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The age of cheap oil and gas is over.
Hon Kevin Rudd MP, Prime Minister of Australia, 2008
We need to leave oil before it leaves us.
Dr Fatih Birol, Chief Economist, International Energy Agency, 2008
Queensland has a choice. We can either plan for an oil-restricted world or we can become victims of the global market.
Andrew McNamara, Former Queensland Minister for Sustainability, 2008
About ASPO-Australia
ASPO-Australia is a non-partisan network of professionals working to reduce Australia’s oil vulnerability, by bringing the probabilities, risks and opportunities presented by peak oil to the attention of decision-makers. Our membership includes scientists, geologists, engineers, transport and urban planners and a wide range of other professionals, comprising working groups focusing on the implications of peak oil on different sections of the community and the economy. ASPO-Australia’s Patron is Andrew McNamara, former Queensland Minister for Climate Change, Sustainability and Innovation.
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Appendix
Stuart McCarthy, Peak Oil and the Australian Economy, April 2009
Introduction

The Draft South East Queensland Regional Plan 2009-2031 was released for public comment in December 2008.
 This plan is described as “the key plan for managing growth and development of South East Queensland, Australia’s fastest growing metropolitan region.”
 One of the defining challenges to the development of SEQ is the peak and decline in world oil production – ‘peak oil’ – and its socio-economic consequences. Unfortunately this is not addressed in the draft plan. This submission describes the shortcomings of the Draft SEQ Regional Plan and proposes specific amendments to address the implications of peak oil for the region.
Peak Oil

Strong evidence now exists that world oil production has reached its all-time peak and will be declining within several years. The ‘peak oil’ phenomenon marks a historical transition from the era of growing supplies of cheap, abundant liquid fuels to an era of shrinking supplies of scarce, expensive liquid fuels. This transition is coinciding with the worst global economic crisis since WWII and the onset of global climate change, which are both leading to fundamental shifts in the world economy even before peak oil is considered. Most policy-makers have tended to regard resource depletion as a problem that would not emerge until decades into the future. The near term onset of peak oil presents the challenge of quickly developing and implementing the necessary mitigation plans. A detailed examination of peak oil is provided at the Appendix.
Peak oil and its implications for Queensland were acknowledged by the Queensland Government via the 2007 report of the Oil Vulnerability Taskforce (the “McNamara Report”).
 The government is now responding to the findings of the McNamara Report by developing an oil resilience strategy. Two of the three proposed key areas for action are “creating oil-resilient transport networks” and “planning for oil-resilient towns and cities”, which have direct relevance to the SEQ Regional Plan.
 Inexplicably, this strategy has been excluded from the Draft SEQ Regional Plan. This is a major oversight that seriously detracts from the document’s relevance and credibility.
Section 1.6 of the Draft SEQ Regional Plan identifies the need to “respond to rising oil prices.” This is a welcome inclusion to the plan, however it does not address the immediacy, severity or complexity of the peak oil problem, or the urgency of implementing comprehensive mitigation strategies. The onset of the current global recession, which followed a four year plateau in world oil production and a seven-fold increase in oil prices, marks the commencement of the peak oil era. Although there are some uncertainties about specific oil production decline rates and future oil prices, the nature of the socio-economic implications of peak oil for the world economy are quite clear. These include protracted economic contraction, rising unemployment, highly volatile energy, food and transport prices, declining trade, declining investment and social unrest.
South East Queensland is not immune from these impacts, indeed many of its key industries have proven to be highly vulnerable to the onset of peak oil. The direct and indirect impacts on the regional economy have included:
· Declining demand and falling prices for key commodity exports. 
· Declining air travel and tourism. Brisbane Airport’s new parallel runway project, predicated on continuing growth in air travel, has been postponed.
· Housing construction has been declining steeply for the past 18 months.

· A shift in travel behaviour from private motor vehicles to public and active transport. Peak hour public transport services are already as much as 20 per cent over capacity and current plans for improving these services are inadequate to meet growing demand. More than $10 billion is currently committed to expand the urban motorway network despite the fact that motor vehicle use is no longer increasing.
· Rising unemployment.

Beyond Business-as-Usual

The Draft SEQ Regional Plan articulates the business-as-usual requirement to “manage growth” as its core premise. Although the document identifies “sustainability” as a desired outcome, in reality this concern remains at the margins of the plan and the raft of associated government policies. The real problem is that key aspects of the SEQ economy and environment are unsustainable. The plan in its current form not only fails to acknowledge this reality, but exacerbates the problem of perpetual growth.
The main implication of peak oil is that the global economy is reaching fundamental limits to growth, i.e. the era of perpetual economic growth is coming to a close. While the fact that SEQ is currently the fastest growing region in Australia is acknowledged, the implicit assumption in the Draft SEQ Regional Plan of perpetual economic growth, population growth and traffic growth is seriously flawed. There is a high risk of policy failure(s) and misallocation of scare resources if this assumption continues to go unchallenged.
The business-as-usual approach to “managing growth” articulated in the Draft SEQ Regional Plan needs to be completely revised. The challenge for the region presented by peak oil is to support the local economy through a protracted period of global economic contraction and enhance community resilience to socio-economic shocks. This implies an urgent need to develop comprehensive mitigation measures that will drastically reduce car dependence, improve the capacity and quality of public and active transport systems, encourage localised systems of commerce, develop distributed rather than centralised energy systems and retain agricultural production in close proximity to population centres.
Proposed Amendments to the Draft SEQ Regional Plan
The Draft SEQ Regional Plan requires substantial revision in order for it to be a credible and relevant document that supports the development of a resilient community able to withstand the socio-economic shocks that will likely result from peak oil in the coming years. The remainder of this submission proposes specific amendments to address this need.
Part A – Introduction  

Any discussion of emerging issues must include oil vulnerability.  Accordingly, at page 4, in the first paragraph of Part A – Introduction under “South East Queensland Regional Plan review”, the words “…oil vulnerability…” should be inserted between the words “…transport congestion…” and “…and climate change”.
Part B - Regional Vision and Strategic Directions 
Of the five ambitions drawn from Toward Q2: Tomorrow’s Queensland, at page 8, under “Strong”, after the words ‘bright ideas’, add the words “which is resilient to oil depletion.  This means building a more robust lower energy economy.”  

Under “Fair”, after the words “caring community”, add the words “protecting the most vulnerable members of the community from the social and economic exclusion which would result from undue dependence on oil-based private transport”.  

Regional vision

In the first paragraph at page 9, after the words “resilient to”, add the words “oil depletion and”.  

Under that section, add a seventh dot point, viz:  “members of the community have adequate access to good services, employment and opportunities for exchange without undue dependence on oil-based private travel”.  

Strategic directions

Under “Addressing climate change and oil price increases” at page 10, the issue of oil vulnerability is not just about price increases but also about increasingly constrained access to diminishing supply.

