Income from tourism and 


accommodation  
 


 Ethical business naming options for parts 
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BACKGROUND 


 
The property known as The Farm is located at Lot 1 DP780234 and Lot 5 DP848222, at the corner of 
Ewingsdale Road and Woodford Lane, Byron Bay.   
 


 
 
The whole of the land is zoned RU1 Primary Production under Byron Local Environmental Plan 2014 
(BLEP2014).  It contains a working farm and a cluster of buildings in the south-west part of the site, 
housing a number of individual businesses, generally associated with the primary production activities. 
 
Farming at the site is being undertaken by individual ‘share farmers’, who each lease plots within the 
site, averaging 0.5-1.0ha.  The approved and proposed uses within the building cluster are designed to 
provide an on-site market for the produce grown on the site.   
 
This model provides small-scale framers with a viable and affordable opportunity to get started in 
agriculture, and the provision of an on-site market for their goods provides a financial incentive and 
return. 
 
The commercial operators, particularly the restaurant operators, work with the farmers to ensure that 
there is a diversity of products grown on-site and work to plan future plantings to maintain appropriate 
seasonal crops. 
 
A secondary objective of the operation is food education, and The Farm offers vocational training events 
for farmers as well as farm tours for school groups, families and individuals, aimed at exposing the wider 
community to agriculture. 
 
The following two Development Consents have been issued: 
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DA 10.2013.626.1 – Cheese Making Facility and Farm Café; Approved 22 May 2014 


Approved uses: Restaurant / café;  


 Roadside stall; 


 Gelato/ coffee bar; 


 Cheese making facility (not constructed); 


 Car parking for 45 cars, 2 buses, 1 loading bay and 13 bicycles spaces, 
with new access from Woodford Lane; and 


 On-site waste water system. 


 
DA 10.2015.151.1 – Agricultural Training Facility, Plant Nursery and Farm Produce Kitchen. 


Approved uses: Change of use of previously approved Rural Workers’ Dwelling to 
“agricultural training facility”; 


 Change of use of a small existing shed and its curtilage to a plant 
nursery; 


 An extension of the existing food preparation / kitchen area associated 
with the café/ restaurant partly into the area previously approved for 
cheese making; 


 Car parking to provide for a total of 199 cars, 2 buses, 1 loading bay and 
20 bicycles spaces; and 


 Upgrade to on-site wastewater system. 


 
Activities at The Farm have been subject to a number of previous Council resolutions, primarily relating 
to land uses extending beyond the parameters of the approval, or in relation to additional unauthorised 
uses of the site. 
 
On 25 August 2016, Council resolved (in part): 
 
(16-465) 


 That Council staff undertake a Compliance Audit of the existing operation, particularly in relation to 
compliance with conditions of approval for DA 10.2013.626.1, and, as a result of the audit, prepare a 
detailed Audit Action Plan. 


 That Council invites The Farm to lodge a joint Planning Proposal, Master Plan and Development 
Application, within 60 days of the date of this resolution, to regularise unauthorised activities and 
uses on the land 


 
In accordance with this resolution, The Farm’s planning consultants lodged a Development Application 
(10.2016.698.1) and a Planning Proposal (26.2016.6.1) in late October 2016.  
 
DA 10.2016.698.1 proposed:  


 Change of Use of the approved “cheese making facility” to agricultural produce industry and 
industrial retail outlet (bakery); and  


 Change of use of the existing approved dwelling house for use as ancillary offices for the existing 
approved restaurant and farm.  


 
The application for a Planning Proposal (26.2016.6.1) sought “a site-specific amendment to Byron Local 
Environmental Plan 2014 (BLEP14) to update Schedule 1 to permit certain additional land uses on the 
subject land, including: 


 retail premises - shop/ food and drink premises;  


 information and education facility;  
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 recreation facility (indoor); and  


 business premises”.  
 
Following assessment of the applications and discussions with proponents, development application 
10.2016.698.1 was withdrawn on 19 April 2017.  The applicants also agreed to amend the Planning 
Proposal application such that it now deals only with existing land uses at the site.  The updated 
Planning Proposal application was submitted on 23 August 2017. 
 
At the meeting of 26 October 2017, Council considered a report on the matter and resolved, in part, (17-
514): 
 


1. That Council support the application for a Planning Proposal and authorise the Director SEE to 
negotiate with the applicant to facilitate the preparation of a Planning Proposal at the applicant’s 
cost.  


2. That Council’s support of the Planning Proposal is withdrawn in the event that a costs agreement 
for the processing of the Planning Proposal not be executed within 28 days of the date of this 
resolution ie close of business 23 November 2017.  


3. That the Planning Proposal deal only with the following uses on the site:  


- Wholesale Bakery  


- Agricultural training/education facilities  


- Administration offices  


- Small-scale information centre  


and that it be reported back to Council at the meeting of December 2017 for further deliberation 
prior to it being forwarded to the NSW Dept of Planning and Environment for a Gateway 
Determination. 


 
The Planning Proposal has been prepared in response to this resolution and with reference to the 
Department of Planning and Environment’s Guidelines “A guide to preparing planning proposals” and “A 
guide to preparing local environmental plans”. 
 
 
 
 
 
 
.
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PART 1 Objectives and Intended Outcomes of the Proposed Instrument 
 
The objective of this Planning Proposal is to amend Byron Local Environmental Plan 2014 (LEP2014) to 
authorise land uses at The Farm, Ewingsdale, which are directly associated with primary production at 
that site. 
 
The intended outcome of the amendment to the LEP is that an additional clause be added to Schedule 
1 of the LEP, listing ‘additional permitted uses’ for the site.  The clause will establish a Farming 
Precinct and a Rural Activities Precinct at the property, and nominate land uses that can be permitted 
with consent in the Rural Activities Precinct.  Matters for consideration and development controls will be 
also be contained, to ensure that the nominated uses have, and maintain, an essential association with 
the primary production undertaken in the Farming Precinct. 
 
The amendment to the LEP will not alter the existing RU1 zoning of the land. 
 
 


PART 2 Explanations of Provisions to be included in the Proposed Instrument  
 
The Planning Proposal amends Byron LEP 2014 by including the following within Schedule 1 Additional 
Permitted Uses: 
 
9. Use of certain land at Ewingsdale Road, Ewingsdale 


(1) This clause applies to land at Ewingsdale Road, Ewingsdale (known as The Farm) being Lot 1, 
DP 780234 and Lot 5, DP 848222, and identified as “Area E” on the Additional Permitted Uses 
Map. 


(2) The purpose of the Rural Activity Precinct shown on the Additional Permitted Uses Map is to 
provide commercial outlets for farming products grown on site and opportunities for the 
community to learn about and appreciate farming. 


It applies to a cluster of existing buildings in the south-west corner of the property (see Map). 


(3) Within the Rural Activity Precinct shown on the Additional Permitted Uses Map, development 
for the following purposes is permitted with consent (in addition to uses permitted with consent 
in the RU1 zone): 


(a) Wholesale Bakery; 


(b) Agricultural training/ education facilities; 


(c) Administration offices; 


(d) Small-scale information centre. 


In this clause: 


wholesale bakery means an area within an existing building used for the preparation of bread 
and other bakery goods, provided that a minimum of 70% of the products produced contain 
ingredients sourced directly from the property. 


agricultural training / education facilities means areas within existing buildings utilised for 
the provision of small group training, where that training is directly related to agriculture or rural 
industry, excluding training relating to marketing and/ or administration aspects of agriculture. 


administration offices means areas within an existing building utilised for the management of 
agricultural or ancillary business that are conducted on the property. 


small scale information centre means a building used for the display of information relating to 
the property and its uses, or as a gathering point for individuals and groups undertaking 
training, education or recreational activities at the site. 


(4) Development consent must not be granted for any use within the Rural Activity Precinct 
unless the consent authority is satisfied that: 



https://www.legislation.nsw.gov.au/#/view/EPI/2014/297/maps

https://www.legislation.nsw.gov.au/#/view/EPI/2014/297/maps
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(a) the use has an essential association with existing agricultural/ primary production activities 
undertaken within the Farming Precinct at the site or enables or enhances agricultural 
production on the site; 


(b) the use will not limit the operation and/ or expansion of adjoining and nearby agricultural 
uses; 


(c) wastewater generated by the proposed use will be within the treatment and disposal 
capacity of the approved on-site wastewater management system; 


(d) there are no new or additional buildings proposed on the site; 


(e) traffic generated by the proposed use will not result in total peak hour trips (i.e. from the 
site as a whole), exceeding 200 trips outside of school holiday periods or 350 trips during 
holiday periods; 


(f) individual events undertaken within agricultural training/ education facilities involve a 
maximum of 30 people, with the exception of school groups, which can have a maximum of 
50 students; and 


(g) there will be no more than 1 training/ education event per week within the agricultural 
training/ education facilities; 


(5) The purpose of the Farming Precinct shown on the Additional Permitted Uses Map is to 
preserve the bulk of the property for primary production and facilitate innovative community 
farming models.  


(6) The secondary purpose of the Farming Precinct is to provide opportunities for agricultural 
education/ appreciation and low-scale recreational activities that are directly related to primary 
production. 


(7) Within the Farming Precinct shown on the Additional Permitted Uses Map, development for 
the following purposes is permitted with consent: 


(a) Farm field days and exhibitions; 


(b) Farm tours for educational purposes, including individuals, school groups, and other 
groups of up to 30 people at a time, or 50 students in the case of a school group; 


(8) Development consent must not be granted for a farm field day or exhibition within the Farming 
Precinct unless the consent authority is satisfied that: 


(a) there are a maximum of 4 such events in any calendar year; 


(b) there are no more than 100 people attending any individual event; 


(c) events are scheduled such that event traffic avoids morning and afternoon peak hour 
periods; 


(d) events will not occur concurrently with any use of the agricultural training / education 
facilities within the Rural Activities Precinct; 


(e) a Noise Management and Monitoring Plan has been prepared for each event, including: 


 details to ensure adequate measures, roles and responsibilities are in place to ensure 
that event noise remains inaudible above background levels at nearby dwellings;   


 assessment of expected noise impacts; 


 detailed examination of all feasible and reasonable management practices that will be 
implemented to minimise noise impacts 


 strategies to promptly deal with and address noise complaints.  This should include 
any records that should be kept in receiving and responding to any noise complaints; 


 details of performance evaluating procedures (for example, sound checks on amplified 
music or public address systems); 


 procedures for notifying nearby residents living within 1 kilometre of the property of 
forthcoming events, times that they are likely to notice noise emanating from the site 
and the contact details for the onsite manager for complaints and queries to be made, 
and responded to; 


 operational details about the use of any noise monitoring equipment to record sound 
pressure levels around the property;  
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 name and qualifications of person who prepared the report; and 


 protocols for the monitoring of the event, including a requirement that a report be 
provided to Council following the event.  


(9) Within the Farming Precinct shown on the Additional Permitted Uses Map, development for 
the following purposes is permitted without consent: 


(a) Family picnics; 


(b) Individual / small group (up to 10 people) unaccompanied meanders. 
 
 


PART 3 Justification  
 
Section A – Need for the Planning Proposal 
 
Q1. Is the planning proposal a result of any strategic study or report? 


No.  The Planning Proposal proposes an ‘additional permitted uses’ amendment to the LEP to 
address existing uses at land known as The Farm, which have commenced and/or expanded 
without authorisation.  


 
Q2. Is the planning proposal the best means of achieving the objectives or intended outcomes, 


or is there a better way? 


While some of the individual uses included in the draft clause may be permissible with consent in 
the RU1 zone, the provisions of cl. 6.8 of the LEP operate to restrict rural tourism development to 
a scale which can be managed by the owner of the land. 


The scale of the existing uses at The Farm currently exceeds that threshold, preventing 
development consent. 


The planning proposal, however, does not seek to alter the existing RU1 Primary Production 
zoning of the site.   


The primary production use of the land remains the primary focus of activities at the site, and the 
planning proposal aims to reinforce that by ensuring that any approved use has an essential 
association with existing agricultural/ primary production activities undertaken within the Farming 
Precinct at the site, or enables or enhances agricultural production at the site. 


The additional permitted uses clause, therefore, is the best mechanism to provide for continuation 
of a number of rural tourism uses of the land, conducted in association with agricultural production 
at the site, in a manner that maintains the primary production objectives of the zone. 


 
Q3. Is there a net community benefit? 


The Net Community Benefit (NCB) Criteria are identified in the NSW Government’s publication 
Draft Centres Policy, 2009, which states that the Net Community Benefit Test should be used to 
assess the merits of rezoning in the following circumstances: 


 proposals to develop within an existing centre where the current zoning does not permit the use 


 proposals to develop outside an existing centre where the current zoning does not permit the 
use 


 proposals to create a new centre. 


Assessment against the Net Community Benefit Assessment Criteria is not appropriate for a 
planning proposal that deals with a rural land uses in the RU1 zone. 


 
Section B – Relationship to strategic planning framework 
 
Q4. Is the planning proposal consistent with the objectives and actions of the applicable 


regional or sub-regional strategy? 
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The subject site is not located within the Urban Growth Area boundary under the North Coast 
Regional Plan 2036.  It is within the ‘coastal strip’ as identified in that plan. 


The planning proposal is consistent with the following Regional Priorities, identified for Byron Shire 
within the Regional Plan: 


 Support a strong and diversified economy based on Byron Shire’s unique character, 
landscapes and important farmland.  


 Encourage new opportunities for agribusiness, particularly in relation to organic and boutique 
food production. 


The NCRP also contains principles that should be addressed for land that is outside that Urban 
Growth Area.  The following table addresses these principles in relation to the planning proposal: 


Urban Growth Variation Principles 


Policy  The variation needs to be 
consistent with the objectives and 
outcomes in the North Coast Regional 
Plan 2036 and any relevant Section 
117 Directions and State 
Environmental Planning Policies, and 
should consider the intent of any 
applicable local growth management 
strategy. 


Goal 1: The most stunning environment in NSW 


Principle 2: Manage the sensitive coastal strip 


The site is not contiguous with the urban growth area 
boundary.  However, the planning proposal does not 
facilitate urban or rural residential development. 


Principle 3: Provide great places to live and work in a 
unique environment 


The planning proposal will assist in maintaining The 
Farm as a place to work, associated with primary 
production activities at the site. 


Goal 2: A thriving, interconnected economy 


Direction 11:  Protect and enhance productive 
agricultural lands 


Action 11.4 Encourage niche commercial, tourist and 
recreation activities that complement and promote a 
stronger agricultural sector, and build the sector’s 
capacity to adapt to changing circumstances. 


The planning proposal seeks to ensure that future 
commercial and/ or tourism uses of the land retain an 
essential association with the primary production 
activities undertaken at the site. 


In this way, future uses will compliment existing 
agriculture, and also facilitate new and additional smaller-
scale farming ventures. 


S117 Directions and State Environmental Planning 
Policies are addressed below. 


  


Infrastructure The variation needs to 
consider the use of committed and 
planned major transport, water and 
sewerage infrastructure, and have no 
cost to government. 


The variation should only be 
permitted if adequate and cost-
effective infrastructure can be 
provided to match the expected 
population. 


The planning proposal addresses existing land uses, 
which are serviced by way of an on-site wastewater 
management system.  There have been a number of 
recent upgrades to the system and Council is now 
satisfied that the system is operating in accordance with 
the terms of its approval to operate, and that it has 
adequate capacity to service the uses at the site. 


The site is well-located in terms of transport routes, 
although investigations are currently underway to plan for 
future upgrades of adjacent intersections, including the 
motorway interchange. 


Reticulated water supply is available by way of a Rous 
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Urban Growth Variation Principles 


County Council main, and is augmented by rainwater 
capture. 


  


Environmental and farmland 
protection  The variation should avoid 
areas 


 


 of high heritage value While there are a number of heritage items in the locality, 
the site itself does not contain any items of areas with 
heritage value. 


 of high environmental value The site contains some areas of environmental value, in 
and around Simpsons Creek, located in the eastern 
sector. 


The uses facilitated by the planning proposal are located 
away from the Simpsons Creek riparian area.  The Farm 
management has implemented significant riparian 
revegetation works adjacent to Simpsons Creek. 


 mapped as important farmland, 
unless consistent with the interim 
variation criteria prior to finalising 
the farmland mapping review  


See discussion below 


  


Land use conflict The variation must 
be appropriately separated from 
incompatible land uses, including 
agricultural activities, sewage 
treatment plants, waste facilities and 
productive resource lands. 


The potential for land use conflicts, associated with uses 
in the rural activities precinct, can be managed by 
controls on the nature and scale of development within 
that precinct and by the provision of appropriate buffers 
within the subject land. 


  


Avoiding risk The variation must avoid 
physically constrained land identified 
as: 


 


 flood prone The site is not flood prone. 


 Bushfire prone The site is not bushfire prone. 


 highly erodible The slopes of the site do not present erosion risks. 


 having a severe slope The site does not have severe slopes. 


 having acid sulfate soils The site does not contain acid sulfate soils. 


  


Heritage The variation must protect 
and manage Aboriginal and non-
Aboriginal heritage. 


There are no known Aboriginal or non-Aboriginal heritage 
areas. 


  


Coastal area Only minor and 
contiguous variations to urban growth 
areas in the coastal area will be 
considered due to its environmental 
sensitivity and the range of land uses 
competing for this limited area. 


The planning proposal does not propose to alter the 
existing RU1 zone. 
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Important Farmland Interim Variation Principles 


Agricultural capability   The land does have agricultural capability and is currently used for 
primary production.  The planning proposal seeks to facilitate non-
agricultural uses that are directly associated with the existing 
agriculture. 


  


Land use conflict The land adjoins an existing farm to the north, which is used for 
macadamias and cattle.  The owner of that land has concerns 
regarding the potential impacts of The Farm’s non-agricultural uses on 
his ability to farm.   


In the main, these concerns can be addressed by: 


 controls on the nature and scale of land uses permitted within the 
Rural Activities Precinct; 


 the provision of appropriate buffers between the two properties; 


 ensuring that all disposal areas for treated wastewater flow away 
from the adjoining property; and 


 ensuring that The Farm have appropriate management measures 
in place to address biosecurity risks. 


  


Infrastructure There is an existing approved wastewater management system, which 
has been upgraded in recent time.  Recent monitoring has 
demonstrated that the system is working in accordance with the 
performance criteria established by the approval to operate. 


The subsurface irrigation area consists of a number of individual cells.  
One cell is located on land that falls toward the property boundary, 
while the remaining cells are within land that falls back into the site. 


It is possible to relocate the one cell that falls toward the neighbours’ 
property, to ensure that the risk of off-site contamination is removed.   


  


Environment and 
Heritage 


The proposed land uses will not have an adverse impact on areas of 
high environmental value or Aboriginal or historic heritage 
significance. 


Environmental enhancement works have been undertaken in 
conjunction with The Farm uses in the riparian area of Simpsons 
Creek that have improved the environmental value of that creek.  


  


Avoiding Risk The proposal raises no issues in regard to environmental risks. 


 
Q5. Is the planning proposal consistent with Council’s local strategy or other local strategic 


plan? 


Council has recently adopted a Rural Land Use Strategy.  One of the key policy directions in that 
strategy is the protection of important farmland and support for farming and rural industry. 
 
The planning proposal is consistent with this policy direction in that it aims to ensure that primary 
production remains to the dominant use of the land, with uses within the activities precinct only 
permitted where they maintain an essential association with the onsite agriculture. 
 


Q6. Is the planning proposal consistent with applicable State Environmental Planning Policies? 


The State Environmental Planning Policies (SEPP) relevant to this planning proposal are 
addressed below.   
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SEPP Compliance of Planning Proposal 


SEPP 14 Coastal Wetlands There are no coastal wetlands mapped within the vicinity of the 
subject land. 


SEPP 26 Littoral Rainforests There are no littoral rainforest areas on the site or on adjoining 
lands. 


SEPP 44 Koala Habitat 
Protection 


The site does not contain any koala habitat. 


SEPP 55 Remediation of 
Land 


Preliminary site investigations were undertaken in association with 
previous development proposals for the site, demonstrating that 
the land is suitable for the uses approved. 


SEPP (Rural Lands) 2008 The Rural Planning Principles established within this SEPP are 
addressed below. 


 
Q7. Is the planning proposal consistent with applicable Ministerial Directions (s.117 


directions)? 


Unless otherwise noted the Planning Proposal is consistent with applicable Ministerial Directions 
as follows: 


 


S117 
Direction 


Application Relevance to this 
planning proposal 


Consistency 
with 
direction 


1. Employment and Resources 


1.1 Business 
and Industrial 
Zones 


Applies when a relevant planning 
authority prepares a planning proposal 
that will affect land within an existing or 
proposed business or industrial zone 
(including the alteration of any existing 
business or industrial zone boundary). 


Not applicable. N/A 


1.2 Rural 
Zones 


Applies when a relevant planning 
authority prepares a planning proposal 
that will affect land within an existing or 
proposed rural zone (including the 
alteration of any existing rural zone 
boundary). 
Under this direction a planning proposal 
must: 
(a) not rezone land from a rural zone to 


a residential, business, industrial, 
village or tourist zone. 


(b) not contain provisions that will 
increase the permissible density of 
land within a rural zone (other than 
land within an existing town or 
village). 


The planning proposal does 
not aim to change the existing 
rural zoning of the site. 
The proposal does not alter lot 
size or density provisions. 


Consistent. 
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S117 
Direction 


Application Relevance to this 
planning proposal 


Consistency 
with 
direction 


1.3 Mining, 
Petroleum 
Production and 
Extractive 
Industries 


Applies when a relevant planning 
authority prepares a planning proposal 
that would have the effect of: 


(a) prohibiting the mining of coal or other 
minerals, production of petroleum, or 
winning or obtaining of extractive 
materials, or 


(b) restricting the potential development 
of resources of coal, other minerals, 
petroleum or extractive materials 
which are of State or regional 
significance by permitting a land use 
that is likely to be incompatible with 
such development. 


Nothing in this planning 
proposal will prohibit or restrict 
exploration or mining or the 
extraction of other material. 


N/A 


1.4 Oyster 
Aquaculture 


Applies when a relevant planning 
authority prepares any planning proposal 
that proposes a change in land use 
which could result in: 


(a) adverse impacts on a Priority Oyster 
Aquaculture Area or a “current oyster 
aquaculture lease in the national 
parks estate”, or 


(b) incompatible use of land between 
oyster aquaculture in a Priority 
Oyster Aquaculture Area or a 
“current oyster aquaculture lease in 
the national parks estate” and other 
land uses. 


The planning proposal does 
not impact on any Priority 
Oyster Aquaculture Areas 
(POAA). 


N/A 


1.5 Rural 
Lands 


Applies when: 


(a) a relevant planning authority 
prepares a planning proposal that 
will affect land within an existing or 
proposed rural or environment 
protection zone (including the 
alteration of any existing rural or 
environment protection zone 
boundary), or 


(b) a relevant planning authority 
prepares a planning proposal that 
changes the existing minimum lot 
size on land within a rural or 
environment protection zone. 


A planning proposal to which 
clauses (a) and (b) apply must be 
consistent with the Rural Planning 
Principles listed in State Environmental 
Planning Policy (Rural Lands) 2008. 


The Rural Planning Principles 
are addressed in the table 
below.   


It is considered that the 
planning proposal is consistent 
with all of the relevant rural 
planning provisions. 


Consistent 
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S117 
Direction 


Application Relevance to this 
planning proposal 


Consistency 
with 
direction 


Rural Planning Principles 


the promotion and protection of opportunities for current 
and potential productive and sustainable economic 
activities in rural areas 


The planning proposal will provide for a number 
of uses that are directly ancillary to existing 
agriculture on the land.  Further, the provision 
of the complimentary land uses will ensure that 
the farming activities on the land remain viable, 
by providing an on-site market for the primary 
produce. 


recognition of the importance of rural lands and 
agriculture and the changing nature of agriculture and of 
trends, demands and issues in agriculture in the area, 
region or State, 


The planning proposal is consistent in that it 
provides a mechanism that will ensure the 
continuing viability of the innovative, small scale 
farming model undertaken on the site.   


Permitting agricultural education / training uses 
will provide for opportunities to educate the 
wider community about the importance of 
agriculture. 


recognition of the significance of rural land uses to the 
State and rural communities, including the social and 
economic benefits of rural land use and development, 


Social and economic assessments have been 
undertaken and submitted in support of the 
planning proposal, demonstrating that the 
existing operation provides a substantial 
contribution to the local community and to the 
wider region. 


in planning for rural lands, to balance the social, 
economic and environmental interests of the community, 


The proposed additional uses provisions aims 
to achieve this by ensuring that non-farming 
uses retain an essential association with 
agriculture at the site. 


the identification and protection of natural resources, 
having regard to maintaining biodiversity, the protection 
of native vegetation, the importance of water resources 
and avoiding constrained land, 


Significant riparian revegetation works have 
been undertaken around Simpsons Creek. 


the provision of opportunities for rural lifestyle, settlement 
and housing that contribute to the social and economic 
welfare of rural communities, 


Not applicable to this planning proposal. 


the consideration of impacts on services and 
infrastructure and appropriate location when providing for 
rural housing, 


Not applicable to this planning proposal. 


ensuring consistency with any applicable regional 
strategy of the Department of Planning or any applicable 
local strategy endorsed by the Director-General 


See above 


2. Environment and Heritage 


2.1 
Environment 
Protection 
Zones 


A planning proposal must include 
provisions that facilitate the protection 
and conservation of environmentally 
sensitive areas. 


A planning proposal that applies to land 
within an environment protection zone or 
land otherwise identified for environment 
protection purposes in a LEP must not 
reduce the environmental protection 


The planning proposal does 
not alter or remove any 
environment protection zone. 


N/A 
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S117 
Direction 


Application Relevance to this 
planning proposal 


Consistency 
with 
direction 


standards that apply to the land 
(including by modifying development 
standards that apply to the land).  This 
requirement does not apply to a change 
to a development standard for minimum 
lot size for a dwelling in accordance with 
clause (5) of Direction 1.5 “Rural Lands”. 


2.2 Coastal 
Protection 


Direction applies when a relevant 
planning authority prepares a planning 
proposal that applies to land in the 
coastal zone. 


The land affected by this 
proposal is located outside of 
the coastal zone. 


N/A 


2.3 Heritage 
Conservation 


A planning proposal must contain 
provisions that facilitate the conservation 
of: 


(a) Items, places, buildings, works, 
relics, moveable objects or precincts 
of environmental heritage 
significance to an area, in relation to 
the historical, scientific, cultural, 
social, archaeological, architectural, 
natural or aesthetic value of the item, 
area, object or place, identified in a 
study of the environmental heritage 
of the area, 


(b) Aboriginal objects or Aboriginal 
places that are protected under the 
National Parks and Wildlife Act 1974, 
and 


(c) Aboriginal areas, Aboriginal objects, 
Aboriginal places or landscapes 
identified by an Aboriginal heritage 
survey prepared by or on behalf of an 
Aboriginal Land Council, Aboriginal 
body or public authority and provided 
to the relevant planning authority, 
which identifies the area, object, 
place or landscape as being of 
heritage significance to Aboriginal 
culture and people. 


This planning proposal does 
not impact on any areas or 
items of heritage significance. 
 


N/A 


2.4 Recreation 
Vehicle Areas 


A planning proposal must not enable 
land to be developed for the purpose of 
a recreation vehicle area (within the 
meaning of the Recreation Vehicles Act 
1983). 


The proposal does not enable 
land to be developed for the 
purpose of a recreation vehicle 
area. 


N/A 


3. Housing, Infrastructure and Urban Development 


3.1 Residential 
Zones 


This direction applies when a relevant 
planning authority prepares a planning 
proposal that will affect land within: 


(a) an existing or proposed residential 
zone (including the alteration of any 


The planning proposal does 
not affect residential zoned 
land. 


N/A 
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S117 
Direction 


Application Relevance to this 
planning proposal 


Consistency 
with 
direction 


existing residential zone boundary), 


(b) any other zone in which significant 
residential development is permitted 
or proposed to be permitted. 


3.2 Caravan 
Parks and 
Manufactured 
Home Estates 


Applies when a relevant planning 
authority prepares a planning proposal 
that identifies suitable zones, locations 
and provisions for caravan parks. 


Not applicable to this planning 
proposal. 


N/A 


3.3 Home 
Occupations 


Planning proposals must permit home 
occupations to be carried out in dwelling-
houses without the need for 
development consent. 


This proposal does not alter 
home occupation provisions in 
Byron LEP 2014. 


N/A 


3.4 Integrating 
Land Use and 
Transport 


Applies when a relevant planning 
authority prepares a planning proposal 
that will create, alter or remove a zone or 
a provision relating to urban land, 
including land zoned for residential, 
business, industrial, village or tourist 
purposes. 


Not applicable to this planning 
proposal. 


N/A 


3.5 
Development 
Near Licensed 
Aerodrome 


Applies when a relevant planning 
authority prepares a planning proposal 
that will create, alter or remove a zone or 
a provision relating to land in the vicinity 
of a licensed aerodrome. 


The planning proposal will not 
alter provisions on land in the 
vicinity of the Tyagarah 
aerodrome.   


N/A 


4. Hazard and Risk 


4.1 Acid 
Sulfate Soils 


Applies when a relevant planning 
authority prepares a planning proposal 
that will apply to land having a 
probability of containing acid sulfate soils 
as shown on the Acid Sulfate Soils 
Planning Maps. 


The land is not mapped as 
being affected by Acid Sulfate 
Soils.  


N/A 


4.2 Mine 
Subsidence 
and Unstable 
Land 


Applies when a relevant planning 
authority prepares a planning proposal 
that permits development on land that is 
within a mine subsidence district. 


This proposal does not impact 
on any mine subsidence area. 


N/A 


4.3 Flood 
Prone Land 


Applies when a relevant planning 
authority prepares a planning proposal 
that creates, removes or alters a zone or 
a provision that affects flood prone land. 


The land is not flood prone. N/A 


4.4 Planning 
for Bushfire 
Protection 


Applies when a relevant planning 
authority prepares a planning proposal 
that will affect, or is in proximity to land 
mapped as bushfire prone land. 


The land is not identified as 
being Bushfire Prone.  
 


N/A 


5. Regional Planning 


5.1 
Implementation 
of Regional 
Strategies 


Planning proposals must be consistent 
with a regional strategy released by the 
Minister for Planning. 


See above.   Consistent. 
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S117 
Direction 


Application Relevance to this 
planning proposal 


Consistency 
with 
direction 


5.2 Sydney 
Drinking Water 
Catchments 


Applies when a relevant planning 
authority prepares a planning proposal 
that applies to the hydrological 
catchment. 


The proposal is not within this 
catchment. 


N/A 


5.3 Farmland 
of State and 
Regional 
Significance on 
the NSW Far 
North Coast 


The planning proposal must not rezone 
land mapped as State or regionally 
significant farmland under the Northern 
Rivers Farmland Protection Project for 
an urban use. 


The land is mapped as 
Regionally Significant 
Farmland.  The planning 
proposal does not propose to 
alter the existing RU1 Primary 
Production zoning.  The draft 
provisions will ensure that non-
farming uses are only 
permitted where there is an 
essential association with 
agriculture on the land.  


Consistent 


5.4 
Commercial 
and Retail 
Development 
along the 
Pacific 
Highway, North 
Coast 


Applies to land located on “within town” 
segments of the Pacific Highway. 
 


Not directly relevant to this 
planning proposal. 


N/A 


6. Local Plan Making 


6.1 Approval 
and Referral 
Requirements 


A planning proposal must: 
(a) minimise the inclusion of provisions 


that require the concurrence, 
consultation or referral of 
development applications to a 
Minister or public authority, and 


(b) not contain provisions requiring 
concurrence, consultation or referral 
of a Minister or public authority 
unless the relevant planning 
authority has obtained the approval 
of: 


(i) the appropriate Minister or public 
authority, and 


(ii) the Director-General of the 
Department of Planning and 
Environment (or an officer of the 
Department nominated by the 
Director-General), 


prior to undertaking community 
consultation in satisfaction of 
section 57 of the Act, and 


(c) not identify development as 
designated development unless the 
relevant planning authority: 


(i) can satisfy the Director-General 


The planning proposal will not 
include provisions that require 
the concurrence, consultation 
or referral of development 
applications to a Minister or 
public authority. 


N/A 
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S117 
Direction 


Application Relevance to this 
planning proposal 


Consistency 
with 
direction 


of the Department of Planning 
and Environment (or an officer of 
the Department nominated by 
the Director-General) that the 
class of development is likely to 
have a significant impact on the 
environment, and 


(ii) has obtained the approval of the 
Director-General of the 
Department of Planning and 
Environment (or an officer of the 
Department nominated by the 
Director-General) prior to 
undertaking community 
consultation in satisfaction of 
section 57 of the Act. 


6.2 Reserving 
Land for Public 
Purposes 


A planning proposal must not create, 
alter or reduce existing zonings or 
reservations of land for public purposes 
without the approval of the relevant 
public authority and the Director-General 
of the Department of Planning and 
Environment (or an officer of the 
Department nominated by the Director-
General). 


The planning proposal does 
not relate to any land reserved 
for a public purpose. 


N/A 


6.3 Site 
Specific 
Provisions 


Applies when a relevant planning 
authority prepares a planning proposal 
that will allow a particular development 
to be carried out. 


A planning proposal that will amend 
another environmental planning 
instrument in order to allow a particular 
development proposal to be carried out 
must either: 


(a) allow that land use to be carried out 
in the zone the land is situated on, or 


(b) rezone the site to an existing zone 
already applying in the 
environmental planning instrument 
that allows that land use without 
imposing any development 
standards or requirements in addition 
to those already contained in that 
zone, or 


(c) allow that land use on the relevant 
land without imposing any 
development standards or 
requirements in addition to those 
already contained in the principal 
environmental planning instrument 


The planning proposal will 
facilitate nominated 
development to be carried out. 


Specific controls are proposed 
in relation to those uses, to 
ensure that they remain 
consistent with the primary 
production zoning of the land. 


It is considered that the 
additional permitted uses 
clause is the appropriate 
mechanism in this case, rather 
than changing the zoning of 
the land, in order to retain the 
overall agriculture focus and 
objectives for the site 


Justifiably 
inconsistent. 
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S117 
Direction 


Application Relevance to this 
planning proposal 


Consistency 
with 
direction 


being amended. 


A planning proposal must not contain or 
refer to drawings that show details of the 
development proposal. 


 
Section C – Environmental, social and economic impact 
 
Q8. Is there any likelihood that critical habitat or threatened species, populations or ecological 


communities, or their habitats, will be adversely affected as a result of the proposal? 


The amendments proposed will not adversely affect critical habitat or threatened species, 
populations or ecological communities, or their habitats. 


 
Q9. Are there any other likely environmental effects as a result of the planning proposal and 


how are they proposed to be managed? 


There are negligible environmental effects likely as a result of the minor amendments and 
corrections outlined in this Planning Proposal.  


 
Q10. Has the planning proposal adequately addressed any social and economic impacts? 


The maintenance of land uses at the site which facilitate and support the existing agricultural 
activities results in a number of social and economic benefits for the locality, area and region.  


 
Section D – State and Commonwealth interests 
 
Q11. Is there adequate public infrastructure for the planning proposal? 


There is adequate public road infrastructure provision at the moment, but planning is underway for 
the future upgrade of the local road network in this area, which will benefit the site.  


 
Q11. What are the views of State and Commonwealth public authorities consulted in accordance 


with the Gateway determination? 
State and Commonwealth public authorities have not been formally involved in this particular 
Planning Proposal as it is yet to receive Gateway Approval.   
 
 


PART 4 Mapping 
 
Amendments will be required to the Byron LEP 2014 Additional permitted Uses map sheets. 


 
The amendments will be made following a Gateway Determination. 
 
 


PART 5 Community Consultation 
 
Land owner and community engagement will continue to be an important component of this planning 
proposal process.  Engagement activities to date have included: 


 Site meetings and discussions with The Farm management, with both Councillors and staff; 


 On-site meetings with the adjoining farmers / land owners; 


 Discussions with local Ewingsdale residents. 
 
In addition to any consultant requirements that may come with a gateway determination, the following 
activities are also proposed: 
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 Dialogue and meetings with The Farm management and their representatives to ensure that 
Council’s objectives remain to be clearly communicated and understood; 


 Provision of supporting reports etc. to adjoining farmers and meetings with those land owners (at 
their farm) to ensure Council continues tom understand and respond to their issues of concern; 


 Attendance at meetings of the Ewingsdale Progress Association to keep members informed 
throughout the process and ensure that Council staff and Councillors remain aware of local issues 
and concerns; and 


 Wider consultation with the Byron community. 
 
 


PART 6 Project Timelines 
 
An indicative project timeline is provided in the table below:  
 


Plan making step Estimated Completion  


Gateway Determination  March 2018 


Government Agency consultation April 2018 


Public Exhibition Period April 2018 (30 days) 


Submissions Assessment May/June 2018 


Council assessment of planning proposal & 
exhibition outcomes 


August 2018 


Submission of endorsed LEP amendment to 
Parliamentary Counsel for drafting 
(delegated authority) 


October 2018 


Council to make the LEP amendment 
(delegated authority) 


November 2018 


Forwarding of LEP amendment to 
Department of Planning & Environment for 
notification (if delegated) 


November 2018 


 
 


Conclusion 
 
This Planning Proposal seeks to introduce a specific clause into the additional permitted uses schedule 
of Byron LEP 2014 to provide for a range of land uses at The Farm, Ewingsdale, that are ancillary to 
and supportive of the agricultural activities being carried out on the land. 
 
The specific provisions will ensure that primary production remains the dominant use of the land, and 
that the additional uses will have and maintain and essential association with that agriculture.  These 
uses provide and on-site market for the produce and assist to ensure the ongoing viability of the 
agricultural activities. 
 
Issues associated with potential land use conflicts can be addressed during the planning proposal 
process, primarily through the provision on appropriate buffers within the site. 
 
This Planning Proposal will not impact on environmental areas nor create unreasonable demand on 
urban infrastructure.  
 
This Planning Proposal will have positive social and economic effects by offering additional agricultural 
employment and trading opportunities for local people and businesses.   
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The proposed LEP amendments are consistent with the North Coast Regional Plan 2036 and Council’s 
Rural land Use Strategy.  An assessment of the planning proposal indicates that it is consistent with 
relevant SEPPs and all relevant s117 Directions.   
 
There is sufficient information to enable Council to support the planning proposal and forward it to the 
Department of Planning and Environment for a Gateway determination. 
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Nov 21 ,2017
Attention General Manager
Councillors
Byron Shire Council


Letter for support re Seven Mile Beach Rd. Broken Head issues


I would like to firstly like to thank Council for responding to the concerns of the residents of Seven Mile


Beach Rd relating to the increased usage of the Seven mile Beach as an access to Broken Head Nature
Reserves and to Seven Mile Beach. ln particular to Shannon Burt, Phil Holloway, Andrew Hill and the
rangers all of whom have been doing their best to address issues that are very complicated due to the fact
that the road borders the Nature Reserve that contains beaches surf that are in every increasing demand
due to overload from other beaches in particular Broken Head.


The issues relating to this are illegal parking, camping fires, damage to signage, inappropriate behavior,
speeding, unsafe road conditions and impact on the Nature Reserve of dogs, fire, graffiti and defaecation
and degradation of the road itself that is budgeted to be resurfaced base on the number of residents not the
numbers of Nature Reserve visitors.


Council has dedicated significant time to date meeting with residents and to understanding the issues as well
as responding by organizing actions that have helped in the short time to minimize incidents for example
additional rangers patrols, constant replacement of signage to ensure enforcement and access on the road,
VMS sign for hot periods Easter and holidays to deter campers.


I am aware that a request has been made to gain opinions on the recent closure of parking spots at the
southern end of Seven Mile Beach Rd and the possibility of moving the boundary of the road some 130 m to
the north.


Whilst I appreciate that for many locals this may seem like drastic measures I am in support of the motion
based on the fact that I am aware of the persistence of the public to ignore any regulation placed by Council
whether it be No standing signs, No camping, No Fires etc. I am aware that it is a isolated location that is
vulnerable to abuse as it is out of sight, Police have confirmed in all the meetings held this year and last that
they cannot attend to calls out for illegal parking or camping due to their workloads and also at times the
condition of Seven Mile Beach Rd and the vehicles that they are supplied with. Rangers also have been
assaulted and can not attend at night unless there are two rangers and even then this can be difficult due to
the issues being repeated all over the Shire.


I support this motion of possibly moving the boundary of the road some 130 m to north. However I need to
stress that this will have the impact of encouraging people to park near Whites Beach as they already do
illegally and dangerously. To assist in minimizing issues I suggest including a prominent sign stating that
there is'NO PARKING PERMITTED AT ANY POINT PAST WHITES BEACH lT lS DROP OFF ONLY OR
WALK lN. Residents have noted recent problems of people trying to access the beaches via their properties
or by parking on corners. Once again I feel this motion will be effective if it is part of an overall strategic plan
that has major contribution from National Parks with regard to how they want their areas visited and their
resourcing.


I have witnessed that without stringent measures the abuse will continue at a cost to ratepayers and the
environment. A few months ago as is the case often 6 campers were found with tents preparing to have a


fire in the middle of extreme dry conditions this was weeks after extreme bush fire conditions at Main Arm as
a result of a camper. We regularly see the evidence of vehicles with bull bars that have pulled out concrete
signs and removed rocks that were there to prevent vehicles driving onto the beach.


I strongly believe that Council has to deal with the issues of the increased usage of the roads when this is as
a result of National Parks'visitors being able to access the beaches from the road easily and for their
management plan not to be addressing this.


Since residing on Seven Mile Beach Rd I have witnessed the annual drastic increase in numbers of people
using the road as well as the numbers of campers that can be found at night parked up in No Camping
Areas. I have witnessed fires being lit and left unattended, constant rubbish, dogs, damage and graffiti to the
Broken Head Nature Reserve and have despaired at the lack of coordinated action by various agencies
responsible.


L







I am pleased to see the rock barriers to prevent parking. lt has slowed visitation and accompanying
vandalism down but could not be viewed as a complete measure in itself. lt was necessary, as a physical
barrier seemed to be the only deterrent.


I support Council's actions to survey the area and confirm the ownership of areas and to work with National
Parks to resolve how to deal with the fact that the road is servicing access to the Reserves and this is not
part of a sustainable management plan which would also include educational signage and potential closure
of areas after dark.


I see the Broken Head Seven Mile Beach rd issue as one that is indicative of something that was
manageable years ago prior to the surge in social media and also the drastic rise in popularity of living in and
visiting Byron Shire combined with a rise in surfing as a sport. ln order to safeguard the very reason why
people live and visit Byron we may need to put a price on nature and step up regulations ie physical closure
at night of reserves especially those that are isolated and present issues for safety ie 100 people drunk on
Whites' beach on New Year's Day with no toilet facilities, possibly user pays, alternative access by foot to
expand the protected zones and the removal of cars seem to me to be the only option.


More oversight coordinated policing by all relevant authorities and pressure on the State government to
properly fund protection is vital.


Based on the fact that I am aware Byron Shire Council is looking to work with National Parks to develop a


sustainable plan I support BSC investigations into the status of various sections of 7 Mile Beach Rd with the
view of moving the southern boundary north by 130 metres in keeping with private property boundaries.


I would like to add that I see a huge potential for the environment, locals and tourism to address Broken
Head Nature Reserve and surrounds, as it is one of our greatest assets for nature and recreation and has
offerrings for cyclists, walkers, surfers and swimmers. There is also potential to make this wheel chair
accessible.


It is not unlike Noosa National Park in terms of offering (surfing, recreation, picnics, wildlife conservation and


beauty), proximity to residential arêas, and visitation. They have managed to develop boardwalks that people
have to use to access distant beaches. People park at a dedicated car park and walk in to surf or recreate.
This also supports a no car policy so that the area is free from dust and the vegetation is not suffering.
There is no reason why a more diverse cross section of the population shouldn't have the opportunity to
enjoy the beaches safely with regulation and limit access points for easier management.


Thank you for your time and consideration


Kind regards
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For the Attention of the General Manager


Byron Shire Council Officers


 


  


20t11t2017


Seven Mile Beach Rd issues


I am aware tha! a request has been made to gain opinions on the recent closure of parking spots at the
southern end of Seven Mile Beach Rd and the possibility of moving the boundary of the road some 130


m to the north.


As a long term resident of Broken Head area I have witnessed the ongoing degradation of the BHNR
and have despaired at the lack of coordinated action by relevant authorities to protect the reserve. I am
pleased to see the rock barriers to prevent parking. lt has slowed visitation and accompanying
vandalism but should not be viewed as a complete measure in itself. I also support the move to extend
the barrier to vehicles some 130 metres to the north in line with the private Property boundary.


I understand further investigations are taking place and hope that they are wide enough to lay the basis
for a plan to address the many problems currently besetting the reserve, road, parking and dangerous
behaviour including illegal camp fires in fire prohibition periods in the reserve and unsanitary practices


affecting the environment and other users of the reserve.


More effective oversight, coordinated policing by all relevant authorities and pressure on the State
government to properly fund protection is vital. Closure at night possibly user pays alternative access by
foot to expand the protected zones and the removal of cars should be investigated.


There are a number of historical road reserves that could give access to various points of attraction in


the reserve. Roading on these road reserves would be environmentally degrading but as'park and walk
in' this could allow more people to enter sensitively and leave cars behind. A pushbike hire service could
change the dynamic.


Most importantly there needs to be a coordinated approach with resident input otherwise the values that
in the past have declared Broken Head to be the 'Crown Jewel' of the north coast will be degraded
forever.


 







û fúoratb'J ?¿ t?
GeneralManager
Byron Shire Council
PO Box 219
MULLUMBIMBY NSW 2482


Attn: Shannon Burt


Support for part road closure Seven Mile Beach Road


Dear Shannon,


Thank you for allowing  to participate in the discussions on improving the


amenity and safe$ of Seven Mile Beach Road, Broken Head'


As ou¡ined in our meeting on Monday 13h November, the last 130 meters at the southern


end of 7 Mile Beach Road ¡s in fact a Council Managed Crown Reserve and NOT a road


reserve. Discussion was raised about the permanent closure of this section of road and the


installation of a new turning circle.


Council staff have consulted and sought comment from the Broken Head community with


regard to this closure.


On behalf of the  I advise that we fully support the closure of this section of


Seven Mile Beach Road as well as the installation of a limited access barrier that will only


be accessible for use by Council, NPWS, emergency vehicles, NSW Rural Fire Service and


possibly some residents who may need egress in time of fire, should the need occur'


This should greatly reduce the incidence of anti social behavior and environmental


degradation in this immediate area.
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Dear  
Thank you so much for bringing these concerns to the Powers that Be


on behalf of few of us who live here in Broken Head Nature Reserve and truely appreciate
the sensitive nature of our situation (myself a resident of 33 years) and are hoping to find
a solution to the more recent problems here of the the Park being loved to death with
visitors and overexposed on the lnternet, Surfing Magazines and Social Media.


I see 2 main problems in Broken Head Nature Reserve at this point in time.
1) PARKTNG


2) CAMPTNG


Both have been addressed. The Signs are out there.


But having lived here for more than 30 years, I must say that I have rarely seen a Ranger here in


the Park during the High Season. Christmas, New Years , Summer/School Holidays. And until after
Easter School Holidays. I assumed that was when the Rangers had their Summer Holidays and it
was a policy not to bother Visitors who brought SSS into the businesses in the Shire.


(Although I would suggest an actual SS$ amount of a fine be Posted in the Park at Kings, Bray's,


Whites's and 7 Mile). I live here and I and my neighbours do not know how much


the fine is and I could not find any information at Council in Mullum.
Regarding fines: ls this Parks, Roads or Council?


lf visitors knew that these Signs were enforced and what the Penalty was, surely there would be


less offenders.


Please enforce


1) Parking:


This Holiday Seasons, after complaints from   and others, the Park Rangers


were out and there were cars ticketed and finally fined in the Park. They were parking on


both sides of the road, obstructing Emergency Vehicles. lhave had to reverse more than 2


kilometres on 7 Mile Breach Rd because of visitors parkingon both sidesof the road......just


trying to get home in the Holiday Season in recent years.


2) Camping:
Closing the Park at night or Patrolling it is a matter of cost however a solution that would prevent


these issues occurring. Are Doof Parties/and or Camping only a concern in a 3 month Summer /
Fire Season?


  







    


My name is       manage their property and live on


site at    . The famity do not permanentty reside here so I


manage att the responsibilities for the property.


As mentioned previousty during our discussions there has been numerous times that the
end of Seven Mite Beach Road is so congested with cars and campers that you cannot
gain access to the end and the campers have even gone to the extent to set their
beloved sites up over the watkway so when residents or regutar users of the area wish to
return from the beach with their push bikes etc you cannot even use the provided
thoroughfare.


Some Points of concern I am constantly addressing are:


a


a


o


o


Excessive quantities of rubbish atways teft behind, I regularty remove this
atthough it is certainly not my job to do so but who etse is going to and why
should we be forced to live with it.
Human excrement scattered throughout the forest with constant feral paper
traits teft behind by the depositors to mark the way.
Way too many fires, some nights when I smetl smoke and go to investigate I will
ask up to half a dozen peopte scattered in the dry scrub att sitting around their
fires to extinguish them. The troubte is they do not onty tight these fires to cook
but tight up their whole camp site so they are always large. Not to mention these
idiots decide to go to steep with these still roaring. ln the past the potice have
suggested to call them but response is always minima[ so address myself as it only
takes one spark and the bush can be tit up and with att the fire fighting provisions
at our property I certainty do not wish to have our sanctuary disrupted due to
someones neglagence.
The Parties can get ridiculous I have seen tents and futl DJ set ups and the glass


left scattered through the forest and on the beach is excessive. I have found a


couple of beach bon fires where peopte decided to throw their empty vessels into
hence massive amounts of shattered gtass buried in the sand it is certainly not a
good recipe for famities.
The Drivers on the road at night atways appear to be high on something, I have
rescued severat animals that have been ctipped by their excessive speed and
caretessness.
The troubte with some of these campers is you can get 2 people trying to do the
right thing but then you can get several groups who atl arrange to meet here from
what I gather and you can often see up to a dozen peopte gathered around. They
camp anywhere along the beach even in the scrub in the far North of our
property.
Most peopte I approach are cooperative, I do not concern mysetf with the campers
so much now as it would be a futt time job asking them to move on, but if I smett
smoke I definitety address the situation as it automaticalty impedes on us if
something happens and in general peopte understand this. The troubte is if I had
to calt the Potice or someone every time there was a fire I would be calting them
every night so it is not feasibte. The reatity is to stop the traffic getting down
here at night.
It states everywhere atong here that it is itlegal to camp and have fires but it is a
constant threat even with the NO STOPPING areas along Seven Mile Beach Road,


they are constantty parked in so much so that there has been several occasions
where I haven't been abte to get through in my 4WD and this is not suitabte for an


o


o







o


o


emergency or snouto we De tmpeoeo ano expecteo to oeat wìtn tnat on a roao
where it is not supposed to be that congested let atone handte that much traffic.
No wonder it needs so much repair every year as cars are constantty loosening the
roads edges as they squeeze into every ittegat space....this shoutd be monitored.
I feet the road shoutd be btocked off by a locking boom gate nightty at 6pm-ish
and a ranger shoutd drive the road at 5pm to inform atl peopte visiting the area
that the gates are closing, it shoutd be sign posted at front and every car that
then remains inside after 6pm is issued a fine and are locked inside...bad [uck I say


a[[ residence woutd then have a code for the gate to a[[ow access in and
out.....this might not be the ideat sotution but have seen something similar work in
the tropics where I had tived for many years where they had problems with
peopte abusing the access to some pristine National Parks locations. I guarantee


in a matter of months things witl stop completely.
At the very least there maybe shoutd be some bins down there but then again who
is going to monitor them and is that just going to encourage peopte to dump their
trash.. who knows? lt is better than them leaving it on the ground and me being
the individuat picking it up. Why anyone would drive att this way to enjoy this
idyttic location and then leave their crap so other peopte can't enjoy it bafftes
me.
It is a safety concern for us as you often see peopte wandering around intoxicated
and several have wandered onto the property. One should not have to worry
about trespassers when they are atready breaching the law by just being there.


      


   







B December 2015


Dear Simon, Ken, Phil and Tony


URGENT ACTION NEEDED: SEVEN MILE BEACH ROAD


I write to you with the grave concern at what is an accident - or worse - waiting
to happen along Seven Beach Road. I urge you to table the problems of
speeding traffic, blind bends, inadequate signage and poor pedestrian
infrastructure along Seven Mile Beach Road at the next appropriate council or
traffic meeting and to work with local residents to generate appropriate
solutions as soon as possible.


I have been a resident at  Seven Mile Beach Road for the last 11 years and
have seen increasing usage both in foot, bicycle, motorbike, car and large
vehicle traffic in that time. Perhaps most dramatically in the last three years.
No longer is there any quiet time along the road and no longer is it possible to
enjoy a walk along the road to Brays, Whites or Seven Mile Beach due to the
dust, the speed of traffic, the lack of due diligence of drivers and the amount
of workers and travellers now using the road.


Neither is it possible to feel safe, let alone enjoy, the rainforest drive along the
road due to speeding traffic that take blincl curves on the wrong side of the
road. This traffic issue has already caused many vehicle accidents along the
road.


As we approach Christmas, I literally drive down Seven Mile Beach Road with
my heart in my mouth as I see young children - as young as 5, 7 and 10 (l
know their ages because I ask them) - taking their new Christmas bikes from
Broken Head caravan park along the road. I have had to turn so many of them
around and let them know that it is too dangerous to ride their bikes up there.
But I can't always catch the children going up and down the road unaware of
the speeding surfers, backpackers (who camp illegally along the road as well as
down at Seven Mile Beach and leave litter and trash, including used toilet
paper, absolutely everywhere), unregistered trail bikes that careen along the
road and, all too frighteningly often, on the wrong side of the road. There
would be absolutely no chance for a young person, or any regular person, on
his or her bike to get out the way of these speeding and aggressive drivers.


Please, please, please do something about this terrible issue so that no
Christmas tragedy has to happen on our doorstep in one of Australia's most
unique and beautiful places.


I would be happy to come and speak to you at any time regarding possible
solutions.


For now, I think one of the first steps would be to put some signage every
hundred metres or so along the road telling drivers that children, wildlife and
cyclists use this road and to KEEP LEFT and drive slowly. It sounds obvious, but
'keep left' signs would probably go a long way towards helping instruct city
drivers and day trippers who seem to think that they must drive in the middle
of a road that is not sealed. It would be funny if it wasn't so deadly. The
current sign that says 'drive to conditions' means absolutely nothing to drivers
and instruction needs to be explicit ... and repeated the entire length of the
road.


The only long-term solution would be to put regular speed humps along the
road and mirrors at the tightest and blindest curves in the road. If it was left to
me, I could not bear the weight on my conscience of not doing everything







possible to mitigate the traffic problems along Seven Mile Beach Road so that
the children, young people, holiday makers, local residents, wildlife and
walkers who regularly enjoy the road would be safer.


On a big picture level, there is the opportunity for you to be visionaries in the
creation a world class trail here between Broken Head beach and Lennox Head
by the addition of a proper walking track along the road. In truth, a vision for
the future that ensures that not only will the area be preserved and conserved
but that its locals and visitors will be taken care of and directed properly on
how to access and use the area, is the only way to tackle what is an ever-
increasing growth in visitors to the beaches along Seven Mile Beach Road. It is
a situation that demands a proactive solution. Before a disaster forces action.


There are numerous instances I could cite that have been life-threatening
along this road, including a Ute full of joyriders who sped at about 7O km an
hour down the middle of the road one morning at around 7 AM. They ran my
husband off the road.


Again, I ask you to please, please, please table these critical and salient points
for Seven Mile Beach Road, Broken Head and take immediate action. A Merry
Christmas and Happy New Year may well rely on it.


Please contact me any time for further information and I will be happy to help
where I can.


Thank you for your time and consideration. I look forward to hearing what
solutions you have in mind.


Yours sincerely


  







To General Manager and Staff Byron Shire Council,


Hey guys,


Just writing to show my support for some of the recent actions by council. While the
placing of rocks in the old parking areas seemed initially a drastic solution to the
problem, I must admit the problem has been drastically improved.


I am a big fan of people enjoying the beautiful beaches, and I understand thatthe
majority of the public respects our extremely sensitive local environment; but the
fact of the matter is, the ignorant few really messed it up for the rest of us.


Thank you , Council and Parks and Wildlife for your continued efforts
for the betterment of this sensitive part of the world, heres hoping that the
solutions help to return the are to the pristine state it once was.


Regards,


 


    







The punpose of this letten Ís to state that, a nesidents of seven mile
beach fon 39 years, h,e suppont any and all of  pnoposals, the
time has come to put into place some steps to save the anea. Oven the
years thene have been countless incidents in seven mile nature nesenve
involving h,ayhrand pantygoens tnespassing, blatant disnegard fon the
residents and an
Obvious lack of nespect fon the envinonment. Most of these incidents
Oven the years have unfontunately gone Unneponted, the nesidents have
Dealt with them themselves.
On a daily basis, some of the nesidents even do a nubbish pick up along
seven mile beach.
The amount of campens vanies depending on the time of yean, but at the
slowest of times thene is always at least two vans thene eveny morning.
The campens as a nule seem to make thein toilets in very close pnoximity
to the walking tracks, and by míd day on a summens day it makes fon a


veny unpleasant walking experience.
These occunnences ane going to get mone and more fnequent as time goes
oñ, any and all help is appreciated.


Regard s,












 


   


Application for approval to Operate a Caravan & Camping Ground 
Attachment 1  
Site particulars for North Coast Holiday Ferry Reserve 
 


Property Description:  


LOT: 101 and 102 DP: 851964 Pacific Highway  


BRUNSWICK HEADS 2483 


 


North Coast Holiday Parks Ferry Reserve comprises a total of 133 sites.  The sites comprise a mixture of 


long term sites, short term sites and camping sites as follows: 


  


Long Term Residences No. of Sites Site Numbers 


Long Term Sites 24 30,31,33,35,36,46,47,49,52,75,115,116,117,118,119, 


120,121,122,123,124,125,126,127,128. 


Long Term Sites with Private Toilet 


and Shower Facilities 


24 30,31,33,35,36,46,47,49,52,75,115,116,117,118,119, 


120,121,122,123,124,125,126,127,128. 


 


Short Term Residences No. of Sites Site Numbers 


Short Term Sites 101 W139,W142,W143,W148,W152,W153,W156,W157, 


W160. 


P:01,02,03,04,05,06,07,08,10,16,17,18,19,20,21,23, 


24,25,29,32,34,37,38,39,40,41,43,44,45,48,50,51,53,54, 


55,56,57,58,59,60,61,62,63,64,65,66,67,68,69,70,72,73, 


74,76,77,79,80,81,84,85,86,88,89,91,92,93,95,96,97, 


102,103,104,105,110,111,112,113,114,140,141,145, 


146,151,154,155,158,159. 


C1, C2, C3, C4, C5. 


Short Term Sites with Private 


Toilet and Shower Facilities 


5 C1,C2,C3,C4,C5. 


 


Camp Sites No. of Sites Site Numbers 


Camp Sites 8 U01A,U133,U134,U135,U136,U138,U161,U162, 


 


  


Total Number of Sites:        _____133_______







 


 


Facilities 
Toilet and Shower Facilities: 
 


A caravan park or camping ground with fewer than 200 sites must be provided with facilities specified in 


the below table to this clause according to the number of dwelling sites in the caravan park or camping 


ground. 


 


As per the regulations the number of required showers and toilets facilities are as follows: 


SITES  NUMBER OF SITES  TOTAL DWELLING SITES  


Long Term Sites 24 (24 with own ensuite)  


Short Term Sites  101 (5 cabins with ensuite)  96 


Camp Sites 8 (2 camp sites = 1 dwelling site) 4 


Total Dwelling Sites  100 100 


 


 


REQUIREMENTS  SITES TOILETS URINALS SHOWERS HAND BASINS 


Required based on 76 -100 


dwelling sites  


100 F 7            M 4 M 2 F 5        M 5 F 4          M 4 


Current number  100 F 10          M 7 M 6 F 8         M 8 F 6          M 6 


 


Facilities for people with disabilities: 
A caravan park or camping ground must be provided with shower, toilet and associated facilities, 


designed in accordance with AS 1428.1 – 2001 Design for access and mobility.  


 


A caravan park or camping ground with 100 dwelling sites or more must be provided with: 


Two of each facility for each sex, or two of each facility for use by both sexes, or one of each facility for 


use each sex and one of each facility for use by both sexes.  


 


As per the regulations NCHP Ferry Reserve have the following: 


 


Showers  Female  Male  Unisex 2 


Toilets  Female  Male Unisex 2 


 


Proximity of dwelling sites to shower blocks and toilet blocks: 
A long-term site must not be situated more than 75 metres (measured in a straight line) from a shower 


block or toilet block.  A short-term site or camp site must not be situated more than 100 metres 


(measured in a straight line) from a shower block or toilet block.  (This clause does not apply in respect of 


dwellings sites reserved for use by self-contained cabins or ensuite sites.  


 


Number of long- term sites within 75 metres 


(measured in a straight line) from a shower or 


toilet block. 


24 


Number of short-term sites within 100 metres 


(measured in a straight line) from a shower or 


toilet block.  


101 


 


 


 







 


 


Laundries: 
A caravan park or camping ground must be provide with: 


At least one washing machine for each 25 long term sites, and at least one washing machine for each 


30 short term sites. 


Laundry tubs: 


At least one laundry tub for each 50 long-term sites, and at least one laundry tub for each 60 short-term 


sites.  


Clothes Dryers: 


At least one mechanical clothes dryer for each 60 long term sites, and at least one mechanical dryer for 


each 80 short-term sites. 


Drying areas: 


A caravan park or camping ground must be provided with clothes lines at the rate of 2 metres of line for 


each dwelling site. 


Irons and ironing boards: 


One for every 60 short-term sites. (Can be stored in reception with signage in the laundry advising of this).  


 


Ferry Reserve have the following facilities in relation to the above information. 


Sites 125 (24 Long-term sites and 101 short -term 


sites) 


 


Washing machines  6 


Washing tubs  4 


Clothes dryers 6 


Line space  230 metres 


Ironing boards  2 


Irons  6 


 


Common non-compliances include insufficient setbacks between park boundaries and structures, and 


insufficient setbacks between internal roads and structures. 


 


Short term sites without sullage 139,142,143,148, 


152,153,156,157, 160,  


Setbacks of community buildings from park 


boundaries, dwelling sites and camp sites must 


be 10metres. 


Compliant 


Short-term sites require a minimum of 65m2 The following sites do not achieve the 


minimum size: 


29,32,34,40,41,50,51 


Permanent sites less than 80 square metres  BCA Check completing onsite compliance 


report 15 November 2017 


Separation distance between long term sites  BCA Check completing onsite compliance 


report 15 November 2017 


Separation distance between long term sites and 


short term sites must be 3 metres. 


BCA Check completing onsite compliance 


report 15 November 2017 


Distance from the fixed structure to the road on a 


permanent site. 


BCA Check completing onsite compliance 


report 15 November 2017 


One Visitor parking space for each 10 long-term 


sites. 


One visitor parking space for each 20 short-term 


tourist sites. 


One visitor parking space for each 40 camp 


sites. 


Current number of sites  


0. 







 


 


Dimensions: 


5.4 metres by 2.5 metres of angle parking and 


6.1 metres by 2.5 metres in any other case. 


 


 


Disabled visitor parking for each 100 sites.  In 


accordance with AS/NZS 2890.1:2004 parking 


facilities.  


Current number of sites 


0. 


Long term sites must provide a 3 x 6 metre car 


space within their allocated site. 


BCA Check completing onsite compliance 


report 15 November 2017 


Carports – A carport must have at least 2 sides 


open and at least one third of its perimeter open. 


BCA Check completing onsite compliance 


report 15 November 2017 


Roads  


The width of an access road must be:  


At least 6 metres for a two-way access road, 


and at least 4 metres for a one-way road. 


The direction of travel for a one-way access 


road must be indicated by means of 


conspicuous signs. 


Compliant  


A camping ground must have water supply 


connections for the camp sites at the rate of one 


connection for every 4 camp sites. Connection 


must be located so that no camp site is more 


than 30 metres from a connection.                                       


Powered Sites with no water access 


139,140,142,143,145,146,148,151,152,153,154,


155,156,157,158,159,160 


Car washing bay No car washing bay. 
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Fees
All fees are paid in advance.


Check in/out
Site fees are calculated until 10am on the day 
of departure. If your travel arrangements are 
inconvenienced by these times, contact the park 
management to make alternative arrangements.
Cabin check in 2pm
Sites check in 11am 


Reception hours
Daylight Savings trading hours: 8am – 7pm 
Winter months trading hours: 8am – 6pm


Eviction
Park management reserves the right to evict any 
person who fails to obey the park rules.


Emergency numbers
In case of emergency call ‘000’ for Fire, Police or 
Ambulance.
For after hours emergency use the intercom 
located outside reception or call managers 
mobile.


Vehicles
The safety of our guests is a priority. You can 
assist by limiting the speed of your vehicle to 
8 kilometres per hour (walking pace) whilst in 
the park. Fire hose reels are not to be used 
for washing vehicles. Please contact the park 
management if you wish to wash or repair a 
vehicle on site. Only one vehicle permitted per 
site please.


Caravan and trailers
All vans and trailers must be placed onto the site 
so the drawbar as approved by the registration is 
facing the road or access, so immediate removal 
can be undertaken in the case of an emergency.


Children
The park and its facilities are provided for 
the enjoyment of you and your children. The 
supervision of your children is important for 
their safety and to ensure they do not disturb 
other people in the park. Children must be 
accompanied by an adult when visiting the 
showers and toilets.


Bunk beds
Australian Standards relate to the use of bunk 
beds and state that: “Children under the age of 9 
years are not permitted to use the top bunk. Also 
children must not play on the top bunk.”


Open fires
Due to fire safety hazards, open fires are not 
permitted. Please use the barbecue facilities 
provided.


Scooters, skateboards, rip 
sticks, roller skates, roller 
blades & motorised equipment
Prior to arrival please check with the park 
management on their policy for the use of these 
recreational items on the parks. Unfortunately  
due to safety concerns electric powered 
skateboards, bikes and hoverboards are not 
permitted in the park.


Your site
Please keep your site tidy and use the facilities 
provided for drying clothes, discharge of sullage 
water and rubbish disposal, we ask that you 
do not tie ropes or secure tarps from our trees. 
Please do not dig trenches on or around your site.


Noise
The peaceful enjoyment of our park and its 
facilities by all visitors is important to us. Please 
assist by being considerate to your neighbours 
and restrict noise from radios, televisions and 
social gatherings after 10pm and before 7am. 
The person whose name is on the receipt 
is responsible for the orderly conduct of all 
members of their party and their guests.


Bicycles
Cycles must be ridden on the roads within the 
park at the speed limit of maximum 10 kilometres 
per hour. Please inform your children of the safety 
requirements and ensure that they wear a safety 
helmet at all times. 
Please only use bicycles during daylight hours.


Telephone messages
Messages will be placed on the notice boards 
except for urgent messages, which will be 
delivered to your site.


Garbage
Receptacles are located through the park for  
your convenience. Please assist by wrapping  
all garbage prior to its disposal and unfolding 
boxes, cartons etc. There are recycling bins 
available, please place only recyclable  
materials into this bin.


Securing your site
Whilst park managers do their best to ensure a 
safe and secure environment, we do recommend 
that visitors to the park take the precaution of 
securing items of value left outside their tent, 
cabin or caravan during the day and overnight.


Amenities
Hot water is available for showers, washing 
machines and basins. Please consider others and 
limit the time spent in showers and avoid water 
wastage at all times.


Pets
Dogs are permitted at Ferry Reserve Holiday Park 
during Off Peak and Shoulder Seasons (sites only,  
pets are not permitted in the cabins).
 Subject to Park Managers’ discretion. 
*Conditions apply.


The following information and guidelines are provided  
to ensure visitors to our holiday park have an enjoyable stay.


Reflections Holiday Parks Ferry Reserve
Riverside Crescent Brunswick Heads 2483 


Email ferryreserve@reflectionsholiday.com.au Phone 02 6685 1872 
www.reflectionsholidayparks.com.au
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NOTE:
Size and location of dwellings in the long term resident precinct are 
indicative only


6 March 2017


SITES   NUMBER OF SITES NOV 2017 PROPOSED SITE NUMBERS CONCEPT PLAN
Long Term Sites 24 (24 w/ensuite) 22 (22 w/ensuite)
Short Term Sites  101 (5 cabins w/ensuite)  133 (33 cabins w/ensuite)
Camp Sites  8 -
Total Dwelling Sites  133 155
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Compliance Assessment 


Ferry Reserve Caravan Park - Pacific Hwy Brunswick Heads (55.2017.1142.1) 


Total sites 133 


 Long term sites 24 (all en-suited) 


 Short term sites 101 (5 en-suited) 


 Camp sites 8 


 


Compliance Assessment: Local Government (Manufactured Home Estates, Caravan Parks, Camping Grounds 
and Moveable Dwellings) Regulation 2005 (the Regs); 


 Current Park Layout referenced in NCHP Ferry Reserve Community Map Nov 2017 is not complaint 
with the Regs and has multiple non-compliances relating to disabled person facilities, long term site 
setbacks from property boundaries and setback of structures from adjoining site structures and 
internal roads. 


 Ferry Reserve Revised Concept Plan dated 6.3.2017 identifies the final layout of the Caravan Park 
and is in accordance with the Draft Plan of Management (POM). This Concept Plan has been 
designed and assessed against the Regs and it is found to be compliant with the Local Government 
(Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 
2005. 


 The staging Schedule of Compliance Works and Activities nominates timelines for the proposed 
changes/improvements to Caravan Park to bring the Caravan Park in compliance with the current 
Regulation. This staging is also considered to not affect the operation of the Caravan Park over the 
improvement program. 


 Council is awaiting the results of a compliance audit from NCHP of existing long term sites which are 
to remain in place. The compliance reports scope is to assess matters such as structural adequacy, 
fire separation between structures, health and amenity of existing structures to ensure they are 
maintained to an adequate level. A condition is recommended that any identified upgrade works be 
certified completed upon completion of the staging schedule timeline (i.e. 3 years) 


Recommended: That Council: 


1. Approve subject to conditions the approval to operate a Caravan Park at Lot 101 and 102 DP851964 
Ferry Reserve Caravan Park - Pacific Hwy Brunswick Heads as identified in NCHP Ferry Reserve 
Community Map Nov 2017 


2. Approve the Ferry Reserve Revised Concept Plan dated 6.3.2017 and Schedule of Compliance Works 
and Activities to bring the Caravan Park into compliance with the Local Government (Manufactured 
Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 2005. 


3. That the length of the approval to operate be limited for a period of three(3) years. 


 


  







E2017/108747 


Recommended Conditions 


Schedule 


TOTAL FACILITIES PROVIDED FOR: 


Toilets   Female   10 


 Male  7 


 Disabled (Unisex) 2  


   Urinals 6 


   


Showers  Female 8 


 Male 8 


 Disabled (Unisex) 2 


   


Hand Basins Female 6 


 Male 6 


   


Laundry Washing machines 6 


 Washing Tubs 4 


 Clothes Dryers 6 


 Line Space 230 metres 


 Ironing Boards 2 


 Irons 6 


NOTE: Additional facilities provided in relocatable dwellings located on the caravan park were assessed, 
and are considered in addition to the minimum requirements under the Regulation. 


 


SITE CLASSIFICATIONS 


 Twenty four (24) long-term sites all with private toilet and shower facilities being sites numbered 30, 32, 
33, 35, 36, 46, 47, 49, 52, 75, 115-128 inclusive. 


 One hundred and one (101) short-term sites, being sites numbered W139, W142, W143, W148, W152, 
W153, W156, W157, W160, P1-P8, P10, P16, P25, P29, P32, P34, P37, P38, P39, P40, P41, P43, P44, P45, 
P48, P50, P51, P53-P70, P72, P73, P74, P76, P77, P79, P80, P81, P84, P85, P86, P88, P89, P91, P92,P93, 
P95, P96, P97, P102, P103,P104, P105, P110, P111, P112, P113, P114, P140, P141, P145, P146, P151, 
P154, P155, P158, P159 inclusive, eight(8) with en-suites C1-C5 inclusive 


 Eight (8) campsites, being sites numbered U01A, U133, U134, U135, U136, U138, U161, U162 inclusive. 
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SITE DEFINITIONS  


Camp site means an area of land within a camping ground on which a campervan or tent may be installed or, 
in the case of a primitive camping ground, on which a campervan, tent or caravan may be installed, and that 
is designated as a camp site by the approval for the camping ground. 


Long-term site means a dwelling site that is specified in the approval for a caravan park as being a long-term 
site. 


Short-term site means a dwelling site on which a moveable dwelling that is ordinarily used for holiday 
purposes may be installed and that is specified in the approval for a caravan park as being a short-term site. 


 


Special Conditions: 


The following must be satisfied within the specified time frame: 


 


SCHEDULE 


a) Within 40 days from date of this approval to operate. 


Submit to Council for its consideration and acceptance a compliance audit report of the structures upon 
long term sites. This audit must identify repair works required to structures upon long term sites to 
improved structural stability, fire separation and health and amenity as per the Local Government 
(Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 
2005 


b) Within 3 Years from the date of this approval to operate. 


All improvement works identified on Ferry Reserve Revised Concept dated 6 March 2017, scheduling 
works program and accepted long term sites compliance audit must be completed and certification 
provided to Council certifying the Caravan Park now satisfies Local Government (Manufactured Home 
Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 2005. 


 


STANDARD CONDITIONS 


1. This approval shall be prominently displayed on a part of the approved premises where all residents 
may see it.  A copy of the community map as stamped for this approval and all park rules shall 
accompany such display. 


2. The operation of the caravan park and camping ground and any work associated with its operation 
must comply with any applicable standard established by the Local Government (Manufactured Home 
Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 2005. As works are 
undertaken at various stages of redevelopment the facilities and services provided to the occupants 
and guest of the caravan park must not be less than the minimum standards required under the Local 
Government (Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) 
Regulation 2005 


3. It is a condition of this approval that the land not be used for the manufacture, construction or 
reconstruction of moveable dwellings (this condition does not prevent the on-site repair of moveable 
dwellings), or, any commercial purpose excluded by subdivision 7 clause 124 of the Local Government 
(Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 
2005. 


4. It is a condition of this approval that Council, to ensure continued compliance with the Act and the 
relevant regulations, may conduct inspections of the premises. 
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THE FOLLOWING CONDITIONS TO BE SATISFIED AT ALL TIMES. 


5. The owner/occupier must make its booking and occupancy records available for inspection by the 
Council from time to time, as required by Clause 122(5) of the Local Government (Manufactured 
Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 2005, to enable 
the Council to ensure that the conditions of development consent and building approval, which relate 
to the Property and the conditions of this approval are being complied with, providing however that 
the Council shall provide reasonable notice of its inspection of the relevant records. 


6. Fire hose reels.  Fire hose reels must be installed so that a fire hose can reach each site in the caravan 
park or camping ground. The fire hose reels must be constructed in accordance with AS 1221 and 
installed in accordance with AS 2441, as required by Clause 129 of the Local Government 
(Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 
2005.  


7. Fire Hydrants. All fire hydrants located on the property to be tested and a certificate in relation to 
each of the fire hydrants, to be provided to Council once every calendar year. Fire hydrant location 
and design must comply with Clause 128 of the Local Government (Manufactured Home Estates, 
Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 2005. 


8. The council is to be provided with a fire hose reel and fire hydrant certificate in relation to each of the 
fire hose reel and fire hydrant once every calendar year. An appropriately qualified and experienced 
person stating that these essential fire services satisfy the minimum delivery water pressure and 
standards as set down in the relevant Australian Standard must provide certification.  


9. If a fire hose reel is newly installed, the certificate must be provided within 7 days of the completion of 
its installation.  A fire hose reel certificate is to state: 


(a) that the fire hose reel has been inspected and tested by a person who is properly qualified to carry 
out such an inspection and test, and 


(b) that, as at the date on which the fire hose reel was inspected and tested, the fire hose reel was 
found to have been capable of performing to a standard not less than that required by the Local 
Government (Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable 
Dwellings) Regulation 2005. 


