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1 Hurstville City Centre Parking Rate Review Summary 
Parking policy is an undervalued topic in urban planning, but it plays a key role in ensuring 
urban centres can develop and be accessible for users. Parking policies need to be 
developed with the appropriate broader transport policy to ensure a centre remains 
accessible to a wide range of potential users. This means supporting car drivers with 
available parking, but not to a point where congestion increases and urban amenity 
deteriorates to a level that discourages users. Increasingly inner city locations are using 
parking policy as a way to achieve urban density and development aspirations as well as 
managing the impact of increased levels of car use. This is done in partnership with 
transport alternatives such as bus, train, cycle and pedestrian improvements.  

Hurstville City Council has commissioned Arup to review the current parking rates for the 
Hurstville City Centre and make recommendations for the future parking rates as part of a 
broader review of development controls for the area.  

Arup has undertaken the review of parking controls and local traffic and accessibility 
patterns and has recommended a general tightening of parking controls for some land uses 
(Specifically commercial and business uses), and minor changes for other land uses. This 
has been done in consultation with the local councillors, council staff and associated urban 
design and planning professionals working on the broader development controls.  

The parking rate recommendations are detailed in section five of this report. Section six 
details some management options to assist implementing reduce parking requirements.  
The review of parking rates relates to achieving several key objectives. These are: 

• Improve the mode share of alternative transport modes by reducing the reliance on 
the private car for trips to the Hurstville City Centre.  

• Reduce traffic congestion in the Hurstville city centre during the morning and 
afternoon peak periods 

• Improve urban amenity by reducing the negative impact of excess car usage in 
Hurstville City Centre, and minimise any impacts of cars on pedestrian spaces (e.g. 
driveways crossing footpath areas) 

• Improve the feasibility of commercial development in the Hurstville City Centre by 
reducing the requirement for parking, and providing alternatives to onsite provision 
where possible.  

• Support local development by having equitable parking requirements for 
development in the Hurstville City Centre, compared with Sydney Centres, such as 
Parramatta and Bondi Junction, and with reference to local centres. 

• Ensure the appropriate actual parking provision by avoiding prescriptive maximum 
or minimum parking rates, and provide developers with an alternative to onsite 
provision if required.  

The rationale for tightening parking controls for commercial uses is in keeping with the 
aspirations for Hurstville City Centre to attract more commercial development and support 
the growth of the centre as an employment location. The existing mix of retail and residential 
development is unlikely to increase significantly, and the parking rates recommended for 
these land uses are consistent with the current requirements.  

Parking provision is often considered a contentious issue for residents and businesses 
however the real problem is often parking utilisation and perceptions of availability. 
Changing parking provision rates at the same time as implementing improved parking 
management systems can be mutually beneficial in reducing the level of parking provided 
whilst at the same time improving the utilisation and perceived availability of parking. 



Hurstville City Council Hurstville City Centre Parking Rate Review
Parking Rate Recommendations

 
 

J:\206513 HURSTVILLE PARKING REVIEW\REPORTS\0003DRAFT PARKING 
RATE REVIEW REPORT 090831.DOC 
  

Page 2 Arup
Draft 1    4 August 2009

 

 

2 Introduction 
Hurstville City Centre is a mature major suburban centre in Sydney’s south. It is identified in 
the NSW Government’s Sydney Metropolitan Strategy and the Draft South Subregional 
Strategy as a major retail centre, and is planned to accommodate significant jobs growth. In 
response to this planned growth and future aspirations of the centre, a range of local plans 
and policies are being reviewed to support these aspirations.  

Due to ongoing issues of traffic management, congestion, parking utilisation of existing 
assets and the development feasibility and viability issues of providing parking, the current 
Hurstville City Centre Parking rates, as specified in the Hurstville City Centre DCP 2, need 
to be reviewed. The review of the relevant planning strategies and policies aims to provide 
adequate future parking whilst helping to manage the impacts of requiring too much parking. 
This review of parking rates will provide recommended future parking rates, based on 
analysis of current parking supply, local transport networks, previous report 
recommendations and broader planning and centre strategies. These recommendations will 
then be assessed and included in the new Development Control Plans for the centre, 
currently being reviewed separately. 

 

2.1 Parking  

Parking is an essential component of the urban transportation system. The typical car is 
parked for 90% of the day in a number of parking spaces. Providing adequate parking is a 
challenge for local councils and developers, and the oversupply of parking is a key factor in 
the over reliance on cars for transport. Due the costs of providing parking, road congestion 
and impacts on streetscape amenity and local pedestrian routes, there is a strong move to 
reduce and limit car access to a centre. Where a centre is well served by alternative modes 
of transport, there is a growing incentive to discourage car use. Parking restrictions is an 
important way to manage the demand for parking and limit the accessibility of the centre by 
private car.  

By reducing the availability of parking, users have a stronger motivation to seek alternative 
modes of access. Reducing parking is this manner needs to b managed to provide a level of 
parking that supports the development and ongoing success of the centre, but reduces 
parking and car use to a level that manages congestion and avoids the local streets being 
dominated by cars. A local centre’s parking policy, and the allowed parking rates related to 
individual land uses in the centre, is a key way limit the provision of parking. The challenge 
for local councils is to get the parking rate ‘just right’ for the future planned growth and 
development of the centre. Importantly, when a new parking rate is introduced for a centre, 
the new level of parking only applies to future development, so the current level of parking 
availability will continue for existing land uses, and any perceived negative outcomes of 
reduced parking relates to additional future development, intensification of land use and 
future growth – all signs of the future prosperity of the centre.  

With these factors relating to the updating of parking allowances for the Hurstville City 
Centre, Arup has been commissioned to review the parking rates for the Hurstville City 
Centre.  

 

2.2 Parking policies 

Restrictive parking policies are one of a range of measures that have been adopted in 
recent times to address the issue of excess private car use. Parking policies seek to 
influence the convenience factor of the start and end of individual trips in order to make 
users consider alternatives to driving to or from a location.  
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The initial intention of parking policies (for minimum parking levels) is/was generally to 
ensure an adequate level of parking to address the on street and local level externalities of 
private car use. These parking policies sought to ensure that there was an adequate amount 
of parking (off road) for a given land use. The result is a range of measures seeking to 
provide a minimum level of parking within a development project to ensure that surround 
land users and the general road network was not adversely affected by the new 
development. Current parking policies tend to focus on parking quantity, not parking quality, 
and the way that parking provision can be adjusted to get better usage rates, minimise the 
negative externalities of mismanaged parking, ensure better management and the 
integration of parking into an overall transport system.  

Given the importance of access and mobility for the effective operation of urban areas and 
the varying levels of investment in alternative modes of transport across the metropolitan 
area, the inconsistent application of minimum and maximum rates of parking between 
different centres and developments can impact on the financial viability of these areas. The 
impact of parking supply (based on the relevant parking policy) can be a decisive 
competitive factor between development centres, and can be a decisive factor in the long 
term financial and economic viability of the relevant centre.  

There is currently a mismatch between areas of the Sydney metropolitan region that have a 
mix of minimum and maximum car parking rates for land uses and developments. A 
consistent metropolitan wide parking policy avoids the issue of local oversupplies of parking, 
which acts as an inducement to drive. This inconsistent application of minimum and 
maximum parking rates across Sydney led to the need to develop a Sydney wide 
Metropolitan Parking Policy as part of the Sydney Metropolitan Strategy.  

 

2.2.1 Integrated transport systems – essential prerequisites for effective travel 
demand management 

Access and mobility are key success factors for urban developments. The management of 
these factors has become increasingly important as land managers seek to move away from 
a reliance on the private car for environmental, social, health and economic reasons. 
Hurstville City Centre, with an existing train station, proposed future bus interchange and 
opportunities to improve the local pedestrian environment is well placed to develop 
integrated transport solutions for residents, workers and visitors. A well considered parking 
policy is a key first step to achieve this.  

The management of access and mobility has become more complicated through time and 
reflects the increased complexity of people’s lives. With the changing demographic mix, the 
dynamic lifestyles of residents; the changing nature of work; and the changing economic 
and social geography of Sydney’s metropolitan area, there is a need for more advanced, 
better managed and better monitored travel demand management systems and tools.  

Parking policies are one element of travel and transport management systems that can be 
effectively implemented to achieve the desired social, environmental and economic 
outcomes. The important point to acknowledge is that parking policy forms part of a system 
aiming to manage travel and transport outcomes. The various other elements of the system 
need to be effectively managed and co-ordinated to achieve the desired transport demand 
and use pattern.  

The management and co-ordination of the overall transport system, with a focus on travel 
demand management, is a key way to address transport supply and demand factors to 
achieve the desired outcome. Parking policy, in isolation, is an attempt to address a supply 
side issue that can lead to undesirable outcomes if it is not co-ordinated with other transport 
supply elements, or matched with transport demand requirements.  

 



Hurstville City Council Hurstville City Centre Parking Rate Review
Parking Rate Recommendations

 
 

J:\206513 HURSTVILLE PARKING REVIEW\REPORTS\0003DRAFT PARKING 
RATE REVIEW REPORT 090831.DOC 
  

Page 4 Arup
Draft 1    4 August 2009

 

2.2.2 Determining appropriate levels of parking 
Parking is a local issue that is heavily influenced by regional transport conditions. If users 
have few options other than driving, restricting parking in one local area can have 
unintended negative consequences. Any attempt to manage parking at a local level needs 
to be balanced and supported by similar measures in the surrounding region. This can 
require a multi-disciplinary approach, involving a range of stakeholders and requiring the 
agreement and commitment of a range of local (e.g. council parking management), State 
(e.g. State transport agencies) and even federal authorities (e.g. taxation and Fringe 
Benefits Tax reviews) authorities to achieve the required modal split and support reductions 
in car use through reduced parking provision. The need for cross jurisdictional co-ordination 
stems from the need to have both the origin and destination well served by alternative forms 
of transport and with similar parking supply management strategies if the agreed intention is 
to minimise private car use.  