In the first paragraph after the words “adverse effects of climate change” add the words “and oil depletion”.  

In the second paragraph, after the words “increasing oil prices” add the words “and increased limitation and volatility of supply”.

After the words “and regional activity centres, add the words “with public transport services and active transport access focused on centres at all levels of the hierarchy”.  

Under “Reducing automobile dependence and congestion”, in the second paragraph at page 11, after the words “hectare gross or more” add an additional sentence, viz:  “Such transport oriented development to be supported and reinforced by a focus of local public transport services and active transport facilities encouraging shorter trips and reduced dependence on private vehicles.”

Part C – Regional Land Use Pattern 

In the third dot point under “Purpose”, at page 12, after the words “development to 2031”, add the words “to achieve compact and efficient development less vulnerable to global impacts such as oil depletion.”  

Under “Regional growth areas”, at page 15, any expansion of the fringes is likely to exacerbate oil and mortgage vulnerability (as identified in Griffith University’s VAMPIRE and VIPER indices) as well as exacerbating the vulnerability of employment (as also identified by recent Griffith and Newcastle Universities research).  

After the first paragraph, add an additional paragraph, viz:

“The process of investigating, planning and delivering such urban development and infrastructure must clearly demonstrate that implementation of planning outcomes across their whole of life will not subject communities to increased oil vulnerability and will result in diminished greenhouse emissions.”
In the third paragraph under “Sub-regional narratives” at page 17, references made to “…maintaining a good supply of broadhectare land for development.”  This comment does not qualify what might constitute a “good” supply, nor does it caution that it is development of broadhectare land at the urban fringes that typically constitutes unsustainable “sprawl” which exacerbates car dependence and leaves residents most vulnerable to oil depletion as well as increasing the risk of social and economic isolation due to transport disadvantage.  That phrase should be replaced to the effect of:

“…maintaining a limited supply of broadhectare land for development only where it is adequately served by public transport and has adequate provision for walking and cycling as genuine travel choices.  Any development of such broadhectare land must be of such configuration and density that it does not render prospective residents unduly car dependent.  All residential development must be within walking and cycling distance of a mixed use centre capable of being a destination to serve the bulk of local demand for good services and employment for its functional catchment, and offering amenable places to create a sense of identity and to attract a high level of social and economic interaction and exchange.”  

In order for centres to function as destinations for their catchments, in both the regional and local context, transport systems must primarily provide access to each centre from its catchment.  Linkage between centres is also important.  In the first sentence, under ‘transport infrastructure’ in the regional narrative for Brisbane (at page 18), after the words “the strategic…is to…”, delete the word, ‘link’, and insert the words “serve”.  At the end of that sentence, add the words “… as well as linking such centres by high frequency public transport services.”
Transport systems must primarily provide access to each centre from its functional catchment as well as providing linkages between centres.  In the first sentence under Gold Coast “Transport Infrastructure” (at page 19) after the words “…Gold Coast is to…”, delete the word “link” and insert the word “serve”.  After the words “…improved public transport services,…” add the words “…as well as linking such centres by high frequency public transport services.”

It is widely acknowledged that increasing road capacity has never, in itself, alleviated congestion.  A more comprehensive approach is required, incorporating better mode choices as well as improved patterns of land use to facilitate access to destination and activities with fewer and shorter trips.  

In the first sentence under Gold Coast “Transport Infrastructure” (at page 19) delete the words “…and to upgrade the road network…” and insert in their stead, the words “…This focus will also support a range of measures…”

It would be irresponsible to perpetuate broadhectare development on the fringe where it further exacerbates car-dependence and increases social and economic isolation and vulnerability to transport disadvantage.  Locations like Palmview and Caloundra South where no transport infrastructure exists are particular risks.

At the end of the paragraphs under the Sunshine coast’s “Urban Growth Areas” (at page 20) add an additional paragraph, viz:

“No development of either Palmview or Caloundra South may occur unless and until it can be demonstrated that it will not result in increased vehicle kilometres travelled nor to impose vulnerability to the impacts of oil depletion, or other energy and resource constraints.”

The wholesale expansion of the urban footprint would be a serious threat to the integrity of the Regional Plan.  The consideration of further areas for inclusion in the urban footprint should not be entertained.  Therefore, the entire section under “Other” as well as “Map 4 – Caloundra South” referring to an “investigation area” extending beyond Caloundra South (at page 21) be deleted in its entirety.

Transport systems must primarily provide access to each centre from its functional catchment as well as providing linkage between centres.  In the first sentence under Sunshine Coast “Transport infrastructure” (at page 21), after the words “…for the Sunshine Coast is to enhance…” add the words “…serve regional activity centres as well as providing…”

After the first paragraph under “Urban Growth Areas” of the Ipswich sub-regional narrative (at page 22), add an additional paragraph, viz:

“No development of Ripley may occur unless and until it can be demonstrated that it will not result in increased vehicle kilometres travelled nor to impose vulnerability to the impacts of oil depletion, or other energy and resource constraints.”

After the paragraph under “Identified Growth Areas” (at page 22), add an additional paragraph, viz:

“No development of either Rosewood, Walloon or Thagoona may occur unless and until it can be demonstrated that it will not result in increased vehicle kilometres travelled nor to impose vulnerability to the impacts of oil depletion, or other energy and resource constraints.”

In the second sentence of the Ipswich sub-regional narrative (at page 22), after the words “The focus for infrastructure is on…” add the words “…serving regional activity centres as well as providing…”

Under Moreton Bay’s “identified growth areas” (at page 24) after the second paragraph ending with the words “…before development can commence.”, an additional paragraph be inserted, viz:

“No development this area may occur unless and until it can be demonstrated that it will not result in increased vehicle kilometres travelled nor to impose vulnerability to the impacts of oil depletion, or other energy and resource constraints.”

Under Moreton Bay “Transport Infrastructure” (at page 24) delete the words “…increasing road capacity and…” and insert the words “The focus of transport in the Moreton Bay area is to serve the regional centres from their functional catchments, as well as…” in their stead.

At the end of the text under Logan’s “Identified Growth Areas” (at page 26) add an additional paragraph, viz:

“No development of Greater Flagstone, Greenbank, New Beith, North McLean and southern Yarrabilba may occur unless and until it can be demonstrated that it will not result in increased vehicle kilometres travelled nor to impose vulnerability to the impacts of oil depletion, or other energy and resource constraints.”

Under Logan’s “transport infrastructure” (at page 26) add an introductory paragraph, viz:

“The transport focus for Logan is to serve the regional centres from their functional catchments, as well as to link new population growth centres with new and established employment centres.”