(c) that all dwellings and relocatable homes have smoke alarms that comply with the provisions of the 
Environmental Planning and Assessment (Smoke Alarms) Regulation 2006. 
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SCHEDULE OF ESSENTIAL SERVICES 


  


Essential Fire or 
Other Safety 
Measures 


Design Standard Installation Standard Maintenance Standard 


Hose Reel 
Systems 


AS 1221 Fire Hose Reels AS 2441 Installation of 
Fire Hose Reels 


AS 1851.2 Maintenance of 
Fire Protection Equipment - 
Fire Hose Reels 


Portable Fire 
Extinguishers  


 AS 1841 2 Portable Fire 
Extinguishers - water type 


 AS 1841.3 Portable Fire 
Extinguishers - wet chemical 
type 


 AS 1841.4 Portable Fire 
Extinguishers - foam type 


 AS 1841.5 Portable Fire 
Extinguishers - powder type 


 AS 1841.6 Portable Fire 
Extinguishers - carbon 
dioxide type 


 AS 1841.7 Portable Fire 
Extinguishers - vaporizing 
liquid type 


AS 2444 AS 1851.1 - Maintenance of 
Fire Protection Equipment - 
Portable Fire Extinguishers 


Fire Blankets AS 3501 Fire Blankets AS 3501 AS 3501 


Fire Hydrants AS2419.1 Fire Hydrants AS 1851.1 AS1851.4 Maintenance of 
Fire Protection Equipment - 
Fire Hydrants 


Emergency 
Evacuation plan 


 Prepare an evacuation 
plan and management 
documents for a 
response to any 
evacuation situation 2 


Submit emergency 
management plans and 
management tools to council 
for approval. 


Smoke alarms 
in all dwellings 
and relocatable 
homes. 


Environmental Planning and 
Assessment Amendment 
(Smoke Alarms) Regulation 
2006, Division 7A Clause 186A & 
186B. 


AS3786 – 1993; Smoke Alarms. 


All relocatable homes 
to be equipped with a 
smoke alarm 3.  


Vacuum and test smoke 
alarms regularly.  


Renew batteries to ensure 
reliable operational 
standard.  


Replace smoke alarms every 
ten (10) years. 
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10. Each caravan situated on flood-liable land must maintain the wheels, axles and tow bar in working 
order as required by Clause 165 of the Local Government (Manufactured Home Estates, Caravan 
Parks, Camping Grounds and Moveable Dwellings) Regulation 2005. 


11. Each caravan that is installed on a long-term site for more than 150 days and holiday van/park van 
that is installed on a dwelling site must be restrained in accordance a practicing structural engineer 
specifications to withstand the applicable wind forces as required by Clauses 166 and 167 of the Local 
Government (Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) 
Regulation 2005. 


12. Each dwelling site or camp site must be numbered or identified and its site boundaries clearly 
delineated. Site identification must be conspicuous as required by Clause 86 of the Local Government 
(Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 
2005. 


13. Hot and cold water is to be supplied to each hand basin as required by Clause 109(1) of the of the 
Local Government (Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable 
Dwellings) Regulation 2005. 


14. Each hand basin or pair of hand basins is to be supplied with a mirror as required by Clause 109(2) of 
the Local Government (Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable 
Dwellings) Regulation 2005.  


15. The water supply service must comply with the Plumbing and Drainage Code of Practice and the 
requirements of any relevant statutory body.  Clause 101 of the Local Government (Manufactured 
Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 2005 also 
requires that: 


a) Each dwelling site be connected to the water supply; and 


b) Water supply connections (which includes a standpipe and hose tap) for the camp sites shall be 
supplied at the rate of one connection for every 4 camp sites and located so that no camp site is 
more than 30 metres from a connection.  


16. Each long-term site must be provided with a connection to the sewage disposal system in accordance 
with Clause 102(2) of the Local Government (Manufactured Home Estates, Caravan Parks, Camping 
Grounds and Moveable Dwellings) Regulation 2005. 


17. A caravan park or camping ground that includes any short-term sites or camp sites must be provided 
with at least one common soil waste dump point for the disposal of closet waste from caravan holding 
tanks and the like. The common soil waste dump point must be located so as to permit adequate 
access by caravans and campervans as required by Clause 102(3) of the Local Government 
(Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 
2005. 


18. A short-term site must be provided with a disposal point for the disposal of sullage (that is, domestic 
waste from baths, basins, showers, laundries and kitchens, including floor wastes from those sources) 
from any moveable dwelling installed on the site as required by Clause 102(4) of the Local 
Government (Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) 
Regulation 2005. More than one short-term site may be provided with the same disposal point. 


19. As required by Clause 102(5) of the Local Government (Manufactured Home Estates, Caravan Parks, 
Camping Grounds and Moveable Dwellings) Regulation 2005 the sewage disposal system must comply 
with: 


a) the Plumbing and Drainage Code of Practice; and 


b) the requirements of any relevant statutory body. 
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20. Electricity supply must be provided in accordance with Clause 104 of the Local Government 
(Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation, 
2005 requires that all dwelling sites be supplied with electricity from a reticulated electricity service. In 
the case of a long-term site, the electricity must be supplied by means of an electrical circuit 
connected to a separate electricity meter. Any such electrical circuit must be installed in accordance 
with the requirements of: 


a) the Electricity Code of Practice, in the case of a long-term site; and 


b) AS 3001, in the case of a short-term site. 


If a dwelling site is provided with electricity otherwise than by way of direct connection to the local 
electricity supply authority’s electricity main, electricity must be supplied at a rate no greater than the 
electricity supply authority’s domestic tariff. 


21. The caravan park and camping ground must be provided with a stormwater drainage system as 
required by Clause 103 of the Local Government (Manufactured Home Estates, Caravan Parks, 
Camping Grounds and Moveable Dwellings) Regulation 2005. All dwelling sites and camp sites must be 
adequately drained. 


22. Size of dwelling sites and camp sites.  As required by Clause 85 of the Local Government 
(Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation, 
2005, the following minimum site areas are required to be maintained: 


a) A long-term site must have an area of at least 80 square metres. 


b) A short-term site must have an area of at least 65 square metres. 


c) A camp site must have an area of at least: 


i. 40 square metres, in the case of a camp site for which a separate parking space is 
provided within 30 metres of the camp site; or 


ii. 50 square metres, in any other case. 


23. Moveable dwellings must not be installed closer to any other moveable dwelling than: 


a) 3 metres, if it is situated on a long-term site; or 


b) 2.5 metres, if it is situated on a short-term site or camp site. 


as required by Clause 91 of the Local Government (Manufactured Home Estates, Caravan Parks, 


Camping Grounds and Moveable Dwellings) Regulation 2005 


24. Setbacks for relocatable homes, tents, caravans and associated structures and annexes  are to be 
provided as required by Clause 89 and 138 of the Local Government (Manufactured Home Estates, 
Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 2005, a relocatable home and 
any associated structure, tent or caravan (including any associated structure or annexe) must not be 
located: 


a) closer than one metre to an access road; or 


b) closer than 2 metres to the boundary of the caravan park. 


25. Site coverage must be in accordance with Clause 139 of the Local Government (Manufactured Home 
Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 2005 requires that a 
relocatable home and any associated structure must not be installed on a single dwelling site if the 
floor plan area of the relocatable home (together with any associated structure or other building or 
structure on the site) is more than two-thirds of the area of the site. 


For the purposes of this condition: 
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a) the floor plan area of a relocatable home is the area of the dwelling site occupied by the home, 
excluding the area of any associated structure forming part of the home that is not roofed; and 


b) the floor area of any associated structure not forming part of the relocatable home is the area of 
the dwelling site occupied by the structure, excluding any area that is not roofed; and 


c) if there is no carport or garage on the dwelling site, an area of 18 square metres must be added to 
the floor plan area of the relocatable home to account for the car parking space that is required by 
Clause 139 subclause (3) to be provided on the site. An area with minimum dimensions of 6 
metres by 3 metres accessible from an access road and useable for car parking must be provided. 


26. No more than one relocatable home may be installed on a single dwelling site in accordance with 
Clause 137 of the Local Government (Manufactured Home Estates, Caravan Parks, Camping Grounds 
and Moveable Dwellings) Regulation 2005. 


27. A minimum of 9 visitor parking spaces is required in accordance with Clause 97 of the Local 
Government (Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) 
Regulation 2005.  This has been based on the whichever figure is the greater of: 


a) one visitor parking space for each 10 (and any remaining fraction of 10) long-term sites in the 
caravan park or camping ground; or 


b) one visitor parking space for each 20 (and any remaining fraction of 20) short-term sites in the 
caravan park or camping ground; or 


c) one visitor parking space for each 40 (and any remaining fraction of 40) camp sites in the caravan 
park or camping ground. 


28. Between sunset and sunrise all access roads must be adequately lit as required by Clause 100 of the 
Local Government (Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable 
Dwellings) Regulation 2005. 


29. Fire hydrants are to be provided and maintained in accordance with Clause 128 of the Local 
Government (Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) 
Regulation 2005 requires that no part of a dwelling site, camp site or community building may be 
situated more than 90 metres from a fire hydrant. Any fire hydrant located within a caravan park or 
camping ground must be maintained in full operational condition to Council’s satisfaction. 


30. Every rigid annexe must be certified by a practicing structural engineer to be structurally sound as 
required by Clause 166 of the Local Government (Manufactured Home Estates, Caravan Parks, 
Camping Grounds and Moveable Dwellings) Regulation 2005.  The certificate must: 


a) indicate that the rigid annexe complies with any applicable standards, codes and specifications, 
and 


b) include specifications relating to the installation of the rigid annexe and the nature of the footings 
(if any).  Any specifications with respect to footings or tie-down systems must have regard to the 
design gust wind speed, soil type and other design considerations applicable to the various 
locations in which the annexe may be installed. 


31. In accordance with Clause 167 of the Local Government (Manufactured Home Estates, Caravan Parks, 
Camping Grounds and Moveable Dwellings) Regulation 2005, each rigid annexe must be designed and 
constructed in accordance with Parts 1 and 2 of AS 1170, except that the design gust wind speed 
referred to in Clause 3.2 of Part 2 of that Standard is not to be less than 41 metres per second. 


32. Access shall be permitted at all reasonable hours to authorized council officers for the inspection and 
review of conditions established under this approval. A thorough inspection shall be conducted at 
least annually during the course of this approval. 
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33. No extension of camping and caravan park activities outside the provisions of this approval is 
permitted without the prior written approval of council. Failure to comply with this approval and the 
requirements of the Local Government (Manufactured Home Estates, Caravan Parks, Camping 
Grounds and Moveable Dwellings) Regulation 2005 will void this approval. 


34. A caravan park or camping ground must not be used: 
a) for any commercial purpose other than a caravan park or camping ground or an associated 


purpose, or 


b) for the manufacture, construction or reconstruction of moveable dwellings, as required by Clause 
124(1) of the Local Government (Manufactured Home Estates, Caravan Parks, Camping Grounds 
and Moveable Dwellings) Regulation 2005.  


 


 


 





		Total Facilities provided for:

		The following conditions to be satisfied AT ALL TIMES.






ID Task Name Duration Start Finish


1 Ferry Reserve Holiday Park 720 days Wed 19/07/17 Tue 21/04/20


2 POM amendment process including exhibition and adoption by the 
minister


6 mons Wed 19/07/17 Tue 2/01/18


3 Develop park per attachment 1 "Ferry Reserve Revised Concept 6 
March 2017" to achieve compliance with 2005 Regulations and 
deliver improvements including foreshore walkwayand 
rehabilitation works


30 mons Wed 3/01/18 Tue 21/04/20


4 Massy Greene Holiday Park 720 days Wed 19/07/17 Tue 21/04/20


5 POM amendment process including exhibition and adoption by 
the minister


6 mons Wed 19/07/17 Tue 2/01/18


6 Develop park per attachment 2 "Massey Green Revised Concept
6 March 2017" to achieve compliance with 2005 Regulations 
and deliver improvements including foreshore walkway and 
rehabilitation works


30 mons Wed 3/01/18 Tue 21/04/20


J J A S O N D J F M A M J J A S O N D J F M A M J J A S O N D J F M A M J J
Half 2, 2017 Half 1, 2018 Half 2, 2018 Half 1, 2019 Half 2, 2019 Half 1, 2020 Half 2, 2020
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Application for approval to Operate a Caravan & Camping Ground 
 
Attachment 1  
Site particulars for North Coast Holiday Parks Massey Greene 
 


Property Description:  


LOT: 409   DP: 7286501 Old Pacific Highway  


LOT: 7005 DP: 1113421 Old Pacific Highway 


LOT: 20     DP: 1169546 Mona Lane    


BRUNSWICK HEADS 2483 


 


 


North Coast Holiday Parks Massey Greene comprises a total of 119 sites.  The sites comprise a mixture of 


long term sites, short term sites and camping sites as follows: 


 


Long Term Residences No. of Sites Site Numbers 


Long Term Sites 17 66, 61, 68, 70, 71, 72, 73, 76, 75, 80, 81, 82,  


83, 84, 85, 86, 87 


Long Term Sites with Private Toilet 


and Shower Facilities 


17 66, 61, 68, 70, 71, 72, 73, 76, 75, 80, 81, 82,  


83, 84, 85, 86, 87 


 


Short Term Residences No. of Sites Site Numbers 


Short Term Sites 95 1,2,3,4,5,6,7,8,9,10,11,12,13,14,15,16,17,18,19,20,21, 22, 


23,24,25,26,27,28,29,30,31,32,33,34,35,37, 


38,55,56,67,62,58,59,60,63,64,65,140,141,139, 


69,74,79,78,77,88,89,90,91,92,93,94,95,96.97,100,101 


102,105,106,114,115,116,117,118,119,120,121,122,123,124, 


125,126,127,128,129,142 


C1, C2, C3, C4, C5, C6, C7, C8 


Short Term Sites with Private 


Toilet and Shower Facilities 


8 C1, C2, C3, C4, C5, C6, C7, C8 


 


 


Camp Sites No. of Sites Site Numbers 


Camp Sites 7 103, 104,107, 108, 109, 110.111 


 


 


  


Total Number of Sites:        119







 


 


 


Facilities 
Toilet and Shower Facilities: 
 


A caravan park or camping ground with fewer than 200 sites must be provided with facilities specified in 


the below table to this clause according to the number of dwelling sites in the caravan park or camping 


ground. 


 


As per the regulations the number of required showers and toilets facilities are as follows: 


SITES  NUMBER OF SITES  TOTAL DWELLING SITES  


Long Term Sites 17 (17 with own ensuite) 0 


Short Term Sites  95 (8 cabins with ensuite)  87 


Camp Sites 7(2 camp sites = 1 dwelling site) 4 


Total Dwelling Sites  119 91 


 


 


REQUIREMENTS  SITES TOILETS URINALS SHOWERS HAND BASINS 


Required based on 76 -100 


dwelling sites  


91 F 7            M 4 M 2 F 5        M 5 F 4          M 4 


Current number  91 F 10          M 7 M 6 F 9        M 9 F 6          M 6 


 


Facilities for people with disabilities: 
A caravan park or camping ground must be provided with shower, toilet and associated facilities, 


designed in accordance with AS 1428.1 – 2001 Design for access and mobility.  


 


A caravan park or camping ground with 100 dwelling sites or more must be provided with: 


Two of each facility for each sex, or two of each facility for use by both sexes, or one of each facility for 


use each sex and one of each facility for use by both sexes.  


 


As per the regulations NCHP Massey Greene have the following: 


 


Showers  Female  Male  Unisex 1 


Toilets  Female  Male Unisex 1 


 


 


Proximity of dwelling sites to shower blocks and toilet blocks: 
A long-term site must not be situated more than 75 metres (measured in a straight line) from a shower 


block or toilet block.  A short-term site or camp site must not be situated more than 100 metres 


(measured in a straight line) from a shower block or toilet block.  (This clause does not apply in respect of 


dwellings sites reserved for use by self-contained cabins or ensuite sites.  


 


Number of long- term sites within 75 metres 


(measured in a straight line) from a shower or 


toilet block. 


17 


Number of short-term sites within 100 metres 


(measured in a straight line) from a shower or 


toilet block.  


95 


 


 







 


 


Laundries: 
A caravan park or camping ground must be provide with: 


At least one washing machine for each 25 long term sites, and at least one washing machine for each 


30 short term sites. 


Laundry tubs: 


At least one laundry tub for each 50 long-term sites, and at least one laundry tub for each 60 short-term 


sites.  


Clothes Dryers: 


At least one mechanical clothes dryer for each 60 long term sites, and at least one mechanical dryer for 


each 80 short-term sites. 


Drying areas: 


A caravan park or camping ground must be provided with clothes lines at the rate of 2 metres of line for 


each dwelling site. 


Irons and ironing boards: 


One for every 60 short-term sites. (Can be stored in reception with signage in the laundry advising of this).  


 


Massey Greene have the following facilities in relation to the above information. 


Sites 119 (17 Long-term sites and 95 short -term 


sites) 


 


Washing machines  6 


Washing tubs  7 


Clothes dryers 6 


Line space  282.3 metres 


Ironing boards  4 


Irons  4 


 


Common non-compliances include insufficient setbacks between park boundaries and structures, and 


insufficient setbacks between internal roads and structures. 


 


Short term sites without sullage 62,67,90,91,92,93,97,100,101,102,103,104,105,


106,107,108,109,110,111,114,115,116, 


117,118,119,120,121,122,123,124,125,126,127,


128,129,141,142 


 


 


Setbacks of community buildings from park 


boundaries, dwelling sites and camp sites must 


be 10metres. 


Cabin Number 1,  


Sites -  


100,101,102,103,104,105,106,107,108,109,110,


111,114,115,116,117,118,119,120,121,122,123,


124,125,126,127,128,129,139,140,141,142, 58, 


59, 60, 61, 62, 63, 64, 65, 66, 67, 68, 73, 74, 79, 


80, 85, 86 ,92, 93, 94, 95, 96, 97 


Short-term sites require a minimum of 65m2 The following sites do not achieve the 


minimum size: 


55,56,92,96,97,100,101,102,105,106,114,115,1


16,117,118,119,120,121,122,123,124 


125,126,127,128,129,142 


 


Permanent sites less than 80 square metres  BCA Check completing onsite compliance 


report 17 November 2017 


 







 


 


Separation distance between long term sites  BCA Check completing onsite compliance 


report 17 November 2017 


 


Distance from the fixed structure to the road on a 


permanent site. 


BCA Check completing onsite compliance 


report 17 November 2017 


 


One Visitor parking space for each 10 long-term 


sites. 


One visitor parking space for each 20 short-term 


tourist sites. 


One visitor parking space for each 40 camp 


sites. 


Dimensions: 


5.4 metres by 2.5 metres of angle parking and 


6.1 metres by 2.5 metres in any other case. 


 


4 – IN TOTAL  


 


Disabled visitor parking for each 100 sites.  In 


accordance with AS/NZS 2890.1:2004 parking 


facilities.  


Current number of sites 


1 


Long term sites must provide a 3 x 6 metre car 


space within their allocated site. 


BCA Check completing onsite compliance 


report 17 November 2017 


 


Roads  


The width of an access road must be:  


At least 6 metres for a two-way access road, 


and at least 4 metres for a one-way road. 


The direction of travel for a one-way access 


road must be indicated by means of 


conspicuous signs. 


Compliant  
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Tweed Street Brunswick Heads 2483


Email massygreene@reflectionsholiday.com.au Phone 02 6685 1329 
www.reflectionsholidayparks.com.au


Massy Greene


NCHP Massy Greene Community Map Nov 2017







Fees
Please ensure that all fees are paid in advance.


Check In/Out
Site fees are calculated until 10.00am on the 
day of departure. If your travel arrangements are 
inconvenienced by these times please contact 
the Park Management to make alternative 
arrangements.
Cabin check in 2.00pm
Sites check in 11.00am


Reception Hours
Normal trading hours 7.30am to 7.30pm daily.


Eviction
Park Management reserves the right to evict any 
person who fails to obey the Park Rules.


Emergency Numbers
In case of emergency call ‘000’ for Fire, Police or 
Ambulance.
The afterhours emergency, please call the 
number displayed on reception door.


Vehicles
The safety of our customers is of prime 
importance. You can assist our cause by limiting 
the speed of your vehicle to 8 kilometres (walking 
pace) whilst within the park. Please contact
Park Management if you wish to wash or repair a 
vehicle on site. Boom Gates access numbers are 
registered to one vehicle per site, allowing only 
the vehicle registered at the office to enter the 
park.


Fire hose reels are not to be used for washing 
vehicles. Please contact Park Management if you 
wish to wash or repair a vehicle on site.


Caravan and Trailers
All vans & trailers must be placed onto the site 
so the drawbar as approved by the registration is 
facing the road or access, so immediate removal 
can be undertaken in the case of an emergency.


Children
The park and its facilities are provided for 
the enjoyment of you and your children. The 
supervision of your children is important
for their safety and to ensure they do not 
disturb other people in the park. Children must 
be accompanied by an adult when visiting the 
showers and toilets.


Bunk Beds
Australian Standards relate to the use of bunk 
beds and state that: “Children under the age of 9 
years are not permitted to use the top bunk. Also 
Children must not play on top bunk.”


Open Fires
Please use the barbecue facilities provided. 
Unfortunately no open fires are permitted 
under local law. The following information and 
guidelines are provided to ensure visitors to our 
holiday park have an enjoyable stay.


Skateboards, Roller Skates, 
Roller Blades and Motorised 
Equipment
Prior to arrival, please check with the park 
management for their policy on the use of these 
items in the parks.
Unfortunately Skate Boards are not permitted.


Your Site
Please keep your site tidy and use the facilities 
provided for drying clothes, discharge of sullage 
water and rubbish disposal, we ask that you 
do not tie ropes or secure tarps from our trees. 
Please do not dig trenches on or around your site.


Noise
The peaceful enjoyment of our park and its 
facilities by all visitors is important to us. Please 
assist by being considerate to your neighbours 
and restrict noise from radios, televisions and 
social gatherings after 9.30pm and before
7.30am. The person whose name is on the receipt 
is responsible for the orderly conduct of all 
members of their party and their guests.


Bicycles
Bicycles must be ridden on the roads within the 
park at the speed limit of a maximum 8 kilometres 
per hour. Please inform your children of the safety 
requirements and ensure that they wear a safety 
helmet at all times. Please only use bicycles 
during daylight hours.


Telephone Messages
Messages will be placed on the notice boards 
except for  urgent messages, which will be 
delivered to your site.


Securing your Site
Whilst Park Managers do their best to ensure a 
safe and secure environment, we do recommend 
that visitors to the park take the precaution of 
securing items of value left outside their tent or 
caravan during the day and overnight.


Amenities
Hot water is available for showers, washing 
machines and basins. Please consider others and 
limit the time spent in showers and avoid water 
wastage at all times.


Garbage
Receptacles are located throughout the park for 
your convenience. Please assist by wrapping all 
garbage prior to its disposal and unfolding boxes, 
cartons etc.


Pets
Unfortunately pets and caravan parks do not mix. 
Please make other arrangements for your pets 
prior to coming away on holidays.


The following information and guidelines are provided  
to ensure visitors to our holiday park have an enjoyable stay.


Reflections Holiday Parks Massy Greene
Tweed Street Brunswick Heads 2483


Email massygreene@reflectionsholiday.com.au Phone 02 6685 1329 
www.reflectionsholidayparks.com.au
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Massey Green


6 March 2017


SITES   NUMBER OF SITES NOV 2017 PROPOSED SITE NUMBERS CONCEPT PLAN
Long Term Sites 17 (17 w/ensuite) 17 (17 w/ ensuite)
Short Term Sites  95 (8 cabins w/ensuite)  81 (18 Cabins w/ensuite)
Camp Sites 7 -
Total Dwelling Sites  119 98
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Compliance Assessment 


Massey Green Caravan Park – Tweed Street Brunswick Heads (55.2017.1143.1) 


Total sites 119 


 Long term sites 17 (all en-suited) 


 Short term sites 95 (8 en-suited) 


 Camp sites 7 


 


Compliance Assessment: Local Government (Manufactured Home Estates, Caravan Parks, Camping Grounds 
and Moveable Dwellings) Regulation 2005 (the Regs): 


 Current Park Layout referenced in NCHP Massey Green Community Map Nov 2017 is not complaint 
with the Regs and has multiple non-compliances relating to disabled person facilities, long term site 
setbacks from property boundaries and setback of structures from adjoining site structures and 
internal roads. 


 Massey Green Revised Concept Plan dated 6.3.2017 identifies the final layout of the Caravan Park 
and is in accordance with the Draft Plan of Management (POM). This Concept Plan has been 
designed and assessed against the Regs and it is found to be compliant with the Local Government 
(Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 
2005. 


 The Schedule of Compliance Works and Activities nominates timelines for the proposed 
changes/improved to Caravan Park to bring the Caravan Park in compliance with the current 
Regulation. This staging is also considered to not affect the operation of the Caravan Park over the 
improvement program. 


 Council is awaiting the results of a compliance audit from NCHP of existing long term sites which are 
to remain in place. The compliance reports scope is to assess matters such as structural adequacy, 
fire separation between structures, health and amenity of existing structures to ensure they are 
maintained to an adequate level. A condition is recommended that any identified upgrade works be 
certified completed upon completion of the staging schedule timeline (i.e. 3 years) 


Recommended: That Council: 


1. Approve subject to conditions the approval to operate a Caravan Park at Lot 409 DP7286501, Lot 
7005 DP 1113421 & Lot 20 DP1169546 Massey Green Caravan Park – Old Pacific Hwy Brunswick 
Heads as identified in NCHP Massey Green Community Map Nov 2017 
 


2. Approve the Massey Green Revised Concept Plan dated 6.3.2017 and Schedule of Compliance 
Works and Activities to bring the Caravan Park into compliance with the Local Government 
(Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) 
Regulation 2005. 
 


3. That the length of the approval to operate be limited for a maximum period of three(3) years. 
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Recommended Conditions: 


Schedule 


TOTAL FACILITIES PROVIDED FOR: 


Toilets   Female   10 


 Male  7 


 Disabled (Unisex) 1 


   Urinals 6 


   


Showers  Female 9 


 Male 9 


 Disabled (Unisex) 1 


   


Hand Basins Female 6 


 Male 6 


   


Laundry Washing machines 6 


 Washing Tubs 7 


 Clothes Dryers 6 


 Line Space 282.3 metres 


 Ironing Boards 4 


 Irons 4 


NOTE: Additional facilities provided in relocatable dwellings located on the caravan park were assessed, 
and are considered in addition to the minimum requirements under the Regulation. 


 


SITE CLASSIFICATIONS 


 Seventeen (17) long-term sites all with private toilet and shower facilities being sites numbered 61, 66, 
68, 70, 71, 72, 73, 75, 76, 80, 81-87 inclusive. 


 Ninety five (95) short-term sites, being sites numbered 1-38, 55, 56, 58, 59, 60, 63, 64, 65, 67, 69, 74, 77, 
78, 79,88-97, 100, 101, 102, 105,106, 114-129, 139-142 inclusive, eight(8) with en-suites C1-C8 inclusive 


 Seven (7) campsites, being sites numbered 103, 104, 107-111 inclusive. 
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SITE DEFINITIONS  


Camp site means an area of land within a camping ground on which a campervan or tent may be installed or, 
in the case of a primitive camping ground, on which a campervan, tent or caravan may be installed, and that 
is designated as a camp site by the approval for the camping ground. 


Long-term site means a dwelling site that is specified in the approval for a caravan park as being a long-term 
site. 


Short-term site means a dwelling site on which a moveable dwelling that is ordinarily used for holiday 
purposes may be installed and that is specified in the approval for a caravan park as being a short-term site. 


 


Special Conditions: 


The following must be satisfied within the specified time frame: 


SCHEDULE 


a) Within 40 days from date of this approval to operate. 


Submit to Council for its consideration and acceptance a compliance audit report of the structures upon 
long term sites. This audit must identify repair works required to structures upon long term sites to 
improved structural stability, fire separation and health and amenity as per the Local Government 
(Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 
2005 


b) Within 3 Years from the date of this approval to operate. 


All improvement works identified on Massey Green Revised Concept dated 6 March 2017, scheduling 
works program and accepted long term sites compliance audit must be completed and certification 
provided to Council certifying the Caravan Park now satisfies Local Government (Manufactured Home 
Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 2005. 


 


STANDARD CONDITIONS 


1. This approval shall be prominently displayed on a part of the approved premises where all residents 
may see it.  A copy of the community map as stamped for this approval and all park rules shall 
accompany such display. 


2. The operation of the caravan park and camping ground and any work associated with its operation 
must comply with any applicable standard established by the Local Government (Manufactured Home 
Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 2005. As works are 
undertaken at various stages of redevelopment the facilities and services provided to the occupants 
and guest of the caravan park must not be less than the minimum standards required under the Local 
Government (Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) 
Regulation 2005 


3. It is a condition of this approval that the land not be used for the manufacture, construction or 
reconstruction of moveable dwellings (this condition does not prevent the on-site repair of moveable 
dwellings), or, any commercial purpose excluded by subdivision 7 clause 124 of the Local Government 
(Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 
2005. 


4. It is a condition of this approval that Council, to ensure continued compliance with the Act and the 
relevant regulations, may conduct inspections of the premises. 
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THE FOLLOWING CONDITIONS TO BE SATISFIED AT ALL TIMES. 


5. The owner/occupier must make its booking and occupancy records available for inspection by the 
Council from time to time, as required by Clause 122(5) of the Local Government (Manufactured 
Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 2005, to enable 
the Council to ensure that the conditions of development consent and building approval, which relate 
to the Property and the conditions of this approval are being complied with, providing however that 
the Council shall provide reasonable notice of its inspection of the relevant records. 


6. Fire hose reels.  Fire hose reels must be installed so that a fire hose can reach each site in the caravan 
park or camping ground. The fire hose reels must be constructed in accordance with AS 1221 and 
installed in accordance with AS 2441, as required by Clause 129 of the Local Government 
(Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 
2005.  


7. Fire Hydrants. All fire hydrants located on the property to be tested and a certificate in relation to 
each of the fire hydrants, to be provided to Council once every calendar year. Fire hydrant location 
and design must comply with Clause 128 of the Local Government (Manufactured Home Estates, 
Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 2005. 


8. The council is to be provided with a fire hose reel and fire hydrant certificate in relation to each of the 
fire hose reel and fire hydrant once every calendar year. An appropriately qualified and experienced 
person stating that these essential fire services satisfy the minimum delivery water pressure and 
standards as set down in the relevant Australian Standard must provide certification.  


9. If a fire hose reel is newly installed, the certificate must be provided within 7 days of the completion of 
its installation.  A fire hose reel certificate is to state: 


(a) that the fire hose reel has been inspected and tested by a person who is properly qualified to carry 
out such an inspection and test, and 


(b) that, as at the date on which the fire hose reel was inspected and tested, the fire hose reel was 
found to have been capable of performing to a standard not less than that required by the Local 
Government (Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable 
Dwellings) Regulation 2005. 


(c) that all dwellings and relocatable homes have smoke alarms that comply with the provisions of the 
Environmental Planning and Assessment (Smoke Alarms) Regulation 2006. 
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SCHEDULE OF ESSENTIAL SERVICES 


Essential Fire or 
Other Safety 
Measures 


Design Standard Installation Standard Maintenance Standard 


Hose Reel 
Systems 


AS 1221 Fire Hose Reels AS 2441 Installation 
of Fire Hose Reels 


AS 1851.2 Maintenance of 
Fire Protection Equipment - 
Fire Hose Reels 


Portable Fire 
Extinguishers  


 AS 1841 2 Portable Fire 
Extinguishers - water type 


 AS 1841.3 Portable Fire 
Extinguishers - wet chemical 
type 


 AS 1841.4 Portable Fire 
Extinguishers - foam type 


 AS 1841.5 Portable Fire 
Extinguishers - powder type 


 AS 1841.6 Portable Fire 
Extinguishers - carbon 
dioxide type 


 AS 1841.7 Portable Fire 
Extinguishers - vaporizing 
liquid type 


AS 2444 AS 1851.1 - Maintenance of 
Fire Protection Equipment - 
Portable Fire Extinguishers 


Fire Blankets AS 3501 Fire Blankets AS 3501 AS 3501 


Fire Hydrants AS2419.1 Fire Hydrants AS 1851.1 AS1851.4 Maintenance of 
Fire Protection Equipment - 
Fire Hydrants 


Emergency 
Evacuation plan 


 Prepare an 
evacuation plan and 
management 
documents for a 
response to any 
evacuation situation 
2 


Submit emergency 
management plans and 
management tools to council 
for approval. 


Smoke alarms in 
all dwellings and 
relocatable 
homes. 


Environmental Planning and 
Assessment Amendment 
(Smoke Alarms) Regulation 
2006, Division 7A Clause 186A & 
186B. 


AS3786 – 1993; Smoke Alarms. 


All relocatable homes 
to be equipped with 
a smoke alarm 3.  


Vacuum and test smoke 
alarms regularly.  


Renew batteries to ensure 
reliable operational 
standard.  


Replace smoke alarms every 
ten (10) years. 
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10. Each caravan situated on flood-liable land must maintain the wheels, axles and tow bar in working 
order as required by Clause 165 of the Local Government (Manufactured Home Estates, Caravan 
Parks, Camping Grounds and Moveable Dwellings) Regulation 2005. 


11. Each caravan that is installed on a long-term site for more than 150 days and holiday van/park van 
that is installed on a dwelling site must be restrained in accordance a practicing structural engineer 
specifications to withstand the applicable wind forces as required by Clauses 166 and 167 of the Local 
Government (Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) 
Regulation 2005. 


12. Each dwelling site or camp site must be numbered or identified and its site boundaries clearly 
delineated. Site identification must be conspicuous as required by Clause 86 of the Local Government 
(Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 
2005. 


13. Hot and cold water is to be supplied to each hand basin as required by Clause 109(1) of the of the 
Local Government (Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable 
Dwellings) Regulation 2005. 


14. Each hand basin or pair of hand basins is to be supplied with a mirror as required by Clause 109(2) of 
the Local Government (Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable 
Dwellings) Regulation 2005.  


15. The water supply service must comply with the Plumbing and Drainage Code of Practice and the 
requirements of any relevant statutory body.  Clause 101 of the Local Government (Manufactured 
Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 2005 also 
requires that: 


(a) Each dwelling site be connected to the water supply; and 


(b) Water supply connections (which includes a standpipe and hose tap) for the camp sites shall 
be supplied at the rate of one connection for every 4 camp sites and located so that no camp 
site is more than 30 metres from a connection.  


16. Each long-term site must be provided with a connection to the sewage disposal system in accordance 
with Clause 102(2) of the Local Government (Manufactured Home Estates, Caravan Parks, Camping 
Grounds and Moveable Dwellings) Regulation 2005. 


17. A caravan park or camping ground that includes any short-term sites or camp sites must be provided 
with at least one common soil waste dump point for the disposal of closet waste from caravan holding 
tanks and the like. The common soil waste dump point must be located so as to permit adequate 
access by caravans and campervans as required by Clause 102(3) of the Local Government 
(Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 
2005. 


18. A short-term site must be provided with a disposal point for the disposal of sullage (that is, domestic 
waste from baths, basins, showers, laundries and kitchens, including floor wastes from those sources) 
from any moveable dwelling installed on the site as required by Clause 102(4) of the Local 
Government (Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) 
Regulation 2005. More than one short-term site may be provided with the same disposal point. 


19. As required by Clause 102(5) of the Local Government (Manufactured Home Estates, Caravan Parks, 
Camping Grounds and Moveable Dwellings) Regulation 2005 the sewage disposal system must comply 
with: 


(a) the Plumbing and Drainage Code of Practice; and 


(b) the requirements of any relevant statutory body. 
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20. Electricity supply must be provided in accordance with Clause 104 of the Local Government 
(Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation, 
2005 requires that all dwelling sites be supplied with electricity from a reticulated electricity service. In 
the case of a long-term site, the electricity must be supplied by means of an electrical circuit 
connected to a separate electricity meter. Any such electrical circuit must be installed in accordance 
with the requirements of: 


(a)  the Electricity Code of Practice, in the case of a long-term site; and 


(b) AS 3001, in the case of a short-term site. 
 
If a dwelling site is provided with electricity otherwise than by way of direct connection to the local 
electricity supply authority’s electricity main, electricity must be supplied at a rate no greater than the 
electricity supply authority’s domestic tariff. 


21. The caravan park and camping ground must be provided with a stormwater drainage system as 
required by Clause 103 of the Local Government (Manufactured Home Estates, Caravan Parks, 
Camping Grounds and Moveable Dwellings) Regulation 2005. All dwelling sites and camp sites must be 
adequately drained. 


22. Size of dwelling sites and camp sites.  As required by Clause 85 of the Local Government 
(Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation, 
2005, the following minimum site areas are required to be maintained: 


(a) A long-term site must have an area of at least 80 square metres. 


(b) A short-term site must have an area of at least 65 square metres. 


(c)  A camp site must have an area of at least: 


(i)  40 square metres, in the case of a camp site for which a separate parking space is 
provided within 30 metres of the camp site; or 


(ii)  50 square metres, in any other case. 


23. Moveable dwellings must not be installed closer to any other moveable dwelling than: 


(a) 3 metres, if it is situated on a long-term site; or 


(b) 2.5 metres, if it is situated on a short-term site or camp site. 


 as required by Clause 91 of the Local Government (Manufactured Home Estates, Caravan Parks, 
Camping Grounds and Moveable Dwellings) Regulation 2005 


24. Setbacks for relocatable homes, tents, caravans and associated structures and annexes  are to be 
provided as required by Clause 89 and 138 of the Local Government (Manufactured Home Estates, 
Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 2005, a relocatable home and 
any associated structure, tent or caravan (including any associated structure or annexe) must not be 
located: 


(a) closer than one metre to an access road; or 


(b) closer than 2 metres to the boundary of the caravan park. 


25. Site coverage must be in accordance with Clause 139 of the Local Government (Manufactured Home 
Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) Regulation 2005 requires that a 
relocatable home and any associated structure must not be installed on a single dwelling site if the 
floor plan area of the relocatable home (together with any associated structure or other building or 
structure on the site) is more than two-thirds of the area of the site. 


For the purposes of this condition: 
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(a) the floor plan area of a relocatable home is the area of the dwelling site occupied by the home, 
excluding the area of any associated structure forming part of the home that is not roofed; and 


(b) the floor area of any associated structure not forming part of the relocatable home is the area 
of the dwelling site occupied by the structure, excluding any area that is not roofed; and 


(c)   if there is no carport or garage on the dwelling site, an area of 18 square metres must be added 
to the floor plan area of the relocatable home to account for the car parking space that is 
required by Clause 139 subclause (3) to be provided on the site. An area with minimum 
dimensions of 6 metres by 3 metres accessible from an access road and useable for car parking 
must be provided. 


26. No more than one relocatable home may be installed on a single dwelling site in accordance with 
Clause 137 of the Local Government (Manufactured Home Estates, Caravan Parks, Camping Grounds 
and Moveable Dwellings) Regulation 2005. 


27. A minimum of 4 visitor parking spaces is required in accordance with Clause 97 of the Local 
Government (Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) 
Regulation 2005.  This has been based on the whichever figure is the greater of: 


(a) one visitor parking space for each 10 (and any remaining fraction of 10) long-term sites in the 
caravan park or camping ground; or 


(b) one visitor parking space for each 20 (and any remaining fraction of 20) short-term sites in the 
caravan park or camping ground; or 


(c) one visitor parking space for each 40 (and any remaining fraction of 40) camp sites in the 
caravan park or camping ground. 


28. Between sunset and sunrise all access roads must be adequately lit as required by Clause 100 of the 
Local Government (Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable 
Dwellings) Regulation 2005. 


29. Fire hydrants are to be provided and maintained in accordance with Clause 128 of the Local 
Government (Manufactured Home Estates, Caravan Parks, Camping Grounds and Moveable Dwellings) 
Regulation 2005 requires that no part of a dwelling site, camp site or community building may be 
situated more than 90 metres from a fire hydrant. Any fire hydrant located within a caravan park or 
camping ground must be maintained in full operational condition to Council’s satisfaction. 


30. Every rigid annexe must be certified by a practicing structural engineer to be structurally sound as 
required by Clause 166 of the Local Government (Manufactured Home Estates, Caravan Parks, 
Camping Grounds and Moveable Dwellings) Regulation 2005.  The certificate must: 


(a) indicate that the rigid annexe complies with any applicable standards, codes and specifications, 
and 


(b) include specifications relating to the installation of the rigid annexe and the nature of the 
footings (if any).  Any specifications with respect to footings or tie-down systems must have 
regard to the design gust wind speed, soil type and other design considerations applicable to 
the various locations in which the annexe may be installed. 
 


31. In accordance with Clause 167 of the Local Government (Manufactured Home Estates, Caravan Parks, 
Camping Grounds and Moveable Dwellings) Regulation 2005, each rigid annexe must be designed and 
constructed in accordance with Parts 1 and 2 of AS 1170, except that the design gust wind speed 
referred to in Clause 3.2 of Part 2 of that Standard is not to be less than 41 metres per second. 
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32. Access shall be permitted at all reasonable hours to authorized council officers for the inspection and 
review of conditions established under this approval. A thorough inspection shall be conducted at 
least annually during the course of this approval. 


33. No extension of camping and caravan park activities outside the provisions of this approval is 
permitted without the prior written approval of council. Failure to comply with this approval and the 
requirements of the Local Government (Manufactured Home Estates, Caravan Parks, Camping 
Grounds and Moveable Dwellings) Regulation 2005 will void this approval. 


34. A caravan park or camping ground must not be used: 
(a) for any commercial purpose other than a caravan park or camping ground or an associated 
purpose, or 
(b) for the manufacture, construction or reconstruction of moveable dwellings, 
as required by Clause 124(1) of the Local Government (Manufactured Home Estates, Caravan Parks, 
Camping Grounds and Moveable Dwellings) Regulation 2005.  


 





		Total Facilities provided for:

		The following conditions to be satisfied AT ALL TIMES.






ID Task Name Duration Start Finish


1 Ferry Reserve Holiday Park 720 days Wed 19/07/17 Tue 21/04/20


2 POM amendment process including exhibition and adoption by the 
minister


6 mons Wed 19/07/17 Tue 2/01/18


3 Develop park per attachment 1 "Ferry Reserve Revised Concept 6 
March 2017" to achieve compliance with 2005 Regulations and 
deliver improvements including foreshore walkwayand 
rehabilitation works


30 mons Wed 3/01/18 Tue 21/04/20


4 Massy Greene Holiday Park 720 days Wed 19/07/17 Tue 21/04/20


5 POM amendment process including exhibition and adoption by 
the minister


6 mons Wed 19/07/17 Tue 2/01/18


6 Develop park per attachment 2 "Massey Green Revised Concept
6 March 2017" to achieve compliance with 2005 Regulations 
and deliver improvements including foreshore walkway and 
rehabilitation works


30 mons Wed 3/01/18 Tue 21/04/20


J J A S O N D J F M A M J J A S O N D J F M A M J J A S O N D J F M A M J J
Half 2, 2017 Half 1, 2018 Half 2, 2018 Half 1, 2019 Half 2, 2019 Half 1, 2020 Half 2, 2020


NSWCHPT SCHEDULE OF COMPLIANCE WORKS AND ACTIVITIES 


Page 1





















10.2013.577.3 
 
PROPOSED MODIFIED CONDITIONS OF CONSENT 
 
Delete Condition 1 and replace it with the following: 


 
1) Development is to be in accordance with approved plans  


The development is to be in accordance with plans listed below: 
 
Plan No. Description Prepared by Dated: 
171119 General Arrangement Section 96 


Application Proposed Workshop 
Extension and Other Works 


BMack Project 
Management 
Services 


19.11.17 


A130 Amd 
B 


Floor Plan Dominic Finlay 
Jones Architect 


26.01.14 


A131 Amd 
A 


Elevations/Section Dominic Finlay 
Jones Architect 


20.11.13 


171030/1 Bangalow Mens Shed Section 96 
Application Proposed Building 
Extension General Arrangement 


BMack Project 
Management 
Services 


30.10.17 


171030/2 Bangalow Mens Shed Section 96 
Application Proposed Building 
Extension Blockwork Concept 
Layout 


BMack Project 
Management 
Services 


30.10.17 


 
The development is also to be in accordance with any changes shown in red ink on the 
approved plans or conditions of consent. 
 
The approved plans and related documents endorsed with the Council stamp and 
authorised signature must be kept on site at all times while work is being undertaken. 


 
 








Submissions to Byron Bay Pay Parking Time Limit Review 
 
Submission From:  Phil Townsend (E2017/103497) 


Date Received:  24 October 2017 


Submission: 


 


Joshua 
I speak for many business owners in Byron Bay & we feel that 1 hr in Lawson & Jonson retail area is too 
short & is having negative impact on our businesses in that people are having to leave to move their car 
& are NOT returning to finish shopping. 
 
We think it should be increased to 1.5 or 2 hours. 
 
Regards 
Phil Townsend 


 


 


 


 


Submission From:  Linda (E2017/103346) 


Date Received:  4 November 2017 


Submission: 


 


Fletcher ST needs to stay at 4 hr parking.  


 


Blessings 


Linda 


 


 


 


 


 


Submission From:  Christine Potter (E2017/103343) 


Date Received:  5 November 2017 


Submission: 


 
I agree with the amendments of the review. 


 


I am a frequent visitor to the Byron Bay township and have found the time limits very restrictive 


 


I have often have to leave a business discussion to return to my car or pay the fine (often) so I can 


continue the discussion with my clients .  


 


My only concern is with the new arrangements the fees will rise, please don't kill off your golden goose 


by making it not viable to visit Byron Bay. 


 


Thank You 


 


Christine Potter 







Submission From:  Michele Jackson (E2017/103842) 


Date Received:  8 November 2017 


Submission: 


 
Hi Please keep Fletcher st 4 hr time zone to allow for trade and coffee /lunch culture that Byron is 
famous for.  
 
Restricting this area to  2 hours  will not be suitable and have an adverse affect rather than a positive 
effect on locals and tourists alike.  
 
Michele Jackson   
 
 


 


 


 


Submission From:  Philip Harvey (E2017/104136) 


Date Received:  9 November 2017 


Submission: 


 
I am writing to oppose that section of the review proposing reducing the time limit in the Lawson street 
north and south car parks to 4 hours . 
 
I strongly support retaining the current time limits in these car parks . 
 
As a Byron shire resident I do not work in town but often I am in town for more than 4 hours and find the 
availability of parking in these car parks extremely convenient . 
 
Philip Harvey 
 
 


 


 


 


Submission From:  Ann Reed (E2017/104996) 


Date Received:  11 November 2017 


Submission: 


 
My submission to the review is to support all recommendations. 


 


Ann Reed 








Project Report
03 October 2011 - 22 November 2017


Your Say Byron Shire
Byron Bay Town Centre Parking Time Limit


Review


Highlights


TOTAL
VISITS


109  


MAX VISITORS PER
DAY


53
NEW
REGISTRATIONS


1


ENGAGED
VISITORS


15  


INFORMED
VISITORS


19  


AWARE
VISITORS


105


Aware Participants 105


Aware Actions Performed Participants


Visited a Project or Tool Page 105


Informed Participants 19


Informed Actions Performed Participants


Viewed a video 0


Viewed a photo 0


Downloaded a document 2


Visited the Key Dates page 0


Visited an FAQ list Page 0


Visited Instagram Page 0


Visited Multiple Project Pages 5


Contributed to a tool (engaged) 15


Engaged


Participants


15


Engaged Actions
Performed


Registered Unverified Anonymous


Contributed on Forums 0 0 0


Participated in Surveys 11 4 0


Contributed to Newsfeeds 0 0 0


Participated in Quick Polls 0 0 0


Posted on Guestbooks 0 0 0


Contributed to Stories 0 0 0


Asked Questions 0 0 0


Placed Pins on Maps 0 0 0


Contributed to Ideas 0 0 0


Visitors Summary


Pageviews Visitors Visits
New Registrations


30 Oct '17 13 Nov '17


25


50


75


 







Tool Type
Engagement Tool Name Tool Status Visitors


Registered Unverified Anonymous


Contributors


Survey Tool
Byron Bay Time Limit Review Survey Archived 18 11 4 0


Your Say Byron Shire : Summary Report for 03 October 2011 to 22 November 2017


ENGAGEMENT TOOLS SUMMARY


0
FORUM TOPICS  


1
SURVEYS  


0
NEWS FEEDS  


0
QUICK POLLS  


1
GUESTBOOKS


0
STORIES  


1
Q&A S  


0
MAPS  


0
IDEAS
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Widget
Type


Engagement Tool Name Visitors Views/Downloads


Document
deleted document from 1 2


Document
Byron Bay Pay Parking Time Limit Review 1 1


Your Say Byron Shire : Summary Report for 03 October 2011 to 22 November 2017


INFORMATION WIDGET SUMMARY


1
DOCUMENTS  


0
PHOTOS  


0
VIDEOS  


0
FAQS  


0
KEY DATES
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VISITORS 18 CONTRIBUTORS 15 CONTRIBUTIONS 15


Your Say Byron Shire : Summary Report for 03 October 2011 to 22 November 2017


ENGAGEMENT TOOL: SURVEY TOOL


Byron Bay Time Limit Review Survey


Which category do you fall in? (select more than one if relevant)


(15 responses | 0 skipped)


Would you be supportive of modifying the time limit on Wordsworth Street from 2P to


OP (no limit)?


(15 responses | 0 skipped)


13


13


5


5


2


2


Byron shire resident


Byron Bay business
owner


Byron Bay employee


Question options
(Click items to hide)


5


10


15


Yes: 


Yes: 


6 (40.0%


6 (40.0%


)


)


No: 


No: 


7 (46.7%


7 (46.7%


)


)


Don't Mind: 


Don't Mind: 


2 (13.3%


2 (13.3%


)


)
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Would you be supportive of modifying the time limit on Shirley Street from 4P to OP


(no limit)?


(15 responses | 0 skipped)


Would you be supportive of modifying the time limit in the Lawson Street North and


South Car Parks from OP (no limit) to 4P?


(15 responses | 0 skipped)


Yes: 


Yes: 


7 (46.7%


7 (46.7%


)


)


No: 


No: 


7 (46.7%


7 (46.7%


)


)


Don't Mind: 


Don't Mind: 


1 (6.7%


1 (6.7%


)


)


Yes: 


Yes: 


10 (66.7%


10 (66.7%


)


)


No: 


No: 


4 (26.7%


4 (26.7%


)


)


Don't Mind: 


Don't Mind: 


1 (6.7%


1 (6.7%


)


)
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Would you be supportive of modifying the parking on Somerset Street and in the


Butler Street Reserve to a free parking zone?


(15 responses | 0 skipped)


Would you be supportive of modifying the time limit on Butler Street from 4P to OP


(no limit)?


(15 responses | 0 skipped)


Yes: 


Yes: 


14 (93.3%


14 (93.3%


)


)


No: 


No: 


1 (6.7%


1 (6.7%


)


)


Yes: 


Yes: 


9 (60.0%


9 (60.0%


)


)


No: 


No: 


5 (33.3%


5 (33.3%


)


)


Don't Mind: 


Don't Mind: 


1 (6.7%


1 (6.7%


)


)


Page 6 of 8
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Would you be supportive of modifying the time limit on Byron Street from 2P to 1P?


(15 responses | 0 skipped)


Would you be supportive of modifying the time limit on the eastern side of Fletcher


Street from 4P to 2P?


(15 responses | 0 skipped)


Yes: 


Yes: 


9 (60.0%


9 (60.0%


)


)


No: 


No: 


6 (40.0%


6 (40.0%


)


)


Yes: 


Yes: 


10 (66.7%


10 (66.7%


)


)


No: 


No: 


4 (26.7%


4 (26.7%


)


)


Don't Mind: 


Don't Mind: 


1 (6.7%


1 (6.7%


)


)
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Would you be supportive of modifying the time limit on Jonson Street from Carlyle to


Kingsley from 1P to 2P?


(15 responses | 0 skipped)


Yes: 


Yes: 


11 (73.3%


11 (73.3%


)


)


No: 


No: 


3 (20.0%


3 (20.0%


)


)


Don't Mind: 


Don't Mind: 


1 (6.7%


1 (6.7%


)


)
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Report No. 13.19 Byron Bay Pay Parking Time Limits Review 
Directorate: Infrastructure Services 
Report Author: Joshua Winter, Civil Engineer  
File No: I2017/1162 
Theme: Community Infrastructure  5 
 Local Roads and Drainage 
 


 


Summary: 
As part of the review of pay parking for Byron Bay, Council staff have investigated and reviewed 10 
the appropriateness of the time limits throughout the scheme area in Byron Bay.  The first point for 
review was the accuracy of the pay parking time limit maps currently held by Council. It was found 
that the maps do provide an accurate representation of the time limits throughout Byron Bay.  The 
only changes required are updating Tennyson Street to show the 4P zone north of Marvell Street, 
and changing the name on the map from Lawson Lane to Lateen Lane. 15 
 
The second point for review was the appropriateness of the time limits throughout the town centre. 
There were a number of areas found that may benefit from an alteration to the time limit, as it may 
improve the functionality of the scheme and cause it to work as intended, by encouraging longer 
term visitors to stick to the fringes of the scheme to minimise the number of cars moving around 20 
the town centre.  The goal of minimising the number of cars in the town centre was identified in the 
Byron Bay Town Centre Master Plan and adopted by Council. 
 
The recommended changes are outlined in the report, including the reasoning that may support 
these changes being implemented. 25 
    


 
RECOMMENDATION:  


1. That Council endorse the changes to the parking time limits in the Byron Bay pay 
parking area as outlined below; 


 
a) Wordsworth Street – modify 2P zone to OP (no limit) zone. 


b) Shirley Street – modify 4P zone to OP (no limit) zone. 


c) Lawson Street North and South Car Parks – modify from OP (no limit) to 4P. 


d) Somerset Street and Butler Street Reserve – modify to free parking zone. 


e) Butler Street – modify 4P zone to OP (no limit) zone. 


f) Byron Street – modify 2P zone to 1P zone. 


g) Fletcher Street – modify eastern side from 4P to 2P. 


h) Jonson Street – modify Carlyle to Kingsley zone from 1P to 2P. 


2. That Council staff consult with the community regarding the changes to the time 
limits, and provide a report for Council endorsement at either the December 2017 or 
January 2018 meeting, with the preference for the December meeting. 


 
3. That Council approve a budget of $5,000 for community consultation regarding the 


changes to time limits, from the Pay Parking Reserve. 
 


Attachments: 
 
1 Byron Bay Pay Parking Update July 2017, E2017/86475   30 
  
 







B Y R O N  S H I R E  C O U N C I L  


STAFF REPORTS - INFRASTRUCTURE SERVICES 13.19 
 
 


Agenda  21 September 2017  page 2 
 


Report 
 
As part of the review of pay parking for Byron Bay, Council staff have investigated and reviewed 
the appropriateness of the time limits throughout the scheme area in Byron Bay.  This commenced 
with a site inspection performed on the 1st of September 2017 to confirm the accurateness of the 5 
pay parking time limit maps currently held by Council.  This inspection confirmed that there were 
only two omissions on the map (in Figure 1 below).  These included; 
 


 Lawson Lane is currently shown on the map that should be updated to Lateen Lane. 
 Tennyson Street needs updating to show a 4P pay parking area north of Marvell Street. 10 


 


 
Figure 1. Pay parking time limit map updated as of July 2017. 
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The review then proceeded to an assessment of the appropriateness of the time limits throughout 
the town centre.  There were a number of areas identified that if the time limit was changed may 
cause the scheme area to function as intended by encouraging longer term visitors to stick to the 
fringes of the scheme to minimise the number of cars moving around the town centre.  The goal of 
minimising the number of cars in the town centre was identified in the Byron Bay Town Centre 5 
Master Plan and adopted by Council.  The areas identified included:- 
 
Wordsworth Street 
 


Issue Identified – There is currently a 2P that was most likely implemented when the Byron 10 
Hospital was still in operation. 
 


Proposed Change – Modify the 2P section to a OP section (no limit). 
 


Likely Result – Encourage longer term parking outside the town centre and maintain consistency 15 
throughout Wordsworth Street. 
 


 
 
Shirley Street 20 
 


Issue Identified – There is currently a 4P that was most likely implemented when the Byron 
Hospital was still in operation. 
 


Proposed Change – Modify the 4P section to a OP section (no limit). 25 
 


Likely Result – Encourage longer term parking outside the town centre and maintain consistency 
throughout the Shirley Street & Wordsworth Street area. 
 


 30 
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Lawson Street North and South Car Parks 
 


Issue Identified – The Lawson Street north and south car parks currently have OP (no limit) for pay 
parking. This does not promote long term parking outside the town centre. 5 
 


Proposed Change – Modify the OP (no limit) area to a 4P area. 
 


Likely Result – Encourage long term parking outside the town centre. 
 10 


 
 


Somerset Street & Butler Street Reserve 
 


Issue Identified – There is currently a OP pay parking area that is underutilised due to the distance 15 
from the town centre and the requirement to pay for parking. 
 


Proposed Change – Modify the OP area to a free parking area. 
 


Likely Result – This would promote longer term parking from employees and visitors to outside the 20 
town centre and would increase safety in the reserve car park if it had higher usage. 
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Butler Street 
 


Issue Identified – There is currently a 4P pay parking area that is not consistent with Butler Street 5 
and the Master Plan intention to promote long term parking outside the town centre. 
 


Proposed Change – Modify the 4P area to a OP (no limit) area. 
 


Likely Result – Encourage longer term parking outside the town centre and maintain consistency 10 
throughout Butler Street. 
 


 
 


Byron Street 15 
 


Issue Identified – Byron Street currently has a 2P zone from Jonson Street to Fletcher Street. 
 


Proposed Change – Modify the 2P area to a 1P area. 
 20 
Likely Result – Consistently encourage shorter term parking in the town centre. 
 







B Y R O N  S H I R E  C O U N C I L  


STAFF REPORTS - INFRASTRUCTURE SERVICES 13.19 
 
 


Agenda  21 September 2017  page 6 
 


 
 


Fletcher Street 
 


Issue Identified – There is currently 4P parking along the full length of Fletcher Street on the 5 
eastern side. This does not promote longer term parking outside the town centre and provides an 
opportunity for employees to utilise this area for parking. 
 


Proposed Change – Modify the 4P area to a 2P area. 
 10 
Likely Result – Encourage long term parking outside the town centre. 
 


 
 


 15 
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Jonson Street 
 


Issue Identified – There is currently 1P parking zone on Jonson Street from Carlyle Street to 
Kingsley Street. This is not consistent with the gradual increase of time zones from the town 
centre. 5 
 


Proposed Change – Modify the 1P area to a 2P area. 
 


Likely Result – Gradually increase time zones as the distance from the town centre increases. 
 10 


 
 
Financial Implications 
 
It is estimated that $5,000 will be required for community consultation and to provide a report to 15 
Council with the results of the community consultation. 
 
Once the changes are endorsed by Council, it is estimated that it will cost approximately $10,000 - 
$20,000 to implement these changes, dependent on the number of changes endorsed.  This will 
cover the cost of procuring time limit signs as well as removal of signage at Butler Street Reserve 20 
and modification of the major signage in the Lawson Street car parks (this may be able to be done 
using stickers).  This will also cover the cost of labour to install/modify the signage. 
 
Statutory and Policy Compliance Implications  
 25 
Council will need to obtain RMS concurrence of any car parking time limit changes by a report to a 
Local Traffic Committee meeting prior to implementing any time limit changes. 
 








 
 


 


 
#E2017/108748 


Your ref:  
Contact: Lucy Wilson  


 
 
 
 
 
 
 
 
 
December 2017 
 
 
 
Dear Minister XXX 
 
Banning single-use plastic bags 


 
At its September 2017 meeting, Byron Shire Council resolved to influence reductions in single-use 
plastic bags and packaging through targeted education programs, improved infrastructure and 
writing to the NSW State and Federal Governments to advocate for a ban.  
 
As public support builds and the devastating environmental impacts of plastic bags continue to 
grow, Byron Shire Council strongly urges you to introduce legislation to ban single-use plastic 
bags. 
 
Over 10 million plastic bags are used in Australia everyday. Not only are they are waste of 
resources, the majority of them end up in landfill and many continue to be littered into the 
environment. When littered and carried by wind and rain into creeks and rivers, they eventually end 
up in the ocean causing harmful damage to marine life. 
 
Given the Byron Shire’s large expanse of marine parks, National Parks and high number of visitors 
to the area (approx. 2 million per year), Byron Shire Council and the local community are 
committed to reducing plastic use and the environmental devastation caused by plastic pollution.  
 
However, considering the legal limitations for local governments to enforce plastic bag bans, it is 
the responsibility of State and Federal governments to support the work being done in local 
communities by legislating for this important change. 
 
With all other States and Territories throughout Australia already showing leadership in this area by 
imposing (or planning to impose) successful bans on plastic bags, it is imperative that the state of 
New South Wales does the same. 
 
If you require more information about this matter please do not hesitate to contact Council’s 
Resource Recovery Education Officer Lucy Wilson on 6626 7077 or 
lucy.wilson@byron.nsw.gov.au 
 
 
Yours Sincerely 
 
All Councillors to sign 








 


1.0 Vision, Purpose, Aims 


and Objectives 


1.1 Vision 


 


Delivering better services and results for the Community is a key priority for Byron Shire 


Council (Council). When it comes to tackling our most pressing issues, we recognise that 


Council may not be able to solve them alone. The opportunity exists for Council to 


harness the innovation and capital of the private and non-government sectors (private 


organisations, not-for-profits, philanthropists and others) to deliver better outcomes for 


the Community.  


Council has a vision to innovatively transform under-utilised land into assets that deliver 


greater value and benefit to the community.  Lots 1, 2 and 7 Broken Head Road, South 


Byron (the Site) is strategically located and presents a significant opportunity for Council 


and the private/non-government sector to establish a partnership to unlock the potential 


of the site and deliver a range of social, environmental, economic and civic leadership 


outcomes. Council has a particular vision for this site to yield community and social 


benefits. 


 


1.2 Purpose 


 


The purpose of this EOI is to:  


1. Invite proposals from capable and experienced Proponents to enable Council to 


gauge the level of preliminary interest development of the Site for community and 


social benefit; and 


 


2. Based on the level of interest, allow Council to consider proceeding with the 


project and, if so, to develop a short-list of proponents who will be invited to 


participate in a Stage 2 formal procurement process.  


 







1.3 Community Strategic Plan Aims  


The strategic aims and desired outcomes of the Byron Shire community are captured in 


the Byron Shire Community Strategic Plan 2022.  


Development of the site needs to make a positive contribution to delivering the Byron 


Shire communities’ aims and desired outcomes.  The themes, and each of their aims, of 


the Community Strategic Plan are to deliver:  


 Corporate Management – effective leadership and ethical and accountable 


decision making.  


 


 Economy – a sustainable and diverse economy which provides innovative 


employment and investment opportunities in harmony with our ecological and 


social aims. 


 


 Society and Culture – resilient, creative and active communities with a strong 


sense of local identity and place.  


 


 Environment – a natural and built environment that is improved for each 


generation.  


 


 Community Infrastructure – services and infrastructure that sustains, connects and 


integrates our communities and environment. 


  


Particular to this site, Council is keen to consider developments achieving the goals of the 


latter three themes: Society and Culture; Environment; and Community Infrastructure. 


 


A complete version of the Byron Shire Community Strategic Plan can be viewed at: 


http://www.byron.nsw.gov.au/publications/community-strategic-plan-2022 


 


1.4 Strategic Objectives for this Site 


 


Council’s strategic objectives for development of the Site are to: 


 


 deliver a range of social and community benefits, and environmental outcomes which 


respond to the needs of the community.  


 deliver infrastructure and services to community that may not otherwise be possible, 



http://www.byron.nsw.gov.au/publications/community-strategic-plan-2022





or an income source to fund this.   


 provide accelerated delivery of priority infrastructure projects, or an income source to 


fund this.  


 retain this valuable land in community ownership.  


 develop the site to deliver quadruple bottom line outcomes and provide best value* 


to the Byron Shire Community. 


 be a leader in sustainable design, acting as an exemplar for others in the region to 


follow, 


 


* ‘Best Value’ does not just mean best monetary value. A proposal will be Best Value if it 


achieves Council’s objectives and delivers the best outcomes for community 


(environmental, social, community economic and civic leadership outcomes) with 


appropriate regard to the allocation, management and mitigation of risk.  


 


1.5 Objectives for this EOI 


The objectives of this Invitation for Expressions of Interest (the Invitation) are to: 


 invite proponents to submit an EOI for the opportunity to participate in the possible 


future development of the Site, 


 provide background information and details regarding the Site,  


 outline the Stages of the process and applicable timetable, and 


 assess the ability of proponents to fulfil Council’s requirements for development of 


the site. 


 


This invitation for Expressions of Interest does not constitute an offer by Council to enter 


into any agreement. 


Council may or may not proceed further with this EOI process. 


 


  







 


2.0 The Opportunity and 


Council Requirement 


2.1 The Opportunity 


Council is seeking Expressions of Interest from suitably qualified and experienced 


companies/consortia (Proponents) who would like to partner with Council in the master 


planning and development of this strategically located site in South Byron. 


Council will grant a long term ground lease to the successful Proponent. Key terms 


include: 


 Lease term – 25 years or as negotiated with successful Proponent 


 Lease amount – subject to conclusion of the procurement process 


2.2 Council Requirement and Anticipated Development 


Council has no specific land use or development requirements for the Site. However, the 


following are some examples of land uses that are envisaged could deliver on the stated 


strategic objectives: 


 Education; 


 Living and active community (affordable housing and childcare);  


 Aged care; and  


 Environmental/biodiversity/cultural areas. 


Given the strategic location of the Site at the southern entrance to Byron Bay, the Site has 


the potential to host a landmark development that will be a catalyst to stimulate social, 


community and environmental benefits in particular, but also economic and civic 


leadership benefits for the Byron Shire.  


… 


[remainder of EOI document as previously presented] 
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1 Executive Summary 
1.1 Purpose of this document 
The purpose of this Probity Management Plan (PMP) is to provide a clear decision-making structure 


that is logical, robust, transparent, accountable to Byron Shire Council (Council) as a body, and the 


community, to whom the Council is responsible, to govern the Byron Properties Redevelopment 


Expression of Interest (EOI) and Request for Tender (RFT). It describes the management structure, 


including the specific roles, accountabilities and responsibilities, focusing primarily on authority 


level, information flow and related probity guidance.  


1.1.1 Governance Framework 


Effective project governance will underpin the success of the project and support efficient and timely 


decision-making. The aims of this PMP are to: 


 Build a common sense of ownership of the project between all stakeholders;  


 Create an environment of trust between the dedicated project delivery team, the Council, and the 


wider stakeholder community; 


 Set out lines of responsibility and accountability for the delivery of the project; 


 Support the project team to deliver the required outcomes by providing resources, giving 


direction, and providing timely decision making; 


 Provide a structure for issue resolution; 


 Set out the process by which independent expert advice is procured, as required; 


 Enable the appropriate retention, storage and dissemination of information by reporting to 


stakeholders so that they can effectively fulfill their roles; and 


 Provide a framework for project disclosures and communication channels. 


1.1.2 Probity Framework 


The PMP is required to ensure that each aspect of the process is, and is seen to be, open and 


transparent, that any conflict of interest is avoided, pecuniary interests declared and that all aspects of 


the project process complies with relevant legislation.  


The PMP includes documentation of the relationship between parties involved in the project, 


including the independence of any parties engaged by Council to undertake any relevant consulting, 


be it financial, market and economic analysis, or any other relevant assignment for the project.  


The PMP includes details on the probity fundamentals in accordance with the Independent 


Commission Against Corruption’s probity advising guidance material as well as key areas and 


controls to be implemented during the project to ensure that these principles are met.  


1.2 Project Background 
Council is seeking to redevelop two key Council land sites, being: 


1. South Byron – 7.76 hectare (1.99 ha unconstrained) at the southern entry to Byron Bay.  


2. North Byron – 5.82 hectare (2.92 ha unconstrained) at the northern entry to Byron Bay.  


Initially, Council is proceeding with the master planning and redevelopment of the South Byron site. 


This property is the site of the former South Byron Sewage Treatment Plant (STP) which has been 


demolished since its decommissioning in 2005. Remediation of the site is currently underway and will 
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be completed prior to any further beneficial use of the site. The property is located within the southern 


fringe of the Byron Bay township, within the suburb of Suffolk Park.  


The majority of the property is classified within the RU2 Rural Landscape zone under the Byron 


Local Environmental Plan (LEP) 2014. The far eastern section of the property is classified W1 – 


Recreational Waterways. The balance land is designated DM (Deferred Matter) under the new LEP 


2014. The zonings for the land designated DM are 1 (d) (Investigation Zone) and parts of 5 (a) 


(Special Uses Zone) as per the Byron LEP 1988. 


Council considers that given the strategic value of the beachside properties at the southern entrance to 


Byron Bay, the site has the potential to host a landmark development that will be a catalyst to 


stimulate “quadruple bottom line benefits” for the Byron Shire. 


Council resolved in its 26 June 2017 meeting “That Council retain ownership of the former South 


Byron STP site…”. To this end, Council is interested in partnering with companies/consortia to ensure 


that a truly outstanding development is achieved on the site and yields benefits for the Byron Shire 


community. The development should be sympathetic to neighbouring land uses and complement the 


Byron Bay Town Centre Master Plan (BBTCMP) 2016 which sets a vision and strategy to guide the 


future form of Byron Bay’s Town Centre. The vision statement for the Byron Bay town centre is 


“Connect the centre of Byron Bay with the spirit of its community” and the development at this site 


should likewise reflect the spirit of the Byron Bay and Suffolk Park communities.  


Council has indicated that other development opportunities may also exist within the bounds of 


Council’s planning and development instruments, and that it will consider mixed purpose 


developments (for the South Byron site) in order to achieve the best social, environmental, economic 


and cultural outcomes. 


Council is now seeking Expressions of Interest (EOI) from suitably qualified and experienced 


companies/consortia to collaborate with Council on the master planning and redevelopment of the 


South Byron site. Council is also seeking and will consider feedback from the community about the 


future use of the site. Following evaluation of submitted tenders, the project may ultimately result in 


some form of partnership between Council and the applicant/private sector, potentially through a 


focused Request for Tenders (RFT).  


The North Byron site is classified within the B7 Business Park Zone under the Byron Local 


Environmental Plan 2014. The south-eastern section of the subject site (which comprises the filled 


and unconstrained section of the land) is zoned B7 Business Park under the Byron Local 


Environmental Plan 2014. The balance land situated within the rear western and north-western 


sections of the site is heavily constrained and designated ‘Deferred Matter’.  


The site comprises a large, irregular shaped, 5.815 hectare Industrial Englobo Development Site. Of 


the total land area, approximately 2.9 hectares is unconstrained. The balance 2.915 hectares is 


designated as ‘Deferred Matter’ is low lying and is heavily constrained for any form of future 


development. The unconstrained section of land is situated within the south eastern portion of the site 


which fronts Bayshore Drive. The land is level and cleared, having been recently filled and 


compacted.  


The site is located on the northern fringe of the Byron Bay Industrial Estate. The southern boundary 


of the property is formed by industrial developments fronting Centennial Circuit. Located opposite 


and to the east is the Byron West Shopping Fair. Adjoining to the west is vacant land forming part of 


the West Byron Sewerage Treatment Plant. The northern boundary adjoins a developing mixed use 


development known as ‘Habitat’ which will comprise 82 residential dwellings plus commercial retail 


and creative industrial units. Further to the north is the recently developed ‘Elements of Byron Resort 


and Spa’ and established residential development to the north east. The Byron Recreational Fields are 


located to the west of the Byron Bay Industrial Estate.  


1.3 Key documentation 


Key relevant documents informing this process include: 
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 Byron Shire Council; Draft Policy; Supporting Partnerships 2017 


 The Byron Bay Town Centre Master Plan (BBTCMP) 2016  


 Demand Scoping Narrative; former Byron Bay STP Broken Head Road; 5 April 2016 


 Byron Local Environmental Plan (LEP) 2014 


 Byron Shire Council Code of Conduct (Policy No. 13/003), 4 February 2016 


 Byron Shire Council’s Organisational Values and Behaviour Statements 


 Byron Shire Council Disposal of Assets (Policy No. 15/006), 4 September 2015 


 Byron Shire Council Business Ethics Policy (Policy No. 07/103), 11 August 2011 


 Byron Shire Council Procurement and Purchasing Policy No. 26, 16 December 2010 


 Office of Local Government Public Private Partnership Guidelines 


 Office of Local Government Capital Expenditure Guidelines 


 Local Government Tendering Guidelines, and 


 Various policies and guidelines through Council’s website. 


1.4 Organisational Values 
An organisation’s core values are the building blocks that set the foundation for all decisions and 


actions within the project. They underpin the vision for the project and provide the standard by which 


all who are involved with this project will deliver the desired outcomes of the project to the Byron 


Shire community. This PMP builds upon these values, as articulated in Byron Shire Council’s 


Strategic Plan: 


 Equity: There is fairness in decision making and prioritising and allocation of resources. 


 Access and Inclusion: All people have fair access to services, resources and opportunities to 


meet their basic needs, improve their quality of life and be included in community. 


 Participation: Everyone has the maximum opportunity to genuinely participate in decisions 


which affect their lives. 


 Rights: Everyone’s right are recognised and promoted. 


The Plan also reflects the organisational values and behaviour statements for Council staff, as follows: 


 Lead with enthusiasm and purpose: we lead by example. We are optimistic and enthusiastic. 


We are committed, consistent and courageous. 


 We are open, honest and respectful: We are accountable for our own actions. We are honest, 


fair and transparent. We trust, and are trusted by, each other. 


 We foster wellbeing and creativity: we are focussed on developing our staff. We embrace and 


drive change. We are encouraging, flexible, innovative and supportive.  


 We achieve our goals and succeed together: We set goals and achieve them. We are 


cooperative, inclusive and involved. We encourage teamwork across the organisation.  
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2 Project decision-making 
2.1 Governance arrangements and management 
Council has a responsibility to its community for the prudent management of community assets and 


finances. Local Government has responsibilities that go beyond the responsibilities of a private sector 


partner or project proponent due to the management of the public “good” and “interest”.  Land owned 


and controlled by a Council is a public asset to be held, administered and used for the benefit of the 


public/local community and to assist the Council in providing the services and facilities it is charged 


to provide for the community.  


As the project may involve some form of co-operation or partnership with the private sector and/or 


other level of Government to deliver the project, this means that the delivery of the project may fall 


within the definition of a Public-Private Partnership (PPP). There are specific requirements in the 


Local Government Act 1993 (the Act), set out in Part 6, for Councils in relation to projects being 


undertaken as a PPP. 


PPP arrangements should be fully assessed against Council’s policies as well as project goals, 


objectives and desired outcomes, and be independently and rigorously appraised before contracts are 


signed or arrangements otherwise entered into and the relevant project carried out or implemented in 


any way. It is the primary role of Council, through the governance structures set up for this project, to 


ensure that this review process and transparency of the project is carried out in accordance with the 


relevant legislative and policy requirements.  


All projects have unique circumstances and challenges. Each project presents different challenges and 


requires different management and governance structures. There are two key overall phases for the 


project management of the subject project. Each will require a different skill set. The first key phase is 


the Expression of Interest (EOI), to assess market interest in working with Council on the master 


planning and redevelopment of the South Byron site. The second key phase is the Request for Tender 


(RFT) phase, will involve requesting and assessing tenders based on the capacity and capability of 


specific private parties/consortia to work with council on delivery of the project. 


In developing this PMP, Council will adopt the key principles of the governance framework required 


for a project of this nature including, to the extent that the project may be delivered as a PPP, the 


Local Government Guidelines on the Procedures and Processes to be followed by Local Government 


in Public-Private Partnerships (PPP Guidelines).  


The governance framework outlined within this document is consistent with these required 


arrangements.   A diagrammatic outline of the project governance structure is at Appendix B. 


2.2 Reporting requirements 
Council will put in place mechanisms to report on all aspects of the project, as part of its overall 


project management framework. As a minimum, Council’s reporting on the project will include the 


following: 


 As a minimum, bi-annual reporting to Council on the progress of the project; 


 Upon construction commencement, quarterly reporting to Council on the costs and budget 


variances regarding the project. Where costs and budget variances are reporting by line item, the 


report should also include the impact on the total project budget estimates; and 


 Any issue or factor that may have some form of adverse impact on the project (this could include 


monetary and non-monetary issues/factors). A risk management plan will be necessary in relation 


to reporting on and setting in context these matters before the Council. 
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2.3 Key roles and responsibilities 


2.3.1 Minister and Office of Local Government 


The role of the Minister for Local Government will depend on the final form of the project and 


whether it will be undertaken as a PPP. Specifically, if the project is completed as a PPP the Minister 


has the power to call in any PPP project for review by the Project Review Committee (PRC) where a 


Council has not complied with the PPP Guidelines in relation to entering into the PPP or the carrying 


out of the project.  


