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1. Introduction	
1.1	 Context	

Australian	cities	have	enjoyed	a	long	cycle	of	growth	and	recognition.	However,	as	they	now	look	to	
grow	 in	 a	 more	 balanced	 and	 sustainable	 way,	 transition	 into	 a	 different	 type	 of	 economy	 and	
compete	 in	new	global	markets,	they	are	facing	a	distinct	set	of	new	challenges.	These	challenges	
appear	to	require	better	tools	and	arrangements	than	Australian	cities	currently	possess:	tools	to	
manage	urban	and	metropolitan	growth,	increase	the	rate	of	investment	in	enabling	infrastructures,	
improve	the	quality	of	the	built	environment	and	the	places	it	makes,	and	switch	to	a	more	innovation	
and	knowledge‐based	economy.		

Around	 the	world,	 there	are	 several	ways	 in	which	 these	kinds	of	 tools	have	evolved	and	can	be	
acquired	 by	 cities	 and	 metropolitan	 areas.	 In	 Australia,	 among	 the	 multiple	 sources	 of	 possible	
progress	include:	
	

1. Local	governments	working	together	and	building	a	collaborative	alliance	from	the	bottom	
up	 for	example,	as	is	developing	in	South	East	Queensland	with	the	Council	of	Mayors 	
	

2. State	governments	 inventing	new	planning	and	management	approaches	 for	 their	regions	
for	 example,	 as	 New	 South	 Wales	 Government	 has	 done	 with	 the	 Greater	 Sydney	
Commission 	
	

3. Federal	 government	 trialling	new	approaches	 to	 city	 investment,	urban	and	metropolitan	
infrastructure,	and	collaborative	governance	 for	example,	City	Deals 	

	
4. Private	sector	and	civic	sector	providing	sources	of	responsibility,	leadership,	and	innovation	

for	example,	in	precinct	management	or	in	city	promotion .	
	

These	are	important	recent	initiatives	in	Australia	that	show	great	promise	and	are	generating	early	
successes.	 Around	 the	world,	 the	 private	 sector,	 and	 other	 cities,	 regions	 and	 nations	 have	 been	
building	their	own	tools	and	approaches	to	help	successfully	manage	metropolitan	growth,	and	make	
the	 shift	 towards	 better	 place‐making,	 long‐term	 stable	 investment	 in	 infrastructure,	 and	 more	
capable	systems	of	planning.	Certain	places	offer	particularly	relevant	examples	to	Australia,	whether	
it	is	the	way	that	they	have	been	applying	and	improving	these	tools	over	many	decades,	or	in	terms	
of	the	scale	and	ambition	of	the	reforms	and	projects	they	have	been	pursuing	more	recently.	

In	this	paper	we	highlight	12	examples	of	successful	practice	globally,	spanning:	

 National	urban	policies	and	programs	
 State	government	innovations	
 Collaborative	local	governments	
 Private	and	civic	sector	leadership.	

This	mix	reflects	the	fact	that	Australia’s	federal	system	provides	opportunities	for	a	high	 level	of	
innovation	and	experimentation	in	different	locations	because	state	governments	are	able	to	adopt	
distinctive	 approaches,	 and	 diverse	 solutions	 to	 local,	 private	 and	 civic	 co‐operation	 can	 be	



developed.	These	case	study	examples	may	therefore	offer	inspiration	to	Australian	cities	and	their	
partners,	where	sustained	and	fresh	sources	of	leadership	and	initiative	may	be	required.	

1.2	 The	case	studies	

We	highlight	tools	and	approaches	in	cities	across	Asia,	Europe,	North	America	and	South	Africa,	all	
facing	 challenges	 of	 how	 to	 manage	 and	 optimise	 their	 development.	 Some	 of	 these	 tools	 were	
developed	30	or	40	years	ago	and	have	been	successively	refined	and	upgraded	to	fit	the	changing	
needs	of	the	city.	Others	are	more	recent,	created	in	the	last	10	years	but	already	showing	clear	signs	
of	impact	and	prompting	others	to	observe	the	lessons	of	their	experience.	

Cities	featured	in	the	case	studies	

	

A	global	scan	shows	that	local	and	metropolitan	tools	have	been	growing	and	expanding	at	quite	a	
pace	 in	 the	 last	15‐20	years,	 after	a	 long	period	of	 time	where	 the	precise	management	of	urban	
growth	was	largely	ignored	or	neglected.	The	changing	trends	of	the	past	20	years	that	have	been	a	
feature	 of	 the	 metropolitan	 century	 have	 accelerated	 the	 rate	 of	 innovation	 in	 metropolitan	
management.		

By	international	standards,	Australian	cities	have	relatively	few	tools	and	a	low	level	of	financial	and	
operational	 innovation.	 There	 may	 be	 many	 explanations	 for	 this.	 Our	 interviews	 show	 that	
Australian	disappointment	with	the	outcomes	of	some	tools	 e.g.	PPPs 	or	scepticism	about	others	
e.g.	TIFs ,	or	resistance	to	yet	others	 e.g.	Business	Improvements	Districts	seen	as	just	an	extra	tax	
on	business 	 present	 a	more	 general	 rigidity	 to	 urban	 governance	 innovation,	 leading	 to	 a	more	
passive	approach	to	urban	growth	problems	than	is	now	acceptable	in	most	other	OECD	countries.	
One	key	issue	appears	to	be	a	very	low	level	of	bi‐partisan	cooperation	between	levels	and	tiers	of	
governments	 led	 by	 different	 political	 parties.	 Australian	 politics	 is	 extremely	 ‘tribal’	 by	 OECD	
standards.	 In	 many	 other	 OECD	 countries,	 it	 is	 recognised	 that	 most	 solutions	 to	 urban	 and	
metropolitan	problems	require	20‐30‐year	interventions	and	therefore	need	to	be	the	products	of	
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bi‐lateral	and	non‐partisan	endeavours.	This	fundamental	approach	is	not	yet	apparent	in	Australia,	
except	for	in	the	newly	developing	City	Deals.			

Many	of	the	Australian	experiences	of	innovative	urban	and	metropolitan	governance	tools	are	quite	
recent,	requiring	time	and	assistance	to	mature.	One	key	recommendation	of	our	study	is	the	need	to	
persist	with	reforms	such	as	City	Deals	and	to	gradually	evolve	and	develop	them	over	time	so	that	
they	become	increasingly	effective	and	inspire	confidence.	The	same	is	true	for	new	metropolitan	
planning	 arrangements	 such	 as	 the	 Greater	 Sydney	 Commission,	 Metronet	 and	 SEQ.	 Recent	
developments	 in	 precinct	 and	 district	 management,	 and	 in	 fostering	 city	 centre	 living	 and	 high	
amenity	urban	densification,	are	also	promising	and	should	be	persisted	with.							