In the second sentence of the second paragraph of the Redland sub-regional narrative (at page 27), after the words “…limited to the eastern…”, insert the word “…mainland…”
At the end of Redland’s “identified growth areas” (at page 28), add an additional paragraph, viz:

“No development of Southern Moreton Bay may occur unless and until it can be demonstrated that it will not result in increased vehicle kilometres travelled nor to impose vulnerability to the impacts of oil depletion, or other energy and resource constraints.”

Under Redlands “transport infrastructure”, delete the words “…balanced with improving the capacity of higher order road networks…”, and insert in their stead, the words “…serving activity centres from their functional catchments as well as linking such centres with each other and with higher-order centres in Brisbane City by high frequency services…”
After the Western councils” “identified growth areas” (at page 30), add an additional paragraph, viz:

“No development of Bromelton may occur unless and until it can be demonstrated that it will not result in increased vehicle kilometres travelled nor to impose vulnerability”

Under Western councils’ “transport infrastructure”, add an introductory paragraph, viz:

“The transport focus for the western councils is to serve the regional centres from their functional catchments, as well as to link new population growth centres with new and established employment centres.”

After Toowoomba’s “identified growth areas” (at page 30), 

add an additional paragraph, viz:

“No development of Westbrook may occur unless and until it can be demonstrated that it will not result in increased vehicle kilometres travelled nor to impose vulnerability”

Under Toowoomba’s “transport infrastructure”, add an introductory paragraph, viz:

“The transport focus for Toowoomba is to serve the regional centre from its functional catchment, as well as to link new population growth centres with new and established employment centres.”

Part D – Regional Policies

1. Sustainability and climate change

Under Principle 1.1.1 at page 34, add additional policies, viz:

“1.1.2 
criteria must be developed to support the undertaking of oil vulnerability assessments and monitoring.”  These criteria to be consistent with Toward Q2: Tomorrow’s Queensland carbon dioxide emission targets and with a peak oil mitigation plan for South East Queensland. 
Under 1.1 Sustainability principles, following Policy 1.1.1, at page 34, add the following programs, viz:

“1.1.2 
develop awareness, education and training programs geared to developing a community culture which limits consumption to the sustainable availability of energy and resources and the capacity of the environment to accommodate the whole of life impact of the goods and services consumed and the wastes produced.”  

“1.1.3 
develop and implement a peak oil mitigation plan for South East Queensland.”

The issue of oil vulnerability is not simply about prices.  It is about the implications of energy depletion and of the competition for oil by other users and for other purposes.  This means that we cannot build South East Queensland’s future on consuming ever-increasing quantities of oil.  More definitive policies are required.  At page 40, additional policies in Part D – Chapter 1, 1.6  Responding to rising oil prices should be added to the effect of:

“1.6.3  
Review transport infrastructure and services investment to actively reduce the dependence on oil as a primary transport fuel, especially for private vehicle trips which could potentially be substituted by public transport, walking and cycling, and

“1.6.4  
Reorient land use planning, centres policy and public transport network planning with a focus on catchments to centres at all levels of the hierarchy to achieve greater localisation of access to goods, services and employment opportunities, reducing trip lengths and consequent dependence on motorised transport and the associated vulnerability to depletion of oil.”

The notes reflecting the principle of “identifying…[those]… at risk … “  and reflecting policy 1.6.1 should refer to the research by Griffith University regarding the “VIPER” and “VAMPIRE” indices and the spatial implications of oil vulnerability.  This should also inform the ill-conceived “housing affordability” strategy, which, by seeking to release further land beyond the reach of existing infrastructure and remote from centres of employment and services, exacerbates the vulnerability to oil depletion, especially for those who are least able to afford to overcome that vulnerability. 

5. Rural futures 

Amend the DRO to read:

“Rural communities are resilient to the dual challenges of peak oil and climate change and are an essential element of the sustainability of the South East Queensland community and the broader Queensland community.”  

Amend the text on page 64, with additional paragraphs at the beginning, viz:

“The South East Queensland community will be confronted in the short to medium term by the challenges presented by diminishing global oil supplies combined with the effects of climate change.  Rural communities will be especially vulnerable to these challenges.  These include declining affordability of all forms of industrial agriculture due to declining oil supplies for fueling agricultural machinery and steeply rising prices of agricultural chemicals including fertilisers.  In addition, the distribution of agricultural products has infrastructure designed with very long supply lines making their long term viability questionable.  For example, fruit and vegetables are commonly sent to packaging and distribution centres located in Victoria before being sent back to Queensland for sale.  Such activity is not sustainable in a future where transportation fuels will become scarce.
“Such challenges will force restructuring of the whole economy, but it will be especially relevant to the rural sector.  Preparing for these phenomena will require widespread support to rural communities and for retooling agricultural activities within a context of negative economic growth.”  

 On page 64, add an additional dot point, viz:

· “identifying and supporting rural communities and activities which are vulnerable to diminishing global oil supplies.”

On page 65, amend the second and last dot points, viz:

· “identifying and encouraging alternative economic uses of rural land which are not dependent on oil or its chemical derivatives.”

· “encouraging and supporting development in rural towns and villages that is not dependent on oil or its chemical derivatives.”

On page 65, add an additional dot point, viz:

· “identify and support activities and industries that reuse resources multiple times based on closed loop systems which produce no waste and are carbon neutral.”

5.1 Rural futures strategy, at page 66, amend the principle, viz:

“Principle
Recognise the essential role that rural areas play in the sustainability of SEQ, ensure healthy and sustainable rural futures, and enhance the interdependence of urban and rural communities.”

On page 66, add an additional policy, viz:

“5.1.1
Amend the core requirements of the Rural futures strategy to include the necessity for communities and activities to not be dependent on oil or its chemical derivatives.”

5.2 Rural planning, on page 67, amend the principle, viz:

“Plan and manage rural areas to conserve and build on their essential role in the sustainability of the natural environment and community of SEQ.”

On page 67, modify policy 5.2.2, viz:

“5.2.2
Identify, protect and support the enhancement of rural areas that play an essential role in the sustainability of SEQ.”

On page 67, add an additional policy, viz:

“5.2.5
Base planning and management practices around the primacy of preserving good quality agricultural land from uses other than food production and essential the ecological services they perform.”

5.3 Rural communities, on page 68, modify the principle, viz:

“Ensure rural communities are supported and included in the planning and development of the sustainability of SEQ.”

5.4 Rural industries, on page 69, modify the first policy, viz:

“5.4.1
Support rural industries to not be dependent on oil or its chemical derivatives and to be carbon neutral by increasing their adaptability and productivity, value-adding and improving access to local markets, especially those within SEQ.”

On page 69, add a program, viz:

“Program

5.4.2
Identify and support sustainable, new and innovative rural industries and uses for rural lands that reuse resources multiple times based on closed loop systems which produce no waste, are not dependent on oil or its derivatives, and are carbon neutral.”