Effective parking management needs to be considered on a case by case basis. In 
particular, the impact of a local areas’ demography, economic performance, future 
development opportunities, levels of accessibility and travel demand characteristics need to 
be considered as part of the determination of the rate of parking required, and the degree of 
alternative parking and travel management systems that will be needed. This is a 
challenging process for newly developing (or redeveloping) areas, and the strategy for these 
new developments is to adopt a contingency based parking planning policy. This means that 
a nominal rate of parking is determined for the area, and a suite of options identified to 
support this parking rate and mitigate any adverse impacts of over or under supply. These 
options should aim to address both parking supply and levels of private car use.  

Examples of managing the over or under supply of parking is to identify a target rate of 
usage for parking to ensure that parking is available for people that need parking, whilst not 
oversupplying parking to those that do not need it. Parking management experts identify 85-
90% occupancy rates as being ideal to allow parking for those that need it without appearing 
to provide too much convenience for users who can chose alternative modes of transport. A 
rate of 85-90% occupancy also addresses the issue of spill over parking through under 
supply. There is an implication that surrounding areas are managed accordingly, as tight 
parking controls are ineffective if easier parking alternatives exist in adjacent areas due to 
the impact of spill over parking impacts.   

 

2.3 ‘Spill over’ parking impacts of poor parking policies 

In determine the appropriate parking levels and parking management systems for an area, 
there is an important consideration in the risks for undersupplying parking. ‘Spill over’ of a 
developments’ parking into adjacent streets and neighbourhoods is a real concern of 
parking managers. Spill over parking problems refer to the use of adjacent parking spaces 
by vehicles originating from the development in question. Traditional parking policies 
attempt to mitigate the potential for spill over parking problems by applying a minimum 
parking rate for a development.  

The challenge for developers and planners is to manage parking to mitigate spill over 
parking problems and avoid an oversupply of parking, which requires a market based 
approach to managing the amount of parking available. To not address the real levels of 
demand for parking with appropriate parking supply will lead to spill over impacts which 
have the effect of transferring parking impacts onto adjacent areas. This is a very poor 
policy outcome and needs to be considered in determining an appropriate parking 
management strategy and policy response.  
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3 Policy and Urban Planning Framework 
The following section provides an overview of relevant plans, policies and documents that 
inform the Hurstville Parking review. The review of documents is broken down into state, 
regional, local and area relevance. 

 

3.1 NSW State Planning Framework 

3.1.1 NSW State Plan, NSW Government, 2006 
The NSW State Plan, 2006 sets out goals and priorities under five strategic directions: 

• rights, respect and responsibility 

• delivering better services 

• fairness and opportunity 

• growing prosperity across NSW 

• environment for living 

The NSW State Plan relates to the Hurstville Parking Review through the objectives of: 

• S6 Increasing share of peak hour journeys on a safe and reliable public transport 
system 

• P1 Increased business investment 

• E3 Cleaner air and progress on greenhouse gas reductions 

• E5 Jobs closer to home 
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3.1.2 Urban Transport Statement, NSW Government, November 2006 
The Urban Transport Statement outlines the initiatives of the NSW Government to respond 
to the transport challenges in Sydney.  As a whole, the Statement indicates that initiatives 
with a balanced approach to private and public transport.  

The major transport corridor of: Hurstville – Strathfield – Macquarie Park is identified as 
including two main rail lines (Northern Rail Line and East Hills Rail Line) as well as 
significant major roads including King Georges Road. The specific corridor to Hurstville is 
scheduled for works of: 

• Easy Access to: Belmore, Carlton, Mortdale and Penshurst 

• Extra trains to provide additional services 

• Air conditioning on all train services 

• King Georges Road, Hurstville to Wiley Park “pinch point” network improvements 

• Bus priority on Strategic Bus Corridors to link 

 Hurstville – Bankstown 

 Hurstville – Bexley North – City 

 Hurstville – Bondi Junction 

A broader initiative to support public transport is the expansion of commuter car parking with 
the objective of reducing congestion on roads and encouraging more commuters onto public 
transport. 

3.1.3 Sydney Metropolitan Strategy, Department of Planning, 2005 
The Sydney Metropolitan Strategy “City of Cities” is a strategic planning document that 
provides a broad framework for growth and development over the next 25 years. The 
Sydney Metropolitan Strategy identifies five aims that help guide the strategies of Economy 
and Employment, Centres and Corridors, Housing, Transport, Environment and Resources, 
Parks and Public Places and Implementation and Governance. The five aims are: 

• Enhance liveability 

• Strengthen economic competitiveness 

• Ensure fairness 

• Protect the environment 

• Improve governance 

 

The Sydney Metropolitan Strategy is to be implemented through subregional planning, 
where Hurstville falls under the South Subregion. 

Under the Sydney Metropolitan strategy, Hurstville is identified as a ‘Major Centre’, that is 
defined as  

The major shopping and business centre fro the district, usually with council offices, taller 
office and residential buildings, a large shopping mall and central community facilities. 

Hurstville’s future growth can be considered within the Sydney Metropolitan Strategy as 
relating to the LGA as a Major Centre and also as belonging to the South Subregion. The 
new dwellings targets and employment capacity targets are reflected in the table below. 
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 New Dwellings by 2031 Employment Capacity Targets 
for 2031 

 

South Subregion +35, 000 + 21, 000 

Major Centres + 45, 000 + 126, 000 

 

Hurstville is also highlighted as an employment area that has potential for strengthening its 
economic competitiveness through increasing their employment capacity 26.6% to 
accommodate 17,000 new jobs. The new LEPs are required to reflect the employment 
capacity targets. 

 

Actions for transport under the Sydney Metropolitan Strategy highlight influence to 
encourage more sustainable travel choices by developing and implementing: 

• Integrated Transport and Land Use Plans 

• Planning Guidelines for Walking and Cycling at a local government level 

• Metropolitan Parking Policy 

• Travel Smart behaviour change program 

3.1.4 Standard LEP Template 
The NSW Government has implemented reforms to the local planning process to create one 
plan per Local Government Area, reduce the layers of planning instruments and enable 
LEPs to better reflect the targets for dwellings and employment from subregional plans and 
the aims of the Metropolitan Strategy. 

Hurstville City Council is currently preparing a Comprehensive LEP for Hurstville City, which 
aligns with standards set by the NSW government to ensure Council's across the State use 
clear and consistent planning language. 

3.1.5 Draft SEPP 66 – Integrated Land Use and Transport, Department of 
Planning 

Draft SEPP 66 gives guidance for the preparation of an Environmental Planning Instrument 
to achieve better integration of land use and transport planning at the local level. 

The Draft SEPP 66 package includes a series of research, policies and guidelines. The 
policy recognises the crucial role played by planning and development decisions in 
managing the demand for travel and providing transport choices. Draft SEPP 66 aims to 
create urban environments that seek to: 

• Improve access to housing, jobs and services by walking, cycling and public transport; 

• Increase the choice of available transport modes and reduce dependence on cars; 

• Reduce travel demand including the number of trips generated by development and the 
distances travelled, especially by car; 

• Support the efficient and viable operation of public transport services; and, 

• Provide for the efficient movement of freight. 

The Draft SEPP 66 is addressed through Direction 17 to Councils under the new Section 
117 Ministerial Directions of the planning legislation on the content of LEPs.  

3.1.6 Parking Space Levy, Ministry of Transport 
Although not currently applied to Hurstville area, it is useful to note the Parking Space Levy 
has been applied to other major commercial centres in Sydney as a mechanism to 
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discourage car use in these areas. The Parking Space Levy was introduced by the Ministry 
of Transport in 1992 in Sydney CBD, North Sydney/ Milsons Point, Bondi Junction, 
Chatswood, Parramatta and St Leonards. The Parking Space Levy imposes a levy on 
parking spaces and put the funds towards projects that encourage the use of public 
transport. 

 

3.2 NSW Government Approach to Parking Policy  

Action D3.2.1 of the City of Cities, Sydney Metropolitan Strategy is: Develop and implement 
a metropolitan-wide parking policy to encourage use of public transport to centres and 
ensure a consistent approach across centres. 

As part of the 2005 Sydney City of Cities Metropolitan Strategy, a key recommendation is to 
develop and implement a metropolitan parking policy aiming to support the use of more 
sustainable modes to locations with good public transport access; and support the 
Government’s investment in public transport. The policy will build on the Improving 
Transport Choice Guidelines in the Integrating Land Use and Transport package released in 
2001. The justification for a Metropolitan Parking Policy is: The availability and cost of car 
parking has a significant impact on people's travel choices including where they go and the 
mode they use. Excess parking in locations with good public transport accessibility can 
undermine public transport use. Requirements for parking in areas close to good public 
transport can also place a cost burden on development that is not necessary. 

The intention of developing a metropolitan parking strategy is to discourage the 
inappropriate use of cars for travel to city centres by reducing the provision of parking and 
presenting a more uniform approach to parking development so that centres do not compete 
with each other with parking provision and the support for car based (unsustainable) travel 
patterns.  

A draft Metropolitan Parking Policy is yet to be released for discussion by the NSW 
Government.  

 

3.3 RTA Guide to Traffic Generating developments 

The Roads and Traffic Authority have a publication called the Roads and Traffic Guide to 
Traffic Generating Developments. This document, initial released in 1992 and updated in 
2002 has provided a key document for the development and application of parking rates for 
Sydney. The RTA guide is seen as the default parking policy for Sydney and has been used 
as either the basis for council car parking planning and requirements, or has been used to 
successfully challenge council development decisions (rejections) based on issues related 
to parking provision. Relevant court case are shown below. The RTA guide is based on 
engineering logic of providing ‘enough’ parking for developments and is increasingly seen 
as out of date given modern travel behaviour and land use patterns. For many large, 
complex or mixed use land use, the RTA Guide recommends an independent parking study 
for the relevant development.   

3.4 NSW Land and Environment Court  findings relating to car parking 

The following cases have been cited as evidence of the role the RTA Guide to Traffic 
Generating Development plays in decisions regarding the provision of parking for specific 
developments.  
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3.4.1 FHR Holdings Pty Ltd v Wingecarribee Shire Council [2005] NSW LEC 60 - 
26 April 2005 

Appeal against Council’s deemed refusal of the D.A to demolish an existing retail building to 
erect a new 2 storey building containing retail and office uses: No car parking was provided 
for the existing building; nor is any parking proposed for the larger development. 