Our	research	shows	that	Australian	experiences	in	some	arenas	have	been	perceived	as	negative	and	
have	 been	 reversed,	 such	 as	 PPPs,	 the	 public	 provision	 of	 housing,	 and	 the	 development	 of	 co‐
investment	approaches.	This	means	that	the	adoption	of	new	tools	in	future	will	need	to	be	carefully	
considered	and	will	likely	need	effective	advocacy	and	public	education	to	build	support	for	them.	
Creating	the	‘political	space’	for	urban	innovation	will	be	an	important	tactic	if	the	right	tools	are	to	
emerge	and	become	reliable	and	trusted.		

The	four	types	of	approach,	and	their	example	cities,	have	been	selected	because	of	the	relevance	to	
the	specific	‘gap’	in	the	toolkit	of	Australian	cities.	They	are:	

1. High	population	growth	cities	adopting	new	growth	management	systems,	transport,	housing,	
and	land	uses:	Calgary,	Fukuoka	and	Stockholm	

	
2. Regions/states/provinces	 that	 are	 shifting	 towards	 strategic	 growth	management:	Ontario,	

and	Penang	
	

3. National/federal	 Initiatives	 that	 have	made	 a	 difference	 for	 growing	metros:	 MPOs	 in	 the																														
USA,	mega	regional	policies	in	China,	and	combined	authorities	in	the	UK	

	
4. Private	 and	 civic	 leadership	 and	 initiatives:	 Regional	 planning	 in	 New	 York,	 business‐led	

placemaking	 in	 Cape	 Town,	 George	 Town	 and	 San	 Francisco,	 infrastructure	 finance	 in	
London,	and	economic	diversification	in	Greater	Miami.	

	

In	each	of	these,	we	explain	how	these	experiences	are	relevant	to	Australia	and	its	great	cities.	

	 	



High	 population	 growth	 cities	 adopting	 new	 growth	 management	
systems,	transport,	housing,	and	land	uses	

	
2. Calgary:	a	sprawling	commodities	city	in	the	process	of	densification	and	diversification	

THE	CALGARY	EXPERIENCE	
	

 Deep	citizen	engagement	and	outreach	to	debate	the	future	growth	model	of	the	city.	
	

 Bold	city	leadership	to	sell	the	benefits	of	densification,	alert	to	the	risks	of	the	status	
quo,	and	argue	against	implicit	subsidies	for	sprawl.	

	
 New	legislation	and	financial	tools	that	promote	good	density.	These	include:	

	
o A	city‐owned	land	corporation	outside	of	the	formal	planning	departments	 but	

with	local	government	backing 	to	create	a	more	nimble	and	strategic	approach	
to	 pilot	 densification	 projects	 with	 a	 close	 eye	 on	 vision,	 coordination,	
placemaking,	and	risk‐sharing	between	public	and	private	sectors	

o A	 ‘TIF‐like’	 redevelopment	 levy	 to	 capture	 value	 from	 forecast	 property	 tax	
revenue	increases	

o Adjustment	to	levies	to	ensure	costs	of	social	 infrastructure	at	city	edges	are	
properly	accounted	for	in	the	development	process	

o Streamlined	planning	to	allow	additional	living	spaces	on	single‐family	plots.	
	

 Multi‐level	government	investment	in	transport	to	drive	densification	in	10	locations,	
partly	funded	by	a	carbon	levy.	

	
 Policy	 incentives	 to	 diversify	 the	 economic	 base	 geared	 around	 corporate	

headquarters,	technology,	tourism	and	entrepreneurship.			
	

2.1	 Introduction	

Canada’s	fourth	largest	city,	Calgary	has	experienced	very	rapid	population	growth	fuelled	by	a	long	
oil	and	resource	extraction	boom,	growing	from	130,000	people	in	1950	to	over	1.3	million	today.1	
Like	 Brisbane,	 Calgary	 has	 a	 large	 city	 council	 with	 an	 operating	 budget	 of	 around	 C$3	 billion	
AUD$3.1	billion .	Almost	all	of	its	1980s‐2000s	growth	was	accommodated	on	cheap	prairie	land	at	
its	ever‐expanding	urban	fringe	beyond	the	city	borders,	creating	a	growth	pattern	that	in	some	ways	
resembles	cities	such	as	Perth	and	the	Gold	Coast.2		

Calgary	 has	 historically	 funded	 much	 of	 its	 infrastructure	 through	 general	 taxation,	 which	 is	
effectively	 a	 subsidy	 to	 new	 suburbs.	 This	 has	 required	 building	 new	 roads,	 sewers	 and	 water	
systems	on	a	 large	and	costly	scale.	 It	 is	one	reason	that	by	2015,	Calgary	 faced	more	than	C$3.2	
billion	 AUD$3.3	billion 	of	debt.		

Despite	the	recent	oil	crash,	Calgary’s	population	is	set	to	increase	by	600,000	people	over	the	next	
60	years,	to	nearly	the	size	of	present‐day	Greater	Vancouver.	However,	over	the	last	decade,	bold	



city	leaders	in	Calgary	have	cast	doubt	on	the	sustainability	of	oil‐driven	urban	sprawl	and	begun	the	
city’s	transition	to	a	new	model	of	more	compact	and	sustainable	development.	

This	case	study	explains	this	unexpected	recent	cycle	of	densification,	highlighting:	

 The	achievement	of	a	new	political	consensus	on	densification	
 New	legislation	and	financial	tools	that	promote	good	density	
 New	transport	projects	which	signal	a	move	away	from	suburban	car‐dependence	
 A	shift	 towards	a	more	diversified	economic	base	geared	around	technology,	 tourism	and	

entrepreneurship.3		

Densified	development	in	Sunnyside/downtown	area	of	Calgary4	

	

2.2	 Calgary’s	leadership	to	drive	consensus	on	the	imperative	to	densify	

Within	the	last	decade,	a	new	political	consensus	focusing	on	densification	and	compact	development	
has	emerged.	In	2007,	the	City	of	Calgary	asked	its	staff	to	create	an	integrated	plan	for	the	future	of	
transport	and	land	use.	The	City	then	engaged	over	5,000	Calgarians	to	shape	the	vision	for	these	
plans	through	a	process	called	PlanIt	Calgary.	During	the	consultation,	citizens	spoke	widely	of	the	
need	 for	 a	 more	 sustainable	 city	 that	 provides	 residents	 with	 a	 better	 quality	 of	 life	 and	 more	
convenient	transport	options.5		

The	 City	 of	 Calgary	 then	 launched	 the	 Calgary	Municipal	 Land	 Corporation	 CMLC 	 as	 a	 way	 to	
achieve	objectives	for	urban	densification,	community	renewal	and	infrastructure	investment.6	The	
main	 function	 of	 the	 CMLC	 has	 been	 to	 implement	 and	 execute	 the	 Rivers	 District	 Community	
Revitalisation	Plan	–	a	public	infrastructure	program	approved	by	the	both	city	and	provincial	tiers	
of	government	to	kick‐start	Calgary’s	urban	renewal.7	Since	2007,	CMLC’s	commitment	of	CA$357	
million	 AUD$371	million 	into	 infrastructure	and	development	programs	has	attracted	over	$2.5	
billion	 AUD$2.6	billion 	of	project	investment.8	

Calgary	approved	its	latest	densification	strategy	in	2009.	But	it	was	only	following	the	election	of	
Mayor	Naheed	Nenshi	in	2010	that	there	was	a	shift	in	the	city’s	political	will	to	enforce	it.	Over	the	



course	of	his	three	terms,	Mayor	Nenshi	has	been	unequivocal	in	his	commitment	to	“end	the	sprawl	
subsidy”	and	shift	the	city’s	instincts	more	towards	people	who	ride	bicycles	than	those	who	drive	
cars.	