6. Strong communities 

The community of South East Queensland will be severely challenged in the short to medium term by the challenges presented by diminishing global oil supplies.  Areas this will be particularly pertinent to include rapidly shrinking employment opportunities, increasingly unaffordable travel with pockets of access disadvantage, rising cost of food with poorer sectors having diminished access to food, and increasing levels of social unrest and crime.  The voluntary sector will be similarly affected due to increasing costs of travel and food, in a context of greater demand for their services.  Many will need to reduce their services or withdraw the range of services they provide.  

Amend the DRO to read:

“Cohesive, inclusive and healthy communities understand South East Queensland’s vulnerability to diminishing global oil supplies and have resilience to those challenges.”

In order to support this DRO, the text under the DRO should be replaced by the following:

“The land use pattern, infrastructure and economy of the region have been based on an ever growing supply of cheap oil and its chemical derivates.  This means that the people and communities living within South East Queensland are extremely vulnerable to the consequences of falling global oil supplies.  In addition to this, the socioeconomic profile will change markedly over the next 20 years.  Demographic factors, such as an ageing population, declining fertility rates and changing migration patterns, will increase the number of people living in the region, and increase the number and proportion of smaller households.  

“Those living in urban fringe and rural areas will be especially disadvantaged by limited access to services, higher transport costs, social isolation and fewer employment opportunities.  Increasing urban population density, fewer opportunities for affordable housing, a diminishing range of employment opportunities and higher food and transport prices will severely strain social cohesion.  Those sections of the community already experiencing disadvantage will be placed in greater disadvantage.  Other sections of the community will experience disadvantage for the first time.  

“Building resilient SEQ communities will rely on:

· using community engagement and participation process including education on the challenges posed by oil depletion 

· ensuring that all members of the community have access and mobility to services, facilities and employment opportunities

· integrating forward planning with the provision of social infrastructure including community gardens, local community centres, community outreach services, greater support to the voluntary sector

· more emergency service personnel and services.”

6.1 Social planning, at page 71, replace the principle with the following words:

“Prepare and respond to changing community characteristics, issues and needs in the planning processes to ensure the community’s wellbeing and quality of life is resilient to the challenges of diminishing oil supplies.”  

6.2 Addressing disadvantage, at page 72, replace the principle with the following words:

“Identify and prepare for issues of social and locational disadvantage arising from diminishing global oil supplies.”

6.2 Addressing disadvantage, at page 72, amend program 6.2.5, viz:

“6.2.5
Undertake widespread best practice community resilience programs, with early intervention aimed at preventing social, locational and economic disadvantage.”

6.3 Healthy and safe communities, at page 73, replace the principle with the following words:

“Develop healthy and safe communities that encourage community engagement in developing community resilience to the consequences of peak oil and prevent social breakdown and civil unrest.”

6.3 Healthy and safe communities, at page 72, amend policy 6.3.3, viz:

“6.3.3
ensure adequate and appropriate provision of open space for community gardens, recreation and sport spaces and facilities, and community facilities and spaces to enable community resilience and social cohesion.”

6.3 Healthy and safe communities, at page 72, add an additional program 6.3.8, viz:

“6.3.8
Develop and implement a community resilience social impact assessment to SEQ communities to identify and manage likely effects of peak oil.

6.4 Building strong communities, at page 75, change the principle, viz:

“Develop and support strong, functional and connected communities that are resilient to the challenges of peak oil and climate change through an outreach process which is responsive to negative economic growth.”

6.4 Building strong communities, at page 75, add an additional program, viz:

“6.4.5
Develop and implement community resilience and capacity building strategies and programs across all communities in SEQ.”

6.5 Cultural heritage, arts and cultural development, at page 76, add an additional principle, viz:

“Principle 3
Support cultural development of the SEQ community to foster regional and local self-reliance, relocalisation of production, economic and cultural activities.”

6.5 Cultural heritage, arts and cultural development, at page 76, add an additional program, viz: 

“6.5.5
Develop and implement a cultural development program across South East Queensland which fosters regional and local self-reliance, relocalisation of production, economic and cultural activities.”

8. Smart growth

At page 90 in Part D – Chapter 8, “Smart Growth” requires a fundamental shift in patterns of development, rather than simply tinkering at the margins of business-as-usual.  The implications of peak oil mean that the era of long-distance commuting and extensive energy-intensive personal travel are coming to an end.

“Smart Growth” must facilitate the wholesale localisation of access to goods and services and employment, foster local opportunities for human contact and exchange, and reduce our dependence on motorised travel.

Accordingly, an additional sentence should be added to the Regional Outcome 8, viz:

“Such a pattern of development facilitates local access to goods, services, employment and human contact and exchange, reducing dependence on motorised travel.”

In the second paragraph under the desired regional outcome, replace the words “…has become…” with the words “…is demonstrably…”
At the end of that paragraph, add an additional sentence, viz:

“As the impacts of peak oil increase, the most vulnerable of the community experience increasing social and economic isolation through transport disadvantage.”

The consideration of “identified growth areas” outside the urban footprint for future development seriously erodes the intent of “a compact urban pattern” by raising expectations that land will be progressively made available for the perpetuation of the unsustainable dispersed low density settlement pattern.  

The last sentence of the first paragraph of notes regarding 8.2 Compact development (at page 86) beginning “…the identified growth areas are being seriously entertained…” should be deleted in its entirety. 
At page 90, in Part D – Chapter 8, 8.5 Activity centres and transit corridors, activity centres must serve their functional catchments to their most effective potential.  Accordingly, Policy 8.5.1 should be clarified by adding, after the words “…locate major…”, the words “…retail, services, commercial, …”  Also, an additional note should be added after the second paragraph of notes, viz:

“Activity centres also need to be the focus of local public transport, cycling and walking access from their functional catchments.  This will allow them to fulfill a wider range of functions and allow a wider range of community needs to be met while reducing the length of trips.  This high level of accessibility will, in turn, help to stimulate the economic activity of the centres, helping them to be more vibrant and commercially successful.”
At page 91, an additional paragraph should be added to the comments on “Principle activity centres”, viz:

“These centres should be the central focus of all modes of transport, especially of public transport for their sub-regional catchment.  The primary role is in providing the higher-order functions for their regional catchments, not just “nodes” along a Brisbane CBD-centric transport network.”  

At the end of the “Principle 8.6 Centres that support business” (at page 94), after the words “…to support employment growth…”, add the words “…as well as providing the primary goods, services, and opportunities for contact and exchange serving each centre’s functional catchment.”

Add an additional policy 8.6.3, viz:

“8.6.3   Ensure that each centre is the primary focus of local public transport services and active transport provisions, reinforcing the ability to attract and conduct economic activity serving each centre’s functional catchment.”

Add an additional paragraph in the notes, viz:

“Policy 8.6.2 is also intended to guide the orientation of local transport to support and enhance the role and economic success of each centre in serving its functional catchment.”