Should the Byron Properties Redevelopment project proceed as a PPP, if the anticipated value of the 


project is expected to exceed $50 million, the project would be defined under the PPP Guidelines as a 


‘significant project’. The impact of this, is that the project would require review by the PRC (refer 


below) on two occasions: 


1. before the EOI phase; and 


2. at the pre-contract signing phase, where Council has gone through the appropriate competitive 


tendering process and selected a preferred partner.  


Once the PRC has reviewed the project, following the selection of the preferred project, and has 


provided endorsement that the project has been undertaken in accordance with the PPP Guidelines1 


the project is then referred to the Minister for Local Government for formal approval, under Section 


358 of the Local Government Act, to establish the PPP entity.  


Project Review Committee2 (PRC) 


The PRC is established under the Local Government Act. It is chaired by the Chief Executive of the 


Office of Local Government. The membership of the PRC is: 


 The Chief Executive of the Office of Local Government; 


(or an officer of the OLG who is nominated by the Deputy Director General of the Department of 


Premier and Cabinet – referred to as the Director General under the Act) 


 The Secretary of the Treasury; 


(or an officer of NSW Treasury nominated by the Secretary) 


 The Secretary of the Department of Premier and Cabinet; and 


(or an officer of the Department nominated by the Secretary) 


 The Secretary of the Department of Planning and Infrastructure; 


(or an officer nominated by the Secretary).  


Other members may be added to the PRC by the Chief Executive of OLG, if required for the purposes 


of enabling the PRC to exercise its functions.  


It is the role of the PRC to review the submitted PPP project against the PPP Guidelines. It remains 


the responsibility of Council to satisfy the PRC on any matter arising from its review, and it is 


particularly noted that there is no appeal against PRC decisions. 


                                                      


1 Note: the Project Review Committee’s role is not a decision maker but a review process to ensure the guidelines have been 


followed 


2 Note: only relevant for PPP Projects 
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2.3.2 Byron Shire Council / Elected Officials 


Byron Shire Council in relation to the Local Government Act and PPPs (where 


relevant) 


Council must not enter into a PPP unless it has complied with the relevant requirements of the Local 


Government Act. The Act refers to the formation of a PPP through an arrangement. An arrangement 


is not limited to the signing of formal contractual legal documents, but it includes any contracts and/or 


understandings.  


Councils must report to the OLG on the project. However, prior to formally notifying OLG, Council 


is to have developed the project to the phase where it has been formally approved, by resolution of the 


Council, and the broad concepts and principles have been formed, approved and settled. In the initial 


assessment phase, the dimensions of the project and its outcomes should be costed on the basis of 


expectations about responsibilities, risk management and anticipated or preferred sources of funding.  


Council should determine at any early stage what the project will deliver, and make a clear and 


unambiguous resolution to that effect.  


As part of the initial assessment of the project, Council will need to provide the following information 


to OLG: 


 Project description and relationship to Council’s strategic and management plans including 


reasons why a PPP (where relevant) is the preferred method of delivery; 


 Clear statement of outcome and deliverables as agreed by a resolution of council; 


 Project timeframe for the project; 


 Estimated total project costs and sources of funding; 


 Preferred extent/value of Council contribution to project and / or equity proposed; 


 Preferred risk assessment/management plan; and 


 Preferred management and governance structure as per this governance and probity framework. 


Often these can take the form of a Business Case, which can be approved by Council.  


Management of dual roles 


Council is the ultimate decision maker in relation to the nature, execution and process for the project. 


Within this framework Council will need to appropriately exercise its powers under any relevant Act, 


especially the Local Government Act 1993. 


Council is the landowner of the project site, and is intending to retain ownership of the site, as well as 


having a significant interest in the planning controls and the land rezonings undertaken as part of this 


project. Council as an elected corporate body has no private interest in this project. Council has two 


roles and both are legitimate public interest roles. ICAC’s publication Corruption risks in the 


development approval process (September 2007) notes that in this type of situation there may be a 


“conflict of roles”, that is, it is possible for the two roles to come into conflict. The relevant probity 


aim is to ensure that both roles are properly performed, that is, that they are carried out with due 


regard to probity principles. 


In these instances, there are two key areas of concern – one relates to commercial outcomes and the 


other to planning outcomes: 


1. Whether the approach being taken by Council will achieve the best price for the development 


rights and whether it will obtain the benefits it seeks for the best possible price (a “value for 


money” issue) 


2. Whether the development will conform to planning controls and requirements for the area, or 


whether concessions will be given that would not be given were Council not a party to the project 


delivery agreement (an “impartiality” issue).  
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Any development application for this development will likely meet the criteria of matters to be 


considered and decided by the Northern Joint Regional Planning Panel (Northern JRPP), so Council 


will not be the consent authority. In light of this, it is considered that the strategies to be adopted for 


the management of the dual roles would not need to be as stringent as those suggested by the ICAC in 


its position paper Corruption Risks in the Development Approval Process. However, Council 


recognises the need to ensure that there is no public perception of a conflict between its commercial 


objectives for the project and the planning instruments and requirements.  


In order to manage this risk, there will be a clear separation between Council’s planning function and 


the commercial arm which will be responsible for the assessment of proposals and making a value for 


money assessment of proposals and the potential redevelopment partner. In accordance with Council’s 


organisational structure the planning function of Council will sit within the Sustainable Environment 


and Economy Directorate.  Council’s Infrastructure Services Directorate will be involved in the 


EOI/RFP assessment.  


As such, the Director, Sustainable Environment and Economy (or potentially the Manager Sustainable 


Development) will not be involved in the assessment of the tenders and will be available to 


proponents in the event that there are enquiries in relation to the planning aspects of their designs 


and/or tenders.  


The planning aspects of the project, including consultation in relation to development and planning 


matters, will be managed by the Director, Sustainable Environment and Economy who will not be 


involved in the evaluation of submissions or tenders as part of any procurement process. Any matters 


discussed by Proponents with the Director, Sustainable Environment and Economy, or nominee, will 


be kept confidential and will remain separate to procurement activities.  


The Director, Sustainable Environment and Economy is a member of the Project Steering Committee 


but will be removed from any Steering Committee discussions and consideration during the 


procurement evaluation process.  


Key steps to be undertaken by the Director, Sustainable Environment and Economy, or nominee, to 


manage the probity of any planning discussions with proponents include: 


 Indicating to each proponent that the meeting is for information only, is not binding on Council 


and the proponent is reliant on their own enquiries; 


 Indicating that information discussed will be confidential unless it requires a change to the 


EOI/RFT requirements, in which case all proponents may be informed (such as via an electronic 


tendering portal) and this will be managed by the Director, Infrastructure Services; 


 Indicating that each party is responsible for keeping its own records; 


 Involving more than one Council staff member in each meeting; 


 Asking proponents to confirm their agenda items prior to each meeting; 


 Including a statement at each meeting that any aspect of the EOI/RFT, outside of planning 


discussions, will not be discussed; and 


 Keeping a record of each contact, attendees at any meeting and the key outcomes achieved. 


Steering Committee  


A Steering Committee will be established to provide a broad internal Council oversight of the Project 


and take responsibility for eventual negotiation of any contracts or agreements. The Steering 


Committee is accountable to Council. As need be, it will seek advice from any of advisory groups 


established for the project within Council in relation to technical/design, financial, legal, economic 


feasibility or any other relevant matter. It is noted that the composition of the Steering Committee 


may change as the project evolves, and relevant expertise is required for particular phases of the 


project. 
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The Steering Committee is a high level group – refer to the governance framework identified in 


Appendix B.  


Steering Committee Terms of Reference 


The Steering Committee consists of the Executive Leadership Team and the Project Director and is 


established to oversee the implementation of the Project. Roles and responsibilities for the Steering 


Committee include: 


 Taking ownership of the Project’s business issues, including budgetary strategy, financial 


feasibility, business plan, defining and realising benefits, and monitoring risks, quality and 


timeliness; 


 Determining the project’s critical directions and priorities as well as taking responsibility for the 


achievement of the project’s outcomes; 


 Ensuring that the Project is undertaken within the bounds of the PMP and Council’s Resolutions 


and Policies;  


 Addressing and managing any issues that have major implications for the Project and the public; 


 Approval of the project budget and any variances; and 


 Directing the Project Director to report to Council as required. 


The specific tasks of the Steering Committee will encompass the responsibilities raised above, but 


will also include: 


 Confirming the terms of reference as included in this PMP as well as any amendments to the 


terms of reference as the project evolves; 


 Varying this PMP as required to ensure that it remains relevant and maintains the integrity of the 


process; 


 Appointing membership of the Steering Committee; 


 Receiving and considering recommendations from the Project Director, and the Project Working 


Group; 


 Providing governance oversight to Council, the EOI/RFT Evaluation Panel, the Project Working 


Group and the Project Advisory Groups; and 


 Officially authorising all packages of information related to the Project/PPP. 


Project Director 


The Project Director is member of both the Project Working Group (PWG) and the Steering 


Committee. The Project Director is primarily responsible for overseeing and reviewing the packages 


of information for the PPP process being submitted to the Office of Local Government, and ensuring 


that the Steering Committee is always kept informed of the Project’s progress. 


The Project Director is identified in the governance framework at Appendix B.  


Project Director Terms of Reference 


The Project Director will observe the terms of this PMP and will have the following responsibilities: 


 Taking ownership of the Project’s business issues, including budget strategy, financial feasibility, 


business plan, defining and realising benefits, and monitoring risks, quality and timeliness; 


 Acting as a timely conduit between the PWG, PAGs, Evaluation Panel and the Steering 


Committee; 


 Determining the project’s critical directions and priorities; 


 Keeping the project scope under control and managing any changes in scope; 
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 Taking responsibility for achievement of Project’s outcomes; 


 Ensuring that the Project is undertaken within the bounds of the PMP and Council’s Resolutions 


and Policies;  


 Reconciling differences in opinion and approach, and resolving disputes arising from them; 


 Reporting on project progress to the Steering Committee in a timely manner; 


 Ensuring that Council resources are effectively deployed; 


 Providing advice and overall Project monitoring including considering any Project risks, 


governance risks or probity risks identified by any participant in the Project process; 


 Directing, approving and monitoring advisers and consultants’ performance of services, in 


accordance with the terms of their engagement; 


 Prepare recommendations to Council as required, including reporting on project direction, 


staging, budgets, involvement by third parties, governance, and other related matters; 


 Taking responsibility for any whole-of-government issues associated with the project and that 


impact upon it; 


 Ensuring that the Steering Committee, the Project Director, the PWG and PAGs act in accordance 


with the protocols, governance framework, rules and procedures outlined in this PMP; 


 Where relevant, ensuring that project progress is reported in a timely manner to the public, in 


conjunction with Council’s communications team;  


 Approval of the project budget and any variances; 


 Advise/alert the Steering Committee of any conflicts of interest or breach of the probity 


framework as contained in this PMP; and 


 Brief elected Council on Project progress in a timely manner. 


The specific tasks of the Project Director will encompass the responsibilities raised above, but will 


also include: 


 Reviewing and authorising all documentation prepared as part of the PPP process, should this be 


the identified delivery model for the project; 


 Receiving and considering recommendations from the Project Control Group; 


 Advising the Project Working Group of reporting requirements and making recommendations to 


Council and/or the Steering Committee, as required; and 


 Alerting the Steering Committee of any confidentiality and/or conflict of interest that may arise 


during the process in accordance with the provisions of the PMP. 


Project Working Group (PWG) 


Sitting beneath the Steering Committee is the PWG which will comprise the Project Director, and key 


discipline leaders/members. The PWG deals with the day to day management of the project, within 


their delegated responsibility and authority from the Steering Committee.  


The PWG may vary in its composition during the different phases of the project, depending on the 


skills and expertise required. The PWG will coordinate the functional outputs from the various 


disciplines within Council and be responsible for information flows, consultation, reporting and 


formal disclosure activities.  


The composition of the PWG is identified in the governance framework at Appendix B.  


PWG Terms of Reference 


The members of the PWG will observe the terms of this PMP and work collaboratively in: 
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 Developing the work plan, timetable and budget to undertake the Project; 


 Preparing business case/s to demonstrate value for money outcomes in supporting decisions 


required from the Steering Committee and the elected Councillors; 


 Complying with the reasonable probity requirements of the Independent Probity Advisor; 


 Manage the scoping, procurement and administration of the Evaluation Panel members and/or 


other specialist advisors as required; 


 Preparing and administering the project budget. 


The specific tasks to be undertaken by the PWG will include: 


 Confirming the terms of reference of the PWG included in this PMP; 


 Providing advice, as required, to the Steering Committee and Council; 


 Procuring any consultants required for the project, consistent with Council’s procurement 


protocols; 


 Providing input and support for all recommendations regarding all relevant communications 


pertaining to the Project; 


 Providing support as required to the Steering Committee and Council’s Communications team in 


dealing with internal and external stakeholders;  


 Preparing Communication Plans and Stakeholder Management Plans, and ensuring that these are 


complied with; and 


 Reporting to the Steering Committee and Council as required. 


Project Advisory Groups (PAGs) 


Sitting beneath the PWG are several PAGs. PAGs membership is discipline-based and these groups 


provide technical support, advice and recommendations pertaining to specific technical areas. The 


PAGs that are to be initially established for the Project are: 


1. Planning and Infrastructure 


2. Finance and Legal 


3. Arts and Culture 


4. Sport and Recreation 


The PAGs may vary in number and composition during the different phases of the project, depending 


on Project requirements. It is anticipated that PWG members will also participate in relevant PAGs as 


required. 


PAGs Terms of Reference 


The members of the PAGs will observe the terms of this PMP and work collaboratively in: 


 Attending regular PAG meetings and workshops to input to key Project-related decisions; 


 Overseeing the work of external consultants pertaining to their area of expertise; 


 Providing the PWG with discipline-based advice, support and recommendations; and 


 Providing technical advice/recommendations to the Evaluation Panel, on an as-needs basis. 


Evaluation Panel 


An Evaluation Panel will be established for the assessment of EOI/RFT responses and bids received 


during any procurement activities undertaken as part of the project. It is noted that not all procurement 


activities will need to go through this process, as some may fall under Council’s procurement policy 


as minor procurement. 
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The Evaluation Panel may seek advice during the process from the PWG and the PAGs which will be 


made up of specialist advisors for key areas of the project. The Evaluation Panel will make a 


recommendation to the Steering Committee following the assessment of submissions received during 


the procurement process. 


Further detail on the Terms of Reference for the Evaluation Panel, as well as the PAGs, will be 


documented in the procurement Evaluation Plans established for the EOI/RFT and subsequent 


procurement processes.  


2.4 Document framework 
As part of this Project, Council will likely develop the following Plans: 


 The Project Plan; 


 EOI/RFT Evaluation Plan;  


 The Business Case for submission to OLG (should the project be delivered as a PPP); 


 Communications Plan; and 


 Risk Management Plan. 
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3 Probity Principles and 


Application 
The PMP aims to ensure a managed information sharing process which is appropriate to the nature of 


the Project, is open and fair, meets the needs of Council, stakeholders, and the general public, and can 


be accommodated within the resources of all parties.  The operation of these principles will be 


monitored by the Project Director to ensure that they are effective, and amendments made as required.  


These principles and associated actions are aligned to Council’s Procurement Policy. 


3.1 Fairness, consistency and transparency 
Transparency refers to the preparedness to open a project and its processes to scrutiny, be it an audit 


or otherwise, and hence possible criticism.  This involves providing clear and easy to follow reasons 


for all decisions that are taken throughout all project phases and the provision of appropriate and 


timely information to relevant participants, stakeholders and the wider community. Key to this is the 


proper and appropriate documentation of the project, as well as the maintenance of an audit trail 


across all aspects of the project.  


Transparency with regard to the procurement and tendering process refers to the preparedness to open 


all aspects of the procurement and tendering processes to scrutiny.  This also involves providing 


reasons for all procurement and tendering decisions that are taken, keeping an audit trail for the 


process and decision making and the provision of appropriate information to relevant stakeholders.  


Key strategies for maintaining transparency during the project include: 


 A clear project programme – This comprises clear and timely task and procedural information. 


 Appropriate project management – This includes all the necessary documentation to ensure that 


the project is clearly managed in accordance with an identified and agreed process, so that all 


parties know and understand what the project is and how it is to be conducted. 


 Good record keeping practices – In order to maintain transparency in the conduct of all phases of 


the project, including but not limited to the preparation for, and assessment of tenders, strict 


record keeping practices are adopted by the project and the project team.  This would include 


records such as all correspondence, Council’s final internal working documents, all 


documentation produced by Council or provided to Council as part of any meetings by any party 


to that meeting, relevant procurement documentation, any background documentation used, 


minutes of meetings, and Steering Committee minutes.  Council should ensure that responsible 


and appropriate documentation is maintained to support and account for decisions moving 


forward. 


 Maintenance of an audit trail – It is important that a clear documentation process or audit trail for 


the Project be maintained outlining the decision making process and how this aligns with the tasks 


at hand, the phase of the project, as well as the overall objectives of the Project. 


 Defining working, confidential and public information – the project will involve a range of 


information at different phases, some of which may be working documentation, which at the time 


is confidential until it either becomes confidential to the project; some of which may be 


confidential information, such as commercial-in-confidence; and other information may be fully 


public and accessible to anyone in the wider community. This will need to be defined for all key 


documents with the project. 
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3.1.1 Transparent communications 


At different phases of the project, different communications will be needed with a wide variety of 


possible parties affected by or involved with the Project. These include the Council’s residents and 


ratepayers, the general public, stakeholders, authorities, project team members, and potential project 


team members.  


With regard to probity, different requirements may be needed for each of the potential phases, or even 


individuals or groups being communicated with. For example, authorities will have particular 


reporting and data retention requirements that may need special dispensation in how communications 


are recorded and information exchanged.  


Broadly speaking there may be six types of communication within the Project framework: 


1. Communication within the PWG. All members of the PWG should have signed a Confidentiality 


Deed and Conflict of Interest Declaration (included at Appendix A of this PMP), which defines 


what information they have access to. For example, not all of the design team may have access to 


all of the commercial or governance information or correspondence  


2. Communication within Council. A mixture of public and confidential information will be 


involved, with provision for protection of any confidential information 


3. Communication with authorities. A mixture of public and confidential information will be 


involved, with provision for protection of any confidential information 


4. Communication with involved stakeholders. A mixture of public and confidential information will 


be involved, with provision for protection of any confidential information 


5. Communication with wider stakeholders. This will generally be public information, however, 


where a stakeholder may be involved in a particular issue, some confidential information may be 


involved 


6. Communication with the general public. This may include ratepayers, residents, business owners 


and tenants, and the wider general public. This will involve publicly available information, which 


should be disseminated according to a Communication Engagement Plan developed by Council 


for the project. 


Communication in regard to procurement and tendering is subject to section 3.2 of this document, and 


it covers negotiations, briefings and de-briefings generally as well as in regard to procurement and 


tendering. 


In all cases, where information is given out, a project record/issue sheet should record who has been 


given what documents. 


Communication with Community Groups and other stakeholders 


During the project there is the potential for Council to be contacted by community groups and other 


stakeholders seeking information on the status of the project. Council may hold meetings with these 


community groups and provide information on the status of the Project, subject to confidentiality 


obligations applicable to the Project. Specifically, any information provided to community groups or 


stakeholders should be publicly available information or, where the information may not be in the 


public domain, approval should be obtained from the Project Director in terms of the release of this 


information. The reasons for the release of the information should be clearly documented. 


Communication with community groups and other stakeholders should also be consistent with other 


plans, such as any Communication Plan developed for the Project.  


Generally, the following principles should be applied to this communication with community groups 


and any meetings held: 


 The Project Director must make the decision to request, accept or decline a meeting; 


 Meetings should be held at Council or other government offices. In cases where this is not 


possible, the Project Director may determine the appropriate location; 
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 If the contact is by phone, the discussion and outcome needs to be recorded in the same way as if 


a meeting was held; 


 Every Project meeting should be attended by at least 2 (two) Council officers; and 


 A record should be kept of the meeting which includes key points, proposals or arguments as well 


as any outcome or agreement reached. 


External (Consultants, outside members of Committees, etc.) access to Confidential 


Information 


Council is aware of the potential risk of people external to the Council gaining access or being 


perceived to be able to gain access to Council’s confidential information via external people involved 


in the Project (be they any external member of the Project Team, and any external member of any 


taskforce, group, committee as well as any external individual, consultant, company or other group 


associated with the Project) either previously or still engaged by Council.  Managing Council’s 


confidential information and conflicts of interest arrangements are an important probity consideration 


for a project of this size, monetary value and significance. 


Key issues that must be managed include: 


 Ensuring that no real, potential or perceived conflict exists for individual external individuals, 


organisations, companies, consultants and consultant entities associated with success fees or 


preferred supplier arrangements/agreements; 


 Minimising self-review threats by restricting external individuals, organisations, companies, 


consultants and consultant entities acting in the same role on both sides of any transaction; 


 Maintaining confidentiality of information at a physical and electronic level and ensuring 


appropriately senior assurance of this is provided at key points; 


 Ensuring, wherever possible, equal opportunity and access to information for all who need access 


to that information. For example, in a tendering situation, if a consultant who is tendering is privy 


to information relevant to the Project, due to their previous involvement in the Project that is not 


available to all tenderers, that information should be made available to all tenderers, subject to 


appropriate assurances of use being obtained (i.e. commercial-in-confidence considerations and 


Council’s Confidentiality Deed being executed).  If such assurances cannot be obtained or that 


information is not able to be shared with all tenderers, that consultant needs to assure that 


different staff who do not have access to the subject information will be involved in putting 


together the tender, or the role of that consultant needs to be restricted and assurances they have 


maintained confidentiality provided regularly. 


Council requires consultants to complete a Confidentiality Deed and Conflict of Interest Declaration. 


These forms should be regularly reviewed and updated throughout major phases of the Project to 


ensure that they remain current. Council has included certain clauses to the effect that should Council 


become aware of any probity risk associated with the use of a previous, or current, consultant, or its 


confidential information, Council may be able to rely on those clauses to mitigate these risks by 


requiring tenderers to implement appropriate procedures and restrict involvement of personnel. 


Internal staff access to Confidential Information 


Council is aware of the potential risk of staff gaining access or being perceived to be able to gain 


access to any project-related confidential information. Managing Council’s confidential information 


and conflicts of interest arrangements are an important probity consideration for a project of this size, 


monetary value and significance. 


Key issues that must be managed include: 


 Ensuring that no real, potential or perceived conflict exists for any members of staff; and 


 Maintaining confidentiality of information at a physical and electronic level and ensuring 


appropriately senior assurance of this is provided at key points. 
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Council requires all project-related staff to sign a Confidentiality Deed and Conflict of Interest 


Declaration. These forms should be regularly reviewed and updated throughout major phases of the 


Project to ensure that they remain current.  


Maintaining a Register of Confidentiality Deed and Conflict of Interest Declarations 


A Register is to be maintained by a designated Council Officer of signed Confidentiality Deeds and 


Conflict of Interest Declarations from all external and internal parties involved in the Project. This 


register is to be updated annually. The Project Director is to regularly check this Register to ensure 


that any real or potential risks are identified and addressed. 


Procurement/Tender Communications 


A key probity issue related to any procurement or tendering process is the control and release of 


information in relation to the procurement/tendering process to ensure that the awarding of the 


eventual contract is unbiased and fair. 


Any information that is not general public knowledge must only be communicated to a tenderer if it is 


communicated to all tenderers (unless Council determines otherwise).  Communication of such 


information should be made via a formal ‘Request for Information’ process, a briefing session or 


meeting. 


Personnel must provide consistent information if making presentations to tenderers. This information 


must be supplied uniformly to ensure that no tenderer receives any advantage over another tenderer. 


No tenderer should receive, or be perceived to have received, additional information to that which is 


publicly available in respect of the proposed submission unless this information is expressly released 


by the relevant delegated Council Officer. Should this circumstance arise, this should be fully 


documented in the Project records/files. 


No discussion should be held with any individual tenderer about or in relation to any aspect of a 


submission or the process, without the prior approval or at the direction of the relevant delegated 


council officer. Should this circumstance arise, this should be fully documented in the Project 


records/files. 


Tenderers should be advised to communicate with the relevant delegated council officer via the 


‘Request for Information’ process or at meetings in which all matters in relation to their tender or its 


current status could be mentioned to all potential tenderers.  


Details of any discussions with those who are tenderers should be minuted, and copies of all 


correspondence should be copied to the Procurement Coordinator (or nominee), even where meetings 


and correspondence relating to a tender are of a non-specific nature. 


Should council staff or consultants working for Council be asked a specific question during a 


presentation or interview they should provide only a factual answer. They should not under any 


circumstances provide a personal opinion. In any case, the information provided in their answer may 


well be relevant to all tenderers, and should be communicated to all tenderers, as to not do this could 


be perceived as providing an unfair advantage to that tenderer. 


Where inappropriately persistent inquiries or comments are made, the meeting should be terminated.  


A file note should be prepared detailing the conversation. A copy of this file note should be forwarded 


immediately to the relevant delegated council officer and placed on the Project files. 


Should any tenderer request a copy of any document, approval must be obtained from the 


Procurement Coordinator (or nominee) prior to delivery. To ensure that no tenderer receives an 


advantage, all other tenderers should be supplied this document at the same time, with a note how the 


document came to be supplied, i.e., in response to a request by one of the tenderers. 


Routine business meetings and social activities may continue as usual, but Council advisers and 


employees must exercise caution, and must not discuss the evaluation, selection procedures, or 


contents of any tender. 
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If a tenderer requests a meeting with Council or its advisers during the process, the matters to be 


addressed in the meeting must be clearly identified and submitted in writing to the contact officer, at 


least 2 (two) business days prior. 


Meetings with individual tenderers 


During the procurement process, questions or clarifications specific to a tender are expected and 


requests for meetings will be made and agreed to at the Council’s discretion. The preference is for 


meetings to only be held if available to all tenderers and for general tender briefings open to all. It is 


important that no tenderer receives an advantage; therefore all other tenderers should be supplied this 


information following the meeting, with a note about how the information came to be supplied, i.e., 


following a meeting requested by one of the Tenderers. 


Written enquiries and responses 


Council must manage any written enquiries and responses between Council and the tenderers by 


virtue of the ‘Request for Information’ process, outlined in the request for tender documentation.  


Council is to maintain copies of all correspondence sent and the responses received from the tenderers 


and is to provide these for inspection by the Independent Probity Advisor. 


Presentations 


Council may request tenderers to make presentations in relation to aspects of their tender. All such 


presentations shall be conducted in accordance with programs and processes to be determined by the 


Chair of the Evaluation Panel, and in line with requirements under this PMP, and otherwise to be 


acceptable from a probity perspective to the Independent Probity Advisor. 


Procurement/Tender Briefing Sessions 


A briefing session will provide an opportunity for tenderers/proponents to learn more about the 


proposed arrangements, any decisions or directions made or planning to be made by Council which 


will impact upon the Project. 


A briefing session will also provide an opportunity for Council to explain the purpose of the particular 


procurement, technical features, evaluation criteria, likely timetable, major milestones, contractual or 


administrative issues, relevant government policies and, if any, significant changes to the Project. 


Prior to conducting a briefing session, an agenda should be prepared by the Project Director.  The 


information to be provided should be clearly documented to ensure that only appropriate information 


is provided. 


Records of the briefing session should be maintained including: 


 Name and details of attendees; 


 All information provided in connection with the briefing session; and 


 Any and all issues arising during the briefing session. 


The Independent Probity Advisor may attend one or all briefing sessions. 


Independent Observation and Audit 


The Independent Probity Advisor is independent of the wider project process. The Independent 


Probity Advisor is responsible for reviewing the application of the probity principles described in this 


PMP, to the Project’s phases and processes, and the provision of advice and reports as requested and 


agreed to by management and others involved in the wider project process on probity aspects of any 


uncertain event or process point. 


The Independent Probity Advisor will attend Steering Committee and other meetings, as requested by 


the Project Director.  
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3.1.2 Demonstrating that the process is conducted fairly, and with integrity and 


honesty 


Multiple and Independent Decision Makers 


A quorum for the Evaluation Panel will be set out in any EOI/RFT Evaluation Plan(s) developed 


during the procurement process. The Evaluation Plan(s) will also include information regarding the 


engagement of any external advisors and technical experts during the process.  


Management of bias and the consideration of factors that should not affect the delivery 


Any factor that may cause bias in a member of the Evaluation Panel, and that is not directly declared 


in the conflict of interest documentation, should be bought to the attention of the Chair of the 


Evaluation Panel for resolution as soon as it becomes apparent.  Factors outside the scope of the 


evaluation criteria for the Project and that do not affect the desired outcome for the Project or 


consistency with Local Government Tendering Guidelines (2009) should not be considered. 


Right of Reply 


A proponent may need to be given the “Right of Reply” to any negative report sourced from a third 


party.  In seeking such comments from proponents, the source of the report must be kept confidential. 


Independent Observation and Audit 


The Independent Probity Advisor is responsible for reviewing the application of the probity principles 


described in this PMP to the EOI/RFT evaluation process, and the provision of advice and reports as 


requested and agreed to by those involved in the EOI/RFT evaluation process on probity aspects of 


the evaluation process. 


The Independent Probity Advisor will attend the opening committee, Evaluation Panel meetings, and 


any meetings with proponents, as well as other Project meetings as requested. 


Management of Consultants’ Access to Confidential Information 


Council is aware of the potential risk of proponents gaining access or being perceived to be gaining 


access to Council’s confidential information via consultants either previously or still engaged by 


Council.  Managing Council’s confidential information and conflicts of interest arrangements are an 


important probity consideration for a Project of this significance. 


Key issues that must be managed include: 


 Ensuring that no real conflict exists for individual consultants and consultant entities associated 


with success fees or preferred supplier arrangements/agreements; 


 Minimising self-review threats by restricting consultants acting in the same role on both sides of 


the transaction; 


 Maintaining confidentiality of information at a physical and electronic level and ensuring 


appropriately senior assurance of this is provided at key points; 


 Ensuring, wherever possible, equal opportunity and access to information for all proponents.  For 


example, if a consultant is privy to information relevant to the Project that is not available to all 


proponents, that information should be made available to all proponents, subject to appropriate 


assurances of use being obtained (i.e. commercial-in-confidence considerations).  If such 


assurances cannot be obtained or that information is not able to be shared with all proponents the 


role of that consultant needs to be restricted and assurances they have maintained confidentiality 


provided regularly; 


 Ensuring that all consultants sign the Confidentiality Deed and Conflict of Interest Declaration 


(included at Appendix A of this PMP). These are to be regularly reviewed and updated throughout 


major phases of the Project to ensure that they remain current.  
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Related Proponents 


A related proponent is where there is common membership across more than one consortia 


responding to a procurement process. Council needs to manage any issues that arise concerning 


consultants or advisers being engaged by two or more proponents in a timely manner to ensure that 


the integrity of the process is not called into question by the proponents.  Legal and probity advice 


should be sought when faced with issues concerning Related Proponents.  Council needs to be 


satisfied with the arrangements put in place by the consultants to manage confidential information and 


any perceived or actual conflict of interest. 


Treatment of Non-Conforming Bids 


Council must include within the EOI/RFT documentation, the manner in which non-conforming bids 


will be processed. 


3.1.3 Confidentiality Management & Protection of Intellectual Property 


Although accountability and transparency are fundamental to the work of public sector organisations 


and public officials, there is some information that needs to be kept confidential, at least for a 


specified period of time, in order to protect the integrity of the process and give stakeholders the 


confidence to do business with the Council, on this Project.  This information can include reports 


commissioned for the project, working documents, project budgetary and financial information, the 


content of tenders, intellectual property, stakeholders pricing, and profit structures.   


A significant quantity of confidential information is likely to be generated prior to and during the 


evaluation and assessment process.  A potential risk in the Project is that sensitive or confidential 


information could be leaked between stakeholders and/or the media. 


Further, a major issue relating to the management of confidentiality relates to ensuring that there is no 


impression by a third party that Council is directly dealing with a proponent, as opposed to the 


evaluation and assessment of tenders.   


In the assessment of tenders, any component marked as being confidential or comprising the 


intellectual property of the proponent should be carefully guarded so as to protect these rights.  Where 


no such rights have been sought intellectual property guidelines state that these rights are forfeited.  


However, under these circumstances it remains Council’s responsibility to maintain and control that 


information, so that its own intellectual property rights are not at risk. 


Any information that could give any proponent an unfair advantage must be kept totally confidential 


until such time as it is made publicly available to all participants.  


It is therefore important that all Project team members are aware through this PMP as well as 


education and briefings of what information is confidential as well as where to go for further 


information if they are unsure.  If there are doubts about the confidentiality status of any information 


then it should be referred to the Independent Probity Advisor.  


As part of the strategy to mitigate the risk of losing control of confidential information, Council will 


undertake the following to reduce the risk of the unauthorised release of confidential information: 


 Commercially sensitive information – Any information that is commercially sensitive or 


commercial in confidence will remain confidential.  Any information that is proprietary 


information will remain confidential and access should be limited to a “need to know” basis. It is 


critical that the Project Team form an opinion and advise Council what information is considered 


to be confidential or commercial in-confidence. Guidance in relation to this can be found in the 


Working with Government – Intellectual Property Guidelines, which aims to effectively describe 


intellectual property aspects in relation to Government. 


 Physical security – Council will designate a dedicated lockable project office space for the Project 


that centralises the keeping of hard copy information and ensure that it is securely maintained.  


All files should be appropriately labelled.  Procedures for copying and moving any confidential 


information will be established to ensure documents are appropriately secure and protected from 
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unauthorised access. A document transfer register will be maintained to record when confidential 


documentation is transmitted between parties.  Material considered confidential or attracting 


intellectual property rights may include (but are not limited to) inventions, original designs, 


patents, registered designs, trade secrets and proprietary know-how. In certain cases these rights 


may be assigned to Council, or shared on a common basis. 


 Electronic security – Ensure that all confidential information held in electronic format is 


appropriately secured and protected from unauthorised access; including applying password 


access to electronic information and designation of a drive that can only be accessed by officers 


involved in the Project and authorised administrators. All EOI/RFT tender-related documentation 


must be access-restricted in Council’s file management system to members of the Steering 


Committee, the Evaluation Panel and designated administration personnel. 


 Personal undertakings – All participants in the Project – any member of the Project Team, and 


any member of any group or committee as well as any individual, consultant, company or other 


group associated with the Project – who will have access to confidential information are required 


to sign Council’s Confidentiality Deed and Conflict of Interest Declaration. This is to be executed 


prior to being provided with the confidential information in hard copy, or accessing the 


confidential information in a soft copy format, either via electronic distribution or a project 


specific Data Room (if relevant).  Note that access to confidential information is on a need to 


know basis.  Furthermore, one or more Council officers (to be designated) should be placed in 


responsibility of establishing and maintaining a register of persons who have signed Council’s 


Confidentiality Deed and Conflict of Interest Declaration. 


 Documenting security systems – If confidential information is released, Council may be required 


to show what measures it undertook to secure confidential information.  Council will document 


the security procedures it has followed to keep its commitment to protect confidential 


information.  


If there are doubts about the confidentiality status of any information then it should be referred to the 


relevant delegated Council Officer.  Any information that is deemed to be kept confidential will be 


confidential (subject to any legislative responsibilities). 


3.1.4 Documentation 


A file of all contacts with any individuals, consultants, companies, organisations, commercial partners 


or tenderers should be maintained by the Project Director.   


The principles to apply are transparency and accountability.  Council should be able to demonstrate 


that all contacts with any potential individuals, consultants, companies, organisations, commercial 


participants or tenderers have not been improper or been partial in any way. 


Minutes of any meetings with potential individuals, consultants, companies, organisations, 


commercial participants or tenderers should be retained on the project records, recording the 


substantive issues of the discussion, with a copy provided to any participants on request.  The file 


should be continually updated throughout the process.  The information recorded must be accurate. 


A list of key documents (but not limited to) which should be retained are:  


 Project correspondence  Project reports and documentation 


 Project management documentation  Project presentations 


 Documents that show the project 


history 


 Notice of meetings 


 All application documents  Briefing session agendas and minutes 
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 Governance Plan(s)  Evaluation summary report 


 Conflict of interest declarations  Post-selection negotiation documents 


 Agendas and Minutes of meetings  Project Delivery Agreement 


 Short listed tenderers  Recommendations to Council 


 Unsuccessful tenderers  Insurance details 


 Unsuccessful notifications in relation 


to the Process 


 


 Project Communications and Media  


3.1.5 Confidential Documents  


The following items should be maintained as confidential: 


 Any Project financial and budgetary documentation which may be used as a benchmark during 


the evaluation of submissions as part of the procurement process;  


 Any information related to the project and process that is not publicly available; 


 Procurement clarification questions and responses; 


 Confidential information produced as part of the evaluation process (e.g. meeting minutes, 


evaluation reports, reports inter alia); 


 Other information related to the processes that is not publicly available; and 


 Any other information determined by the Steering Committee, PWG or Evaluation Panel, to be 


confidential. 


3.1.6 Confidentiality Deed and Conflict of Interest Declaration 


A Confidentiality Deed is to be signed by any person who has access to confidential information.  


Anyone who is involved in the Project should sign a copy of Council’s Confidentiality Deed and 


Conflict of Interest Declaration (refer above).  A Register of persons who have signed the 


Confidentiality Deed and Conflict of Interest Declaration is to be maintained by the relevant delegated 


Council Officer.  Any external member of the Project Team, and any external member of any 


taskforce, group, committee as well as any external individual, consultant, company or other group 


associated with the Project will be required to execute a Confidentiality Deed and Conflict of Interest 


Declaration prior to accessing any confidential information. 


3.2 Accountability in relation to decision making 
Accountability and Transparency/Openness are related concepts3.  Accountability means the 


imperative for agencies and public officials to be able to answer for and justify their behaviour and 


use of public resources to an appropriate authority, from which they derive their authority, by 


allocating and taking responsibility for their past and expected future performance.  This includes 


aligning the decision making process with the appropriate delegated authority, and keeping 


appropriate and well-documented records that will leave a clear and easy to follow auditable trail.  It 


                                                      
3 For more information on Accountability and Transparency, please see the Transparency and Accountability 


Initiative - http://www.transparency-initiative.org/ 
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is important that redress is available, where anyone involved in the project does not perform their 


duties as expected, or meet their commitments as required.  


Accountability also includes the development of oversight mechanism, such as this PMP to ensure 


that appropriate standards are met. Documentation for accountability in the project will ensure that all 


participants and consultancies have documented their: 


 Terms of Reference; 


 Decision making structure; 


 Delegation of Authority to make decisions; 


 Expertise in the subject matter; 


 Documented procedures; 


 Understanding of the process; 


 Process monitoring procedures.  


All participants in the Project are to be accountable for their actions.  Council needs to ensure that all 


staff are appropriately qualified and experienced to undertake their particular role in the Project. 


3.2.1 Responsibilities Defined 


The responsibilities of all persons with a role in the project and its processes should be clearly 


documented and communicated to each person with the particular responsibility. Responsibilities will 


in most instances be included in the phase specific Evaluation Plan(s). 


The Evaluation Panel established for the Project procurement will undertake a detailed assessment of 


each submission received as part of the EOI process and any subsequent phases in the procurement 


process. The specific terms of reference for the Evaluation Panel will likely be as follows: 


 Evaluate the submissions in accordance with the agreed evaluation criteria; 


 Confirm the terms of reference for external advisors, if any; 


 Undertake an initial assessment of the submissions; 


 Should it be necessary, invite proposals to make detailed presentations; 


 Identify further clarifications required from the submitting proponents; 


 Review responses, advisors’ analysis and reference checks for proponents; 


 Hold meetings with proponents for clarification purposes, where required, in the presence of an 


independent Probity Advisor, when deemed necessary; and 


 Score all responses against agreed evaluation criteria as per the agreed methodology. 


The Evaluation Panel may obtain additional advice from appropriate sources as and when required 


keeping in mind confidentiality and conflicts of interest. 


3.2.2 Records Maintenance 


Records of the processes should be maintained to allow for independent audit and review.  All 


accountability documentation should be securely maintained in Council’s secure filing system. This 


should be in a manner that enables timely retrieval. 


Records should be maintained of all Project communications, as outlined previously in the 


Transparent Communications section, and held and filed in Council’s secure filing system. Where 


records involve meetings, presentations or similar, minutes should be circulated to all relevant 


attendees.  
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3.2.3 Decision Making and Sign Off 


The responsibilities of persons required to make decisions with respect to the Project processes should 


be clearly documented and provided to the individual with the responsibility.  All key decisions 


should be documented and signed-off by the relevant decision-maker. Each member of any Group or 


Committee will be required to sign any Report prior to consideration by the Steering Committee and 


Council (elected).  


3.2.4 Minutes of Meetings 


All key issues discussed and actions then agreed at any key meeting relating to the Project should be 


recorded including: 


 meeting details; 


 attendance; 


 confirmation that participants have no real, potential or perceived conflict of interest and/or 


probity status; 


 decisions and recommendations made; 


 actions agreed; and 


 responsibility and time frame. 


The Chair (or their nominated representative) of the PWG/PAG/Steering Committee will arrange for 


minutes to be documented and maintained.  


3.3 Identification and resolution of conflicts of 


interest 
Council’s Code of Conduct states that a conflict of interest “exists where a reasonable and informed 


person would perceive that you could be influenced by a private interest when carrying out your 


public duty4”  


A conflict of interest is a conflict between the public duty and private interests of any participant in 


the Project, where that participant has private interests which could improperly or unduly influence 


their official duties and responsibilities in regard to the project.  The community and potential 


stakeholders have a right to expect that any public officials or participant involved in the project will 


make decisions that are not influenced by any private interests. Similarly, when the private sector is 


engaged to perform public sector duties, there is an obligation to ensure that conflicts of interest are 


fully and extensively disclosed and effectively managed.  


Perceived or potential conflicts of interest can be as damaging as actual conflicts. These will need to 


be disclosed or identified, and procedures should be implemented to firstly managed them, ensuring 


that any potential conflicts of interest are removed, and any effects of perceived conflicts of interest 


are mitigated. 


3.3.1 Management of conflict of interests 


In conjunction with the obligations under Council’s Code of Conduct, Councils and all members of 


the Project Team, and any member of any taskforce, group, committee as well as any individual, 


consultant, company or other group associated with the Project will undertake the following: 


 Declaring a conflict – All those who are involved in the project in any capacity are required to 


make a full declaration of their pecuniary interest or any other association, either real or 


                                                      
4 Part 4 of the Byron Shire Council Code of Conduct, 4 February 2016 
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perceived, which may impinge on their capacity to conduct their duties in relation to the Project 


by completing the Confidentiality Deed and Conflict of Interest Declaration.   


The application of the Code of Conduct to any participant should not derogate from their 


obligation to adopt and follow the principles for managing conflicts of interest as set out in this 


Probity Framework. 


 Conflict of Interest register – Council is to nominate a contact person, to whom related interests 


will be reported and who will maintain a register of related interests to allow Council to manage 


them appropriately. 


 Managing Interests – Once an interest or association has been identified, Council officials 


responsible for the Project or process will be required to assess whether the interest is such that it 


needs to be specifically managed, in that it is likely to, or is likely to be perceived to, have the 


potential to interfere with proper decision making associated with the Project.  


If it is considered that the interest is one that requires management, Council will consider a 


variety of options, from restricting that person’s duties in particular areas of the Project, process, 


approval process or Project to eliminating that person from the process, approval process or 


Project altogether.  


Note that having such an interest does not necessarily preclude a person from participating in the 


process, approval process or Project. 


 Documenting – Council will document how it addresses the related interests of persons involved 


in the project. This will enable Council to show, if questions are asked about the probity of 


decision making, how a related interest did not interfere with proper decision making. It also 


helps increase the transparency of decision making by Council. This includes where specific 


consultants, individuals, organisations or other groups are introduced to the Project by any 


member of the Project Team, and any member of any taskforce, group, committee as well as any 


individual, consultant, company or other group associated with the Project, and whether they will 


gain any commission or referral fees, referrals for potential future work, or wider benefits from 


introducing anyone to the Project. 


 Updating Interest Declarations – During the course of the Project, situations may change to a 


degree that might mean declarations need to be updated. For example, different and additional 


private sector parties might have become intimately involved in the Project. Council will 


periodically review the statements of Project participants to identify if they need updating or if 


declarations made earlier have become more relevant and need to be addressed. 


 Meeting agenda item – Conflict of Interests declarations should be sought at all meetings as an 


agenda item.  As an individual’s circumstances may change throughout the course of a Project, 


this provides that individual with the opportunity to declare any potential conflicts as they arise. 


 Educating staff – Those persons who are placed in a position that requires them to make decisions 


or have a particular responsibility need to understand how a personal interest can present them 


with a conflict of interest and how to manage these interests when they arise.  


All Project participants to be given a copy of this PMP, be provided with training or briefings 


about what may constitute a conflict of interest and how they can/should be handled, if they have 


not already undertaken such training. This will include informing them of how to report a 


potential conflict of interest (or ‘related interest’) and who to report this to. 


 Gifts and benefits – In accordance with Council’s Code of Conduct and Procurement Policies, any 


member of the Project Team, and any member of any taskforce, group, committee as well as any 


individual, consultant, company or other group associated with the Project must not accept a gift 


or benefit that may be regarded by the public as likely to influence the performance of their public 


duties in relation to this Project.   
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3.4 Open competitive processes focused on achieving 


value for money 
This is demonstrated by the use of an open competitive environment in which the market is tested 


regularly, and stakeholders can make attractive, innovative proposals with the confidence that they 


will be assessed on their merits.  Value for money is not necessarily achieved by accepting the lowest 


available price.  The process should include: the evaluation of non-price criteria (such as the quality of 


the goods or services offered, the experience and past performance of the providers, the financial 


strength of the companies, the differing risk factors, the quality of the personnel, etc.); cost-benefit 


analysis against a target outcome or budget; the assessment of the total cost over the proposed life of 


the project; and, where appropriate, whether the outcome is best achieved by the private sector, using 


a public sector comparator.   


Value for money in this Project, such as appropriate benchmarks will be determined in Council’s 


Business Case, Business Plan and other related project documentation, including but not limited to 


any financial feasibility assessments, Project risk assessment(s) and cost benefit analyses. Further, 


detail will be set out in the Evaluation Plan(s). 


As part of the value for money considerations Council will need to ensure that all consultant 


procurements are aligned to Council’s legislative requirements for tendering. 







 


Byron Properties Redevelopment EOI: Probity Management Plan Page 27 
 


Appendix A: 


Confidentiality Deed and 


Conflict of Interest 


Declaration  
DECLARATION OF CONFIDENTIALITY AND INTEREST FORM 


TENDER NO. <INSERT TENDER NUMBER> 


<INSERT TENDER TITLE> 


 


I……………………………………………………………………... hereby declare that: 


(Please print name) 


1) Subject to paragraph 4, I agree to keep all information relating to the above-named Request 


for Tender including, without limitation, the Request for Tender, information sent with the 


Request for Tender, information made available to tenderers in connection with the 


Request for Tender, any submission received in response to the Request for Tender and 


any material created or received, or matter discussed during the evaluation period 


(Information) confidential. 


2) I will not use any Information for any purpose other than for the purpose of evaluating a 


tender submitted in response to the Request for Tender (Tender). 


3) Subject to paragraph 4, I will not release or make public any Information without the prior 


written approval/consent of Byron Shire Council (Council). 


4) I acknowledge that I may disclose Information if it is already in the public domain other 


than as a result of my own act or omission, if the disclosure is required by law, order of 


Court, Tribunal, the Australian Securities & Investment Commission or any other 


regulatory body, provided notice of the need for disclosure is first provided to Council.  


5) I will not remove or photocopy any documents that I have been provided the right to access 


in accordance with the parameters for the evaluation of Tenders. 


6) I represent and warrant to Council that: 


(a) I have read and reviewed the guidance in Schedule 1; 


(b) in making this declaration and disclosure I have made all reasonable and proper 


enquiries and taken such steps as might reasonably be expected to determine 


whether any actual or potential conflicts of interest exist; and 


(c) I am aware that the obligation to declare and disclose an actual or potential conflict 


of interest is a continuing obligation and that I will, if at 







 


Byron Properties Redevelopment EOI: Probity Management Plan Page 28 
 


any time I become aware of any actual or potential conflict of interest, immediately 


make a further declaration and disclosure of that matter to Council.  


7) I declare and undertake that I am not aware of any actual or potential conflicts of interest 


other than as set out and disclosed in Schedule 2. 


 


 


SIGNED: ……………………………………………. 


DATED: …………/…………/20…… 


 


 


WITNESS SIGNATURE:………………………………….. 


WITNESS NAME:…………………………………………. 


DATED:  ………/………/20……… 
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Schedule 1 


CONFLICTS OF INTEREST:  ICAC GUIDANCE  


To assist with determining when a conflicts of interest arises, and the definition of a conflict of 


interest, the following guidance material has been prepared by the Independent Commission 


Against Corruption (ICAC). 


A conflict of interest arises when individuals, in performing their responsibilities, are influenced or 


seen to be influenced by interests other than those relating to the project. 


There will be occasions where the proper performance of an individual’s project duties will affect 


a personal or other interest that he or she may also have. Such interests may be able to be valued in 


money terms. Other interests which are less direct and do not involve money may also be affected. 


Everyone has interests which are personal to them or someone close to them and it is not just the 


possession of these interests which gives rise to a problem. Similarly, from time to time individuals 


will deal with a matter as part of their work which affects a personal interest that they have. Again, 


that in itself may not cause any difficulties if the conflict is resolved in favour of the public duty. It 


is inevitable that conflicts of interest will arise. It is important to emphasise that the mere fact that 


someone has a personal interest in a matter is not necessarily wrong. It is how the conflict is dealt 


with which can give rise to problems. 


The first step is to recognise what situations could give rise to conflicts. Then the conflict must be 


resolved in favour of the public duty. 


Pecuniary Interests 


Pecuniary or financial interests may result from owning property, holding shares or positions in 


companies or trusts, debts owed to other people, receiving gifts, income from working elsewhere 


as well as for the council, hospitality and sponsored travel. This list is not exhaustive. 


It is not necessary for individuals to hold these interests themselves. A member of their family or a 


close associate may hold them. This is seen to be the same as being an interest of the official because 


of the closeness of the relationship. 


Suppose an official owned property adjacent to a block of land which was the subject of an 


application to council for development as an - industrial site. It is clear that the value of the official's 


property will be affected by the application. It would be reasonable to think that the official would 


be likely to be influenced by that when doing his or her job, and accordingly a conflict would arise. 


Even though colleagues may accept that the official would put to one side the personal interest in 


the matter and determine the application on its merits, the- appearance of a conflict is there. An 


outsider, or "reasonable person", could not have that same confidence. It is not necessary that an 


official would or will act in favour of their personal interest. If they are in a position of conflict, 


there is that temptation. The aim is to prevent situations arising. 


Non-pecuniary Interests 


These are the more straightforward and easily understandable cases where conflict may arise. There 


may also be interests which do not have a financial component that is non-pecuniary interests. 


These might include a personal interest arising out of relationships based on common interest such 


as sporting, social or cultural activities as well as family, sexual and other relationships. 


Suppose that an individual is active in the local hockey club.  An agency is considering offering a 


parcel of land to the club to expand the number of grounds and the employee is assigned the task 


of preparing a report on the matter. While the outcome may not be of any financial interest to her, 
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it is of considerable personal interest. If it is reasonable to think that the officer could be influenced 


by an involvement with the club when writing the report, a conflict would arise. 


Similarly, the old school of an individual is going to be affected by a nearby development. The 


council member is active with the school affairs although not a member of its Board or any 


committees. Is that interest one that could give rise to a conflict with the council member's public 


duty? Again the same test should apply. If he thinks, or a reasonable person would think, that he 


will be influenced by the fact that it affects his old school, there would be a conflict. 


How Should Conflicts be Resolved? 


The aim of resolving these conflicts is to prevent personal considerations from influencing the 


performance of public duty. Once conflicts have emerged they may be capable of resolution or 


avoidance by removing the source of the conflict or by making the interest public and thereby 


limiting the risk of personal interest prevailing over public duty. 


The source of the conflict could be removed by requiring the individual to dispose of the interest 


which has caused the conflict. 


Alternatively, it could be removed by an official being precluded from performing any project 


duties regarding the matter in which he or she has the interest. 


If conflict is very serious disqualification from the project could be appropriate. Each of these three 


responses would have the effect of removing the source of the conflict. 


Another way of avoiding conflicts may be to require disclosure or registration of all relevant 


interests. That information would then be public and others would be alerted to the interests. 


Consideration could then be given to whether there was a need to remove the source of that conflict 


as discussed in the previous paragraph. 
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Schedule 2 


I disclose below any actual or potential conflicts of interest:  


 


[Insert particulars of actual or potential conflicts of interest here] 
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1 Introduction  


Cardno has been commissioned by Byron Shire Council to undertake a review of previous traffic and transport 
studies and assess the objectives, outcomes, opportunities and constraints of each study.  At the completion 
of investigations, Council wishes to undertake strategic traffic and transport planning, with a view to investigate 
options to improve the safety and efficiency of the road network and explore potential opportunities for 
providing and enhancing alternative modes of transport.   


1.1 Purpose 


Council has already prepared a Byron Bay Town Centre Masterplan Report with the objective to connect the 
centre of Byron Bay to the regional road network and to lay the foundation for future planning of the shire whilst 
maintaining the spirit of the community.  To establish and inform the strategic vision of Byron Bay it is important 
the road network issues are identified, addressed and appropriately planned.  These issues include traffic 
congestion, high parking demand, poor public transport opportunities and lack of pedestrian only streets and 
cycle routes.   


The key objectives of this report are to: 


> Review the previously documented project history, including six previous study reports and other 
relevant strategic planning documents;  


> Identify the similarities and discrepancies between each study; 
> Establish priorities for the road network and identify those projects which can be progressed immediately 


or those that require priority focus during the new study; and 
> Provide the foundation framework for a Movement Strategy for Byron Town Centre. 


As part of the Byron Bay Town Centre Masterplan adopted by Council in 2016, the community engagement 
process identified that access and movement are the highest priority to improve Byron Bay. 


Upon completion of investigations, further advice will be provided to inform the scope of a new study and 
prepare the development of the Request for Tender documentation.   


Figure 1-1 Byron Bay Road Network Area 


 


Source: Byron Shire Council 
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1.2 Context 


Byron Bay is an iconic tourist destination located on the eastern most point of Australia. It is located 800km 
north of Sydney and 175km south of Brisbane.  It is also conveniently located close to the Gold Coast airport 
about 45-minute drive to the north.  The population of Byron Shire is approximately 30,000 people, while the 
town of Byron Bay has a population of approximately 9,000.  Byron is enjoyed by 1.5 million visitors each year.   


The most direct route into Byron Bay is from the Pacific Highway (M1) via Ewingsdale Road (MR545).  The 
majority of trips to Byron Bay occur to and from the north.  The daily traffic volume on Ewingsdale Road is 
21,000 vehicles per day.  Between 1996 and 2008 traffic on Ewingsdale Road increased by over 50%.  Private 
vehicles dominate the transport modes and this causes congestion, delays and queueing issues within the 
town centre, particularly during weekends, special events and peak holiday seasons.  


Figure 1-2 Aerial View of the Byron Bay Area 


 


Source: NearMap 
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2 Literature Review 


Council has specifically requested a review of the following documents to identify projects for prioritisation and 
identify the extent to which projects have been investigated, considered and justified or warranted.  The studies 
include the following: 


> The MR545 Strategic Study 2008 (Opus) 
> West Byron Development Transport Study 2011 (Veitch Lister) 
> West Byron Development Area-Western Precinct Traffic Impact Assessment 2016 (Bitzios Consulting) 
> Byron Shire Central Hospital 2014 (Taylor Thomas Witting) 
> Ewingsdale Retirement Facility DCP Traffic Study Report 2015 (Bitzios Consulting) 
> The Farm 2016 Traffic Impact Assessment and Traffic Counts (Greg Alderson & Associates)  
> McGettigans Lane Ewingsdale Road Intersection Assessment 2017 (Bitzios Consulting) 
> Broken Head / Clifford Street Intersection Traffic Analysis Report 2016 (TTM) 


A copy of each study has been provided and reviewed.  Detailed review of traffic analysis or models has not 
been undertaken and is excluded from this process.  The assessment of car parking for future development 
and the requirements and provision for private developments was also considered irrelevant for the purpose 
of reviewing and recommending priority projects for the road network. 


2.1 MR545 Strategic Study  


The purpose of the MR545 Strategic Study undertaken by Opus International Consultants in 2008 was to 
undertake a Strategic Study of the regional road network to assess and predict the current and future level of 
service and to recommend treatments to improve the level of service. 


The scope of the study involved workshop discussions with Council staff to establish the current and future 
population and land use, traffic generation, traffic and travel patterns and future design road environment.  The 
data was evaluated and validated for model development. The objectives of the study included the following 
tasks:  


> Assess the current level of service offered by MR545; 
> Determine the impact of the future development and traffic growth on the functioning of the MR545; 
> Consider the feasibility of the town centre bypass and mini-bypass; 
> Make recommendations on measures to improve levels of service; and 
> Make recommendations to Council on contributions that may be applicable to future development on 


the Ewingsdale Road corridor to fund road improvements required to manage traffic growth. 


Extensive traffic surveys were undertaken as part of the study, including origin destination surveys, intersection 
movement counts, tube counts and travel time surveys. Survey data confirmed that the town centre is the 
attraction for most trips.  The survey information formed the basis of traffic modelling including a strategic 
model in SATURN and detailed intersection modelling using SIDRA.  Modelling was used to investigate the 
2018 and 2028 design horizons. 


Outcomes of the 2028 model indicated the following deficiencies within the network; 


> Ewingsdale Road is at capacity with 2,500 vehicles per hour between the new sports complex 
(Cavanbah Sports Centre) and Banksia Drive.  (The 2008 traffic volumes were 1,650 vehicles per hour 
in the peak periods and other sections of the road to the west are nearing capacity). 


> The Jonson Street southern approach to the roundabout with Lawson Street exceeds capacity. 
> Lawson Street eastern approach to the roundabout exceeds capacity. 
> Lawson Street approach to the Butler Street/Shirley Street roundabout exceeds capacity. 


These issues are illustrated on Figure 2-1. 
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Figure 2-1 Extract from the MR545 Study indicating Capacity Constraints 


Source: Opus, 2008 


The outcomes of the report indicated that network upgrades will be required to accommodate future growth, 
of which the majority of treatments are needed immediately.  The following works were identified to ensure 
adequate network operation in the 2028 design horizon: 


> A roundabout at McGettigans Lane / Ewingsdale Road intersection 
> A roundabout at the Sunrise Boulevard / Ewingsdale Road intersection with access to the proposed 


Byron West development 
> A roundabout at Bayshore Drive / Ewingsdale Road intersection 
> A 2nd rail crossing from Butler Street to Jonson Street / Marvel Street intersection with a single lane 


roundabout at the Jonson Street / Marvel Street intersection 
> 4 laning of Ewingsdale Road between a roundabout at the proposed sports field and a roundabout at 


the Sunrise Boulevard / Ewingsdale Road intersection. 
> An upgrade of Shirley Street / Butler Street roundabout 
> Two lanes on Fletcher Street approach to the Fletcher Street / Lawson Street roundabout  
> A slip lane on the Bangalow Road at Patterson Street / Cooper Street / Bangalow Road intersection. 
> A right turn bay at Bangalow Road for the golf course access 
> A single lane roundabout at the Clifford Street / Broken Head Road intersection 


Figure 2-2 illustrates the locations of these upgrades. Most treatments are needed by 2018 and it was 
recommended that detailed design commence.  Roundabouts, rather than signalised intersections, were 
modelled for intersection treatments/upgrades as preferred by the community. It was recommended that the 
Council continue to monitor the traffic growth and economic activity as this has an impact on the triggers and 
timing of treatments. 


Tourist traffic is expected to continue contributing the most to traffic volumes and as such tourist groups and 
day trippers may be reduced through travel demand measures. 


The Report also recommends a further study of parking to provide a basis for planning measures to maintain 
the amenity of the town centre, in regard to assessing the suitability of front-to kerb parking, patronage for a 
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Butler Reserve Carpark, detailed consideration of a park and ride scheme and wider public transport service 
based on rail corridor in totality.   


The study also highlights the use of the rail corridor as an excellent future transport opportunity.  It suggests it 
could operate as a combined cycle and public transport route. 


Figure 2-2 Extract from the MR545 Study indicating 2028 Network Improvements 


Source: Opus, 2008 


2.2 West Byron Development Transport Study 


The purpose of the study was to determine the impact of a new development comprising of residential 
dwellings, business/commercial uses and light industry.  The proposal included an additional 856 residential 
dwellings, housing a population of 2,182 people.  Two accesses onto Ewingsdale Road are proposed to service 
the development.  The study was undertaken in 2010 using a base year of 2008 for traffic modelling analysis 
with two planning horizons of 2018 and 2028. A map of the extent of the West Byron development site is 
provided in Figure 2-3. 


The report factored in growth rates for the purpose of forecasting future traffic in the model.  Growth predictions 
were provided in the report and interestingly the impact of visitors and estimated growth rates were provided.  
Table 2-1 indicates the estimated increase in visitors. 
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 Growth Rates from VLC Report 


Type of Visitors Annual Numbers 2008 Growth From 2008 for 2018 Growth from 2008 to 2028 


Domestic Overnight 887,000 2.4% -3.5% 


Domestic Day 2,635,000 15.0% 26.6% 


International Overnight 183,000 13.7% 27.4% 


Figure 2-3 Extract from West Byron Study indicating Development Area 


Source: Veitch Lister, 2011 


The report recommended prior to 2018 that the following upgrades would be required: 


> The Mini-Bypass on the Butler Street alignment and a connection across the railway line to Jonson 
Street at Marvel Street. 


> Dual lane roundabout at Ewingsdale Road and McGettigans Lane 
> Dual lane roundabout at Bayshore Drive 
> Dual lane roundabout at SAE Institute 
> Complete pedestrian cycleway along south side of Ewingsdale Road 


Based on the modelling the following is required post-2018: 


> Maintain option to construct 4 lane divided carriageway on Ewingsdale Road 
> Progressively introduce parking restrictions in Shirley Street on the western approach to and exit from 


Butler Street 
> Maintain full bypass option for the town. 


 


2.3 West Byron Development Area – Western Precinct A 


The purpose of the study was to determine the impact of traffic generated from the western precinct A (Villa 
World Site) only, although consideration was given to the potential development yields and traffic generation 
from the surrounding and adjacent parcels of land (Western Precincts B, C and D). 
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 Proposed West Byron Development Area (extract from Bitzios Report) 


Source: Bitzios, 2016 


The report establishes the following conditions: 


> Access to Ewingsdale Road will be via two new roundabouts to create 4 way intersections with 
existing intersections on the northern side of Ewingsdale Road at Bayshore Drive and the SAE 
institute (300m west of Sunrise Boulevard roundabout). The existing intersection with Melaleuca 
Drive (south of Ewingsdale Road) will be terminated. 


> Traffic surveys for the existing road conditions were undertaken on Tuesday 16th August 2016 to 
obtain AM and PM peak traffic flows at the intersection of Ewingsdale Road and Bayshore Drive 
and also the intersection of Ewingsdale Road and Banksia Drive.  (Peak hour traffic flows for 2016 
for Ewingsdale Road/Bayshore Drive intersection are shown in Figure 2.1 of the Bitzios Report). 


> Traffic growth used in the assessment was obtained from the VLC Zenith Model and was less than 
1% per annum compounded (refer to Table 4.1 of Bitzios Report). 


> The traffic generation for the proposed development site was has been calculated based on land 
use (refer to Table 4.2 of Bitzios Report).  
-  The trip generation for Western Precinct A is 290 trips during the AM peak period and 305 trips 


during the PM peak hour.  
- The total ultimate trip generation for the site (Western Precincts A-D) during the AM peak is 579 


vehicles per hour and the PM peak is 623 vehicles per hour. 
> The distribution of traffic to the external road network has been based on a split of the following; 


- Movements to and from the east – 38% 
- Movements to and from Bayshore Drive – 32% 
- Movements to and from the west – 30% 


The result of traffic analysis are summarised below: 
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> The operational performance of the roundabout with Ewingsdale Road and Bayshore Road was 
modelled in SIDRA.   


> The roundabout was assumed to have a diameter of 16m with two circulating lanes and two 
approach lanes on Ewingsdale Road, two approach lanes on Bayshore Drive and only one 
approach lane on the proposed development access leg. Refer to Figure 2 for the SIDRA layout 
extracted from the Bitzios Report. 


> Analysis was undertaken for 2018 and 2028 for both without and with development traffic scenarios. 
> The roundabout was analysed with traffic generated from Precinct A (352 lots) and was also 


analysed for traffic generated from all Precincts A, B, C and D. 
> Results of analysis indicated that the roundabout performs within acceptable limits and has spare 


capacity for all scenarios for the 2028 planning horizon year. 
> For traffic generated from Precinct A for the 2028 planning horizon year in the AM peak period the 


queue length for the single lane development access approach to the roundabout is 12m and for 
the 2028 PM peak the queue length is 6.7m.  The overall level of service for this approach is B with 
delays less than 12 seconds.  The single lane approach operates adequately with no requirement 
for additional lanes. 


Whilst the Bitzios Report concluded that all development from the Western Precinct and the ultimate 
development scenario can be accommodated from the one access via the roundabout with Ewingsdale Road 
and Bayshore Drive, it has been proposed that the ultimate development of the West Byron Area will also have 
access to Ewingsdale Road via a new four-way roundabout with the SAE institute (300m west of Sunrise 
Boulevard roundabout). 


It should be noted that it is generally best practice to provide two access intersections to the external road 
network for catchments with 300 lots or greater.  It is concerning that in the event the main distributor road to 
the catchment is blocked, there is no alternative access for this catchment to exit the area. For the purpose of 
incident management and emergency access it is considered essential to provide an alternative interim access 
for Precinct A.  


Precinct A (Villa World) provides for a residential catchment exceeding 300 lots and therefore a secondary 
intersection or point of access should be required for future development.  In particular, consideration should 
be given to providing alternative access to Ewingsdale Road for traffic associated with the light industrial land 
uses.  It is considered reasonable to provide two intersections on Ewingsdale Road for future stages of the 
West Byron Development as per the original intention. 


The assumptions outlined in the report are considered reasonable for the purpose of assessing the impact of 
development traffic.  


 


2.4 Byron Shire Central Hospital Transport & Accessibility Report 


The purpose of the Transport and Accessibility Report for the Byron Shire Central Hospital was to evaluate 
the traffic and parking needs for the new hospital which is located at 54 Ewingsdale Road. 


The characteristics of the proposed hospital redevelopment included: 


> Accommodation for 65 in-patient beds; 
> Daily outpatients of 120; 
> Provision of a number of consulting rooms; and 
> Limited expansion of mental health unit services. 


The objectives of the study were to determine the existing condition of the road network in the study area, 
review the parking requirement, vehicle access arrangements and the impact on the road network and provide 
a transport strategy for the hospital. Figure 2-4 outlines the site area for the study. 







Review of MR545 Traffic Studies 
Desktop Review 


QTT17012  Cardno November 2017 
Prepared for Byron Shire Council  Page 9 


Figure 2-4 Extract from Hospital TIA indicating Site Location 


Source: Taylor Thomas Witting, 2014 


The findings of the study indicated that the road network would continue to have a satisfactory level of service. 
All nearby intersections were deemed to operate at a similar level of service post-construction of the hospital 
facility when compared to pre-construction intersection performance. The report did recognise that the existing 
bicycle path ceased at the intersection with McGettigans Lane (300m east of the site). 


The report also suggested measures to encourage public transport, including provision of a bus stop within or 
adjacent to the new hospital facility. 


The report recommended a reduction in the posted speed limit from 80km/h down to 60km/h along the section 
of Ewingsdale Road adjacent to the Hospital site.  This has since been implemented with the 80km/h zone 
now commencing to the east of McGettigans Lane. 


 


2.5 Ewingsdale Road Retirement Facility Traffic Study report 


The purpose of the study was to assess the likely traffic impacts of the proposed development and to determine 
the associated future infrastructure upgrades to inform the preparation of the development control plan (DCP) 
for the subject sites in consultation with Council.  The report assumed a commencement of use year of 2018 
and planning design horizon of 2028. Figure 2-5 illustrates the site area and location.  


Traffic data was collected in 2015, and further traffic counts were undertaken in March 2017 at the intersection 
of Ewingsdale Road and McGettigans Lane. 


Results of surveys indicate a clear pattern for an increase in eastbound traffic during the morning peak period 
and an increase for westbound traffic during the afternoon peak period, which is representative and consistent 
with background growth in the area of morning trips to Byron Bay from the Pacific Motorway and evening trips 
from Byron Bay toward the Motorway. 







Review of MR545 Traffic Studies 
Desktop Review 


QTT17012  Cardno November 2017 
Prepared for Byron Shire Council  Page 10 


Figure 2-5 Extract from Ewingsdale Retirement Facility Report indicating Development Area 


Source: Bitzios, 2015 


The outcomes of the study included the following: 


Base (without development traffic): 


> Pacific Highway / Ewingsdale Road roundabout operates at acceptable levels in 2028. 
> William Flick Lane required the removal of the right-out turn movement.  Turns should be limited to left 


out only. 
> Hospital access roundabout will require upgrading to a dual lane roundabout. 
> The existing priority controlled seagull intersection with McGettigans Lane will fail by 2023 and require 


upgrading to a dual lane roundabout. 


With Development Traffic: 


> Pacific Highway / Ewingsdale Road interchange will require updates to signage and line marking to 
provide double left-turns (to Ewingsdale Road) on the north-west approach (southbound off-ramp). 


> William Flick Lane will operate with the removal of the right-out turn movement (as described above in 
the base case).  The existing right turn into William Flick Lane can be retained. 


> Dual lane roundabout access to Byron Hospital (as per base case). 
> Upgrade of McGettigans Lane and Ewingsdale Road intersection to a dual lane roundabout. 
 


2.5.2  Development Assessment Referral Comments 


A review of the development assessment referral comments dated between 5th July 2016 and 24th August 
2017 has been undertaken.  


Council do not have funding to construct the roundabout and it is considered unreasonable to request the 
developer to construct the roundabout given the trips generated from the proposed development. Therefore, 
Council recommended that the development application should be refused unless the developer offers to 
upgrade the intersection or until such time as Council has funding available to enter into a planning agreement. 
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2.6 The Farm – Parking and Traffic Impact Assessment 


The report was undertaken by Greg Alderson & Associated in 2016 for an extension to the existing 
development.  The purpose of the report was to respond to the information request issued by Council to 
address traffic conditions, the effects of seasonal peaks and to determine parking requirements.  The analysis 
did not incorporate growth due to large developments such as West Byron, however applied a growth rate of 
2.5% p.a. compounded for traffic along Ewingsdale Road.   


SIDRA intersection modelling was carried out for the roundabout intersection with Ewingsdale Road, Woodford 
Lane and the Southbound on and off ramps.  The report assumed a commencement of use year of 2016 and 
planning design horizon of 2026. Figure 2-6 illustrates the site area. 


Figure 2-6 The Farm Development Site 


Source: Greg Alderson & Associates, 2016 


The analysis concluded that whilst the traffic generated from The Farm is unlikely to result in worsening of 
Level of Service on the adjacent road network during periods outside school holidays, it was recognised that 
during school holidays and the Christmas holiday peak The Farm is likely to exacerbate existing congestion 
issues. Analysis indicated that significant queueing issues will occur by 2026 on the southbound off ramp and 
Ewingsdale Road during peak holiday conditions.  The report recognises that there are deficiencies within the 
road network but suggests Council provide a solution rather than the development be conditioned.  


 


2.7 McGettigans Lane/Ewingsdale Road Intersection Assessment 


This Report was prepared by Bitzios Consulting in May 2017 as additional information to the proposed 
Wellness HUB development application.  The purpose of the report was to review the intersection of 
McGettigans Lane and Ewingsdale Road.  There was concern that this intersection required upgrading and it 
was not considered feasible to bring forward the works.  It is not expected to be constructed for at least 3 
years.  Revised traffic counts and further modelling would be undertaken to determine the year that the 
intersection exceeded acceptable operational thresholds. 


The outcome of the study indicated that the intersection of McGettigans Lane and Ewingsdale Road will exceed 
operational thresholds in 2019 in the PM peak, 2022 in the AM peak and 2027 outside peak periods.  The 
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addition of development traffic from the Wellness HUB brings the thresholds for acceptable intersection 
operations forward to 2018 in the PM peak, 2019 in the AM peak and 2025 outside peak hours. 


Results of the analysis for the upgraded intersection of McGettigans Lane and Ewingsdale Road to a dual lane 
roundabout (12m diameter) will operate within operational thresholds in the AM and PM peak hours in the year 
2028. 


 


2.8 Broken Head Road and Clifford Street Intersection Traffic Analysis Report 


The report was prepared by TTM Consulting in February 2016 for Byron Shire Council to investigate three 
potential upgrade options for the intersection of Broken Head Road and Clifford Street. 


> Upgrading the intersection to a single lane roundabout 
> Upgrading the intersection to a signalised intersection, with turn lanes; and 
> Removal of the southbound left turn lane (to improve Clifford Street right turn capacity) 


Traffic counts of the intersection were undertaken in December 2015 and January 2016 over a 12-hour period 
on 4 different days.  Surveys also included entry and exit into The Park Hotel’s car park.  


A growth rate of 0.7%pa has been applied to Clifford Road and a growth rate of 2.7%pa has been applied to 
Broken Head Road for the design horizon of the intersection.  A commencement year of 2018 (upgraded) and 
a 2038 design horizon (20-year design horizon of the upgraded intersection). 


The 2016 AADT traffic volumes for Broken Head Road (north) are 15,039 vpd, for Broken Head (south) are 
10,113 vpd and for Clifford Street are 7,099vpd. 


The signalised option operates adequately however queueing occurs on Clifford Street and Broken Head 
Road.  The roundabout option operated similarly to the signals although queues are not as long the overall 
intersection reaches capacity in 2038 in the AM peak period. The removal of the southbound left turn lane 
does not provide a long term solution to the intersection. 


In summary both signalised and roundabout options were considered viable however the signalised option 
was recommended along with consolidation of the Park Hotel Car Park entry. 


A road safety audit was also provided by TTM for this intersection and highlighted a number deficiencies and 
potential hazards with corrective actions recommended. 
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3 Discussion on Key Findings 


As outlined previously, a review of the required transport studies has been undertaken to determine the existing 
operational performance in Byron Bay and identify deficiencies where future upgrades or improvements to the 
network are required.  This section provides a summary of the key findings related to each section of the road 
corridor. 


3.1 Development Traffic Analysis 


A summary of the reports is provided below and indicates the following traffic generation and growth rates 
used as part of the analysis: 


 Development Elements 


Development Daily Traffic Peak traffic Growth Rate Used Commencement 


West Byron 6,000 vpd ~600vph Modelled Idle 


West Byron Precinct A - 305vph <1% compound Idle 


Hospital - 120vph 1.3% compound Completed 2016 


Retirement Village - 428vph 3.2% linear Idle 


The Farm 
1,200 – 1,500 vpd 


1,374 vpd (Xmas) 


179vph 


338vph 


2.5% compound Completed 2015 and 
extending 


All reports used a 2018 commencement year and 2028 design horizon year apart from The Farm which used 
a commencement year of 2016 and design horizon on 2026. 


It was noted that the growth rates used in the different reports had an impact on the long term forecasts of the 
capacity of the road network and the triggers for when upgrades were required.  It was also noted that some 
reports analysed the morning and afternoon peaks, whilst other also included seasonal variations and peak 
holiday periods. 


It was also noted that there were existing deficiencies in the road network, however the reports generally 
analysed the network directly adjacent to the development site, apart from the MR545 Study provided by Opus. 
These isolated areas of analysis, did not take into consideration the cumulative effects of high growth and 
seasonal variations and the impact on intersections upstream and downstream of the development sites.   


The studies focused on the capacity and efficiency of the road network with limited information investigating 
the safety components of the road network for all road users and transport modes. 