2.3	 New	legislation	and	financial	tools	to	promote	densification	

The	 last	 decade	 has	 also	 seen	 the	 emergence	 of	 new	 legislation	 and	 tools	which	 are	 designed	 to	
encourage	densification.	Three	innovations	stand	out	in	particular:	

 Off‐site	levy	reform	
 New	secondary	suites	legislation	
 Launch	of	the	Community	Revitalisation	Levy	 CRL .	

Off‐site	levy	reform	

Previously	 City	 Hall	 absorbed	 nearly	 all	 the	 costs	 to	 build	 and	 upgrade	 infrastructure	 to	 serve	
greenfield	communities.9	In	2011,	the	city	introduced	an	off‐site	levy	on	greenfield	development	to	
help	with	the	cost	of	off‐site	infrastructure.10	In	2016	the	city	reformed	and	upgraded	the	bylaw	with	
a	big	phased	increase	in	off‐site	levy	rates	for	greenfield	areas	to	manage	growing	costs.11	

New	‘secondary	suites’	legislation	

Reforms	 to	 Calgary’s	 Land	 Use	 Bylaw	 are	 underway	 to	 streamline	 the	 process	 of	 applying	 for	
secondary	suite	permission,	which	allows	self‐contained	living	spaces	located	within	or	on	the	same	
property	as	a	single‐family	home.	This	approach	is	widely	shown	to	be	an	effective	mechanism	for	
encouraging	 densification	 of	 low	 density	 areas.1213	 As	 a	 result,	 suites	 will	 be	 permitted	 as	 a	
discretionary	use	in	all	areas	of	Calgary,	and	the	process	now	involves	a	simple	form.14	Civil	servants,	
rather	than	elected	officials,	now	reject	or	approve	applications.15	

Community	Revitalisation	Levy	

Recent	 changes	 to	 Calgary’s	 Municipal	 Government	 Act	 have	 enabled	 the	 City	 to	 implement	 a	
Community	Revitalisation	Levy	 CRL 	which	operates	in	a	similar	way	to	Tax	Increment	Financing	
TIF .	 The	 CRL	 provides	 a	 means	 to	 segregate	 property	 tax	 revenue	 increases	 resulting	 from	
development	into	a	fund	for	infrastructure	improvements,	in	turn	providing	up	to	20	years	of	stable	
funding	with	no	necessary	 tax	 increases	 to	cover	 the	cost	of	borrowing.	 It	 is	being	applied	 in	 the	
Rivers	District	 Community	Revitalisation	Plan,	 to	 ensure	 that	 it	 achieves	 its	 ambitious	 economic,	
social	and	environmental	objectives.16	



Rivers	District	primed	for	higher	density	redevelopment	

	
Source:	CMLC17	
	

2.4	 New	transport	projects	and	pilots	signal	a	move	away	from	suburban	car‐dependence	

Calgary	is	also	implementing	cycle,	rail	and	bus	transport	projects	to	support	denser	development,	
benefiting	from	more	joined	up	co‐investment	from	multiple	tiers	of	government.	

New	light	rail	transit	–	the	Green	Line	

The	Green	Line,	Calgary’s	next	light	rail	transit	 LRT 	line,	will	add	28	stations	and	46	kilometres	of	
track	to	the	existing	45	station	system	and	is	the	major	catalyst	for	densification	around	10	transport	
nodes.18	Phase	1	is	budgeted	at	C$4.7	billion	 AUD$4.8	billion ,	and	is	the	city’s	largest	infrastructure	
investment	project	to	date.	The	Green	Line	is	designed	to	be	both	a	transit	system	and	a	platform	for	
development	and	city	shaping	–	it	will	provide	direct	connections	to	the	new	South	Health	Campus,	
new	recreation	centres,	major	employment	centres,	and	several	business	revitalisation	zones.	It	will	
also	integrate	with	a	future	transport	connection	to	Calgary	International	Airport,	which	is	currently	
in	the	middle	of	a	C$2	billion	 AUD$2	billion 	expansion.19	

This	is	the	first	time	all	three	levels	of	government	have	committed	funding	for	such	a	large	project.	In	
2015,	the	federal	government	announced	funding	of	C$1.5	billion	 AUD$1.5	billion ,	the	largest	ever	
federal	 contribution	 to	an	 infrastructure	project	 in	 the	province	of	Alberta.	This	was	matched	six	
months	later	by	a	commitment	of	C$1.6	billion	 AUD$1.6	billion 	from	the	city	government	over	30	
years,	and	two	years	later	by	C$1.5	billion	 AUD$1.5	billion 	from	the	Government	of	Alberta.20	The	
provincial	government	contribution	will	come	from	the	Climate	Leadership	Fund,	which	is	in	turn	
funded	by	the	carbon	levy.21	

Bus	rapid	transit	

Finally,	construction	has	begun	on	four	new	Bus	Rapid	Transit	 BRT 	routes,	to	fill	important	gaps	in	
the	 city’s	 primary	 transport	network.22	The	 capital	 budget	 approved	by	 the	City	 Council	 in	 2014	
allocated	 C$78	 million	 AUD$81	 million 	 to	 the	 program.	 In	 2015,	 the	 Government	 of	 Alberta	



approved	 the	 City	 of	 Calgary’s	 application	 for	 a	 further	 C$130	 million	 AUD$135	 million 	 in	
GreenTRIP	funding,	bringing	total	approved	funding	to	C$208	million	 AUD$216	million .23		

Cycle	tracks	

Cycle	tracks	are	essentially	bike	lanes	protected	by	a	physical	barrier	from	cars	and	pavements.	In	
2014,	the	City	Council	approved	the	Cycle	Track	Network	pilot	project,	involving	the	construction	of	
6.5km	 of	 tracks,	 to	 provide	 Calgarians	 with	more	 transportation	 choices	 downtown.24	 Since	 the	
tracks	were	installed,	the	city	has	seen	a	40	per	cent	increase	in	the	number	of	Calgarians	travelling	
by	bicycle,	and	in	December	2016,	the	City	Council	voted	to	make	the	tracks	permanent.25	

	

2.5	Diversification	

Calgary	has	now	accelerated	the	shift	towards	a	more	diversified	post‐commodities	economy	after	
the	2014	crash.	By	2017,	while	almost	half	of	the	jobs	in	resource	extraction	had	not	been	recovered,	
other	sectors,	such	as	manufacturing	 18,000	jobs ,	retail	 16,000 ,	and	finance	and	real	estate	
industries	 11,000 ,	all	experienced	major	growth.		