Amend Principle 8.7 Mixed use centres (at page 95), by adding, after the words “…mix of land uses…” add the words “…including commercial, personal services and residential.”, and after the words “…predominantly main street format…”, the words “…with high quality public realm…”

Also under that Principle, add an additional policy, viz:

“8.7.4  Refocus local public transport services and active transport provisions to best connect both existing and new centres with the communities they serve.”

Add an additional paragraph to the Notes (at page 95), to the effect of:

“The life and vitality of mixed use centres are enhanced by making them the focus of “development-oriented transport”, serving each centre as the primary destination of its community relevant to the level of goods, services and employment.”

At page 96, in Part D – Chapter 8, 8.8 Integrated land use and transport planning, transit oriented developments are a set of dynamic relationships between transport and a range of land uses rather than being individual buildings or static self-contained development projects.  Accordingly, the notes on transit oriented development should be prefaced with an additional short paragraph, viz: 

“Transit oriented developments are not individual buildings nor static self-contained development projects.  They are a set of dynamic relationships between transport and a range of land uses.  They may include a building or a specific development that acts as a catalyst to establish or enhance the dynamic relationship, but the transit orientation must permeate the whole precinct or locality.”

Transit oriented developments are to a significant degree destinations in their own right and have a functional catchment outside the walk-up range.  Accordingly, in the notes regarding “Transit oriented development” an additional dot point should be added, viz:

“they provide a range of goods, services, employment and attractions to act as a destination for a significant wider functional catchment which might extend 3 to 5 kilometres.”

There is more than ample land available within the urban footprint to accommodate anticipated growth.  The consideration of other areas beyond the urban footprint for future growth detracts from the intent of “a compact urban pattern”.
There should be no consideration of urban development in the Regional Landscape and Rural Production Area.  Accordingly, the section in Table 5 – Key development areas in South East Queensland (at page 101) relating to Regional Landscape and Rural Production Area should be deleted in its entirety.

9. Economic development 

The economy contains activities far broader than just export-oriented activities and levels of employment.  It encompasses exchange throughout the whole of the community and includes services delivered within the region and importantly, at the local level, serving the well-being of the community.  The local and regional economy must be robust and resilient to global influences ranging from climate change and peak oil to world-wide financial volatility. The current economic crisis is demonstrating that the acceleration of consumption as the feedstock for economic growth is not sustainable.  A new paradigm is required which places well-being ahead of financial wealth and increasing consumption.  Amend the DRO 9 to read:

“A strong and diversified economy serves the well-being of the community at the regional and local level as well as by growing prosperity through competitive advantage to deliver services, exports, investment and accessible jobs, and is resilient to the implications of peak oil.”

To support this DRO it is essential that the purpose and function of the regional economy is understood.  Therefore text under the DRO should be prefaced by the following:

“The purpose and function of the regional economy is to provide for the needs of the current community and for future generations living in the region.  A major part of the economy is the provision of goods and services within the community.  Our cities and centres are the vehicles for a wide range of human contact and exchange.  It is also recognised that there is an underlying carrying capacity of the region within which the economy operates.  Our economic activity therefore must take advantage of local exchange and provide for the community’s wellbeing within the constraints of the ecological footprint of the region accounting for the needs of future generations. “ 

9.4 Enterprise Opportunities at page 114, add an additional policy viz:

“9.4.4 
locate and integrate inland ports and intermodal transfer facilities on the basis of energy and carbon emission efficiencies and achieve freight handling with reduced total energy expenditure.”  

Add a new program, viz:

9.4.5
Undertake a whole of SEQ economic analysis to ascertain the impacts of an emission trading scheme, high oil prices and oil supply constraints on the SEQ economy, looking at industries in decline, fostering new industries (especially those industries critical to the region’s wellbeing) and addressing location and employment implications and opportunities.  

Add a new principle and its accompanying policies and programs:

“9.5  Economic resilience

Principle

Undertake economic development which prepares the local and regional economy to be robust and resilient to global influences ranging from climate change and oil vulnerability to world-wide financial volatility.  Realise economic opportunities arising from meeting the challenges posed by these influences.  

Policies

9.5.1 Support low energy and resource efficient enterprises which reinforce local and regional economic resilience.

9.5.2 Provide for relocalisation of economic activity to achieve greater self-containment of goods, services and employment opportunities, reducing the demand for energy, carbon emissions and the burden on transport systems.

9.5.3 Protect agricultural land and provide for localised food production including urban agriculture down to the household level, fostering greater self-sufficiency and reducing reliance on oil for production and distribution of food.  This concept incorporates a move towards non-oil dependent systems of agricultural production.  

Programs

9.5.4 Establish and support an import replacement program to relocalise appropriate primary production and industrial activity in preference to the importation of products in which South East Queensland has the potential to be more self-sufficient.  

Add a new principle and its accompanying policies and programs:

 “9.6  Balancing the economy

Principle

Recognise and respond appropriately to the finite nature of resource capacity and the contribution of environmental services and human values in the overall exchange which takes place in the South East Queensland community and its economy.  

Policy

9.6.1 Apply criteria for whole of life resource and environmental service limitations including the implication of energy demand, peak oil and carbon emissions in proposing and evaluating economic activity.  

9.6.2 Develop centres at all levels of the hierarchy as destinations for human contact, facilitating optimum intensity of economic, cultural and social exchange with minimal travel demand. 

Program

9.6.3 Develop and implement an education and marketing program fostering innovation aimed at achieving individual and community wellbeing and resilience as an objective of economic activity.  This provides a positive alternative to a singular focus on consumption and financial wealth generation in a low energy future.

10. Infrastructure

The prevailing cargo cult mentality of anticipating that new infrastructure capacity will be provided to support and perpetuate unsustainable patterns of behaviour and consumption needs to be overturned.  In the light of peak oil and other resource limitations as well as the economic downturn, we must make fundamental changes to those expectations and build a new liveability paradigm, learning to do more with less.

At page 117, add an additional sentence to Desired Regional Outcome 10, viz:

“Infrastructure is designed to reduce, rather than exacerbate, the community’s vulnerability to peak oil.”

Under that desired regional outcome, in the text addressing key challenges, add an additional dot point, viz:

· “Assessing and prioritising infrastructure in terms of whole-of-system and whole-of-life implications for energy use and resource depletion.”

Under Principle 10.1 Supporting regional growth, add an additional policy, viz
“10.2.2   Identify and plan infrastructure that reduces rather than exacerbates the community’s vulnerability to energy and resource depletion and that provides opportunities for “greener” and more sustainable economic activities and innovation.”

Under Principle 10.2 Infrastructure Planning, coordination and funding (at page 119), add an additional policy, viz:

“10.2.2  Assess and prioritise infrastructure in terms of whole-of-system and whole-of-life implications of energy and resource depletion.”