No parking is proposed:  - contrary to DCP 

- no s94 Plan contributions 

- not in the public interest 

Court’s decision was based on: 

- compliance with DCP 

- comparison with the RTA guidelines 

- comparison with previous cases 

- surveys – site specific conducted by court appointed traffic engineer 

Court’s decision: 

- appeal dismissed – considering that future development is deemed substantial 
redevelopment and parking demand exceeds previous uses. 

 

3.4.2 Auspacific Equity Investments Pty Ltd v Pittwater Council [2004] NSWLEC 
281 

Applicant proposed to demolish single storey retail arcade and erect a new building with 
retail and residential uses. Basement car park was proposed but the number of spaces was 
deficient in terms of the council’s DCP. 

Decision was based on: 

- DCP requirements 

- RTA guidelines ( DCP requirements are less than RTA guidelines) 

o The proposal: retail car spaces: 

•  28 provided  

•  50 required by RTA guidelines 

• 41 required by DCP 

Court’s decision: 

- applicant agreed on providing additional car parking – with a shortfall of about 6 
carparking spaces 

- Court’s assessment: “there is no reason why the proposed development should not 
provide for the requisite amount of car parking in terms of Council’s DCP” 

3.4.3 Sutherland Shire Council versus HBM Cronulla Pty Ltd [2009] NSWLEC 
1011 – 15 January 2008 

The appeal was against Council’s refusal of a development application for the demolition of 
an existing dwelling and the construction of a two storey, 15 bedroom boarding house at 75 
Kurnell Road, Cronulla, with four off-street car parking spaces. 

Issues included : Insufficient on-site car parking to accommodate the needs of the residents 
of the boarding house. 

 

“Court’s Conclusion on parking: 
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Car Parking – The number of spaces required is to be calculated based on the number of 
bedrooms and additional spaces are not required for the double bedrooms. While the 
parking requirements of the Council’s DCP were higher than those for boarding houses in 
inner-city council areas, the Court was not persuaded that the parking rates in the Council’s 
DCP should not be applied, as car ownership is likely to be higher in Sutherland Shire. 
Therefore, five spaces were required for the 15 room development.  The requirement could 
have been satisfied by four spaces on-site and one on the street, however the Court was 
not satisfied that the proposed on site stacked parking arrangement would operate 
satisfactorily.” 

 

3.4.4 Randall Pty Ltd v Willoughby City Council 
Randall applied to Council for a modification of consent to charge a fee for the first 2 hrs of 
parking in the Regency, Chatswood. 

Issues: 

- Council concerned over economic impacts of retail and business in the Regency 

- Affected parking spaces would likely to have a lower level of use because the proposed 
fee would encourage customers to park elsewhere. (free parking in Chatswood Chase 
and Westfield) 

Courts decision: 

- The Court considered the direct economic impacts of the proposal on users of the car 
park, the owner of the carp park and the individual traders in the locality and rejected 
the appeal. 

 

3.5 NSW Parking Space Levy 

The NSW Government has operated a parking space levy for major centres in Sydney since 
1992. It has recently been significantly increased. The justification for this PSL has been to 
discourage car use in business districts by increasing the cost of parking. This is to reduce 
congestion in these centres, but is also designed to encourage the use of transport 
alternatives. The PSL is not applied uniformly across Sydney, as only a few centres are 
affected by it, and of these there are two categories with different levied rates ($2000 and 
$710 for Category One and Two). Parking spaces need to be registered to be liable for the 
PSL, and not all spaces are registered in all the relevant centres.  Those spaces affected by 
the PSL are more likely to have restricted use (such as paid parking or as part of a lease 
negotiation) as a way to recoup the cost of the PSL. This supports developing a market 
value for parking spaces as a way to discourage use of these (especially if previously free) 
in favour of cheaper alternatives.  

 

3.6 Regional Planning Framework 

3.6.1 South Subregional Strategy 
The South Subregional Strategy interprets the Sydney Metropolitan Strategy into 
subregional and locality specific aims and targets. The South Subregion is recognised within 
the Strategy as having two major centres: Hurstville and Kogarah ‘where many higher order 
jobs, services and cultural events are accessed by residents across the subregion.’ 

 

The South Subregional Strategy mentions Hurstville in relation to: 

• An emerging area for education and medical facilities 
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• An employment lands precinct that has a key function in urban services and local 
industry 

 

The employment lands considered of strategic importance in Hurstville LGA include: 

• Peakhurst, Boundary Road (Local Industry, Utilities/ Urban Services) 

• Kingsgrove South (Light Manufacturing) 

• Hurstville (Local Industry and Urban Services) 

• Beverly Hills (Local Industry) 

• Penshurst (Urban Services) 

 

Strengthening the commercial core of Hurstville major centre is identified as an aim for the 
Subregion, as well as increasing the subregion’s self – containment with a growth of 4,000 
new jobs by 2031. Promoting good urban design outcomes and enhancing the natural 
assets of the area as well as improving public transport interchange in Hurstville’s centre are 
outlined as strategies to strengthening the Hurstville centre. 

 

Sustainability and liveability in the Major Centres of Kogarah and Hurstville are also a focus 
of the Strategy as it considers: 

• Providing a focus for transport routes and connectivity; 

• Providing for some higher density, low cost housing; 

• Bringing a full range of services within each centre thus reducing travelling costs by 
enabling greater centre self – containment; and 

• Providing a focus for small business development and employment to encourage 
economic diversification to strengthen the subregion into the future. 

Long term economic vitality of Hurstville is also considered in the strategy, where it makes 
recommendations to Hurstville Council to limit residential development within the 
commercial core of Hurstville Major Centre with 4100 new dwellings to be provided across 
the LGA by 2031. 

 

Current transport in Hurstville is identified as needing improved cross regional links by 
strategic bus routes. The improved by strategic corridors are planned for: 

• Miranda – Hurstville 

• Hurstville – Bankstown 

• Hurstville – City via Newtown 

• Hurstville – Burwood 

 

3.6.2 Draft St George Economic and Employment Strategy 
The Strategy was developed by Hill PDA to investigate the economic and employment 
characteristics for the broader St George Region that includes: Hurstville, Kogarah and 
Rockdale Councils. The Strategy informs the Hurstville draft LEP as it makes 
recommendations to protect existing light industrial land, investigation of sites for business 
park development and the need for retail (including supermarkets) and businesses to be 
located with the existing commercial areas. 
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3.7 Local Planning Framework 

3.7.1 Hurstville Local Environmental Plan 
Hurstville City Council is currently preparing the Hurstville Comprehensive LEP, which 
aligns with standards set by the NSW government to ensure Council's across the State use 
clear and consistent planning language. The Hurstville LEP 1994 is the LEP that is currently 
applicable to the land.  

The LEP is a broad framework of controls that relates to development within the LGA 
boundary. The Study Area is currently zoned City Centre Business Zone. The objectives of 
this zone as outlined by the LEP are: 

 (a)  to designate sufficient areas of land to meet the projected needs of the Hurstville Town 
Centre as a multi-functional regional centre, 

(b)  to facilitate development of land within the Hurstville Town Centre for commercial, retail, 
residential and community purposes, 

(c)  to provide a single business zone for the Hurstville Town Centre as a sub-regional 
centre, 

(d)  to facilitate the implementation of a development control plan for the Hurstville Town 
Centre: 

(i)  by introducing appropriate floor space ratio controls, 

(ii)  by encouraging an economically viable retail core which is centrally located and in 
close proximity to public transport, 

(iii)  by enhancing employment opportunities and to service the needs of the local and 
regional community, 

(iv)  by encouraging and facilitating the use of public transport, 

(v)  by providing and enhancing pedestrian and public open space areas for shoppers and 
workers, 

(vi)  by maintaining and improving the environmental and aesthetic quality of the Hurstville 
Town Centre and its surrounds, 

(vii)  by ensuring adequate and accessible off-street car parking, and 

(e)  to improve traffic flow in and around the Hurstville Town Centre. 

 

Under the standard LEP zoning terms, The Hurstville LEP 2011 allocates the study area 
that was previously zoned Part 3(b) City Centre Business zone and Part 3(c) Business 
Centre Zone to zone B3 Commercial Core and Zone B4 Mixed Use. 

 

3.8 Local Area Policies and Studies 

3.8.1 Hurstville DCP No. 2 
The DCP is a non statutory document that lies supplementary to the LEP, developed by 
Hurstville Council to outline detailed controls for the Hurstville area and specific sites. The 
current parking policy is detailed within this DCP where it outlines parking requirements 
specific to land use categories. The aims parking are: 

• (a) to provide detailed parking requirements for individual land use categories; 

• (b) to provide measures to protect the natural environment; and 
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• (c) to ensure parking areas relate to site conditions. 

Section 6 specifies the parking controls as they relate to specific land uses. The broad 
objectives are established as: 

• To provide sufficient, safe and convenient parking facilities meeting user 
requirements including: 

o pedestrians, 

o cyclists and 

o  vehicles. 

There are specific performance criteria listed for achieving this objective: 

• Parking and service vehicle areas are provided according to projected needs and 
provide pleasant areas in which to park. 

• Parking that is safe, easily accessible, does not obstruct the passage of vehicles or 
create traffic conflicts, impact pedestrians or cyclists and does not result in 
detrimental affects to adjoining or nearby properties. 

Specific to business use, retail, residential and Office premises, the parking rate 
requirements for the Hurstville City Centre area are: 

Land use Parking Rate 

Commercial Parking Rates 1 space / 50 sqm GFA 

Retail/ other Parking Rates CBD fringe: 1 space per 25sqm GLFA 

Intermediate: 1 space per 27.5sqm GLFA 

CBD Core: 1 space per 30sqm GLFA 

Residential 1 space per 100sqm 

Office Premises  
 

CBD fringe: 1 space per 50m2 GLFA 
Intermediate: 1 space per 55m2 GLFA 
CBD Core: 1 space per 60m2 GLFA 

 

The DCP details approximately 40 land uses with different parking requirements. This 
presents problems in assessing Development applications where the land use is not clear, 
or speculative, and also complicates the conversion of one land use to another, say as one 
business lease ends and new one commences. This overly detailed description of different 
parking rates for different parking rates is consistent with the RTA approach to parking, but 
a more simplified and built form related parking rate is recommended. Further complicating 
the current DCP 2 for Hurstville City Centre is that the actual detail of the parking 
requirements are further detailed in the site specific controls for the city centre. The detailed 
section on block specific DCP controls also specifies the floor space ratio and parking 
provision requirements (onsite versus off site allowances etc).  