In	addition	to	the	densification	program	to	better	host	the	knowledge	economy,	city	and	provincial	
government	have	implemented	initiatives	aimed	at	accelerating	diversification:	

 Attracting	anchors	and	large‐scale	investment.	Calgary	City	Council	has	injected	an	additional	
C$90	million	to	its	economic	development	fund	to	help	companies	or	universities	to	locate	on	
strategically	located	land,	potentially	for	a	new	autonomous	vehicle	testing	ground,	agri	zone	
or	bio‐medical	zone.	

 Accessing	 new	markets.	 The	 province’s	 Export	 Support	 Fund	 reimburses	 eligible	 Calgary	
companies	up	to	C$20,000	for	costs	of	exporting	to	new	international	markets.		

 Helping	small	and	medium	sized	businesses	to	scale	up	in	new	sectors.	The	province	offers	a	
30	per	cent	 tax	credit	 to	 investors	who	provide	capital	 to	Calgary	 small	businesses	 in	 the	
fields	of	technology,	digital	media,	animation	and	tourism.		

Together	these	policies	provide	substantially	more	investment	in	the	ecosystem	required	for	Calgary	
to	grow	new	sectors	that	draw	on	the	capabilities	established	within	its	commodities	and	services	
economy.	

	

2.6	Lessons	for	Australian	cities	
	
The	challenge	for	Australian	cities:	

The	benchmarking	of	Australian	cities	in	Paper	2	demonstrated	that	as	a	group	they	are	the	
least	densified	among	comparable	 countries.	Their	 low	density	urban	 form	contributes	 to	
negative	environmental,	social	and	efficiency	outcomes,	and	makes	it	harder	for	these	cities	
to	adopt	public	 transport.	 It	also	 is	much	 less	suited	to	a	high	knowledge	high	 innovation	
economy	that	Australia’s	cities	need	to	transition	towards.		



Lessons:		
	 	 	
	 Bold	city	leadership	like	Calgary’s	is	usually	needed	to	sell	the	benefits	of	diversification	and	

argue	against	implicit	subsidies	for	sprawl.	This	is	then	reinforced	by	improvements	to	the	
land‐use	and	financial	toolkit,	and	the	management	of	target	locations	for	densification.	
	
Large‐scale	citizen	engagement	and	outreach	to	discuss	the	future	growth	of	the	city	is	part	
of	what	is	needed	to	build	a	more	positive	psychology	around	urban	density.	
	
For	Australian	cities	such	as	Perth	and	Brisbane,	Calgary	offers	insight	into	how	to	plan	and	
orchestrate	 economic	 development	 towards	 diversification	 sequenced	 with	 a	 new	 urban	
form	underpinned	by	transport	investment.		

				

	

	

	 	



3. Fukuoka:	A	growing	city	shifting	towards	higher	density	and	innovation	

THE	FUKUOKA	EXPERIENCE	
	

 Strong	 city	 and	 metropolitan‐level	 commitment	 to	 leveraging	 regional	 assets	 and	
position	Fukuoka	as	a	diversified	business	hub	and	to	attract	entrepreneurs.		
	

 Designation	of	Fukuoka	as	a	National	Strategic	Special	Zone	to	kickstart	efforts	to	
increase	business	activity	through	deregulation	of	height	restrictions.		
	

 Two	cycles	of	city‐level	leadership	and	initiatives	aimed	at	providing	incentives	and	
support	for	start‐ups	and	new	businesses,	particularly	for	overseas	investors.	
	

 Formal	collaboration	between	industry,	academia,	government	and	citizens	to	develop	
strategic	growth	vision	for	metropolitan	region	and	increase	global	competitiveness	
through	innovation.	
	

 Focus	on	making	density	appealing	through	better	placemaking,	reconnecting	urban	
cores,	and	increasing	accessibility.	

	
3.1	Introduction		

In	a	country	where	most	areas	have	an	ageing	and	shrinking	population,	Fukuoka	is	experiencing	the	
opposite.	The	city	has	the	highest	population	growth	rate	of	any	Japanese	city,	driven	mainly	by	15‐
29‐year	 olds	which	 give	 it	 the	 highest	 ratio	 of	 young	 residents	 nationwide.26	 	 In	 2015,	 Fukuoka	
overtook	Kobe	to	become	Japan’s	fifth‐largest	economy,	while	the	city’s	natural	assets,	high‐quality	
transport,	and	affordable	rent	make	it	an	increasingly	attractive	alternative	for	a	new	generation	of	
start‐ups.27		

Fukuoka’s	attempt	to	become	an	international	business	gateway	involves	two	twin	strategies:	

 National	and	city‐level	attempts	to	enhance	the	size	and	scale	of	Fukuoka’s	knowledge	and	
creative	industries	

 Recent	projects	that	promote	high‐quality	medium‐density	urban	living.	

3.2	Fukuoka’s	pivot	to	the	knowledge	economy	

Fukuoka	benefits	from	three	main	policy	shifts	that	help	it	pivot	towards	the	knowledge	economy:	

 National	government	policies	to	foster	much	denser	growth	in	the	city	centre	
 Strong	and	dedicated	city‐level	leadership	and	initiatives	
 Leadership	and	direction	provided	by	metropolitan	civic	institutions.		

National	level	changes	

At	10,000	people	per	square	kilometre,	Fukuoka’s	city	centre	density	is	already	significantly	higher	
than	 Melbourne	 or	 Brisbane,	 but	 the	 aim	 is	 to	 densify	 further	 in	 terms	 of	 both	 residential	 and	
commercial	space.	In	2014,	the	Japanese	Prime	Minister	designated	Fukuoka	as	a	National	Strategic	
Special	Zone,	with	the	objective	of	attracting	start‐ups	to	the	region	by	regulating	height	restrictions	



in	the	CBD.	The	main	impact	of	this	has	been	the	Tenjin	Big	Bang	project.	This	has	helped	promote	
the	 rebuilding	 of	 30	 privately	 owned	 buildings	 in	 the	 city	 centre,	 over	 a	 period	 of	 10	 years,	 to	
encourage	additional	business	activity.	Once	the	project	is	completed,	it	is	predicted	that	floor	area	
in	the	central	area	of	the	city	will	have	increased	by	1.7	times,	and	employment	by	2.4	times.28	

	
Source:	Inefekt6929	

	
City‐level	leadership	and	initiatives	

The	 last	 cycle	 of	 city	 leadership	 under	 Mayor	 Sōichirō	 Takashima	 has	 focused	 substantially	 on	
introducing	incentives	for	start‐ups	to	set	up	in	the	region.	The	most	important	of	these	incentives	is	
the	“Startup	Visa”,	the	first	of	its	kind	in	Japan.	The	visa	essentially	gives	entrepreneurs	a	six‐month	
exemption	 from	 the	 investment	 and	 hiring	 requirements	 of	 the	 business	 visa	 that	 is	 typically	
required	to	set	up	a	business	in	Japan.30		

The	 Startup	 Visa	 is	 available	 to	 all	 businesses	 with	 the	 potential	 to	 improve	 Fukuoka’s	 sector	
competitiveness	 at	 the	 international	 level.	 Eligible	 industries	 include	 digital,	 medical,	 energy	 and	
environment,	logistics	and	trade.	To	qualify,	applicants	must	submit	a	business	plan	to	the	City,	and	
if	approved,	candidates	have	six	months	to	fulfil	the	requirements	of	the	standard	Business	Visa	–	an	
office	 and	 a	 minimum	 of	 two	 fulltime	 staff,	 or	 an	 investment	 portfolio	 exceeding	 ¥	 5	 million	
AUD$60,000 .31		

Many	other	incentives	have	also	been	introduced	by	the	city,	including:	

 Loans	of	¥25	million	 AUD$300,000 	at	1.3	per	cent	 interest	 for	entrepreneurs	who	have	
established	a	business	in	Fukuoka	over	the	past	two	years.		