3.2 Upgrade Requirements for the Network 


The reports were generally consistent in identifying upgrades on the road network and indicated the following 
recommendations for upgrading sections of the road network: 


3.2.1  Ewingsdale Road  


> A dual lane roundabout at McGettigans Lane / Ewingsdale Road intersection.  McGettigans Lane and 
Ewingsdale Road will exceed operational thresholds in 2019 in the PM peak, 2022 in the AM peak and 
2027 outside peak periods.    


> A dual lane roundabout at the Sunrise Boulevard / Ewingsdale Road intersection with access to the 
proposed Byron West development - currently being constructed as a three-way roundabout. 


> A dual lane roundabout at Bayshore Drive / Ewingsdale Road intersection – constructed planned in 
early-mid 2018. 


> Four laning of Ewingsdale Road between the roundabout at the sports field and the roundabout at 
Sunrise Boulevard / Ewingsdale Road intersection. 


> Pacific Highway / Ewingsdale Road interchange will require updates to signage and line marking to 
provide double left-turns (to Ewingsdale Road) on the north-west approach (southbound off-ramp) by 
2028.  Analysis indicates that significant queueing issues will occur by 2026 on the southbound off ramp 
and Ewingsdale Road during peak holiday conditions. 
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> William Flick Lane will operate adequately in 2028 with the removal of the right-out turn movement and 
retaining the existing right turn into William Flick Lane. 


> Dual lane roundabout access to Byron Hospital by 2028. 


3.2.2  Town Centre 


> A 2nd rail crossing from Butler Street to Jonson Street / Marvel Street intersection with a single lane 
roundabout at the Jonson Street / Marvel Street intersection. 


> An upgrade of Shirley Street / Butler Street roundabout 
> Two lanes on Fletcher Street approach to the Fletcher Street / Lawson Street roundabout  
> Maintain full bypass option for the town. 


3.2.3  Southern Section 


> A slip lane on the Bangalow Road at Patterson Street / Cooper Street / Bangalow Road intersection. 
> A right turn bay at Bangalow Road for the golf course access 
> Upgrading of Clifford Street/Broken Head Road to a signalised intersection. 


3.2.4  Other 


> Progressively introduce parking restrictions in Shirley Street on the western approach to and exit from 
Butler Street. 


> Connection of the bicycle pathway network along Ewingsdale Road to the town centre. 
> Improved bus stops and services along Ewingsdale Road.  
> Review opportunities for train services - noting a new proposed service between a station adjacent to 


Bayshore Drive to a station just north of Shirley Street and Butler Street.  This service is due to 
commence in late 2017. Figure 3-1 shows the new railway station at Bayshore Drive.  


Figure 3-1 Proposed New Railway Station at Bayshore Drive 


Source: Cardno, 2017 
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4 Priority Projects 


The indication from the Masterplan and the community engagement indicated that connectivity and 
accessibility was a concern for the community.  Other concerns highlighted in discussions with Council 
included capacity issues, queueing and in particular queuing during peak times and impacting on the Pacific 
Motorway, as well as safety concerns and a lack of integration with active and public transport modes. 


4.1 Upgrade Works 


The following works have been listed as part of the studies and programmed accordingly.   


4.1.1  Completed or under construction 


> Bangalow Road and Patterson Street, new right turn lane on Bangalow Road 
> Sunrise Boulevard and Ewingsdale Road dual lane roundabout  


4.1.2  Designed and due for construction 


> Dual lane roundabout (as 3-way) at Bayshore Drive and Ewingsdale Road (Construction due to begin 
in February) 


4.1.3  Funded or partially progressed to design 


> Dual lane roundabout into the sports fields with Ewingsdale Road 
> Dual lanes along Ewingsdale Road between sports fields and Sunrise Boulevard roundabout 
> Bypass of town centre and connection of Butler Street into Jonson Street 


4.1.4  Uncommitted works 


> McGettigans Lane and Ewingsdale Road dual lane roundabout 
> Hospital access dual lane roundabout dual laning on Ewingsdale Road  
> Maintain option for 4 laning Ewingsdale Road  
> 2 lane roundabout at Butler Street and Shirley Street 
> Changes to Lawson Street / Fletcher Street intersection (dual lane approach) 
> Bangalow Road with Golf Course upgrade to provide right turn lane. 
> Upgrade of the intersection of Clifford Street/Broken Head Road to traffic signals. 


4.2 Suggested Priorities and Recommendations 


The priorities and recommendations for integration and further investigation are listed below.  The upgrades 
which have already been committed and constructed have been excluded from the list. 


4.2.1  High Priority 


> Finalise the bypass design and connection of Butler Street in Jonson Street.   
- Further consideration must be given to connectivity across the railway corridor.  Investigations 


into connecting pedestrians, linking the cycle way and providing alternative public transport 
modes and car parking options adjacent to Butler Street should be integrated into the bypass 
project.   


- As part of the bypass prepare a parking strategy and movement strategy.  This is to minimise 
unnecessary traffic flow within the town centre and maximise pedestrian movements.  Review 
current car park management, on-street time restrictions and loading/service areas. 


- The impact of the new bypass on the intersection of Shirley Street/Butler Street and Lawson 
Street intersection should be assessed using recent traffic turning movement count data and 
Sidra intersection modelling, to determine the geometric requirements at this location. 


- In addition, it is recommended that a detailed design road safety audit be undertaken prior and 
post construction of the bypass. 
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> Undertake a safety review of Ewingsdale Road 
- Undertake a speed review, including crash investigation and signage of Ewingsdale Road 


between the Pacific Motorway and Kendall Street to determine any safety issues and provide 
recommendations.   


4.2.2  Medium to High Priority 


> McGettigans Lane and Ewingsdale Road intersection. 
- Prepare detailed design for a dual lane roundabout at this intersection and program construction 


to occur prior to 2022.  Investigate opportunities to provide an alternative connection to the 
hospital at their southern boundary.  Integrate pedestrian pathways and cycle ways as part of 
the design, with consideration to the provision of bus stops as deemed appropriate. 
 


>  Lawson Street with Fletcher Street and Johnson Street Intersections 
- The two intersections should be analysed using recent traffic count turning movement data and 


SIDRA intersection modelling.  Traffic analysis should incorporate current operational 
performance and a 10-year design horizon using reasonable growth rates for projecting traffic 
flows.  Investigate the geometric requirements at this location and options for reviewing 
pedestrian movements and safety.  Investigate opportunities for one-way traffic flow and 
pedestrian only streets and the impact of car parking in this section of the town centre.  
 


> Broken Head Road and Clifford Street intersection  
- Provide a detailed design investigation for the implementation of traffic signals at the 


intersection.  Consolidate the separate entry and exit driveways into Park Hotel Car Park. 
 


> Pacific Motorway Interchange and Ewingsdale Road 
- Undertake further investigations into the operational performance of this intersection and impact 


of queueing on the Pacific Motorway.  Provide options for geometric improvements and the 
proposed future management of the on and off ramps.  


 


4.2.3  Other Priorities 


> Undertake a safety review of Bangalow Road 
- Undertake a speed review, including crash investigation and signage of Bangalow Road 


between Browning Street and Broken Head Road to determine any safety issues and provide 
recommendations.   
 


> Council have a number of projects that will influence travel and movement within Byron Bay.  The studies 
include: 


- Byron Bay to Suffolk Park Cycleway Investigation 
- Rail Corridor Project 
- Access and Movement Strategy  
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Technical Memorandum 


Introduction 
Cardno has been engaged by Byron Shire Council to provide an independent review of the West Byron 
Development Area- Western Precinct A, Traffic Impact Assessment Report undertaken by Bitzios 
Consulting.  


The report focuses on the impact of traffic generated from the western precinct A (Villa World Site) only, 
although consideration is given to the potential development yields and traffic generation from the 
surrounding and adjacent parcels of land (Western Precincts B, C and D). 


 Proposed West Byron Development Area (extract from Bitzios Report) 
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Review of TIA Report 
The report establishes the following conditions. 


> Access to Ewingsdale Road will be via two new roundabouts to create 4 way intersections with 
existing intersections on the northern side of Ewingsdale Road at Bayshore Drive and the SAE 
institute (300m west of Sunrise Boulevard roundabout). The existing intersection with Melaleuca 
Drive (south of Ewingsdale Road) will be terminated. 


> Traffic surveys for the existing road conditions were undertaken on Tuesday 16th August 2016 
to obtain AM and PM peak traffic flows at the intersection of Ewingsdale Road and Bayshore 
Drive and also the intersection of Ewingsdale Road and Banksia Drive.  (Peak hour traffic flows 
for 2016 for Ewingsdale Road/Bayshore Drive intersection are shown in Figure 2.1 of the Bitzios 
Report). 


> Traffic growth used in the assessment was obtained from the VLC Zenith Model and was less 
than 1% per annum compounded (refer to Table 4.1 of Bitzios Report). 


> The traffic generation for the proposed development site was has been calculated based on 
land use (refer to Table 4.2 of Bitzios Report).  
-  The trip generation for Western Precinct A is 290 trips during the AM peak period and 305 


trips during the PM peak hour.  
- The total ultimate trip generation for the site (Western Precincts A-D) during the AM peak is 


579 vehicles per hour and the PM peak is 623 vehicles per hour. 
> The distribution of traffic to the external road network has been based on a split of the following; 


- Movements to and from the east – 38% 
- Movements to and from Bayshore Drive – 32% 
- Movements to and from the west – 30% 


Whilst a review of current traffic patterns indicates that this distribution is a reasonable assumption for the 
intersection, a sensitivity analysis is recommended to determine the impact of a different distribution 
assumption and the effect on the overall capacity of the roundabout with Bayshore Drive and Ewingsdale 
Road.   


Traffic Analysis 


> The operational performance of the roundabout with Ewingsdale Road and Bayshore Road was 
modelled in SIDRA.   


> The roundabout was assumed to have a diameter of 16m with two circulating lanes and two 
approach lanes on Ewingsdale Road, two approach lanes on Bayshore Drive and only one 
approach lane on the proposed development access leg. Refer to Figure 2 for the SIDRA layout 
extracted from the Bitzios Report. 


> Analysis was undertaken for 2018 and 2028 for both without and with development traffic 
scenarios. 


> The roundabout was analysed with traffic generated from Precinct A (352 lots) and was also 
analysed for traffic generated from all Precincts A, B, C and D. 


> Results of analysis indicated that the roundabout performs within acceptable limits and has 
spare capacity for all scenarios for the 2028 planning horizon year. 


> For traffic generated from Precinct A for the 2028 planning horizon year in the AM peak period 
the queue length for the single lane development access approach to the roundabout is 12m 
and for the 2028 PM peak the queue length is 6.7m.  The overall level of service for this 
approach is B with delays less than 12 seconds.  The single lane approach operates adequately 
with no requirement for additional lanes. 


Whilst the Bitzios Report concludes that all development from the Western Precinct and the ultimate 
development scenario can be accommodated from the one access via the roundabout with Ewingsdale 
Road and Bayshore Drive, it has been proposed that the ultimate development of the West Byron Area will 
also have access to Ewingsdale Road via a new four-way roundabout with the SAE institute (300m west of 
Sunrise Boulevard roundabout). 


It should be noted that it is generally best practice to provide two access intersections to the external road 
network for catchments with 300 lots or greater.  It is concerning that in the event the main distributor road 
to the catchment is blocked, there is no alternative access for this catchment to exit the area. For the 
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purpose of incident management and emergency access it is considered essential to provide an alternative 
interim access for Precinct A.  


Precinct A (Villa World) provides for a residential catchment exceeding 300 lots and therefore a secondary 
intersection or point of access should be required for future development.  In particular, consideration 
should be given to providing alternative access to Ewingsdale Road for traffic associated with the light 
industrial land uses.  It is considered reasonable to provide two intersections on Ewingsdale Road for future 
stages of the West Byron Development as per the original intention. 


 Roundabout Geometry (extract from Bitzios Report) 


 
 


The traffic impact assessment report only analyses the first intersection with Ewingsdale Road and does 
not analyse the impact of development traffic at other intersections on Ewingsdale Road to the east and 
west of Bayshore Drive. 
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Roundabout Design - Merge Lane Length 


The preliminary traffic analysis undertaken by Bitzios Consulting indicates a merge lane length of 200m in 
the SIDRA geometric model.  Preliminary design plans of the intersection upgrade to a dual lane roundabout 
(undertaken by Lambert and Rehbein on behalf of Byron Shire Council) show dual lanes at the roundabout 
which continue as dual lanes both east and west along Ewingsdale Road.  This is shown on Figure 3. 


 Roundabout Concept Design Plans (provided by Council) 


 


The merge lane length for the upgraded roundabout on Ewingsdale Road with the access to the sports 
fields indicates a lane and merge length of 202m.  To determine the appropriate length to transition from 
two circulating lanes to one lane reference is made to Austroads Guide to Rod Design Part 4B: 
Roundabouts Clause 4.3.4.  


“It is desirable that the two lanes extend from the exit a distance equivalent to six seconds of travel time 
(absolute minimum of 4 seconds), followed by a merge length based on 0.6m/s lateral shift.  It is also 
desirable that a run-out (e.g. shoulder) area be provided as an escape path in the event of potential conflict 
between merging vehicles”. 


The proposed taper from the roundabout (assuming a speed of 60km/h) would require a total distance (lane 
length plus taper) of 198m.  Refer to Table 2 for the calculated values. The roundabout has been modelled 
based on a lane length of 200m and is therefore considered to be appropriately analysed. 


 Merge Distance (6 second travel time) 


Speed (km/h) Lane Length (m) Merge Distance (m) Total (m) 


50 83.33 81.02 164.35 


60 100.00 97.22 197.22 


70 116.67 113.43 230.09 
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Recommendations  
A review has been undertaken of the Traffic Assessment for the West Byron Development Area – Western 
Precinct provided by Bitzios Consulting. The assumptions outlined in the report are considered reasonable 
for the purpose of assessing the impact of development traffic.  


Following this review, Cardno provides the following recommendations: 


> Whilst a review of current traffic patterns indicates that this distribution is a reasonable 
assumption for the intersection, a sensitivity analysis is recommended to determine the impact 
of different distribution assumption and the effect on the overall capacity of the roundabout with 
Bayshore Drive and Ewingsdale Road.   


> Whilst the Bitzios Report concludes that all development from the Western Precinct (and the 
ultimate development scenario) can be accommodated from one access via the roundabout 
with Ewingsdale Road and Bayshore Drive, an alternative point of access should be provided 
to Ewingsdale Road to assist with incident management and emergency access as a minimum 
for Precinct A. 


> The single lane approach to the roundabout for the development access is considered 
appropriate based on Sidra intersection analysis indicating minimal queue lengths and delays. 


> It is recommended a 100m lane length and 98m merge be provided on the western Ewingsdale 
Road approach from the roundabout with Bayshore Drive to transition from two lanes back to 
one lane. 


> The impact of the development traffic on the network beyond the intersection with Ewingsdale 
Road and Bayshore Drive has not been analysed.  The impact on intersections along 
Ewingsdale Road to the east and west of Bayshore Road should be assessed. 
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Guide to Traffic Management Part 6: Intersections, Interchanges and Crossings 
 
Summary 
The Austroads Guide to Traffic Management has 13 parts and provides a comprehensive coverage of traffic 
management guidance for practitioners involved in traffic engineering, road design and road safety. 
 
Part 6 – Intersections, Interchanges and Crossings is concerned with traffic management at all types of 
intersections where the various road users must join or cross another stream of traffic. It focuses on traffic 
management issues and treatments related to intersections, interchanges and crossings but does not provide 
dimensions or other details for the design of treatments as these are provided in the Austroads Guide to Road 
Design, Part 4. Traffic management at intersections may be influenced by the approaches to them, and road 
sections between intersections.   Guidance on traffic management on road sections is provided in the Austroads 
Guide to Traffic Management Part 5 – Road Management.  
 
Part 6 presents detailed information and guidelines relating to the factors that need to be considered in the 
selection of an appropriate type of intersection and in the functional design of intersections. It describes the 
appropriate use and design of the various intersection types and traffic management techniques that are applied to 
meet traffic management objectives, and provide efficient and safe intersections. Part 6 considers the needs of all 
road users including pedestrians, cyclists, motorcyclists, heavy vehicles and public transport. 
 
Keywords 
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detection, signs and road markings, interchange forms, ramp layouts, metering, paths, path terminal treatments 
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Second Edition April 2013 - Since the first edition of Part 6 was published, practices related to the management of 
intersections, interchanges and crossings have continued to evolve.  Additionally, a number of Parts of the Guide 
to Traffic Management, Guide to Road Design, other Austroads Guides and research reports have become 
available since the first edition of Part 6 was published.  This edition has been updated to reflect this guidance and 
relevant emerging best practices. 
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This work is copyright.  Apart from any use as permitted under the Copyright Act 1968, no part may be reproduced 
by any process without the prior written permission of Austroads. 
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This Guide is produced by Austroads as a general guide.  Its application is discretionary.  Road authorities may 
vary their practice according to local circumstances and policies. 


Austroads believes this publication to be correct at the time of printing and does not accept responsibility for any 
consequences arising from the use of information herein.  Readers should rely on their own skill and judgement to 
apply information to particular issues. 
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About Austroads  
Austroads’ purpose is to: 


 promote improved Australian and New Zealand transport outcomes 


 provide expert technical input to national policy development on road and road transport 
issues 


 promote improved practice and capability by road agencies. 


 promote consistency in road and road agency operations.   


 
Austroads membership comprises the six state and two territory road transport and traffic 
authorities, the Commonwealth Department of Infrastructure and Transport, the Australian Local 
Government Association, and NZ Transport Agency.  Austroads is governed by a Board consisting 
of the chief executive officer (or an alternative senior executive officer) of each of its eleven 
member organisations: 


 Roads and Maritime Services New South Wales 


 Roads Corporation Victoria 


 Department of Transport and Main Roads Queensland 


 Main Roads Western Australia 


 Department of Planning, Transport and Infrastructure South Australia 


 Department of Infrastructure, Energy and Resources Tasmania 


 Department of Transport Northern Territory 


 Department of Territory and Municipal Services Australian Capital Territory 


 Commonwealth Department of Infrastructure and Transport 


 Australian Local Government Association 


 New Zealand Transport Agency. 


 
The success of Austroads is derived from the collaboration of member organisations and others in 
the road industry.  It aims to be the Australasian leader in providing high quality information, advice 
and fostering research in the road transport sector. 
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1 INTRODUCTION 


1.1 Scope of this Guide 
Part 6 of the Austroads Guide to Traffic Management has been given the title Intersections, 
Interchanges and Crossings to define the limitations on its scope within the contexts of: 


 the 13 different parts of the Guide to Traffic Management  


 the nine different Guides spanning the range of Austroads publications. 


The structure and content of the Guide to Traffic Management is discussed in Part 1 – Introduction 
to Traffic Management (Austroads 2009a).  The 13 parts are summarised in Table 1.1. 


Table 1.1:   Parts of the Guide to Traffic Management 


Part Title Content 


Part 1 Introduction to Traffic Management  Introduction to the discipline of traffic management. 
 Breadth of the subject and the relationship between the various parts of the 


Guide. 


Part 2  Traffic Theory  An introduction to the characteristics of traffic flow and the theories, models 
and statistical distributions used to describe many traffic phenomena. 


 Processes that practitioners should consider. 


Part 3 Traffic Studies and Analysis  Information and references on the traffic performance of roads and 
intersections. 


 Traffic analysis for mid-block situations (including freeways and 
motorways). 


 Analysis of signalised and unsignalised intersections, including 
roundabouts. 


Part 4 Network Management  Broader issues and aspects of managing networks of roads to provide 
effective traffic management for all road users. 


 Network needs of freight, public transport, pedestrians, cyclists and private 
motor vehicles. 


 Tools and systems available to inform road users and manage systems. 


Part 5   Road Management  Focussed on managing mid-block traffic conditions. 
 Addresses good practice for: 
 access management 
 allocation of space to various road users 
 lane management 
 speed management. 


Part 6 Intersections, Interchanges and Crossings  Types of intersection. 
 Selection of type – appropriate use. 
 Traffic considerations in traffic management for intersections, interchanges 


and other types of crossings. 


Part 7 Traffic Management in Activity Centres  Planning and traffic management of activity centres and associated 
transport nodes. 


 Principles for various types of centre. 
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Part Title Content 


Part 8 Local Area Traffic Management  Principles and processes. 
 Issues and resources. 
 Selection of schemes and treatments. 
 Design of schemes and devices. 


Part 9 Traffic Operations  Applications used in traffic operations. 
 Current practice for common systems including: traffic signals, congestion 


management, incident management, traveller information. 
 Manual systems used in these application areas. 
 Event management. 
 Information management issues and principles. 
 Related systems integration and interoperability issues. 


Part 10 Traffic Control and Communication Devices  Signing and marking schemes. 
 Traffic signs, static and electronic. 
 Pavement markings and delineation. 
 Traffic signals and islands. 


Part 11 Parking  Parking policy. 
 Demand and supply. 
 Data and surveys. 
 On-street and off-street. 
 Types of parking and parking control. 


Part 12 Traffic Impacts of Developments  Relationship to road level of service and access management. 
 Development profile and trigger points for treatment. 
 Traffic impact assessment. 


Part 13 Road Environment Safety  Describes and discusses the safety of road environments within a traffic 
management context. 


 Provides references to relevant sections of the Guide to Road Design and 
Guide to Road Safety. 


 
In the context of the Guide to Traffic Management, Part 6 – Intersections, Interchanges and 
Crossings is restricted to traffic management at locations where different traffic streams intersect 
each other.  Whilst Part 6 refers to issues covered in other parts, it is distinguished from:  


 Part 3 (Austroads 2009b), which provides guidance on the importance of traffic data and its 
analysis for the purpose of traffic management and control within a network 


 Part 4 (Austroads 2009c), which covers issues considered at the network level such as 
whether heavy vehicles should be restricted to specific roads 


 Part 5 (Austroads 2008c), which deals with mid-block traffic management issues that apply to 
a single length of road 


 Part 9 (Austroads 2009d), which covers the operational management of road space for all 
users and describes current practice for common systems including traffic signal, congestion 
management, incident management and traveller information systems 


 Part 10 (Austroads 2009e), which provides guidance on the design and use of traffic control 
and communication devices.  
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The scope of Part 6 is therefore traffic management in relation to all types of road intersections, 
including grade-separated interchanges, as well as rail crossings and pedestrian and cyclist 
crossings of roads, bicycle paths and shared paths.  


Note that within this Guide, reference to a ‘part’ refers to a part of the Guide (as outlined in 
Table 1.1).  Reference to a numbered ‘section’, pertains specifically to a section of Part 6. 


In the context of the other Guides within the Austroads range of publications, this Guide is 
restricted to traffic management advice, and refers only briefly to issues more appropriately 
addressed in other Guides.  It is recognised that it is difficult, if not impossible, to discuss many 
aspects of traffic management without reference to road design and/or safety issues, but the view 
is taken that within the Guide to Traffic Management any such reference should be brief and be 
supported by references to the Guide to Road Design and/or the Guide to Road Safety (refer to 
scope statements in the Guide to Road Design and Guide to Road Safety). 


Parts 4, 4A, 4B and 4C of the Guide to Road Design (Austroads 2009i, 2010, 2011a, 2009j) pertain 
to intersections and crossings, and are therefore particularly relevant to Part 6 of the Guide to 
Traffic Management.  As stated previously, the Guide to Traffic Management Part 6 is restricted to 
traffic management considerations and as such does not provide any design parameters, 
dimensions or details relating to intersections, interchanges or crossings.  This information is 
provided in the Guide to Road Design Parts 4, 4A, 4B and 4C together with typical layouts of 
various intersections, interchanges and crossings and other relevant facilities. 


Within this part of the Guide, a number of references are made to Australian Standard AS1742 
Manual of uniform traffic control devices (see References for details of parts).  In New Zealand the 
equivalent references are the Manual of Traffic Signs and Marking (NZ Transport Agency 2010a, 
2010b). 


Within the above limits, the scope of this Guide is broad, addressing traffic interactions at road 
intersections and crossings across a range of situations that include: 


 both urban and rural environments 


 freeways, motorways and arterial roads 


 all categories of road use by cars, trucks, public transport, motorcycles, cyclists and 
pedestrians, including people who have visual or mobility impairments. 


1.2 Second Edition of Part 6 of the Guide to Traffic Management 
Since the last edition of Part 6 was published, practices related to the management of 
intersections, interchanges and crossings have continued to evolve.  Additionally, a number of 
Parts of the Guide to Traffic Management, Guide to Road Design, other Austroads Guides, 
research reports and relevant international publications (e.g. new edition of US Highway Capacity 
Manual) have become available since the first edition of Part 6 was published.  This edition has 
been updated to reflect this guidance and relevant emerging best practices. 


1.3 Traffic Management Objectives 
Traffic management objectives are discussed in Part 1 of the Guide to Traffic Management 
(Austroads 2009a).  The overall aim of traffic management is: 


To facilitate the operation of traffic on our roads with safety and efficiency, taking 
into account the needs of different categories of road users. 
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This aim is particularly relevant to intersections and crossings because: 


 a large proportion of road crashes occur at intersections 


 the capacity of road systems is usually determined by the capacity of its intersections 


 conflict between different types of road or rail users often occurs at intersections/crossings. 


Table 1.2 summarises traffic management and design objectives for intersections and crossings. 


Table 1.2:   Objectives for intersections and crossings 


Category Objective 
General  Design the intersection to be as safe as possible. 


 Cater appropriately for the movements of road users. 
 Provide adequate facilities for all road users (including pedestrians, people who have an 


impairment and cyclists). 
 Maximise driver comfort. 
 Minimise costs. 
 Minimise adverse environmental effects. 


Arterial roads  Ensure adequate capacity. 
 Minimise delays. 
 Ensure consistency of design standards and management systems. 
 Provide a high standard of service to public transport where warranted. 
 Provide a high standard of service to heavy vehicles (i.e. freight) where warranted. 


Local roads  Discourage entry of non-local traffic. 
 Control vehicle speeds. 
 Restrict entry of large heavy vehicles, where appropriate. 
 Provide appropriate access and route conditions for bus services. 
 Provide adequate access for service vehicles and emergency vehicles. 


Rail crossings  Ensure safety for all rail and road users, pedestrians (including people who have a visual, mobility 
or hearing impairment), cyclists and others. 


 Minimise and appropriately balance delays for rail users, road users and others. 
Pedestrian and cyclist crossings  Protect the vulnerable at road crossings. 


 Provide safety and efficiency at crossings off footpaths, bicycle paths and shared paths. 
 
The development of an appropriate intersection or crossing may require a traffic engineer or road 
designer to apply the following principles: 


 recognise and understand the human, vehicle, road, rail and environmental factors that apply 
to the site 


 provide adequate warning of the presence of the intersection or crossing through clear sight 
lines and/or appropriate signage 


 provide adequate sight distances between conflicting road or rail users  


 ensure that the layout is easily recognised and that legal priorities are clear 


 design to accommodate appropriate vehicle speeds 


 where and when appropriate, give preference to major traffic movements and/or specific road 
or rail users 


 minimise the number of conflict points 


 minimise the relative speed of conflicting movements 
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 provide adequate facilities for all road or rail users, including cyclists, pedestrians, 
pedestrians who have an impairment, public transport patrons, and to accommodate public 
transport vehicles and heavy vehicles 


 ensure that traffic control devices can be satisfactorily accommodated within the road 
reservation, medians and traffic islands. 


1.4 Safety Objectives 
Safety is a prime objective in traffic management, and is pursued in accordance with the Safe 
System approach which underpins the national road safety strategies in Australia and New 
Zealand.  The Safe System approach to road safety management recognises that humans make 
errors, that crashes will continue to occur and that humans have a limited tolerance to impact 
forces.  


The approach aims to provide a safer road and traffic environment in which alert and responsible 
road users should not be killed or seriously injured as a result of a crash.  It is structured around 
the basic pillars of safer roads, safer speeds, safer vehicles, and safer road users. 


In the context of providing and managing intersection facilities, the Safe System approach aims to 
ensure that potential collisions are avoided and, if they occur, that the potential crash impact forces 
do not exceed human tolerance.  Speed at intersections is a critical factor.  For a vehicle-vehicle 
right-angle collision, the probability of survival for the occupant of the vehicle struck in the side 
decreases dramatically for impact speeds above about 50 km/h.  Pedestrians are particularly 
vulnerable.  For vehicle-pedestrian collisions, the equivalent survival speed is about 30 km/h.  


The provision of intersection facilities and related features on the approach roads must therefore 
strive to ensure that these potential impact speeds are not exceeded.  From the pedestrian safety 
perspective, this is particularly relevant to local roads and streets in the urban network where 
pedestrian activity, and the potential for conflicts, is greatest. 
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2 SELECTION OF INTERSECTION TYPE 


2.1 General 
This section describes the types of intersections available, their features and factors that may 
influence the selection of an appropriate type of intersection to suit a particular site or 
circumstances.  Generally, these factors include traffic operation, road safety and physical 
conditions at the particular site.  


For detailed guidance on the layout design of intersection treatments, refer to Parts 4, 4A, 4B and 
4C of the Guide to Road Design (Austroads 2009i, 2010, 2011a, 2009j). 


2.2 Types of Intersection 
2.2.1 Considerations 
The types of intersections found on the road system can be broadly categorised as: 


 at-grade intersections 


 grade separated intersections (interchanges). 


The basic forms of at-grade intersection may be: 


 three-legged (e.g. T-intersection) 


 four-legged (e.g. cross intersection) 


 multi-legged intersection. 


Within these basic forms an intersection may be: 


 signalised, unsignalised or a roundabout 


 an urban or rural intersection to which different driver expectations and hence different 
design and traffic management guidelines may apply. 


While the broader and traffic management considerations are very important, the choice of 
intersection layout must be considered for safe and efficient operation.  Forms of an intersection 
may be: 


 channelised (i.e. providing traffic islands and/or medians) to develop specific types of 
intersections, or unchannelised 


 flared, to provide additional through and/or turning lanes, or unflared. 


The types of intersection within the above broad categories and their characteristics are listed in 
Table 2.1.  Further layout considerations are included in this section regarding turning treatments 
(basic, auxiliary and channelised) and other types of intersection treatments including rural and 
urban intersection, staggered T-intersection, seagull and wide median treatments. 
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Table 2.1:   Summary of road intersection types 


Intersection type Comments Reference 
At-grade intersections 


Unsignalised  General – traffic management considerations. See Section 3. 
Basic 
 Intersecting roads (with kerbs or shoulders) meet with no auxiliary lanes or 


channelisation. 
 Cross intersections usually controlled by stop or give way signs. 
 T-intersections on local roads may have no traffic control devices – legal priority 


defined in Australian Road Rules or New Zealand Land Transport Rules. 
 Multi-legged intersections should be avoided, if possible, but if used, clarification 


of priorities is essential. 


See Section 2.2.2. 
For turn treatment warrants, refer 
to Section 2.3.6. 
For design details, see Parts 4 and 
4A of the Guide to Road Design 
(Austroads 2009i, 2010) . 
See AS 1742.2. 


Channelised 
 Traffic islands and/or medians used to define vehicle paths into and through 


intersections.  
 Controlled by stop or give way signs and line. 


See Section 2.2.4. 
For turn treatment warrants, see 
Section 2.3.6. 
For design details, see Part 4A of 
the Guide to Road Design 
(Austroads 2010). 


Staggered T-intersection 
 Generally retrofitted to hazardous rural cross intersections. 
 Deviation of one or both minor road approaches and channelisation to control 


vehicle speed across the major road. 
 Controlled by stop or give way signs except in local streets where T-intersection 


rule may be applied under road rule. 


See Section 2.2.7. 
For design details, see Part 4A of 
the Guide to Road Design 
(Austroads 2010). 


Seagull 
 Generally used only at T-intersections. 
 Channelised so that traffic from the side road accepts a gap in the traffic stream 


from its right in the major road but has either a merge or a dedicated lane to 
enter the traffic stream from the left. 


 Controlled by stop or give way signs and line. 


See Section 2.2.8. 
For design details, see Part 4A of 
the Guide to Road Design 
(Austroads 2010). 


Wide median treatment (WMT) 
 Has some design features of a roundabout, but a WMT gives priority to major 


road drivers. 
 Generally used on high-speed rural divided roads where it is necessary to retain 


a crossroad and physically control the speed of crossing traffic. 
 To minimise driver confusion, WMTs and roundabouts should not be alternated 


along the same route nor used in close proximity to each other. 
 Controlled by stop or give way signs and line. 


See Section 2.2.9. 
For traffic considerations, see 
Section 2.2.9. 
For design details, see Part 4A of 
the Guide to Road Design 
(Austroads 2010). 


Two-staged crossing 
 Generally used in rural areas where wide medians of a major road permits 


storage of vehicles between the carriageways. 
 Controlled by stop or give way signs and line. 


See Section 2.2.5. 
For design details, see Part 4A of 
the Guide to Road Design 
(Austroads 2010). 


Offset right-turn lanes 
 Suitable where there are wide medians. 
 Controlled by stop or give way signs and line. 


See Sections 2.2.5 and 2.2.6. 
For design details, see Part 4A of 
the Guide to Road Design 
(Austroads 2010). 


Intersections with service roads 
 Service roads are provided adjacent to divided roads to separate local access 


traffic movements from traffic on the main carriageways and sometimes adjacent 
to undivided major roads. 


 controlled by stop or give way signs and line. 


See Section 2.2.6. 
For guidance on access issues 
pertaining to service roads, see 
Part 5 of the Guide to Traffic 
Management (Austroads 2008c). 
For design details, see Part 4A of 
the Guide to Road Design 
(Austroads 2010). 
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Intersection type Comments Reference 
Roundabout General – traffic management considerations. See Section 4  


 All intersecting traffic circulates clockwise around a central (usually circular) 
island with priority to the circulating traffic. 


 Generally uses either single or double-lane configuration. 
 Controlled by regulatory roundabout signs. 
 Individual approaches may be signalised to ‘meter’ entering traffic in order to 


manage delays on the subsequent entry. 
 May be provided with left-turn slip lanes where the intersection angle is acute or 


where left-turn volume high (with an auxiliary lane). 
 In appropriate circumstances a ‘by-pass’ lane (similar to a Seagull treatment) 


may be provided so that one through movement does not have to pass through 
the circulating roadway.  It is important that design standards are adequate. 


For design details, see Part 4 and 
4B of the Guide to Road Design 
(Austroads 2009i, 2011a). 
See AS 1742.2. 


Signalised General – traffic management considerations. See Section 5. 
Basic 
 Undivided roads intersect at cross, T or multi-legged intersections. 


See Section 2.2.2. 
For turn treatment warrants, see 
Section 2.3.6. 
For design details, see Parts 4 and 
4A of the Guide to Road Design 
(Austroads 2009i, 2010). 


Channelised 
 May comprise small median islands to accommodate traffic signals or a complex 


arrangement of medians and islands. 
 Operational and capacity issues usually arise at multi-legged intersections 


because of the number of signal phases required, and accommodation of 
right-turns is often impracticable because of the additional phases and turning 
angles that result. 


See Section 2.2.4. 
For turn treatment warrants, see 
Section 2.3.6. 
For design details, see Part 4A of 
the Guide to Road Design 
(Austroads 2010). 


Staggered T-intersection 
 Uses deviation of one or both minor road approaches and channelisation to 


control vehicle speed across the major road. 
 Usually is substantially less efficient than a cross intersection because of 


overlapping turns from minor roads and longer clearance times. 


See Section 2.2.7. 
For design details, see Part 4A of 
the Guide to Road Design 
(Austroads 2010). 


Seagull  
 Refer to unsignalised intersections. 
 Only one through direction of traffic is signalised unless pedestrian and/or cyclist 


access is required across major road. 


See Section 2.2.8. 
For design details, see Part 4A of 
the Guide to Road Design 
(Austroads 2010). 


Offset right-turn lanes 
 Refer to unsignalised intersections. 
 May assist in providing more efficient signal control and aid sight lines for filter 


right-turns. 


See Sections 2.2.5 and 2.2.6. 
For design details, see Part 4A of 
the Guide to Road Design 
(Austroads 2010). 


Interchanges 
Freeway/freeway  Consists of an interchange between freeways or motorways. 


 All turning movements are via direct, semi-direct or loop ramps. 
See Section 6 and Part 4C of the 
Guide to Road Design (Austroads 
2009j). 


Freeway/arterial  Consists of an interchange between a freeway or motorway and a road of lower 
functional classification. 


 Generally at-grade intersections are provided at ramp terminals although loop 
ramps are often used. 


See Section 6 and Part 4C of the 
Guide to Road Design for design 
details (Austroads 2009j). 
 


Arterial/arterial  Consists of an interchange between two arterial roads. 
 At-grade intersections are provided at ramp terminals. 
 May have mixed use ramps (i.e. access and parking). 


See Section 6 and Part 4C of the 
Guide to Road Design for design 
details (Austroads 2009j). 
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2.2.2 Basic Turn Treatments (Type BA) 
BA turn treatments comprise: 


 basic right-turn treatment (BAR) on the major road (two-lane undivided roads only) 


 basic left-turn treatment (BAL) on the major road (two-lane undivided roads and multi-lane 
roads) 


 basic left-turn treatment (BAL) on the minor road (lane also used for right-turn movements). 


These type of turn treatments are: 


 the simplest layouts 


 designed to be as compact (and inexpensive) as possible 


 most appropriately used where the volume of turning and through traffic is low (only used on 
two-lane, two-way roads, i.e. it does not apply to multi-lane roads)  


 comprised of carriageways that intersect with an appropriate corner radius and taper to suit 
the swept path of the design vehicle 


 used with any wearing surface 


 required to be located where good perception of the treatment is provided (e.g. BAR turn 
treatments should not be located on small to moderate sized crests as insufficient visibility to 
the treatment will be provided).  


Rural basic (BA) turn treatments 


Figure 2.1 shows the features of rural BA turn treatments at T-intersections, namely: 


 the BAR treatment features a widened shoulder on the major road that allows through 
vehicles, having slowed, to pass to the left of turning vehicles 


 the BAL treatment on the major road has a widened shoulder, which assists turning vehicles 
to move further off the through carriageway making it easier for through vehicles to pass 


 the BAL turn treatment on the minor road allows turning movements from a single lane with a 
shoulder that is too narrow to be used by left-turning vehicles (to prevent drivers from 
standing two abreast at the holding line). 
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Note: Arrows indicate movements relevant to the turn type.  They do not represent actual pavement markings. 
Source: Queensland Department of Main Roads (2006). 


Figure 2.1:   Rural basic BA turn treatments 


Where the major road is sealed it is preferred that the widened shoulders are also sealed, unless 
the shoulders can be maintained with a sound and even surface in all weather conditions.  
Research (Arndt 2004) has shown that BAR turn treatments record a rear-end major vehicle crash 
rate 52 times higher than do CHR turn treatments.  The research also found that the rear-end 
major vehicle crash rate decreases substantially with increased median width, regardless of the 
type of median (painted, raised or depressed).  Commentary 1 provides some more information in 
relation to the findings of Arndt (2004). 


[see Commentary 1] 
 


Turning treatment warrants are discussed in Section 2.3.6.  For design details of rural basic turn 
treatments refer to the Part 4A of the Guide to Road Design (Austroads 2010). 


Figure 2.1 shows only basic T-intersection treatments because unsignalised and signalised 
crossroads should not be provided due to the road safety risk in high speed situations (e.g. greater 
than 80 km/h) unless treated with channelisation (e.g. roundabout, wide median treatment) and/or 
traffic management devices.  However, CHR treatments may be applied to existing crossroads 
where there is a need to shelter turning vehicles on the major road and the risk associated with 
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crossing traffic is considered to be low (e.g. no crashes recorded, very low approach speeds, 
negligible traffic crossing).  This treatment is implemented under extended design domain 
principles (Guide to Road Design – Part 2: Design Considerations, Austroads 2006a).  


Urban basic (BA) turn treatments 


Figure 2.2 shows the features of urban BA turn treatments.  It can be seen that: 


 the basic right-turn treatment and basic left-turn treatments are achieved by resuming 
parking space at and near the intersection 


 a bicycle lane on the major road may be incorporated into the treatment and should always 
be continued through unsignalised intersections.  


 
Note: Arrows indicate movements relevant to the turn type.  They do not represent actual pavement markings. 
Source: Queensland Department of Main Roads (2006). 


Figure 2.2:   Urban basic BA turn treatments 


While Figure 2.2 shows only T-intersections, the treatment may be adapted to cross intersections 
that are common in established urban areas.  For design details of urban basic turn treatments 
refer to Part 4A of the Guide to Road Design (Austroads 2010). 
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Basic right-turn treatment – multi-lane undivided road 


The basic right-turn treatment has occasionally been applied to multi-lane undivided roads.  It is 
essentially a multi-lane undivided road with no right-turn facility (i.e. no separate right-turn lane) 
and is sometimes referred to as an MNR treatment.  A layout of this type is shown in Figure 2.3.  


 


Notes: 
This turn type is not used at new unsignalised intersections. 
Arrows indicate movements relevant to turn type.  They do not represent actual pavement markings. 
Source: Queensland Department of Main Roads (2006). 


Figure 2.3:   Multi-lane undivided road with no specific right-turn facility 


Research (Arndt 2004), has found that MNR turn treatments record the highest rear-end major 
vehicle crash rate of all the turn treatments.  They are intuitively unsafe in that the central lanes of 
a four lane undivided road attract the faster vehicles and are used for overtaking and, as a 
consequence, vehicles that stop in the central lane are particularly vulnerable.  Consequently MNR 
treatments are not favoured and should not be included in designs for new roads or road 
improvements. 


Where MNR treatments exist in rural areas provision of a right-turn lane should be considered.  In 
lower speed areas (i.e. ≤ 70 km/h) it may be appropriate to merge the two through lanes into one 
and incorporate a right-turn lane or (as a last resort) a right-turn ban may be appropriate.  In such 
cases islands should be considered to ensure that through traffic merges and that pedestrians 
have a refuge.  


2.2.3 Auxiliary Lane Turn Treatments (Type AU) 
The AU turn treatment has short lengths of auxiliary lane provided to improve safety, especially on 
high-speed roads.  It comprises the following turn treatments: 


 auxiliary right-turn treatment (AUR) on the major road 


 auxiliary left-turn treatment (AUL) on the major road 


 auxiliary left-turn treatment (AUL) on the minor road. 


While AUR turn treatments exist at many locations and are safer than a basic treatment they are 
not as safe as channelised treatments (i.e. CHR) to protect right-turners.  They are therefore not 
favoured by some jurisdictions (e.g. Queensland Department of Main Roads and the New Zealand 
Transport Agency) for use as new unsignalised intersections.  As discussed below, the same 
situation applies with respect to the use of AUL turn treatments. 
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Often, not all of the treatments will be used together at a single intersection.  The AUR right-turn 
treatment: 


 allows traffic to bypass a vehicle waiting to turn right, or may provide a lane for left-turning 
traffic, or both 


 can only be used on legs which have a sealed surface 


 can be confused with an auxiliary lane for overtaking and should only be used at locations 
where the driver can appreciate the purpose of the lane (e.g. situating such intersections 
near auxiliary lanes used for overtaking must be avoided 


 has been used where an arterial road meets with sub-arterials, collectors, or local roads 
(particularly in rural areas where there is a low volume of high speed through traffic and the 
volume of turning traffic is sufficient to make a conflict likely) 


 is more expensive than basic intersections, but can be more cost-effective when long-term 
crash costs are included in the economic analysis. 


Research has shown that the crash rate for vehicles entering the major road from the minor road at 
an unsignalised intersection is significantly higher when there are two stand-up lanes on the minor 
road (i.e. when there is an auxiliary lane) because a vehicle standing in the right lane obscures the 
view of drivers in the left lane and vice versa (Figure 2.4).  For this reason an AUL turn treatment 
on the minor road is not preferred at rural or urban sites, particularly at four-way unsignalised 
intersections.  It is therefore desirable that the minor road approach has only one stand-up lane 
and, if sufficient traffic demand exists, that a channelised left-turn treatment is provided.  Further 
information on this issue is provided in Commentary 2.  


[see Commentary 2] 


 


Source: Queensland Department of Main Roads (2006). 


Figure 2.4:   Restricted visibility at an unsignalised intersection comprising two stand-up lanes on the minor road 


Where additional lanes are required on minor road approaches to provide adequate capacity and 
reduce queuing and delays, consideration should be given as to whether a signalised intersection 
or a roundabout would provide a more suitable arrangement.  
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Rural auxiliary lane (AU) turn treatments 


Figure 2.5 shows the features of rural AU turn treatments at T-intersections, namely: 


 AUR turn treatment is created by the use of a short lane with standard painted stripes 


 AUL turn treatment on the major road is a normal indented turn lane 


 AUL turn treatment in the minor road is also a normal indented turn lane.  


 


Notes: 
Arrows indicate movements relevant to turn type.  They do not represent actual pavement markings. 
Not used by the Department of Transport and Main Roads Queensland or the New Zealand Transport Agency. 
Source: Queensland Department of Main Roads (2006). 


Figure 2.5:   Rural auxiliary lane (AU) turn treatments 
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As mentioned previously for unsignalised intersections: 


 The AUR treatment is not favoured by some jurisdictions (e.g. Department of Transport and 
Main Roads Queensland and the New Zealand Transport Agency) due to the exposure of 
right-turning vehicles to rear-end collisions, and this is particularly an issue in high-speed 
rural situations. 


 An AUL treatment in the major road is not preferred as it is likely to be less safe than a CHL 
treatment.  Consequently a CHL treatment should be used wherever practicable the AUL 
treatment in the minor road at unsignalised intersections is not preferred as it is likely to be 
less safe than either a basic treatment or a CHL treatment.  Consequently a basic treatment 
or a CHL treatment should be used wherever practicable. 


 AUL treatments are generally satisfactory in major roads in urban areas where the major 
road is straight and flat or on a uniform grade.  However, the use of AUL treatments in major 
roads where the intersection is within a curve should be avoided because vehicles turning 
left from the major road can impede the sight distance for drivers waiting in the minor road 
and crashes can result. 


For this reason a CHL treatment should generally be preferred to an AUL treatment and, in 
particular, where the major road has a horizontal curve through the intersection or there are other 
factors that could lead to vehicles turning left from the major road impeding the sight distance of 
drivers waiting in the minor road (e.g. crest curve).  This situation is also described as a practical 
example in Section 8.6 of the Guide to Road Safety – Part 6: Road Safety Audit (Austroads 
2009o). 


Turning treatment warrants are discussed in Section 2.3.6.  For design details of rural auxiliary turn 
treatments refer to Part 4A of the Guide to Road Design (Austroads 2010). 


Urban auxiliary lane (AU) turn treatments 


Figure 2.6 shows the features of urban AU turn treatments at T-intersections, namely: 


 AUR turn treatment is created by the addition of a short section of traffic lane with standard 
painted stripes 


 AUL turn treatment on the major road may be a normal indented turn lane or be shielded by 
a parking lane, depending on the situation 


 AUL turn treatment in the minor road may also be a normal indented turn lane or be shielded 
by parked cars, depending on the situation.  


Turning treatment warrants are discussed in Section 2.3.6.  For design details of urban auxiliary 
turn treatments refer to Austroads (2010). 
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Notes: 
Arrows indicate movements relevant to the turn type.  They do not represent actual pavement markings. 
Not used by the Department of Transport and Main Roads Queensland or the New Zealand Transport Agency. 
Source: Based on Queensland Department of Main Roads (2006). 


Figure 2.6:   Urban auxiliary lane (AU) turn treatments 
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2.2.4 Channelised Turn Treatments (Type CH) 
The CH turn treatment has conflicting vehicle travel paths separated by raised, depressed, or 
painted medians and/or islands.  Auxiliary lanes are often used in conjunction with channelisation. 


Channelised turn treatments comprise (Figure 2.7): 


 right-turn treatment (CHR) on the major road 


 left-turn treatment (CHL) on the major road 


 left-turn treatment (CHL) on the minor road. 


Often, not all the treatments will be used together at a single intersection.  A CHR treatment may 
have full-length deceleration turning lanes or it may have a reduced length in which case it is 
referred to as a CHR(S) treatment (see Section 2.3.6 for warrants). 


The advantages of using CHR turn treatments in lieu of AUR treatments include: 


 reduction in ‘rear-end major road’ crashes and ‘overtaking-intersection’ vehicle crashes 
(where a right-turn vehicle is hit by an overtaking vehicle (Appendix A).  With an AUR 
treatment a stationary right-turning vehicle on a tight horizontal curve or over a crest is 
vulnerable whereas the island in a CHR treatment guides through drivers past the 
right-turning vehicle 


 provision of fewer types of turn treatments and thus more consistent intersection layouts 


 provision of a refuge for pedestrians crossing the major road 


 increase in the average design life of turn treatments compared to AUR turn treatments; 
CHR(S) treatments will be able to function for longer periods before an upgrade is required 


 allaying concerns from the motoring public that more CHR turn treatments should be 
provided on high-speed roads to improve safety. 


CHR(S) turn treatments can only be used with linemarking.  The good safety performance of the 
CHR(S) occurs by removing potentially stationary turning vehicles from the through traffic stream.  
This treatment is suitable where there are low to moderate through and turning volumes.  For 
higher volume sites, and sites where there is limited visibility of the treatment (e.g. over smaller to 
moderate size crests), a full-length CHR turn treatment is preferred which should have the same 
longitudinal dimensions to a rural CHR (Part 4A of the Guide to Road Design, Austroads 2010). 


The CHR(S) treatment is not intended to be used with raised or depressed islands.  Right-turning 
drivers often travel onto the painted chevron to exit the through traffic stream as soon as possible.  
This is a desirable feature, as it reduces the likelihood of rear-end-major vehicle accidents as all 
through traffic is required to deviate through an alignment designed to suit the operating speed. 
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Channelised turn treatments (Type CH) 


Figure 2.7 shows rural CH treatments at T-intersections.  Turning treatment warrants are 
discussed in Section 2.3.6.  For design details, refer to (Austroads 2010). 


 


Note: Arrows indicate movements relevant to turn type.  They do not represent actual pavement markings. 
Source: Queensland Department of Main Roads (2006). 


Figure 2.7:   Rural channelised (CH) intersection turn treatments 


  


Li
ce


ns
ed


 to
 M


ic
he


lle
 E


rw
in


 o
n 


30
 M


ay
 2


01
3.


 P
er


so
na


l u
se


 li
ce


ns
e 


on
ly.


 S
to


ra
ge


, d
is


tri
bu


tio
n 


or
 u


se
 o


n 
ne


tw
or


k 
pr


oh
ib


ite
d.







Guide to Traffic Management Part 6: Intersections, Interchanges and Crossings 


 
 


 
 


A u s t r o a d s  2 0 1 3  


— 19 — 


Urban channelised (CH) turn treatments 


Figure 2.8 shows channelised (CH) turn treatments for urban situations which may or may not be 
signalised.  The treatments are similar to rural treatments except that the dimensions will reflect the 
lower speed environment, and kerb and channel, parking and bicycle lanes are likely to be 
included.  Turning treatment warrants are discussed in Section 2.3.6.  For design details, refer to 
Part 4A of the Guide to Road Design (Austroads 2010). 


 


Note: Arrows indicate movements relevant to turn type.  They do not represent actual pavement markings. 
Source: Queensland Department of Main Roads (2006). 


Figure 2.8:   Urban channelised (CH) intersection turn treatments 
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2.2.5 Intersection Treatments – Rural Divided Roads 
Two-staged crossing 


This layout is suitable on roadways with wide medians when the volume of right-turning traffic is 
small and the traffic volumes on the through route are high.  Right-turning traffic from the minor 
road undertakes the turning manoeuvre in two stages.  A simple two staged crossing is shown in 
Figure 2.9.  For road design details of a two staged rural crossing treatment refer to Part 4A of the 
Guide to Road Design (Austroads 2010). 


 


Note: Arrows indicate movements relevant to turn type.  They do not represent actual pavement markings. 
Source: Queensland Department of Main Roads (2006). 


Figure 2.9:   Two-staged crossing 


The treatment may not be suitable if a significant number of large heavy vehicles turn into the 
minor road as it may be difficult to accommodate the required swept path and a 30 m wide median 
will be needed to store a B-double, for example. 


A disadvantage of the two-staged crossing is that is difficult to provide for large vehicles turning 
from the major road as the turning movements overlap within the crossing.  To design for this 
occurrence would result in an excessive width of the crossing within the median.  However, where 
a very wide median exists it may be practicable to provide an additional island in the median 
opening based on the swept path of the particular design vehicle. 


The need to accommodate large vehicles in median openings, together with a desire to reduce the 
crossing speed at crossroads on rural divided highways led to the development and use of the 
wide median treatment in Victoria (Section 2.2.9), a treatment that may not be favoured in other 


Offset right-turn lanes 


Where a wide median exists at an intersection, a treatment involving offset right-turn lanes may be 
appropriate as shown in Figure 2.10.  It is suitable for use on rural and urban roads and may be 
signalised where necessary. 


A further advantage of offset right-turn lane treatments is that they provide improved sight lines for 
a right-turning driver to see past a vehicle waiting to turn right from the opposite direction.  The 
treatment could also be advantageous to older drivers in order to accommodate their slower 
decision times and declining motion perception abilities (Veith 2004).  
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Note: Arrows indicate movements relevant to turn type.  They do not represent actual pavement markings. 
Source: Queensland Department of Main Roads (2006). 


Figure 2.10:   Offset right-turn lane at a T-intersection 


2.2.6 Intersection Treatments – Urban Divided Roads 
Basic median opening 


Figure 2.11 shows a typical arrangement for an unsignalised intersection between a divided major 
road and a minor road.  In some cases the treatment may not have a bicycle lane, or it may have a 
bicycle/car parking lane treatment.  The parking in the minor road should be set back in 
accordance with statutory regulations or traffic operational requirements.  


 
Notes: 
Depending on the available space it may not be practicable to provide bicycle lanes. 
Also applies to six lane divided roads. 
Where appropriate, parking lanes may also be provided adjacent to the bicycle lanes. 
Median should be ≥ 7 m wide to shelter cars. 
Arrows indicate movements relevant to the turn type.  They do not represent actual pavement markings.  


Figure 2.11:   Urban intersection between a divided road and a minor road 
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Urban offset right-turn lanes 


Urban offset right-turn lanes can have similar advantages to rural offset right-turn lanes 
(Section 2.2.5) when used at unsignalised intersections.  However, they can also be used at 
signalised intersections and have the advantage of preventing overlapping of the right-turning 
movements within the median opening which results in a more efficient signal system (i.e. through 
the channelisation the opposing right turns become a diamond turn). 


Figure 2.12 shows an example of offset right-turn treatment on an urban divided road.  Where road 
space can be made available bicycle and parking lanes should be provided as shown in this 
example.  While the channelisation indicates painted islands it is generally preferable to use raised 
islands on major urban roads.  


 


Note: Arrows indicate movements relevant to turn type.  They do not represent actual pavement markings. 
Source: Queensland Department of Main Roads (2006). 


Figure 2.12:   Offset right-turn lanes at an urban cross intersection 


Intersection layouts with service roads 


Service roads are often provided adjacent to divided roads to separate local access traffic 
movements from traffic on the main carriageways, but are sometimes provided adjacent to 
undivided major roads.  Service roads should be terminated at signalised intersections (and 
unsignalised intersections that have median openings) for safety and capacity reasons. 


Service roads should generally operate as one-way carriageways because of the operational 
problems associated with intersections and headlight glare to the left of drivers on the major 
carriageways.  Commentary 3 provides further explanation of these problems. 


[see Commentary 3] 
 


Two-way service roads may be used where: 


 the outer separator is wide enough to ensure that operational problems do not eventuate at 
minor intersections and to accommodate a screen to prevent headlight glare 


 they form short sections immediately prior to or beyond an intersection that functions as a 
property access. 


A conceptual layout of a typical service road termination at an unsignalised intersection is shown in 
Figure 2.13, where it can be seen that various treatments may be adopted depending on site 
conditions and traffic characteristics.  
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Exits from the service road to the major carriageway should desirably be angled at 70° so that 
drivers align their vehicles at the appropriate observation angle (as for the high entry angle 
left-turn).  However, this may not be possible to achieve where the outer separator is narrow or 
larger vehicles use the opening. 


Details for the design of service road treatments are provided in Part 4A of the Guide to Road 
Design (Austroads 2010).  


 


Notes: 
Simple left-turn treatment may be provided from minor road if volumes do not justify a CHL treatment. 
Arrows indicate movements relevant to turn type.  They do not represent actual pavement markings. 


Figure 2.13:   Service road termination at an unsignalised intersection 


2.2.7 Staggered T-intersections 
Unsignalised cross intersections (i.e. four legs) record high crash rates for the through movements 
from the minor road, particularly if the minor legs are aligned.  Staggered T-intersections are used 
as a safer alternative to four-way unsignalised intersections either by: 


 setting out the alignment of the minor roads on new major roads to form a staggered 
T-intersection 


 realigning one or both minor road legs of an existing intersection. 


Commentary 4 provides some further information on this treatment. 
[see Commentary 4] 


 


There are two types of staggered T-intersections defined by the order of the turning movements of 
vehicles crossing the major road from the minor roads, namely: 


 a right-left staggered T-intersection 


 a left-right staggered T-intersection.  
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Traffic management considerations relating to the treatments are Table 2.1.  There are no 
numerical volume warrants for the safe performance of staggered T-intersections, although 
experience suggests a volume limit exists for the right-left staggered treatment.  A staggered 
T-intersection should not be provided where traffic analysis indicates that it is likely to operate at or 
near capacity early in its design life. 


This layout stores crossing vehicles on the minor legs.  As traffic on the minor legs has to give way 
to both directions on the major route, calculations to establish delay may be necessary.  If 
excessive delay is anticipated an alternative treatment should be considered as drivers may take 
risks and crashes may result. 


The right-left staggered T treatment (R-L) requires drivers to initially turn right into the major road, 
then left into the opposite minor road leg.  This treatment is suitable only for low volume situations 
but is often more cost-effective than a left-right stagger if converting a four-way cross intersection 
into a staggered T-intersection. 


A right-left staggered T-intersection treatment may be selected where: 


 the potential for high-speed right angle crashes at a basic crossroad needs to be eliminated 


 the intersection could be expected to operate below capacity throughout the intended design 
life of the treatment 


 a low-cost treatment is required 


 the aim is to minimise land acquisition from abutting property. 


The right-left treatment has the relative advantages that less land is required (e.g. less acquisition) 
than that for a left-right stagger and it costs less, particularly when treating an existing intersection. 


The right-left staggered T-intersection on a two-lane two-way road may be provided with a BAR or 
CHR treatment in the major road. 


The left-right staggered T treatment requires drivers to initially turn left into the major road and then 
to turn right into the opposite minor road leg.  Right-turn lanes should be introduced for the drivers 
turning right from the major road. 


A left-right staggered T treatment may be selected where: 


 the potential for high-speed right angle crashes at a basic crossroad needs to be eliminated 


 the direction of stagger of side roads is conducive to its use 


 it is planned to deviate the side road approaches to resolve other network issues 


 analysis shows that a right-left staggered treatment would not have a satisfactory design life 
in terms of intersection capacity (and hence safety) 


 the extent of land acquisition is acceptable. 


The left-right staggered T is usually provided with auxiliary right-turn lanes in the major road.  It 
may be safer than the right-left staggered T because: 


 Drivers moving from the minor roads across the major road do so by selecting gaps in two 
one-way traffic streams and crossing one lane at a time, rather than a gap in two-way traffic 
across a much larger distance. 
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 The manoeuvres are relatively simple compared to the ‘reverse curve’ type manoeuvre 
required in the right-left stagger. 


 Some right-left staggered treatments, where the stagger distance is minimal, may result in 
drivers adopting an illegal path to ‘straighten out the intersection’ by driving to the right of 
median islands. 


While this treatment has some relative advantages for safety and traffic operation, it requires 
substantially more land acquisition when applied to an existing intersection and has a higher cost.  


Rural staggered T-intersection treatments 


Preferred layouts for each type are illustrated in Figure 2.14 and Figure 2.15 respectively.  Both 
types of staggered T-intersection can be provided on two-lane two-way roads or divided roads.  
Where it is desirable to minimise the stagger distance of a left-right staggered T-intersection due to 
site conditions or land availability, the right-turn lanes may be overlapped as shown in Figure 2.16. 


The stagger distance is particularly important for the right-left stagger on a two-lane two-way road 
Figure 2.14(a) as the distance should be: 


 small enough to enable an efficient crossing manoeuvre in a single movement (i.e. not 
staged)  


 great enough to cut off the possibility of high-speed crossing movements from the minor 
roads. 


For a right-left staggered T on a divided road it is desirable to provide left-turn lanes for traffic 
turning into the minor roads as shown in Figure 2.14(b), as this arrangement does not require 
crossing traffic to travel along the through lane and reduces the risk of rear-end crashes. 


For a two-lane two-way road the left-right staggered treatment in Figure 2.15(a) is preferred to that 
in Figure 2.16(a) because it results in less deviation of the through lanes on the major road.  The 
stagger distance for a left-right treatment should be based on the deceleration and storage 
distance required for traffic turning right from the major road, either for back-to-back right-turns 
(Figure 2.15) or overlapping right-turns (Figure 2.16).  


Design details such as the required length of lanes is discussed in Part 4A of the Guide to Road 
Design (Austroads 2010).  


Urban staggered T-intersection treatments 


The principles applied to rural staggered T-intersection treatments are also applied in urban 
situations.  The main differences include generally lower design speeds, the incorporation of 
bicycle and pedestrian facilities, the presence of parking and the use of kerbs.  This type of 
treatment may be used on all roads from local to arterial. 


On local roads staggered T-intersection treatments can be used as a measure to reduce the 
‘permeability’ of the area for through traffic.  However, on urban traffic routes a cross intersection 
may be a better arrangement if it is likely that traffic signals will be required in the future to improve 
capacity or reduce delays.  Signalised staggered T-intersections are generally less efficient than 
signalised crossroads because of the ‘overlapping’ right-turns and associated phasing.  
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Note: Arrows indicate movements relevant to the turn type.  They do not represent actual pavement markings. 


Figure 2.14:   Right-left staggered T-intersections 


 


 


Note: Arrows indicate movements relevant to the turn type.  They do not represent actual pavement markings. 


Figure 2.15:   Left-right staggered T-intersections with back-to-back right-turns 
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Note: Arrows indicate movements relevant to the turn type.  They do not represent actual pavement markings. 
Source: Adapted from Queensland Department of Main Roads (2006). 


Figure 2.16:   Left-right staggered T-intersections with overlapping right-turns 


2.2.8 Seagull Treatments 
Rural seagull treatments 


A diagram of a seagull layout is shown in Figure 2.17.  Seagull intersections usually work well 
where right-turning traffic from the minor road would be delayed for extended periods due to the 
small number of coincident gaps on the major road, particularly if upstream events on both of the 
major road legs cause traffic to arrive at the intersection in platoons.  


A decision to provide a seagull treatment should be based on traffic analysis that demonstrates the 
treatment would operate satisfactorily and be advantageous. 


A seagull treatment may be appropriate where: 


 a substantial volume of traffic turns right from the minor road of a T-intersection, to the extent 
that a two-stage right-turn through a conventional median opening would not operate 
satisfactorily 


 traffic turning right from the minor road has adequate gaps in traffic on the nearer 
carriageway, and is able to merge satisfactorily with the traffic on the other carriageway 


 it is unlikely that an access (driveway or road) from a major traffic generator will be proposed 
adjacent to the major road and opposite the minor road within the design life of the treatment. 


When the volume of right-turning traffic is small, it is preferable to store vehicles, one at a time, in 
the median.  This requires a two-staged crossing treatment as shown in Figure 2.9.  
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Notes: 
Schematic sketch only.  See Austroads (2010) for design details. 
Arrows indicate movements relevant to the turn type.  They do not represent actual pavement markings.  
Source: Queensland Department of Main Roads (2006). 


Figure 2.17:   Seagull treatment (preferred)  


The treatment shown in Figure 2.17 is preferred in most cases.  However, where the number of 
right-turning vehicles from the minor road is high relative to the number of through vehicles with 
which it must merge (i.e. a similar design hour flow in each stream) the layout in Figure 2.18 may 
be appropriate.  This treatment can be advantageous where the carriageway on the major road 
increases from, for example, two lanes to three lanes at the seagull intersection.  When this 
alternative layout is used and the cross-section of the major road does not change, the merge for 
through traffic should be located an appropriate distance downstream of the treatment (say 500 m 
to 700 m).  


 


Notes: 
Schematic sketch only.  See Part 4A of the Guide to Road Design (Austroads 2010) for design details. 
Arrows indicate movements relevant to the turn type.  They do not represent actual pavement markings. 
Source: Queensland Department of Main Roads (2006). 


Figure 2.18:   Seagull treatment (alternate)  
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Urban seagull treatments 


The principles applied to the design of seagull treatments are the same for urban and rural 
treatments.  However, urban treatments generally have kerbs rather than shoulder on the left 
edges, are generally designed for lower operating speeds, and may be signalised on one 
carriageway. 


Signalised seagull treatments have been used at high-volume urban intersections where two 
right-turn lanes operate from the side road.  In this case the double right-turn traffic has to merge 
within the median prior to entering a dedicated lane or prior to merging with the main carriageway 
traffic.  Traffic analysis is necessary to confirm that the seagull is the most appropriate treatment in 
such situations. 


An issue that limits the suitability of seagull treatments in urban areas is the provision for the 
movement of pedestrians and cyclists across the major road, and the possible need to provide 
access to major development opposite the minor road.  


2.2.9 Wide Median Treatments 
Wide median treatments (WMT) were developed for use on high-speed rural divided roads where it 
is necessary to retain a crossroad and therefore to physically control the speed of crossing traffic.  
The treatment is illustrated in Figure 2.19 and shows how minor road entries are designed with 
horizontal curvature and large islands to reduce the speed of vehicles approaching and entering 
the intersection. 


The WMT has some similar design features to roundabouts, but the WMT provides priority for 
drivers on the major road.  A roundabout requires major road drivers to give way to vehicles 
circulating on the roundabout.  To ensure that there is no confusion created for drivers, WMTs and 
roundabouts should not be alternated along the same route nor used in close proximity to each 
other.  Traffic management considerations for wide median treatments are discussed in 
Section 2.3.7. 


 


Note: Arrows indicate movements relevant to turn type.  They do not represent actual pavement markings. 
Source: Adapted from VicRoads (2011). 


Figure 2.19:   Wide median treatment 
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2.2.10 Channelised Intersections with Right-turn Restrictions 
Right-turns at urban intersections can be banned through the use of appropriate traffic control 
devices and/or restricted through geometric design.  The assessment of intersection control 
options, including the banning of right-turns, is discussed in Section 2.3.3. 


It is desirable to provide for all movements at intersections between arterial roads; however, it is 
often preferable to restrict right-turn movements at selected minor road intersections along arterial 
routes in order to provide an appropriate level of service for arterial road traffic.  Figure 2.20 
illustrates how channelisation can be used at urban intersections to restrict certain right-turn 
movements and to discourage wrong-way movements.  These treatments require the appropriate 
traffic control devices to be installed (e.g. regulatory signs).  Other options to restrict turn 
movements are discussed in Section 2.3.3. 


 


Note: Arrows indicate movements relevant to turn type.  They do not represent actual pavement markings. 
Source:Guide to traffic engineering practises: part 5: intersections at grade, Austroads, Sydney, NSW (superseded and no longer available) Austroads (2005). 


Figure 2.20:   Channelisation to ban right-turns 


Li
ce


ns
ed


 to
 M


ic
he


lle
 E


rw
in


 o
n 


30
 M


ay
 2


01
3.


 P
er


so
na


l u
se


 li
ce


ns
e 


on
ly.


 S
to


ra
ge


, d
is


tri
bu


tio
n 


or
 u


se
 o


n 
ne


tw
or


k 
pr


oh
ib


ite
d.







Guide to Traffic Management Part 6: Intersections, Interchanges and Crossings 


 
 


 
 


A u s t r o a d s  2 0 1 3  


— 31 — 


2.3 Intersection Selection 
2.3.1 Introduction 
This section describes the factors that may influence the selection of an intersection type and 
provides an evaluation process to assist practitioners in the development of options and selection 
of the most appropriate intersection treatment. 


Selection of an appropriate intersection treatment in any given situation can be complex.  The 
provision of the safest practicable treatment is paramount in all situations.  However this 
requirement must be balanced against the objective of providing an acceptable level of mobility, 
particularly on arterial roads. 


Many other factors, some of which are not related to road safety or operational performance, may 
influence the type of treatment adopted at a particular site.  In addition to safety, the selection 
process of an appropriate intersection type and treatment may include consideration of: 


 capacity, delay and level of service, generally and for specific road users  


 planning policy and objectives  


 traffic management strategies or objectives for the road network or corridor 


 compatibility with adjacent intersection treatments 


 topography at the site 


 the natural and built environment 


 economic considerations. 


The overall aim is to provide a safe and cost-effective intersection treatment, within the constraints 
that may exist.  The relative safety and needs of all road users, particularly pedestrians (including 
people having an impairment) and cyclists, should be considered as their needs may be a 
significant factor in the choice of treatment and type of traffic control adopted.  For example, it may 
be preferable to provide a signalised intersection at locations where surrounding land uses such as 
schools, shopping centres and recreational facilities are expected to generate significant volumes 
of pedestrians and cyclists. 


2.3.2 Selection Process 
Figure 2.21 shows the process that should be followed to determine the most appropriate type of 
intersection or interchange, and to develop the most appropriate conceptual layout and operating 
characteristics. 


It can be seen from Figure 2.21 that network considerations may have a substantial influence on 
the type of treatment and operation adopted at sites in urban areas.  However, this is not generally 
the case for rural intersections and interchanges, or intersections that are isolated.  The 
requirements at these sites are usually based on the assessment of historical data rather than 
modelling techniques that take future transport network and land use changes into account.  
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Figure 2.21:   Intersection selection process 


Network performance objectives 


The network performance objectives set the scene for the way in which the intersection should be 
designed and managed.  In some corridors the objective will be to provide a high level of 
performance for private vehicles.  In other corridors on-road public transport will take precedence 
over private travel, and this will be reflected in the allocation of space and time within the 
intersection layout and operation plan.  The need to accommodate a cyclist network may also 
influence the type of intersection. 


Strategic plans for cities and towns and for the roads within them may dictate the function of the 
intersection and hence the type of layout and intersection operational requirements.  For example, 
some intersections may be situated on bypass routes whereas others will provide for access and 
distribution of traffic within the central area. 
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At some locations it will be necessary to provide greater priority and hence more time within traffic 
signal phasing arrangements for pedestrians, particularly for people who have a visual or mobility 
impairment, to cross the road or access major public transport infrastructure.  Within central areas 
of cities and towns, access to some roads at intersections may be removed to create pedestrian 
malls.  For further guidance, refer to the Guide to Transport Planning (Austroads 2009l) and to the 
Guide to Traffic Management Part 4: Network Management (Austroads 2009c). 


Modelling 


In large urban areas and for bypasses of towns, it may be necessary to use transport modelling 
software to produce traffic forecasts.  The volumes from traffic models should be reviewed to 
develop estimated traffic volumes for future years for design purposes.  For further guidance, refer 
to the Guide to Road Transport Planning (Austroads 2009l).  


Road user volumes and movements 


In addition to cars, the volumes and movement of other road users (public transport, heavy 
vehicles, pedestrians including people who have an impairment, and cyclists) must also be 
determined as their requirements can influence the type of intersection adopted and its operational 
plan (Guide to Traffic Management Part 3: Traffic Studies and Analysis, Austroads 2009b).  


Preliminary analysis and feasible types 


A preliminary analysis of traffic volumes, including turning movements, and all other relevant 
factors should be undertaken to establish the feasible intersection types – those that can 
accommodate the estimated traffic demand and that meet strategic objectives and other specific 
requirements (Guide to Traffic Management Part 3: Traffic Studies and Analysis, Austroads 
2009b). 


Operational options 


Various operational options will then be considered to assess the best overall outcome for a 
particular intersection.  This is particularly relevant where the feasible intersection layouts require 
good traffic control in order to accommodate the current or future demands by motor vehicles and 
specific users.  An iterative process may be required whereby the performance of a feasible 
treatment is assessed and the results are used to re-examine the network and road user 
implications of adopting the treatment. 


Detailed analysis of options 


A final and detailed analysis of options should be based on accurate functional layouts and firm 
operational plans that preferably have the support of stakeholders, and this leads to a 
recommended conceptual layout and operational plan for the particular intersection or interchange.  
These should then be checked back against the network performance objectives identified at the 
start of the selection process to ensure that their satisfaction is being achieved as desired. 


2.3.3 Assessment of Intersection Control Options 
Primary traffic control options 


The primary intersection control options and the key traffic and safety factors considered in their 
selection are summarised in Table 2.2. 
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It is normal to initially provide the lowest level of traffic management at any intersection, subject to 
traffic and site conditions.  The level of control will need to be increased from a signed priority 
control to a roundabout or traffic signal control as problems with traffic safety or traffic congestion 
begin to arise. 


Table 2.2:   Intersection control options and selection criteria 


Type of control Key traffic and safety selection factors References 
Road rules only  Applied in the absence of intersection traffic control devices. 


 Is common practice at T-intersections between local streets where 
traffic control devices may not be provided. 


 Cross roads generally have traffic control devices, however, they 
need not be provided on very low-volume roads in remote areas 
where a major/minor road hierarchy does not exist (note that New 
Zealand requires all cross roads to be controlled). 


See Australian Road Rules and 
New Zealand Land Transport 
Rules. 


Give way lines only 
(Not in New Zealand) 


 May be used at local street T-intersections to reinforce priority 
although an appropriate sign (stop or give way) may be required in 
these circumstances. 


 Not common practice. 


See Australian Road Rules and 
Parts 4 and 10 of the Guide to 
Traffic Management(1)(2)  


and AS1742.2. 
Stop signs and give way 
signs 


 Used at intersections other than those controlled by roundabouts or 
traffic signals. 


 Used to reinforce road rules or to assign priority. 
 Stop signs must only be used when warrant is met. 
 Advance warning signs may be necessary where there is a high 


approach speed or where approach sight distance is limited. 


See Part 10 of the Guide to Traffic 
Management(2) and AS1742.2. 


Roundabout  Can be used at a wide range of sites and improve safety by 
simplifying conflicts, reducing speeds and providing clear indication 
of priority. 


 Are useful where there is a high proportion of right-turning traffic. 
 Perform best when traffic flows are balanced. 
 Cyclists (especially when turning right) and pedestrians find it more 


difficult to negotiate multi-lane roundabouts.  An off-road facility 
may be required for cyclists in some cases. 


See Parts 4 and 10 of the Guide to 
Traffic Management(1)(2) and 
AS1742.2. 


Traffic signals  Used where unsignalised intersection has a poor crash record or 
excessive delays for traffic using minor roads, and a roundabout is 
an unsuitable alternative to traffic signals. 


 Are suitable for high pedestrian movement including people who 
have an impairment. 


 Numerical warrants may apply (see signalised intersections in 
Table 2.4). 


See Section 5 and Parts 9 and 10 
of the Guide to Traffic 
Management(3)(2). 


Sources:  
1 Guide to Traffic Management Part 4 (Austroads 2009c). 
2 Guide to Traffic Management Part 10 (Austroads 2009e). 
3 Guide to Traffic Management Part 9 (Austroads 2009d). 
 


Other traffic control options 


At some intersections it may be desirable that the primary traffic control options are supplemented 
by traffic control devices (e.g. signs or islands) to require all or some traffic to move in a particular 
direction or to ban particular movements.  These devices are used to prevent: 


 an unsafe traffic movement 


 traffic movement that would be detrimental to the operation of major movements within the 
intersection 


 traffic from using sensitive areas adjacent to an arterial road. 
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Where a right-turn lane cannot be provided, and safety and/or capacity problems exist, 
consideration should be given to banning the turn.  For example, a filter right-turn which opposes a 
lagging right-turn during normal phase sequence operation at traffic signals should be banned for 
safety reasons as it is confusing.  Before any right-turn is banned, convenient alternative access 
should be available or provided.  Various methods of banning right-turns are shown in Figure 2.22.  
Further options to restrict right-turns using channelisation are discussed in Section 2.2.10. 


 


Note: See the Manual of Signs and Markings (MOTSAM) for signs that apply in New Zealand (NZ Transport Agency 2010a). 
Source: Adapted from Queensland Department of Main Roads (2006). 