For retail, commercial and light industrial development, the DCP outlines that Council may 
consider accepting a cash contribution in lieu of on site parking where a Section 94 Plan is 
in place, and as detailed in the detailed controls.  

 

3.8.2 Hurstville City Centre Concept Masterplan, 2004 
The Hurstville City Centre Masterplan, adopted by Hurstville Council in December 2004, 
translates the State’s strategic objectives from the Metropolitan Strategy into the Hurstville 
CBD. This is a key strategic document for reference, along with other strategic plans for the 
broader area which will inform the review of parking rates. The Masterplan focuses on 
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attracting commercial and retail activities within the area to provide additional jobs and 
services for Hurstville residents. 

The Masterplan identifies seven principles: 

• To develop a new bus interchange 

• To create a new Civic Precinct 

• To improve north – south connections 

• To improve railway station access 

• To create a new sequence of public spaces 

• To create parks, green gateways, and street tress 

These key principles help to inform the review of parking rates as they consider public 
transport and public space as a priority in Hurstville CBD above consideration for the private 
car. 

The Masterplan identifies the existing Car Parking in the City Centre and suggests proposed 
car park locations. The existing parking spaces are shown in the table below. 

Existing Parking Spaces No. of Spaces 

North of railway line (Hurstville LGA) 

Council owned car parks (3 hr Limit) 1225 

Council own land (unrestricted) 195 

On – Street Parking (restricted) 460 

On – Street Parking (unrestricted) 340 

Westfield Parking (unrestricted) 2160 

 Sub Total 4380 

South of railway line (Kogarah LGA) 

Super Centre (Paid parking) 250 

ATO building 160 

Woniora Gardens 60 

Sub Total 470 

Grand Total 4850 

 

The Masterplan identifies that existing parking supply is currently sufficient in the area, 
however, the Plan highlights that additional public parking will be needed to be provided, 
and suggests that 700 additional parking spaces to be considered on Council owned sites 
over the next decade. The locations are shown in Figure 1. 
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Figure 1 Public Parking Area (Source: Hurstville Centre Masterplan) 

 

3.9 Parking Rate Review Background 

A number of relevant studies have been undertaken in the lead up to the parking rate 
review. These have addressed a number of relevant parking, traffic, transport and planning 
issues: 

3.9.1 Hurstville CBD Parking Strategy, Jacana 2004 
 

Jacana consulting was commissioned in 2004 to review Hurstville Council’s position in 
relation to onsite parking provision for developments in the Hurstville CBD and to develop a 
strategy to deal with commuter parking issues. Council also had opportunities to develop its 
own car parks and therefore needed to be aware of the overall parking situation for the 
CBD. The Jacana study was an important resource for the development of the Arup Traffic 
report (2007) and this Parking Rate Review.  

The Jacana report identified the significant volume of car parking in the Hurstville City 
Centre, the potential increased role of public transport to support the centre and the 
opportunities to increase the management and operational efficiency of the existing car 
parks.  

The Jacana report undertook a number of car park surveys and research to identify the 
volume and utilisation of the car parks in the Hurstville City Centre. This was not undertaken 
for the current parking rate review, but findings from the Jacana report are likely still valid for 
the rate review. The Jacana report identified a average parking utilisation rate of 65%, which 
is considered an underutilisation of parking, and an oversupply. By increasing the parking 
utilisation rate to approximately 85-90%, competition for parking spaces will encourage 
people to consider alternatives to driving to the Hurstville Centre, whilst also ensuring 
parking is available for those that need. Parking management strategies (e.g. time limits or 
prices) are very effective in supporting this higher utilisation rate, and ensuring parking 
availability for those that need it.  
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The Jacana report also identified the need to use parking controls to limit the negative 
impacts on amenity, congestion, and accessibility. In general, the Jacana report advocates 
for a reduction in the levels of parking provided by future developments as a way to manage 
the negativities (e.g. congestion) and achieve the broader aims of the then new City Centre 
Masterplan.  

The Jacana report also advocates a number of changes to the provision of paid parking, the 
supply and consolidation of council car parks and the strategies for managing the 
development of new car parks or implementation of new parking regimes.  

 

3.9.2 Hurstville City Centre Traffic Report, Arup 2007 
Arup was appointed by Hurstville City Council, to undertake a traffic study for Hurstville City 
Centre in 2007. 

According to the Arup Report, one of the main criticisms raised about the Hurstville City 
Centre is the poor legibility of the road system.  Accessibility to the city centre is quite good 
by car when you consider the various approach routes. There are a number of comments 
raised about the current systems of one way streets in the Hurstville City Centre. Whilst the 
one way streets are seen as contributing to the lack of legibility of the centre, they are seen 
as the best traffic management solution and provide a balanced outcome when compared to 
congestion, legibility and amenity issues.  

The benefits of the one ways system (particularly on Forest Road) can be listed as: 

• Reducing the traffic flow to be predominantly local traffic,  

• A slow traffic speed environment,  

• Increasing the footpath area and  

• Allowing parking on both sides of the road.  

Reinstating two-way traffic flow would increase traffic flow including the potential to attract 
westbound through traffic. Attracting additional traffic into this section of Forest Road may 
cause congestion because there is limited car parking to access.  
 

Key recommendations from the Arup traffic report include: 

• Retention of current one-way arrangement for Forest Road through the city centre. 

• Bus interchange on Woodville Lane as previously proposed. 

• Conversion of both The Avenue and Park Road from their current one-way traffic 
flow arrangements to two-way traffic flow.  The Avenue would be designated as a 
main traffic route, catering mainly for through traffic, and Park Road as a secondary 
traffic route, catering mainly for local traffic.  This road hierarchy would be reinforced 
by signage and intersection controls, including a ‘no right turn’ from Queens Road 
west into Park Road. 

• Two-way traffic on The Avenue-Treacy Street between Forest Road and Railway 
Parade, including the widening of the Treacy Street underpass. 

• Retention, in general, of the current traffic flow arrangements in the area bounded 
by Forest Road and Treacy Street.  Detailed traffic analysis would be required to 
determine the optimum traffic management arrangements, in terms of intersection 
controls, right turn restrictions, one-way traffic, parking controls etc. 

• A complimentary parking management strategy. The general recommendations for 
this parking strategy are: 

o Limit long term (all day) parking 
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o Reduce parking requirements for new developments 

o Introduce paid parking in Westfields 

o Add parking spaces on CBD fringe if/when appropriate 

3.9.2.1 Arup Preferred Traffic Management Option 
As part of the recommendations for the Hurstville City Centre, a preferred traffic 
management option was developed. The preferred option provides a strategic road network 
framework to service the Hurstville City Centre as it continues to develop as the Regional 
Centre in Southern Sydney.  It supports a number of the key infrastructure improvements 
already adopted and proposes further changes to traffic flows to improve traffic legibility and 
circulation. 

The preferred option improves the permeability of the city centre traffic network and will help 
to reduce the perceived confusion of motorists and pedestrians travelling through the city 
centre especially for first time visitors.  It will also improve the ability for public transport and 
private vehicles to circulate around the city centre. The preferred option has not been 
implemented in full to date, and is dependent on some public transport infrastructure 
development (Bus interchange) and road infrastructure improvements (widening 
underpasses) Updated in Arup based report 

 

3.9.3 Hurstville City Centre Urban Form Study, Dickson Rothschild prepared for 
Hurstville City Council, 2007 

The Urban Form Study follows the broad vision from the Masterplan  

Hurstville City Centre as a destination for commercial investment & residential living, with 
high quality building and public places 

and translates objectives and principles into specific urban design controls that are aligned 
with best practise. 

To further the parking recommendations in the Masterplan, the Urban Form Study suggests 
concessions and incentives for the designated sites that would be location specific.  

• Within the retail core, incentives may be given on mixed use sites for additional 
underground parking to reduce on street parking. 

• Sites along the rail corridor may be given concessions for greater heights to provide 
above ground parking on the lower levels as podiums are encouraged to be 3 – 5 
storeys above ground to minimise rail related noise levels. 

 

3.9.4 Market Forecast Study, SGS Economics prepared for Hurstville City 
Council, 2007 

The Market Forecast Study identifies Hurstville’s importance as a retail and commercial 
centre with its close proximity and access to the Airport, the M5 and being 15km west of the 
Sydney CBD. The Study analyses the current market, identifying that Hurstville is currently 
comprised of localised small – medium businesses with current high commercial demand, 
with relative low levels of supply. The study suggests that land values are relatively high in 
comparison to other areas of Rhodes and Macquarie Park due to the residential 
development prospects surrounding the commercial core. The study recommends to limit 
residential development in parts of Hurstville Centre to attract commercial or office 
development.  

 An analysis of the economic structure of the area suggests that there is a strong presence 
of retail trade and business services both with the CBD and across the whole LGA. Within 
Hurstville, the areas of industry specialisation lie within the Finance and Insurance sector 
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that has experienced growth from 1996 to 2001. Other key areas of specialisation include 
business services, recreational services and selected health services.  

The study highlights key issues to come out of consultation with Council, developers and 
commercial real estate agents included that of ‘micro’ factors that potential commercial 
tenants are likely to be looking for include parking as well as improved street usage, 
particularly by restaurants and cafes. 

3.9.5 New Development Control Plan, Hassell, ongoing 
Hassell has been commissioned to undertake a revision and development of new Hurstville 
City Centre Development Control Plan, which will consolidate the existing DCPs and recent 
studies into the future development potential and aspirations of the Hurstville City Centre. 
The current parking rate review will be a key component of the transport and parking 
provision aspects of this work, with the recommended rates being adopted, as agreed, in 
the new city centre DCP.  