 Corporate	tax	cuts	for	start‐ups,	which	eliminate	20	per	cent	of	taxable	income	for	companies	
in	their	first	five	years,	if	start‐ups	demonstrate	a	commitment	to	creative	problem	solving.32	

 A	maximum	reduction	in	the	city	corporate	tax	rate,	from	a	national	average	of	30	per	cent	to	
22	per	cent.	

The	 ecosystem	 support,	 such	 as	 networks,	 co‐working	 spaces,	 training,	 business	 planning	 and	
building	risk	appetite,	has	been	an	important	part	of	the	city’s	effort.	Since	opening	Fukuoka’s	hugely	
successful	Start‐up	Cafe	it	has	offered	more	than	2,000	start‐up	events,	seminars	and	consultations.33	

The	emergence	of	metropolitan	civic	leadership		

Metropolitan	civic	leadership	for	the	city	of	Fukuoka	has	flourished	in	the	last	cycle.	In	2011,	Fukuoka	
City	worked	together	with	Kyushu	University	 to	establish	the	Fukuoka	Directive	Council	 FDC ,	a	



joint	effort	among	industry,	educational	institutions,	government	and	citizens	to	stimulate	growth	in	
the	region.34	Today,	the	FDC	has	84‐member	organisations.	

The	FDC	has	developed	a	vision	for	growth	for	the	metropolitan	region.	In	2012,	the	FDC	formally	
adopted	a	regional	growth	strategy,	the	goal	of	which	was	to	increase	regional	GRP	by	¥2.8	trillion		
AUD$34	billion 	by	2020	and	make	the	region	more	globally	competitive.35		

The	 Urban	 Development	Working	 Group	 of	 the	 FDC	 recently	 launched	 the	 Fukuoka	 City	 Centre	
Regeneration	Strategy	as	a	key	catalyst	to	achieve	these	objectives.	The	strategy	aims	to	renew	the	
function	of	the	centre	by	moving	from	an	office	economy	to	an	innovation	economy.	It	aims	to	do	this	
by	 creating	 anchors	 for	 innovation	 and	 enhancing	 the	 character	 of	 and	 improving	 connections	
among 	three	key	areas	 in	 the	city	–	 the	riverfront,	 the	Tenjin/Watanabe	district,	and	the	Hakata	
waterfront	and	station	area.	Enhancing	the	city’s	meetings,	 incentives,	conferences	and	exhibition	
tourism	offering	is	also	a	key	priority.36		

3.3	Lessons	for	Australian	cities	

The	challenge	for	Australian	cities:	

The	attraction	of	more	people	to	live	in	city	centres,	and	the	rationalisation	of	land‐uses	to	
help	achieve	that,	has	been	a	challenge	for	some	Australian	cities.		

Lessons:	

Fukuoka	has	had	a	lot	of	success	in	containing	urban	sprawl,	thanks	to	a	strong	history	of	
master	 planning,	 effective	 land	 management,	 and	 consistent	 prioritisation	 of	 city	 centre	
redevelopment	 and	 densification	 around	 transport	 hubs	within	 a	 2.5	 kilometre	 radius	 of	
Tenjin,	the	city	centre.37	

The	 strategic	 direction	 of	 a	 public‐private	 and	 multi‐sector	 alliance	 FDC 	 has	 provided	
additional	impetus	for	projects	aimed	at	supporting	medium	density	development	and	high	
quality	placemaking.	

Riverside	redevelopment	has	been	effective	because	of	a	commitment	to	achieving	the	critical	
mass	required	to	begin	restructuring	the	density	of	the	city	centre.38		

Higher	level	government	support	for	special	projects	and	for	more	effective	planning	tools	
can	help	medium	sized	Australian	cities	make	a	decisive	shift	to	city	centre	living.		

For	Australian	cities	this	case	study	offers	important	insights	about	how	to	support	the	
innovation	economy	and	build	metropolitan	civic	leadership.			 	



4.	Stockholm’s	shift	towards	multiple	centres	from	a	single	CBD	

THE	STOCKHOLM	EXPERIENCE	
	

 Successful	 activation	 of	 a	 major	 sub‐centre	 along	 the	 corridor	 to	 the	 out‐of‐town	
international	airport.	
	

 A	commitment	among	local	governments	in	the	region	to	share	responsibility	for	the	
housing	challenge	to	manage	population	growth.	

	
 Multiple	cycles	of	regional	planning	in	coordination	with	other	systems	and	services	

to	ensure	suburbs	have	more	variety	and	amenity.	
	

 Adjustment	from	an	fight	sub‐centre	approach	to	a	concentration	of	efforts	in	three	or	
four	centres.	
	

 Concurrent	demonstration	projects	to	re‐introduce	the	city	centre	for	medium‐
density	family	living	and	older	populations.		

	
	

4.1	 Introduction.	

Like	 Sydney,	 Stockholm	 has	 experienced	 a	 high	 level	 of	 commuting	 into	 a	 large	 city	 centre	 for	
decades.	The	core	CBD	gained	an	unusually	big	share	of	business	activity	while	the	suburbs	acted	as	
large	dormitories.		

Stockholm’s	CBD	is	surrounded	by	a	ring	of	fairly	dense	sub‐centres,	is	well‐served	by	radial	public	
transport.39		Nevertheless,	rapid	population	growth	in	a	region	that	is	now	home	to	more	than	2.5	
million	people	has	required	planners	 in	Stockholm	to	revise	 the	regional	growth	model.	This	has	
resulted	 in	 the	 development	 of	 successive	 policies	 with	 the	 aim	 of	 creating	 a	 more	 polycentric	
structure	consisting	of	three	major	sub‐centres	of	medium	density	and	mixed	use.	

Medium‐density	development	in	Kista,	a	rapidly	growing	‘second	CBD’	12km	north	of	Stockholm	CBD	

	

Source:	Kista	Science	City40		



4.2	 Early	efforts	at	creating	sub‐centres	
	

During	 the	 1980s	 and	 1990s,	 as	 Stockholm	 grew,	 national	 and	 regional	 authorities	 decided	 to	
relocate	some	universities,	administrative	bodies	and	military	facilities	to	the	wider	county	to	spread	
growth	more	evenly.	These	first	attempts	at	de‐concentration	were	not	considered	successful,	and	
most	employment	remained	in	the	CBD.	However,	one	exception	proved	to	be	Kista	Science	City,	12	
kilometres	north	of	Stockholm,	which	attracted	key	tenants	 in	Ericsson	and	IBM.	The	presence	of	
these	major	 IT	 firms	triggered	the	development	of	what	 is	now	one	of	 the	world’s	 leading	digital	
clusters.41		

Kista	 formed	the	core	of	a	sub	centre	area	 Rinkeby	Kista	plus	Solna	plus	Sundbyberg 	that	 is	32	
square	 kilometres	 large	 and	 home	 to	 nearly	 200,000	 people.	 As	 such	 it	 has	many	 similarities	 of	
location	and	size	to	Parramatta.	Today,	the	core	of	this	district	has	30,000	residents	and	even	more	
employees	and	has	successfully	built	in	incubators	and	educational	assets	to	sustain	the	innovation	
ecosystem.	