Figure 2.22:   Methods of banning right-turns 


Traffic control and road classification 


Table 2.3 provides a broad guide to the suitability of the type of traffic control in relation to the 
functional classification of roads.  It is based on a general appreciation of the need to provide a 
satisfactory level of mobility on arterial roads.  In some cases the suitability is obvious; in other 
cases traffic analysis and examination of other factors is required to determine the most 
appropriate form of control at a site.  
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Table 2.3:   Suitability of types of traffic control to different road types 


Road type Primary arterial Secondary arterial Collector and local 
crossing road 


Local street 


Traffic signals 
Primary arterial A A O X 


Secondary arterial A A O X 
Collector & local crossing road O O X X 


Local street X X X X 
Roundabouts 


Primary arterial O O X X 
Secondary arterial O O O X 


Collector & local crossing road X O A O 
Local street X X O A 


Stop signs or give way signs 
Primary arterial urban/(rural) X/(O) X/(O) A A 


Secondary arterial urban/(rural) X/(O) X/(O) A A 
Collector & local crossing road A A A A 


Local street A A A A 
A = Most likely to be an appropriate treatment 
O = May be an appropriate treatment 
X = Usually an inappropriate treatment 
 


2.3.4 Intersection Type Selection – Key Traffic Management Considerations 
Table 2.4 summarises the key traffic management considerations that must be taken into account, 
in association with the costs of the various options, in selecting the type of intersection to be used 
in any given situation. 


Table 2.4:   Key traffic management considerations in selection of intersection type 


Intersection type Key traffic management selection considerations 
At-grade intersections 


Unsignalised(1) Basic 
 Used at urban locations where low-volumes and low-speeds occur and at rural sites with low cross and turning 


volumes. 
 Is designed to be compact and low cost, and can be used with any road surface. 
 Offers no protection to turning traffic and causes through traffic to slow when such movements occur. 
 Skewed T-intersection (Figure 3.1) layouts may have safety problems. 


 Capacity 
 Unsignalised intersections rely on gap selection for the entry of minor road traffic into or across the major road and for 


right-turn movements from the major road.  
 Higher conflicting volumes result in increased delays and higher risk of crashes. 
Intersection analysis can be undertaken to determine absorption capacity, delays and queue lengths (Part 3 of the Guide 
to Traffic Management, Austroads 2009b). 
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Intersection type Key traffic management selection considerations 
At-grade intersections 


Unsignalised(1) 


(cont.) 
Auxiliary lanes 
 Auxiliary lanes may be added to the basic intersection to improve safety (Sections 2.3.5 and 2.3.6). 
 Typically used in rural areas where high-speed, low-volume traffic occurs and the volume and slow manoeuvring of 


turning traffic is sufficient to create a conflict with following traffic. 
 Generally intended to provide separation for the manoeuvring of a single vehicle. 
 Left passing lane allows traffic to bypass a vehicle waiting to turn right and is not intended for locations with regular 


queuing. 
 Left-turning lane allows traffic to decelerate and turn without affecting through vehicles. 
 Lanes should be installed on a needs basis and may not be required on all approaches. 
 Right-turn auxiliary lanes without channelisation are not used in some jurisdictions (e.g. New Zealand). 
 Consider the need for bicycle lanes. 


 Channelised 
 See Sections 2.3.5 and 2.3.6. 
 When channelisation is being considered, the capacity of the intersection in the unsignalised state should be analysed 


to determine suitability. 
 Used where there is a need to define vehicle paths where there would otherwise be a large area of pavement.  Also 


used where conflicting vehicle travel paths need to be separated and where approaches are at odd angles or 
multi-leg. 


 See discussion of warrants for rural turn lanes noted for auxiliary lanes. 
 Applicable where turning traffic movements are heavy with frequent queuing. 
 Necessary where refuges for pedestrians are required or where street furniture requires protection. 
 Used to cater for unusual manoeuvres or where unwanted movements are to be eliminated. 
 Provide islands that can safely accommodate pedestrians (types and numbers). 


 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 


Staggered T-intersection 
 Generally used to treat right-angle crashes at existing low-volume rural cross intersections. 
 Right-left configuration on two-lane, two-way roads may develop safety problems at high traffic volumes. 
 Two configurations may be used: 


− right-left (R-L) configuration (i.e. right-turn followed by left-turn crossing from minor road) 
♦ is used to stop traffic on the minor leg crossing an arterial or sub-arterial at high-speed 
♦ requires crossing traffic to select gap in two-way traffic stream (major road undivided) 
♦ is suited to lower-volume locations, particularly on the major road 
♦ avoids the possibility of minor road cross traffic queuing in the major road  
♦ creates higher delays to minor road where traffic must select gaps in two-way undivided major road stream 
♦ uses opposing right-turning movements that do not overlap, enabling a short stagger distance and resulting in 


little land acquisition 
♦ is an option where the costs preclude the provision of a left-right configuration 


− left-right (L-R) configuration (i.e. left-turn followed by right-turn crossing from minor road) 
♦ is used to improve cross movements from the minor road where major route volumes are high 
♦ has right-turn lanes on major road thus benefits major road right-turn movement 
♦ allows minor road crossing traffic to select gaps in each direction of flow independently 
♦ provides reduced delay, higher capacity and safer manoeuvres for minor road traffic than right-left 


configuration 
♦ requires stagger distance that is significantly greater than right-left configuration as right-turn lanes for 


deceleration and storage are required between the side roads (this leads to increased land acquisition and 
higher costs). 
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Intersection type Key traffic management selection considerations 
At-grade intersections 


Unsignalised(1) 


(cont.) 
 


 R-L and L-R configurations may be used on divided roads provided that the stagger distance is large enough to 
satisfactorily accommodate turn lanes on the major road. 


Seagull  
 Generally used only at T-intersections. 
 Appropriate at locations where right-turns from the terminating leg experience delays due to lack of gaps. 
 Requires gap selection to nearside approach direction only. 
 Requires additional pavement width on major road to accommodate turning movements and merge taper for through 


movement. 
 Provides storage for right-turn movements from the non-terminating road. 
 May not be suitable where a significant traffic generator exists at the top of the T, as some drivers may attempt 


wrong-way movements to access the minor road opposite the development. 


 Wide median treatment (WMT) 
 See traffic management considerations in Section 2.2.9. 
 Typically used at high-speed rural divided roads where a crossroad must be retained and it is necessary to manage 


the speed of crossing traffic. 
 Similar in design to a roundabout, but priority is given to the major road drivers. 
 Necessary to consider WMTs and roundabouts in same area - to minimise driver confusion, they should not be 


alternated along the same route nor used in close proximity to each other. 


 Two-staged crossing 
 Suitable on roadways with wide medians where the volume of right-turning traffic is low and through volumes are high. 
 May not be appropriate where a substantial number of heavy vehicles turn into the minor road. 


 Offset right-turn lanes 
 Suitable where there are wide medians. 
 Improve sight lines for a right-turning driver to see past a vehicle waiting to turn right from opposite direction. 
 May be advantageous to older drivers in order to accommodate their slower decision times and declining motion 


perception abilities. 


 Intersections with service roads 
 Service roads generally operate as one-way carriageways due to operational problems at intersections and headlight 


glare to the left of drivers on the major carriageway. 
 Two-way service roads may be used where the outer separator is wide enough to prevent operational or glare 


problems or they form short sections immediately prior to or beyond an intersection that functions as property access. 


Roundabout(2) 


 


 


 


 


 


 


 


 


 


 


 


 


 


 Generally much safer than traffic signals in terms of crash severity. 
 Usually less delay than traffic signals during the off-peak periods, leading to less overall delay to traffic throughout the 


day. 
 Readily caters for heavy right-turns. 
 Can be used in local streets. 
 Controls vehicle speeds as a traffic calming measure (e.g. at the extremities of high pedestrian activity area). 
 May not be suitable where strong coordination of movement required along a route. 
 May not be able to provide sufficient capacity for high-volume sites. 
 May not be appropriate for high-speed divided rural roads in terms of mobility, although it can assist in providing 


access for important side roads. 
 Dominant flows on one approach may lead to excessive delay on the subsequent approach (although metering can 


assist). 
 Does not allow positive regulation of particular movements (e.g. access to local street from a busy road). 
 Are less safe than signals for on-road cyclists, particularly at multi-lane roundabouts. 
 Are less suited to public transport priority. 
 Need to consider pedestrians of all types (young, aged and impaired) and cyclist movement and numbers. 
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Intersection type Key traffic management selection considerations 
At-grade intersections 


Roundabout(2) 


(cont.) 
 Pedestrian facilities should be placed one or two car lengths from the holding line (6 or 12 m) together with sufficient 


width and storage area within the splitter island.  
 Placement of pedestrian facilities should also consider roundabout exit conditions. 
 Need to consider bus and long-vehicle requirements, e.g. movement and numbers (Commentary 6). 


[see Commentary 6] 
Signalised(3)  Provides the most suitable treatment for very high-volume sites. 


 Enables efficient coordination along traffic routes. 
 Can readily accommodate priority measures for public transport. 
 May provide controlled crossings for pedestrians and cyclists. 
 Are safer for cyclists than multi-lane roundabouts. 
 Preferred for sites with high pedestrian activity. 
 Generally preferred to roundabouts for intersections along freight routes.   
 Are not generally as safe as a roundabout. 
 Are not desirable from a safety perspective in high-speed environments but, if used, speed limit reductions or 


electronic interactive warning devices are required. 


The following guidelines indicate those circumstances where signals could be of significant benefit.  The terms ‘major’ and 
‘minor are used respectively to indicate the roads carrying the larger and smaller traffic volume: 
1. Traffic volume:  Where the volume of traffic is the principal reason for providing a control device, traffic signals may 


be considered, subject to detailed analysis when the major road carries at least 600 vehicles/hour (two-way) and the 
minor road concurrently carries at least 200 vehicles/hour (highest approach volume) on one approach over any four 
hours of an average day(4)(5). 


2. Continuous traffic:  Where traffic on the major road is sufficient to cause undue delay or hazard for traffic on a minor 
road, traffic signals may be considered when the major road carries at least 900 vehicles/hour (two-way) and the minor 
road concurrently carries at least 100 vehicles/hour (highest approach volume) on one approach, over any four hours 
of an average day.  This warrant applies provided that the installation would not disrupt progressive traffic flow, and 
that no alternative and reasonably accessible signalised intersection is present on the major road(2) (3). 


3. Pedestrian safety:  To help pedestrians cross a road in safety, signals may be considered when over any four hours 
of an average day, the major road carries 600 vehicles/hour (two-way), or where there is a central pedestrian refuge at 
least 1.2 m wide, the major road flow exceeds 1000 vehicles/hour, and 150 pedestrians per hour or more cross the 
major road(4)(5). 


4. Crashes:  Where the intersection has an average of three or more reported casualty crashes per year over a 
three-year period where the accidents could have been prevented by traffic signals, and traffic flows are at least 80% 
of the volume warrants given in (1) and (2).  


5. Combined factors:  In exceptional cases, where no single guideline is satisfied but where two or more of the warrants 
given in (1), (2) and (3) are satisfied to the extent of 80% or more of the stated criteria. 


 
 
 
 
 


Channelised 
 See Sections 2.3.5 and 2.3.6. 
 Preferred where traffic volumes justify auxiliary lanes and separation of traffic streams. 
 Desirable where signal aspects would otherwise be poorly located for approaching traffic. 
 Necessary to provide islands that can safely accommodate pedestrian demands. 
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Intersection type Key traffic management selection considerations 
At-grade intersections 


Signalised(3) 


(cont.) 


Staggered T-intersection 
 Refer to unsignalised intersections. 
 Generally would not create this configuration for signals (Commentary 7). 
 Special considerations are needed for signal design. 


[see Commentary 7] 
Seagull  
 Refer to unsignalised intersections. 
 Purpose is to avoid stopping through vehicles approaching from the left of the T-junction stem on the major road. 
 Are not suitable where substantial pedestrian and cyclist flows must cross the major road. 


Offset right-turn lanes 
 Refer to unsignalised intersections. 


Freeway/Freeway(6)  Are essential at all intersections. 
 Appropriate form is dependent on detailed traffic analysis and land constraints. 
 No local access is provided for vehicles, pedestrians or bicyclists. 


Freeway/Arterial(6)  Are essential to provide interchanges on urban freeways and motorways. 
 It is desirable to provide interchanges on rural freeways and motorways. 
 Provision at minor side roads on rural freeways or motorways may be dependent on National Highway rules or 


committed major development served by the minor road. 
 Decision not to provide an interchange at very low-volume side roads on rural freeways or motorways may be 


dependent on a detailed economic analysis. 
 Pedestrian and cyclist facilities may need to be accommodated at the arterial level. 


Arterial/Arterial(6)  Are provided where operational or safety performance of an at-grade intersection is unsatisfactory. 
 Must result in network benefits (e.g. not shift traffic delay to downstream intersections). 
 May involve grade separation of only one traffic movement within an intersection. 
 May need to accommodate pedestrian (including people having an impairment) and cyclist movements on and 


between both roads. 


1 For further guidance on unsignalised intersection modifications, refer to Part 4A of the Guide to Road Design (Austroads 2010).  
2 For more detail on appropriate and inappropriate sites for roundabouts, see Section 4.2, Part 3 of the Guide to Traffic Management (Austroads 2009b) and Part 


4B of the Guide to Road Design (Austroads 2011a). 
3 For further guidance on signalised intersections, refer to Section 5 and Part 4A of the Guide to Road Design (Austroads 2010). 
4 Two-way volumes are defined as the sum of both directions approaching the intersection for a road (e.g. major road). 
5 Differences exist between warrants used in different jurisdictions.  In New South Wales, where warrants a, b and c note two-way volumes, it is required that each 


direction of travel meet the warrant.  In Queensland, warrants a and b require two-way volumes on the minor approach to meet warrants, instead of the highest 
approach volume. 


6 For further guidance on interchanges, refer to Section 6 and Part 4C of the Guide to Road Design (Austroads 2009j). 
 


2.3.5 Determining the Need for Auxiliary Lanes 
Deceleration turn lanes 


The layouts of many intersections include turning lanes to ensure that deceleration and storage of 
turning vehicles occur clear of the through traffic lanes.  The need for deceleration turn lanes 
cannot be stated definitively in all instances because of the many factors to be considered, such as 
speeds, traffic volumes, capacity, type of road, service provided, traffic control and crash history. 


However, the need is usually established on the basis of ensuring that turning traffic does not 
impede through traffic to the extent that: 


 the operational efficiency of an intersection or intersection approach is compromised 
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 an unacceptable level of safety would result due to turning traffic slowing or stopping in a 
through lane. 


The need for auxiliary lanes and the type of treatment should consider: 


 the function of the road and its strategic significance 


 the volume of heavy vehicles using the road 


 operating speeds at the intersection 


 available sight distance to drivers of turning vehicles 


 consistency of treatment along a corridor to meet driver expectations 


 traffic volumes. 


Auxiliary lanes to accommodate right-turn or left-turn movements, or to improve the capacity of a 
through movement, may be provided across the range of available intersection types.  Warrants for 
the provision of auxiliary lanes for AU and CH treatments are provided in Section 2.3.6.  


Where volumes are substantial a need is usually established through traffic analysis (Part 3 of the 
Guide to Traffic Management, Austroads 2009b).  At major signalised urban intersections it is 
common for two, and in some cases three, turn lanes to be required for right-turning or left-turning 
movements based on operational efficiency. 


Acceleration lanes 


There are no simple numerical warrants for the provision of acceleration lanes.  However, an 
auxiliary lane may be added on the departure side of a left-turn or right-turn if traffic is unable to 
join safely and/or efficiently with the adjacent through traffic flow by selecting a gap in the traffic 
stream. 


Acceleration lanes may be provided at major intersections depending on traffic analysis.  However, 
they are usually provided only where: 


 insufficient gaps exist for vehicles to enter a traffic stream 


 turning volumes are high (e.g. 300 to 500 vph) 


 the observation angle falls below the requirements of the minimum gap sight distance model 
(for example, inside of horizontal curves) 


 heavy vehicles pulling into the traffic stream would cause excessive slowing of major road 
vehicles. 


Acceleration lanes should only be used where there is no demand for the turning drivers to weave 
over a relatively short distance across the carriageway once they leave the acceleration lane. 


Auxiliary through lanes 


At rural intersections an auxiliary through lane will be associated with the need to provide an 
overtaking lane or a climbing lane (Guide to Road Design – Part 3: Geometric Design, Austroads 
2009n). 


At urban intersections the need for an auxiliary through lane will relate to the need to increase the 
capacity or improve the level of service on an approach (Part 3 of the Guide to Traffic 
Management, Austroads 2009b).  
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2.3.6 Warrants for BA, AU and CH Turn Treatments 
These warrants apply to major road turn treatments for the basic, auxiliary lane and channelised 
layouts discussed in Section 2.2.2, 2.2.3 and 2.2.4.  The warrants are shown in Figure 2.23 and 
provide guidance on where a full-length deceleration lane must be used and where a shorter lane, 
designated AUL(S) and CHR(S), may be acceptable based on traffic volume.  Figure 2.23 contains 
two graphs for the selection of turn treatments on roads with a design speed: 


 greater than or equal to 100 km/h.  Figure 2.23(a) is appropriate for high speed rural roads 


 less than 100 km/h.  Figure 2.23(b) is appropriate for urban roads, including those on the 
urban fringe and lower speed rural roads. 


If a particular turn from a major road is associated with some geometric minima (for example, 
limited sight distance, steep grade), consideration should be given to the adoption of a turn 
treatment of a higher order than that indicated by the warrants.  For example, if the warrants 
indicate that a BAR turn treatment is acceptable for the relevant traffic volumes, but limited visibility 
to the right-turning vehicle is available, consideration should be given to the adoption of a CHR(S) 
or CHR turn treatment instead.  Another example is a major road on a short steep downgrade 
where numerous heavy vehicles travel quickly down the grade, in which case it would not be 
appropriate to adopt a BAL turn treatment.  Instead, an AUL(S) or an AUL would be a preferred 
treatment. 


Development of the warrants in this section is detailed in Arndt and Troutbeck (2006) and briefly 
discussed in Commentary 5.  


[see Commentary 5] 


 


Source: Arndt and Troutbeck (2006). 


Figure 2.23:   Warrants for turn treatments on the major road at unsignalised intersections 


In applying the warrants in Figure 2.23 designers should note that: 


 Curve 1 represents the boundary between a BAR and a CHR(S) turn treatment and between 
a BAL and an AUL(S) turn treatment. 


Li
ce


ns
ed


 to
 M


ic
he


lle
 E


rw
in


 o
n 


30
 M


ay
 2


01
3.


 P
er


so
na


l u
se


 li
ce


ns
e 


on
ly.


 S
to


ra
ge


, d
is


tri
bu


tio
n 


or
 u


se
 o


n 
ne


tw
or


k 
pr


oh
ib


ite
d.







Guide to Traffic Management Part 6: Intersections, Interchanges and Crossings 


 
 


 
 


A u s t r o a d s  2 0 1 3  


— 43 — 


 Curve 2 represents the boundary between a CHR(S) and a CHR turn treatment and between 
an AUL(S) and an AUL or CHL turn treatment.  The choice of CHL over an AUL will depend 
on factors such as the need to change the give way rule in favour of other manoeuvres at the 
intersection and the need to define more appropriately the driving path by reducing the area 
of bitumen surfacing. 


 The warrants apply to turning movements from the major road only (the road with priority). 


 Figure 2.24 is to be used to calculate the value of the major road traffic volume parameter 
(QM). 


 Traffic flows applicable to the warrants are peak hour flows, with each vehicle counted as 
one unit (i.e. do not use equivalent passenger car units [pcus]).  Where peak hour volumes 
or peak hour percentages are not available, assume that the design peak hour volume 
equals 8% to 10% of the AADT for urban situations and that the design hour volume equals 
11% to 16% of AADT for rural situations. 


 If more than 50% of the traffic approaching on a major road leg turns left or right, 
consideration needs to be given to possible realignment of the intersection to suit the major 
traffic movement.  However, route continuity issues must also be considered (for example, 
realigning a highway to suit the major traffic movement into and out of a side road would be 
unlikely to meet driver expectation). 


 If a turn is associated with other geometric minima, consideration should be given to the 
adoption of a turn treatment of a higher order than that indicated by the warrants. 


 Some road authorities may consider that the CHR(S) treatment is not a suitable arrangement 
in all instances.  Where this occurs, the Main Roads Western Australia AUR treatment may 
be used as an alternative (Part 4a of the Guide to Road Design, Austroads 2010).  However 
the CHR(S) treatment is considered to be preferable for general use on major roads. 


 Where the major road has four lanes (e.g. two in each direction) the value used for QM is the 
volume in the closest through lane to the turning movement.  


 
Turn type Splitter island QM (veh/h) 


Right No = QT1 + QT2 + QL 


Right Yes = QT1 + QT2 


Left Yes or no = QT2 
Source: Arndt and Troutbeck (2006). 


Figure 2.24:   Calculation of the major road traffic volume QM 
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2.3.7 Wide Median Treatment – Traffic Management Considerations 
The wide median treatment (WMT) is discussed and illustrated in Section 2.2.9.  The treatment 
was developed and designed to reduce the crossing and entering speed of side road traffic to a 
safe value on divided major roads in rural areas.  


VicRoads internal research has shown that there is a level of exposure beyond which WMTs 
develop safety issues and that they should only be considered for use at intersections where 
(Equation 1): 


 for T-intersections, the entering side road volume is not greater than 1000 vpd 


 for cross intersections, the sum of the entering volumes on the two side roads is not greater 
than 1000 vpd 


 the exposure, given by the following formula, does not exceed 6000 vpd. 


  2�𝑉𝑚𝑖𝑛𝑜𝑟 ×  𝑉𝑚𝑎𝑗𝑜𝑟  ≤ 6000 1 


where    


Vminor = Total volume of traffic entering from the minor roads  


Vmajor = Total volume of traffic entering from the major road  
 


Equation 1 can be used to determine the year in which a WMT will no longer be appropriate, and 
beyond which an alternative treatment will be required.  


2.4 Evaluation of Options 
Evaluation is the process of undertaking a comparison of various intersection layouts and possible 
forms of control.  Its function is to demonstrate that there are a number of suitable solutions, which 
then allows other factors to determine the preferred scheme.  Evaluation: 


 is required at both existing sites (where improvements are planned) and where new 
intersections are proposed 


 should consider or state all options, even those that may be inappropriate or offer a marginal 
solution 


 can highlight elements of a particular solution which cause that scheme to perform poorly 
which then allows refinement of that option for further consideration. 


In general, the evaluation process should as a minimum, address: 


 safety (e.g. conduct a safety audit of feasibility concept or initial design) 


 delay 


 site suitability 


 financial analysis 


 environmental issues. 
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Austroads (2000a) discusses a form of multi-criteria analysis which involves a direct comparison 
between a base case and each option using selected performance criteria.  For additional 
guidance on the evaluation process, refer to Guide to Project Evaluation (Austroads 2005–12) and 
NZ Transport Agency (formerly Land Transport New Zealand) Economic Evaluation Manual 
Volume 1 (2010d). 


Crash costs for intersections are usually determined by applying a crash rate (casualty 
crashes/100 million entering vehicles) for each type of treatment and average crash costs which 
are likely to be available from the relevant local jurisdiction.  However, it should be noted that crash 
rates for similar treatments (e.g. roundabouts) can vary substantially depending on a number of 
factors such as volume, operating speed and the scale of treatment. 


While consideration of traffic management aspects and evaluation is very important, the type of 
intersection adopted at a particular site may also be influenced by road design considerations, 
refer to Part 4 of the Guide to Road Design (Austroads 2009i).  Other more general road design 
considerations are discussed in the Guide to Road Design – Part 2: Design Considerations 
(Austroads 2006a). 
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3 UNSIGNALISED INTERSECTIONS 


3.1 Introduction 
This section provides guidance in relation to traffic management issues at unsignalised 
intersections.  Roundabouts, signalised intersections and interchanges are dealt with separately in 
Sections 4, 5 and 6 respectively. 


The efficiency and safety of the road network as a whole is more dependent on its intersections 
than on any other component.  The vast majority of intersections are unsignalised and account for 
a high proportion of network delay, conflict between motor vehicles, and conflict between motor 
vehicles and other road users (e.g. pedestrians).  


The most common forms of unsignalised intersection are shown in Figure 3.1.  


 


Note: While multi-legged (more than four legs) intersections exist they should only be adopted for new or remodelled intersections where they can be demonstrated to 
have benefits and no safety or operational issues. 


Figure 3.1:   Forms of unsignalised intersection 
Variations within each form may include one or more of the following: 


 multilane approaches 


 left and/or right-turn deceleration (storage) and acceleration lanes 
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 channelisation (i.e. provision of traffic islands) including triangular left-turn islands 


 one or more movements prohibited by channelisation or regulatory signs 


 one-way traffic flow on one or more approaches. 


In general unsignalised intersection treatments are classified as: 


 Basic (BA) treatments that have no additional lanes or channelisation 


 Auxiliary (AU) treatments that have additional lanes for right and/or left-turning vehicles, but 
no channelisation (AUR treatment, auxiliary right-turn lane without channelisation is not used 
in some jurisdictions, e.g. New Zealand) 


 Channelised (CH) treatments that have a painted or raised median island to shelter a 
right-turn lane. 


Unsignalised intersections may also take the form of a specific type of treatment such as a seagull 
or roundabout (Section 4). 


3.2 Traffic Controls 
3.2.1 General 
Priority between conflicting traffic movements at unsignalised intersections is controlled by one or 
more of the following: 


 stop signs or give way signs  


 physical devices 


 general regulations. 


Forms of traffic control at unsignalised intersections are described in Table 3.1.  


Table 3.1:   Forms of traffic control 


Form of traffic control Comment 
Application of road rules(1)   All control of potential conflicts, including those achieved by regulatory signs or road markings, are 


supported by relevant road rules.  However, in some cases, control is achieved only by such regulatory 
controls without supporting signs or road markings.  For example: 
− T-intersections 
− right-turn across opposing traffic 
− give way to pedestrians when turning into a road 
− parking near an intersection 
− not block an intersection. 


 Except in the case of most T-intersections, the Australian Road Rules (ARRs) indicate that stop or give 
way signs (and/or lines) should always be installed at unsignalised intersections 


Regulatory signs and/or 
pavement markings(2)  


 Designate or clarify priority rules (stop or give way signs/lines). 
 Control or guide vehicle trajectories where deficient road geometry exists (e.g. road marking and 


pavement arrows). 
 Restrict or ban movements (e.g. ‘No Left/Right-turn’, full-time or part-time). 
 Provide parking controls near the intersection. 
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Form of traffic control Comment 
Physical devices(3)  Include traffic Islands and medians which direct traffic into the appropriate path through intersections. 


 Prevent or discourage inappropriate traffic movement. 
 Provide staged pedestrian and cyclist crossings. 
 Separate conflicting movements. 
 Warn of the presence of an intersection and of traffic control devices. 
 Provide space to accommodate traffic signs and road lighting. 
 Used as local area traffic management devices. 


Control by police officer (or 
authorised person)(4) 


 Used in unusual circumstances (e.g. road works). 
 In some jurisdictions persons other than police officers may be authorised to control traffic. 


1 Refer to Australian Road Rules and New Zealand Land Transport Rules. 
2 Refer to Australian Road Rules Schedule 2 or New Zealand Land Transport Rules, and AS1742.2 or NZ MOTSAM (NZ Transport Agency 2010a and 2010b). 
3 Refer to AS 1742.10, AS1742.2 or NZ MOTSAM (NZ Transport Agency 2010a), and Part 8 of the Guide to Traffic Management (Austroads 2008b). 
4 Refer to Australian Road Rule 304 and New Zealand Land Transport Rules. 
 


3.2.2 Stop Signs and Give Way Signs 
The circumstances under which stop or give way signs should be installed are described in 
AS1742.2, New Zealand MOTSAM (NZ Transport Agency 2010a) and also the New Zealand 
Planning Policy Manual (Transit New Zealand 2007).  


Stop or give way signs should always be installed at unsignalised intersections with four or more 
legs.  They should also be provided at three-leg unsignalised intersections involving a major road 
and where the layout is such that it is not clear that the T-intersection rule would operate (e.g. at a 
skewed location).  


A decision as to whether a stop sign rather than a give way sign is required is based on sight 
distance requirements for drivers on the minor road approach as shown in Figure 3.2, reproduced 
from AS 1742.2. 


Stop signs should normally be installed only where justified on the basis of sight distance 
requirements, otherwise the signs will lose ‘credibility’ and their effectiveness in general will be 
compromised (Commentary 8).  An exception to this may apply in some jurisdictions where the use 
of stop and give way signs within the same intersection is not allowed. 


[see Commentary 8] 
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Major road speed (km/h) 
(4) 


Distance along major road: Y (m) 
(6) 


40 20 


50 30 


60 40 


70 55 


80 65 


90 80 


100 95 


110 115 


120 140 


1 Separation line (undivided road), or right hand edge of right hand through lane (divided road). 
2 A check to the left is required at a divided road except where the median is wide enough for a crossing or turning manoeuvre to be staged in the median. 
3 Where visibility is limited due to some removable obstruction, (e.g. vegetation or earth bank) attempts should be made to remove the obstruction rather than 


install a stop sign. 
4 The posted or general speed limit is used, unless the 85th percentile speed is significantly higher. 
5 Where the minor road approach is an arterial road this dimension should be increased to 4.5 m (Roads and Maritime Services, New South Wales practice for the 


stop sign sight triangle apex is 10 m back from the edge of the nearest traffic lane (Roads and Maritime Services, 2011)). 
6 Where checking sight distance the height of both the observer’s eye and the object is 1.05 m  (Roads and Maritime Services, New South Wales practice is to use 


a height of 1.15 m (Roads and Traffic Authority n.d.)). 
7 If the safety of the surveyor is likely to be a problem, sighting may be taken from the kerb in the minor road, with appropriate adjustments to the sight triangle. 
Note: The distances in the table along both the minor road and major road are based empirically on the ability of a driver on the minor road approaching the 
intersection at a speed of 10 km/h or less being able to stop before reaching a conflict point if there is insufficient gap for crossing or joining the major road stream. 
Source: Based on AS 1742.2-2009. 


Figure 3.2:   Sight distance restrictions requiring use of stop signs 
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3.3 Intersection Performance 
3.3.1 Intersection Capacity and Flow 
Unsignalised intersections are suitable for situations where there are no (or are not likely be) 
operational problems, such as excessive delays/queues or safety problems, that would justify the 
provision of a roundabout (Section 4) or traffic signals (Section 5).  Such situations would typically 
include: 


 low traffic volume situations (Table 2.4) 


 residential streets 


 major roads that have sufficient gaps to accommodate low flows from intersecting minor 
roads safely and without excessive delay.  


The capability of the traffic stream that has priority to absorb additional traffic (practical absorption 
capacity), average delay and storage requirements for entering or turning traffic are dependent on 
the: 


 priority stream flow rate 


 critical acceptance gap for the manoeuvre to be undertaken 


 follow-up headway for following vehicles in the non-priority stream. 


As an unsignalised intersection approaches capacity the supply of acceptable gaps in the major 
traffic stream reduces, queues and delays increase and drivers are tempted to accept smaller 
gaps.  This can have an adverse effect on safety. 


There are several ways to assess the existing or likely extent of delays and queues at unsignalised 
intersections.  Methods may involve: 


 traffic surveys, in the case of an existing intersection 


 using analytical methods based on gap acceptance criteria and absorption capacity of the 
major flows 


 analytical computer programs such as SIDRA INTERSECTION  


 micro-simulation programs (e.g. VISSIM or Paramics) for complex situations such as 
staggered T-intersections. 


For additional guidance on the analysis of unsignalised intersections, refer to Parts 2 and 3 of the 
Guide to Traffic Management (Austroads 2008a and 2009b) and the Highway Capacity Manual 
(Transportation Research Board 2010a).  The Austroads report Guidelines for Selecting 
Techniques for the Modelling of Network Operations (Austroads 2010) provides guidance on 
selecting an appropriate modelling technique for analysis. 


3.3.2 Improving Traffic Flow Performance 
In general, the first step towards improving capacity performance is to identify capacity constraints 
and eliminate or alleviate them as far as practicable so that road users can undertake their desired 
movements safely and efficiently.  This requires:  


 a review of the existing geometric layout and traffic control devices 


 an analysis of traffic movements 


Li
ce


ns
ed


 to
 M


ic
he


lle
 E


rw
in


 o
n 


30
 M


ay
 2


01
3.


 P
er


so
na


l u
se


 li
ce


ns
e 


on
ly.


 S
to


ra
ge


, d
is


tri
bu


tio
n 


or
 u


se
 o


n 
ne


tw
or


k 
pr


oh
ib


ite
d.







Guide to Traffic Management Part 6: Intersections, Interchanges and Crossings 


 
 


 
 


A u s t r o a d s  2 0 1 3  


— 51 — 


 comparison of these with standard or preferred arrangements detailed in the Guide to Road 
Design Part 4A (Austroads 2010).  


Options that may be considered to improve capacity include: 


 the addition of regulatory signs to define movement priorities 


 introduction of turn bans 


 relocation of pedestrian crossing facilities away from the intersection 


 channelisation and auxiliary lanes to separate movements on an approach and provide 
storage space or remove conflicting flows and to raise capacity by eliminating constraints on 
the priority flow.  


Warrants for the use of auxiliary turn lanes cannot be stated definitively because of the many 
factors to be considered, such as speeds, traffic volumes, capacity, type of road, service provided, 
traffic controls and accident history.  Warrants based on volume alone are provided in Part 4A of 
the Guide to Road Design (Austroads 2010).  The need for an auxiliary turn lane should be 
established using the basic design data considering the factors mentioned above.  For example, 
auxiliary lanes (type AU or CH) may be favoured on high-speed highways or freight routes, and a 
sheltered right-turn treatment (type CH) should be preferred where horizontal or vertical sight 
distance is restricted (Part 3 of the Guide to Road Design, Austroads 2009n). 


3.3.3 Safety 
Safe intersection performance is based on the following principles: 


 intersection sight distance  


 adequate visibility of the intersection, of any traffic control devices on the approach and 
within the intersection, and of other vehicles approaching or standing at the intersection must 
be available to permit drivers to undertake reasonable actions to ensure safe progress 
through the intersection.  There are four sight distance criteria applicable to intersections 
(Part 3 of the Guide to Road Design, Austroads 2009n): 


— approach sight distance (ASD) 


— entering sight distance (ESD) 


— safe intersection sight distance (SISD) 


— minimum gap sight distance (MGSD). 


ASD and SISD should be achieved for all intersections, ESD where possible and MGSD where 
appropriate.  It is particularly important that sight distance considerations be examined in situations 
where a new intersection with an existing road is being proposed or where there is likely to be a 
significant increase in traffic volumes at an existing intersection. 


Heavy vehicles accelerate and decelerate much slower than cars and it is important that this be 
considered when assessing the adequacy of sight distances, noting however that the truck drivers’ 
eye height is significantly higher than that for car drivers.  


 reduction of the number of points of conflict and/or their spatial separation (Commentary 9 
and Commentary 10) 


 minimisation of the area of conflict  


 giving preference to major movements (Commentary 11) 
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 control of speed (Commentary 12) 


 clear definition of queuing locations and turn paths to be followed. 


[see Commentary 9] 
[see Commentary 10] 
[see Commentary 11] 
[see Commentary 12] 


 


A road safety audit may be used to assess the safety of an unsignalised intersection.  Detailed 
information on road crashes, countermeasure development, road safety audits and general road 
safety developments is found in the Guide to Road Safety (Austroads 2006–2009). 


3.3.4 Environmental Considerations 
Environmental factors relevant to unsignalised intersections are generally the same as those 
relevant to other parts of a road network and are normally taken into consideration during the 
road/intersection design process. 


For further guidance, refer to reports on Environmental Impact Assessment (Austroads 1993), 
reports on a Strategy for Ecologically Sustainable Development (Austroads 1995, 2000b), and to 
the Transit New Zealand Environmental Plan (2008). 


The principal environmental factors involved with respect to unsignalised intersections are:  


 noise/vibration (e.g. exhaust, engine, air-brakes or tyres) 


 vehicle emissions (e.g. carbon monoxide, nitrous oxides or smoke) 


 amenity (e.g. traffic volume considered excessive for nature of the abutting land 
development). 


The environmental effects of the above factors are directly related to one or more of the following:  


 traffic volumes 


 traffic speeds  


 traffic composition (e.g. proportion of heavy vehicles) 


 operational efficiency (e.g. number of stops and minimising delays). 


Traffic noise may also be influenced by acceleration and deceleration due to horizontal and vertical 
alignment on intersection approaches (Part 3 of the Guide to Road Design, Austroads 2009n).  


So far as it is possible to alleviate specific environmental impacts by traffic management measures 
at an unsignalised intersection, it will be by methods that reduce either traffic volumes, speeds or 
the proportion of heavy vehicles on one or more arms of the intersection.  The traffic management 
measures described in Table 3.2 are therefore aimed at controlling one or more of these, and 
could be considered to alleviate specific environmental impacts, either during the initial traffic 
engineering design process or subsequently. 
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Table 3.2:   Traffic control at unsignalised intersections to alleviate environmental effects 


Objective Possible treatments Comments 
Reduce traffic volumes on 
one or more legs 


Regulatory sign(s) or physical devices to prevent 
vehicles moving to and/or from the minor road: 
 turn prohibition sign(s); full-time or part-time 
 no entry sign(s); full-time or part-time 
 islands, channelisation or median gap 


closure. 


 Need to consider likely effects of the diverted traffic on other 
parts of the road network. 


Reduce traffic speeds on 
one or more legs 


 Decrease left-turn kerb radius.  Check turning paths for large vehicles. 
 To extend the length over which speed is restricted, it would 


be necessary to adopt other speed control measures along 
the road(s) leading to/from the intersection (e.g. alignment, 
roundabouts). 


Reduce proportion of 
heavy vehicles on one or 
more approaches 


 Sign(s) to prohibit entry of heavy vehicles into 
one or more arms; full-time or part-time. 


The provision of suitable signs could present problems 
depending on jurisdiction however some options are: 
 truck prohibition (AS1742.1 sign R6–10); refer to ARR 104; 


note that ‘truck’ is defined in the ARRs as a motor vehicle 
with GVM over 4.5 tonnes except a bus, tram or tractor  


 gross load limit sign (AS 742.1 sign R6–4); note that an end 
load limit sign should be used at the end of the road section 
subject to the limit 


 need to consider the likely effects of the diverted vehicles on 
other parts of the road network, and also the consequences 
of prohibiting certain types of trucks such as waste collection 
trucks and trucks associated with construction works. 


Improved operational 
efficiency 


 Provide turn lanes (bays). 
 Install give way signs instead of stop signs. 


 Warrants exist for the installation of a stop sign rather than a 
give way sign (Figure 3.2). 


Assist road users  Include guide signs, warning signs and 
regulatory signs. 


 Guide and protect road users approaching and travelling 
through intersections and associated traffic facilities. 


 


3.3.5 Road Lighting 
Intersections are locations where the driving task is generally more complex than elsewhere along 
a route.  In urban areas they are the source of most crashes, and lighting of urban intersections to 
appropriate standards is usually justified even with low traffic volumes.  


In urban areas the need for other road users (such as pedestrians and cyclists) to see and be seen 
should be taken into account, as well as the lighting of physical devices (e.g. channelisation, 
roundabouts, LATM treatments). 


In rural areas it is common not to illuminate a route, but intersection lighting may be used to 
indicate the presence of an intersection or to illuminate vehicle paths through a channelised 
treatment.  This is particularly important if signage (directional, regulatory, or warning) or 
delineation is insufficient to provide cues to enable deceleration to a safe manoeuvring speed.  At 
isolated rural intersections that have raised medians on the through route it is desirable to 
illuminate the nose of the median island on the external approaches.  At these locations, care 
needs to be taken to control glare and to avoid providing excessive light, which can lead to driver 
difficulty in adapting to darkness on the road immediately beyond the intersection. 


Lighting can have other positive and negative effects such as improving the safety and personal 
security of people (including pedestrians and cyclists) and creating light-spill and glare that can be 
annoying to abutting residents. 
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There are two basic lighting situations at intersections: 


 flag-lit – used at minor rural intersections that are remote and do not have channelisation and 
comprises one or two luminaires specifically to indicate the presence of the intersection 


 normal – used at intersections where one of more of the following apply: 


— high conflicting traffic volumes 


— channelisation/islands at the intersection 


— it would be difficult for drivers to readily identify in advance the general layout of the 
intersection or their desired route through the intersection 


— significant crossing movements, especially by pedestrians or cyclists (significant 
pedestrian movement across a road requires floodlighting of the facility). 


Australian and New Zealand Lighting Standards are contained in AS/NZS 1158 and design details 
are covered in the Guide to Road Design Part 6B (Austroads 2009k). 


3.4 Road User Considerations 
Common issues faced by pedestrians (including people who have a visual or mobility impairment), 
cyclists, motorcyclists, trucks and public transport and possible treatments are summarised in 
Table 3.3.  


For further guidance on pedestrian and cyclist treatments, refer to Australian and New Zealand 
Standards, the cited references specific to issues noted in Table 3.3, and Parts 4 and 6A of the 
Guide to Road Design and Part 10 of the Guide to Traffic Management (Austroads 2009i, 2009m, 
2009e respectively). 


Table 3.3:   Issues for different road user categories 


Issue Characteristics Treatments 
Pedestrians  
See AS 1742.10 Pedestrian Control and Protection and Land Transport New Zealand Pedestrian Planning and Design Guide (2007). 
 Excessive pedestrian delay 
 Severance of communities. 


 Minimal gaps in the traffic stream. 
 No safe crossing facility. 


 Signalised pedestrian crossing. 
 Pedestrian crossing. 
 Refuge islands and medians. 
 Kerb extensions or kerb blisters. 
 Grade separation. 


 Squeeze points for wheel chairs 
and pedestrians with prams. 


 Location of street furniture and other 
obstacles. 


 Relocate furniture to provide clear path. 
 Control use of footpaths through local 


municipal laws (e.g. advertising signs, 
alfresco eating areas). 


 Accessibility for persons who 
have a visual or mobility 
impairment to facilities such as 
road crossings and public 
transport stops. 


 No kerb ramps. 
 Steep footpath gradients or crossfalls. 
 Steep ramp grades or steps. 
 Inadequate public transport stops. 


 Provide raised pedestrian facility. 
 Provide suitable ramps. 
 Provide flatter ramps. 
 Provide compliant bus/tram stops. 
 Provide tactile paving to guide visually 


impaired pedestrians to appropriate crossing 
locations and to warn them of hazards. 


 Poor driver visibility to 
pedestrians. 


 Poor lighting. 
 Structure, road furniture or vegetation 


blocking sight lines. 
 Inadequate sight lines due to road geometry 


 Provide suitable lighting. 
 Redirect and control pedestrians to a safer 


crossing point - pedestrian fencing. 
 Relocate structure/furniture if possible to 
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Issue Characteristics Treatments 
(grades, vertical curves and horizontal 
curves). 


achieve suitable sight distances. 
 Adjust location of traffic lane and/or add kerb 


extension to improve sight distance. 
 Realign road (refer to Part 3 of the Guide to 


Road Design, Austroads 2009n). 
 Inadequate pedestrian storage 


areas. 
 Long unprotected crossing 


distances. 


 Narrow verges and footpaths. 
 No storage islands. 
 Storage not suitable for people with a 


disability. 


 Widen verge/path. 
 Provide kerb extensions. 
 Provide median or refuge island. 
 Provide access facilities for impaired 


persons. 
 High-speed turning traffic.  Intersection layout enables excessive speed 


for turning movement. 
 Provide a sign warning of pedestrians ahead 


(e.g. AS 1742.1 sign W6-1). 
 Redesign turning path to achieve smaller 


radius. 
 Provide channelisation (e.g. traffic island to 


prevent ‘corner cutting’). 
Cyclists  
See Part 4 of the Guide to Road Design (Austroads 2009i); AS 1742.9 Bicycle Facilities; Austroads (2005 & 2011b); NZ Transport Agency 
(2010c). 
 Safely cross or join conflicting 


flows. 
 Insufficient gaps in the traffic stream being 


crossed or joined. 
 Provide a signalised cyclist crossing. 
 Provide a refuge island. 
 Develop a well-designed transition from 


shared path or bicycle path to an on-road 
bicycle lane i.e. physical protection for cyclist 
through alignment of left side kerb (refer to 
the Guide to Road Design Part 4, Austroads 
2009i). 


 Squeeze points.  Road narrows and separation between 
cyclists and motor vehicles reduces. 


 Non-flush service pit covers and sumps (New 
Zealand) that reduce the available width for 
cyclists. 


 Install local widening or remark traffic lanes to 
achieve a wide kerbside lane (where 
insufficient width is available for a bicycle 
lane). 


 Provide a bicycle lane. 
 Provide a bicycle/car parking lane. 
 Provide a shared path (provide where an 


on-road facility is impracticable and for use 
by young and inexperienced cyclists). 


 Provide a bicycle path (see shared path 
above). 


 Add watch for bicycles sign (AS 1742.9 sign 
G9-57). 


 Provide a bicycle symbol and short continuity 
line in wide kerbside lane to increase motorist 
awareness of the presence of cyclists and to 
improve cyclist comfort (not permissible in 
New Zealand). 


 Ensure that service covers and drainage 
assets do not reduce the road width available 
for safe use by cyclists. 


 See Daff and Barton (2005). 
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Issue Characteristics Treatments 
 Lack of continuity and 


connectivity. 
 Cyclists continually have to re-join motor 


vehicle lanes because bicycle lane is 
terminated at squeeze points, resulting in 
hazardous movements. 


 Use continuous bicycle lanes through 
unsignalised intersections where feasible. 


 Provide green surfacing for bicycle lanes 
through hazardous areas or complex 
situations. 


 If practicable, re-allocate road space used by 
other road users or for other purposes to 
achieve bicycle lane continuity. 


 Erect watch for bicycles signs at bicycle lane 
terminations (AS 1742.9 sign G9-57). 


 Gaining position to turn right.  Unsafe weaving manoeuvres on approach to 
major intersection. 


 Space to wait and undertake right-turning 
manoeuvre. 


 Difficult conditions turning right. 


 Provide a bicycle lane on the left side of 
intersection approach and space for cyclists 
to store whilst making a ‘hooked turn’. 


 Locate a right-turn bicycle lane between the 
right-turn lane and through lane for motor 
vehicles (does not assist with weaving on the 
approach but provides some refuge). 


 Provide adequate swept paths for cyclists to 
turn right with other vehicles, especially 
heavy vehicles including buses. 


 Provide off-road path on periphery of 
intersection. 


 Cyclist not seen by motorists, or 
cyclists speed misjudged. 


 Cyclist likely to be involved in a crash.  Provide bicycle lanes and logos to increase 
motorist awareness of the likely presence of 
cyclists. 


 Erect ‘Watch for Bicycles’ signs (AS 1742.9 
sign G9-57). 


 Reduce vehicle speeds through intersection 
using physical device. 


 Loss of access.  Road closure or provision of one-way streets 
could result in loss of access for cyclists. 


 Provide access for cyclists to pass through 
local road terminations and pedestrian malls. 


 Provide contra-flow for cyclists on one-way 
streets in low-speed environments. 


Motorcyclists 
 Drivers failing to see/give way to 


motorcyclists when drivers are 
turning right. 


 Motorcyclists hit travelling through 
intersection. 


 Separate through and turning traffic. 
 Ensure clear sight lines. 


 Judgement of motorcycle 
approach speed by motor vehicle 
drivers. 


 Overall visibility: single headlight can make 
driver judgement difficult. 


 Motorcycles can unexpectedly accelerate at a 
high rate. 


 Provide clear sight lines. 
 Install lighting on intersection approaches. 


 Headlight effectiveness on curved 
intersection approaches reduced 
due to lean of motorcycle. 


 Signs and road markings less effective. 
 Differentiation between kerb and road 


pavement difficult. 


 Use higher quality markings on curved 
intersection approaches. 


 Install larger brighter intersection warning 
signs. 


 Improve street lighting. 
 Nature and location of objects 


from edge of road. 
 Motorcycle lean on curves can place part of 


motorcyclist’s body beyond edge of road 
 Use appropriate setbacks for road furniture 


and utility poles. 
 Define safe position for pedestrians to wait, 


including people who have an impairment. 
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Issue Characteristics Treatments 
Trucks 
 Sight distance.  Truck drivers have a higher driver eye height 


compared to car drivers and this must be 
taken into account at intersections. 


 Ensure adequate sight distances are 
available (refer to Part 3 of the Guide to Road 
Design, Austroads 2009n). 


 Locate signs, vegetation and other structures 
so that safe intersection sight distance line of 
sight is not impeded at the truck driver eye 
height. 


 Ensure that overhead structures and sign 
gantries do not impede approach sight 
distance (can be an issue where a sag 
vertical curve exists on the intersection 
approach). 


 Acceleration.  Trucks, particularly when fully loaded, require 
larger gaps to safely enter or cross opposing 
traffic flow. 


 Provide suitable acceleration lanes following 
left and right-turns onto the major road. 


 Consider use of trucks (entering or crossing) 
warning sign AS 1742.1 sign W5-22. 


 Deceleration.  Trucks, particularly when fully loaded, require 
a longer distance in which to stop. 


 Ensure adequate sight distances are 
available. 


 Consider provision of longer deceleration 
lanes for turning trucks to reduce the impact 
of decelerating trucks on following vehicles 


 Increase left-turn radius if feasible. 
 Length.  Trucks, in particular articulated vehicles, 


occupy more space when queued. 
 Ensure length of storage lanes is sufficient to 


accommodate the expected number of 
trucks. 


 Turning paths.  Trucks require a greater area in which to turn.  Check intersection design with turning path 
templates or software package. 


 Mark turning paths. 
 Relocate kerbside furniture (sign, etc.). 
 Use mountable kerbs where appropriate. 


 Environmental effects.  Noise, vibration and emissions.  See Table 3.2. 
Public transport – buses 
 Delays to buses.  Buses incur similar excessive delays to other 


traffic on the same approach. 
 Examine feasibility of a bus only lane. 
 Consider use of buses excepted 


supplementary signs (e.g. left lane must turn 
left, buses excepted). 


 Bus stop location.  Can affect passenger accessibility, traffic and 
bus delays, sight distances and safety. 


 Bus stops located on the departure side are 
normally preferred except where not 
appropriate due to: 
— passenger accessibility requirements 
— accumulation of buses at the stop could 


extend back to block intersection. 
 Bus stops should be located well upstream 


on the approach side in situations where 
buses using the stop subsequently turn right 
at the intersection. 


 Need to consider sight distance restrictions 
(for other drivers and pedestrians) caused by 
a bus stationary at the stop, particularly 
where bus stop is located on the approach. 


 Need to consider visibility of traffic signs 
while bus is stopped. 


 Bus stop shelters should be located having 
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Issue Characteristics Treatments 
regard to their effect on sight distances. 


 Pedestrian facilities at the intersection should 
enable safe crossing of the roads and safe 
access to the stop.  They should also take 
account of the needs of waiting and 
disembarking passengers; adequate storage 
areas are required for passengers waiting to 
cross a road and/or board a bus. 


 Bus dimensions.  Includes space occupied at bus stops and in 
queues. 


 Turning paths are wider than for most other 
vehicles. 


 Ensure bus stops and turn storage lanes are 
long enough to accommodate the maximum 
likely number and size of buses. 


 Check intersection design against bus turning 
path templates. 


 Mark turning paths. 
 Relocate kerbside furniture (sign, etc.) if 


necessary. 
Public transport – trams 
See VicRoads (2010). 
 Delays to trams.  Trams usually have priority at unsignalised 


intersections along tram routes.  However, 
where trams share road space with cars 
trams may be delayed by vehicles turning 
right from the tram tracks. 


 Trams are often accommodated in the 
medians of divided roads.  Where they exist, 
unsignalised cross and T-intersections may 
experience queuing within the median 
opening that causes delay to trams. 


 Implement regulations and an enforcement 
regime to penalise motorists who delay 
trams. 


 Install full-time or part-time tram lanes. 
 Modify intersection to eliminate crossing 


movement. 
 Signalise the intersection to eliminate 


queuing. 
 Provide signs and markings to encourage 


motor traffic to keep the tram tracks clear. 
 Tram stop location.  Can affect passenger accessibility, traffic and 


tram delays, sight distances and safety. 
 Tram passengers have the same basic 


requirements as bus passengers with respect 
to safe, equitable and efficient access to 
public transport.  In addition, the principles 
that apply to the spacing and general location 
of bus stops also apply to tram stops. 


 Similar location principles are applied to tram 
stops as are applied to bus stops. 


 Have traditionally been located near side 
streets that serve a passenger catchment 
area. 


 Locate and design to enhance the visibility of 
tram passengers when boarding and alighting 
trams. 


 Pedestrian facilities at the intersection should 
enable safe crossing of the roads and safe 
access to the stop.  They should also take 
account of the needs of waiting and 
disembarking passengers; adequate storage 
areas are required for passengers waiting to 
cross a road and/or board a tram. 


 Coordinate with pedestrian crossings to 
assist safe access. 


 May comprise kerbside stops, or platform 
stops that provide access for people who 
depend on wheelchairs or other mobility 
devices. 
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Issue Characteristics Treatments 
 Tram dimensions.  Space occupied at tram stops and in queues 


 Turning paths are wide and may encroach on 
space used by other vehicles. 


 Ensure tram stops and platforms are long 
enough to accommodate the maximum likely 
number and size of trams. 


 Check implications of tram swept width (i.e. 
turning path including overhang of front and 
rear) on intersection design or operation. 


 Delineate, preferably in contrasting surfacing 
(e.g. concrete) tram turning paths. 


 Relocate kerbside furniture (signs, etc.) if 
necessary. 


 


3.5 Traffic Control Devices 
Traffic control devices are an integral part of an intersection design.  It is essential for designers to 
have knowledge of the road rules that affect design and the correct use of the traffic control 
devices that support the rules.  Many features may be incorporated into intersection designs to 
meet the needs of various road users and these features may depend on signs and pavement 
markings to achieve the appropriate outcome (e.g. no stopping signs to ensure adequate capacity 
or sight distance; bus lane signs to ensure correct lane use). 


Standards and guidelines for various traffic control devices that might be used at unsignalised 
intersections are contained in: 


 AS 1742 – Manual of uniform traffic control devices 


 in New Zealand, MOTSAM (NZ Transport Agency 2010a, 2010b) and the Land Transport 
Rules 


 Austroads Guide to Traffic Management Part 10 – Traffic control and communication devices 
(Austroads 2009e). 


AS 1742 comprises 14 parts that address general or specific aspects of the design and use of 
traffic control devices. 


Li
ce


ns
ed


 to
 M


ic
he


lle
 E


rw
in


 o
n 


30
 M


ay
 2


01
3.


 P
er


so
na


l u
se


 li
ce


ns
e 


on
ly.


 S
to


ra
ge


, d
is


tri
bu


tio
n 


or
 u


se
 o


n 
ne


tw
or


k 
pr


oh
ib


ite
d.







Guide to Traffic Management Part 6: Intersections, Interchanges and Crossings 


 
 


 
 


A u s t r o a d s  2 0 1 3  


— 60 — 


4 ROUNDABOUTS 


4.1 General 
A roundabout is a form of intersection channelisation in which traffic circulates clockwise around a 
central island (usually circular) and all entering traffic is required to give way to traffic on the 
circulating roadway.  They are sometimes referred to as rotary controlled intersections (e.g. in NZ).  
Properly designed roundabouts physically control the speeds of all vehicles entering and travelling 
through the intersection, as well as the angle at which traffic enters the intersection and, as a 
consequence, can be safer than other forms of at-grade intersection where traffic can pass through 
at high-speeds.  Figure 4.1 illustrates the main features of roundabouts.  


 


Figure 4.1:   Geometric elements of a roundabout 


All traffic entering roundabouts undertakes the same relatively simple task of giving way to traffic 
from the right and is therefore exposed to traffic conflict from only one direction.  The reduction in 
speed, fewer conflict points and the relatively low angle of conflict between entering and circulating 
traffic reduces the number and severity of crashes for motor vehicles.  However, studies have 
shown that roundabouts are less safe for cyclists and cyclists often avoid using roads that have 
multi-lane roundabouts. 
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When used in appropriate circumstances, a roundabout provides efficient operating conditions, 
often resulting in less overall delay to vehicles than would be the case if a signalised intersection 
was used.  


It is essential that all urban roundabouts and rural roundabouts where appropriate, have pedestrian 
and cyclist facilities that are well designed and suited to the particular site.  Such facilities include 
all necessary paths, crossings, lanes and traffic control devices (e.g. signs and markings).  The 
figures in this guide focus on specific aspects of design and do not necessarily illustrate pedestrian 
and cyclist facilities.  This is not to be taken to suggest that these facilities are less important than 
any other aspect of roundabout design.  Detailed guidance on the design of pedestrian and cyclist 
facilities is available in Austroads Guide to Road Design: Part 4B (Austroads 2011a).  


Roundabouts on all types of road must provide for the safe and convenient passage of an 
appropriate design vehicle (Part 4 of the Guide to Road Design, Austroads 2009i) for information 
on the selection of design vehicles in New Zealand and Australia).  This requirement also includes 
collector and local roads that often have local area traffic management schemes in place to 
improve the safety and amenity of residential areas.  It is particularly important that these roads are 
designed to enable the safe and convenient passage of scheduled route buses and emergency 
vehicles (e.g. fire trucks).  


Depending on the type of vehicle to be accommodated, generally the design vehicle on these 
roads in residential and commercial areas will be either: 


 a single unit truck/bus 


 a shorter service vehicle representing garbage collection vehicles and emergency fire trucks 


 an ultra-low floor bus where they use the road.  


The vehicles should generally be able to negotiate the roundabouts on road pavement with 
adequate clearance to the face of kerbs.  Where necessary on collector and local roads, it may be 
required for the vehicle to mount a slightly raised apron around the periphery of the central island 
when turning right.  In cases where it is unavoidable that the body of the design vehicle (e.g. 
ultra-low floor bus) must overhang a verge or island, the roundabout should be designed to ensure 
that it will not collide with the ground surface, island, traffic control device or any other object. 


This section provides guidance on roundabouts with respect to traffic management.  In terms of 
traffic safety the key aspects are to physically control the speed at which a vehicle can enter and 
pass through roundabouts, and to provide adequate sight distance for drivers approaching 
roundabouts and for drivers waiting to enter roundabouts.  With respect to sight distance it is most 
important to consider the combined effects of vertical and horizontal geometry (Guide to Road 
Design: Part 4B, Austroads 2011a). 


4.2 Use of Roundabouts 
Roundabouts can be used satisfactorily at a wide range of intersection sites: 


 on urban local and collector roads 


 on arterial roads in urban areas 


 on rural roads 


 at freeway ramp terminals 


 as a grade separated roundabout treatment at an interchange (Section 6.5.3). 
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As so many factors need to be considered, it is not possible to specify that roundabouts should or 
should not be installed in various general situations.  However, Table 2.3 may be used as a 
planning guide to the general applicability of a roundabout treatment to various functional road 
classifications.  The table should not be used as the only assessment, as it is more appropriate to 
consider each case in detail, evaluating the operational, safety, environmental and financial 
advantages and disadvantages of alternative treatments. 


Table 2.4 summarises the key traffic management considerations in selection of intersection type, 
including roundabouts.  Commentary 13 provides a detailed guide on the site characteristics that 
may result in a roundabout either being appropriate or inappropriate in a particular situation. 


[see Commentary 13] 
 


Roundabouts can be effectively used in pairs, and in some instances three roundabouts have been 
used in close proximity.  However, this situation is not common and should be implemented only 
where satisfactory performance can be demonstrated through traffic analysis (Commentary 14). 


[see Commentary 14] 
 


Roundabouts may also be used for traffic calming in local areas or on the approaches to areas of 
high pedestrian activity to control the speed of traffic entering those areas. (e.g. low-speed 
roundabouts at both ends of a shopping strip).  However, at intersections where there is a high 
level of pedestrian activity a roundabout may not be the most appropriate type of intersection.  This 
is particularly so where vehicle speeds are relatively high or where traffic volumes are high.  


Roundabouts may be favoured in urban areas for aesthetic reasons, as the central island provides 
an opportunity to beautify an intersection by providing vegetation and landscaping in the central 
island.  However, any fixed objects or vegetation to be located in the central island of a roundabout 
should be offset from the circulating roadway by an appropriate distance to ensure safety. 


4.3 Performance 
4.3.1 Safety 
The good safety record for motor vehicles at properly designed roundabouts can be attributed to 
the: 


 reduction in speeds of traffic (limited to 50 km/h or less) passing through the intersection 
from all legs 


 elimination of high angles of conflict thereby ensuring low relative speeds between conflicting 
vehicles 


 reduction in the number of conflict points 


 relative simplicity of decision making at the point of entry  


 on undivided roads, in high-speed areas, long curved splitter islands provide good ‘advance 
warning’ of the presence of the intersection and type of intersection. 


These factors not only reduce the number of crashes but ensure that crashes are less severe than 
those that occur at other types of intersection.  Studies have consistently shown that the 
installation of roundabouts results in crash reductions of up to 75% in overall crashes and injury 
crashes.  However, evidence exists to show that roundabouts are not as safe for cyclists as for 
other road users, and that traffic signals are generally safer for cyclists. 


The size and layout of roundabouts are factors in safety for cyclists.  In general, small roundabouts 
with relatively slow traffic speeds, and with a circulating roadway narrow enough to prevent motor 
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vehicles overtaking cyclists, present no special risks for cyclists (Balsiger 1992, Bruede & Larsson 
1996, Van Minnen 1996).  Studies also confirm that the majority of cyclist crashes at roundabouts 
involve crashes where cyclists on the circulating roadway are hit by entering motor vehicles 
(Commentary 15). 


[see Commentary 15] 
 


Evidence suggests that roundabouts are at least as safe for pedestrians as other forms of 
intersection control (Tumber 1997) possibly because pedestrians are able to cross one direction of 
traffic at a time by staging on the splitter islands.  However, it is acknowledged that some 
pedestrians are concerned about their safety because roundabouts do not give positive priority 
(e.g. ARR 114) to pedestrians over through and turning traffic movements.  Exits are problematic, 
particularly for elderly pedestrians and children who may consider that traffic signals provide 
greater security for them to cross the road. 


Sections 4.4.2 and 4.4.3 describe treatment options to improve the safety at roundabouts of 
cyclists and pedestrians respectively.  A key factor is the speed at which vehicles can enter and 
pass through larger roundabouts.  Where cyclists or pedestrians are expected to use a 
roundabout, the design speed should be minimised, within the limitations necessary to provide 
adequate service to other road users.  Where a significant number of cyclists and pedestrians use 
or are expected to use a site, the alternative of providing a signalised intersection should be 
considered. 


The safety performance of a particular existing roundabout or roundabout design is dependent on 
geometric, speed environment and traffic flow data.  A computer program that is available from the 
Queensland Department of Transport and Main Roads website (Queensland Department of Main 
Roads 2007) may be used to assist practitioners to assess the likely safety performance of existing 
roundabouts or design options leading to safer designs. 


4.3.2 Traffic Performance 
In Australia and New Zealand, assessment of the capacity of roundabouts and delays to traffic 
using them is based on gap acceptance theory.  Guidance on analysis procedures for roundabouts 
is provided in Part 3 of the Guide to Traffic Management (Austroads 2009b).  Analysis is usually 
undertaken using an appropriate software package such as SIDRA INTERSECTION (Akcelik & 
Associates 2011).  In assessing the performance of roundabouts the effects of other traffic control 
devices in close proximity to the roundabout, and of all road users should be taken into account.  


4.4 Road Space Allocation and Lane Management 
4.4.1 General 
Road space on the approaches to and within multi-lane arterial road roundabouts may be allocated 
to particular turning movements.  Exclusive left and/or right-turn lanes may be marked on 
approaches, usually in urban areas or approaches on the non-continuing road of a T-intersection. 


Figure 4.2 shows a pavement marking arrangement for a roundabout at the intersection of a 
divided six-lane arterial road with roads that have narrower cross sections.  It can be seen that an 
exclusive right-turn and a combined through and right-turn lane are provided from one of the minor 
legs to ensure an adequate level of service on that approach.  This results in a three-lane 
circulating roadway being required opposite this entry.  While a spiral line marking is shown within 
the circulating roadway to delineate the path for the exclusive right-turn lane, it should be noted 
that some jurisdictions do not support this practice or may limit its use to manage particular 
situations at existing roundabouts.  
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Figure 4.2:   Pavement marking on major urban roundabout approaches 


Where traffic demand is high, a left-turn auxiliary lane, with or without a left-turn roadway, may be 
provided.  Figure 4.3 illustrates a treatment where left-turning traffic diverges into a left-turn 
roadway that operates under give way control.  


Figure 4.4 illustrates a treatment that is designed to provide downstream merging where 
left-turning traffic decelerates in an auxiliary lane, turns at a moderate speed and then accelerates 
to the operating speed of the intersecting road.  Lane markings and other pavement markings 
should be in accordance with AS 1742.2, the New Zealand MOTSAM (NZ Transport Agency 
2010b) and the Guide to Traffic Management: part 10 (Austroads 2009e). 
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Figure 4.3:   Left-turn slip lane with a high entry angle give way arrangement 


 


 


Note: Parallel section allows a driver in the acceleration lane to observe the traffic stream leaving the roundabout for a suitable gap prior to merging. 


Figure 4.4:   Left-turn slip lane with downstream merging  
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Where special use lanes (e.g. bicycle lanes or bus lanes) exist on the approaches to multi-lane 
roundabouts, it may be appropriate for them to continue to the holding line and through the 
roundabout.  In particular, it is desirable that bicycle lanes are not terminated on the approaches to 
roundabouts but continue to the roundabout, so that cyclists are not squeezed for space and do 
not have to undertake merging manoeuvres with motor traffic. 


It is important to ensure that adequate space is provided to store pedestrians within the splitter 
islands of roundabouts and for crossing points and crossing facilities to be conveniently located 
and correctly constructed. 


4.4.2 Cyclists 
General issues relating to cyclists are summarised in Table 3.3 and some of them will relate to 
roundabouts.  While roundabouts are generally safer than other types of at-grade intersection for 
motor vehicles, studies have indicated that they are less safe for cyclists. 


The studies have shown that a large proportion of cyclist crashes (about 50%) involve an entering 
motor vehicle colliding with a cyclist on the circulating roadway.  This suggests that entering drivers 
have difficulty in detecting the presence of cyclists as they scan for larger vehicles that are 
approaching from their right (Commentary 16). 


[see Commentary 16] 
 


Specific provision for cyclists is not generally required at single-lane roundabouts on local streets 
where vehicle speeds are low (i.e. ≤ 50 km/h) and traffic volumes are low (i.e. ≤ 3000 vpd) (see 
Commentary 17). 


[see Commentary 17] 
 


The following options may be considered with respect to cyclists’ use of larger single-lane or 
multi-lane roundabouts: 


 an off-road bicycle path around the roundabout (Figure 4.5) with uncontrolled 
cyclist/pedestrian movement across each approach leg (some evidence suggests that this is 
the safest design, at least where traffic flows are high) 


 no specific cycle facility (may be acceptable under some circumstances) 


 an on-road bicycle lane to provide some separation for cyclists from motor vehicles within the 
roundabout (Figure 4.6). 


Conventional right-turning manoeuvres at multi-lane roundabouts are a problem for cyclists 
because of the nature of their interaction with motorised traffic.  However, under the Australian 
Road Rules cyclists may undertake a hooked right-turn.  This requires cyclists to give way to traffic 
exiting the roundabout and therefore provision of a storage area (i.e. refuge) may be considered on 
the left side of exits where cyclists can wait for a gap in the exiting traffic. 


Cyclists differ from drivers in that they have a broad range of age and ability and have to be able to 
balance the vehicle whilst negotiating the road and traffic situations (Commentary 18).  The type of 
cyclist to be catered for is an important design consideration.  The main types of cyclist using the 
road system are recreational cyclists and commuter cyclists.  


[see Commentary 18] 
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Recreational cyclists: 


 generally ride for the enjoyment of the ride and companionship 


 are more likely to be inexperienced  


 are not intent on getting to a destination as quickly as possible 


 often prefer not to ride on the road. 


On the other hand, commuter cyclists: 


 ride for transport to work or other destinations 


 are usually very experienced 


 often travel relatively long distances 


 choose to ride on the major roads because the trip length and travel time is less than on 
alternative routes including paths. 


Many commuter cyclists are not attracted to off-road paths because: 


 paths are often indirect and not located to satisfactorily serve the commuter trip 


 the path surface may not be as smooth as arterial roads 


 they have to give way and are exposed to risk at every intersecting road  


 they perceive that there is a high level of conflict with other path users (e.g. pedestrians, 
pedestrians walking dogs, vehicles using driveways). 


Many commuter cyclists would consider that use of an off-road path around a roundabout is 
unacceptable in terms of delay and risk (i.e. crossing the approaches and re-joining the traffic 
stream).  It is in this context that commuter cyclists prefer to use the road network and it is 
therefore necessary to cater for cyclists at intersections, including roundabouts.  
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Figure 4.5:   Paths for cyclists at roundabouts 


 


Note: Green surfacing is recommended for bicycle lanes within roundabouts to alert motorists to the likely presence of cyclists.  
Source: VicRoads (2005). 


Figure 4.6:   Bicycle lane within a multi-lane roundabout 
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The risk to cyclists should be considered when investigating the most appropriate treatment for a 
particular site.  The extent to which special geometric treatments and/or traffic control measures 
should be applied to a roundabout to achieve an adequate level of cyclist safety may depend on:  


 the proportion of cyclists and other ‘non-motorised’ road users expected to use the 
intersection  


 the functional classification of the roads involved  


 the overall traffic management strategy adopted for the site and surrounding network. 


Where circumstances require that a significant number of cyclists use a roundabout the 
approaches should be designed to cater for the lowest practicable approach speed.  Consideration 
may also be given to adopting a European alignment (Commentary 19) for the approaches 
whereby traffic enters at an approach angle that is approximately perpendicular to the central 
island (i.e. minimal flare). 


[see Commentary 19] 
 


Other situations where special consideration of cyclists and treatments is required to assist access 
and safety include: 


 at roundabouts used by cyclists or where a safety problem has developed, consideration 
should be given to the provision of signs and/or markings to warn motorists to look for and 
give way to cyclists moving around the roundabout  


 provision of a by-pass of three legged roundabouts for cyclists travelling across the top of the 
T-intersection 


 on approaches where the skew of an intersection necessitates provision of a left-turn slip 
lane on the corner of a roundabout (e.g. a marked bicycle lane may be required) 


 where a major motor vehicle movement is able to by-pass the roundabout at speed.  


Where a bicycle path or shared path is provided around a roundabout, the intersection between the 
path and road should be designed to ensure that cyclists are able to safely cross the road and 
enter any bicycle lanes that may exist on the roundabout approaches and departures (Figure 4.7).  
The central median should also be of sufficient width to accommodate cyclists. 
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Note: Channelised connection to bicycle lane.  Where a significant number of commuter cyclist’s travel straight through the roundabout the bicycle lane should extend 
to the give way line and the connection to the shared path should be designed for ease of entry by less experienced cyclists. 


Figure 4.7:   Details of shared path intersection on roundabout legs 


4.4.3 Pedestrians 
Pedestrian delays at roundabouts can be expected to be similar to other forms of non-signalised 
intersection control and are generally less than at signalised alternatives.  


It is usually preferable to provide a straight crossing of the road as it is more direct and convenient 
for pedestrians in general, and facilitates a well-directed and designed crossing for visually 
impaired pedestrians in particular.  Direct unsignalised crossings should generally be located one 
or two car lengths (6 or 12 m) back from the holding line at the entrances of roundabouts.  It is 
desirable that splitter islands are large enough to ensure that all types of pedestrians (e.g. people 
pushing prams) can use them as a refuge.  


Where a pedestrian crossing is signalised or it is desirable to provide a staged crossing, the 
crossing should be located further from the roundabout.  At exits, a distance from the roundabout 
of at least two to four car lengths (12–24 m) is preferable because it provides exiting drivers with 
more time to observe and respond to pedestrians and reduces the probability of vehicles queuing 
back into the roundabout and blocking its operation.  Where a crossing is staged, it should be 
arranged so that pedestrians moving along the splitter island or median walk towards the 
conflicting traffic stream and therefore have a clear view of approaching traffic, and that adequate 
manoeuvring space is provided for pedestrians with prams and for cyclists. 
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Design features that improve the level of service and safety for pedestrians at roundabouts include: 


 smaller radius entry and exit curves that minimise the entry and exit speeds  


 splitter islands that are large enough to comfortably accommodate pedestrians and enable 
drivers to anticipate their movement onto the road 


 prohibition of parking on approaches to provide clear visibility 


 pram crossings that are designed for persons who have a disability 


 street lighting 


 signs and vegetation located so as not to obscure ‘smaller’ pedestrians  


 conformance to the Australian Commonwealth Disability Discrimination Act (1992) or the 
equivalent NZ Act as appropriate, also AS 1428–2003 and NZS 4121–2001.  


Consideration may be given to providing priority crossings (e.g. zebra crossings) for pedestrians 
where a jurisdictional warrant is met (Section 8).  Considerations may include:  


 high pedestrian volumes  


 a high proportion of young, elderly or infirm citizens want to cross the road 


 pedestrians experiencing particular difficulty in crossing and being excessively delayed 


 generally only suitable for single-lane roundabouts in low-speed environments - not 
recommended for multi-lane approaches to roundabouts1.  


A recent US publication (Transportation Research Board 2010b) provides information and 
guidance on roundabouts, for designs suitable for a variety of typical conditions in the United 
States.  It provides general information, planning techniques, evaluation procedures for assessing 
operational and safety performance, design guidelines, and principles to be considered for 
selecting and designing roundabouts. 


A separate publication (Transportation Research Board 2011) provides practitioners with specific 
guidance on establishing safe crossings at roundabouts for pedestrians with vision disabilities.  It 
identifies the conditions under which pedestrians with vision disabilities may experience problems 
with crossing performance, and suggests specific treatment solutions.  It also includes advice on 
conducting pedestrian/vehicle studies related to these problems, and on quantifying pedestrian 
accessibility at crossings. 


The ability of vehicles to enter a roundabout can be severely affected by a pedestrian crossing.  
These crossings can decrease the rate that vehicles can both enter and leave the roundabout and 
this must be considered in an analysis of capacity. 


In more critical situations, the distance required between the exit from the roundabout and a 
pedestrian crossing may be determined from Figure 4.8.  This gives the 95th percentile queue 
length of waiting vehicles while a pedestrian crosses an exit that is 5 or 10 m wide.  The graph is 
based on the assumptions of low pedestrian flow, an average able-bodied person’s walking speed 
of 1.5 m/s, random vehicle arrivals, sufficient time available between pedestrian movements for 
queued vehicles to clear and, for two lanes, vehicles being queued in both lanes.  If there is 
considerable pedestrian activity, the queue lengths will be longer and a signalised pedestrian 
crossing may be required.  The walking speed of 1.5 m/s used for this graph relates to able and 
agile pedestrians and many sites would have a lower average walking speed. 
                                                
1 Zebra crossings are not appropriate for crossings of multi-lane roundabout approaches or exits (Section 8.2). 
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The pedestrian walking speed for determining pedestrian walk time and clearance time is usually 
1.2 m/s.  A clearance speed of 1.0 m/s may be appropriate for sites with relatively high populations 
of slower pedestrians.  The walking speeds of 1.0 m/s and 1.2 m/s represent the 5th and 15th 
percentile walking speed respectively (i.e. 5% and 15% of pedestrians walk at a slower speed).  


Bennett et al. (2001) and Akcelik and Associates (2001) provide additional guidance on speeds 
appropriate for signalised crossing calculations.  For more detailed analysis regarding the effect of 
zebra and signalised pedestrian crossings on roundabout legs, refer to Akcelik and Associates 
(2011). 


 


Figure 4.8:   95th percentile queue length for vehicles waiting at pedestrian crossings near roundabout exits 


A signalised pedestrian crossing near a roundabout may assist its operation by metering a heavy 
entering flow that enables drivers to enter from low-volume side roads (Section 4.6.2).  


Where pedestrian volumes are high, consideration should be given to the use of an alternative 
intersection treatment, particularly where there is a high percentage of school children, elderly 
pedestrians or pedestrians who have a visual or mobility impairment. 