The integration of the recommended parking rates in to the new DCP will be an iterative 
process, and will also rely on the development of a new Section 94 contributions plan, to be 
developed in the near future (late 2009). This new s94 contribution plan will detail the 
requirements for developed contributions for specific elements of the development in the 
Hurstville City Centre, including for parking not provided on site. Due to the complexity of 
developing the required parking rates on specific sites in the City Centre and achieve the 
broader DCP aims and objectives, the s94 contribution plan will need to reflect the 
requirements of the DCP and parking rates or parking management options in its 
application.  

 

3.10 Comparison of Hurstville City Centre Car Parking Rates to other 
commercial centres in Sydney 

The table below (Table 1) illustrates the current parking controls which are in effect or under 
review for a range of different local government areas and commercial centres in the 
Sydney metropolitan region. These are important to consider in the review of Hurstville City 
Centre’s parking rates because they represent the ‘competition’ for development activity in 
the Sydney metropolitan area. Developers, in assessing the feasibility of a potential 
development will assess the need for parking as part of their development against the 
allowance or requirement for parking under the local environmental and planning controls. If 
the rate is too low, or too high, this can have a significant impact on the viability of their 
development. Hurstville City Centre’s required parking rates, and the requirement for a 
section 94 contribution in lieu of actual spaces, is seen as a major impost on the viability of 
many projects. By being more comparable with other key centres in Sydney, Hurstville will 
be able to attract the right kinds of development, and develop as a major Sydney centre.  

From this comparison it can be seen that Hurstville City Centre has a high allowance for 
parking for commercial developments (in terms of square meters per car space). Whilst 
there are examples of more generous parking allowances (low rate of commercial sqm per 
car space) these tend to be in centres of lower order and lower level of employment 
(commercial space) or retail development. For the purposes of this parking rate review, 
Hurstville needs to compare itself with those centres of a scale and standing of where the 
future development capacity and aspirations for the Hurstville City Centre. These centres, 
such as Chatswood, Parramatta or Bondi Junction have lower parking provision 
rates/allowances (higher rate of commercial sqm per car spaces).   
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Business 
District  

Planning Control 
Document 

Car Parking Provision   

    Commercial Parking 
Rates 

Retail/other Parking Rates 

Hurstville CBD  
1 space per 50sqm 

CBD core 1 space per 30sqm 
CBD Fringe 1 space per 25sqm  

 
Sydney LEP 2005 

 
 

1 space / 25sqm function centre City of Sydney 

  
  

  
 

North Sydney DCP  1 space / 400 sqm 1 / 100sqm - Taverns  North Sydney 
    1 space / 50 sqm - refreshment 

rooms 
St Leonards North Sydney DCP 1 space / 400 sqm   

Willoughby Council 
Willoughby Development 
Control Plan - section C.4 

1 space / 200 sqm – 
commercial in Chatswood 

1 space / 25sqm  

  1 space / 110 sqm – railway 
precincts 

  

Chatswood 

  1 space / 60 sqm – non railway 
precincts 

  

Green Square 
Town Centre 

South Sydney Council 
DCP 11 – Transport 
Guidelines for 
Development 1996 

1 space / 125 sqm – (20%) 
allocated to visitors 

1 space / 50sqm small retail and 
restaurant, Survey based assessment 
for larger retail/restaurant  

1 per 100 sqm GFA in the 
commercial centre  

1 space / 60 sqm in Bondi Junction 
Centre (retail) 

  1 space / 50sqm in BJ (restaurant) 

Bondi Junction  Waverley Development 
Control Plan 2006 
(Amendment No. 4) 

(1 per 60 sqm GFA outside the 
commercial centre) 

1 space / 30 sqm outside Bondi 
Junction (Retail) 

1 space / 30 sqm retail,  Parramatta  Parramatta City Centre 
LEP 

1 space / 100 sqm GFA 
1 space 10 sqm restaurant 

1 space / 80 sqm – within 400 
m of new rail station 

1 space / 80 sqm (Macquarie park 
shopping centre) 

1 space / 70 sqm – Waterloo 
Corridor 

  

Macquarie 
Park Corridor  

City of Ryde Draft LEP 
2008 -Macquarie Park 
Corridor Parking 
Restrictions map (under 
review) 

1 space / 46 sqm – net usable 
floor space in remaining areas 
of Macquarie Park 

  

1 space / 40 sqm ground floor, 1 space / 40 sqm ground floor,  Kogarah Development Control Plan 
No. 5 Kogarah Town 
Centre, chapter 5 1 space / 50sqm other uses 1 space / 50sqm other 

1 space / 60 sqm in Rockdale 
Town Centre 

1 space / 35 sqm in Rockdale Town 
Centre 

Rockdale Parking and Loading 
Code last amended 28 
June 1989 1 space / 40 sqm elsewhere 1 space / 25 sqm elsewhere 

1 space / 60 sqm in Centres 1 space per 40 sqm 
1 space / 40 sqm elsewhere  (< 120sqm) 
  1 space per 30 sqm  
  (120m2 – 1,000sqm) 
  1 space per 22 sqm  

Canterbury  DCP No 20. 15 January 
2009 

  (> 1,000sqm) 
Botany / 
Airport 
surrounds 

Botany City Council Off 
Street Parking DCP 1993 
(under review) 

1 space / 40sqm 1 space / 40sqm 

Sutherland 
Council 

 Sutherland Shire 
Development control 
plan 2006 1 space / 30 sqm 

1 space / 30sqm (shops), 1 space 
/ 7sqm (Restaurant) 
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Business 
District  

Planning Control 
Document 

Car Parking Provision   

    Commercial Parking 
Rates 

Retail/other Parking Rates 

 

Auburn 

  
Auburn Development 
control Plan 2000 
 

1 space / 35sqm within 500m 
of train, 1 space / 40sqm 
elsewhere 

Varies: 6 spaces / 100sqm GFA 
(<10,000sqm shops) to 4 spaces / 
100sqm GFA (+30,000sqm shops) 

1 space / 18.5 sqm retail, NorWest 
Business Park 

Baulkham Hills DCP – 
Section D- Parking 

1 space / 25 sqm of GFA, 1 
space / 50 sqm light industrial 15 spaces / 100sqm restaurants 
at least 1 space / 200 sqm for 
ground floor commercial,  

Liverpool Liverpool Local 
Environmental Plan 2008 

at least 1 space / 150sqm 
other uses 

 at least 1 space / 100sqm retail 

Table 1 Parking Rates for select commercial centres in the Sydney metropolitan area 

 

In summary, for commercial development, the general provision of parking rates relates to 
the overall accessibility of the centre. Based on the above table, and summarised based on 
Arup’s experience on parking in the greater Sydney metropolitan area, the preferred 
approach to the provision of parking based on accessibility is shown in the table below: 

 

Sydney Wide  
Accessibility Based Rates 

Proposed 
Commercial/Business 
Premises Parking Rate 

High Accessibility Areas ( e.g. Major 
Railway Stn + Bus Interchange) 

1 space per 200+sqm 

Medium Accessibility Areas (e.g Railway 
Stn, Bus Interchange 

1 space per 100-125sqm 

Low Accessibility Areas 1 Space per <80sqm 
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4 Hurstville Travel and Parking Situation 
4.1 Hurstville Mode Split and Travel Analysis 

Analysis of data from both the 2006 Australian Bureau of Statistics Census and 2007 
Railcorp data highlights the opportunity for Hurstville to make better use of alternative 
modes of transport to private cars (as driver or passenger).  

Data on the use of car versus non car modes to access Hurstville City Centre, shown in 
figure 1 below shows the heavy dependence on private cars to get to Hurstville. This shows 
that a significant proportion of trips (>60%) from ‘local’ council areas, such as Hurstville, 
Sutherland and Kogarah are currently undertaken by private car. As will be shown below, 
heavy reliance on private cars for access to a commercial centre has a significant impact on 
local issues of congestion, local environmental and amenity impacts and are likely to worsen 
as development increases in the local area.  

These present the bulk of all trips, and any solutions that addresses this overuse of the 
private car will have significant impacts on reducing the demand for parking in the Hurstville 
City Centre.  

Journeys from further away are also heavily dominated by private car trips, and whilst it 
would be beneficial to also reduce the use of private cars for these journeys, the overall 
impact will be less as the volume of journeys (number of cars) from these areas are 
considerably less.  
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Figure 1: Mode Split (Non-Car versus Car) for select resident LGAs for workers in Hurstville 
City Centre. This graph shows how people from the LGAs shown travel to work in the 
Hurstville City Centre. There is a strong preference for car use. ABS 2006 figures 

 

A more detailed breakdown of the travel mode analysis of Hurstville, Sutherland Shire and 
Kogarah Local government areas is shown in Appendix A.  



Hurstville City Council Hurstville City Centre Parking Rate Review
Parking Rate Recommendations

 
 

J:\206513 HURSTVILLE PARKING REVIEW\REPORTS\0003DRAFT PARKING 
RATE REVIEW REPORT 090831.DOC 
  

Page 22 Arup
Draft 1    4 August 2009

 

Analysis of data obtained from RailCorp NSW (2007) relating to the use of the Hurstville 
Train station (figure 2) shows that the train station is currently heavily utilised as a origin 
station, in that significantly more people use the station to leave Hurstville than use it to get 
to Hurstville. The train service is able to cater to this demand for people to catch a train from 
the station, so there is an equal underutilised capacity to bring people to the station. This 
illustrates two important issues: 

• There is significant additional capacity for people to access Hurstville from the rail 
station and areas serviced by the broader rail service. Ideally, to fully utilise the 
station, it should show a roughly equal amount of people entering and leaving the 
station (i.e. boarding and alighting trains).  

• Whilst the numbers of people using the station in the morning to leave Hurstville will 
include residents from the centre and surrounding residential developments 
(Kogarah and Hurstville), many other commuters are likely to drive to Hurstville and 
park before leaving for the day (As noted in the Jacana report, 2004). These people 
do not add to the vitality and viability of the centre during the day, but add to the 
congestion and urban amenity issues during the morning and evening peaks. 
Locally available parking should be used by those active in the centre during the 
day.  