At	the	same	time,	Stockholm	also	began	to	embark	on	a	major	environmentally‐friendly	pilot	housing	
development,	Hammarby	 Sjöstad,	which	 has	 become	 a	 demonstrator	 project	 for	medium‐density	
family	living	in	core	urban	areas.		

4.3	 The	second	cycle	of	regional	growth	management		

In	 2001,	 Stockholm	 County	 Council	 embraced	 metropolitan‐scale	 planning.	 Its	 first	 Regional	
Development	Plan	 RUFS	2001 	was	launched	to	achieve	polycentric	growth	within	seven	designated	
regional	centres.	Later,	the	2009	Regional	Vision	and	the	2010	follow‐up	regional	plan	confirmed	the	
polycentric	approach,	based	on	eight	regional	sub‐centres	within	15	to	40	kilometres	from	the	city	
centre.		

The	 multi‐cycle	 approach	 reflects	 a	 shared	 cross‐party	 mindset	 among	 local	 and	 regional	
governments.	Political	consensus	has	made	it	possible	to	
co‐finance	 key	 infrastructure	 to	 make	 polycentric	
development	a	reality:		

 Citybanan,	 a	 six‐kilometre‐long	 commuter	
railway	tunnel	with	two	new	stations,	which	has	
doubled	 north‐south	 rail	 capacity	 through	
Stockholm.	 The	 line	 began	 service	 in	 2017,	
significantly	reducing	bottlenecks	and	improving	
passenger	 flows	 from	 the	 poorer	 south	 of	
Stockholm.	

 Metro	 extensions	 to	 the	 Blue	 Line	 south	 from	
Kungsträdgården	 and	 north‐west	 to	 Barkarby	
are	 catalysing	 housing	 development	 in	
strategically	located	but	under‐served	areas	such	
as	Nacka.	The	metro	expansion	is	entirely	funded	
by	the	Council,	with	a	new	congestion	charge	on	
cars	entering	the	city	centre	paying	for	part	of	the	
project.		



 Extensions	 of	 the	 Tvärbanan	 orbital	 light	 rail	 line	 around	 the	 central	 area	 of	 the	 city.	
Construction	on	a	branch	line	to	Kista	and	Helenelund	started	in	2018.42		

	
The	high‐investment	polycentric	approach	has	reduced	the	distance	to	 jobs	for	those	 living	in	the	
poorer	suburbs	in	Stockholm.43	
	

4.4	 Pursuing	critical	mass	in	the	current	cycle	
	

Substantial	growth	has	occurred	in	the	Stockholm	sub‐centres,	especially	 in	the	corridor	between	
Sundbyberg–Solna	and	Kista,	both	of	which	host	tens	of	thousands	of	high	quality	jobs.44	More	than	
35,000	additional	homes	and	work	spaces	for	around	50,000	people	are	now	planned	in	the	area	
surrounding	Kista	in	the	coming	years.45		

Stockholm	has	increasingly	recognised	that	the	plan	for	eight	sub‐centres	seems	to	have	been	too	
ambitious.	 The	 2010	 RUFS	 became	 regarded	 as	 undeliverable	 given	 the	 pace	 of	 transport	
development	 implementation,	and	a	 lack	of	co‐operation	with	the	regional	 transportation	agency,	
which	is	not	mandated	to	follow	the	physical	planning	guidelines.	As	a	result,	the	city	is	concentrating	
its	efforts	on	three	centres	to	try	to	build	necessary	critical	mass	and	scale.	The	city	is	learning	how	
to	sequence	infrastructure,	firms,	institutions	and	housing	to	achieve	that	critical	mass	quickly	in	new	
sites.		

An	important	feature	of	the	new	cycle	will	be	the	major	Hagastaden	development.	This	project	seeks	
to	 deliver	 an	 entirely	 new	 neighbourhood	 with	 a	 mixture	 of	 apartments,	 workplaces,	 cultural	
attractions,	green	areas,	world‐leading	research	and	highly	specialised	medical	care	by	2025.	It	will	
also	stitch	together	the	CBD	and	Kista/Solna	through	a	continuous	urban	corridor.	

	
4.5	 Lessons	for	Australian	cities	

	
The	challenge	for	Australian	cities:	

Australian	 cities	 including	 Sydney,	 Melbourne	 and	 Brisbane 	 need	 to	 shift	 from	 a	 single	
congested	CBD	to	a	more	distributed	model	if	they	are	to	reduce	distances	to	jobs.	

Lessons:	

A	high‐quality,	well‐evidenced	planning	process	helps	 to	get	 local	 governments	and	other	
institutions	 on	 board	 with	 the	 regional	 perspective.	 Despite	 political	 party	 differences,	
Stockholm	benefits	from	a	widely	shared	vision	that	the	region	must	prepare	for	a	future	of	
growth	 and	 international	 opportunity,	 and	 that	 infrastructure	 and	 housing	 must	 adapt	
accordingly.	
	
Regional	plans	need	to	integrate	not	only	land‐use,	transport	and	housing	but	also	combine	
strategies	 for	 the	 regional	 economy,	 segregation,	 services,	 education,	 energy,	 climate	 and	
more.	 In	 Stockholm	 this	 has	 ensured	 that	 previously	 single‐use	 sub‐centres	 have	 become	
more	attractive	multi‐functional	places	to	live	and	work.		
	
Pragmatism	and	negotiation	about	which	sub‐centres	will	work,	rather	than	heavy	handed	
political	designation,	has	been	important	to	enable	Stockholm	to	adjust	to	building	a	smaller	
number	 of	 ‘second	 CBDs’.	 Spreading	 efforts	 and	 funds	 too	 thinly	 can	 prove	 counter‐



productive.	 Stockholm	 is	 finding	 it	 is	more	 effective	 to	 combine	 resources	 to	 grow	 these	
centres.	

	
The	approach	to	spread	growth	to	other	centres	has	been	accompanied	by	demonstration	
projects	and	tactical	interventions	to	re‐introduce	family	living	and	older	populations	to	the	
city	centre.	This	is	now	resulting	in	projects	to	densify	the	wider	urban	centre.	

	

	

	 	



Regions/states/provinces	that	are	shifting	towards	strategic	growth	
management	

5. Ontario	and	Toronto:	Strategic	regional	growth	management,	multi‐level	governance	and	
shift	towards	innovation	economy	

THE	TORONTO	EXPERIENCE	
	

 Strong	focus	on	strategic	growth	management	embedded	in	provincial	level	growth	
legislation.	
	