4.5 Functional Design 
4.5.1 General 
The functional design of roundabouts is concerned with: 


 the safety of all users  


 traffic performance. 


The principles of roundabout design are similar for urban and rural intersections.  Because of the 
high traffic speeds in rural areas and on some higher-speed urban arterials, it is very important that 
designs control the speed of traffic entering roundabouts in these environments.  While it is 
sometimes difficult to achieve the criteria for the control of speed at multi-lane inner urban 
roundabouts, the consequences of not doing so are less critical.  
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Local street roundabouts are primarily concerned with safety and amenity and therefore have a 
much lower design speed, as well as reduced superelevation and road gradient requirements than 
that adopted for arterial and collector roads. 


Like all types of intersection, the requirements of all road users should be taken into account in the 
design of roundabouts.  This includes consideration of pedestrian desire lines and provision of 
space for pedestrians and cyclists (where applicable) to store on footpaths and traffic islands.  
These aspects may have an influence on the road design and layout of the roundabout.  


4.5.2 Number of Legs 
Limiting the number of legs of a roundabout to four and aligning them at approximately 90° is the 
most preferable treatment because drivers are easily able to comprehend the layout.  However, the 
provision of a greater number of legs (maximum of six) on a single-lane roundabout may be 
acceptable for practical and economic reasons. 


Multi-lane roundabouts should have no more than four legs, aligned at approximately 90°, as this 
enables motorists to determine the appropriate choice of lanes for their path through the 
roundabout.  Multi-lane roundabouts with legs aligned at different angles, or that have more than 
four legs, can create conflict at exits and drivers can experience difficulty in anticipating the 
appropriate lane choice required for left, through and right-turns on some of the approaches 
multi-lane roundabouts with more than four legs can also complicate direction signage and render 
it less effective (Commentary 20). 


[see Commentary 20] 
 


4.5.3 Key Design Elements 
The key elements that relate to the safety and traffic performance of roundabouts are illustrated in 
Figure 4.1.  They comprise: 


 the entry and approach curves 


 the numbers of entry, circulating and exit lanes 


 the widths of the entries, circulating roadway and exits 


 the central island (including diameter) 


 the approach traffic islands 


 the exit curves. 


These elements combine to control the speed at which vehicles can enter and pass through a 
roundabout and enable the deflection criteria to be achieved. 


4.5.4 Entry Curvature and Deflection 
Adequate deflection of the paths of vehicles entering a roundabout is a very important factor 
influencing their safe operation.  Roundabouts should be designed so that the speed of all vehicles 
is restricted to less than 50 km/h within the roundabout.  This is achieved by adjusting the 
geometry of the approach road (especially the entry curvature) and by ensuring that ‘through’ 
vehicle paths are significantly deflected by one or more of the following means: 


 the alignment of the approach road and the shape, size and position of approach splitter 
islands 


 provision of a central island of suitable size and in an effective position  
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 introduction of a staggered or non-parallel alignment between any entry and exit. 


The most important consideration in controlling speed is the geometry of the entry.  Lower total 
crash rates occur by slowing vehicles prior to the circulating road using entry curvature rather than 
on the roundabout using deflection alone.  Design layouts should not enable vehicles to enter at a 
speed greater than the speed that can be safely accommodated within the roundabout (i.e. 
circulating roadway and exit).  Incompatible entry speeds often lead to higher crash rates.  


An entry may comprise a single left hand curve on the immediate approach to a roundabout, or two 
or three curve reversals to progressively slow vehicles from 100 km/h in advance of the 
roundabout to 50 km/h on the immediate approach (Guide to Road Design: Part 4B, Austroads 
2011a).  Roundabouts on local streets and collector roads are usually designed to restrict the entry 
speed of vehicles to 20–30 km/h. 


Whilst speed reduction should be achieved through appropriate design of the roundabout 
approach, problematic sites where drivers approach at excessive speeds may necessitate 
employing traffic management measures to assist in reducing speed.  Treatments may include: 


 large advance direction and warning signs  


 creating a lower desired speed by creating an environment that suggest a lower speed is 
appropriate 


 speed limits 


 guide posts at decreasing spacing towards the roundabout 


 rumble strips 


 pavement markings across the road 


 flashing lights 


 appropriate run-out areas. 


The effectiveness of all of these treatments, including the provision of reverse curves, is not 
completely known. 


4.5.5 Wide Streets and T-intersections 
Particular problems in roundabout design occur at locations where one intersecting street is 
considerably wider than the other and/or where a wide median exists.  This situation can occur with 
local, collector or arterial roads, or where the intersecting streets are not of the same functional 
classification.  


The provision of appropriate entry curvature and deflection for through traffic entering the 
roundabout may require widening into the median and the use of an oblong central island 
(Figure 4.9).  In these situations, the central island will involve different circulating speeds for 
different sections of the circulating roadway.  Right-turning drivers entering from the narrow road 
will find that the radius of their turning path decreases and becomes more difficult.  A circular 
roundabout at this location, although quite large, would provide a safer treatment if space permits. 


Where kerb lines are built out on approaches to roundabouts, particularly with ‘blisters’, special 
care should be taken to ensure that adequate delineation is provided, particularly in instances 
where there may be no parked vehicles on the approach.  A suitable treatment involves using line 
marking, raised reflective pavement markers and semi-mountable kerbs.  
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Figure 4.9:   Roundabout on a road with a very wide median 


Where roundabouts are installed at existing T-intersections it can be difficult to achieve adequate 
deflection on the continuing road approaches, because there is usually limited space available 
within the road reservation.  Similar issues can arise at skewed T-intersections. 


4.5.6 Sight Distance 
As for other types of intersection, roundabouts must be designed with adequate sight distance for 
vehicles approaching the roundabout and standing at the holding lines.  Three sight distance 
criteria must be met for the safe operation of roundabouts, these being: 


1 The alignment of the approach should be such that the driver has a good view of the splitter 
island, the central island and desirably the circulating roadway (approach sight distance). 


2 The driver, stationary`  at the give way line, should have a clear line of sight to approaching 
traffic entering the roundabout from an approach immediately to the right, and to turning 
traffic approaching on the circulating roadway, for at least a distance representing the travel 
time equal to the critical acceptance gap (minimum gap sight distance). 


3 It is desirable that drivers approaching the roundabout are able to see the other entering 
vehicles well before they reach the give way line (provision of a sight triangle to the right).  


These three criteria are described in detail in Part 3 of the Guide to Road Design (Austroads 
2009n).  The first two criteria are essential whilst the third is desirable.  It is most important that 
horizontal and vertical geometry, including their combined effects, be taken into account.  
Additional guidance on sight distance criteria at roundabouts is provided in the Guide to Road 
Design: Part 4B (Austroads 2011a). 
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Designers and maintenance personnel must ensure that vegetation, landscaping and road furniture 
do not impede sight distance at roundabouts, with respect to both entering and circulating traffic.  
Pedestrians crossing the road or waiting to cross the road should be clearly visible to drivers 
approaching, travelling through and departing from roundabouts. 


4.5.7 Signs and Line Marking 
Appropriate signs and line markings are fundamental to the effective operation of roundabouts.  
For further guidance, refer to Part 10 of the Guide to Traffic Management (Austroads 2009e), New 
Zealand MOTSAM (NZ Transport Agency 2010a, 2010b) and NZ Transport Agency (2010c). 


4.5.8 Landscaping and Road Furniture 
The safety and effectiveness of roundabouts can be affected by details of the design, landscaping 
and the type and location of road furniture.  


It is important to ensure that the landscape design does not create a danger to road users or 
obscure the view of other vehicles or the layout of the roundabout.  In particular it is important that 
drivers have a clear view of pedestrians waiting to cross the road and crossing the road at 
roundabouts. 


Planned landscaping can enhance safety and environmental benefits by making the intersection a 
focal point and by reducing the perception of a high-speed through traffic movement. 


Structures associated with roundabouts such as kerbs, signs, lighting and utility poles, should be 
selected or designed to minimise their adverse effect on an impacting vehicle. 


The grading and landscaping on arterial road roundabouts must be designed to ensure the 
achievement of the sight distance requirements and to avoid obstructing the visibility of signs. 


For roundabouts on local roads where the approach and negotiation speeds are lower, achieving 
appropriate sight distances should not be difficult and roadside hazard concerns will also be less 
critical. 


For additional guidance, refer to Part 4B of the Guide to Road Design, Part 10 of the Guide to 
Traffic Management, Part 9 of the Guide to Road Safety (Austroads 2011a, 2009e, 2008e) and 
New Zealand MOTSAM (NZ Transport Agency 2010a, 2010b). 


4.5.9 Lighting 
The satisfactory operation of a roundabout relies on drivers being able to enter into and separate 
from the circulating traffic stream in a safe and efficient manner.  This requires drivers to be able to 
perceive the general layout of the intersection and the position and movement of vehicles within 
the roundabout.  This task is more difficult at night and therefore it is recommended that some form 
of lighting be provided at all roundabouts on all classes of roads. 


General principles and guidance on lighting of traffic routes is covered in the Guide to Road 
Design: Part 6B: Roadside Environment (Austroads 2009k) and AS/NZS 1158, Part 1.1 (2005) and 
Part 1.2 (2010).  Part 4B of the Guide to Road Design (Austroads 2011a) provides lighting 
considerations specifically for roundabouts and includes examples of typical roundabout lighting 
arrangements. 
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4.6 Signalised Roundabouts 
4.6.1 General 
In general, if appropriate intersection selection procedures are used (Section 2), it will rarely be 
necessary to supplement a roundabout with traffic signals.  However, if an existing roundabout is 
performing poorly in terms of delay on several approaches the benefits that might be derived from 
signalisation should be investigated through traffic analysis.  


Options that may be considered include: 


 metering in advance of a roundabout entry 


 full or partial signalisation at the junction of roundabout entries and the circulating 
carriageway. 


4.6.2 Metering in Advance of Roundabouts 
An entry to a roundabout will not function efficiently if there are insufficient acceptable gaps in the 
circulating traffic stream.  This may be caused by a very heavy through or right-turn flow from one 
approach not being sufficiently interrupted by the circulating flow.  In such cases, the entry can be 
metered by installing traffic signals to interrupt the heavy traffic flow when the queue on another 
entry exceeds a pre-determined length.  Where permitted, purpose built (two aspect red and 
yellow) signals or standard pedestrian operated signals may be used.  Metering can be applied to 
more than one entry at a roundabout. 


Figure 4.10 illustrates metered roundabouts using purpose built signals and pedestrian operated 
signals as an option.  These facilities must be located with reference to the estimated traffic 
operation at the roundabout and potential pedestrian safety issues. 
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Figure 4.10:   Metering of roundabout approaches  


Where purpose built signals are used it is important that: 


 they are located at least 15 to 20 m in advance of the roundabout holding line to provide 
adequate separation between the roundabout regulatory signs and the traffic signals so that 
possible driver confusion is avoided 


 signs are provided at the signals to advise drivers that the flow is being metered 


 provision of stop here on red signal signs is considered. 


Where pedestrian operated signals are used for metering: 


 the crossing must be located a sufficient distance from the exit, and on divided roads 
pedestrian movement may have to be staged to ensure that traffic queues will not unduly 
affect the operation of the roundabout.  Pedestrian desire lines and the provision of 
pedestrian fencing should be considered to encourage pedestrians to use the crossing 


 the crossing should be located a sufficient distance from the holding line and roundabout 
regulatory signs to avoid driver confusion (usually greater than that required for purpose built 
signals) 


 appropriate signage should be erected to inform drivers that the pedestrian signals may 
change for metering purposes (i.e. signals are not faulty). 


For further guidance on the signal displays and signs used in conjunction with roundabout 
metering, refer to Part 10 of the Guide to Traffic Management (Austroads 2009e). 
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4.6.3 Signalisation at Junction of Roundabout Entry and Circulating Carriageway 
Signalising the junction of roundabout entries and the circulating carriageway may be considered 
for similar reasons to those noted for metering of roundabouts.  However, this type of signalisation 
provides a more direct method of controlling the entry of traffic and may be applied to all arms of a 
roundabout to fully control traffic entry to and internal movements on a roundabout.  


Signalisation may assist in improving the capacity of a roundabout and in balancing approach 
queues.  Additionally, in some instances, signalising roundabouts may improve the safety of a 
roundabout or may provide options for accommodating pedestrians and cyclists (Commentary 21).  


[see Commentary 21] 
 


If signalisation is implemented, signals: 


 must control both entering and circulating traffic at each entry 


 should not be used to control traffic that is exiting from the circulating roadway. 


For signalisation to be successful, the roundabout must be sufficiently large to accommodate any 
necessary queuing in the circulating roadway, or be of such a size that it can be operated without 
excessive lost time.  


Partial signalisation of roundabout entries 


It may not be necessary to signalise all entries to a roundabout, particularly if there is a low-volume 
minor approach.  Using give way priority for one leg may merit consideration if:  


 the approach volume is low 


 there is an upstream signal for which control inefficiencies (e.g. signal start up and loss 
times) may provide sufficient gaps for traffic to enter via give way priority 


 there is adequate storage space downstream from the give way entry point and prior to the 
next traffic signal stop line on the circulating carriageway to accommodate queuing. 


This type of control may be advantageous as it can reduce the number of phases thereby enabling 
a shorter cycle time at the signalised roundabout.  


Other considerations 


Other considerations at fully or partially signalised roundabouts are shown in Table 4.1.  For further 
guidance on the analysis and design of roundabouts, refer to the Department of Transport (2009).  
Several roundabouts have been converted to signalised roundabouts in New Zealand, refer to 
Chard et al. (2009) and Dryland and Chong (2008).  For guidance on the operation of traffic 
signals, refer to Section 5.5 and Part 9 of the Guide to Traffic Management (Austroads 2009d). 
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Table 4.1:   Other considerations at fully or partially signalised roundabouts 


Issue Considerations 


Roundabout size  Signalisation is generally more suitable for larger roundabouts as more storage space is available for traffic stopped on 
the circulating carriageway. 


Lane configuration Signalised roundabouts may require modifications to maximise storage capacity or optimise operation.  Considerations may 
include: 
 flaring roundabout approaches at the roundabout entry 
 reducing the deflection normally provided at unsignalised roundabouts in order to improve visibility to the right for 


drivers entering a roundabout 
 providing additional lanes on sections of the circulating carriageway 
 considering movements that pass through the central island. 


Lane marking  Spiral lane markings (Section 4.4.1) may merit consideration to minimise weaving and guide vehicles through the 
signalised roundabout without requiring lane changes.  However, some jurisdictions do not support this practice or may 
limit its use to manage particular situations at existing roundabouts (for further guidance, see Guide to Road Design: 
Part 4B, Austroads 2011a). 


Full-time vs 
part-time signal 
control 


 Signalised roundabouts may be considered during all times of day or be restricted to certain poorly performing peak 
periods.  


 Where signalising a roundabout entry, part-time control may compromise the optimal roundabout configuration, as it 
needs to consider both signalised and give way priority control (Department for Transport 2009).  For example, the 
optimal lane configuration may not be the same for full-time and part-time control. 


 Signing or motorist information requires special care with part-time control to avoid driver confusion regarding the type 
of control in operation. 


Traffic signal 
operation  


 Shorter cycle times are preferred to minimise queuing and storage issues on the circulating carriageway. 
 Signalised roundabouts may require different forms of traffic control than standard signalised intersections (e.g. SCATS 


Masterlink mode may not be compatible, requiring a roundabout to be operated in Flexilink, isolated mode).  For further 
guidance on traffic signal control settings, refer to Part 9 of the Guide to Traffic Management (Austroads 2009d). 
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5 SIGNALISED INTERSECTIONS 


5.1 Introduction 
Traffic signals are used when the selection process described in Section 2.3 indicates that a 
signalised intersection would provide the most appropriate form of traffic control.  Traffic signals 
are provided either to rectify a safety or operational problem at existing intersections, or to ensure 
an appropriate level of safety and mobility at new intersections.  Issues related to pedestrians and 
cyclists may also influence a decision to signalise an intersection.  Treatments may range from the 
installation of signals at an existing site with minimal or no change to the layout, to the provision of 
complex signalised arrangements in conjunction with major road projects. 


The provision of a safe and efficient signalised intersection may be dependent on the: 


 functional layout and geometry 


 signal phasing 


 signal timings, including cycle time, phase times, and intergreen times 


 coordination with adjacent intersections and level crossings. 


This section provides considerations on traffic management aspects of signalised intersections 
including layout, road space allocation and lane management.  Additionally, other traffic 
management considerations noted in this section are more fully described in other parts of the 
Guide including: 


 traffic signal phasing, timings and coordination which are described in detail in the Guide to 
Traffic Management: Part 9: Traffic Operations (Austroads 2009d) 


 traffic signal displays, associated signs and road markings which are described in detail in 
the Guide to Traffic Management Part 10: Traffic Control and Communication Devices 
(Austroads 2009e).  


Part 4a of the Guide to Road Design (Austroads 2010) addresses the road design of signalised 
intersections including design considerations pertaining to sight distances, intersection layouts and 
traffic lanes and is of particular relevance to this section.  For other key sections of the Guide to 
Traffic Management and Guide to Road Design relating to aspects of signalised intersections, refer 
to Appendix A. 


An example of a signalised intersection between two arterial roads is illustrated in Figure 5.1. 
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Note: Signalised intersections must also include adequate provision for all pedestrian, cyclist and public transport facilities that are determined to be necessary. 


Figure 5.1:   An example of a signalised intersection between two arterial roads  


5.2 Functional Layout 
The functional layout of an intersection reflects its use and the way in which road users are to be 
managed.  It can be produced as a conceptual layout at the planning and feasibility stages of 
projects or as a larger scale plan to present the combination of traffic control devices used to 
manage an intersection.  The general form and the details of a layout can affect both the capacity 
and safety of a signalised intersection.  Traffic management through the use of traffic signals at 
intersections is therefore dependent to a large extent on the layout. 


The functional design and the operation of a signalised intersection are dependent on the 
allocation of road space and time to various road user groups and the way in which lanes are 
managed: 


 allocation of road space and lane management are discussed in Sections 5.3 and 
Section 5.4 respectively 


 allocation of time is summarised in Section 5.5 and is described in greater depth in the Guide 
to Traffic Management: Part 9 (Austroads 2009d).  
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Road user issues relating to pedestrians and cyclists are summarised in Table 3.3, some of which 
relate to signalised intersections.  Specific issues related to: 


 road space allocation are summarised in Table 5.2 


 lane management are discussed in Table 5.4 


 traffic signal operation (i.e. signal phasing and timing) are discussed in Part 9 of the Guide to 
Traffic Management (Austroads 2009d). 


In considering a functional layout plan traffic engineers and road designers should also be mindful 
of the effect of horizontal and vertical geometry on traffic management and road safety (e.g. 
visibility of signals and other traffic control devices).  Table 5.1 presents geometric factors that may 
affect the capacity or safety of a signalised intersection.  For further guidance on these factors, 
refer to the Guide to Road Design: Part 4A (Austroads 2010). 


It is possible to signalise any type of intersection (Section 2.1).  Although roundabouts may be fully 
signalised to address delay issues, this is limited in Australasia as it is not typically necessary for 
efficient operation.  Full signalisation is usually implemented only where an existing roundabout 
has failed (Section 4.6). 


Table 5.1:   Factors affecting signalised intersection capacity and safety 


Factors Issues Comment 
Mid-block cross section  Compatibility of mid-block capacity with 


intersection approach capacity. 
 Intersections usually control capacity of urban road 


networks. 
 It is usually not possible to match mid-block capacity 


with intersection approach capacities. 
Lane alignment  Approach roads not aligned to enable through 


lanes to be on straight alignment, leading to poor 
lane discipline and possibly crashes. 


 Traffic inadvertently led into auxiliary lanes. 


 An instantaneous change of direction or short curve 
within the intersection is undesirable.  If a curve is 
necessary it should extend through the intersection 
from the approach to the departure (Part 4A of the 
Guide to Road Design, Austroads 2010). 


 Where lane misalignments cannot be avoided, turning 
lines or raised pavement markers should be used for 
delineation within the intersection (Part 10 of the 
Guide to Traffic Management, Austroads 2009e). 


 Provide short auxiliary lane tapers to better define 
alignment of through lanes. 


 Where possible, avoid lanes that appear to be through 
lanes but require drivers to turn after they have 
entered them (sometimes referred to as ‘trap’ lanes). 


Approach vertical 
alignment 


 Limited sight distance to rear of traffic queue. 
 Limited sight distance between right-turners and 


opposing through traffic. 


 Design for appropriate sight distance (Part 3 of the 
Guide to Road Design, Austroads 2009n). 


 Where it is not possible to meet approach sight 
distance guidelines, provide interactive devices to 
warn approaching traffic of a queue (Part 10 of the 
Guide to Traffic Management, Austroads 2009e). 


 Consider provision of fully controlled right-turn phase 
or right-turn ban (Parts 9 and 10 of the Guide to Traffic 
Management, Austroads 2009d, 2009e). 
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Factors Issues Comment 
Number of lanes  Adequate capacity of intersection or particular 


movements. 
 Traffic intrusion into sensitive areas. 


 Provide sufficient lanes to meet design objectives in 
relation to allocation of space and lane management. 


 Depending on traffic management strategy for area, 
some traffic movements may be prohibited or limited. 


Desire lines  Pedestrians and cyclists will attempt to use the 
shortest path and this can lead to the use of 
unsafe crossing locations or constructed paths 
being redundant. 


 Where possible construct paths along pedestrian and 
cyclist desire lines. 


 Use landscaping, fences or other barriers to 
encourage pedestrians to use safe road crossing 
locations. 


Turning paths  Adequate space for design vehicles to turn within 
intersections without the risk of conflict with other 
road users. 


 Adequate clearance between opposing right-turns 
that operate concurrently. 


 Design for the swept width of an appropriate design 
vehicle (may also include trams for some movements). 


 Consider conflict with pedestrians, including front 
overhang of ultra low-floor (‘kneeling’) buses. 


 Inadequate clearance between opposing concurrent 
turns may require each right-turn to operate in 
different phases. 


 See Part 4 of the Guide to Road Design (Austroads 
2009i). 


Length of crossing   Unnecessarily wide intersections. 
 Excessive crossing distances; inconvenient 


staging and delays for pedestrians. 
 Increased clearance time for vehicles. 
 Inefficiency due to increased lost time, intergreen 


time and hence traffic signal cycle times (longer 
cycle times generally increase delays). 


 Design intersections to be as compact as possible 
whilst meeting road space requirements of users. 


Phase and cycle times  Phase and hence cycle times influence the overall 
delay experienced by road users at signalised 
intersections. 


 Coordination of signals may require longer cycle 
times leading to longer delays for pedestrians 
crossing the major road and vehicles entering from 
minor road approaches. 


 Signal systems should be responsive to traffic 
demands so that efficient phase and cycle times can 
be applied at different times of the day and week, 
considering the function of the traffic route and 
intersection. 


 Shorter cycle times during the day, in situations where 
vehicle demands are lower and pedestrian demands 
higher than in peak periods, can lead to improved 
pedestrian compliance with traffic signals. 


Differential speeds  Road users traverse intersections at different 
speeds that may result in some users not having 
sufficient time to clear the intersection. 


 Laden trucks consume considerable time on 
intersection approaches that rise steeply. 


 Cyclists have insufficient time to clear intersections 
during the intergreen time on rising gradients. 


 Provide additional time where a significant number of 
aged or impaired pedestrians use signalised 
crossings. 


 Consider use of detectors to monitor progress of slow 
moving pedestrians. 


 Road geometry (gradient, horizontal alignment) can 
influence speeds of vehicles. 


 Consider time required for slow moving vehicles, 
particularly on rising grades. 


 


5.3 Road Space Allocation 
5.3.1 Introduction 
The principles of road space allocation for mid-block situations are covered in Part 5 of the Guide 
to Traffic Management (Austroads 2008c).  It is described in terms of road space allocation for 
motor vehicles and also the allocation of space between various road users.  The same principles 
apply to the allocation of road space at intersections. 
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Signalised intersections are further complicated because, in addition to allocating space to various 
traffic movements and road uses, it is also necessary to allocate times to conflicting movements 
(Section 5.5.2).  


Some less conventional intersection designs have been developed in other parts of the world 
separating conflicts in space to alleviate right-turn movements.  These types of designs are 
discussed in Commentary 22. 


[see Commentary 22] 


5.3.2 Urban Arterial Road Signalised Intersection Approaches 
At arterial road intersection sites where there is no constraint on road space (e.g. new road 
corridors in outer urban areas), it may be possible to provide facilities to meet the requirements of 
all road user groups.  However, in urban areas road space is often limited and may have to be 
allocated in accordance with transportation or traffic management objectives for the corridor or 
area (Part 5 of the Guide to Traffic Management, Austroads 2008c).  Table 5.2 provides guidance 
on the traffic management considerations that apply to the allocation of space on arterial road 
approaches to signalised intersections. 


Table 5.2:   Road user requirements for arterial road signalised approaches  


User group Context Guidelines 
Motor vehicles 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 


Through lanes The capacity of the through movement of a signalised intersection approach is determined by the number 
of through lanes on the approach and the time that can be allocated to the movement. 
Generally, the number of through lanes at the intersection (or the number of turning lanes on the stem of 
a T-intersection) should not be less than the number of mid-block through traffic lanes servicing the 
approach.  Exceptions are: 
 very wide arterial roads where capacity at the intersection is not an issue.  In such cases the space 


available may be used for other purposes such as a parking lane, mid-block bicycle lanes, a median 
or to improve amenity 


 cases where a road authority has a strategy to reduce the capacity of a route in order to encourage 
use of an alternative route. 


As intersections control the capacity of urban routes, the number of through lanes at the stop line should 
desirably:  
 exceed the number of mid-block traffic lanes at an isolated intersection 
 equal the number of mid-block lanes where signals are linked.  
A short auxiliary through lane may be provided to enhance the capacity of a through traffic movement.  
Additional short through lanes: 
 may be needed to compensate for a loss of capacity resulting from full signal control of the opposing 


right-turn movement  
 should be long enough on the intersection approach to accommodate a queue length that 


corresponds to the maximum green time so that the lane is well utilised 
 should be long enough on the departure side of the intersection to ensure that potential lane capacity 


is realised 
 are not beneficial within coordinated signal systems where signals are preferred for progression of 


the through movement, except at critical intersections on the boundary of sub-systems. 
Turn lanes 
 
 
 
 
 
 
 
 


Space required for turning lanes at intersections should be based on capacity analysis to determine the: 
 number of lanes required for each movement 
 length of lane necessary to accommodate safe deceleration at times of low demand, and sufficient 


storage clear of the through lanes during peak periods 
 length of turn lane required to enable access to turn lanes and leading right-turn phases when 


through traffic is queued. 
Slip lanes may be provided for heavy left-turn movements at signalised intersections in urban areas and 
at rural intersections to provide an improved level of service.  They are often preceded by a sufficient 
length of auxiliary lane to ensure access to the slip lane (in urban areas) and to provide for deceleration 
and storage of left-turning vehicles.  Acceleration lanes are not normally provided after left-turn slip lanes 
(i.e. free-flow arrangement) – rather, high entry angles are used to ensure that left-turns occur at low-
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User group Context Guidelines 
Motor vehicles 
(cont.) 


Turn lanes  
(cont.) 


speed, with drivers having a clear view of conflicting traffic, including any pedestrians on a zebra crossing 
located on the left slip lane. 
High entry angle left-turn slip lanes are preferred because of the lower vehicle speeds where pedestrians 
have to cross the lane.  Where it is necessary to provide a free-flow left-turn lane, and pedestrians are 
expected to be present, an appropriate controlled pedestrian crossing should be provided.  An 
acceleration lane may be provided for a right-turn from the side road in the case of a seagull treatment.  
For further guidance, refer to Part 4A of the Guide to Road Design (Austroads 2010). 


Medians Medians at traffic signals may be part of an extensive median along the road, or be part of a traffic island 
on the approach.  The primary function of medians is to separate opposing traffic flows.  However, 
medians may be used to accommodate:  
 a right-turn (and/or U-turn) lane to shelter turning vehicles 
 pedestrians 
 traffic signals 
 signs 
 roadway lighting 
 public utilities (e.g. power poles). 
Painted medians should not be used where the median is expected to store pedestrians.  Raised 
medians, where pedestrians are expected to store in a two-stage crossing, should be placed and 
designed so that pedestrians are not at risk from the body overhang of large vehicles. 
The minimum median width is that required to accommodate signal pedestals, traffic signs, lighting poles 
and pedestrians when required. 
The desirable maximum width should enable operation of diamond right-turns wherever practicable.  
Wider medians can result in reduced capacity due to excessive median width (clearance times) and 
hooked right-turns.  Guidelines on median width are available in Part 4A of the Guide to Road Design 
(Austroads 2010). 
Consideration should be given to the need for pedestrian pushbuttons to call a pedestrian movement. 


Traffic islands Traffic islands are primarily used to channelise traffic into separate streams.  The most common form is a 
left-turn island but they may be used to separate traffic within complex intersections.  Traffic islands are 
also used to accommodate:  
 pedestrians 
 traffic signals 
 signs 
 roadway lighting 
 public utilities (e.g. power poles). 
Painted traffic islands should not be used where they are expected to store pedestrians.  Raised traffic 
islands that are expected to store a considerable number of pedestrians should be placed and designed 
so that pedestrians are not at risk from the body overhang of large vehicles. 
Left-turn islands should desirably be large enough to enable: 
 the correct placement of pedestrian cross walk lines, traffic signals and stop lines 
 poles to be located away from the island nose. 
Guidelines on the design and dimensions of traffic islands are available in Part 4A of the Guide to Road 
Design (Austroads 2010). 


Service roads and 
outer separators 


Where a very wide road reservation exists, service roads (or frontage roads) may be provided and are 
separated from the major road by outer separators.  By controlling the ingress and egress of main road 
traffic, service roads result in safer conditions. 
For safety and efficiency reasons, service roads should generally not be allowed to continue through a 
signalised intersection.  The additional space at the intersection resulting from the service road 
termination can be used to provide extra space for landscaping and pedestrian activity, or be allocated for 
a separate left-turn roadway. 


Pedestrians 
 
 
 
 
 


Road crossings 
 
 
 
 
 


Pedestrian marked foot crossings should be considered across all approaches of signalised intersections. 
At T-intersections and intersections at freeway ramp terminals (e.g. diamond interchanges) crossings are 
sometimes not provided across the continuing road on the right hand side of the T.  This practice 
eliminates conflict between pedestrians and traffic turning right from the stem of the T and improves the 
efficiency of this movement.  If they are provided, some form of pedestrian protection must be considered.  
The provision of pedestrian crossings across left-turn roadways should also be considered.  Adequate 
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User group Context Guidelines 
Pedestrians 
(cont.) 


Road crossings 
(cont.) 


stopping sight distance should be provided to pedestrians, particularly to crossings of left-turn slip lanes 
where speeds are higher than locations with smaller corner radii.  At higher turn radii drivers may tend to 
focus on the driving task and potentially conflicting traffic rather than pedestrians.  Where significant 
pedestrian flows occur turning speed may have to be controlled through road geometry. 
Marked foot crossings should be located to minimise the potential for jaywalking. 
In central areas a separate special pedestrian (scramble or ‘Barnes dance’ in NZ) phase may be provided 
in which case the entire intersection is allocated to pedestrian movement each cycle. 


Storage areas 
while waiting 


Medians should provide adequate pedestrian storage where a staged crossing is adopted.  The desirable 
minimum width is that necessary to accommodate a pedestrian with a pram or a bicycle.  
At left-turn islands and other traffic islands, designers should provide: 
 an adequate pedestrian storage area 
 pathways clear of obstructions such as road furniture to enable safe and comfortable passage by 


pedestrians (including wheelchairs) and sufficient room for road appurtenances and street furniture. 
Where pedestrian flows are very high storage areas should be designed to provide adequate stopping 
sight distance and to maximise the capacity (pedestrian flow) of the pedestrian crossing, taking into 
account the various pedestrian characteristics and needs. 


Footways serving 
the intersection 


Paths provide the network for pedestrian movement on the approaches to intersections and sometimes 
within large intersections.  They link to the marked foot crossings at signalised intersections.  To be 
effective the network must provide for pedestrian desire lines and should provide for the convenient, 
comfortable and safe movement of pedestrians.  Barriers to pedestrian movement (e.g. excessive grades, 
narrow paths, poor surface, and chicanes) will lead to pedestrians choosing an alternate route and not 
using the facilities. 
Design for adequate capacity (Part 3 of the Guide to Traffic Management, Austroads 2009b)  
Pedestrian ramps at all pedestrian crossing points must comply with AS 1428 (Design for Access and 
Mobility) or NZS 4121:2001. 


Cyclists Bicycle lanes at 
intersection 
approach and 
departure 


Bicycle lanes should be provided on intersection approaches where: 
 the approach is on a designated bicycle route 
 bicycle lanes are marked mid-block 
 squeeze points exist for cyclists and it is feasible to develop sufficient space for the bicycle lane 
 the layout of the intersection results in high traffic volumes or relatively high-speed vehicles weaving 


across the path of cyclists. 
As a guide, a bicycle lane should be considered where a road carries or is likely to carry more than 3000 
vehicles per day and/or a significant percentage of heavy vehicles.  
For road design options and examples of bicycle lanes at signalised intersections, refer to the Guide to 
Road Design: Part 4A (Austroads 2010). 


 
Cyclist hook turn 


Where appropriate, consideration should be given to the provision of an exclusive lane for right-turning 
cyclists, placed between the right-turn lanes and through lanes for motor vehicles.  Consideration should 
also be given to the manner in which right-turning cyclists may gain access to the bicycle lanes. 
In Australia, cyclists are generally permitted to undertake a ‘hook turn’ at intersections instead of a 
conventional right-turn (refer to diagram).  This option is often used by cyclists at signalised intersections 
where they can complete the manoeuvre with a green signal, after waiting at the intermediate corner.  
Provision of a storage area at the corner is not common, however, additional space may be provided by 
setting back the pedestrian crosswalk lines and stop line on the intersecting approach.  This ‘head start 
area’ may be marked with bicycle logos. 
Bicycle lanes should be provided on the departure side of intersections where: 
 a bicycle lane exists or is planned along a route 
 cyclists are required to weave through high-volumes of traffic merging from the left (i.e. left-turning 


traffic joining the route) or high-speed merging traffic. 


 
 
 


Intersection stop 
line storage 


On bicycle routes a ‘head start area’ should be considered, to allow for cyclists to wait at the stop line at a 
position in advance of the motor vehicles.  This facility ensures that cyclists waiting at the red light are 
visible to the first driver in the queue, particularly drivers of commercial vehicles that may have their view 
of cyclists impeded by the height of the left door of the vehicle. 
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User group Context Guidelines 
Cyclists  
(cont.) 


Bicycle paths, 
shared paths and 
separated paths 


Where paths exist along a route they should continue through the intersection desirably via shared 
pedestrian/cyclist crossings that are appropriately marked.  The provision of hand rails to assist cyclists to 
remain mounted whilst waiting for a green signal should be considered.  
Medians and traffic islands should be large enough to accommodate cyclists along with pedestrians, 
including people in wheelchairs. 


Public 
transport 


Special lanes The accommodation of trams and/or buses at intersections may involve: 
 sharing lanes with other traffic 
 tram or bus lanes, or tramways or busways within medians 
 delineated and signed tram or bus lanes within the road  
 ‘queue jump’ lanes on the approach to intersections.  
Tram or bus lanes at intersections may be an extension of a mid-block lane or may be introduced on the 
approach to give priority to trams or buses. 
Depending on road rules within a jurisdiction, buses may also utilise tram lanes. 


Special traffic 
signals 


Traffic signals with a B or T letter may be used to enable buses or trams respectively to move to and from 
positions in a manner not permitted for other vehicles, and also to prevent conflicts between buses, trams 
and other vehicles within the intersection phasing arrangement (refer to the Guide to Traffic Management 
Part 10, Austroads 2009e). 


Bus stops Bus stops are usually situated on the left verge of a road.  They may be fully or partially indented into the 
verge.  However, because of difficulties in re-entering the traffic stream bus companies often prefer to 
have the bus stop within the left hand traffic lane.  
Where a bus must turn right at a signalised intersection, the bus stop may be located some distance 
upstream from the stop line to enable the bus to access the right-turn lane; often a difficult manoeuvre.  
For this reason a bus stop may be incorporated into the approach and a separate signal bus priority 
phase provided to enable the bus to turn right from the left lane.  The stop may be located within a: 
 wide median 
 left-turn island 
 traffic island between left-turn lanes and through lanes. 
A bus stop may be provided on an intersection departure to suit a particular route and/or passenger 
demands. 
For further guidance, refer to the Guide to Road Design Part 4 (Austroads 2009i). 


Tram (light rail) 
stops 


Tram or light rail stops are often located on the approach to signalised intersections. 
They may be located at the kerbside or in a safety zone located between the tram tracks and the traffic 
lanes.  
Trams stops on the departure side of intersections should be provided only when the tram is in its own 
reservation. 
At heavily patronised stops, and to comply with the requirements of the Commonwealth Disability 
Discrimination Act (1992), special treatments may be required to enable persons who have a disability 
with respect to mobility to walk onto the tram without negotiating steps.  Tram stop treatments may 
therefore involve: 
 a raised platform with ramps, located between the trams and traffic lanes or, alternatively, between 


tram tracks, as a central island stop, with tracks separated to accommodate it 
 a raised kerb extension whereby the verge is extended to the tram track and cars and trams share a 


single-lane 
 a form of road hump located in the kerbside lane of a four-lane undivided road to raise the level of the 


road to tram floor level.  In this case passengers wait behind the kerb line and walk across the hump 
when both the tram and motor vehicles have stopped. 


On existing roads these stops often require use of a current traffic or parking lane and motor vehicle traffic 
flow may be restricted in order to enhance public transport services. 
In constrained situations tram stops are sometimes located on the departure side of intersections to 
enable width to be created for a right-turn lane on the corresponding intersection approach. 


Transit lanes and 
freeway ramp 
shoulders. 


Transit lanes for the use of high occupancy vehicles and buses may be provided on arterial roads and 
through intersections. 
Shoulders on freeways or motorways and freeway ramps may be considered for use by buses to bypass 
traffic queues. 
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User group Context Guidelines 
Parking Signal operation 


and intersection 
performance 


The allocation of space to parking on signalised intersection approaches and/or departures can have a 
substantial impact on traffic operation and performance.  Clearways are often used on arterial roads to 
maximise capacity during peak periods.  At other times of the day parking should be restricted on the 
immediate approach to intersections in order to utilise the capacity of the left lane.  The extent to which 
parking may be restricted depends on the nature of abutting development, the availability of alternative 
parking areas and the level of intersection capacity that must be achieved. 
Parking must not impede the required stopping sight distance to pedestrian crossing facilities and 
pedestrian storage areas. 


 


5.3.3 Local Road Approaches to Signalised Intersections 
Local roads that function as substantial traffic routes may have to be treated in a similar fashion to 
arterial roads on the approaches to traffic signals.  However, many local roads that connect to 
signalised intersections have no special requirements with respect to space allocation.  Table 5.3 
provides guidance on the traffic management considerations that apply to the allocation of space 
on local road approaches to signalised intersections.  


Table 5.3:   Road user requirements for local road signalised approaches  


User group Context Guidelines 
Motor vehicles Approach lanes Local roads that have a substantial traffic route function should be considered in relation to Table 5.2 


which provides guidelines for arterial roads.  These roads usually have a traffic volume in excess of 6000 
vpd. 
Collector – distributor roads and local streets that form a leg of a signalised intersection should have 
sufficient lanes to ensure that local traffic does not experience excessive delay in gaining access to the 
arterial road. 
In situations where a leg of an intersection is a single-lane then the width of that lane should be of 
sufficient width to allow a vehicle to pass a broken down vehicle. 


Cyclists Local streets Cyclists are expected to share traffic lanes on local streets (typically less than 3000 vpd) except where the 
street forms part of a designated bicycle route with marked lanes. 


Collector – 
distributor roads 


Where sufficient width is available, bicycle lanes should be provided on these roads and at the 
approaches to signalised intersections.  
An effective means of cyclist detection should be provided on local road approaches to signalised 
intersections. 


Pedestrians 
 


Crossings and 
footways 


Similar requirements to arterial roads.  Staging of pedestrians is not usually necessary across local road 
intersection approaches.  However, provision of well-directed crossings, smooth flat ramps, audio-tactile 
devices, and tactile ground markings should be considered to assist impaired persons. 


Public 
transport 


Bus routes Bus routes often pass through collector-distributor roads and sometimes local streets.  However, it is rare 
that specific provision is made for buses as they are expected to mix with local traffic.  However, signal 
systems may detect buses waiting in a queue on a local street approach and provide some form of priority 
to the approach. 


Bus stops Should be located so that they do not adversely affect the operation of the intersection approach or 
departure and facilitate safe and convenient access by passengers as well as the bus entry and exit from 
traffic streams.  


Parking Signal operation, 
particularly delay 
to local street 
traffic 


Parking prohibitions should be considered on local street approaches in order to fully utilise the green time 
and minimise delay to local traffic. 
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5.4 Lane Management 
The principles, context and guidance relating to lane management in mid-block sections of road 
(Section 4 of Part 5 of the Guide to Traffic Management, Austroads 2008c) also apply to signalised 
intersections.  Lane management at signalised intersections may relate to general traffic 
movements or to the movement of particular road users.  It may involve part-time use of lanes or 
prohibition of movements, or in some situations reversal of traffic lanes. 


Lane management is achieved through the use of traffic control devices that may include physical 
devices, static signs and road markings, electronic signs and markings, or coloured pavement.  
Guidance on traffic control devices and their use is provided in Part 10 of the Guide to Traffic 
Management (Austroads 2009e), AS 1742 Manual of Uniform Traffic Control Devices and NZ 
MOTSAM (NZ Transport Agency 2010a, 2010b).  Table 5.4 provides guidance on traffic 
management considerations that may apply to lane management at signalised intersections.  


Table 5.4:   Lane management at signalised intersections 


User group Context Guidelines 
Motor vehicles Through lanes Multi-lane approaches are managed by using lane lines and pavement arrows.  


Regulatory signs or signals may reinforce use as a through lane (e.g. turn bans).  Turn bans may be 
permanent or part-time. 
On multi-lane undivided roads direction of traffic flow through the intersection may be reversed during peak 
periods (tidal flow) by using changeable overhead signals or other available technologies including 
in-pavement solutions.  Pavement arrows should not be provided within these lanes.  
Through lanes are not normally delineated through signalised intersections.  Where lanes curve through an 
intersection or are misaligned across an intersection it is desirable that turning lines or raised pavement 
markers are used for lane delineation within the intersection.  


Turning lanes Arrows should be used to indicate required use (e.g. through and turn, right or left-turn only).  However, 
where all movements are permitted, a combined left, through and right arrow should not be marked. 
Turning lanes should preferably be indented to separate turning traffic from through lanes. 
Shared through and right-turn lanes should generally only be used where both movements occur only in the 
same phase (e.g. split phase).  To allow the through movement to continue when the right-turn movement is 
stopped can lead to rear end crashes.  
Where multiple turning lanes are used, turning lines within the intersection are desirable to guide drivers 
through their turn.  
Where practicable left-turn slip lanes should be provided. 
In special circumstances there may be situations that require alternative treatments such as: 
 a through lane may be designated for use as a turn lane during peak periods through illuminated 


overhead signs and active advance warning signs 
 part of an opposing through lane may be converted to an indented right-turn lane by installing an 


automatically deployed moveable median island. 
Transit lanes Transit lanes (e.g. ‘T2’ or ‘T3’) are also are referred to as High Occupancy Vehicle (HOV) lanes.  While not 


available for use by all traffic, transit lanes are implemented where they will result in an increase in the 
average number of people carried in private vehicles and travel time savings for transit lane users compared 
to drivers using the adjacent traffic lanes. 
Transit lanes normally extend over a considerable distance and may pass through signalised intersections.  
They are usually created by designating an existing traffic lane as a transit lane during peak periods.  Cars 
with the specified number of occupants or more (usually two or three including the driver), buses, taxis, 
trams, mopeds and motorcycles are allowed to use transit lanes. 
Transit lanes in Australia must have signs and road markings in accordance with AS 1742.12. 
Under the Australian Road Rules, traffic that is not allowed to use a transit lane throughout its length may 
enter and travel in a transit lane for 100 m in order to leave the road.  This also applies on the approach to 
an intersection in order to undertake a turning movement. 
For New Zealand refer to the Land Transport New Zealand (Road User) Rule.  
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User group Context Guidelines 
Cyclists On-road lanes On-road lanes are designated by standard bicycle lane signs (usually located beside the road but sometimes 


overhead.)  However, in New Zealand road markings without signs can define a bicycle lane; refer to Land 
Transport Rule: Traffic Control Devices and Land Transport (Road User) Rule.  
They are generally delineated with a continuous lane line (except in motor vehicle diverge and merge areas 
where a two continuity lines are used) and bicycle logos.  
The Australian road rules limit motor vehicle travel along a bicycle lane to a distance of 50 m, in order to turn 
left. 
Pavement arrows may be used to define directional use of a bicycle lane (right-turn arrow in a bicycle lane 
that is situated between the through lane and right-turn lane for motor vehicles). 
A green surface may be provided to enhance the delineation of a lane in relatively hazardous or complex 
situations. 
A bicycle lane may be marked within a signalised intersection (if other traffic lanes are also marked) where 
there is a long crossing distance, or where cyclists have to ride with heavy vehicle flows on both sides of the 
bicycle lane.  


Pedestrians Shared use The only circumstance under which pedestrians may share lanes longitudinally with motor vehicles is 
through the establishment of a ‘shared zone’ under the ARRs.  Shared zones should only be implemented if 
the street has a design and environment that is conducive to very low vehicle speeds (i.e. usually 10 km/h) 
and the minimisation of conflict between pedestrians and vehicles.  See the Guide to Traffic Management: 
Part 8 (Austroads 2008b). 


Public transport Buses A designated bus lane may be provided on the approach to traffic signals as part of a longer bus facility or 
as a ‘queue jump’ lane.  These lanes are designated through the erection of regulatory bus lane signs and 
bus lane markings.  
See AS 1742.12 and Part 10 of the Guide to Traffic Management (Austroads 2009e). 
Bus lanes may operate 24 hours a day (full-time) or part-time. 
In Australia, only full-time bus lanes may be provided with a coloured surfacing to highlight use of the lane. 


Trams Tram lanes may be provided on roads (e.g. the ‘Fairway system’ in Melbourne).  They are signed in a similar 
fashion to bus lanes.  
In Australia trams usually share the centre lanes of four-lane undivided roads with motor vehicles.  Part-time 
or full-time tram lanes are separated from adjacent lanes by broken or continuous lines.  Full-time tram lanes 
may be separated by raised semi-mountable kerbs (forming a tram reservation).  
Tram lanes may extend over a considerable distance or be used as ‘queue jump’ lanes on the immediate 
approach to traffic signals.  These lanes are designated through the erection of regulatory tram lane signs.  
See AS 1742.12 and Part 10 of the Guide to Traffic Management (Austroads 2009e). 


Trucks  While truck lanes have not been used in Australasia they are covered in AS 1742.12.  If implemented they 
require appropriate regulatory signs, either beside the road adjacent to the truck lane or mounted over the 
truck lane.  


Parking Traffic flow and 
small business 


The performance of signalised intersections can be adversely affected to a considerable extent by vehicles 
parked in the left lane on the approach or departure.  The Australian Road Rules specify statutory distances 
from the intersection within which parking is prohibited.  These distances provide for a basic level of safety 
and are often insufficient to enable the left lane to make a substantial contribution to capacity. 
As a general principle, parking should be banned on signalised intersection approaches and departures for a 
distance sufficient to provide acceptable operating conditions.  On major urban arterial road approaches this 
may involve a permanent restriction over a significant distance and a clearway during peak periods.  On less 
important arterial roads the distance should be determined through detailed traffic analysis and/or site 
observations.  On local road approaches parking may be allowed relatively close to the intersection. 
Historically drivers have been able to park in the left lane of urban arterial roads to undertake activities 
associated with abutting properties.  Roadside parking is usually seen as extremely important to commercial 
enterprises abutting arterial roads and these are often located near signalised intersections.  Consequently, 
changes to parking restrictions are usually the subject of negotiation between all stakeholders.  
The regulatory signs and markings associated with parking and parking restrictions comprise no stopping 
signs and clearway signs.  See Part 10 of the Guide of Traffic Management (Austroads 2009e), AS 1742.11 
and NZ MOTSAM (NZ Transport Agency 2010a, 2010b).  
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5.5 Traffic Signal Operation 
This section presents the concepts of signal phasing, timing, coordination and detection, which are 
discussed in greater detail in Part 9 of the Guide to Traffic Management (Austroads 2009d). 


5.5.1 Signal Phasing 
A signal phase is a state of the signals during which one or more movements (streams of vehicles) 
receive right-of-way subject to resolution of any vehicle or pedestrian conflicts by priority rules.  A 
phase is identified by at least one movement gaining right-of-way at the start of it and at least one 
movement losing right-of-way at the end of it.  


Signal phasing covers the arrangement of separately controlled traffic movements at a signalised 
intersection into sequential and concurrent (overlapping) traffic streams to form a complete 
sequence of phases.  One complete sequence of phases is referred to as a signal cycle.  


Two methods exist for the implementation of phasing arrangements in signal controllers: 


 Phase control whereby signal timing parameters (intergreen time, minimum green time, 
etc.) are specified for phases.  Phase control tries to minimise the number of phases in order 
to decrease the intersection lost time.  


 Group control whereby the signal timing parameters are specified for movements.  Group 
control tries to maximise the amount of overlap movements so as to minimise the total time 
for all critical movements to operate, regardless of the number of phases.  This control 
method permits more flexible and efficient operation, and suits more complicated phasing 
systems.  


These two control methods do not necessarily represent the operation of any particular type or 
make of controller.  The controllers used in Australia and New Zealand employ features of both 
phase and group control methods.  


Phase control is more frequently used than group control in Australian and New Zealand cities and 
signal coordination systems mainly employ phase control.  


Guidance on the operation of signal phases is provided in greater detail in Part 9 of the Guide to 
Traffic Management (Austroads 2009d).  


5.5.2 Signal Timings 
Signal timing at a signalised intersection, including the allocation of appropriate green times to 
competing traffic movements, requires consideration of: 


 safety 


 adequate capacity 


 efficient traffic operation (minimum delay, queue length and stops) for the intersection as a 
whole 


 equity in levels of service provided for different movements (e.g. major road vs minor road, 
vehicles vs pedestrians) 


 priority to public transport vehicles 


 heavy vehicles. 
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Certain timing constraints are imposed on signal operation for safety reasons.  Safety and 
operational requirements constrain the minimum green time, minimum red arrow display time, 
minimum pedestrian walk and clearance times, and intergreen time.  


Consideration should be given to providing additional green time for the benefit of heavy vehicles: 


 where there are significant volumes of heavy vehicles and the intersection approach is on an 
upgrade 


 where a predominant movement is heavy vehicles (e.g. industrial area)  


 to ensure that they are able to move from the stop line and safely clear the intersection.  


Maximum tolerable delay also needs to be considered due to its implications for safe operation of 
signals.  Motorists, cyclists and pedestrians will tolerate only limited delay at traffic signals, 
particularly if a red display appears to be maintained needlessly.  Because of the inherent bounds 
of human patience, road users may disobey red displays if delays are abnormally long.  Therefore, 
an upper time limit must be set to green time for any movement to ensure that road users are not 
kept waiting for an excessive period against a red signal. 


In-depth guidance on signal timings is provided in the Guide to Traffic Management Part 9: Traffic 
Operations (Austroads 2009d).  Capacity analysis and measures of performance at signalised 
intersections are discussed in Section 6 of the Guide to Traffic Management Part 3: Traffic Studies 
and Analysis (Austroads 2009b). 


5.5.3 Coordination of Traffic Signals 
Coordination of traffic signals is implemented to improve the level of service of a road or a network 
of roads where the spacing of signals is such that isolated operation causes frequent stopping and 
unnecessary delays to platoons of vehicles formed at upstream signals.  Signal coordination also 
helps to prevent queues at a downstream intersection from extending back and reducing the 
capacity of an upstream intersection, particularly where there is limited queue storage space 
between intersections. 


Signal coordination is accomplished essentially by:  


 operating all signals in the area on the same system cycle time  


 maintaining a time (offset) relationship between start or end times of green displays at 
adjacent (upstream and downstream) signals according to the speed of vehicle platoons so 
as to obtain a progression of green periods along the road.  


For further guidance on traffic signal coordination, refer to Part 9 of the Guide to Traffic 
Management (Austroads 2009d). 


5.5.4 Traffic Detection 
The effectiveness of traffic signal systems and hence signalised intersections depends on the 
ability to detect traffic on intersection approaches and respond with appropriate changes of phase 
and timing requirements.  


The most common form of vehicle detector for most traffic control applications is the inductive loop.  
Alternative forms of detection such as microwave, infrared or video may be used where 
appropriate. 
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Pedestrian demands are usually recorded when a pedestrian presses a push button mounted on 
the side of the signal post.  Other pedestrian sensors such as overhead infrared or microwave 
sensors, and pressure pads in the footpath may also be used.  


Detection of bicycles and light motorcycles is more difficult, but may be achieved by attention to the 
design of the loop.  The symmetripole configuration was developed to detect a wide range of 
vehicles including motorcycles and is used in most states as part of the SCATS signal system.  


Priority can be allocated to vehicles if special detector systems are used.  Examples include the 
use of in-vehicle transponders or tags to give priority to trams, buses and emergency vehicles.  
Roadside readers receive the tag codes and transmit them to a local signal controller or a control 
centre for implementing priority measures. 


For further guidance on traffic detection and detection for different types of road users, refer to 
Part 9 of the Guide to Traffic Management (Austroads 2009d). 


5.6 Signs and Road Markings 
Specific signs may be provided at signalised intersections to reinforce regulations that apply to the 
safe and efficient operation of the intersection and signals.  The efficient operation is also 
dependent on the clear delineation of traffic movements through the intersection.  This can be 
achieved by adequate maintenance of lane lines, stop lines, turning lines, island chevron markings, 
lane arrows, and raised pavement markers, where appropriate.  For further guidance, refer to the 
Guide to Traffic Management: Part 10: Traffic Control and Communication Devices (Austroads 
2009e), AS 1742.14-1996 and MOTSAM (NZ Transport Agency 2010a, 2010b). 


5.7 Road Lighting 
Most signalised intersections are installed in urban areas and therefore roadway lighting usually 
exists.  Further information on lighting at intersections is provided in the Guide to Road Design 
Part 6B: Roadside Environment (Austroads 2009k) and AS/NZS 1158. 


Designers should be mindful of the safety advantages of joint use traffic signal/roadway lighting 
poles, and of the use of other utility poles on which to mount traffic signal hardware (Guide to 
Traffic Management: Part 10, Austroads 2009e). 
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6 INTERCHANGES 


6.1 Introduction 
A road interchange is a combination of grade separations and interconnecting roadways at the 
junction of two or more roads, at least one of which is a freeway, motorway, expressway or major 
arterial road. 


6.1.1 Terminology 
Terminology varies between jurisdictions but in this document the term freeway is used for 
freeways, motorways and expressways and, unless the context indicates otherwise, major arterial 
roads on which interchanges are provided. 


In this section, the terms ‘merge’ and ‘diverge’ are used in a generic sense to describe traffic 
movements in which two separate lanes of traffic combine to form a single-lane, or divide from a 
single-lane into two separate traffic lanes.  Such movements may or may not involve a lane line 
being crossed.  The Australian Road Rules have a more technical meaning and usage of the term 
‘merge’ and place different obligations on drivers depending on the presence or absence of a lane 
line in the merging area.  For New Zealand, the technicalities of the Land Transport Road Rules 
are subtly different, but the principles similar. 


The primary purpose of an interchange is to facilitate an appropriate level of access to the freeway 
in a safe and effective way.  It improves road safety and traffic capacity by reducing or eliminating 
traffic conflicts that would occur if grade separation were not provided.  Crossing conflicts are 
eliminated and turning conflicts are either eliminated or minimised. 


This section covers traffic management aspects relating to the design of various types of 
interchanges and their use.  The detailed design of interchanges is covered in Part 4C of the Guide 
to Road Design (Austroads 2009j). 


6.2 Planning Considerations 
6.2.1 General 
Planning of freeways or motorways at a project level should always be preceded by strategic 
planning of the road network and surrounding area in order to optimise the spacing of arterial 
roads, including freeways or motorways and their interchanges.  The form of the road network 
provides the basis for network traffic estimation which in turn is the basis for the development of 
traffic estimates used for traffic management and road design purposes. 


The function of an existing road network may be altered by the addition of a freeway.  The planning 
process should consider present and future land development and the resulting demand for 
transport (Guide to Transport Planning, Austroads 2009l).  Alternative routes must be available for 
road users and vehicles that are prohibited from using a freeway so it is important that the whole 
road network is integrated and appropriately interconnected through interchanges and 
intersections. 


The type of interchange adopted may also be influenced by planning decisions relating to existing 
and future land use, and by environmental and economic constraints. 
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In the planning and design stages of freeway projects, it is important to ensure that effective 
connections are provided to enable cyclists and pedestrians to safely and efficiently cross the 
freeway reservation. 


6.2.2 Warrants 
A numerical warrant for the provision of an interchange or grade separation is difficult to specify 
due to the wide variety of circumstances that may apply at each site.  A decision on whether or not 
to build an interchange must be based on a broad assessment of all relevant factors and sound 
engineering judgment.  The justification for an interchange should be established from a 
comprehensive traffic study of the proposed road network with the aims of optimising road safety, 
traffic service and community interests. 


Interchanges may be proposed to: 


 provide access across and to a freeway 


 provide uninterrupted traffic flow between intersecting freeways or motorways 


 increase capacity by replacing critical intersections on an expressway or arterial road 


 separate conflict points between traffic movements that have high relative speeds 


 suit particular topography where an interchange can be built at justifiably additional cost to an 
at-grade intersection 


 provide for traffic generated by future land development via existing or future intersecting 
arterial roads. 


An interchange must be provided where: 


 the major intersecting road is a freeway or motorway, or a major arterial road 


 all practicable forms of at-grade treatments would be unsafe or would not meet level of 
service objectives for major traffic flows 


 an economic analysis demonstrates that it is justified 


 provision of at-grade intersections in an otherwise grade separated facility would result in a 
combination of treatments not expected by motorists and lead to unsafe operating conditions. 


6.3 Route Considerations 
6.3.1 Spacing of Interchanges 
The location of interchanges is usually determined by road network requirements for accessibility 
and route interconnectivity.  Therefore, they are often located where a major road intersects with 
other arterial roads or significant local rural roads.  Interchanges may also be located to provide 
convenient access to and from developments that generate large volumes of traffic (e.g. theme 
parks, raceways).  The physical suitability of the site is also an important factor. 


Rural freeways or motorways 


In rural areas the minimum desirable spacing of interchanges is 5 km to 8 km, depending on the 
configuration of the roads being intersected by the freeway.  The desirable maximum spacing is 
less definite but is dependent on the level of service required for local access and the relative 
costs, benefits and difficulties of providing frontage and local access roads compared to an 
interchange.  However, a spacing greater than 12 km should be adopted only after a review of 
traffic service afforded by the abutting road network. 
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Where freeways or motorways bypass rural towns, the location and number of interchanges is 
normally based on the level of accessibility required between the freeway and the town.  This may 
be an issue for smaller settlements that are economically dependent on tourism. 


Urban freeways or motorways 


The location and spacing of interchanges in urban road networks is influenced by many factors 
including: 


 the strategic purpose of the section of freeway 


 network efficiency in provision for traffic movement between the freeway and major arterial 
roads 


 reducing community severance, including provision for walking and cycling at interchanges 


 traffic management strategies for abutting areas 


 physical limitations on the ability to provide connections (ramps) 


 availability of land. 


In urban areas there is often limited flexibility regarding the location of the horizontal and vertical 
alignment of the main freeway and this may influence the feasibility of providing an interchange or 
a particular form of interchange and the spacing that results. 


Every entry ramp and exit ramp creates some disturbance to traffic flow on a freeway and the 
effects of this disturbance are experienced for some distance (known as the influence area) both 
upstream and downstream of the ramp/freeway terminal.  The desirable spacing of interchanges in 
urban areas should therefore be based on a traffic analysis of the likely traffic operating conditions 
in the design year.  For further guidance, refer to Part 3 of the Guide to Traffic Management 
(Austroads 2009b) and Transportation Research Board (2010a). 


The disturbance to traffic flow on the freeway can be critical where a high-volume on-ramp 
precedes a high-volume off-ramp and the freeway is operating near capacity.  In such cases, 
weaving manoeuvres can cause operational and safety problems if the proposed distance between 
interchanges is too short.  Care should be taken to ensure that adequate separation of the ramps 
(and hence interchange spacing) is provided, based on a weaving analysis.  


The desirable minimum spacing of interchanges should be based on the spacing of ramps 
(discussed in Section 6.6.6) plus the length of entry and exit ramps (including tapers) needed to 
meet operational and safety requirements at the interchanges (e.g. acceleration, queuing at 
signals).  The absolute minimum spacing between successive urban freeway interchanges is 
1.5 km to 2.0 km.  This is based on the minimum lengths required to accommodate ramps, merge 
and diverge tapers at ramps, auxiliary lanes and minimum separation between the entry and exit 
tapers.  The guiding principle is that spacing at least equal to the desirable minimum (based on 
traffic analysis) should be achieved, and that greater spacing than this should be adopted where 
practicable.  If the absolute minimum dimension cannot be achieved, a solution based on providing 
a single interchange with a second diverge off the initial diverge should be considered.  


The effectiveness of interchange exit signage and the distance required for a driver to change 
lanes is also an important factor with respect to spacing, as there is a greater potential for driver 
confusion when advance signs for one interchange have to be placed close to or within a 
preceding interchange. 
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In restricted situations it may be necessary to choose a form of interchange that increases 
separation (e.g. one that has loop ramps rather than diamond ramps).  Where interchanges must 
be located at a very close spacing it may be necessary to grade separate ramps as illustrated in 
Figure 6.1.  Alternatively, it may be possible to provide service roads between the two 
interchanges, allowing one entry and one exit ramp in each direction to service the two 
interchanges. 


Maximum spacing is rarely a consideration in urban areas.  A review of traffic service provided by 
the total road system is recommended when spacings exceed 4 km in urban areas.  


 


Figure 6.1:   Example of grade separated ramps 


6.3.2 Consistency of Interchange Form 
Driver perception of the ease of negotiating interchanges from both the major and minor roads is 
an important factor in efficiency of operation and the safety of the network.  This can be achieved 
through the use of a consistent form of interchange, but it is also achieved by a consistent 
approach to the placement and signing of ramps.  For example, drivers expect to exit to the left 
and they expect the ramp to start in advance of the grade separation structure.  If this feature is 
incorporated regardless of the form of the interchange beyond the exit, consistency will have been 
achieved.  This is illustrated in Figure 6.2.  A similar approach should be taken for entrance ramps.  
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Source: Adapted from American Association of State Highway and Transportation Officials (AASHTO) (2011). 


Figure 6.2:   Consistency in design – uniformity of exit treatment 


6.3.3 Route Continuity and Consistency 
An important element of consistency is route continuity.  Drivers expect to travel a designated (i.e. 
numbered and/or named) route in a directional path and for it to be treated as a through route.  
They expect to be able to adopt consistent behaviour throughout the route.  


Route continuity simplifies the driving task by: 


 reducing lane changes 


 simplifying signing 


 delineating the through route 


 reducing a driver’s search for directional signing. 


Where routes pass through cities, interchange configurations may favour the through route, rather 
than the direction of the heavy movements. 


Figure 6.3 illustrates a hypothetical example of this concept where it is desired to provide route 
continuity between a city to the south and another city located west and north of the freeways.  
Given this requirement, the preferred design (diagram A) is to align the motorway within the 
interchanges so that the desired traffic movements travel on a continuous route (i.e. are the 
through movement).  For a driver of the designated route, all traffic enters and exits on the driver’s 
left.  


However, route continuity must be considered in the context of the overall operational needs of an 
interchange, such as accommodating high-volume movements.  In Figure 6.3, diagram A provides 
the largest volume movement (i.e. 3600 vehicles travelling northbound) with a flat curve and a 
reasonably direct connection.  This heavy movement may also be supplemented with auxiliary 
lanes to achieve the operational equivalent of a through movement. 
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Diagram B shows a less preferable design where route continuity is disrupted because traffic 
travelling on Route 15 must use ramps rather than following a continuous freeway alignment. 


 


Source: Adapted from AASHTO (2011). 


Figure 6.3:   Consistency in design – interchange forms to maintain route continuity 


6.4 Road Space Allocation and Lane Management 
6.4.1 General 
Road space allocation at rural and urban interchanges primarily involves the allocation of lanes for 
through movements and turning movements.  Road space allocation is readily determined in most 
rural situations but can be an issue at urban interchanges where space is limited, traffic demand is 
high and specific provision may be required for some road user groups.  In situations where 
insufficient space is available to satisfy all demands, it is necessary for road authorities to 
determine the most appropriate distribution of the available space depending on the transportation 
and traffic objectives and strategies for the road network or corridor.  


The allocation of road space for particular users is managed through the use of road markings and 
signs.  Depending on the nature of the facility, signage may be located beside the road or 
overhead, and may be static or variable.  


For further guidance, refer to Part 4 of the Guide to Road Design and Part 10 of the Guide to 
Traffic Management (Austroads 2009i, 2009e). 


Special user groups that may have to be accommodated include: 


 high occupancy vehicles 


 public transport 


 pedestrians, including people who have a disability 


 cyclists. 


ROUTE CONTINUITY PROVIDED


  ROUTE CONTINUITY DISRUPTED


To maintain route continuity:
1.  All interchanges provided with left exits.
2.  Continuation of designated route takes 


precedence over larger-volume 
movements.


Large city 
west and 
north of 
motorways


-A-


-B-
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6.4.2 High Occupancy Vehicle Lanes 
As the traffic demand on a major road increases, the capacity of the road, in terms of the number 
of people carried, can be increased by the use of high occupancy vehicle lanes (or transit lanes, 
under the Australian Road Rules and the NZ Land Transport Rules).  These are lanes set aside for 
the exclusive use of high occupancy vehicles such as buses and cars carrying at least a specified 
number of occupants.  They may be developed by using an existing lane or a lane specially 
constructed for the purpose (Part 5 of the Guide to Traffic Management, Austroads 2008c). 


A high occupancy vehicle lane may be provided on a freeway and, in relation to an interchange: 


 in conjunction with a ramp meter to allow multi-occupant vehicles to bypass the meter, 
thereby giving them priority of access to the freeway and savings in travel time 


 buses are normally permitted to use high occupancy vehicle lanes.  It may be permissible to 
also allow trucks to use a bypass lane at a ramp meter under appropriate circumstances. 
(Section 6.9) 


 on exit ramps and at ramp terminals to give priority to high occupancy vehicles leaving the 
freeway. 


The geometric design of lanes is covered in Part 3 of the Guide to Road Design (Austroads 
2009n). 


To be effective a high occupancy vehicle lane must be well signed, marked and enforced. 


Where a toll applies to a freeway it may be desired to have a different toll apply to a high 
occupancy vehicle lane in order to support transportation objectives and strategies.  These lanes 
may be referred to as high occupancy toll lanes.  


6.4.3 Integration of Public Transport 
It is often necessary to integrate facilities for public transport into interchange layouts.  This may 
include: 


 a busway on the freeway 


 light rail (or, less commonly, heavy rail) in the freeway reservation 


 bus lanes on ramps, the freeway or the intersecting arterial road 


 separate busway terminal intersections 


 a modal interchange to provide efficient passenger transfer between public transport services 
on the arterial road and the freeway 


 indented bus bays 


 bus stops within traffic islands 


 special signal phases and priority measures. 


Where a busway is located in the median of a freeway, it may be necessary to provide separate 
ramps that intersect directly with overpasses and/or underpasses of the freeway.  Passenger 
access to or from public transport stops (for bus, light rail or heavy rail) in the median of a freeway 
must be grade-separated and stops therefore are most likely to be situated within an interchange.  
The design of a modal interchange should enable passengers to transfer efficiently and safely to 
and from services on an intersecting arterial road.  
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On some urban freeways, provision may be made for express buses to leave and re-enter the 
freeway via normal ramps at interchanges, in which case it is generally preferable that the buses 
use the left lane or the left shoulder.  


At diamond interchanges, bus stops should be located near the ramp terminals either in an 
indented bay on the entry ramp or within the left-turn islands at the exit and entry ramp terminals.  
At other interchange types, provision for bus movements may be more complex.  At some 
interchanges, a bus route may leave the freeway and continue by way of the arterial road system.  
The need for bus priority signal phasing (passive, active or pre-emptive) at ramp terminal 
intersections should also be considered.  For further guidance on bus priority at traffic signals, refer 
to Part 9 of the Guide to Traffic Management (Austroads 2009d). 


6.4.4 Pedestrians and Cyclists 
General 


Pedestrians are generally prohibited from travelling along freeways and cyclists may also be 
prohibited depending on the jurisdiction and location2.  Where prohibitions are in force, separate 
facilities that provide an equivalent level of service may be provided parallel to freeways or 
motorways, particularly in urban areas.  At interchanges, it is essential that facilities are provided to 
enable pedestrians and cyclists to cross and travel along the intersecting arterial or local road in a 
safe and convenient manner. 


Pedestrians 


Where pedestrians need to cross from one side of an interchange to the other, it is essential that 
they are able to do so in a convenient and safe way.  Interaction between future land uses on both 
sides of the freeway should be examined to ensure that the intersecting road (e.g. bridge over 
freeway) has adequate provision to meet future pedestrian demand.  Fences and barriers should 
be provided to ensure the safety of pedestrians and on some bridges it may be necessary to erect 
screens to prevent objects from being dropped onto the freeway. 


Footpath crossings at ramp terminals should be suitable for impaired pedestrians to cross the 
intersecting road and the freeway ramps.  Where traffic signals are provided, the design should 
incorporate appropriate pedestrian signal phases, tactile paving, footpaths and crossings within the 
channelisation.  


Details of pedestrian crossings are provided in Part 4 of the Guide to Road Design (Austroads 
2009i) and AS 1742.10. 


Cyclists 


Where cyclists are permitted to travel on roads that have interchanges (freeways, motorways or 
arterial roads), they should be provided with safe and convenient facilities, such as wide shoulders 
that have smooth, clean surfaces suitable for cycling.  For cyclist access considerations at 
freeways and motorways, refer to Commentary 23. 


[see Commentary 23] 
 


It is important that the interchange design provides continuity of the bicycle route through the 
interchange and for the safe and convenient movement of cyclists across ramps and the 
intersecting arterial road.  General issues relating to cyclists are summarised in Table 3.3 and 
some of them will relate to interchanges between freeways and intersecting roads.  


                                                
2 Pedestrian and cyclist use of motorways in NZ is restricted by the Transit NZ Act.  


Li
ce


ns
ed


 to
 M


ic
he


lle
 E


rw
in


 o
n 


30
 M


ay
 2


01
3.


 P
er


so
na


l u
se


 li
ce


ns
e 


on
ly.


 S
to


ra
ge


, d
is


tri
bu


tio
n 


or
 u


se
 o


n 
ne


tw
or


k 
pr


oh
ib


ite
d.







Guide to Traffic Management Part 6: Intersections, Interchanges and Crossings 


 
 


 
 


A u s t r o a d s  2 0 1 3  


— 103 — 


At interchanges the route to be taken by cyclists should be established and signed on the following 
basis: 


 where it can be established that sufficient gaps will occur in the motorised traffic flow along 
ramps to enable cyclists to cross safely, then the route shown in Figure 6.4(a) should be 
encouraged 


 if calculations or site observations confirm that insufficient gaps will exist in the flow of motor 
vehicles using the ramp, cyclists should be directed to use the route shown in Figure 6.4(b), 
further guidance is provided in Commentary 24. 


 at freeway ramps where a significant number of cyclists have to cross through a large 
volume of motor vehicles, delays to cyclists may be excessive, causing them to either take 
unreasonable risks or use an alternative route.  In these instances, consideration may be 
given to providing cyclists with a grade separation of the ramps.  The treatment may link to 
the freeway shoulder or to a shared use path that is located parallel to an urban freeway 
close to the shoulder. 


[see Commentary 24] 


 


Figure 6.4:   Bicycle routes through interchanges 


Treatments that may be used if it is desired to formalise an at-grade crossing of a freeway ramp 
are provided in Part 4C of the Guide to Road Design (Austroads 2009j).  Where cyclists are 
permitted to cross freeway ramps in the vicinity of the noses at freeway interchanges, it is generally 
not necessary or desirable provide a channelised crossing.  However, in such cases signing should 
be installed to direct cyclists to the appropriate crossing location (i.e. to cross the ramp at 
right-angles near the nose).  
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Existing and/or proposed land uses should be considered in determining the need for and nature of 
pedestrian/cyclist overpasses or underpasses in the vicinity of interchanges.  For example, a 
shared use path may be required on a freeway overpass, or an underpass of an intersecting road 
may be required to provide continuity of a shared use path. 


6.5 Interchange Forms 
6.5.1 General Categories 
The appropriate form of interchange is that which maintains the operational capacity under the 
predicted demand conditions, although topography and many other considerations may affect the 
type that is adopted.  


Interchanges broadly fall into two categories: 


 ‘System interchanges’ – those which provide for free flow between major roads, usually 
between two freeways or major rural highways 


 ‘Service interchanges’ – those which provide connections between a freeway and an arterial 
or local road, or between two arterial roads. 


6.5.2 System Interchanges 
System interchanges provide for free flow on all ramps.  All movements between the intersecting 
roads occur as diverges and merges with no at-grade crossings within the interchange.  However, 
system interchanges between major rural roads may provide at-grade terminals for minor turning 
movements, and direct, semi-direct, or loop ramps for major turning movements. 


A significant amount of lane changing often occurs within system interchanges and the layout 
should be designed to minimise this, but not to the detriment of route continuity and consistency 
considerations (Section 6.3). 


System interchanges are large, complex and expensive, especially if provision is made for all 
possible movements.  In the extreme case, where all turning volumes are so heavy that direct 
connections are required for them all, a four level interchange is required. 


Traffic management issues that may arise in designing these complex interchanges include: 


 management of the speed of vehicles using ramps that have a lower design standard than 
the freeway  


 inferior operating conditions on relatively short weaving sections within some forms of 
interchange (e.g. urban clover leaf) 


 management of slow vehicles along ramp connections 


 effectiveness of signing the approaches to complex interchanges and the road elements 
within them. 


Typical system interchanges are shown in Figure 6.5 (three legs) and Figure 6.6 (four legs).  
Common types include: 


 Y 


 T (Trumpet) 


 stacked four-legged 


 clover leaf. 
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Freeway to freeway interchanges in rural areas are relatively rare in Australia and New Zealand 
but an all-directional system interchange may be appropriate if traffic turning volumes are high.  A 
combination of direct, semi-direct and loop ramps may be appropriate where turning volumes are 
high for some movements and low for others.  It is desirable that loop ramps be arranged so that a 
weaving section will not occur.  


 


Figure 6.5:   Typical system interchanges with free-flow ramps (three legs) 
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Figure 6.6:   Typical system interchanges with free-flow ramps (four legs) 
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6.5.3 Service Interchanges 
A service interchange is an interchange between: 


 a freeway and an arterial road 


 a freeway and a local road 


 two arterial roads. 


These interchanges are characterised by ramps ending in at-grade intersections, which may be 
controlled by regulatory signs, traffic signals or roundabouts.  Signs are most common in rural 
areas, with roundabouts being provided in special circumstances.  Traffic signals are the most 
common form of control in urban areas.  The intersections should be designed in accordance with 
Parts 4, 4A, 4B and 4C of the Guide to Road Design (Austroads 2009i, 2010, 2011a, 2009j). 


In urban situations, service interchanges should not be located close to an intersection on the 
intersecting road, as operational and safety issues may arise if queues from a signalised 
intersection interfere with the operation of the interchange. 


In rural and urban areas, local traffic movements from an unsignalised intersection near an 
interchange may be at risk if the design allows traffic to exit from ramps into the intersecting road at 
high-speed.  Ramp terminals should be designed to control the speed at which traffic from the 
ramps can enter a normal arterial road. 