In the accompanying notes, add additional paragraphs, viz:

“In planning and prioritising of infrastructure investment, the focus must be on reducing, rather than increasing the consumption of finite resources and on reducing the impact of energy use both by conserving energy and by deriving energy from renewable and sustainable sources.

“A significant reorientation of infrastructure investment will be necessary to achieve Q2 targets of reducing Queensland’s carbon footprint by one-third by 2020.”

Demand management is the key to addressing the inevitable decline in the availability of cheap oil and in the conservation of other resources.  In Principle 10.3 Managing Demand (at page 120), add the words: “… whilst reducing the consumption of oil and other finite resources”

Add an additional policy, viz:

“10.3.2  Remove incentives that promote consumption of finite resources (for example, remove fuel subsidy and hypothecate equivalent funding to public and active transport and/or to promote carbon neutral transport outcomes.”

Add an additional paragraph to the Notes (at page 120), viz:

“South East Queensland has achieved major behavioural change in reducing water usage from nearly 300 litres per person per day to less than 130.  Similar levels of achievement will be required in reducing dependence on oil-based fuel and other finite resources.”

At Principle 10.5 Energy (at page 120), transport energy also needs to be addressed, given the historic reliance on petroleum-derived fuel and the prospect of impacts of oil depletion.

In the Principle, after the words “…growing population…”, add the words “…for both static and transport requirements in the most energy and resource-efficient way.

Add an additional policy (at page 121) viz:

“10.5.5 Plan urban areas and design transport systems to reduce dependence on private vehicle transport and on petroleum-derived fuels.”

12. Integrated transport 

Transport is the sector most vulnerable to peak oil as it has historically been most dependent on oil-based fuels, resulting in extreme disadvantage, especially for those with least resilience to cope.  Transport planning and infrastructure investment has tended to exacerbate that dependency and vulnerability.
A correction is required in the fourth paragraph under desired regional outcome 12 (at page 135).  Car use in SEQ is no longer growing faster than population.  Queensland transport Facts 2008 (Applebaum consultants) has found that total vehicle kilometres travelled in Queensland has actually decreased each year since 2005 and that the decrease is most significant with respect to private vehicle travel and to the capital city region.

That trend reversal indicates that those sectors of the community (especially those in the lower socio-economic groups located on the urban fringe) have been vulnerable to high car-dependency and thus to rising oil prices, are already suffering the stress of transport disadvantage.  This signals the need for urgent attention to the reduction of car-dependency as a core matter of the SEQ Regional Plan.  

The desired regional outcome must be amended accordingly.  After the words “…integrated transport…” add the words “…and land use…”
After the words “…more compact urban growth…”, add the words “…resilient to oil’s decline…” and, 

At the end, add the words to the effect of “…reducing dependence on private motorised travel while addressing transport disadvantage.” 

Delete the fourth paragraph and replace it, viz:

“The persistent over-dependence on private motorised travel is, with rising oil prices and the futility of addressing congestion by adding road capacity, already causing financial stress, especially to urban fringe communities and the most vulnerable sectors of society.  We should have already seen the “peak automobile” (with Applebaum’s Queensland Facts 2008 showing a reversal of previous trends and a decrease in total vehicle kilometres travelled since 2005) and global production of oil may already have peaked.  While private vehicles will continue to be used in the future, our planning and investment must be focussed on reducing our dependence.  Instead, we should direct our planning and investment toward better land use planning and allowing greater localising of trips to access goods, services, and employment, and to support more sustainable modes of public transport, cycling and walking.”

The sixth paragraph understates the relative growth in public transport patronage by quoting only the ten-year average which included a period of transition from proportionate decline to very rapid growth, only constrained more recently by the public transport system’s inability to cope.

After the words “…more than twice the national average…” add additional sentences, viz:

“That ten-year period began with a transition from the previous trend of a proportionate decrease in public transport mode share to very rapid increases with patronage growth in excess of 10% per annum in more recent years.  In 2008, the patronage growth fell to a still-spectacular 8%, constrained by limitations in capacity of buses and trains to meet demand and by a network with a primary focus on the CBD rather than responding to the potential attraction of other destinations.  (It is noted that only 15% of SEQ trips has a CBD destination, yet 90% of public transport services are focussed on the CBD).”

In the last sentence of that paragraph, after the words “At the same time…”, insert the words “…there is an increasing realisation that…” and

After the words “…improvements to existing roads are…”  delete the rest of that sentence and in its stead, insert the words “…proving ineffective in addressing congestion.  A more effective approach is to concentrate on further reducing car dependency and prioritising existing road capacity for passenger transport, active transport and for the local distribution component of the freight task.”

The key to strategic transport planning is to better integrate transport and land use, improving access to goods, services, employment and social exchange with reduced reliance on private motorised travel and reduced demand for energy and finite resources.  It is about connecting people with places, not about moving vehicles.  

Accordingly, the text of Principle 12.1 Strategic transport planning (at page 136) should be reworded, viz:

“Support the connection of people with places, goods, services, and employment balancing greater levels of local accessibility and self-containment with sub-regional and regional connectivity.”

Add a new policy, viz:

“12.1.1 Develop the local public transport networks to provide convenient and frequent access to mixed use centres from their functional catchments.”

To the current policy 12.1.1, after the words “…passenger transport links…”, add the words, “…focussed on major centres…”
To the current policy 12.1.2, after the words “…priority public transport…” add the words “…and active transport…”
To the end of current policy 12.1.3, add the words “…with a focus on vibrant, mixed use centres.”

To the end of current policy 12.1.5, add the words “…, integrated with land use planning to improve access to meet community needs.”

In program 12.1.6, delete the words “…increase the use of…” and in their stead, insert the words “…enhance access to goods, services, employment and social exchange through better integrated land use and more effective focus on…”
In the second sentence of the second paragraph of Notes (at page 136), after the words “…and self containment of travel…”, add the words “…through focussing local transport networks on serving centres from their functional catchments, as well as…”
In the last sentence of that same paragraph, after the words “…region’s major urban centres”, add the words “…and a focus of services on those centres from their functional catchments.”

At the end of the last sentence of the third paragraph, add the words “…to ensure such development includes vibrant, intensive mixed use centres offering a full range of goods, services, employment and opportunities for social exchange, conveniently accessible by public transport, cycling and walking from the outset, and interconnected with higher-order centres by quality public transport spines.”

In the last sentence in the fourth paragraph, after the words “…support transit-oriented development and…”, add the words “…focus on serving high quality access to…”
In the last sentence of the fifth paragraph, delete the words “…deal with the resultant increase in travel demand” and insert in their stead, the words “…avoid exacerbating undue reliance on private motorised travel or increasing transport disadvantage to those already vulnerable sectors of the community.”