 A	regional	transportation	authority	with	independent	leadership	and	high	trust,	
incrementally	gaining	new	powers	and	roles	over	the	past	10	years,	and	becoming	a	
major	city	shaper.	
	

 Strong	input	from	civic	and	business	sector	to	drive	regional	reform	efforts,	build	
consensus	on	regional	issues	and	gather	feedback	from	citizens	and	stakeholders.			
	

 Established	multi‐level	development	corporations	involving	three	tiers	of	government	
to	combine	expertise	and	resources	from	different	tiers	of	government	and	insulate	
plans	from	changing	priorities	of	political	leaders.	
	

 Cutting‐edge	planning	experiments	involving	collaboration	between	governmental	
development	corporations	and	technology	firms	to	create	smart	neighbourhoods	and	
encourage	shift	to	innovation	economy.	

	
	
	
5.1	History	and	context	

Toronto’s	golden	age	of	successful	development	 in	the	1970s	and	1980s	saw	the	region	establish	
itself	 as	 open,	 pluralist	 and	 anchored	 around	 a	 rich	 mix	 of	 business	 clusters	 and	 world‐class	
universities.	However,	by	the	1990s	its	institutions	and	investment	had	become	inadequate	and	were	
unable	to	cope	with	population	growth,	sprawl	and	regional	interdependencies.46	

In	the	late	1990s	and	early	2000s	several	reforms	initiated	by	state	government	aimed	to	strengthen	
metropolitan	and	regional	 level	governance.	This	case	study	explains	 the	 impact	of	 these	reforms,	
including:		

 The	launch	of	the	Ontario	Government	Greenbelt	and	Growth	Plan	for	Greater	Toronto	
 The	establishment	of	an	integrated	regional	transportation	authority,	Metrolinx	
 The	importance	of	civic	leadership	groups	in	driving	wider	reform	processes	
 Recent	adjustments	to	growth	management	and	new	city‐scale	experiments	in	collaborative	

delivery	 district	development,	smart	cities,	etc. 		

5.2	 Amalgamation	and	regional	growth	management	

In	 1998,	 the	 central	 City	 of	 Toronto	 was	 amalgamated	 with	 surrounding	 local	 governments,	
providing	a	strong	system	of	leadership	for	the	inner	part	of	the	region.	In	the	absence	of	a	wider	



regional	tier	of	authority,	the	provincial	government	of	Ontario	became	much	more	active	in	regional	
planning	 focusing	 on	 what	 it	 defines	 as	 the	 Greater	 Golden	 Horseshoe	 GGH 	 –	 a	 large,	 mostly	
urbanised,	region	spanning	a	population	of	nearly	nine	million.			

In	the	mid‐2000s,	the	Government	of	Ontario	enacted	the	Greenbelt	Act	which	established	a	ring	of	
protected	land	that	acts	as	a	boundary	to	spatial	expansion,	essentially	capping	greenfield	suburban	
sprawl.	 It	 is	 the	 world’s	 largest	 permanent	 greenbelt,	 protecting	 over	 700,000	 hectares	 of	
agriculturally	and	environmentally	sensitive	lands.47	

With	the	urban	growth	boundary	 in	place,	 the	provincial	government	then	went	on	 to	 launch	the	
Growth	 Plan	 for	 the	 region	 in	 2006	 –	 the	 first	 growth	 plan	 of	 its	 kind.	 It	 combined	 land	 use,	
infrastructure	 and	 transport,	 directing	 growth	 to	 urban	 growth	 centres,	 intensification	 nodes	 and	
corridors,	and	major	rail	station	areas.48	It	stipulated	that	40	per	cent	of	new	growth	would	have	to	
be	accommodated	within	the	existing	built‐up	area.49	Twelve	years	on	from	the	Plan,	the	region	has	
become	much	more	compact,	gained	more	variety	of	housing	options,	more	mixed‐use	development	
in	regional	centres,	and	better	integration	of	transit	and	land‐use	planning.	

	

In	 2017,	 a	 new	 Growth	 Plan	 came	 into	 effect	 featuring	more	 ambitious	 densification	 targets	 and	
policies.	These	include:		

 A	higher	share	of	residential	development	to	be	built	within	built‐up	areas	 50%	now,	and	
60%	from	2031,	up	from	40% 	

 New	minimum	gross	density	for	greenfield	 80	residents	and	jobs	per	hectare	up	from	50	
previously 	

 Target	gross	density	of	400	for	urban	growth	centres	in	the	City	of	Toronto,	200	for	secondary	
urban	growth	centres	in	surrounding	areas,	and	150	for	tertiary	urban	growth	centres.50	

5.3	 The	establishment	of	a	regional	transportation	authority	



The	implementation	of	the	Growth	Plan	was	widely	supported	by	the	creation	of	Metrolinx	in	2007;	
an	agency	of	the	Government	of	Ontario	created	to	improve	coordination	and	integration	of	all	modes	
of	transportation	throughout	the	region.	The	original	mandate	of	Metrolinx	was	to	coordinate	plans	
among	the	region’s	17	separate	transport	operators.	But	in	2009,	it	became	a	transit	provider.		

First,	Metrolinx	merged	with	GO	Transit,	a	commuter	rail	and	bus	system	owned	and	operated	by	the	
Province,	making	the	combined	organisation	much	bigger	and	capable	of	acting	at	scale.51	Then,	it	
took	over	Transit	City,	an	ambitious	plan	to	build	120	kilometres	of	new	light	rail	lines	that	would	
stretch	to	all	parts	of	the	central	City	of	Toronto,	including	chronically	under‐served	inner	suburbs.	
A	 key	 intervention	 from	 provincial	 government	 was	 to	 enact	 legislation	 to	 remove	 elected	
representatives	from	Metrolinx’s	Board,	which	gave	the	organisation	independence	and	de‐politicised	
the	delivery	of	infrastructure.		

Today,	 Metrolinx	 is	 responsible	 for	 implementing	 the	 province’s	 transportation	 plans,	
MoveOntario2020	and	The	Big	Move,	which	together	call	for	C$50	billion	 AUD$49	billion 	in	transit	
investments	across	the	GGH	over	25	years.52		

Since	Metrolinx	was	created,	the	Province	has	made	bigger	investments	in	public	transport	projects	
that	support	 the	regional	 transit	network,	after	a	cycle	when	Toronto	received	very	 little	 funding	
from	federal	or	provincial	government	for	public	transport.	This	has	helped	to	relieve	some	of	the	
C$6	billion	estimated	annual	cost	of	congestion.	Metrolinx	is	now	a	large,	capable	and	experienced	
institution,	capable	of	mounting	a	significant	number	of	projects	and	business	cases.		