It is also desirable that driveways to individual properties and developments are not provided on 
the intersecting road near interchanges because of the inconvenience and reduced safety for 
people using the driveways and the interference to traffic moving to and from the ramps.  
Interchange planning and design should ensure that alternative access is provided. 


Typical service interchanges include the following types:  


 diamond interchange 


— conventional diamond (Figure 6.7) 


— spread diamond (Figure 6.8) 


— closed diamond (Figure 6.9) 


— half diamond (Figure 6.10) 


— split diamond (Figure 6.11) 


— diamond with roundabout terminals (Figure 6.12) 


 grade separated roundabout (Figure 6.13) 


 single point urban interchange: fast diamond (Figure 6.14)  


 parclo (partial cloverleaf, i.e. has loop ramps) 


— parclo A (Figure 6.15) 


— parclo A4 (Figure 6.16) 


— parclo B (Figure 6.17) 


— parclo B4 (Figure 6.18) 


— parclo A-B (Figure 6.19) 
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 three level diamond (Figure 6.20) 


 three level diamond with single point intersection (Figure 6.21). 


6.5.4 Characteristics of Service Interchange Types 
Different types of service interchanges are presented in this section (Figure 6.7 to Figure 6.21), 
together with a brief description and a summary of the advantages and disadvantages of each 
type.  Figure 6.7 illustrates the conventional diamond interchange that is the most common form of 
interchange.  The advantages and disadvantages of the conventional diamond also apply to the 
variations of the diamond interchange shown in Figure 6.8 to Figure 6.12.  The advantages and 
disadvantages associated with Figure 6.8 to Figure 6.12 are peculiar to that form of diamond 
interchange.  


 


General comment Advantages Disadvantages 


 The conventional diamond is 
the most common form of 
service interchange. 


 Variations are spread diamond 
(Figure 6.8), with ramps a 
significant distance apart, and 
closed diamond (Figure 6.9), 
with ramp terminals relatively 
close to the major road 
alignment. 


 Provides high-standard single exits and 
entrances in advance of and beyond the 
structure respectively. 


 Where the major road passes under the minor 
road, the grades of the ramps assist the 
deceleration of exiting traffic and the acceleration 
of entering traffic. 


 Single exit feature simplifies major road signing. 
 There is no need for speed change lanes on or 


under the structure (reduced cost). 
 Does not result in weaving on major road. 
 Ramps can allow for over-height loads that are 


unable to pass beneath an overpass of the major 
road. 


 Design is economical in property use and 
construction costs. 


 Results in conflicting movements on the minor 
road limit capacity and safety. 


 Right-turns from the minor road may overlap 
leading to inefficiencies in traffic signal phasing. 


 Where the minor road crosses over the major 
road, provision of adequate visibility at the ramp 
- minor road intersections may be difficult. 


 There is a possibility of wrong-way movements. 
 Right-turning traffic from the major road is 


obliged to stop or give way at the minor road.  
Additional lanes may be required for storage.  If 
there is no left-turn acceleration lane, 
left-turning traffic is also required to stop or give 
way. 


 There is little possibility of allowing for future 
expansion of the interchange, but increased 
volumes may be handled by channelisation 
and/or signalisation of the ramp terminals. 


Figure 6.7:   Conventional diamond interchange 
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General comment Advantages Disadvantages 


 The spread diamond is the most 
common type in rural areas. 


 Typically, ramp terminals about 
500 m apart along minor road, 
terminals being 250 m either 
side of major road centreline, to 
meet safe intersection sight 
distance (SISD) requirements. 


 Where intersecting road is taken over the 
major road, usually requires only one bridge. 


 Compared with closed diamond (Figure 6.9): 
— has smaller embankments and lower 


earthwork costs 
— right-turn lanes are on embankment rather 


than bridge, reducing costs. 
 Unlikely to require additional measures to 


address sight distance issues, compared to 
closed diamond interchanges. 


 Requires more land than conventional or closed 
diamond, so not as applicable in urban areas 
as in rural areas. 


Figure 6.8:   Spread diamond interchange 
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General comment Advantages Disadvantages 


 The closed diamond has ramp 
terminals relatively close to the 
major road alignment. 


 Common in urban areas 
because of high land costs and 
use of sophisticated traffic 
signal coordination systems. 


 Has smaller land requirements than 
conventional or spread diamond. 


 Effectiveness may be limited by capacity of the 
at-grade terminals. 


 For a minor road over a major road, a closed 
diamond may need a very wide structure to 
accommodate back-to-back right-turn lanes 
(perhaps double turns) and to meet sight 
distance requirements at ramp terminals. 


 Measures may be required to ensure that 
bridge barriers do not impede sight distance on 
the minor road. 


Figure 6.9:   Closed diamond interchange 
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General comment Advantages Disadvantages 


 The half diamond provides entry 
to and exit from the major road 
on only one side of the 
intersecting road. 


 Often used in urban areas where they can be 
appropriate because of close spacing of 
intersecting roads along a freeway. 


 May also be appropriate because of network 
requirements and topography. 


 Simpler intersections because of limited 
number of movements. 


 Not favoured in rural areas because 
interchanges usually are more widely spaced, 
and drivers unfamiliar with the area may be 
disconcerted to find that they cannot re-join the 
major road at the same interchange at which 
they left it. 


 In the case of closed half diamond 
interchanges, measures may be required to 
ensure that bridge barriers do not impede sight 
distance on the minor road. 


Figure 6.10:   Half diamond interchange 


 


 


General comment Advantages Disadvantages 


 The split diamond is essentially 
two half diamonds a short 
distance apart, each providing 
entry to (and exit from) the 
major road in the opposite 
direction from the other. 


 Provides the same advantages as half 
diamond but permits access to and from the 
major road in both directions. 


 Can create navigational problems similar to 
those for half diamond, as return routes and 
signage are more complicated, particularly 
where frontage roads cannot be provided to 
directly connect the two half diamonds making 
up the split interchange. 


 In the case of closed split diamond 
interchanges, measures may be required to 
ensure that bridge barriers do not impede sight 
distance on the minor road. 


Figure 6.11:  Split diamond interchange 
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General comment Advantages Disadvantages 


 The intersections of the 
diamond ramps with the minor 
road are designed as 
roundabouts. 


 With certain mixes of traffic volumes on its 
various elements, this form of interchange can 
provide fewer delays and a higher level of 
safety than alternatives. 


 Requires the availability of sufficient space for 
its implementation. 


Figure 6.12:   Diamond interchange with roundabout terminals (‘spectacles’ type) 


 


 


General comment Advantages Disadvantages 


 The grade separated 
roundabout is an alternative to 
the diamond interchange and is 
suitable for both urban and rural 
situations involving moderate 
requirements for capacity. 


 The numbers of lanes at entries 
and exits are comparable to 
those in a diamond interchange 
with roundabout terminals. 


 Provides high standard single exits and 
entrances in advance of and beyond the 
structure respectively. 


 Where the major road passes under the minor 
road, the grades of the ramps assist the 
deceleration of exiting traffic and the 
acceleration of entering traffic. 


 Single exit feature simplifies major road 
signing. 


 No weaving occurs on the major road. 
 Reduces possibility of wrong-way movements. 
 Has lower average delay than for signalised 


diamond for low to moderately high traffic 
volumes. 


 Is higher cost than conventional diamond – two 
overpasses or underpasses are required. 


 Parapets could interrupt the sight line of drivers. 
 May need to widen the bridges to meet 


sight-distance requirements at the exit ramp 
terminals. 


 Capacity of the interchange as a whole is 
limited by the capacity of the roundabout. 


Figure 6.13:   Grade separated roundabout 
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General comment Advantages Disadvantages 


 The single point (or fast 
diamond) interchange normally 
is used only in urban areas. 


 All right-turns are simple 
diamond turns that do not 
overlap and pass near the 
centre of the interchange. 


 The minor road should have a 
minimum grade, so that trucks 
turning on larger than normal 
radius do not become unstable. 


 Requires less land than a conventional 
diamond (Figure 6.7) – can be advantageous 
where available land is severely restricted and 
capacity must be maximised. 


 The opposing right-turns do not cross each 
other’s path, therefore eliminating a major 
source of conflict. 


 Reduced delay through the intersection since 
there is only one set of traffic signals. 


 The right-turns operate on larger radius curves 
and are therefore more efficient than at 
conventional intersections. 


 The operational efficiencies result in an 
interchange with higher capacity than the 
conventional diamond. 


 All turns are stored outside of the intersection 
(as opposed to between paired signals). 


 May have relatively high construction cost 
associated with the bridge – whether over or 
under, the size of the structure has to be large. 


 The length and geometry of the vehicle path 
through the intersection can lead to confusion if 
adequate guidance is not provided, particularly 
where the intersecting road is on a curve.  
Guidance is required such as painted lines, 
raised median, airport runway lights flush with 
the pavement within the ramp terminal 
intersection. 


 The potential relative speeds of the vehicles are 
increased. 


 If the intersecting roadways are on a skew, the 
length of structures required may become 
excessive, clearance distances are increased 
and sight distance can be adversely affected. 


 It is not possible to provide for the through 
movement from an exit ramp to an entry ramp, 
an aspect that may be important for transit bus 
operation. 


 Higher-speed right-turns from ramps may be 
hazardous unless the design provides good 
sight distances and delineation of turning lanes. 


 There is a possibility of wrong-way movements 
if no median is provided on the minor road. 


Figure 6.14:   Single point urban interchange (fast diamond) 
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General comment Advantages Disadvantages 


 Parclo (partial cloverleaf) 
interchanges provide some of 
the advantages of a full 
cloverleaf without requiring so 
much land. 


 The Parclo A has loop ramps in 
only two quadrants, each being 
in advance of the overpass 
structure. 


 Appropriate where land is not available in one 
or two quadrants or where two movements are 
large compared to the others and grade 
separation would provide superior operation. 


 May be used to achieve greater ramp spacing 
between adjacent interchanges. 


 Having ramps in only two quadrants, drivers 
cannot make a direct left-turn from the minor 
road onto the major road, but must turn right off 
the minor road onto the ramp in order to 
achieve the desired direction change. 


 Intersecting right-turns occur at both 
intersections on the minor road. 


 The loops constitute a low-speed element and 
this can result in safety issues due to the large 
speed decrement, particularly with respect to 
heavy vehicle stability. 


 Drivers turning left or right from the minor road 
are required to turn in the opposite direction to 
that which is intuitively expected.  This may 
lead to drivers who are not familiar with the 
road choosing the incorrect lane on the 
approach to the turn. 


Figure 6.15:   Parclo A 
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(a) Without collector roads 


 


(b) With collector roads 
General comment Advantages Disadvantages 


 The Parclo A4 has ramps (in 
advance of the overpass 
structure) in all four quadrants, 
allowing all movements from 
the minor road to be free flow. 


 The final part of each on-ramp 
may be shared by the direct 
and loop movements, 
Figure 6.16(b), to provide a 
single entrance to the major 
road. 


 Single exit feature simplifies major road 
signing. 


 No weaving occurs on the major road. 
 Is not conducive to wrong-way movements. 
 Depending on right-turn volumes, this is a 


high capacity interchange. 


 The right-turn from the ramp to the minor road will 
require storage on the ramp and additional lanes 
may be required. 


 Signals required on the minor road when the 
through and turning movements are high. 


 Future expansion of the interchange cannot easily 
be achieved. 


 Property and construction costs are higher than 
for a diamond interchange. 


 The loop ramps constitute a low-speed element, 
this can result in safety issues due to the large 
speed decrement, particularly with respect to 
heavy vehicle stability. 


 Drivers turning left or right from the minor road are 
required to turn in the opposite direction to that 
which is intuitively expected.  This may lead to 
drivers who are not familiar with the road choosing 
the incorrect lane on the approach to the turn. 


 Parclo A4 with collector roads, Figure 6.16(b), 
introduces additional merge conflict points. 


Figure 6.16:   Parclo A4 
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General comment Advantages Disadvantages 


 The Parclo B has loop ramps in 
only two quadrants, each being 
beyond the overpass structure. 


 Similar advantages to those of Parclo A 
(Figure 6.15) in accommodating space 
restrictions and achieving greater ramp 
spacing between adjacent interchanges. 


 Unlike Parclo A, permits direct left-turns from 
the major road and conventional right-turns 
from the minor road. 


 Intersecting right-turns occur at both 
intersections on the minor road. 


 The loops constitute a low-speed element with 
a high-speed approach and this can result in 
safety issues due to the large speed 
decrement, particularly with respect to heavy 
vehicle stability.  Adequate sight distance to the 
loops is essential and advance signing 
desirable. 


Figure 6.17:   Parclo B 


 


 


General comment Advantages Disadvantages 


 The Parclo B4 has loop ramps 
(beyond the overpass structure) 
in two quadrants and ramps in 
all four quadrants, allowing all 
movements from the major road 
(e.g. freeway) to the minor road 
to be free flow. 


 Must have collector/distributor 
roads to ensure there is only 
one exit from the major road. 


 Single exit feature simplifies signing and 
promotes consistency of operation. 


 No weaving occurs on the major road. 
 Is not conducive to wrong-way 


movements. 
 Depending on right-turn movements, this 


is a high capacity interchange. 


 Property and construction costs are higher than for 
a diamond interchange. 


 Requires signals on the minor road when through 
and turning volumes are high (usually in urban 
areas). 


 Right-turn movement from the minor road may 
require storage on or under the bridge between the 
ramp terminals. 


 The loops constitute a low-speed element with a 
high-speed approach and this can result in safety 
issues due to the large speed decrement, 
particularly with respect to heavy vehicle stability.  
Adequate sight distance to the loops is essential 
and advance signing desirable. 


Figure 6.18:   Parclo B4 
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General comment Advantages Disadvantages 


 The Parclo A-B provides a 
combination of direct and loop 
ramps in each of two adjacent 
quadrants. 


 Similar advantages to Parclo A and B, but 
suitable for use where land is available on only 
one side of the minor road. 


 From the major road, the exit loop is 
approached on a long straight, requiring 
measures to ensure the loop is entered at 
an appropriate speed. 


Figure 6.19:   Parclo A-B 


 


 


General comment Advantages Disadvantages 


 The three level diamond provides 
for all turning movements to occur 
at signalised at-grade intersections 
(circled in Figure 6.20) separate 
from the two intersecting roads. 


 It is also an appropriate type for a 
system interchange. 


 Is of high capacity. 
 Both intersecting roads are free of stop 


conditions. 
 Uses high standard single exits and entrances. 
 Is economical in property use compared to 


directional interchanges. 
 Features single exits which simplify signing on 


both roads. 
 No weaving is required. 
 No need for speed change lanes on or under 


structures. 


 Requires high construction costs with three 
structures and increased earthworks. 


 Requires a complex coordinated signal 
installation. 


Figure 6.20:   Three level diamond 
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General comment Advantages Disadvantages 


 In this interchange form, the 
turning movements occur at a 
single intersection (see also the 
single point urban interchange, 
Figure 6.14). 


 Is high capacity. 
 Both intersecting roads are free of stop 


conditions. 
 Uses high standard single exits and entrances. 
 Is economical in property use compared to 


directional interchanges. 
 Single exit feature simplifies signing on both 


roads. 
 No weaving is required. 
 No need for speed change lanes on or under 


structures is necessary. 
 Requires only a single set of two-phase signals. 


 Requires high construction costs because 
of the major bridges required over the 
intersection. 


Figure 6.21:   Three level diamond - single point intersection 


6.5.5 Interchange Selection Factors 
The form of interchange that should be adopted is a function of a number of factors including: 


 site conditions 


 land availability 


 safety 


 forecast traffic volume for each traffic movement 


 economic factors 


 environmental factors (noise, visual impact, flora and fauna, heritage, cultural) 


 staging of construction 


 requirements for proposed or future mass transit systems 


 high and/or wide load movements. 


Single two 
phase signal
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6.6 Ramp Layouts 
6.6.1 General 
The interchange of traffic between grade separated roads is accomplished by ramps.  The type of 
ramp used is influenced by a range of factors including the volume and characteristics of traffic, the 
required operating speed, gradients, physical restrictions (including topography), and the angle of 
intersection of the highways. 


Direct and semi-direct ramps (as defined in Commentary 25), which provide free-flow movements, 
are illustrated in Figure 6.22 and Figure 6.23.  Diagonal ramps, similar to those used at diamond 
interchanges, require traffic to pass through an at-grade intersection.  


[see Commentary 25] 
 


System interchanges use only direct or semi-direct ramps, except where a minor movement can be 
safely accommodated at-grade within a rural interchange between two major roads.  A direct or 
semi-direct ramp may also be used within service interchanges or to cater for a particularly heavy 
traffic movement at a major at-grade intersection.  Extensive use is made of diagonal ramps at 
service interchanges. 


The types of ramps and their use are summarised in Table 6.1.  For further details of ramp types 
and selection considerations refer to Commentary 26 and Part 4C of the Guide to Road Design 
(Austroads 2009j). 


[see Commentary 26] 


 


Figure 6.22:   Free-flow left-turns 


 


Figure 6.23:   Free-flow right-turns 
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Table 6.1:   Appropriate ramp treatments  


Turning 
movement 


Ramp type* System interchange Service interchange 
High turning volumes Low turning volumes 


Left Outer 
connector 


Most desirable Most desirable Not appropriate 


Semi-direct A Not preferred – right hand exit Not preferred – right hand exit Unsuitable 


Semi-direct B Not preferred – forced right hand 
merge 


Not preferred – forced right hand 
merge 


Unsuitable 


Loop Not suitable Not suitable Use only in constrained 
locations  


Diagonal Not suitable Not suitable Common usage  


Right Direct Major forks and branch connections Generally not economical.  Other 
types more suitable 


Unsuitable 


Semi-direct A Not preferred – forced right hand 
merge 


Not preferred – forced right hand 
merge 


Unsuitable 


Semi-direct B Acceptable Generally not economical Unsuitable 


Semi-direct C Desirable Generally not economical Generally not economical 


Loop Use in constrained situations Common usage Use for moderate turning 
volumes 


Diagonal Not suitable Not suitable Common usage 


* See Figure 6.22 and Figure 6.23 for illustrations of ramp types. 
 


6.6.2 Speed Management for Ramps 
Direct, semi-direct and outer connectors 


It is desirable that the design speed for direct ramps, semi-direct ramps and outer connectors with 
high-volume left-turn movements, is not substantially less than the design speed adopted for the 
freeway.  Where this cannot be achieved it is recommended that: 


 The 85th percentile speed of the ramp traffic should desirably be no less than the 85th 
percentile approach speed of the through road minus 10 km/h. 


 Speed drops of more than 20 km/h should be adopted only where dictated by economic 
constraints and must be accompanied by treatments to reduce speed (Section 6.8.3).  


Loop ramps 


Loop ramps require drivers to travel through an angle up to 270° on a circular alignment and are 
generally used where ‘parclo’ type interchanges provide an advantage (Section 6.5.3).  They may 
provide for continuous traffic flow or lead to a terminal intersection where drivers are expected to 
stop or give way.  The speed of traffic on the approach to the loop must be carefully managed 
through design and traffic management, as heavy vehicle stability can be an issue on loop ramps.  
Further, the lower speed at which vehicles negotiate the loop requires significant deceleration 
distance prior to the ramp and significant acceleration distance after the ramp in cases where 
continuous traffic flow is intended.  It is essential that drivers have good sight distance to the start 
of the loop.  
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Diagonal ramps 


On exit diagonal ramps, the 85th percentile speed prior to the intersection should be limited to 
60 km/h or less.  This can be achieved by the treatments described in Section 6.8.3. 


6.6.3 Lane Numbers 
At the intersecting road 


Where a ramp forms an at-grade intersection with the intersecting road, the ramp usually will 
require two or more lanes at the terminal, depending on the traffic capacity or operation required. 
(Part 3 of the Guide to Traffic Management, Austroads 2009b).  Additional lanes may be added to: 


 off-ramps to meet capacity requirements on approaches to at-grade terminal intersections  
 on-ramps to accommodate multiple turning lanes from the intersecting road 
 on-ramps to provide a bypass of ramp meters. 


At the nose 


The number of lanes required adjacent to ramp noses depends on the volume of traffic entering or 
leaving a freeway.  Traffic analysis is recommended in assessing the number of lanes required on 
ramps and the level of service at merge and diverge areas (Transportation Research Board 
2010a).  


However, Table 6.2 can be used as a guide to the number of lanes required at, and just beyond, 
the nose.  The table is based on design hour volumes that represent an acceptable level of 
service.  The capacity of ramps is covered in Transportation Research Board (2010a). 


Table 6.2:   Warrants for lanes on ramps 


Ramp description  Criteria for provision 


Single-lane ramp DHV < 1000 pcu/h 


Single-lane loop DHV < 900 pcu/h and indirect connection acceptable 


Single-lane at nose, two lanes on ramp 1000 < DHV < 1800 pcu/h 


Two lanes at nose, two lanes on ramp DHV > 1800 pcu/h 
Notes: 
DHV denotes Design Hour Volume. 
pcu/h denotes passenger car units per hour. 
 


Free-flow turning roadways 


Free-flow turning roadways (direct or semi-direct ramps) should normally have two-lane operation, 
with provision for emergency stopping, unless the expected volume exceeds the capacity of two 
through lanes, in which case a three-lane ramp should be provided.  Entry and exit ramps may be 
one lane or two lanes at the nose, depending on traffic volumes.  Two lanes may be necessary to 
enable overtaking of slower vehicles and this is often the subject of traffic analysis. 


Entry ramps 


Where an entry ramp with a single-lane at the nose joins a freeway or major rural highway with an 
operating speed of 80 km/h or more, a second entry ramp lane should be provided when: 
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 the length of a single-lane ramp would exceed 300 m on a level grade, a significant number 
of trucks use the ramp and a truck accelerating from rest at the ramp terminal would not be 
expected to reach 50 km/h at the nose (Commentary 27) 


 very long (> 600 m) ramps are provided as provision for overtaking is likely to be required 
over this length. 


[see Commentary 27] 
 


The ramp length is measured from the edge of the intersecting roadway to the ramp nose or 
between ramp noses in the case of free-flow ramps. 


Two-lane ramps with a single-lane at the nose are effectively one-lane ramps with provision for 
overtaking.  It is therefore not necessary to have full shoulder widths on these ramps.  A 1.0 m 
shoulder on each side to support the pavement may be sufficient provided that no provision for 
cyclists is planned. 


If the design year traffic volumes require two lanes on the ramp, two alternative approaches may 
be taken: 


 provide a single-lane at the nose and use the restricted capacity of this lane to control the 
volume of traffic entering the freeway 


 provide a full two-lane entry with an added (auxiliary) lane on the freeway.  


These ramps require the capacity of the two lanes and must therefore be provided with sufficient 
shoulder width to allow a stalled vehicle to be passed. 


Exit ramps 


As a guide, a single-lane at an exit ramp nose should be widened to two lanes when: 


 a truck will exit at less than 50 km/h at the nose, and a significant number of trucks use the 
ramp 


 the ramp is longer than 600 m as provision for overtaking is likely to be required over this 
length. 


Shorter ramps may be widened for storage at the minor road intersection.  Where two lanes are 
required at the nose to meet the traffic demand, the cross-section must allow space for a stalled 
vehicle to be passed, in addition to the full traffic lanes. 


6.6.4 Access Control 
Control of access (e.g. to driveways and local streets) in the vicinity of interchanges may be 
required to ensure operational efficiency of the interchange and the ramp terminal.  Factors to be 
considered include: 


 existing and future development in the vicinity of the interchange 


 intersection design at the ramp terminals 


 provision for pedestrians/cyclists 


 costs involved in prohibiting abutting access 


 the status of the road involved.  


Complete control of access must be enforced over the full length of all ramps in the interchange.  
No driveway entrance or intersection controlled by stop or give way signs should be permitted 
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along a ramp, as they invariably result in unsafe conditions related to traffic speed and driver 
expectation.  A special case may exist where a road network or major service centre requires 
access and there is no alternative but to intersect the ramp alignment.  In such cases, access 
should only be permitted through a roundabout or signalised intersection that effectively becomes 
the ramp terminal. 


6.6.5 Ramps on Two-lane, Two-way Freeways or Motorways 
Two-lane two-way freeways or motorways sometimes occur as a result of stage construction.  In 
such cases the interchange design must provide protection for drivers who may mistakenly believe 
that they are entering a divided freeway.  The interchanges should therefore provide signage and a 
median and/or a median barrier on the freeway of sufficient length to prevent wrong-way and other 
inappropriate movements where entry and exit ramps meet the freeway. 


A suitable treatment of sufficient width must be installed over the full extent of the interchange 
geometry (including tapers) to a point beyond the final entry ramp taper.  This extent of median is 
necessary to ensure that the entering traffic is prevented from crossing to the oncoming lane in the 
mistaken belief that they are entering a one-way roadway. 


Appropriate signing should be provided throughout the interchange.  In particular, two-way signs 
and pavement arrows should be used to remind drivers that they have entered a two-way road. 


6.6.6 Ramp Spacing 
The spacing of ramps is important with respect to: 


 traffic operating conditions on a freeway and at entry and exit locations 


 the effectiveness of advance and direction signing at exit ramps. 


Each exit and entry ramp creates some level of turbulence in the traffic stream on each side of the 
exit or entry point (the physical traffic separation or joining point).  The extent of this disturbance, 
known as the influence area, is approximately: 


 450 m upstream from the physical diverge point of the exit ramp 


 450 m downstream of the physical merge point of the entry ramp. 


In cases where an entry is followed by an exit, a weaving section will be created if the points of 
entry and exit of the ramps are close, in which case an auxiliary lane between the ramps might be 
appropriate.  In addition to reducing disturbance and enabling satisfactory weaving, a significant 
distance is needed for drivers to change lanes in response to exit signage and to position their 
vehicles for the exit manoeuvre. 


Proposed freeway and interchange layouts, whether for new, upgraded or existing freeways, 
should be analysed to determine that the proposed ramp spacing is satisfactory.  Each section 
where traffic streams separate or join, or where weaving takes place, should be analysed for peak 
and off-peak periods to ensure that the freeway will operate at the required level of service (Part 3 
of the Guide to Traffic Management, Austroads 2009b).  Although greater spacing is always 
preferred, Table 6.3 provides a guide to the minimum spacing that should be provided. 


Where service centres are to be introduced between existing or proposed interchanges, adequate 
spacing must be achieved to ensure that the level of service and level of safety are satisfactory, 
including clear and appropriate signing of the facility and the adjacent interchanges.  It is essential 
that access conditions applying to the development take account of the potential expansion of the 
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road in the long-term.  To meet these requirements, it is desirable that the distance between 
successive on and off ramps should be not less than 1500 m, measured between adjacent ramp 
entry and exit points.  


Table 6.3:   Ramp spacing 


Case(1) Type of roadway(1) Desirable (m)(1)(3) Minimum (m)(1)(3) 
Successive exits (i.e. exit followed by exit) or successive 
entrances (i.e. entry followed by entry)(2). 


 


 


Freeway/motorway – 300(7) 


Service road or 
collector-distributor 


road 
– 240(7) 


Exit followed by entrance. 


 


Freeway – 150(7) 


Service road or 
collector-distributor 


road 
– 120(7) 


Successive exits or successive entries on connecting roads (or 
turning roadways, i.e. distance between terminals within 
interchange itself). 


 


 


System interchange – 240(7) 


Service interchange – 180(7) 


Entrance followed by exit(6). 


  


2 lanes 900(4)(6) (6) 


3 lanes 1200(6) (6) 


4 lanes 1500(5)(6) (6) 


1 This table is a guide only.  All configurations should be analysed in accordance with the Highway Capacity Manual (HCM) (Transportation Research Board 
2010).  The distance/s (i.e. ‘L’) should be increased where required to achieve the design level of service (analysed using the HCM) or to achieve a consistent 
level of service along the link.  The distances given do not apply to major forks or branch connection merges.  In determining the required spacing the number of 
lanes in the ultimate stage of the motorway should be used. 


2 Not a preferred configuration for a motorway/freeway. 
3 It is preferable for the distances to be greater than the minimum to provide drivers with more decision making time.  
4 Based on providing no overlapping areas of turbulence.  
5 Based on signage and lane changing requirements of a four-lane one-way roadway on a freeway. 
6 The distance ‘L’ is usually measured between the gore areas (i.e. the point at each entry/exit to which the left edge line of the freeway and the right edge line of 


the ramp converge).  Dimensions less than the desirable should only be accepted if supported by a complete analysis undertaken in accordance with the HCM.  
Notwithstanding this table or the HCM analysis, it is desirable that not less than four seconds of travel, at the desired speed of the major road, be provided 
between the end of the last taper of the entry terminal and the start of the first taper of the following exit terminal.  


7 The distance ‘L’ is measured from like point to like point.  This length is subject to signage requirements (i.e. length may need to be increased so that the 
motorway and ramps can be signed adequately [e.g. to provide sufficient distance between signs or between sign and exit/entry]) and a HCM analysis (as per 
note (1) of this table). 


Source: Adapted from Queensland Department of Main Roads (2005). 
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6.6.7 Major Forks 
A major fork is the bifurcation of a one-way roadway into two lesser one-way roadways of about 
equal importance.  They often occur in major road to major road interchanges such as Y and T 
interchanges.  Figure 6.24 illustrates two examples of major fork design.  The exit treatment used 
at major forks depends on the distribution of traffic volumes: 


 direct right hand exits (i.e. right-turning direct ramp) should be used when the traffic in that 
direction exceeds 50% of the total approach traffic 


 a normal exit to the left (i.e. right-turning semi-direct C – Figure 6.23) should be used if the 
right-turning traffic is less than 30% of the total approach traffic 


 for right-turning traffic between 30% and 50%, the decision on whether the right-turning traffic 
should depart from the traffic stream on the left or the right has to take account of route 
continuity considerations.  


 


Figure 6.24:   Examples of major forks 


Aspects important to traffic operation are: 


 correct lane balance must be achieved 


 the approach to the nose should be straight or nearly so 


 generous sight distances (based on standard driver eye height to zero object height) should 
be provided, both on the approach to the gore area and to all signs, to allow drivers adequate 
time to assess the situation and take the appropriate action 


 gantry mounted signs must be used to ensure that drivers can readily identify which lane to 
follow. 


Downstream of the fork, the speeds on the two roadways should be consistent with the operating 
speed on the single upstream roadway (speed drop of 10 km/h acceptable if sight distance to 
roadways is adequate). 
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6.6.8 Branch Connections 
A branch connection is defined as the convergence of two one-way roadways into a single 
one-way roadway (e.g. the convergence of two freeway routes to form a single freeway route).  
These connections often form part of major road to major road interchanges. 


Figure 6.25 shows two possible branch connections.  Layout (a) is preferred unless the volume of 
traffic entering from the right is low and the provision of exclusive lanes for the right entering traffic 
is impracticable.  If this occurs, layout (b) may be the most suitable solution, although the bridge is 
likely to be more expensive.  If exclusive auxiliary lanes can be provided, layout (a) is the preferred 
option. 


Details of lane arrangements for branch connections are provided in Part 4 of the Guide to Road 
Design (Austroads 2009i). 


  


(a) Preferred layout (b) Layout to avoid forced right hand merge 


Figure 6.25:   Branch connections 


6.7 Basic Lane Numbers and Lane Balance 
6.7.1 Basic Lane Numbers 
Determining the basic number of lanes for a major road is fundamental to safe and efficient 
operation of traffic.  Arterial routes of importance should maintain consistency in the number of 
lanes provided along their length.  The basic number of lanes is therefore defined as the minimum 
number of lanes designated and maintained over a significant length of route, exclusive of auxiliary 
lanes.  This basic number of lanes is maintained throughout the length, irrespective of changes in 
traffic volume as vehicles enter and leave the facility.  This is a further extension of the principle of 
driver expectation with respect to consistency in traffic operational conditions.  In addition, forced 
lane changes over the length of the facility are reduced. 


The basic number of lanes is predicated on the traffic volume over a substantial length of road.  
The selection of that number of lanes is undertaken using volumes from traffic forecasts developed 
with the aid of traffic models as part of the planning process.  It is important to appreciate, 
however, that traffic forecasts are based on various assumptions and may be of limited accuracy 
(Part 3 of the Guide to Traffic Management, Austroads 2009b). 


While traffic forecasts are used as the basis for determining basic lane numbers, as well as turning 
and weaving volumes, the development of design volumes for a length of road should also draw 
upon all other relevant data and information, and the use of sound judgment.  
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The following factors and situations can cause high peaks in traffic flows and should be considered 
in addition to normal peak hour flows derived from traffic models: 


 unforeseen concentration of development 


 holiday or weekend travel  


 special events  


 stage construction and partial development of the freeway network  


 flexibility during unplanned incidents (e.g. crashes) 


 flexibility during extensive maintenance operations. 


6.7.2 Lane Balance 
Once the basic number of lanes is determined the balance in the number of lanes can be assessed 
using the following principles:  


 the number of lanes beyond the joining of two traffic streams should not be less than the sum 
of traffic lanes on the joining one-way roads minus one, and not more than the sum 


 the number of lanes on the combined road before a separating movement should be equal 
to, or one less than, the sum of all the traffic lanes following the separation 


 the number of lanes on the one-way road should be reduced by no more than one lane at 
any location. 


Correct use of these principles should ensure that lane balance is designed into interchange exits 
and entrances, through the use of auxiliary lanes where appropriate, and that a consistent level of 
service is achieved.  Figure 6.26 shows how the concept of lane balance and basic number of 
lanes is applied if the basic number of lanes is four in each direction.  In the figure (a) and (b) are 
incorrect whilst (c) shows the correct application, coordinating both basic number of lanes and lane 
balance. 


 


Source: AASHTO (2011). 


Figure 6.26:   Coordination of lane balance and basic number of lanes 
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Other considerations related to lane balance are: 


 when it is considered necessary to decrease the basic number of lanes, say near the end of 
a freeway/motorway, the lane drop should preferably be at an exit ramp or a major fork 


 a freeway/motorway lane should never be dropped abruptly after an exit ramp.  Where the 
traffic reduction is such that a lane can be dropped, this lane should be carried past the nose 
for an adequate distance and then tapered to meet the basic lanes.  The lane drop should be 
carried out on a uniform grade or in a sag and preferably on a straight alignment so that 
drivers can see the full length of the taper.  


The primary consideration is the achievement of a consistent level of service, which, if applied, will 
assure correct lane balance. 


6.8 Traffic Considerations 
6.8.1 General 
Movement between two freeways, or between a freeway and a normal arterial road, is associated 
with changes in driver behaviour and both design and traffic management must allow for this 
transition. 


The speed adopted by a driver, and other aspects of driver behaviour within an interchange, 
depend upon a number of factors including: 


 the types of roads intersecting and consequent geometric limitations on speed 


 numbers and spacing of driver decision points 


 characteristics of ramps and ramp terminals 


 presence of manoeuvring vehicles 


 proportion of heavy vehicles in the traffic stream 


 speed when approaching the interchange 


 traffic volumes and levels of service. 


The design standards adopted, particularly sight distances, must enable drivers approaching at the 
prevailing speed to observe the road within transition areas and hence travel in an efficient and 
safe manner.  In addition, signing and delineation should provide additional cues to drivers so that 
appropriate responses are achieved (Parts 3, 4 and 4C of the Guide to Road Design and Part 10 of 
the Guide to Traffic Management, Austroads 2009n, 2009i, 2009j, 2009e) 


Interchanges should provide adequate capacity and level of service for the through and turning 
traffic expected to use them.  This will require estimation of traffic volumes in the design year 
(usually 20 years after opening).  An estimate of traffic at the date a project opens is also of 
interest to decision makers because, in urban situations, it often is not feasible to provide for long 
term demands, and the road may reach capacity a relatively short time after opening.  In these 
cases, it is desirable that the interchange should at least provide reasonable capacity at opening, 
even if capacity to meet long term demands is not available, and should achieve a balanced level 
of service throughout.  Where it is expected that demand may exceed capacity a relatively short 
time after opening, provision for additional capacity should be considered, or ramp metering 
(Section 6.9). 
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6.8.2 Traffic Data Requirements 
The traffic data required for the design of the interchange includes: 


 through traffic volumes (including vehicle classifications) 


 turning volumes (including the origins and destinations of entering and exiting traffic) 


 approach speeds 


 crash rates and types where an existing interchange is being modified 


 pedestrian and cyclist movements and volumes to be accommodated 


 public transport movements and volumes. 


In urban areas, the design volumes will be determined from transport planning studies taking 
account of land use, public transport use, other mode shares and distribution to the overall network 
of roads.  The influence of various transport strategies on the generation and distribution of traffic 
in the future has to be taken into account in determining the design volume.  


In rural areas, a design hourly volume is estimated from the traffic patterns peculiar to the given 
road and area.  This can vary from the 30th highest hour to the 120th highest hour depending on 
the type of route.  A guide to the most economical design hour can be gained from a plot of hourly 
volumes from a continuous count station, usually expressed as a percentage of AADT, against the 
number of hours with a volume greater than the ordinate. 


The resulting graph (Figure 6.27), for example will usually have two portions – a steep part near 
the origin, and a flatter part as the number of hours increases.  The design hour can then be 
estimated from the intersection point of the slopes of the two sections of the plot. 


 


Note: 30 HV and 50 HV denote the thirtieth and fiftieth highest hourly volumes respectively.  These volumes are commonly used for design purposes. 
Source: Austroads (2009b). 


Figure 6.27:   Rural design hour volume estimation 
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Future volumes can be estimated by simple projection or by modelling.  Simple projection may be 
suitable where growth rates are known and stable, and future development is taking a steady path.  
In other areas, a more comprehensive modelling approach should be adopted to obtain a better 
insight into likely future requirements (Part 3 of the Guide to Traffic Management, Austroads 
2009b). 


6.8.3 Operating Speeds 
The speed adopted by a driver within an interchange depends on: 


 driver decision making requirements of the design 


 types of roads intersecting and their geometric limitations on speed 


 characteristics of terminals and ramps, principally the length of acceleration lane 


 the presence of manoeuvring vehicles 


 physical speed limitations due to the overall geometry 


 the approach speed of the vehicle entering the interchange area – determined by the speed 
environment of the approaches 


 the proportion of heavy vehicles in the traffic stream 


 traffic volumes and levels of service. 


While any one of these can be the predominant factor, it is a combination of the factors that 
influence speed.  The difference in the type of geometry used for the freeway and the 
interconnecting ramps can lead to large differences in speed between vehicles when moving from 
one element to another and it is important for this to be carefully considered in the design of the 
interchange elements.  For further details of interchange design considerations, refer to Part 4C of 
the Guide to Road Design (Austroads 2009j). 


If it is impracticable to use the geometric alignment of the ramp to control speed on the approach to 
the intersecting road or ramp terminal, the following traffic management measures may be 
considered: 


 large advance warning signs 


 appropriate advisory speed and/or speed limit signs 


 pavement markings across the pavement 


 lighting, especially at the intersections. 


6.8.4 Level of Service 
Level of service is a qualitative measure describing operational conditions within a traffic stream 
and the perception by drivers and/or passengers of the conditions.  The description is in terms of:  


 speed and travel time 


 freedom to manoeuvre 


 traffic interruptions 


 comfort and convenience. 


Six levels of service, designated A to F, are used to define the range of traffic conditions that can 
occur, each level representing a range of operating conditions.  
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Each traffic movement through an interchange should be provided with a consistent level of service 
with particular attention given to: 


 merge and diverge areas 


 weaving sections between ramps 


 acceleration and deceleration areas and lanes. 


When analysing ramp traffic movements, density is the key parameter for determining level of 
service.  Further guidance on level of service criteria for ramp movements is provided in Part 3 of 
the Guide to Traffic Management (Austroads 2009b) and the US Highway Capacity Manual 
(Transportation Research Board 2010a).  


The US Highway Capacity Manual provides guidance for determining the level of service for 
origin-destination demands through service interchanges, including procedures for signalised 
intersections and roundabouts.  This methodology enables the comparison of different types of 
interchanges (Section 6.5.3) based on operational performance.  Delay is the key parameter used 
to determine the level of service of the origin-destination demands. 


6.9 Ramp Metering 
A ramp metering system (or ramp meter) is a control system that regulates the flow of traffic 
entering a freeway in order to minimise flow breakdown on the freeway.  It regulates the number of 
vehicles able to enter the freeway by measuring traffic conditions on the mainline to detect the 
onset of congestion and providing feedback to traffic lights controlling entering traffic at the 
on-ramp.  The metering rate is varied by controlling the red time at each ramp meter signal. 


If the combination of upstream mainline and ramp flows exceeds the capacity of the freeway, ramp 
metering can be used to keep downstream traffic volumes below critical levels.  Even if the volume 
of vehicles only temporarily exceeds capacity, a critical volume can result in a breakdown of 
smooth traffic flow by creating turbulence with the resulting traffic shock waves degrading flow to 
stop-and-go movement.  Metering reduces the chance of exceeding the capacity of the mainline by 
temporarily storing vehicles on ramps and in storage areas adjacent to ramps. 


Ramp metering can also reduce the chance of turbulent flow due to grouping of entering vehicles 
attempting to merge with traffic on the mainline.  Platoons of vehicles from an entry ramp may 
attempt to force themselves into the mainline creating turbulence and contributing to flow 
breakdown.  By using metering to break up platoons attempting to merge with the mainline, the 
merging process can be smoothed, allowing traffic volumes to reach the capacity of the facility. 


The benefits of ramp metering have been documented in a number of studies.  Some of the 
advantages and disadvantages identified by these studies are shown in Table 6.4.  The results of a 
number of ramp metering evaluations are discussed in Part 9 of the Guide to Traffic Management 
(Austroads 2009d). 
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Table 6.4:   Advantages and disadvantages of ramp metering 


Advantages Disadvantages 


 Reduced travel time on freeway. 
 Reduced travel time variability. 
 Reduced accidents and incidents arising from smoother traffic 


flow. 
 Increased throughput. 
 Managed ramp utilisation. 


Ramp queues:  
 Ramp metering is usually a post hoc treatment, rarely allowed for 


in the original ramp design. 
 Adequate and safe storage for the number of vehicles expected 


to queue at ramp meters may be an issue. 
 Vehicle storage problems can be reduced if both the ramp meters 


and surface street traffic signals are coordinated to manage 
traffic approaching interchange ramps. 


Public acceptance can be problematic:  
 The traffic-flow relationships which allow ramp metering to be 


beneficial involve abstract concepts which are not easily 
understood by the general public. 


 The benefits of ramp metering may need to be widely publicised 
at implementation. 


 
Ramp metering can be implemented: 


 locally (i.e. at a single ramp assessed as contributing unduly to mainline flow breakdown) 


 as an integrated system at all (or nearly all) on-ramps over a substantial length of freeway. 


The advantage of an integrated system of ramp meters is the opportunity to manage ramp 
utilisation.  Metering rates at each ramp can be set to manage queue lengths and, if desired, to 
redistribute traffic to alternative ramps.  When ramp metering is employed as a method of 
preventing flow breakdown on a freeway, the more ramps that are metered, the less each ramp 
has to contribute to the reduction in entering flow. 


Ramp metering operation can be: 


 pre-timed, on the basis of historical traffic flow data 


 traffic adaptive, commencing and ceasing operation and changing the metering rate in near 
real time in response to changes in mainline traffic flow conditions and to ramp queue 
lengths.  The SCATS Ramp Metering System (SRMS), employing algorithms similar in 
concept to the widely used SCATS area traffic control system, is an Australian example of a 
ramp metering system with traffic adaptive capabilities. 


Where priority is required for buses or heavy vehicles to enter the freeway, a bypass lane can be 
provided to bypass the ramp meter signals, as shown in Figure 6.28. 
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Figure 6.28:   Ramp metering arrangement including optional HOV and bypass lanes 


For additional guidance on ramp metering refer to: 


 Part 2 of the Guide to Traffic Management (Austroads 2008a), which discusses the theory 
and conditions leading to flow breakdown on a freeway (where ramp metering may be 
considered). 


 Part 9 of the Guide to Traffic Management (Austroads 2009d) that provides an overview of 
the operational aspects of ramp metering. 


 Part 10 of the Guide to Traffic Management (Austroads 2009e), which discusses ramp 
metering signal displays, appropriate signs and road markings. 


 Part 4C of the Guide to Road Design (Austroads 2009j) that considers aspects of the 
geometric layout and design of ramp metering installations. 


6.10 Signing, Marking and Lighting 
Signing and marking is essential to the efficient and safe operation of interchanges.  However, it is 
essential that the design provides clear and logical cues to drivers so that they can readily 
recognise the type of interchange and the required travel path through it.  The effective and safe 
operation of an interchange should not rely on signs and markings, although signs and marking are 
required to complement the design layout.  


AS 1742.2, the Manual of Uniform Traffic Control Devices (MUTCD), Part 2 in Australia and 
MOTSAM in New Zealand set out the requirements for signing and marking of major roads 
including freeways and interchanges.  Significant issues for traffic management and safety that 
should be considered are: 


 locating signs to ensure adequate decision distances 


 positioning signs with respect to the major road lanes (overhead, to the side) 


 determining and locating support legs for signs including: 
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— not placing fixed base signs in the gore areas at ramps, in run out areas or within clear 
zones 


— using breakaway sign supports and lighting poles within clear zones (Part 6B of the 
Guide to Road Design, Austroads 2009k) 


— locating non-frangible posts behind safety barriers, shielded with impact attenuators or 
placed outside the clear zone 


— not placing breakaway sign post supports in medians or adjacent to pedestrian areas 


 to avoid driver confusion, using gantry signs at major forks where the painted gore is long 
and narrow because of the large radius curves involved 


 utilising gantry signs for roadways with three or more lanes 


 providing signs to cater for pedestrians and cyclists 


 ensuring that signs are clearly visible in all conditions and considering individual lighting of 
signs if general lighting is not adequate (Part 10 of the Guide to Traffic Management, 
Austroads 2009e).  


Lighting must be provided at all interchanges in accordance with the requirements of AS/NZS1158 
(Part 6B of the Guide to Road Design, Austroads 2009k). 


Where lane control signals or signs are installed as part of a freeway/motorway management 
system, they must be coordinated with all other signs that are necessary in the vicinity of the 
interchange (Parts 5 and 10 of the Guide to Traffic Management, Austroads 2008c, 2009e). 
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7 RAIL CROSSINGS 


7.1 Levels of Protection 
A railway crossing is an intersection between a road and a railway.  For traffic management 
purposes at-grade railway crossings are classified in terms of the levels of protection provided to 
reduce the likelihood of crashes between trains and motor vehicles, pedestrians and cyclists.  In 
recognition of their mass, speed and braking characteristics, trains have right of way at level 
crossings under the ARRs and the New Zealand Land Transport Rules.  All level crossings must 
be protected to ensure the safety of both road and rail users.  The level of protection refers to 
treatments and devices that are provided to control road users at railway crossings and may also 
be included in legislation relating to level crossings.  


Figure 7.1 illustrates the options available to treat intersections between roads and railways. 


 


Figure 7.1:   Railway level crossing protection options 


This section provides guidance on the traffic management aspects of: 


 passively protected level crossings  


 actively protected level crossings  


 grade separated railway crossings. 


7.2 Rail Crossings At-grade 
All at-grade rail crossings of roads that are used by the general public should be protected through 
the use of appropriate traffic control devices.  Treatments for various situations are provided in 
AS 1742.7, Manual of Uniform Traffic Control Devices Part 7: Railway Crossings, and MOTSAM 
(NZ Transport Agency 2010a, 2010b).  Traffic control of at-grade rail crossings may be achieved 
through the use of passive or active traffic control devices.   


7.2.1 Passive Protection 
Passive protection (or passive control) is the control of the movement of vehicular or pedestrian 
traffic across a railway crossing by signs and devices, none of which are activated during the 
approach or passage of a train, and which relies on the road user including pedestrians detecting 
the approach or presence of a train by direct observation. 
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Devices used for passive control treatments are summarised in Table 7.1. 


Table 7.1:   Traffic control devices for passive control 


Device  Notes 


Give way signs  Railway crossing sign assembly that incorporates a give way sign (Figure 7.2). 
 Provides the minimum level of control at any railway level crossing on roads open to the public. 
 Give way lines are required on sealed surfaces. 


Stop signs  Railway crossing sign assembly that incorporates a stop sign, instead of a give way sign (Figure 7.2). 
 Used in situations where all road traffic is required to stop at the crossing because road users approaching the 


crossing have restricted sight distance to trains (AS 1742.7). 
 Stop lines are required on sealed surfaces. 


Advance warning 
signs 


 Used to give the first advance warning of a railway level crossing. 
 Signs with a pictorial steam engine are used for passive crossings. 


Diagrammatic 
warning signs 


 A diagrammatic warning sign assembly is used comprising a warning sign depicting an intersection between a road 
and a track, together with a look for trains sign. 


 Used as the second or intermediate advance warning of the crossing at railway level crossings controlled by give 
way signs. 


 Are located in between the advance warning sign and the crossing. 
 Where a stop sign assembly is used, advance warning is normally provided by a stop sign ahead sign. 
 If the railway is at an oblique angle to the road, or the railway and/or road is on a curve, the sign selected should be 


the one that most clearly indicates the direction of search at or just in advance of its position. 
RAIL X pavement 
markings 


 Placed beyond the initial warning sign to provide adequate visual impact and a clear view to the near edge of the 
marking. 


Pedestrian and 
cyclists devices on 
paths(1)  


 Provide signs to warn pedestrians and cyclists to look for trains; pavement markings to define footway and safe 
waiting position. 


 Where cyclists are permitted to ride over the crossing, provide a cyclist warning sign on approaches to the crossing. 
 Where cyclists are not permitted to ride over the crossing, provide cyclist must dismount signs on the approaches to 


the crossing. 
 Ensure surface condition is safe including flangeway gaps (within practicable limitations). 
 Where necessary (e.g. urban areas) provide pedestrian mazes or gated enclosures; where mazes are provided, 


people with visual or mobility impairments, or people pushing prams should be able to easily negotiate them. 
 Requirements also apply to pedestrian crossings remote from vehicular crossings. 


1 Path includes footpath, shared path, separated path and bicycle path. 
 
The provision of either a give way or stop sign is based on sight distance.  Detailed guidance on 
the use of signs and markings for passive railway crossing treatments is provided in Australian 
Standard AS1742.7 and in the New Zealand MOTSAM.  For guidance on sight distances and other 
geometric design considerations, refer to Part 4 of the Guide to Road Design (Austroads 2009i).  
VicRoads (2012) discusses other considerations related to assessing passive level crossings. 
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Preferred for new or refurbished installations Alternative, may be maintained at existing installations 
Source: AS 1742.7-2007. 


Figure 7.2:   Examples of a passive railway crossing sign assembly 


7.2.2 Active Protection 
Active protection (or active control) is the control of the movement of vehicular or pedestrian traffic 
across a railway crossing by devices such as flashing lights, gates or barriers (also half-arm 
barriers in NZ), or a combination of these, where the device is activated prior to and during the 
passage of a train through the crossing. 


Li
ce


ns
ed


 to
 M


ic
he


lle
 E


rw
in


 o
n 


30
 M


ay
 2


01
3.


 P
er


so
na


l u
se


 li
ce


ns
e 


on
ly.


 S
to


ra
ge


, d
is


tri
bu


tio
n 


or
 u


se
 o


n 
ne


tw
or


k 
pr


oh
ib


ite
d.







Guide to Traffic Management Part 6: Intersections, Interchanges and Crossings 


 
 


 
 


A u s t r o a d s  2 0 1 3  


— 138 — 


Devices used for active control treatments are summarised in Table 7.2. 


Table 7.2:   Traffic control devices for active control 


Device Notes 


Flashing signals  A standard sign and signal assembly is used at actively protected level crossings. 
 Sign assembly comprises two alternately-flashing red signals mounted side by side under a railway crossing sign that 


is augmented by a stop on red signal sign (Figure 7.3). 
 Stop lines are required on sealed surfaces. 


Gates  May be used in conjunction with the flashing lights assembly for increased protection. 
 A stop sign is attached to the gates so that when they are closed the sign is clearly visible to approaching drivers.  


When double gates are used a stop sign is placed on each gate to face approaching traffic. 
Boom barriers  May be added to flashing signals for increased protection. 


 Should be considered, particularly for urban crossings and where there may be simultaneous movement of trains on 
two or more tracks. 


Advance warning 
signs  


 Permanent advance warnings showing a pictorial of the flashing assembly are used at crossings controlled by 
flashing signals, including those where boom barriers are installed in conjunction with the signals. 


 May also use active advance warning assemblies incorporating ‘Railway level crossing flashing signals ahead’ signs 
with flashing signals.  For details of the assembly and its use refer to AS 1742.7. 


RAIL X pavement 
markings 


 Placed beyond the initial warning sign to provide adequate visual impact and a clear view to the near edge of the 
marking. 


Pedestrian and 
cyclists devices on 
paths 


 Provide red symbolic standing pedestrian signals, audible alarms and signs to warn pedestrians and cyclists to look 
for trains.  Also use pavement markings to define the footway and a safe waiting position. 


 Where cyclists are permitted to ride over the crossing, provide a cyclist warning sign on approaches to the crossing. 
 Where cyclists are not permitted to ride over the crossing, provide ‘Cyclist must dismount’ signs on the approaches to 


the crossing. 
 Ensure surface condition is safe including flangeway gaps (within practicable limitations). 
 Where necessary (e.g. urban areas) provide pedestrian mazes or gated pedestrian enclosures; where gated 


enclosures and mazes are provided, people with impairments or people pushing prams should be able to easily 
negotiate them. 


 Requirements also apply to pedestrian crossings remote from vehicular crossings. 
 
For further guidance on the use of active devices refer to Part 10 of the Guide to Traffic 
Management (Austroads 2009e). 


Where the visibility of the sign assembly and lights is impeded due to the road alignment, width of 
road or number of high trucks, the assembly can also be mounted overhead.  


Detailed guidance on the use of signs and markings for active railway crossing treatments is 
provided in AS 1742.7 (MUTCD Part 7: Railway Crossings) and in New Zealand MOTSAM (NZ 
Transport Agency 2010a, 2010b). 


AS 1742.7 provides standards with respect to: 


 signs, devices and assemblies, and their use 


 pavement markings 


 the application of signs and markings to railway crossings 


 the avoidance of traffic queuing on crossings 


 pedestrian and bicycle treatments at railway crossings. 
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In particular, practitioners should note the sight triangles that relate to the provision of give way and 
stop signs at passive control treatments, sight distance provision at passive control crossings and 
the requirements for path alignment, flangeway gaps and delineation of path edges on pedestrian 
crossings. 


  


Preferred for new or refurbished installations Alternative, may be maintained at existing installations 
Source: AS 1742.7-2007. 


Figure 7.3:   Examples of an active railway crossing sign assembly 


Active advance warning assemblies (comprised of alternating flashing yellow lights, a flashing 
signals ahead sign and a prepare to stop panel) may be provided in advance of a crossing to 
supplement railway crossing flashing signals (AS 1742.7 and New Zealand MOTSAM).  This 
provides visual warning to road users that there is a requirement to stop at a railway crossing due 
to the impending activation of the railway crossing flashing signals at the crossing.  


An active advance warning assembly should be considered for use wherever a risk assessment 
indicates an unacceptable train/road user collision risk or the risk of a road user rear end collision 
can be reduced by the use of the device. 


The assemblies are particularly effective in improving safety on high-speed road approaches used 
by heavy vehicles, such as road trains, and where the required visibility to the flashing signals at 
the crossing cannot be attained by normal measures.  If the railway circuitry permits it may be 
beneficial to have the advance warning assembly lights begin to flash a predetermined number of 
seconds prior to the flashing lights at the crossing. 
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7.3 Grade Separated Vehicle Crossings 
Grade separation of rail crossings removes conflict between trains and road users by providing a 
structure that separates the road and railway in the vertical dimension.  Whether a road should 
form an overpass or underpass of a railway depends primarily on the vertical and horizontal 
alignments of the railway and the road, and the topography at the crossing location.  However, 
other factors, such as abutting land use, particularly in urban situations, may also influence the 
choice (Part 4 of the Guide to Road Design, Austroads 2009i).  


Railways should always be grade separated where they cross freeways or motorways.  Similarly 
new railway crossings of major rural and urban roads should also be grade separated.  From a 
traffic management perspective road/rail grade separations usually are provided to: 


 eliminate the risk of collision between trains and road users 


 reduce delays to road users to an acceptable magnitude. 


The decision to grade separate a rail crossing should include an economic analysis, based on long 
term, fully allocated life cycle costs, including both road and rail user costs, rather than simply on 
initial construction cost (Guide to Project Evaluation, Austroads 2005-2012). 


Traffic management and road safety factors that should be considered in the development of 
proposals for road/rail grade separations are listed in Table 7.3. 


Table 7.3:   Factors considered in assessing the need for grade separation of rail crossings 


Factor Considerations 


Road traffic 
characteristics 


 Motor vehicle traffic volume and speed. 
 Driver delay cost savings. 
 Pedestrian and cyclist volume and age. 


Train characteristics  Train speed. 
 Frequency of arrival. 
 Proximity of railway stations. 
 Shunting. 
 Sight distance. 
 Closure times. 
 Reduced delays. 


Road safety  Elimination of train/vehicle collisions (including the resultant property damage, medical costs, and liability). 
 Elimination of collisions between trains and pedestrians/cyclists. 
 Proximity of side roads and driveways to the crossing. 


Road network  Effects of any spill over congestion on the rest of the roadway system if grade separation is not provided.  
Conversely, reduction of congestion and delay at other crossings. 


 Improved safety at other crossings. 
 Potential for closing one or more adjacent crossings or grade separating them as part of a general rail realignment 


(where crossings are closed to vehicular traffic, consideration should be given to the provision of safe pedestrian 
access across the railway within a reasonable distance of the site, see Commentary 28). 


 Potential for traffic queues to adversely affect adjacent intersections is reduced or eliminated. 
[see Commentary 28] 


Road space  Avoids provision and management of increased road storage capacity to accommodate traffic stored at level 
crossings. 


 Road space may be allocated to other uses (e.g. public transport or bicycle lanes). 
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7.4 Level Crossing Treatments 
There is a range of treatment options that may be used for upgrading rail level crossings.  Their 
implementation requires integrated solutions to meet the needs of the specific site, and 
coordination between road and rail authorities.  Options are summarised in Table 7.4. 


Table 7.4:   Summary of treatment options for rail level crossings 


Treatment option Guidelines Advantages/disadvantages 


Active advance warning signs  High-speed approaches used by heavy 
vehicles. 


 Visibility to crossing cannot be achieved 
by other means. 


 Does not improve visibility of crossing. 
 Ongoing maintenance is required. 
 Requires power supply and consumption. 
 Relatively low cost. 


Queuing control treatment  Where there is an unacceptable risk that a 
recurrent queue will extend from a traffic 
control signal at an intersection or 
crossing) onto railway tracks. 


 Positive protection against queues 
extending onto railway tracks. 


 Requires an expensive and complex 
control system. 


 Detection required early enough to force a 
change of signal phase at the intersection 
and to disperse the queue. 


Traffic signal coordination  Link intersection signals to railway signals 
to achieve safe and efficient operation 
(Commentary 29). 


 In urban areas railway crossing may be 
incorporated into the signal systems of 
adjacent intersections. 


[see Commentary 29] 


 Phasing can be arranged to ensure that 
particular problem movements are 
terminated during the train phase; others 
are able to run throughout the train phase. 


 Signals at intersections adjacent to the rail 
crossing can be provided with progression 
and additional green time following 
termination of the train phase. 


Road realignment  Undertaken to improve sight distance to 
the railway crossing and to improve sight 
triangles between approaching motor 
vehicle drivers and trains. 


 Safer arrangement is achieved. 
 Cost of realignment is high. 
 Realignment may be impractical due to 


topography or other constraints. 


Upgrade protection (install lights, bells, boom 
gates) 


 Provide improved level of protection in 
accordance with AS 1742.7. 


 Can provide most appropriate treatment 
through an investigation of existing site. 


 Use ALCAM (Australian Level Crossing 
Assessment Model, see Section 7.8) to 
identify level of risk and to highlight 
characteristics that need attention.  
Examine site characteristics and use 
engineering judgement to determine 
appropriate treatment. 


High intensity lights  Use where site characteristics require a 
more conspicuous signal. 


 Effective where sun glare makes it difficult 
for motor vehicle drivers to see lights, or 
background to lights make it difficult for 
them to be seen. 


 Provides a cost effective treatment of 
existing sites. 
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Treatment option Guidelines Advantages/disadvantages 


Train speed reduction  Would usually only be contemplated to 
ensure operational safety due to track 
deficiency. 


 Could make existing crossing safer for 
motor vehicles. 


 Is likely to reduce efficiency of train 
operations and adversely affect 
schedules. 


Rail realignment  Is not usually practicable. 
 Would only occur as part of a track 


upgrade for operational improvements. 


 Works are costly and extensive. 
 Disruption to rail traffic is necessary. 


Sight line improvements  Removes barriers to motor vehicle drivers’ 
vision within sight triangles. 


 May require clearing work on private 
property; buildings problematic. 


 Must consider ongoing issue of access 
and maintenance. 


Closure of the crossing  Is generally only suitable for crossings 
with low motor vehicle volumes. 


 Alternative safe route must be available. 
 Additional travel times for users and 


impacts should be considered. 


 Eliminates a site of train/motor vehicle 
conflict. 


 No maintenance is required at the 
location. 


 Current users are directed to safer 
crossing. 


 Additional travel and costs for current 
users. 


Grade separation  Economic analysis of operational and 
safety aspects demonstrates that grade 
separation is beneficial. 


 Removes train/motor vehicle conflicts and 
train/pedestrian and cyclist conflicts. 


 Level of service is improvement – reduced 
delay. 


 Reduces transport costs and 
environmental impact. 


 Requires high initial capital cost. 
 Usually requires land acquisition. 


Heavy vehicle ban  Generally only suitable if an alternate 
route is available. 


 Minimises train/heavy vehicle conflicts 
which in the event of a crash are generally 
more severe. 


 


7.5 Rail Level Crossings at or near Road Intersections 
Rail level crossings located in close proximity to major urban arterial road intersections are 
particularly problematic, as queues from the level crossing can block the intersection.  Conversely, 
queues from the intersection can result in some vehicles inadvertently queuing on the crossing, 
even though it is illegal. 


7.5.1 Urban Rail Crossings 
For signalised intersections, queuing into the intersection may be managed by linking the 
intersection signals to the level crossing train signals by: 


 installing inductive loops on the departure side of the intersection to detect a queue and 
hence an imminent blockage of the intersection 


 terminating signal phases feeding the space between the level crossing and intersection 
when a queue is detected and reintroducing those phases only when the problem queue 
clears. 
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Queuing of road traffic across the rail level crossing may be managed by: 


 linking the intersection signals to the level crossing to enable a special queue-clearing 
sequence to be initiated before the flashing red signals start to operate (Section 7.9 of the 
Guide to Traffic Management Part 9, Austroads 2009d) 


 installing pre-signals (i.e. traffic signals stopping vehicular traffic installed in advance of a 
level crossing) 


 installing ‘yellow box’ pavement markings and fixed or variable message signs such as keep 
tracks clear (Figure 7.4) 


 providing additional storage or an escape lane for those drivers who inadvertently queue on 
a crossing just prior to activation of the crossing traffic control devices. 


 


Source: AS 1742.7-2007. 


Figure 7.4:   Keep tracks clear sign for use with yellow box pavement marking 


It is sometimes possible to include a rail crossing within an intersection conflict area.  Where this 
occurs at a signalised intersection, the train movement is treated as a priority phase.  The flashing 
red railway display should be provided as part of the intersection signal control.  Special 
precautions may need to be taken to shield any green intersection signal from the view of drivers 
approaching or stopped by a flashing red railway signal.  


Although the situation is not common, a railway or tramway crossing may be provided within a 
roundabout layout.  In the case of a railway, or a tramway in a higher-speed environment 
(> 60 km/h), the appropriate active control devices should be provided.  Tramway crossings in 
roundabouts generally occur only in low-speed urban situations and static or electronic signs are 
usually sufficient to advise drivers to give way to trams (Part 10 of the Guide to Traffic 
Management, Austroads 2009e). 


Existing and proposed intersections in close proximity to railway crossings often require traffic 
analysis (Part 3 of the Guide to Traffic Management, Austroads 2009b) and signal coordination.  


For further guidance on interlinking traffic signals and level crossing train signals, refer to Section 7 
of Part 9 of the Guide to Traffic Management (Austroads 2009d), Part 10 of the Guide to Traffic 
Management (Austroads 2009e), Institute of Transportation Engineers (2006), Roads and Traffic 
Authority (2010a, 2010b, 2010c) and VicRoads (1997).  
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7.5.2 Rural Rail Crossings  
Rail crossings sometimes occur in close proximity to rural intersections.  Traffic volumes at rural 
intersections are usually relatively low and the number of trains using rural lines is also low (refer to 
Commentary 30).  The issue of queues extending between rural intersections and adjacent rail 
crossings is therefore rare.  However, should such a situation occur, similar traffic analysis and 
traffic management techniques as those used in urban situations should be considered. 


[see Commentary 30] 
 


In rural situations where an arterial road runs parallel and close to an adjacent railway, the distance 
between the two facilities may create potential problems for: 


 long, heavy vehicles crossing the railway track and approaching the arterial road  


 traffic turning from the arterial road and approaching the level crossing.  


Short stacking 


Where there is limited distance between a railway level crossing and a downstream road 
intersection, preventing long-vehicles from occupying a rail level crossing whilst waiting to enter a 
road intersection (i.e. short stacking) should be considered.  


Such a situation may occur where the road and rail were located many decades ago with limited 
separation (say 25 m).  This causes problems for modern long-vehicles such as B-Doubles 
(B-Trains in New Zealand).  Whilst there may be a very low probability of a train/truck conflict 
occurring under these circumstances at many locations, the costs (e.g. loss of rolling stock and 
production) and trauma associated with level crossing crashes is so great that every effort should 
be made to remove the potential for conflict.  It may therefore be necessary to provide remedial 
treatments such as: 


 widening and/or realignment of the parallel road to increase separation between the rail 
crossing and holding line 


 provision of permanent or train actuated signals on the road parallel to the railway 


 prohibit long-vehicles from using the crossing and deviate them to a suitable route that may 
also require some remedial works 


 provision of an escape area in the verge between the railway and the road (generally not the 
preferred treatment due to subsequent difficulty for the long-vehicle in safely resuming its 
journey from a confined location). 


The provision of signs to warn truck drivers of the situation is of limited value. 


Turning traffic from a nearby intersection 


Where vehicles turn at a road intersection and travel towards a railway level crossing which is a 
short distance downstream, drivers may have difficulty detecting an approaching train.  This may 
be of particular concern where prior to turning at a road intersection, motorists travel parallel to the 
train line and in the same general direction as a train approaching the level crossing.  These 
drivers may be unaware of a train if it is approaching from behind the vehicle.  This may be a more 
prominent issue for drivers of vehicles which have restricted vision to the rear (e.g. trucks or vans). 


In these circumstances, drivers are unlikely to be able to sight an approaching train until they have 
completed or substantially completed turning.  This situation is generally more critical for a 
left-turning vehicle than a right-turning vehicle, although both movements require consideration.  
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At passive level crossings, this issue should be considered when determining the type of protection 
(e.g. give way or stop signs) and what, if any, other options are available or supporting measures 
should be implemented to minimise safety risk.  For further guidance on sight distance and other 
road design considerations at railway level crossings, refer to Part 4 of the Guide to Road Design 
(Austroads 2009i). 


7.6 Path Crossings of Railways 
7.6.1 Path Crossings – Pedestrian 
Pedestrian crossings of suburban rail systems include the following types: 


 grade separated pedestrian crossings 


 pedestrian crossings at vehicular level crossings 


 pedestrian crossings at stations remote from vehicular crossings 


 pedestrian crossings remote from stations or vehicular level crossings. 


Where facilities are to be provided for pedestrians at railway level crossings the treatment shall 
provide for people with disabilities, including ambulant, sight and hearing disabilities (AS 1742.7). 


Where pedestrians cross railway lines at-grade at a road/rail level crossing, a footway at the level 
of the top of the rail tracks will be required.  This can be achieved in the form of a widening of the 
road or as a separate footway.  Care needs to be taken in the details of the surface at the track 
crossing points.  All pedestrian crossings must be easily negotiable and safe for all users, including 
wheelchair users and people pushing prams.  


Signage, delineation and physical measures are required to define the intended path and direct 
pedestrians to the crossing and across the tracks.  One or more of the following treatments may 
also be required: 


 barriers and signage along the approach footways to ensure that pedestrians use the 
footway rather than the roadway or an alternate route 


 pedestrian mazes to orientate pedestrians so that they can readily look for trains and cross at 
the correct location 


 remotely controlled gates or boom barriers to prevent crossing when trains are approaching 
or proceeding through the crossing 


 Don’t Walk lights and audible warnings 


 adequate lighting. 


Signs commonly used at pedestrian crossings of railways are shown in Figure 7.5. 
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Source: AS 1742.7-2007. 


Figure 7.5:   Examples of signs used at pedestrian and cyclist crossings of railways 


7.6.2 Path Crossings – Shared 
AS 1742.7 states that a cyclists dismount sign shall be used at crossings that are primarily used by 
pedestrians i.e. that are not part of a shared path, but may be used by cyclists.  This requirement is 
intended to emphasise to cyclists that it would be safer for both pedestrians and cyclists if they 
were to dismount and not ride across the crossing.  


AS 1742.7 includes an informative appendix of typical examples of pedestrian facilities at rail level 
crossings.  The treatments include a minimum treatment, mazes, and gate enclosures.  
Treatments with passive and active control are illustrated.  The cyclists dismount sign is shown in 
Figure 7.5.  


AS 1742.7 does not provide warrants or guidelines to determine whether pedestrian or cyclist 
facilities are to be provided and, if so, which treatment is to be used.  Road and rail authorities 
should work together to develop warrants taking into account pedestrian and cyclist volumes, train 
movement patterns, whether active control is provided for vehicular traffic and any other relevant 
risk factors. 
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7.6.3 Grade Separated Path Crossings 
In Australia, as in Europe and North America, grade separation of pedestrian movements is rarely 
provided, except across freeways or motorways and railways near busy railway stations, even 
though it provides the highest degree of protection from road traffic or trains.  The general reasons 
for this include: 


 high capital cost 


 high cost of lighting 


 difficulties experienced by the aged and physically impaired persons due to level differences 


 the relatively excessive journey distance along ramps compared to a direct crossing of the 
road or railway. 


Use of an underpass (with a smaller difference in level than an overpass) may reduce the road 
user difficulties of an overpass, especially for the elderly, although they may have other serious 
disadvantages such as: 


 reduced personal security 


 higher maintenance cost and lack of amenity due to vandalism 


 seepage and flood risk. 


The provision of a grade separation requires an evaluation, including consideration of: 


 physical site suitability 


 alternative traffic management treatments 


 likely level of use  


 likely benefits of increased safety and reduced delay 


 engineering feasibility 


 costs. 


It is good practice for a footpath to be provided where a vehicular grade separation of a railway is 
constructed in an urban area (and also in generally rural areas where there is urban development 
near the grade separation).  In such cases, and also in those cases where a separate pedestrian 
grade separation is provided, measures should be taken to ensure that pedestrians use the facility 
rather than a more direct, informal crossing of the railway.  This may require the erection of barriers 
and provision of effective direction signs and connecting pathways. 


In situations where a grade separation of a railway crossing forms part of a shared path, the 
structure must be designed to a standard that is safe for combined use by cyclists and pedestrians, 
including wheelchair users and people pushing prams.  In particular: 


 overpasses and underpasses should have an adequate width 


 adequate vertical clearance is essential 


 adequate sight distance must be available (particularly relevant to the entries and exits of 
underpasses) 


 higher railings, designed not to snag bicycle pedals, are required on overpasses 


 suitable gradients must be provided. 
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7.6.4 Impaired Persons 
All pedestrian level crossings including the escape or bypass areas should be designed to allow 
convenient and safe passage by all pedestrians, including people who have an impairment and/or 
are elderly.  The design principles that apply are similar to those that apply for other road users.  
The specific aspects of a crossing design, construction and maintenance to achieve this objective 
are summarised in Table 7.5. 


Table 7.5:   Design features at path level crossings to assist impaired and aged persons 


Design feature Comments 


Surfaces  Must be smooth and even. 
 Uneven surfaces and flangeway gaps (where rails intersect paths) can cause the small wheels of 


wheelchairs to become entrapped, or cause loss of control or tipping of the wheelchair. 
 Visually impaired or aged persons can stumble and fall due to relatively minor level differences. 


Manoeuvring space  Crossing layouts and entry treatments (e.g. mazes) should be designed so that the movement of 
larger wheelchairs and scooters is not too restricted. 


 Crossing pathway should be of adequate width (AS 1742.7). 
Warnings of trains approaching  Warning times must be adequate to cater for slower pedestrians and wheelchair users to safely 


cross and clear the crossing. 
Visual, audible and tactile warnings  Users may have a range of disabilities. 


 Crossings should desirably provide visual, audible and tactile warning systems for pedestrians who 
have poor hearing and/or vision. 


 The use of crossings is made easier for vision impaired persons by the use of appropriate tactile 
and contrasting visual cues, in addition to warning devices. 


Alignment of crossings   Should be at right-angles to tracks wherever practical to do so. 
 Crossings that are not aligned at right-angles to the rails may increase the risk of wheelchairs 


becoming entrapped and can create navigational problems for the vision impaired. 
Approaches to crossings  The design of crossings should include consideration of approaches to ensure that well designed 


and maintained paths connect each crossing to the local footpath network. 
 
Whilst AS 1428 Design for access and mobility provides considerable advice on treatment of 
pedestrian crossings at intersections for people with disabilities, specifically in relation to tactile 
ground surface indicators (TGSIs), no corresponding standard exists for the design and control of 
pedestrian crossings of railways.  


7.7 Lighting at Rail Crossings 
Lighting can improve the safety of rail crossings, including those in rural areas by increasing the 
conspicuity of the crossing area.  In urban areas, as well as highlighting the presence of the 
crossing, lighting can provide both reflected light from trains and back lighting of trains that are on 
a crossing.  Lighting schemes should be designed in accordance with AS/NZS 1158 – Lighting for 
Roads and Public Spaces and Part 6B of the Guide to Road Design (Austroads 2009k).  Given that 
the railway crossing is an intersection, this will ensure that adequate lighting is provided for 
pedestrians and all other road users.  
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7.8 Selection of Treatment 
7.8.1 ALCAM Model 
The Australian Level Crossing Assessment Model (ALCAM) is a safety assessment tool used to 
assist in the prioritisation of railway level crossings according to their comparative safety risk.  It 
provides a rigorous defensible process for decision making for road and pedestrian level crossings 
as well as a method to help determine the optimum safety improvements for individual sites. 


At the May 2003 Australian Transport Council (ATC) meeting, all state and territory transport 
ministers agreed to adopt this innovative method of risk assessment.  ALCAM is currently applied 
across New Zealand and all Australian states and territories and is overseen by a committee of 
representatives from these jurisdictions to ensure its consistency of development and 
implementation. 


7.8.2 Risk Exposure Score 
ALCAM is an assessment tool designed to prioritise level crossing safety improvement works as 
well as assisting in the determination of the most effective safety improvements at these sites, in 
consideration of factors including cost.  The model is a complex scoring algorithm which considers 
each site’s physical properties (characteristics and controls) including consideration of the related 
common human behaviours, to provide each level crossing with a ‘Risk Score’.  This score is then 
multiplied by the site’s ‘Exposure Rating’ (a factor of Vehicles, Trains and Consequence) which 
enables the comparison of the relative Total Risk Exposure Score across level crossings within a 
given jurisdiction. 


ALCAM produces both an overall comparative risk score for each site as well as highlighting where 
specific risks exist.  It utilises ‘triggers’ or limits as a preliminary means of determining the potential 
level of risk (high, medium or low) at a site.  ALCAM then allows for the determination of proposed 
treatments to address these risk areas, as well as consideration of the cost versus risk reduction of 
these proposed treatments.  A total data management system is provided, the Level Crossing 
Management System (LXM), to allow for the effective management of ALCAM data as well as 
other important information (such as accident history).  This assists in the overall decision making 
process. 