In the last paragraph, delete the words “…and update” And insert in their stead, the words “…, maintain and implement.”
Add an additional paragraph to the Notes, viz:

“The Department of Transport and Main Roads has an “Integrated Transport Planning framework, a guideline which, if followed consistently, will yield more sustainable and equitable outcomes.”

Sustainable travel and improved accessibility are not mutually exclusive, but their interdependence demands a fundamental shift from “business-as-usual”.  The concept must also address issues of energy use and the depletion of finite resources including oil.

In Principle 12.2 Sustainable travel and improved accessibility (at page 137) after the words “…reduce car dependency…”, add the words “…, respond to oil depletion…”
In policy 12.2.1, after the words “…public transport network linked to…”, add the words “…, focussed on and serving…”

Add an additional policy, viz:

“12.2.6  Focus land use development on high density, vibrant mixed use centres offering a wide range of goods, services, employment and social exchange as the focus of local transport services and active transport facilities, minimising the number and length of trips.”

In the fourth of the first set of dot points in the Notes (at page 137), after the words “…reducing the number…” add the words “…and length…” 

In the fifth dot point, after the word “disadvantaged…”, add the words “…and/or vulnerable…”
In the first of the second set of dot points, add the words “…(including the impacts of oil depletion).”

Add a program, viz:

“Programs

“12.2.6 Assess and prioritise transport initiatives in terms of whole-of-system, whole-of-life impacts including consumption of energy and of non-renewable resources during both construction and operational phases.”

Add an additional paragraph to the Notes, viz:

“As part of the process of making transport more sustainable, it is imperative that transport initiatives are assessed and prioritised with due regard to their long-term implications for both sustainability and equitable community accessibility.”

The increasing cost of providing infrastructure and of operating vehicles and services, the depletion of oil and other non-renewable resources, and the strain of the economic downturn, dictate that the approach to transport investment be drastically revised.

Add an additional Policy under 12.3 Effective Transport Investment (at page 138), viz:

“12.3.4 Include whole-of-system, whole-of-life implications of transport initiatives in evaluating the effectiveness of investment”

Add a Program, viz:

“Programs

“12.3.5  Develop and implement a robust evaluation program that addresses whole-of-system, whole-of-life effectiveness of investment in delivering transport outcomes in terms of connecting people with places, goods, services, employment and opportunities for social exchange with least burden on oil and other finite resources.”

In the accompanying Notes, in the first sentence of the third paragraph, delete the words “…needed to manage traffic and support growth…” and insert in their stead, the words “…ineffective and potentially counter-productive in managing traffic congestion and in supporting sustainability of the community” 

In the second sentence of that paragraph, delete the word “…also…” and after the word “…be…”, insert the word “…better…”

In the last sentence of that paragraph, after the words “…particularly in off-peak times…”, insert the words “…through reducing private vehicle dependence and reducing freight priority measures,…”

The concept of transport system efficiency reflects a function of minimising energy and resource consumption in the course of connecting people with goods, services, and so on.  Transport efficiency is affected by the length and frequency of trips, the cumulative energy intensiveness of those trips and the cumulative resources and space consumed by each transport mode in its establishment and operation.

Delete the text of Principle 12.4 Transport System Efficiency (at page 139) and insert in its stead:

“Configure and operate an integrated transport and land use system which minimises energy and resource consumption while optimising the connection of people with places, goods, services, employment and social exchange.”

Add additional policies, viz:
“12.4.4  Plan land use patterns and integrate transport services with land use in a way that reduces the need for travel, especially minimising the dependence on private motorised travel.”

“12.4.5 Prioritise transport infrastructure and services to favour a hierarchy of those which connect people with places requiring the least energy and resource consumption, from walking, cycling and public transport.”

Add a Program, viz:

“Program”

“12.4.6  Establish and operate system-wide efficiency audits to comprehensively monitor transport networks and provide guidance toward continuous efficiency improvements.”

Insert an additional paragraph after the first paragraph in the accompanying Notes (at page 139), viz:

“The current dispersed and fragmented land use pattern with poorly-served low density development, especially at the urban fringe is characterised by extreme car-dependence and increasing vulnerability to oil depletion, transport depletion, transport disadvantage and social isolation, conditions hostile to efficient transport.  Achievement of efficient transport will require minimisation of trip lengths, of trip frequency and of the energy and resource consumption associated with trip-making.”

After the dot points in the Notes, add an additional paragraph, viz:

“The greatest inefficiencies in the transport system, however, are in the inefficiencies of connecting people to places, goods and services and employment, typically over relatively long distances and dependent on individual private motorised transport.  The localisation of trip-making through more appropriate patterns of land use and integration between land use and transport will reduce the energy and resources consumed in making those trips and will encourage conversion to more efficient modes.”

At the end of the Notes (at page 140), add an additional paragraph, viz:

“It is noted that all but three of the above corridors are road-only corridors.  Before committing to further investment, each corridor must be assessed in terms of whether proposed “improvements” will result in system-wide and whole-of-life efficiencies or whither (by catering for faster and longer trips by individual private vehicles) such “improvements” will further exacerbate inefficient patterns and behaviours.”

The efficiency of freight is as relevant for local distribution of goods as it is for international trade.  And it is local distribution that is most typically characterised by inefficient load factors and most vulnerable to oil depletion.

In Principle 12.5 Efficient freight services (at page 141), after the words “…freight transport systems for the region…”, insert the words “…to effectively provide people with the goods and services they require, and…”

Add an additional policy, viz:

“12.5.5 Reorient land use and distribution systems to relocalise access to goods, reducing lengths of trips necessary to connect sources of goods with consumers, reducing freight kilometres.”

Add a Program, viz:

“Program

“12.5.6  Develop, implement and maintain a program of measuring the energy, resources and cost attributable to the transport of goods and services and report on as a proportion of the value of goods and services delivered to market and to the consumer and as a cost (including environmental impacts) per head of population.”

To the accompanying notes (at page 141), add additional paragraphs, viz:

“The efficiency of freight is as relevant for local distribution of goods as it is for international trade.  And it is local distribution that is most typically characterised by inefficient load factors and most vulnerable to oil depletion.

“Freight efficiency can be measured as the energy, resources and cost attributable to the transport and handling of goods as a proportion of the value of goods and services to market and to the consumers, and as a cost and environmental impact burden per head of population.

“The impacts of peak oil and other resource depletion dictate that more effective patterns of development and of local freight sourcing, distribution and delivery to consumers be vigorously pursued to minimise freight kilometres.”

Maps 19 and 20 (at pages 142 and 143) correctly do not identify any “inner urban orbital” road system as freight priority.  Such features would be most likely to further increase the conflict between export-oriented freight movement, local goods distribution and passenger movements while exacerbating dependence on individualised private motor vehicles and further increasing vulnerability to the impacts of peak oil.

In principle 12.6 Coordinated air and sea transport (at page 144), the impact of peak oil and the associated economic downturn on the aviation industry must be acknowledged and alternative, less fuel dependent scenarios must be planned.