Hurstville Station - 2007 Average Weekday Patronage Data
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Figure 2: Train station use for Hurstville train station. This shows there is a strong bias 
towards using the Hurstville train station as an origin station – i.e. people start their train 
journey here. There is therefore extra capacity on the rail line for people to use the Hurstville 
train station as a destination, and catch the train to Hurstville. RailCorp 2007 Figures.   
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4.2 Hurstville City Centre Transport Issues 

Hurstville City Centre has a number of issues that support the introduction of more restricted 
parking requirements. These issues can be used as the basis for the key objectives of the 
revised parking rates.  

4.2.1 Highly Accessible via transport alternatives to the private car. 
Compared to many of Sydney’s other commercial centres, Hurstville is well serviced by 
public transport. It has a major railway station with frequent services (including express 
services). It is also located on a number of the proposed and current strategic bus corridors 
for the Sydney Metropolitan area. This increased accessibility means that people should be 
discouraged from driving to the centre, either for regular commuting or retail and service 
needs.  

There are anecdotal reports of commuters driving to Hurstville to park their cars there 
(taking advantage of available parking) and then use the train to for the remainder of their 
journey. This reflects the relative ease with which people can park at Hurstville compared to 
their destination (e.g. Sydney CBD). These commuters tend to also be people that park 
earlier in the day and leave later (to allow time to get to and from work) and add little to the 
vitality of the centre during the day.    

4.2.2 Congestion 
Hurstville City Centre has a demonstrated level of congestion that is impact on peoples’ 
preference to visit, shop or locate their business there. This is demonstrated in the Arup 
traffic report and the implementation of the network of one way streets in the centre, which 
was introduced to alleviate previous congestion issues. This congestion is related to the 
level of car use in the centre, and is supported by the historically generous supply and 
loosely regulated use of parking spaces.  

Increased on street congestion results in frustration, delay and disincentives to people using 
the Hurstville City Centre for regular shopping and business. The supply of parking can also 
be affected if turn over encouragement and management of parking space use isn’t 
introduced. Parking spaces should serve a need related to the land use their support to 
ensure that parking is used appropriately. The result of this congestion and use of parking 
spaces reduced the overall level of accessibility and availability of parking for those intended 
to use the spaces.  

4.2.3 Urban Amenity 
Increased vehicular traffic on streets and the increase in congestion generally in the 
Hurstville City Centre has a major impact on the attractiveness and urban amenity of the 
centre. This in turn has an impact on the vitality and vibrancy of the City centre with a direct 
impact on the commercial and retail diversity and viability of shops and businesses that 
locate there.  

Policies that support the pedestrianisation of streets and centres, and the removal of cars 
from major retail, residential and business centres (whilst not reducing accessibility) are 
more successful and likely to attract future investment and commercial success.  

4.2.4 Development Feasibility 
As well as the overall congestion and urban amenity impacts of high levels of car use 
supported by high levels of parking provision, the actual development of parking can have a 
impact on the feasibility of development. Whilst developers will want to provide a certain 
quantum of parking with their developments, an overly high requirement for parking 
provision can have a significant impact on the viability and feasibility of a proposed 
development.  

The provision of parking above a well considered level is an addition cost of development 
that can impact on the success of a development. Hurstville City Council current requires a 
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high level of parking provided for developments, and levies a development contribution for 
those spaces not provided with a development. This has been shown to have a negative 
impact on the development’s feasibility, especially where small lots limit the ability to provide 
the required car parking.  

 

4.2.5 Competition for development with other commercial centres 
The high parking requirements add to the cost of development in the Hurstville City Centre 
and affect the viability of developments accordingly. This impacts on the risk profile and 
potential returns from a development and can be the deciding factor in a developer’s choice 
of locations for projects. Whilst hard to demonstrate objectively, it is likely that developers 
have chosen other locations for developments due to the overly high parking requirements 
or levies in lieu.  

This competition for development is a concern when assessed against the aspirations of 
Hurstville City Centre to attract more commercial development and attract more employers 
to add employment capacity in the centre.  

 

4.3 Stakeholder Consultation Outcomes 

Stakeholder consultation could not be undertaken as planned for this parking rate review 
due to the cancellation of the planned stakeholder consultation session due to lack of 
adequate attendance. This was taken to be a sign that there was a low level of interest in 
parking provision for the centre, likely related to the generally well supplies nature of parking 
in the centre. It is likely that the key concern of stakeholders is not the supply of parking, but 
the regulation and management of parking to ensure availability for users.  

An alternative consultation process of contacting individual stakeholders was undertaken 
and of those contracted, the general consensus was that: 

o There was a concern about spill over impacts of parking into surrounding 
land uses if there was a significant change in the rate of parking required for 
land uses. This is likely also related to the increased enforcement of current 
parking controls.  

o The commercial feasibility of the current parking requirements is a deterrent 
for development in Hurstville.  

o Tenants for commercial space do not rate the supply of parking as a critical 
element of their leasing/purchase considerations. Accessibility is a key 
consideration, but the availability of train and bus services to major 
populations centres overcomes any key concerns for parking provision.  

o Parking is an incentive used in commercial tenancy negotiations.  

o Developers are likely to prefer a market (e.g. scarcity) value be attached to 
parking as it is cost of development that could be recouped more effectively.  

 

4.4 Council Meetings Outcomes 

As part of the development of the parking recommendations, a number of meetings were 
held with council to discuss, at the councillor and officer level, the implications of changing 
the parking requirements for developments in the Hurstville City Centre. The result of these 
meetings was an agreement to decrease the parking required for developments in the 
Hurstville City Centre. Arup’s initial recommendations of decreased parking requirements in 
the centre were seen as too low given a number of development constraints, urban design 
outcomes and accessibility to the train station and future bus interchange. These meetings 
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also covered the nature of the recommended parking rates relative to developer 
contributions and on site versus off site provision issues.  

These meetings were held on the following dates: 

o Council officer meeting – Hurstville City Council  11 June 2009 

o Councillor meeting – Hurstville City Council  8 July 2009 

o Council officer meeting – Hurstville City Council  14 July 2009 

o Councillor Briefing sessions – Terrigal   25 July 2009 

o Officers meeting – Hassell Offices.   11 August 2009 
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5 Parking Recommendations 
Following the review of previous studies, relevant data analysis, consultation with 
stakeholders and councillors and review with council officers, the following parking rates are 
recommended for the Hurstville City Centre.  

5.1 Parking Rate Objectives 

The following are the key objectives for the future development of the Hurstville City Centre 
that the revised parking rates are trying to achieve. Where possible, council should 
endeavour to demonstrate the achievement of these objectives to ensure the appropriate 
parking rates are being applied, and review rates accordingly. The key objectives are: 

• Improve the mode share of alternative transport modes by reducing the reliance on 
the private car for trips to the Hurstville City Centre.  

• Reduce traffic congestion in the Hurstville city centre during the morning and 
afternoon peak periods 

• Improve urban amenity by reducing the negative impact of excess car usage in 
Hurstville City Centre, and minimise any impacts of cars on pedestrian spaces (e.g. 
driveways crossing footpath areas) 

• Improve the feasibility of commercial development in the Hurstville City Centre by 
reducing the requirement for parking, and providing alternatives to onsite provision 
where possible.  

• Support local development by having equitable and comparable development 
standards for new development in the Hurstville City Centre, compared with 
equivalent large Sydney Centres, such as Parramatta and Bondi Junction, with 
reference to local centres. 

• Ensure the appropriate actual parking provision by avoiding prescriptive maximum 
or minimum parking rates, and provide developers with an alternative to onsite 
provision if required.  

 

5.2 Commercial developments 

It is recommended that the car parking rates for commercial development in the Hurstville 
City Centre be revised to require less parking with development than the current parking 
rate requirements. This is to: 

o Reduce reliance on private cars for people travelling to Hurstville, 

o Reduced congestion by discouraging driving in the centre 

o Deliver agree urban design and urban amenity benefits through reduced 
reliance on cars for accessing the centre 

o Improve the development feasibility of projects by reducing the amount of 
parking required 

o Improve the competitiveness for development projects of the Hurstville City 
Centre versus other centres 

o Support the delivery of a more consistent approach to parking 
provision/requirement in the Sydney metropolitan area, in lieu of a 
Metropolitan Parking Policy.  
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5.3 Retail, Restaurant and Entertainment uses  

The retail and entertainment parking rate recommendations are designed to support the role 
of Hurstville as a major retail centre, as indicated in the Sydney Metropolitan Strategy, 
support the mix of restaurants and related entertainment venues in the centre and clarify the 
provision of parking and the assessment of development proposals.  

This means: 

• Retail - leaving the existing retail parking rates as are currently in the DCP, as this is 
reflective of current demands and there is likely to be low levels of retail development  
and lower levels of parking delivered due to the dominance of the existing Westfields 
retail centre and current level of parking provision associated with this. For any 
subsequent   

• Entertainment/Restaurant – to change the measurement and allowance for parking to 
be more easily assessed and provided by land users/tenants. 

• Provide concessions for smaller restaurants by reducing the requirement for parking. 
This supports smaller restaurants by not requiring them to provide parking as part of 
their business.  

• Support policies to share parking between complimentary uses to ensure available 
parking spaces are used more, so that there is not an oversupply and underutilisation 
of parking spaces in the centre  

 

5.4 Residential developments 

Residential rates are recommended to remain largely as is. This reflects the requirement for 
residential developers to provide parking with their developments from a marketability 
perspective, and to support householders with a car parking space as an ‘asset (car) 
storage’ solution. Many householders current own cars in the Hurstville City Centre, and 
whilst council and governments can discourage the use of these by either supporting 
transport alternatives or reducing the appeal of car use, the car owners will still need a 
location to store their car when not in use and in a way that does not impact on public 
streets and local amenity, as is the case if residents rely of on street parking.  
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5.5 Parking Rate Recommendations 

 

The recommended parking rates for the Hurstville City Centre are therefore: 

Hurstville City Centre Proposed Parking Rates 
All rates based on GFA measurements 
  
Commercial   
Central Core 1 space per 200sqm 
Remainder City Centre Area 1 space per 100sqm 
    
Retail   
  1 space per 30sqm 
    
Restaurant   
  10 spaces per 100sqm 
  First 100sqm exempt 
    
Residential   
1 bedroom unit 1 space 
2 bedroom unit 1 space 
3 bedrooms + unit 2 spaces 
Visitor Spaces 1 per 4 units (or parts thereof) 
    
Mixed use   

 
 Assessed against development 
component mix 

 

5.6 Hurstville City Centre ‘Central Core’ for Commercial Developments 

The parking rates recommended above for commercial development have been separated 
into a ‘Central Core’ and ‘Remainder City Centre Area’ of the Hurstville City Centre. The 
central core in this context has been defined as shown below. This equates to an area 
approximately 200-300m from either the Hurstville train station or proposed Hurstville bus 
interchange. This is an easy 5 minute walk and is considered to be very accessible by other 
modes of transport (to the private car). Parking is to be constrained in this area to 
discourage reliance on the private car.  