The model allocates weighted points to existing characteristics at a crossing to calculate a Risk 
Score for the site.  The weightings applied have been determined through a series of workshops by 
an expert group including representatives from each mainland state of Australia and covering 
expertise in road and rail engineering.  In excess of 100 individuals, primarily from Australia’s road 
and rail jurisdictions, with expertise collectively covering the areas of level crossing safety have 
been involved in the development of ALCAM from its conception in 1999 through to its continuing 
development and use.  The weightings take into account the likelihood and impact of a series of 
identified accident causal factors (accident mechanisms) and to what comparative degree each 
characteristic and control measure at a site contributes to and/or impacts on these accident 
mechanisms. 
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7.8.3 Likelihood Bands 
ALCAM developed Likelihood Bands to indicate a comparative level of safety risk at a level 
crossing (i.e. high, medium or low).  This assists in determining whether a treatment is required at 
a particular site (Table 7.6). 


Table 7.6:   Description of installation and intervention levels 


Level of risk Safety implications 


High Safety improvement highly likely – Factors have been identified that may require priority attention and are likely to require 
mitigation works to be undertaken to return to an acceptable level. 


Medium Safety improvement to be considered – Factors have been identified that may require further assessment by road and 
railway entities.  Remedial action may be required to address hazards. 


Low Safety at site to be monitored – Indicative that appropriate control is in place and that remedial action may not be required.  
Ongoing monitoring by road and railway entities is required. 


Source: Transport for NSW (2010). 


The Likelihood Bands are determined by:  


 calculating a traffic level by multiplying the average daily train and road vehicle or pedestrian 
movements at a crossing and modifying the traffic level by a Consequence Factor which is 
intended to act as a modifier to account for the severity of an incident  


 applying a Consequence Factor based on the type of road and rail traffic, road approach 
alignment, road traffic speed and other considerations 


 using the modified traffic level (referred to as the VTC score [VT being road traffic volume 
multiplied by the number of trains]) or PTC score (PT being pedestrians multiplied by the 
number of trains) to determine the appropriate intervention and installation scores based on 
the relationships shown in Figure 7.6.  


These relationships have been determined by the ALCAM Reference Group and are subject to 
ongoing review. 


  


Notes: 
VTC = Vehicles x Trains x Consequence Factor. 
PTC = Pedestrians x Trains x Consequence Factor. 
Source: Transport for NSW (2010). 


Figure 7.6:   ALCAM likelihood bands 
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7.8.4 Application of ALCAM 
It is important to note that ALCAM is only one of the tools used in the safety assessment of level 
crossings.  Consideration also needs to be given to addressing other elements such as the full 
social and economic impact as well as site-specific safety factors.  Whilst ALCAM does produce 
various outputs, this does not preclude the need for sound engineering judgment.  It should be 
used in conjunction with stakeholder site assessments, standards, and other risk mitigation 
strategies.  For example, Roads and Traffic Authority (2011) has developed guidance outlining a 
number of support mechanisms that may assist in managing the safety of railway level crossings.  


ALCAM should be applied by road and/or railway safety engineers or other similar professionally 
qualified staff who have been trained by approved ALCAM instructors in the proper application of 
ALCAM.  This needs to be combined with appropriate expertise and experience in railway level 
crossing safety, risk management and knowledge of the applicable railway level crossing 
standards. 


ALCAM is used to assess the level of risk at level crossings throughout Australia and New 
Zealand.  The model is managed by a national reference group to ensure that it continues to be 
relevant in meeting the collective needs of jurisdictions. 
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8 PEDESTRIAN AND CYCLIST CROSSINGS OF ROADS 


8.1 Introduction 
8.1.1 Types of Crossings 
This section discusses treatments available to assist pedestrians and cyclists crossing at roads 
away from intersections and at cycle path intersections.  Typically these crossings are needed to 
provide continuous and connected bicycle routes for cyclists and to improve access for 
pedestrians. 


8.1.2 Basics of Crossings 
An important purpose behind creating crossing points is to concentrate the movements to selected 
locations where: 


 pedestrian and cyclist networks exist or are being developed to improve the safety, amenity 
of the environment, and accessibility provided for pedestrians and cyclists 


 pedestrians and cyclists are provided with a safe place to cross the road through the use of 
treatments and devices that effectively manage conflicts between pedestrians/cyclists and 
motorised traffic 


 motorists would expect the presence of pedestrians and cyclists 


 the crossing can be readily identified by all road users as a point of crossing 


 pedestrians with limited vision or mobility can be provided with non-visual cues and/or 
physical aids 


 regulatory traffic control devices can be installed. 


The Australian Standard AS 1428.1 Design for Access and Mobility – General Requirements for 
Access specifies requirements, with particular attention to paths of travel, access and facilities for 
people with ambulatory and sensory disabilities and those who use wheelchairs.  From the design 
perspective, additional guidance is given in the Austroads Guide to Road Design Part 6A (2009m), 
and in the New Zealand Pedestrian Planning and Design Guide (Land Transport New Zealand 
2007). 


An exception to concentrating non-motorised movements to a specific location is the integrated 
facility where all road users share the same road space under a controlled environment. 


It is important that pedestrian and cyclist crossings be considered as part of continuous networks.  
The Guide to Traffic Management Part 4 (Austroads 2009c) provides guidance on network 
management, including planning processes for balancing and prioritising the needs of different 
road users and specific guidance applicable to cyclist and pedestrian networks. 


8.2 Mid-block Crossings on Roads 
8.2.1 General Considerations for All Road Users 
Mid-block crossings can be classified into four categories which reflect the various levels of safety, 
amenity and cost.  The objectives and general priority, applications, treatment options, and 
treatment considerations that may apply for different categories of crossing facilities are shown for: 


 general facilities (Table 8.1 ) 


 time separated facilities (Table 8.2) 


Li
ce


ns
ed


 to
 M


ic
he


lle
 E


rw
in


 o
n 


30
 M


ay
 2


01
3.


 P
er


so
na


l u
se


 li
ce


ns
e 


on
ly.


 S
to


ra
ge


, d
is


tri
bu


tio
n 


or
 u


se
 o


n 
ne


tw
or


k 
pr


oh
ib


ite
d.







Guide to Traffic Management Part 6: Intersections, Interchanges and Crossings 


 
 


 
 


A u s t r o a d s  2 0 1 3  


— 153 — 


 grade separated facilities (Table 8.3) 


 integrated facilities (Table 8.4) 


 Table 8.5 provides a guide to the appropriate use of a treatment for particular road 
classifications. 


The selection of appropriate pedestrian crossing facilities should be made on the basis of safety 
performance and the level of service provided to pedestrians.  Guidance on this approach is 
outlined in the Guide to Traffic Management Part 3 (Austroads 2009b).  This approach is preferred 
to a selection method based only on numerical warrants arising from vehicle and pedestrian flows. 


Mid-block crossings should also be designed to enable the safe and convenient passage of cyclists 
travelling along or turning into and from the intersecting road.  The guidance and treatments in 
Section 3.4 and 3.5 may be considered for unsignalised and signalised crossings respectively.  


Table 8.1:   Benefits of treatments – general crossing facilities 


Objectives and priority Application Treatment Benefits and considerations(1) 
To increase the safety of 
pedestrians and cyclists by 
the use of physical aids within 
the roadway so as to: 
 reduce conflict between 


vehicles and both 
pedestrians and cyclists 


 simplify the decisions 
which drivers, 
pedestrians and cyclists 
have to make. 


Motorist has priority; 
non-motorised traffic must 
select an appropriate gap. 


There are moderate volumes 
of crossing traffic. 
Pronounced desire line or 
cycle path route.  
 A desire line is the route 


naturally taken by 
pedestrians or cyclists, 
determined from a worn 
surface or observation. 


There is difficulty crossing full 
width of road in one stage due 
to: 
 long delays or unsafe gap 


selection 
 long crossing length or 


multiple lanes 
 high vehicle flows or 


speed. 
Limited sight distance found. 
Need exists to cater for 
disabilities. 
Pedestrian or cyclist crossings 
are not expected by motorist. 
There are poor crossing 
options at other locations, or 
best location to cross is 
unclear. 
There are crossings at 
numerous locations along 
short section of road. 


Refuge 
island 
median 


 Improves accessibility for pedestrians and cyclists. 
 Users cross one direction of traffic at a time making 


gap selection easier. 
 Provides physical protection from vehicles. 


Kerb 
extension 
(blisters or 
nibs)  


 Can safely store multiple users at part crossing 
distance. 


 Provides an alternative to refuge if people feel unsafe 
standing in middle of road. 


Road 
narrowing 


 Can be used frequently along a length of road. 


Indented 
parking 


 Parking controls may be necessary to provide 
adequate sight distance to pedestrians and cyclists. 


 Relatively low cost if road width is available. 
 Reduces crossing width. 
 Improves conspicuity and sight distance. 
 Delineate and protect parking, can reduce number of 


bays. 
 Can contribute to speed control. 
 Can create a squeeze point for cyclists. 


Staggered 
pedestrian 
crossing 


 Consider staggered pedestrian crossing arrangement 
on multi-lane roads as this can provide for more 
effective two-way traffic signal coordination and 
provide the opportunity to double cycle the pedestrian 
crossing.  Staggered crossings near roundabouts 
provide the opportunity for both safety and operational 
benefits compared to a non-staggered crossing.  


Fence  Redirects pedestrians and cyclists to crossing point. 
 Controls movements outside hotels. 
 Prevents direct crossing access from lane or pathway. 
 Can limit access to parked vehicles. 


Speed 
control 
device 


 Manages speed in the vicinity of untreated crossing 
points. 


1 See Part 4 of the Guide to Road Design (Austroads 2009i), AS 1742.9, AS 1742.10, Land Transport New Zealand (2007) and NZ Transport Agency (2008). 
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Table 8.2:   Benefits of treatments – time separated (traffic controlled) facilities 


Objectives and priority Application Treatment Benefits and considerations(1) 
To minimise conflict between 
pedestrians and cyclists 
crossing the road and vehicles 
travelling along the road. 
This is done by allotting short 
time periods for use of a 
section of road by pedestrians 
and cyclists crossing the road, 
and also for vehicles travelling 
along the road.  
Pedestrians and cyclists have 
priority according to device 
type and applicable road rule. 
Cyclists must dismount except 
at signalised treatments that 
have bicycle lanterns erected 
(i.e. bicycle crossing or shared 
use crossing). 
Improves accessibility for 
pedestrians and cyclists. 


Regular crossings used by 
young or older pedestrians. 
May have pronounced peak 
crossing demand. 
Used for lower speed zones 
(e.g. ≤ 40 km/h). 
Is suitable for crossing two-
lane two-way, low-speed roads 
that have high-volumes or 
insufficient gaps, and high 
entry angle left-turn slip lanes 
at arterial road intersections. 
Is not suitable on multi-lane 
roads (e.g. four-lane undivided 
or high-speed roads). 


Pedestrian 
(Zebra) 
crossing 


 Not suitable for multi-lane or arterial roads. 
 Crossing zone is well defined. 
 Safety is improved with kerb extensions. 
 Good sight distance and conspicuity are required. 
 Cost-effective, may create short delays to motorists 


at many locations – depends on pedestrian demand. 
 Suits all users. 
 Less suitable when crossing numbers are small. 


Children’s 
crossing 


 Part-time operation, crossing priority only when flags 
(or school patrol and signs in NZ) are in position. 


 Specific for children and youths, may be supervised. 
 Requires undertaking to manage flags. 
 Reverts to a crossing point where motorists have 


priority – possible reduced crossing width. 
Applicable for higher speed 
zones. 


Pedestrian 
traffic 
signals(2) 
Pelican 
Puffin 


 Provides greater guarantee of priority control. 
 Allows provision of audio and tactile cues. 
 Can be used where limited sight distance exists. 
 Pelican/Puffin provides reduced delay to motorists 


and reduced cycle time. 
 Pelican has onus on motorists to remain stopped 


until pedestrian crossing completed. 
 Puffin has positive control over priority for full period 


of crossing. 
 Consider bicycle detection and hand rails. 


Applicable at locations with: 
 one-way or two-lane roads 
 existing low-speed and low 


volumes 
 a need to reduce or control 


speeds 
 LATM schemes 
 high crossing use 
 good sight distance. 


Pedestrian 
(Wombat) 
crossing 


 Increases conspicuity. 
 Provides positive speed control. 
 Provides a low cost, permits landscaping. 
 Should form part of a traffic calming scheme. 
 May increase noise. 
Note: Wombat crossings are Pedestrian (Zebra) 
crossings erected in 40 km/h speed zones and placed on 
raised platforms of similar design to road humps. 


Applicable at locations with: 
 very low-volume local 


streets intersecting 
frequently with cycle paths 


 proportion of commercial 
traffic low 


 low-speed environment, no 
more than two lanes 


 good visibility and away 
from intersections. 


Low-volume 
street 
crossing 


 Is intended where exclusive bicycle path crosses 
minor road. 


 Provides an improved level of service to cyclists 
through continuity of paths. 


 Cyclists are not required to dismount. 
 Is not suitable where significant numbers of primary 


school children cross. 


1 See Section 5, Part 9 of the Guide to Traffic Management (Austroads 2009d), Part 4 of the Guide to Road Design (Austroads 2009i), AS 1742.9, AS 1742.10, 
AS 1742.14, Land Transport New Zealand (2007) and NZ Transport Agency (2008). 


2 For recent developments in the use of crossings at signalised facilities, see Section 8.2.3. 
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Table 8.3:   Benefits of treatments – grade separated facilities 


Objectives and priority Application Treatment Benefits and considerations(1) 
To increase the safety of 
pedestrians and cyclists by 
eliminating physical conflict 
between them, and motorised 
traffic. 
Removes priority 
considerations. 


Applicable at locations with: 
 high posted speed 
 high-volumes of motorised 


and crossing traffic 
 multiple lanes 
 cycle path continuity. 


Overpass, 
underpass 


 May require high capital cost. 
 Grade difference of an overpass is less preferred for 


impaired and aged persons, and cyclists. 
 Underpass has problems with security, lighting and 


vandalism. 
 Infrequent location may not cover desire lines causing 


increased journey distance, fencing may be required. 
Applicable at locations with: 
 high-volumes of 


pedestrians and/or cyclists 
 continuous crossings 


along road 
 commercial or recreational 


activity 
 a need for very limited 


motorised access to 
properties. 


Mall  Road becomes thoroughfare for pedestrians. 
 Cycling may be prohibited in malls.  If cycling is allowed 


together with high pedestrian flows, specific space may 
have to be allocated for cycling. 


 Permits streetscaping options. 
 Vehicle access may be provided through permit 


system. 


1 See Section 5, Part 8 of the Guide to Traffic Management (Austroads 2008b), Part 4 of the Guide to Road Design (Austroads 2009i), AS 1742.9, AS 1742.10, 
AS 1742.13, Land Transport New Zealand (2007) and Transit New Zealand (2008). 


 


Table 8.4:   Benefits of treatments – integrated facilities 


Objectives and priority Application Treatment Benefits and considerations(1) 
To create an environment in 
which all road users may share 
existing road space in a largely 
unsupervised manner. 
Motorists and cyclists must give 
way to pedestrians in a shared 
zone. 


Applicable at locations with: 
 high-volume pedestrian 


demand 
 crossing demand along 


length of road 
 lack of footpath space 
 where other forms of 


crossing would be 
ineffective 


 low motorised traffic 
volumes 


 no requirement for a 
through route. 


Shared 
zone(2) 


 Environment is adapted for low-speed. 
 Image of street changed to increase awareness of 


different conditions. 
 Improves safety and amenity for pedestrians and 


cyclists without affecting access. 
 Pedestrians have legal priority. 
 Provides for flexible parking arrangements. 
 Usually restricts vehicle type. 
 High cost, motorists may not observe speed restrictions 


during periods of low pedestrian and cyclist use. 
Shared 
space(2) 


 Removal, or at least reduction, in traffic control devices. 
 Reduction or removal of separation between vehicles 


and pedestrians. 
 Vehicle-pedestrian interaction increases as level of 


demarcation is reduced. 
 Improves pedestrian movement and comfort by 


reducing dominance of motor vehicles. 
 Normal priorities apply, but design encourages sharing. 
 Department for Transport (2011) provides guidance on 


how physical features can influence the level of 
sharing. 
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Objectives and priority Application Treatment Benefits and considerations(1) 
School zone and LATM 
schemes generally maintain 
motorist priority. 


Applicable at locations with: 
 high or peak pedestrian 


and cyclist user demand 
 associated with school or 


adjacent route to school 
 high drop-off/pick-up 


activity. 


School 
zone 


 Speed control through signage and visual aids. 
 May be implemented by time-of-day. 


 LATM 
schemes 


 Speed control through use of devices in a systematic 
way throughout a local area 


1 See Section 5, Part 8 of the Guide to Traffic Management (Austroads 2008b), Part 4 of the Guide to Road Design (Austroads 2009i), AS 1742.9, AS 1742.10, 
AS 1742.13 and Land Transport New Zealand (2007). 


2 For further guidance on shared zones and shared space, see Commentary 3 of the Guide to Traffic Management Part 7: Activity Centres (Austroads 2009f). 
 


Table 8.5:   Guideline for selection of facilities according to road classification 


Facility Freeway/ 
motorway 


Primary 
arterial 


urban/(rural) 


Secondary 
arterial 


Collector 
road 


Local 
street 


Refuge/traffic island, median X O O A A 
Kerb extension X X/(O)(3) O A A 


Road narrowing, indented parking  X X X A A 
Pedestrian fencing(1) X(2) O O O X 
Speed control device X X X O A 


Pedestrian (Zebra) crossing X X O O A 
Children’s crossing X X X O A 


Pedestrian traffic signals X A/(X) A O X 
Grade separated A O O X X 


Mall X X X O O 
Integrated X X X X O 


1 Pedestrian fence in the context of this table is fence provided to guide pedestrians to away from an unsafe crossing location. 
2 Pedestrian fence located within the road reservation is inappropriate on freeways or motorways because pedestrians are not generally present.  However, 


boundary fences are normally erected along urban freeways or motorways to prevent access between interchanges, including pedestrian access. 
3 Kerb extensions are not usually provided on urban primary arterial roads as road capacity and traffic efficiency are most important.  However, a kerb extension at 


an appropriate set back from the edge of traffic lane may be appropriate on the approaches to a rural village as a form of ‘gateway’ treatment, the objective being 
to encourage drivers to reduce speed.  


Notes: 
A = Most likely to be an appropriate treatment. 
O = May be an appropriate treatment. 
X = Usually an inappropriate treatment. 
X/(O) = Represents urban/(rural). 
 


8.2.2 Bicycle Path Terminal Treatments at Road Crossings 
A path terminal treatment is an arrangement placed in advance of a road crossing to ensure that 
cyclists approach at a safe crossing speed.  This may be achieved through path alignment or 
physical devices, and in some cases raised islands (Parts 4A and 6A of the Guide to Road Design, 
Austroads 2010, 2009m).  They are used to slow cyclists, to advise of a footpath or road ahead 
where visual or physical cues are insufficient, and to restrict illegal access to a path by 
unauthorised vehicles.  


Li
ce


ns
ed


 to
 M


ic
he


lle
 E


rw
in


 o
n 


30
 M


ay
 2


01
3.


 P
er


so
na


l u
se


 li
ce


ns
e 


on
ly.


 S
to


ra
ge


, d
is


tri
bu


tio
n 


or
 u


se
 o


n 
ne


tw
or


k 
pr


oh
ib


ite
d.







Guide to Traffic Management Part 6: Intersections, Interchanges and Crossings 


 
 


 
 


A u s t r o a d s  2 0 1 3  


— 157 — 


Use of a terminal treatment should be considered where cycle paths feed directly to crossing 
points.  


The layout and traffic control devices at terminals should: 


 provide safe and convenient access for all path users, including pedestrians who have a 
physical disability (e.g. wheelchairs) or impaired vision 


 enhance the safety of cyclists accounting for factors such as gradient, proximity of roads, 
path alignment and anticipated category of users 


 allow passage of bicycles without the need for cyclists to dismount 


 allow passage of other types of bicycle (e.g. tandem bicycles and bicycles with trailers to 
transport infants) 


 provide smooth and correctly orientated ramps, and well placed holding rails where 
appropriate. 


If not appropriately designed, terminal treatments can be hazardous to cyclists who will circumvent 
them if the treatment is too restrictive.  Well-designed treatments may involve narrowing of the path 
or deviation of the cyclists a short distance in advance of the crossing, together with landscaping or 
other physical barriers to prevent cyclists from travelling around the treatment.  On paths that carry 
high-volumes of cyclists provision of a narrow median in the path may be beneficial in managing 
and separating opposing cyclist flows near the crossing (AS 1742.9, Section 3.7). 


8.2.3 Crossings at Signalised Facilities 
Pelican and Puffin (Pedestrian User-Friendly Intelligent) crossings are pedestrian operated signals 
with operational modifications.  Pelican crossings have a flashing yellow phase that enables 
vehicles to proceed once pedestrians have cleared the crossing.  Puffin crossings have additional 
detectors to monitor the progress of pedestrians on the crossing allowing the crossing time to be 
reduced when a pedestrian has crossed quickly, or extended for slow-moving pedestrians.  See 
Section 5, Part 9 of the Guide to Traffic Management (Austroads 2009d) and the Guide to Road 
Design Part 4 (Austroads 2009i).  See also AS 1742.9, AS 1742.10, AS 1742.14 and Land 
Transport New Zealand (2007). 


A trial of a Puffin pedestrian crossing installation with nearside displays for pedestrians was 
undertaken in New Zealand (Murray & Walton 2009).  It concluded that Puffin crossings offered 
advantages over normal signalised midblock crossings and that the nearside displays gave rise to 
better user compliance than did the usual farside displays.  


Pedestrian countdown timers (PCT), providing users with information on the available crossing 
time remaining, may also be considered.  These are used widely in some European countries and 
are now mandated for use in the United States for all new traffic signal installations.  A review of 
international experience (ARRB Group 2010a) indicated there was merit in trialling their 
application. 


A trial in Melbourne (ARRB Group 2010b) concluded that there was no reliable indication of an 
improvement in pedestrian behaviour or a reduction in risk to pedestrians following installation of 
the PCTs.  An investigation of trial PCT installations in Sydney (ARRB Group 2011) concluded that 
there was no net improvement with regard to safety or compliance, but an increased amenity for 
pedestrians arising from reduced delay at crossings was suggested.  In New Zealand, a trial of 
PCTs (Wanty & Wilkie 2010) produced inconclusive results, but pointed to a reduction in 
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compliance which suggested a potential reduction in safety.  No definitive guidance for PCT 
installations in Australia or New Zealand has yet emerged. 


In some countries, a different type of PCT that provides a countdown of pedestrian waiting time 
(i.e. until the start of a pedestrian Walk interval) has been used.  However, a limitation of their use 
in Australia and New Zealand has been incompatibility with adaptive traffic control. 


8.2.4 Road Crossings by Off-road Bicycle Paths in Rural and Outer Urban Areas 
Off-road paths and rail trails (constructed along disused or abandoned railway corridors) in rural 
and outer urban areas often cross roads carrying low to medium volumes of traffic at higher 
speeds.  Drivers using these roads do not expect to encounter a crossing or give way to 
pedestrians or cyclists and typically the treatment is to provide physical aids where trail users are 
required to give way.  Advanced warning signs should be provided and the crossing should have a 
high level of conspicuity.  It is most important that drivers approaching the crossing have adequate 
stopping sight distance to the crossing point and to all trail users approaching the crossing.  For 
further guidance, refer to Parts 4A and 6A of the Guide to Road Design (Austroads 2010, 2009m) 
and AS 1742.7. 


8.2.5 Road Crossings Used by Horse Riders 
Trails in rural and outer urban areas may also be used by horse riders as well as pedestrians and 
cyclists.  In such cases it is important that road crossings are designed to enable horse riders to 
manoeuvre the horse into a position where they can safely await gaps in road traffic and cross the 
road.  Should a crossing be signalised a second pedestrian button should be provided at a height 
where it can be safely and conveniently operated by riders.  


8.3 Intersections of Paths with Paths 
Intersections between paths, bicycle paths or shared paths can be relatively basic but do require 
the same consideration of factors as those applied to road intersections.  Some specific 
considerations are: 


 appropriate sight distance, low gradients, adjacent areas clear of obstacles 


 speed control and priority allocation where volumes are elevated 


 cross intersections which allow high-speed conflicts should not be provided 


 provision of holding rails where main path volumes are high. 


On shared paths and their intersections, the potential for conflict between cyclists, pedestrians and 
other users should be considered and, as far as possible, be minimised through traffic 
management and design measures. 


Key conflict issues between pedestrians and cyclists on shared paths and footpaths are identified 
and described in Austroads (2006b), and guidance on key conflict minimisation strategies and 
options are presented.  Summary information on these conflicts is provided in the Guide to Road 
Design Part 6A (Austroads 2009m). 


For further guidance on intersections of paths with paths, refer to Section 9 of Part 6A of the Guide 
to Road Design and AS 1742.9. 
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APPENDIX A SIGNALISED INTERSECTION GUIDANCE 
Guidance on signalised intersections and traffic signals is provided in other parts of the Guide to 
Traffic Management and the Guide to Road Design.  Key sections are shown in Table A 1. 


Table A 1:   Key Austroads guidance relating to signalised intersections and traffic signals 


Guide Title Edition(1) Section Signalised intersection related topics 


Guide to Traffic 
Management Part 2 


Traffic Theory 2008 4 Queuing 


7.4 Platoon dispersion 


Guide to Traffic 
Management Part 3 


Traffic Studies and 
Analysis 


2009 6.4 Capacity analysis, intersection performance and other 
analysis procedures pertaining to signalised intersections 


Guide to Traffic 
Management Part 9 


Traffic Operations 2009 7.1.1 Traffic signal system overview 


7.1.2 Movements and phases 


7.1.3 Phase intervals 


7.1.4 Signal groups 


7.1.5 Traffic signal controllers 


7.1.6 Signal controller timing settings 


7.1.7 Traffic detection 


7.1.8 Coordination of traffic signals 


7.1.9 Implementation 


7.1.10 System monitoring and maintenance 


7.1.11 Signal equipment maintenance 


Guide to Traffic 
Management Part 10 


Traffic Control and 
Communication Devices 


2009 8.1 Types of traffic signal displays and their meanings 


8.2 Signal face layouts 


8.3 Display sequences 


8.4 Location of signal faces 


8.5 Special traffic signal applications and facilities 


Guide to Traffic 
Management Part 13 


Road Environment 
Safety 


2009 5.2.7 Road safety considerations at traffic signals 


Guide to Road Design 
Part 4a  


Unsignalised and 
Signalised Intersections 


2009 10.3 Geometric layout and the operation of signalised 
intersections 


10.4 Sight distances 


10.5 Signalised intersection layouts 


10.6 Traffic lanes, pedestrian and cyclist treatments 


1 The sections identified refer to the latest editions of the Guide to Traffic Management and Guide to Road Design at the time of writing.  However, sections may 
change in future updates.  See the Austroads website for more up-to-date information. 
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COMMENTARY 1 
Arndt (2004) found that: 


 Some BAR turn treatments (and AUR treatments) in the study included a narrow median.  
The rear-end major vehicle crash rate was found to decrease substantially with median 
width, regardless of the type of median (painted, raised or depressed).  The median enables 
the right-turning vehicle to be positioned further away from the point of conflict in the through 
lane, lowering the probability of the vehicle being struck. 


 Providing a median at a BAR turn treatment is unlikely to be a practical design consideration 
in many cases.  However, there may be scope at some existing BAR treatments to consider 
introducing such a median by reducing the shoulder width.  This may be a low-cost option of 
achieving a reduction in the rear-end major vehicle crash rate. 


 MNR turn treatments record the highest rear-end-major vehicle crash rate of all the turn 
treatments (100 times higher than CHR turn treatments).  This result likely reflects the fact 
that MNR turn treatments, unlike any other turn treatment, provide no specific facilities for 
through vehicles to avoid turning vehicles. 


 Type AUR turn treatments record a rear-end major vehicle crash rate 30 times higher than 
do CHR [and CHR(S)] turn treatments.   


[Back to body text] 


COMMENTARY 2 


C2.1 Number of Stand-up Lanes on a Minor Road at Unsignalised 
Intersections 


Arndt (2004) showed that the angle-minor vehicle crash rate at unsignalised intersections with two 
stand-up lanes on the minor road is significantly higher than for one stand-up lane.  A free left-turn 
lane did not constitute an additional stand-up lane.  The higher crash rate can be attributed to 
vehicles in the offside stand-up lane blocking visibility for vehicles in the nearside lane, and vice 
versa as illustrated in Figure 4.4 in the body of this guide. 


The angle-minor vehicle crash rate was found to be 1.5 times higher for those conflict points where 
there was an adjacent minor road stand-up lane in the direction of the relevant oncoming major 
road vehicles. 


At T-intersections, this may not be a major problem because angle-minor vehicle crash rates for 
the various conflicts are generally low (except for one conflict type which is not affected by the 
visibility restrictions due to adjacent vehicles). 


At cross intersections, however, visibility restrictions due to adjacent vehicles will substantially 
increase an already high angle-minor vehicle crash rate for conflicts involving through movements 
from the minor road. 


For the above reasons, only one stand-up lane should be provided on minor road approaches at 
unsignalised intersections, particularly at four-leg intersections with heavy through movements 
from the minor legs.  Where two lanes are required for capacity reasons, installation of a left-turn 
slip lane or signalisation of the intersection should be considered.   


[Back to body text] 
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COMMENTARY 3 
Service roads should not generally be carried through signalised intersections because they cause 
a reduction in: 


 road safety due to the greater number of conflict points, the larger conflict area and the 
difficulty for right-turning drivers to select appropriate gaps in opposing traffic on two 
carriageways 


 capacity because of increased pedestrian and vehicle clearance times. 


Where there is insufficient separation between a major carriageway and a service road, two-way 
service roads cause operational issues at intersections with side roads that also intersect with the 
major carriageway, for example: 


 insufficient space for turning vehicles 


 turning manoeuvres interlock 


 queues at the major carriageways block through movement on the service road. 


In addition, narrow outer separators cannot be satisfactorily treated to avoid glare and confusion 
that may arise from the headlights of vehicles travelling along the service road in the opposite 
direction to the traffic flow on the major carriageway and to the left of it.  


[Back to body text] 


COMMENTARY 4 
The realignment of minor road approaches at a staggered T-intersection requires drivers travelling 
through from a minor leg to initially turn onto the major road followed by turning onto the opposite 
minor road leg.  Conflict points (involving through movements from the minor legs) generated by 
staggered T-intersections are deemed to be safer than those generated by four-way intersections. 


At four-way intersections where the minor legs are fully aligned, drivers can overlook the presence 
of the intersection and can perceive the minor road continuing straight ahead.  This can be 
especially true in a rural setting. 


Arndt (2004) suggested that a left-right stagger may be safer than right-left stagger, due to less 
hazardous conflict points being generated. 


COMMENTARY 5 


C5.1 Warrants for Unsignalised Intersection Turn Treatments 
This section briefly discusses the development of warrants for turn treatments on the major road at 
unsignalised intersections (excluding roundabouts and seagull treatments) as detailed in Arndt and 
Troutbeck (2006).  The warrants are for both urban and rural roads. 


C5.2 Development of the Warrants 
According to Arndt and Troutbeck (2006) the warrants were created to: 


 improve the limitations and ambiguity of previous warrants 
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 base the warrants directly on the measured safety performance of each turn type 


 ensure that higher-order turn treatments are not warranted until higher traffic volumes occur 
on lower-speed roads, as turn treatments on lower speed roads record far fewer 
rear-end-major vehicle accidents (generally rear-end type accidents resulting from a through 
driver colliding with a driver turning right from the major road (Appendix B for more details) 
than do turn treatments on high speed roads 


 ensure that higher-order right-turn treatments are provided at lower traffic volumes than for 
higher-order left-turn treatments, as lower-order right-turn treatments record far more 
rear-end-major vehicle accidents than lower-order left-turn treatments 


 incorporate CHR and AUL turn treatments with short length right-turn slots as such 
treatments have significant safety benefits over lower-order turn treatments. 


The warrants have been produced by identifying the location at which the benefits of providing a 
higher-level treatment (the reduction in estimated accident costs) are made equal to a proportion of 
the additional construction costs.  This proportion is the benefit cost ratio (BCR) and applies for an 
assumed design life.  The benefits and costs of a higher-level treatment are compared to the base 
case (the minimum turn treatment). 


For the right-turn treatments, a design life of 10 years and a BCR equal to one is assumed in the 
calculations.  For the left-turn treatments, however, using BCR values of one with a design life as 
high as 50 years, the warrants produced are such that traffic flows, on even the busiest roads, 
would never be high enough to justify using higher-level left-turn treatments.  Omitting higher-level 
left-turn treatments in all circumstances would not meet driver expectation and would cause 
operational problems, especially on the busier roads.  Therefore, an alternative method of 
determining warrants for left-turn treatments was developed. 


For the left-turn warrants, the curves produced for the right-turn treatments are adopted.  As the 
major road traffic volume on the X-axis of the warrants is based on all relevant major road traffic 
flows, higher-order right-turn treatments are required at lower traffic volumes than for higher-order 
left-turn treatments.  This process ensures that these warrants reasonably match driver 
expectations set through the previous warrants. 


The warrants show that it is not beneficial to provide AUR turn treatments.  Instead, channelised 
right-turn treatments with reduced length of right-turn slots [CHR(S)] are the preferred treatment.  
Basically, CHR(S) treatments offer significantly better value for money (in terms of the safety 
benefits versus the construction costs) than do AUR turn treatments.  


C5.3 Application of the Warrants 
The warrants are based on the construction of intersections on new roads (i.e. Greenfield sites).  
Therefore, their most appropriate application is to the selection of turn types for intersections on 
new roads.  However, the warrants may also be used: 


 as a reference for the construction of new intersections on existing roads 


 as a reference for intervention levels when upgrading existing intersection turn treatments 


 although not intended for direct application to accesses and driveways, they may be used as 
a reference for such. 


[Back to body text] 
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COMMENTARY 6 
Signalised intersections generally are preferred to roundabouts on roads that carry a significant 
volume of trucks.  At roundabouts, trucks reduce speed, perform a relatively tortuous movement 
and then accelerate away from a roundabout.  This creates inefficiencies for freight movement and 
is taxing on truck drivers.  In some instances the reverse curves through roundabouts, combined 
with high loads, a slightly excessive approach speed and human factors, have led to trucks rolling 
over whilst passing through roundabouts.  This, combined with other factors may result in 
roundabouts not being favoured at some locations on freight routes (Table 2.4). 


While trucks at times will encounter the inconvenience of coming to a complete stop at a red signal 
at signalised intersections, they are often able to continue through a green signal.  This is generally 
preferred to the inconvenience associated with negotiating a roundabout.  


While signalised intersections may also present some problems for trucks, there is potential to do 
more for them through timing and phasing measures (Ogden 1996). 


[Back to body text] 


COMMENTARY 7 
In general, signals would only be installed at existing staggered T-intersections (Figure 3.1) where 
there would be limited options to improve the layout.  Typically the signal operation is complex with 
long cycle lengths.  Inadequate storage in the internal approaches, including for the through 
movement, can lead to excess queuing and blockage of other movements and can introduce 
inefficient signal operation.  This is exacerbated by heavy right-turn flows from the major road or 
between the minor roads on left-right configurations or heavy right-turn flows from the minor roads 
on right-left configurations. 


Unequal lane utilisation may occur due to origin – destination movements and the location of 
pedestrian crossings needs careful consideration for safety and efficiency reasons. 


If the stagger distance is very large, the intersection may require two traffic signal controllers linked 
for coordinated operation. 


[Back to body text] 


COMMENTARY 8 
Stop signs should only be used where, for the minor road traffic, the sight distance in either 
direction is deficient when measured in accordance with the requirements of AS 1742.2 or New 
Zealand MOTSAM.  It has been found that the use of stop signs in locations with adequate sight 
distance does not provide additional safety benefits and can result in the sign losing its 
effectiveness.  


[Back to body text] 
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COMMENTARY 9 
Points of conflict can be separated or reduced by the addition of deceleration lanes, realignment of 
the intersection, turn bans, etc.  The basic forms of conflict are shown in Figure C9 1(a).  The 
analysis of typical intersections to identify the points of conflict is illustrated in Figure C9 1(b). 


For example, it can be seen that the number of conflict points at cross intersections is much 
greater than for T-intersections or roundabouts. 


Intersection manoeuvres involving conflicts are: 


 merging 


 diverging in which the vehicle following is forced to slow 


 weaving 


 crossing. 


 


 


 


 


 


(a) Basic forms (b) For typical intersections 


Figure C9 1:   Points of conflict 


[Back to body text] 
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COMMENTARY 10 
Figure C10 1 shows examples of ways in which existing points of conflict can be localised by 
channelisation and the area of conflict reduced by realignment. 


 
(a) Existing 


 (b) After channelisation 


 (c) After realignment 


Figure C10 1:   Examples of reduction of number of points of conflict and area of conflict 


[Back to body text] 
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COMMENTARY 11 
There is high driver expectation that major rural routes will have a free flowing alignment and 
priority and drivers who have travelled for long, uninterrupted distances at high-speed will be slow 
to react to a sudden change in alignment or to the entry of a high-speed vehicle from a minor road. 


Minor movements should be clearly subordinated to major or high-speed movements by design, 
signing or speed control.  Adequate warning should be provided: 


 on major priority approaches through provision of adequate approach sight distance (ASD) 
and safe intersection sight distance (SISD) 


 on minor approaches by providing adequate ASD, and entering sight distance (ESD: where 
practicable) or minimum gap sight distance (MGSD) where appropriate.  


For further guidance on sight distances, refer to Part 3 of the Guide to Road Design 
(Austroads 2009n).  


[Back to body text] 


COMMENTARY 12 
Low relative speed provides a safer environment for conflicting manoeuvres and enables drivers to 
accept smaller gaps thus reducing delays and increasing capacity.  The relative speed between 
two vehicles approaching each other from various angles can be determined by the construction of 
a vector diagram. 


Crossing manoeuvres that produce high potential relative speeds should be made preferably at 
right-angles, although 70 degrees to 110/120 degrees is acceptable (Guide to Road Design Part 4, 
Austroads 2009i) to minimise driver estimation errors.  In such cases, it is usually necessary to 
reduce approach speeds by altering approach alignment and channelisation (e.g. converting a 
skewed intersection to a T-intersection) or the installation of traffic control devices.  
Figure C10 1(a) and Figure C10 1(b) illustrate how a properly designed intersection can achieve 
improvements in relative speed. 


[Back to body text] 


COMMENTARY 13 
Table C13 1 and Table C13 2 provide additional information on appropriate and inappropriate sites 
for roundabouts. 


Table C13 1:   Appropriate sites for roundabouts 


Site characteristics Corresponding notes 


At intersections where traffic volumes on the intersecting roads are 
such that: 
1 Stop or give way signs or the T-junction rule result in unacceptable 


delays for the minor road traffic. 
2 Traffic signals would result in greater delays than a roundabout. 


 Stop or give way signs: roundabouts would decrease delays to 
minor road traffic, but increase delays to the major road traffic. 


 Traffic signals: in many situations roundabouts provide a similar 
capacity to signals, but may operate with lower delays and better 
safety, particularly in off-peak periods. 
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Site characteristics Corresponding notes 


At intersections where there are high proportions of right-turning traffic. Unlike most other intersection treatments, roundabouts can operate 
efficiently with high-volumes of right-turning vehicles. 
However, satisfactory operation is dependent on the entering flows 
being balanced so that a heavy right-turn does not cause excessive 
delay on subsequent entries.  
Right-turning vehicles contribute to good roundabout operation 
because they create opportunities for vehicles on other approaches to 
enter the roundabout (Figure C13 1). 


At intersections with more than four legs, if one or more legs cannot be 
closed/or relocated or some turns prohibited, roundabouts may provide 
a convenient and effective treatment. 


 With stop or give way signs, it is often not practical to define 
priorities adequately. 


 Signals may be less efficient due to the large number of phases 
required (resulting in a high proportion of lost time). 


 Two-lane roundabouts with more than four legs may cause 
operational problems and should be avoided. 


At rural cross intersections (including those in high-speed areas) at 
which there is a crash problem involving crossing or right-turn 
(vs opposing) traffic. 


If the traffic flow on the lower-volume road is less than about 200 
vehicles per day, consideration could be given to using a staggered T 
treatment. 


At intersections of arterial roads in outer urban areas where traffic 
speeds are high and right-turning traffic flows are high. 


A well designed roundabout could have an advantage over traffic 
signals in reducing right-turn opposed type crashes and overall delays. 


At T or cross intersections where the major traffic route turns through a 
right-angle.  This often occurs on highways in country towns.  At other 
T or skewed T intersections where a high proportion of right-turning 
traffic exists. 


In these situations the major movements within the intersection are 
turning movements which are accommodated efficiently and safely at 
roundabouts. 


At locations where traffic growth is expected to be high and where 
future traffic patterns are uncertain or changeable. 


Care should be taken in assessing the future traffic volumes and their 
patterns.  It is possible that a site considered appropriate for a 
roundabout now, may become inappropriate in the future, requiring 
extensive modification to the intersection.  Designers should consider 
the potential to build flexibility into the design to accommodate possible 
future changes, particularly when land use changes are likely to alter 
traffic patterns and volumes considerably.  


At intersections of local roads where it is desirable not to give priority to 
either road. 


 


At arterial and collector road intersections in outer urban areas and 
country towns, where only short periods of congestion occur.  


In such situations control by traffic signals would be relatively inefficient 
and costly from a maintenance and operation point of view. 


Strip shopping centres in urban areas and rural townships where a 
roundabout at both ends reduces vehicle speeds through the centre, 
improving safety and amenity.  
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In this example: 
1 The right-turner from A to D would stop the through movement from C to A thus allowing traffic from D to enter. 
2 Traffic from D would then stop the through movement from A thus allowing traffic from B to enter. 
3 Right-turners from A in this example would initiate traffic flow on adjacent entries and D which would otherwise experience longer delay. 


Figure C13 1:   Effect of turning vehicles on roundabout operation 


Table C13 2:   Inappropriate sites for roundabouts 


Site characteristics Corresponding notes 


Where a satisfactory geometric design cannot be provided due to 
insufficient space or unfavourable topography or unacceptably high 
cost of construction. 


1 Satisfactory deflection, entry layouts or sight distances may not 
be possible.  


2 The cost of including property acquisition, service relocations etc.  
May be prohibitive. 


Where traffic flows are unbalanced with high-volumes on one or more 
approaches, and some vehicles would experience long delays. 


This is especially true for roundabouts on high-speed, high-volume 
rural roads which intersect a very low-volume road.  In these cases, 
the number of single vehicle accidents generated by the roundabout 
can substantially exceed the number of multiple vehicle accidents 
generated by a conventional unsignalised at-grade intersection. 


Where a major road intersects a minor road and a roundabout would 
result in unacceptable delay to the major road traffic. 


A roundabout causes delay and deflection to all traffic, whereas 
control by stop or give way signs or the T-junction rule would result in 
delays to only the minor road traffic. 


Where there is considerable pedestrian activity and due to high traffic 
volumes it would be difficult for pedestrians to cross either road.  It is 
noted that under Australian Road Rules, right-turning vehicles, when 
departing a roundabout, are not obliged to give way to pedestrians. 


In this case traffic signals are preferred to assist pedestrians to cross 
the road safely.  The pedestrian warrants for signalisation shown in 
Table 2.4 may be used as a guide. 


Where the intersection is located on a major on road cycle route. Studies have demonstrated that cyclists are many times more likely to 
be involved in a crash at roundabouts than motor vehicles, and are 
less likely to be involved in a crash at traffic signals than at a 
roundabout.  Multi-lane roundabouts are complex and problematic for 
cyclists. 


At an isolated intersection in a network of linked traffic signals.  In this situation a signalised intersection linked to the others or a 
conventional unsignalised at-grade intersection would generally 
provide a better level of service. 


Where peak period reversible lanes may be required. The form of a roundabout and its splitter islands result in reversible 
flow options being impracticable. 
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Site characteristics Corresponding notes 


Where large combination vehicles or over-dimensional vehicles 
frequently use the intersection and insufficient space is available to 
provide for the required geometric layout. 


In some cases roundabouts have been constructed to enable over-
dimensional vehicles to drive straight through the central island. 


Where traffic flows leaving the roundabout would be interrupted by a 
downstream traffic control which could result in queuing back into the 
roundabout. 


An example of this is a nearby signalised pedestrian crossing.  The 
use of roundabouts at these sites need not be completely discounted, 
but they are generally found to be less effective than adopting a 
signalised intersection treatment.  


A tram service or railway passes through the intersection. Traffic signals would generally be preferred where a tram service 
passes through a new intersection.  However, tram routes have been 
successfully accommodated within roundabouts with satisfactory 
operation being supported by appropriate signs or signals.  


[Back to body text] 


COMMENTARY 14 
Situations where double roundabouts may be considered include (Brown 1995): 


 at existing cross roads where the pair of roundabouts separates opposing right-turning 
movements, allowing them to pass as they would in a normal diamond turn 


 at overloaded single roundabouts where, by reducing the circulating flow past critical entries, 
capacity is increased 


 at junctions with more than four entries, a double roundabout achieves better capacity with 
acceptable safety characteristics in conjunction with more efficient use of space, whereas a 
large roundabout can generate high circulatory speeds with consequent loss of capacity and 
safety 


 the improvement of an existing staggered junction where it avoids the need to realign one of 
the approach roads, and achieves considerable construction cost saving 


 at unusual or asymmetrical junctions such as a ‘scissors’ junction where the installation of a 
single roundabout would require extensive realignment of the approaches or excessive land 
acquisition 


 the joining of two parallel routes separated by a feature such as a river, railway line or 
motorway 


 as a grade separated ‘dumbbell’ arrangement at freeway interchanges (Figure C14 1). 


The signage and road markings associated with closely spaced roundabouts must be carefully 
considered. 
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Source: Brown (1995). 


Figure C14 1:   Closely spaced pair of roundabouts (Grade separated ‘dumbbell’ roundabout) 


[Back to body text] 


COMMENTARY 15 
Allot and Lomax (1993) found cyclist crash rates at roundabouts were up to 15 times those for cars 
and two to three times those for cyclists at traffic signals.  A study (Jordan 1985) of cyclist casualty 
crashes which occurred at roundabouts revealed that 74% were right-angle crashes where a 
cyclist on a roundabout was struck by an entering motor vehicle and that 17% of cyclist crashes at 
roundabouts were at the exits.  


Robinson (1998), in a study of reported crashes at roundabouts in New South Wales, confirmed 
the roundabout entry problem involving cyclists with the finding that 70% of ‘two-party’ incidents 
resulting in injury involved circulating cyclists or motorcyclists being hit by entering motorists.  He 
also found that: 


 6% of those injured at cross intersections were cyclists compared with 18% at roundabouts 


 at non-metropolitan roundabouts, 32% of those injured in two-party crashes were cyclists 


 cyclists were responsible for 16% of the crashes in which they were involved.  


These studies confirm that motorists often do not see cyclists approaching in the roundabout or at 
least misjudge their speed and relative position.  


[Back to body text] 
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COMMENTARY 16 
Arndt (1998) provided a comprehensive study to determine how the geometric features of 
roundabouts affect the types and numbers of crashes occurring at roundabouts.  The report was a 
continuation from a previous report of the same title (Arndt 1994).  Models were developed to 
predict the different types of crashes that occur at roundabouts, namely: 


 rear end crashes, predominantly on the approach (18.3%) 


 entering/circulating crashes in the vicinity of the holding lines (50.8%) 


 single vehicle crashes through loss of control, mainly in the roundabout (18.3%) 


 exiting/circulating crashes near the exit (6.5%) 


 side swipe crashes throughout the roundabout, half in circulating road (3.7%) 


 other low frequency crashes (2.4%). 


The percentages of crash categories reported by Arndt (1998) are shown in brackets and based on 
a study of 492 crashes at roundabouts in Queensland. 


Based on the research, Arndt (1998) also provided advice on roundabout design to minimise crash 
rates.  Key aspects that influence safety were considered to be: 


 The number of roundabout legs and the angle between legs: It is preferable that 
roundabout legs be aligned at approximately 90 degree angles and that there are only four 
legs provided, particularly at multi-lane roundabouts. 


 Roundabout diameter: Generally larger diameter roundabouts enable better geometry that 
results in lower conflict angle at the entries and greater speed reduction. 


 Approach geometry: Alignments that enable high entry speeds and relatively high angles of 
conflict at entries are less safe and undesirable.  Successive reverse curves are considered 
to be effective, it being recommended that the 85th percentile approach speed be limited to 
60 km/h, and the decrease in speed between successive curves be limited to 20 km/h. 


 Deflection through the roundabout: The study confirmed that deflection is an important 
parameter but suggests that if the approach speed is limited to 60 km/h the need to consider 
deflection is reduced.  The reason offered for this was that the slowing of vehicles prior to the 
roundabout through approach curvature usually obtains the required deflection and also 
results in lower overall accident rates than is achieved through speed reduction using 
deflection alone. 


 Separation between legs: It is preferable to design the entry and exit curves tangential to 
the roundabout inscribed circle diameter as this provides good separation and a low angle of 
conflict.  Closely spaced entries and sharp corner radii lead to higher conflict angles between 
entering and circulating traffic. 


Whilst roundabouts are a safe treatment for motor vehicles there is concern in sections of the 
community as to their suitability for pedestrians and cyclists.  Arndt (1998) reported that of the 492 
crashes recorded in the study, only one involved a pedestrian, and considered it difficult to make 
any conclusions about the effect of roundabout design on pedestrian safety.  However, cyclists 
accounted for 13% of the entering/circulating crashes in the study, indicating once again that they 
were well over-represented in these crashes.  It is suggested that design in accordance with the 
key aspects described above would also improve safety for cyclists at roundabouts. 
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Arndt (2001) and (Queensland Department of Main Roads 2007) discuss the program ARNDT – ‘A 
Roundabout Numerical Design Tool’ that enables designers to predict crash rates and costs for 
new and existing roundabouts.  It is suggested that it is a useful tool for determining the potential 
safety performance of roundabouts by identifying potentially hazardous geometry.  It can be used 
to determine the likely saving in accident costs by adoption of particular geometric characteristics.  
Other programs may also be considered for use.  


[Back to body text] 


COMMENTARY 17 
The results of various studies have indicated that a separated cycle path, located outside of the 
circulating roadway, was the safest design in the presence of large vehicle flows (Bruede & 
Larsson 1996).  CROW (1993) indicates off-road cycleways should be constructed at roundabouts 
with a traffic volume in excess of 10 000 vehicles per day and also at all large (central island 
diameter in excess of 25 m) roundabouts, primarily due to speed considerations. 


Separate cycle paths have been found to be safer than a bicycle lane within the road roadway, 
particularly at highly trafficked roundabouts (Bruede & Larsson 1996, Van Minnen 1996).  


Overseas research has also demonstrated that: 


 cyclist crash rates are higher where cyclists (using separated perimeter paths) have right of 
way over motorists at roundabouts 


 low cyclist crash rates have occurred at roundabouts with an approach traffic volume of 8000 
to 10 000 vehicles per day 


 roundabouts with a low cyclist volume and high traffic volume have been found to be less 
safe for cyclists. 


This is pertinent to conditions in Australia where cyclists are relatively few in number. 
[Back to body text] 


COMMENTARY 18 
It is important to understand that cyclists include people with a very wide range of skill, from 
novices to experts, and also people who travel for a variety of reasons which can involve a specific 
trip purpose or a recreational experience.  The broad groups of cyclists are: 


 Primary school children – the cognitive skills of young children are not fully developed and 
they also have little understanding of traffic laws and traffic behaviour 


 Secondary school children – the skill of this group varies greatly and the majority of cycling 
for those over 14 years of age takes place on the road 


 Recreational cyclists – the skill of this group also varies greatly as does the trip purpose.  
Some are likely to travel on paths for a leisurely ride whereas others will travel at relatively 
high-speed for physical training purposes.  Some commuter cyclists may also use paths and 
mix with those riding for recreation.  Family groups including children are common on 
weekends. 


 Commuter cyclists – many commuter cyclists are highly skilled and able to cope with a 
variety of traffic conditions.  They usually prefer to travel on roads because roads often 
provide the most direct route.  However, some prefer to use paths for part of their journey in 
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order to escape the stress associated with riding in traffic even though the journey time may 
be longer than an alternative on-road route. 


 Utility cyclists are those who travel for specific local trip purposes such as shopping and 
other trips.  They may use any part of the network, often using low stress local routes. 


 Touring cyclists may undertake extensive long distance journeys on rural roads or shorter 
trips around local areas of tourist significance.  They may travel solo or in groups and are 
usually very experienced. 


 Sporting cyclists travel extensive distances on both rural and urban arterial roads while 
training for the various events in which they compete.  They may train solo or in pairs but 
often train in substantial groups.  


[Back to body text] 


COMMENTARY 19 
The European (also referred to as continental) design used in urban situations reduces the 
curvature on approaches and aligns the approach so that it is directed at a relatively large central 
island.  As illustrated in Figure C19 1, this form of design ‘tightens up’ the entry and lowers entry 
speeds.  This should enable more time for drivers to scan the roundabout and detect the presence 
of cyclists.  


The layout design uses a large central island, single-lane entry and exits of minimum width and 
minimal flaring of entries and exits.  Its application is likely to be restricted to single-lane 
roundabouts, although the principle of reducing the speed at which traffic can pass through larger 
roundabouts to a value well below 50 km/h may also be feasible for some larger roundabouts.  
However, the needs of trucks and buses must also be considered. 


 


Source: VicRoads (2005). 


Figure C19 1:   European roundabout entry design 


[Back to body text] 
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COMMENTARY 20 
Lane choice at roundabouts is relatively straightforward if legs are at 90 degrees (Figure C20 1), 
but more difficult if they are not (Figure C20 2).  


 


Figure C20 1:   Appropriate lane choice is relatively straight forward at a multi-lane roundabout where legs are aligned at 
90 degrees 
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Figure C20 2:   Appropriate lane choice can be difficult to anticipate at multi-lane roundabouts with some or all legs aligned 
at angles other than 90 degrees 


[Back to body text] 
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COMMENTARY 21 
As noted in Section 4.3.1, unsignalised roundabouts generally have a good safety record when 
compared to other types of intersections.  However, the UK Department for Transport (2009) noted 
that, in some instances, converting to signalised roundabouts may lead to improved safety.  Crash 
types identified that may benefit from roundabout signalisation included crashes caused by poor 
judgement of gaps in traffic by drivers entering the circulating carriageway travelling at high-speed 
and rear-end collisions involving vehicles waiting at the entrances to roundabouts.  


Signalising roundabouts were also noted as aiding cyclists by better managing the speed of traffic 
on the circulating carriageway.  Pedestrians (including those with an impairment) and cyclists may 
also benefit if signalised crossings.  Signalised roundabouts may enable other treatments to assist 
cyclists, such as a bicycle leading interval (Guide to Traffic Management Part 9, Austroads 2009d). 


[Back to body text] 


COMMENTARY 22 
The separation of conflicts in space has been investigated in a number of less conventional 
designs of signalised intersection not common in Australia or New Zealand.  These designs are 
considered ‘unconventional’ due to their lack of use in a particular road network.  However, in 
many cases they have been in existence for some time and used in other parts of the world. 


Most unconventional intersection designs are based on the theory of repositioning the right-turn 
movement in order to: 


 reduce the delays experienced by turning-traffic signal phases  


 reduce the number of conflict points through separation.  


The benefits of various unconventional designs are dependent on site-specific characteristics such 
as road reserve width and traffic volumes.  Unconventional designs have been found to be 
beneficial in a number of instances (Austroads 2007).  However, their implementation has been 
limited to site-specific studies balancing considerations of right-of-way and local roads.  Driver 
confusion may also be an issue, especially during the early stages of operation, due to unfamiliarity 
with uncommon intersection configurations. 


Unconventional intersection designs include those described in Table C22 1 and shown in 
Figure C22 1.  For further guidance on these and other unconventional intersection designs and 
overseas applications refer to Austroads (2007), Arup (2004) and Hughes et al. (2010). 


Table C22 1:   Types of unconventional intersection designs  


Intersection type Comments 
Median U-turn intersection See Figure C22 1(a).  Eliminates right-turns at an intersection by requiring motorists to continue straight 


through an intersection, use a downstream median U-turn to reverse direction, then return to intersection and 
make a left-turn. 


Displaced right-turn or 
continuous-flow intersection 


See Figure C22 1(b).  For motorists wishing to turn right, a right-turn lane is positioned to the right of oncoming 
traffic.  Vehicles access the right-turn lane via an upstream mid-block traffic signal. 


Superstreet intersection See Figure C22 1(c).  Similar to a median U-turn intersection, but applied to minor street traffic (e.g. collector) 
turning right. 
A driver on a collector road wishing to turn right must first turn left onto the arterial road, use a median U-turn 
to reverse direction and then continue straight through the intersection. 
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Intersection type Comments 
Jughandle intersection See Figure C22 1(d).  Motorists making a right-turn must first exit left upstream from an intersection and then 


turn right onto minor road.  
 


 
(a) Median U-turn intersection 


 


(b) Displaced right-turn intersection  


 
(c) Superstreet median intersection 


 
(d) Jughandle intersection 


Source: Adapted from Arup (2004). 


Figure C22 1:   Unconventional intersection designs 


[Back to body text] 
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COMMENTARY 23 
Cyclist access may be denied to freeways or motorways due to: 


 the difficulties and hazards associated with high-speed and high-volume traffic environments 


 geometric features that are not conducive to safe cycling (e.g. narrow shoulders) 


 use of shoulders for other purposes (e.g. public transport). 


The inherent danger associated with cyclists attempting to cross high-volume ramps at the nose 
(even if directed to use other routes), particularly two-lane exits.  


[Back to body text] 


COMMENTARY 24 
High ramp volumes on an existing freeway may, in the absence of feasible alternative routes 
through or around the interchange, indicate that the freeway itself, or a segment of it, is unsuitable 
for cycling.  An alternative route off the freeway may be required. 


In order for cyclists to be able to cross a ramp at the nose, the volume and approach pattern of 
motor vehicles using the ramp must be such that adequate gaps occur in the traffic stream to 
enable a safe and convenient crossing of the ramp to be made by cyclists.  This method requires a 
cyclist to turn from the shoulder/breakdown lane and cross the ramp at right-angles.  


It is estimated that a cyclist requires a gap of seven seconds in order to cross the ramp safely (Ove 
Arup & Partners 1989).  This gap was determined using the assumption that both the bicycle 
length and the car width are 2.0 metres.  Assuming that the speed of the bicycle is 5 km/h 
(1.4 metres per second), at the crossing it will take almost three seconds for the bicycle to pass in 
front of the motor vehicle.  If it is further assumed that at least two seconds clearance is required 
after the passage of the first vehicle and also before passage of the second vehicle it follows that a 
minimum gap of seven seconds is required.  


If the ramp is an off-ramp or the on-ramp is not controlled by traffic signals it may be reasonable to 
assume that vehicles using the ramp arrive at random and gap acceptance theory should be used 
to estimate the delay likely to be suffered by cyclists in crossing these ramps.  If analysis indicates 
that the average delay to a cyclist is greater than 15 seconds (beyond which they are assumed to 
accept unsafe gaps of less than seven seconds), then cyclists should be directed to use the exit 
ramp, cross the intersecting road at-grade, and re-enter the freeway via the on-ramp, or a grade 
separation of the ramp for cyclists should be evaluated.  If an on-ramp is controlled by traffic 
signals then the ability of cyclists to cross the ramp must be evaluated in relation to the signal cycle 
and phasing and other traffic movements which may not be controlled by signals.  


[Back to body text] 
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COMMENTARY 25 
Direct, semi-direct and loop ramps are defined as follows: 


 A direct ramp is one on which vehicles are at all times turning in the same direction as the 
overall change of direction ultimately achieved (e.g. turning 90° left through a continuous turn 
to the left, as in the ‘Outer Connector’ in Figure 6.22). 


 A semi-direct ramp is one on which vehicles are at some points turning in the opposite 
direction to and at other points turning in the same direction as the overall change of 
direction ultimately achieved (e.g. turning 90° right through a 45° turn to the left, followed by 
a 135° turn to the right, as in the ‘Semi-direct A’ in Figure 6.23). 


 A loop ramp is one on which vehicles are at all times turning in the opposite direction to the 
overall change of direction ultimately achieved (e.g. turning 90° right through a 270° turn to 
the left, as in the ‘Loop’ in Figure 6.23).  


[Back to body text] 


COMMENTARY 26 


C26.1 Left-turn Movements 
Possible free-flow left-turn movements are shown in Figure 6.22.  For all median widths, the direct 
left-turn outer connector ramp is usually the least expensive.  If one or both medians are wide then 
semi-direct left-turns may be used to avoid a design control or to reduce weaving while maintaining 
directionality at the next diverge. 


C26.1.1 Semi-direct Ramps 
The two types of semi-direct ramps (A and B) for left-turns are shown in Figure 6.22.  Semi-direct A 
requires a right hand exit and the semi-direct B requires a right hand merge.  Neither type is 
favoured, as they contravene the principles of consistency of operation. 


C26.1.2 Outer Connectors 
Outer connectors are the predominant treatment for left-turn movements and are exclusively for 
one left-turn movement.  These ramps provide the most direct left-turn connection between two 
roadways.  Outer connector diverge geometry must meet the criteria provided in road design 
guidelines (Parts 3 and 4 of the Guide to Road Design, Austroads 2009n, 2009i) for high-volume 
movements and low-volume movements. 


C26.2 Right-turn Movements 
In general, direct or semi-direct ramps should be provided for high-volume right-turning movements 
(e.g. where more than 50% of total traffic on a road turns right) provided route continuity 
considerations do not dictate otherwise.  These ramps usually result in additional grade separation 
structures and multiple levels within an interchange, or loop roads that result in longer structures.  


At-grade intersections with local roads or traffic routes should generally not be provided on direct 
or semi-direct ramps, as the safety and operation of the ramp will be compromised.  Access to 
local roads should be via the minor road at service interchanges.  
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The five possible free-flow right-turn movements are illustrated in Figure 6.23.  Right hand exits 
and entries may be used for direct, semi-direct A and semi-direct B movements where wide 
medians permit their construction and an additional lane is provided, provided traffic volumes and 
route continuity considerations warrant their use.  These cases should be treated as a major fork or 
branch connection (Sections 6.6.7 and 6.6.8).  


C26.2.1 Direct Ramps  
Direct ramps cater exclusively for one right-turn movement.  These ramps provide the most direct 
right-turn connection between two roadways.  


C26.2.2 Semi-direct Ramps 
The three types of semi-direct ramps (A, B and C) for right-turns are shown in Figure 6.23.  
Semi-direct ramps normally cater exclusively for only one right-turn movement.  Type B is 
acceptable for high-volume right-turning movements where the right-turning volume is greater than 
50% of the total traffic, provided that route continuity considerations are not paramount, however it 
does have the undesirable feature of a right hand diverge from the median lane.  Type A has the 
undesirable feature that a forced right hand merge occurs on the road that traffic is entering and 
this type should be avoided if possible.  Type C is the most desirable ramp type if major fork or 
branch connection conditions do not exist. 


C26.2.3 Loop Ramps 
The use of loop ramps depends on the types of roads that are intersecting.  Loop ramps should 
only be used at interchanges between two freeways or motorways where: 


 there is a high turning volume and it is impracticable or uneconomical to provide a more 
direct connection 


 low turning volume will use the loop. 


At freeway/freeway (or motorway/motorway) interchanges, loops constitute a low-speed element 
between two high-speed facilities and this can result in safety issues due to the large speed 
decrement, particularly with respect to heavy vehicle stability.  This issue is more likely to arise 
where the traffic volume is high and a large number of heavy vehicles are using the loop.  At these 
interchanges the loop caters for only one turning movement. 


Loop ramps are suitable for use at interchanges between freeways and non-freeway roads, as 
either entry ramps or exit ramps, where the loop will carry a low to moderate traffic volume.  In 
such cases, the loop can provide for both right and left-turning movements at its intersection with 
the non-freeway facility.  At these interchanges it is particularly important to design the freeway exit 
or entrance so that the speed differential between the loop and freeway traffic streams is managed 
safely and efficiently. 


C26.2.4 Diagonal Ramps 
Diagonal ramps leave the freeway at an angle and terminate at an intersecting road (i.e. 
non-freeway).  This type of ramp is typically used at diamond interchanges.  They can be either 
exit ramps or entrance ramps, and generally cater for all turning movements.  The alignment and 
detailed layout of all ramps should be developed in accordance with road design guidelines (Parts 
3 and 4 of the Guide to Road Design, Austroads 2009n, 2009i). 


[Back to body text] 
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COMMENTARY 27 
The guiding principle is that a second lane should be added when there is a significant probability 
of slow moving trucks on the entry ramp impeding the entry of traffic in general. 


A report for Austroads, Geometric Design for Trucks - When, Where and How? (Austroads 2002a) 
suggests that unless an acceleration lane (or, in this case, ramp) can be combined with a 
downgrade, the lengths of acceleration lane required for trucks to accelerate to the design speed of 
the through roadway are unrealistically long.  Merging truck speeds of 10 to 20 km/h less than the 
through speed would not be expected to be unduly disruptive to traffic flow.  Acceleration lengths 
based on the truck accelerating to such speeds are more realistic and achievable. 


Acceleration profiles for semi-trailers reported in Austroads (2002a) indicate that trucks would not 
have difficulty reaching the suggested 50 km/h over approximately 300 m on a 2% upgrade or less. 


See also Part 4 of the Guide to Road Design (Austroads 2009i). 
[Back to body text] 


COMMENTARY 28 
Grade separation of a rail crossing can be used to justify the closure of adjacent level crossings.  
Eliminating redundant and unnecessary crossings should consider the balance of public necessity, 
convenience and safety.  


Whenever a crossing is closed, it is important to consider whether the diversion of road traffic may 
be sufficient to change the type or level of traffic control needed at other crossings.  The 
surrounding street system should be examined to assess the effects of diverted traffic.  The 
Federal Highway Administration (2002) suggests that coupling a closure with the installation of an 
adjacent grade separated crossing can be an effective means of mitigating resistance to the 
closure.  


[Back to body text] 


COMMENTARY 29 
The signal requirements should be determined in consultation with the appropriate railway 
authority.  If linking of road signals with the railway level crossing is justified, track switches should 
be provided by the railway authority to enable the special queue-clearing sequence to be initiated 
before the flashing red signals start to operate or at the time they start flashing. 


The road signal sequence should be arranged so that after the queue-clearing phase has 
terminated, no phases or turning movements can be introduced for traffic that needs to cross the 
rail tracks until the train has cleared.  The railway track switches should provide an indication when 
the train has cleared the level crossing.  In the case of a rail crossing provided with manually 
operated gates, no special provision is generally required.  When the level crossing opens to road 
traffic, the normal phase sequence is restored and some compensation can be given to the waiting 
traffic.  


[Back to body text] 
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COMMENTARY 30 
Railway crossings can present safety problems on rural roads, especially where road and rail traffic 
volumes are so low that active crossing control devices are not warranted.  It is estimated that 
there are nearly 5500 railway crossings in Australia without active systems to signal the approach 
of a train, and there is currently no cost-effective method of converting these to active crossings 
(Austroads 2002b and Independent Transport Safety Regulator (2008).  Also, in New Zealand, 
approximately half of all at-grade railway crossings (about 1400) are passively controlled. 


Designers should aim to eliminate, improve, or grade separate existing crossings and to avoid the 
introduction of any new at-grade railway level crossings where possible.  


[Back to body text] 
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Keywords:  
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allocation, lane management, functional design, signal phasing, signal timing, 
signal coordination, traffic detection, signs and road markings, interchange 
forms, ramp layouts, metering, paths, path terminal treatments 


Abstract: 


Guide to Traffic Management, Part 6 provides guidance to practitioners on the 
traffic management aspects that should be considered in the design and 
management of intersections, interchanges and crossings.  It includes advice 
on rail crossings, pedestrian and cyclist crossings of roads, and intersections 
on bicycle paths and shared paths.  


This is the second edition of Part 6 of the Guide to Traffic Management.  Since 
the last edition of Part 6 was published, practices related to the management of 
intersections, interchanges and crossings have continued to evolve.  
Additionally, a number of Parts of the Guide to Traffic Management, Guide to 
Road Design, other Austroads Guides and research reports have become 
available since the first edition of Part 6 was published.  This edition has been 
updated to reflect this guidance and relevant emerging best practices. 
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Minutes of the Finance Advisory Committee Meeting held on Thursday, 16 November 2017 
File No: I2017/1773 
 
PRESENT: Cr B Cameron, Cr A Hunter, Cr M Lyon 
 


Staff: Mark Arnold (Acting General Manager) 
 James Brickley (Acting Director Corporate and Community Services) 
 Phil Holloway (Director Infrastructure Services) 


 
Cr Cameron (Chair) opened the meeting at 2.10pm and acknowledged that the meeting was being 
held on Bundjalung Country. 
 
APOLOGIES:  
 
There were apologies received from Crs Richardson, Spooner and Coorey. 
 
DECLARATIONS OF INTEREST – PECUNIARY AND NON-PECUNIARY 
 
There were no declarations of interest. 
 
ADOPTION OF MINUTES FROM PREVIOUS MEETINGS  
 
Committee Recommendation:  


1. That the minutes of the Finance Advisory Committee Meeting held on 17 August 2017 be 
confirmed. 


 
2. That the Committee note that the minutes of the meeting held on 17 August 2017 were 


noted, and the Committee Recommendations adopted by Council, at the Ordinary Meeting 
held on 21 September 2017. 


(Lyon/Hunter)  
The recommendation was put to the vote and declared carried. 
 
BUSINESS ARISING FROM PREVIOUS MINUTES 
 
There was no business arising from previous minutes. 
 


 
STAFF REPORTS - GENERAL MANAGER 


Report No. 4.1 Notice of Motion - Distribution of Paid Parking Income for the Benefit 
of Rural Communities 


File No: I2017/1737 
 
Committee Recommendation:  


That the Finance Advisory Committee receive a report detailing expenditure on rural roads 
(maintenance and capital) over the last three to five years identifying funding sources to inform the 
2018/19 Budget Estimates. (Cameron/Hunter)  
 
The recommendation was put to the vote and declared carried. 
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STAFF REPORTS - CORPORATE AND COMMUNITY SERVICES 


Report No. 4.2 Draft Financial Sustainability Plan 2017/2018 
File No: I2017/1719 
 
Committee Recommendation:  


That the Finance Advisory Committee recommend to Council: 
 
That Council adopt the Draft Financial Sustainability Plan 2017/2018 (#E2017/104429) with the 
following amendment s: 
 
a) remove the entire dot point reference to Manfred Street, Belongil on page 10 
b) remove the entire second row in the table on page 12 regarding ‘5.2 Manfred Street’. 


(Hunter/Cameron)  
The recommendation was put to the vote and declared carried. 
 


 
Report No. 4.3 Unrestricted Cash and Reserves at 30 June 2017 
File No: I2017/1720 
 
Committee Recommendation:  


1. That the Reserve Balances as outlined in Attachment 1 (#E2017/103622) at 30 June 2017 
be noted by the Finance Advisory Committee. 
 


2. That the Unrestricted Cash Balance of $1,145,200 as at 30 June 2017 be noted by the 
Finance Advisory Committee. (Hunter/Cameron) 


  
The recommendation was put to the vote and declared carried. 
 


 
Report No. 4.4 Quarterly Update - Implementation of Special Rate Variation (SRV) 
File No: I2017/1731 
 
Committee Recommendation:  


That the Finance Advisory Committee note the quarterly update on the Special Rate Variation 
implementation as at 30 September 2017. (Hunter/Cameron) 
 
The recommendation was put to the vote and declared carried. 
 


 
Report No. 4.5 Council Budget Review - 1 July 2017 to 30 September 2017 
File No: I2017/1736 
 
Committee Recommendation:  


That the Finance Advisory Committee recommend to Council: 
 
1. That Council authorise the itemised budget variations as shown in Attachment 2 


(#E2017/104035) which includes the following results in the 30 September 2017 Quarterly 
Review of the 2017/2018 Budget: 
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a) General Fund – $161,900 decrease to the Estimated Unrestricted Cash Result 
b) General Fund - $1,651,500 increase in reserves 
c) Water Fund - $110,000 decrease in reserves 
d) Sewerage Fund - $15,000 decrease in reserves 


 
2. That Council adopt the revised General Fund Estimated Unrestricted Cash Result of 


$940,600 for the 2017/2018 financial year as at 30 September 2017. 
 
3. That the Finance Advisory Committee receive a reconciliation in relation to projects in Byron 


Bay (Master Plan/Railway Precinct, etc) reconciling the drawing on Section 94 funds 
earmarked and the Infrastructure Renewal Reserve from the proceeds of Pay Parking 
revenue. (Cameron/Hunter) 


 
The recommendation was put to the vote and declared carried. 
 
 


 
There being no further business the meeting concluded at 4.00pm. 
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Minutes of the Transport and Infrastructure Advisory Committee Meeting held on 
Thursday, 16 November 2017 
File No: I2017/1770 
 
PRESENT: Cr S Richardson (Mayor), Cr B Cameron, Cr J Martin 
 


Staff: Phil Holloway (Director Infrastructure Services) 
 Tony Nash (Manager Works)  
 Blyth Short (Asset Management Coordinator) 
 Craig Purdy (Asset Engineer) 
 Dominika Tomanek (Minute Taker) 
   
Community Representatives:  Sapoty Brook, Andi Maclean, David Michie, Graham 


Hamilton 
 
 
Cr Cameron (Chair) opened the meeting at 9:01am and acknowledged that the meeting was being 
held on Bundjalung Country. 
 
 
APOLOGIES:  
 
Alex Lewers (Transport Development Officer, Social Futures) 
 
DECLARATIONS OF INTEREST – PECUNIARY AND NON-PECUNIARY 
 
There were no declarations of interest. 
 
ADOPTION OF MINUTES FROM PREVIOUS MEETINGS  
 
Committee Recommendation:  


That the minutes of the Transport and Infrastructure Advisory Committee Meeting held on 17 
August 2017 and Extraordinary Transport and Infrastructure Advisory Committee Meeting held on 
2 November 2017 be confirmed. 


(Brook/Michie)  
The recommendation was put to the vote and declared carried. 
 
Note:  


1. The minutes of the meeting held on 17 August were noted, and the Committee 
Recommendations adopted by Council, at the Ordinary Meeting held on 21 September.  


 
2. That minutes of the extraordinary meeting held on 2 November were noted, and the 


Committee Recommendations will be reported to Council, at the Ordinary Meeting hold on 
23 November. 


 
BUSINESS ARISING FROM PREVIOUS MINUTES 
 
On-site meeting to discuss Options for the northern section of the Byron Bay to Suffolk Park 
Cycleway was scheduled for 6 December 2017. 
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STAFF REPORTS - INFRASTRUCTURE SERVICES 


Report No. 4.1 Presentation of draft Transport Asset Management Plan - Customer 
Levels of Service 


File No: I2017/1763 
 
Committee Recommendation:  


1. That the Committee notes the presentation of the Customer Levels of Service for Transport 
Infrastructure. 


 
2.  That the next extraordinary meeting will be held in early 2018 to consider presentation in 


further details and draft Communication Strategy. 
 
3. That the Committee be provided a copy of the draft presentation and committee members 


will provide feedback prior to the extraordinary meeting. 
(Maclean/Richardson)  


The recommendation was put to the vote and declared carried. 
 


 
Report No. 4.2 Update on the 2017/18 Local Roads Capital Works Program 
File No: I2017/657 
 
Committee Recommendation:  


1.  That Council notes the actions taken to implement the 20176/18 Local Roads Capital Works 
Program. 


 
2.  The Committee notes that staff review the appropriateness of line marking the “esses” near 


Coorabell school.  
 (Richardson/Cameron)  


The recommendation was put to the vote and declared carried. 
 


 
Report No. 4.3 2017/18 - 2020/21 Local Roads Capital Works Program 
File No: I2017/1140 
 
Committee Recommendation:  


1. That the Committee notes the information on the Council website about the approved 
2017/18 Local Roads Capital Works Program and the indicative programs for 2018/19 to 
2020/21. 


 
2.  That the further advice and comments be sought from the Committee at the first meeting in 


2018. 
(Richardson/Hamilton)  


The recommendation was put to the vote and declared carried. 
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Report No. 4.4 Pedestrian Crossing - Lawson Street Byron Bay 
File No: I2017/1550 
 
Committee Recommendation:  


That the Committee notes the report. 
(Martin/Cameron)  


The recommendation was put to the vote and declared carried. 
    


 
There being no further business the meeting concluded at 11:12 am. 
 


 
  