Add additional policies, viz:

“12.6.5  In updating the Queensland Aviation strategy, the impact of peak oil on aviation will be recognised and investment re-prioritised from expansion of aviation facilities to more efficient modes.

“12.6.6  Actively plan to facilitate the progressive shift from air movement to rail and sea movement where those modes offer more efficient transport and will reduce vulnerability to the impact of peak oil.”

In the accompanying Notes, delete the last sentence in the first paragraph and in its stead, insert a new paragraph, viz:

“However, the impact of peak oil and the associated economic downturn have highlighted severe constraints to the economics (and physics) of increased dependence on air movement of passengers and freight.  To date, there is no viable alternative to oil-derived fuels for aircraft and their very high energy requirement makes aviation particularly vulnerable to oil depletion.  Growth in passenger movements at Brisbane Airport has decreased from 17% in 2007 to near zero in 2008.  Initially, this has resulted in the postponement of the new parallel runway project and of the domestic terminal refurbishment.  Ultimately, it will require a significant re-think in the role aviation will play in the future of South East Queensland relative to other modes such rail and sea which are less vulnerable to oil depletion.”

Under “Greater Brisbane” in “Sub-Regional transport systems” (at page 145), the fourth paragraph relating to “orbital road networks” should be deleted in its entirety as it conflicts with the depiction of major freight routes on maps 19 and 20 (at pages 142 and 143) and would foster greater car-dependence and further exacerbate the region’s vulnerability to the impacts of peak oil.

Under “Sunshine coast” (at page 146) the focus should not be on roads, but on the long overdue establishment of a fully functional quality public transport system, finally offering efficient travel options and genuine mode choice.

Delete all text (including dot points) after the words in the first paragraph “…develop protect and manage…”, up to and including the words “…For public transport, a…” in the first paragraph following the dot points.  Insert in their stead, the words “…a comprehensive public transport system based on a high-capacity rail spine linking major centres, supported by priority bus services and local feeder services focussing on serving those centres from their functional catchments.  The…”

Under “Gold Coast’, the focus should again not be on roads.  

At the end of the first paragraph, delete the words “…via the pacific highway.”

Delete the last sentence at the end of each of the second and third paragraphs.

Delete the third and fourth dot points in their entirety.

Map 21 Transport Infrastructure SEQ Region (at page 47) is confusing in the extreme.  Reference to “Network Plan 2009-2031” does not cite what network is being referred to.  It lists only four projects.  If it is intended to include only those projects not covered by the subsequent more detailed maps, there should be an explanatory note to that effect.  If that is the intent, the list should also include Beerburrum to Landsborough rail upgrade and the extension of the gold Coast rail to Coolangatta (both of which extend beyond the scope of the detail maps).

Remove the legend entries: “Coast Connect”, “Amendment”, and “Light rail investigation SSC” as they are indistinguishable from other entries.

Map 22 Transport Infrastructure – Greater Brisbane and the Western Corridor (at page 148) is also confusing and misleading.  It should be revised by:

· Adding the proposed rail connection between Springfield and Ripley

· Describing the proposed Petrie to Kippa-Ring rail line as “rail” rather than as “public transport”

· Adding the Inner City Rail Capacity study outcomes and recommended investigations

· Deleting reference to unproven and unsustainable road-based proposals highly vulnerable to oil depletion and a misuse of massive investment, resources and energy, including Northern Link and the Toowong to Everton Park Tunnel.

· Adding place names for major centres (Garden city, Beenleigh, Indooroopilly, Mitchelton, Wynnum, Capalaba, Strathpine)

· Combining items 34 and 35 and expressing them as “public transport investigations” rather than necessarily “road-based”.
Map 23 Transport Infrastructure – Sunshine and Gold Coasts (at page 149) is similarly confusing and misleading.  It should be revised by:

In the Sunshine Coast section,

· Adding Beerwah to Maroochydore rail line (CAMCOS)

· Adding place names for major centres (Caloundra south, Kawana Town Centre, Mooloolaba, Maroochydore, Sippy Downs)

· Realigning “Coast Connect” to reflect it location (along Nicklin Way) rather than out to sea

In the Gold Coast section,

· Realigning the southern end of item 10 (Tugan Bypass) to better reflect its actual position further to the west around the airport

· Realigning the southern end of item 12 (rail extension) to better reflect its actual position further to the west around the airport and encroachment into NSW

· Realigning the northern end of item 15 (light rail extension) so it indicates its interchanging function with the Gold Coast railway.

· Extending the southern end of item 15 (light rail extension) to interchange with the Gold Coast rail line at Coolangatta.

Part E – Implementation and Monitoring

Under “Monitoring, evaluation and review” one of the elements to be included must be an energy audit which is related to an ongoing assessment of oil vulnerability and the progress made through the plan toward resilience to global oil depletion.  

The assumption of continued population growth makes the challenge of responding to oil depletion more difficult, given the relationship between population, economic growth, resource consumption and the transport task.   This means that responses to oil depletion must be far more aggressive than would be the case without such population growth rates.  

Add additional dot points for information critical to the regular reviews, viz:

· “a five yearly accessibility index assessment for all urban areas incorporating new growth areas as they emerge.

· a five yearly VAMPIRE index assessment of oil vulnerability

· an annual employment vulnerability assessment (refer to Scott Baum from Griffith University and Professor Bill Mitchell from Newcastle University)

· an annual energy profile for South East Queensland, including electricity (coal fired and renewable), natural gas, oil-derived transport fuels, bio-fuels etc. 

· an annual report of progress against the peak oil mitigation plan for South East Queensland (see criteria established at Part D, 1.1.2).  

Under the above dot points, add the following, viz:

“The State of Environment Report and the results of the five yearly and annual reviews listed above to be undertaken with the scrutiny of independent expert panels and published within the public arena as soon as they are compiled.”  

Part F – Regulatory Provisions
Under Division 4 Assessment Criteria for Development Applications at page 161, add an additional paragraph, viz:  

(c) 
an oil vulnerability assessment of the proposal including both establishment and whole of life operational phases.  

Under Division 4 Assessment Criteria for Development Applications at page 161, add additional divisions after Division 4, viz:  

“Division 5: Assessment criteria for ‘other development’

“5.1 
the proponent for any development irrespective of whether a development application is required (this includes ‘exempt development’ specified within planning schemes, Ministerial Designations, and environmental impact assessments), must include an oil vulnerability impact assessment of the proposal including both establishment and whole of life operational phases in any business case or prioritisation of such proposals.  

“Division 6: Performance criteria for land use and infrastructure planning.

“6.1 
planning agencies are required to undertake oil vulnerability impact assessments to demonstrate that implementation of planning outcomes across their whole of life will not subject communities to increased oil vulnerability and will result in diminished greenhouse emissions.”
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