The remainder of the City Centre Area, on the fringes of the Central Core, is deemed to 
have good accessibility and to warrant a reduction in the level of parking required.  
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5.7 Parking Provision Recommendations 

The recommended controls that relate to the provision of parking for development in 
Hurstville City Centre relates to ensuring that the rates that are recommended are treated as 
the desired quantum of spaces, not as a maximum, or more importantly not as a minimum.  

By supporting a required level of parking, there council can avoid the negative impacts of 
either and under or over provision of parking for these areas. Council can also levy for a 
contribution from developers as needed to support the provision of appropriate parking in 
the centre.  

5.1 s94 Contributions and onsite versus offsite parking provision  

The provision of parking is to have an element of onsite provision, with an allowance for the 
remainder to be provided off site if necessary. The main way to achieve off site provision is 
a contribution to the Council to support the development of a centralised parking area in the 
near future.  

On site provision assumes that it is possible to plan access the development site off a public 
road. Where this is not possible (due to site constraints or if it would contravene other 
design objectives) council will be able to offer up to a 100% s94 contribution regime to 
ensure that parking requirements, development objectives and urban design outcomes are 
all achieved adequately. The 100% contribution is only a consideration for a select few sites 
in the centre of the Hurstville City Centre, particularly those bound by Forest Road and the 
Railway line. These sites will be identified in line with the development of the specific 
precincts in the DCP.  

 

Parking Provision   

Commercial/Restaurant 
Minimum 75% on site, 
25% optional s94 

Retail 100% optional s94 
Residential  100% on site  
Potential to implement management and share parking 
schemes to better utilize parking as required, discussed 
below.    
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6 Supporting parking policies with management 
strategies 
 

The following chapter details some of the elements of the approach and management of 
parking assets to support the aims of the parking policy relevant to the development of new 
parking rates for Hurstville City Centre. The application of these principles in the 
development of parking policies varies according to the nature of the land use, but the 
general concepts apply to residential, commercial and retail or recreational land uses.  

 

6.1 Parking management strategies 

The option to reduce the demand for parking will need to be tailored to the local area, 
subject to the involvement and agreement of a range of key stakeholders. A summary of 
parking management strategies are detailed below as the best ways to offset parking 
demand and support the development of environmentally, socially and economically 
sustainable transport patterns and built outcome. Reducing parking supply is one element of 
parking management and these management strategies can assist in delivering the 
objectives of the parking rates. Some of these strategies are detailed further in the report.  

The various strategies can be prioritised with regard to the commercial feasibility, 
stakeholder involvement and likely implementability at a local level of these and other 
parking management strategies.  

 

Strategy Description 

1. Strategies that increase Parking Facility Efficiency 

Share Parking Provide parking spaces that serve multiple users or destinations 

Parking Information 
management 

Provide users with clearer information on parking use and 
availability to increase efficiency of use 

Regulate parking Establish regulations that encourage more efficient use of parking 
facilities 

Provide temporary 
remote parking 

Provide some off site parking on sites to be redeveloped through 
time. Central parking is more efficiently used, and users have 
parking available if needed 

Improve transport 
alternatives while 
reducing car parking 
availability  

Improved transport alternatives means parking is used by users 
who need to use their car as other prefer alternative modes of 
transport 

2. Strategies that Reduce Parking Demand 

Implement mobility 
management 
strategies 

Encourage more efficient travel patterns with greater co-ordination, 
frequency and convenience of transport alternatives  

Parking pricing/Paid 
Parking 

Charge motorists premium rates for parking to make transport 
alternatives cost competitive. Pricing need to be convenient and 
effective. 

Provide developer Parking is an asset to developers and in expecting them to reduce 
parking provision, there needs to be a comparable benefit to the 
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incentives developer 

Unbundle Parking Rent or sell parking facilities separate to built space to encourage 
a secondary market in parking so that parking costs are more 
transparent 

Reform metropolitan 
parking policies and 
subsidies 

Effective parking policies require a whole of government approach, 
across a metropolitan area to reduce financial incentives to drive 
(e.g. FBT) and minimise parking’s impact on an areas’ competitive 
appeal to users 

Improve alternative 
modes of transport  

Encourage users with more convenient, safe and effective 
transport alternatives 

3. Support Strategies  

Improve user 
information and 
marketing 

Provide information on alternative modes of transport and 
opportunities to avoid parking and driving costs 

Improve enforcement 
and control 

Restrictive parking policies are ineffective in free or cheaper 
alternatives (that are not regulated or enforced) exist in close 
proximity 

Address spill over 
parking impacts 

Spill over parking as a result of overly restrictive parking policies 
can adversely affect surrounding areas 

Overflow parking 
strategies 

Restrictive parking policies in isolation can lead to significant 
congestion and safety concerns that need to be addressed.  

Establish review and 
post implementation 
studies 

Ensure the parking policies are adaptable to actual conditions of 
users and parking demand 

Establish flexible 
parking policies 

As parking demand changes and transport solutions improve, 
parking policies need to be adaptable through time. 

Adapted from: Parking Management Best Practices, Todd Litman, 2006.   

 

6.1.1 Local mobility management plans 
Effective reductions in the levels of parking available, as a component of a broader strategy 
to reduce levels of car use, need to be supported by good governance and based on an 
agreed plan to manage the overall levels of mobility of an area. This requires management 
and governance structures to be agreed by the relevant stakeholders of a local area to 
ensure that decisions, investments and developments relating to transport systems occur in 
a coordinated and organised way. By having an agreed local mobility management plan, to 
coordinate the actions of the relevant stakeholders and responsible transport agencies, 
individual initiatives like restricting parking availability can be delivered more effectively. This 
mobility plan will place parking policies in the context of a broader mobility strategy to 
ensure residents maintain a high level of mobility whilst not needing parking. This supports 
residents to live ‘car free’. The mobility plan will need to be monitored through time to 
ensure mobility increases as the development progresses.  

The format of the mobility plan and the ongoing management, implementation and 
monitoring of the outcomes of the plan will rely on establishing a governance structure and 
be dependent on the ongoing involvement of stakeholders. This ongoing involvement and 
investment needs to be supported by the stakeholders at the inception of the mobility plan 
so that the plan remains effective and relevant.  

A mobility management plan builds on the recommendations, observations and conclusions 
of the existing TMAP and translates these into a firm set of agreed outcomes, with identified 
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funding sources and timeframes. This requires engagement by the key stakeholders and is 
considered a multilateral commitment to delivering the agreed mobility outcomes for the 
area (as identified in the TMAP). There needs to be an agreement of the key agency 
responsible for the ongoing delivery of the mobility management plan. This would generally 
fall to the relevant local government in charge of the area over the longer term. 

 

6.1.2 Unbundling parking 
Unbundling parking means separating the cost of parking from other land uses. A criticism 
of providing residential and commercial space ‘with parking’ is that the cost of parking is 
disguised in the cost of the overall building asset and users have a perception that parking 
is ‘free’. By unbundling parking from other land uses or building space, users are more likely 
to undertake a review of the actual cost and benefit of owning a parking space, of driving 
and of car ownership. Once parking is available separately to the other land use, a market 
based approach to parking provision and use emerges that can increase the use of 
alternative modes of transport.  

Where parking has been ‘unbundled’ from a development, there is a matching requirement 
to manage parking in the area adjacent to the development to justify the additional price 
owners will be required to pay for parking spaces. Current inequities with regard to the cost 
for parking and nearby free alternatives undermine the performance of market based 
mechanisms for parking.  

Unbundling can be in the form of a one off payment for a parking space in a dedicated 
parking area (which then creates a secondary market for parking spaces in the area) or a 
month charge for access to parking owned and developed separately to residential or 
commercial spaces (which creates the need for a management system). Once parking 
spaces are sold, the market dictates the value and use of these as an asset. For the rental 
option, the manager can use price mechanisms to manage the use of parking through time. 
Using price mechanisms can affect the overall demand for parking, as parking is seen to be 
a price elastic commodity. This price elasticity is a key tool in using market based solutions 
to parking provision.  

 

6.1.3 Paid Parking  and Parking pricing 
Paid Parking and effective pricing of parking is a key market based mechanism to 
encourage users to reconsider their transport options. The ‘free’ nature of parking has been 
shown to increase demand for parking at the expense of alternatives modes of transport.  

Revenue raised by parking pricing systems can be used for a range of transport alternatives 
to subsidise the quality, frequency or convenience of these modes. In an environment where 
alternative transport modes need to be cost competitive and self supporting, ensuring that 
parking is similarly costed is an important element of the operation of the overall transport 
system.  

If pricing is going to be introduced to parking that is already free, there are a number of 
political and community barriers. Pricing should be introduced at the initial stages of a 
development. Pricing for parking also needs to be managed according to ‘free’ or 
unregulated alternatives in the area, as the uneven introduction of paid parking may lead to 
parking pressures being moved to adjacent areas.  

Pricing of parking can be effective in managing the modes of transport used as long as the 
efficiency of the transport service meets the needs of users. Increasing the costs of parking 
can be effective in reducing the demand for private car use, but if alternative transport 
options don’t offer commensurate time efficiencies/savings, users are still likely to want to 
use their private vehicles. The overall efficiency of the transport network (and travel time) is 
more important for users than the cost of transport, especially for residents on higher 
incomes. Time savings are more important than costs savings when it comes to user’s 



Hurstville City Council Hurstville City Centre Parking Rate Review
Parking Rate Recommendations

 
 

J:\206513 HURSTVILLE PARKING REVIEW\REPORTS\0003DRAFT PARKING 
RATE REVIEW REPORT 090831.DOC 
  

Page 34 Arup
Draft 1    4 August 2009

 

transport choices. There is an implication on the need to support a commensurate level of 
public transport route/service efficiency together with effective parking pricing.  

 

6.1.4 Car sharing 
Car sharing is a system where a private organisation provides a locally based hourly car 
hire system for members. This is an effective way to provide users with the mobility they 
require with out owning a car, particularly when users only need to use a car infrequently. 
There are currently a number of car sharing companies in Sydney. 

Car sharing schemes are popular with councils as it is seen as a viable mechanism to help 
residents get rid of unneeded cars, which frees local parking spaces if the private car was 
previously parked on the street. Car sharing is a proven performer as a way to minimise car 
ownership and anecdotally results in less car use overall as users reconsider the type and 
frequency of their car trips.  

Car sharing is a viable alternative to providing 1:1 car parking rates in residential 
developments. The resulting rate of parking that is appropriate as a result of providing car 
sharing is subject to local conditions however. Residential adopters of car sharing (those not 
requiring a car space) are likely to be those that are already well catered to by available 
public transport and who only use a car infrequently. In the interests of reducing the levels of 
overall car use, these users are likely to have a small overall effect on the current rates of 
car use in an area.  

Car sharing is not a total solution to restricting parking. Peak levels of demand for cars 
mean that users can be frustrated by the service available if car are not available during 
peak periods. 

  

6.1.5 Shared parking 
Shared parking refers to parking that serves multiple users. This is distinct from parking that 
is reserved for a single user or dedicated for a single land use. This can be a more effective 
way of using reduced levels of car parking more efficiently.  

Benefits of shared parking are that there are les parking spaces required overall (particularly 
in respect to complimentary land uses that have different needs for parking over time – e.g. 
different levels of day use and evening use).  

Benefits for sharing parking between residential users are less, as there tends to a 
consistent peak period for residential parking demand. Shared residential parking may need 
to be supplied in stages, with an overflow area, although this can be configured to have 
different levels of appeal (e.g. within the residential building versus offsite). Sharing 
residential parking with onsite and offsite components can have the effect of reducing 
vehicle use as users don’t want to lose the ‘good’ parking spot they have if their journey can 
be completed with a different mode. Residential shared parking is similar to current 
‘scramble parking’ arrangements in some residential buildings in Sydney.  

 

6.1.6 Parking information management 
Where parking provision has been reduced, it is more important to ensure the parking 
assets are managed well. This is less of an issue where individual parking spaces are 
owned by individual unit holders, as there is an implication that the parking space is 
reserved.  

Where parking spaces are not reserved, parking information management helps user 
efficiently find spare parking spaces, minimising time searching for parking, ensures higher 
usage rates and importantly reduces the perception that parking is difficult, crowded or 
overly constrained.  
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Examples of parking information management include ‘park assist’ 
(www.parkassist.com.au), an automated system that will quantify available parking spaces 
(when parking areas run full), highlight free parking spaces and report the performance of 
parking areas to inform any required changes to the management or provision of parking. 
The data available from such systems allows parking policies to be managed through time 
(i.e. pricing or time regulated) to achieve the desired parking outcome through time.  

Other examples of parking information management include improved signage of parking 
resources, increased regulation of available parking (where residents do not have access to 
a dedicated parking space) or increased information regarding transport and travel 
alternatives. Many of the externalities of parking can be addressed through better 
information management and communication.  

 

6.1.7 Offsite, Remote or Satellite Parking  
Offsite, remote or satellite parking offers parking at locations separated from the origin or 
destination. Offsite parking involves developing parking separately to residential 
developments, and can be combined with shared parking or unbundled parking provision to 
ensure a highly utilised parking area.  

Offsite parking can be managed to allow the phased removal of the parking through time as 
local services and transport connections improve. This can be an effective way of managing 
parking provision in redevelopment areas that are aiming to have reduced parking levels 
through time but need to provide a transitional level of parking in the interim.  

This option needs to be managed carefully with respect to residents’ expectations of when 
the parking may be removed/ restricted. Residents may expect certain prerequisites in 
service provision and transport performance before parking is removed. There are also key 
issues to be addressed as to how separated the parking can be from the residential, and the 
design considerations for the walking trip between the residential area and parking space.  
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7 Conclusion/Next Steps 
Parking policy is an important component of local transport and accessibility planning but is 
an undervalued topic in the development of urban development plans and the 
implementation of these. Parking plays an important role in providing access to urban 
centres, but over or under provision can have significant impacts on the vitality and success 
of an urban centre.  

Hurstville City Centre, as a mature major urban centre in the south of Sydney has a large 
amount of parking available for users. This volume of parking is currently causing some 
congestion issues and is responsible for a high degree of car dependence by local visitors 
commuters and workers. This high level of car use, supported by high levels of car parking 
provision is having a negative impact on the local amenity due to congestion and local 
streetscape amenity impacts. It is also having an impact on the commercial viability and 
competitiveness of commercial developments in the Hurstville are due the high parking 
requirements and high cost of providing this parking. The aspirations of the local councillors, 
state government and local land owners and residents for Hurstville to grow and prosper 
means that these current parking rates will exacerbate these negative impacts and slow the 
overall development of the centre.  

Reviewing and tightening the parking requirements can have a positive impact on all of 
these issues, and will help reduce congestion, improve local amenity and support further 
development as the centre attracts more commercial development. Existing rates of retail 
and residential parking are considered appropriate and any future development of this kind 
is likely to be limited. Several key objectives have been discussed as part of the review of 
parking rates and these are: 

• Improve the mode share of alternative transport modes by reducing the reliance on 
the private car for trips to the Hurstville City Centre.  

• Reduce traffic congestion in the Hurstville city centre during the morning and 
afternoon peak periods 

• Improve urban amenity by reducing the negative impact of excess car usage in 
Hurstville City Centre, and minimise any impacts of cars on pedestrian spaces (e.g. 
driveways crossing footpath areas) 

• Improve the feasibility of commercial development in the Hurstville City Centre by 
reducing the requirement for parking, and providing alternatives to onsite provision 
where possible.  

• Support local development by having equitable and comparable development 
standards for new development in the Hurstville City Centre, compared with 
equivalent large Sydney Centres, such as Parramatta and Bondi Junction, with 
reference to local centres. 

• Ensure the appropriate actual parking provision by avoiding prescriptive maximum 
or minimum parking rates, and provide developers with an alternative to onsite 
provision if required.  

The proposed parking rates to support these objectives are discussed in section 5 of this 
report, but basically relate to a tightening of the parking requirements for future commercial 
development and a clarification of other land use parking rates. These recommended 
parking rates are deemed to be the required parking rate, neither maximums nor minimums, 
as it is acknowledged that there is a required level of parking, and over or under provision of 
this will have negative consequences, of differing impacts accordingly.  

These revised parking rates can be better implemented and further supported by a range of 
parking management strategies that can support a restricted parking provision regime with 
increased levels of parking availability and accessibility (shown through higher parking 
utilisation and turnover rates). 
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These recommended parking rates will need to be integrated into the new Hurstville City 
Centre Development control plan currently in development. These recommended parking 
rates will also need to be integrated with the proposed new section 94 contribution plan, 
also in development. The integration of these parking rates, which have been developed at 
a broad land use level, and with reference to the local transport and accessibility 
infrastructure, will need to consider site specific constraints, local design objectives and the 
physical feasibility of requiring parking on site for some of the land uses.  

The finalisation of the development control plan for Hurstville City Centre will highlight the 
precinct specific application of these parking rates, as the actual parking requirements will 
depend on land use zoning, urban design requirements and precinct accessibility factors 
(e.g. distance from public transport or centralised parking stations). Individual lots in these 
precincts may need to be consolidated to achieve the maximum development potential, 
design outcomes and parking provision requirements.  

Implementing the recommended parking rates will also depend on consideration of parking 
management options for the city centre to ensure that the parking spaces provided are well 
utilised and available for parking users.  
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A1 Detailed analysis of 2006 ABS Census data for the 
three Local Government Areas of Hurstville, 
Sutherland and Kogarah.  
 

Shown below are graphs showing the breakdown of travel modes for people coming to 
Hurstville City Centre (CBD) as recorded in the 2006 Australian Bureau of Statistics Census 
from the three Local government areas of Hurstville, Sutherland and Kogarah. .  

According to the census data, on census day these three LGAs account for 3,062 (61%) 
journeys to the Hurstville CBD of a total of 5,008. Car trips (as passenger or driver) 
represented 2,126 (69%) of trips from the three LGAs. There was a total of 3,616 car based 
journeys (72% of total journeys) to the Hurstville CBD. Drivers or passenger from these  
local LGAs represented 60% of car based journeys.  

 

2006 Journey to Work: Trips from Hurstville LGA to Hurstville CBD

Walk, 21%

Other mode, 1% Train, 9%

Bus, 6%

Car (driver/passenger), 
63%

Based on a total of 1,294 trips daily trips to 
Hurstville CBD (TDC zones 641, 642, 643) 



Hurstville City Council Hurstville City Centre Parking Rate Review
Parking Rate Recommendations

 
 

J:\206513 HURSTVILLE PARKING REVIEW\REPORTS\0003DRAFT PARKING 
RATE REVIEW REPORT 090831.DOC 
  

Page A2 Arup
Draft 1    4 August 2009

 

 

2006 Journey to Work: Trips from Sutherland Shire LGA to Hurstville CBD

Walk, 0% Other mode, 1%

Train, 17%

Bus, 1%

Car (driver/passenger), 
82%

Based on a total of 984 trips daily trips to 
Hurstville CBD (TDC zones 641, 642, 643) 

 

 

2006 Journey to Work: Trips from Kogarah LGA to Hurstville CBD

Walk, 20%

Other mode, 2% Train, 8%

Bus, 6%

Car (driver/passenger), 
65%

Based on a total of 784 trips daily trips to 
Hurstville CBD (TDC zones 641, 642, 643) 