	

5.4		 The	importance	of	business	and	civic	leadership	groups	in	driving	reform	

The	business	sector	was	a	key	driver	of	the	regional	agenda.	Following	a	2002	summit	of	business	and	
community	 leaders,	a	40‐member	steering	committee	produced	a	 report	called	“Enough	Talk:	An	
Action	 Plan	 for	 the	 Toronto	 Region.”	 The	 report	 was	 instrumental	 in	 raising	 the	 government’s	
awareness	of	the	economic	and	social	decline	of	Toronto	and	the	surrounding	region	and	provided	a	
roadmap	for	issues	where	there	was	a	clear	consensus	that	action	was	required.53	

The	subsequent	creation	of	the	Toronto	City	Summit	Alliance	 TCSA 	created	a	more	can‐do	approach	
to	regional	projects.	The	alliance	 renamed	CivicAction	in	2010 	is	led	by	a	board	of	directors	and	a	
75‐person	 steering	 committee.	 It	 is	 a	non‐profit	 organisation	 that	bringing	 together	 civic	 leaders	
from	sectors	 such	as	banking	 and	professional	 services.	 It	has	 led	on,	 and	 implemented,	 regional	
projects	 such	 as	 smart	 energy,	 tourism	 recovery	 and	 immigrant	 income	 security,	 and	 provides	 a	
mechanism	for	the	region	to	gather	regular	feedback	from	citizens	and	other	stakeholders.		

5.5	 Stronger	partnerships	between	governments	to	deliver	long‐term	change	

Toronto	has	benefited	from	a	more	integrated	approach	across	its	three	tiers	of	government	to	focus	
on	increasing	density	in	the	city	centre	and	encourage	a	shift	towards	an	innovation	economy	based	
around	collaborative	knowledge	institutions	and	smart	neighbourhoods.		

One	 example	 is	Waterfront	 Toronto:	 in	 2001,	 this	 joint	 federal‐provincial‐municipal	 development	
corporation	was	established	to	transform	an	eight	square	kilometre	portion	of	Toronto’s	waterfront	
in	preparation	for	hosting	major	events.	It	was	a	unique	governance	experiment	for	the	region,	in	a	



context	 where	 no	 single	 level	 of	 government	 held	 enough	 authority	 or	 resources	 to	 deliver	
redevelopment	outcomes	on	its	own.54		

Rather	 than	 grant	 the	 new	 corporation	 control	 over	 land	 assets,	 as	would	 normally	 be	 the	 case,	
instead	a	multi‐year	funding	plan	was	agreed	in	2005,	earmarking	C$500	million	from	each	level	of	
government.	In	this	way,	Waterfront	Toronto	effectively	combined:	

 The	financial	resources	and	oversight	of	federal	government	
 The	province’s	authority	over	housing	and	land‐use	
 Local	expertise	and	interests	of	municipalities.	

	
Multi‐level	funding	has	been	key	to	the	project’s	credibility	and	insulated	it	somewhat	from	political	
interference.	It	has	also	allowed	the	project	to	focus	on	the	task	of	building	high‐quality	public	spaces	
that	help	to	boost	Toronto’s	 image	as	a	global	city.	The	three	levels	of	government	have	used	this	
positive	experience	to	explore	other	joint	ventures.		

Waterfront	Toronto’s	latest	experiment,	Sidewalk,	is	effectively	a	pilot	to	rebuild	an	underdeveloped		
five‐hectare	area	called	Quayside	into	a	smart	and	innovative	neighbourhood	of	the	future.55	In	2017,	
it	was	announced	that	Sidewalk	Labs,	a	subsidiary	of	Google	parent	company	Alphabet	Inc.,	had	won	
a	competition	organised	by	Waterfront	Toronto	to	redevelop	the	area.56		

The	 resulting	 vision,	 referred	 to	 as	 Sidewalk	 Toronto,	 is	 a	 neighbourhood	 that	 tests	 new	 urban	
technologies	 such	 as	 autonomous	 vehicles,	 modular	 units	 and	 data	 sensors	 for	 traffic	 and	 waste	
collection.	The	initiative	brings	Sidewalk	and	Waterfront	Toronto	together	as	co‐master	developers	
and	is	intended	to	be	scaled	up	across	the	whole	of	Toronto’s	Port	Lands	–	a	325‐hectare	area	that	is	
one	of	 the	 largest	areas	of	underdeveloped	urban	 land	 in	North	America.	The	scale	of	 the	project	
reflects	Toronot’s	improved	ability	to	assemble	funds	and	support	from	multiple	sources.		

5.6	 Lesson	for	Australian	cities	

The	challenge	for	Australian	cities:	

Most	 Australian	 cities	 have	 a	 limited	 institutional	 and	 legal	 toolkit	 to	 drive	 densification,	
manage	 key	 districts	 and	 integrate	 public	 policy	 interventions.	 Our	 consultations	 have	



revealed	that	there	is	an	absence	of	trust	from	the	private	sector	and	the	community	in	the	
government’s	ability	to	manage	growth.		

Lessons:	

 Combining	urban	growth	boundaries	with	integrated	regional	transport	authorities	creates	
some	of	the	key	tools	for	effective	densification.		It	tends	to	support	the	delivery	of	larger	and	
region‐wide	 projects,	 as	 well	 to	 foster	 more	 mixed‐use	 development	 and	 much	 better	
integration	 of	 transit	 and	 land‐use	 planning.	 De‐politicised	 leadership	 of	 infrastructure	
decision‐making	is	very	important	to	increase	pace	and	scale	of	activity.	

 Public‐private	partnerships	between	different	tiers	of	government	have	been	key	to	major	
urban	 redevelopment	 and	Toronto	 and	 Southern	Ontario.	 Starting	 collaboration	 on	 small	
initiatives	or	single	districts	can	build	up	the	culture	and	trust	of	joint	working.	

 When	well	organised,	regional	civic	leadership	can	help	drive	reforms,	by	being	the	first	to	
highlight	emerging	risks	for	a	successful	city	region,	building	consensus	about	the	future	of	
energy	 and	 social	 inclusion,	 and	 seeking	 regular	 feedback	 from	 citizens	 and	 other	
stakeholders.		
	 	



6.	Penang	state	and	the	Northern	Corridor	Economic	Region	

THE	PENANG	EXPERIENCE	
	

 Proactive	and	entrepreneurial	state	government	with	a	20‐year	record	of	innovative	
policy‐making,	strategic	liaison	and	development	planning.	

	
 Three	phase	delivery	of	development	strategy	to	enable	demonstration	effects,	

enhance	credibility,	and	provide	fast	results	for	investors	and	infrastructure.	
	

 Faced	with	 lack	of	funding	from	the	 federal	 level	for	transformational	 infrastructure	
projects,	state	government	has	innovated	to	secure	financing	–	turning	to	the	private	
sector	and	leveraging	its	existing	land	assets.		

	
 Housing	 affordability	 has	 been	 pursued	 through	 loosening	 density	 regulations	 and	

close	learning	and	partnership	with	best	practice	in	Singapore.	
	

 Stable	and	transparent	state	leadership	has	given	confidence	to	private	sector	to	invest	
and	form	durable	civic	networks	for	collaboration	and	knowledge	transfer.	

	
	
6.1	Penang	and	its	wider	region	
	
The	 small	Malaysian	 state	 of	 Penang	 is	 becoming	 an	 important	 economy	 in	 South	 East	 Asia	 and	
exemplifies	an	ambitious	approach	taken	by	the	higher	tier	of	government	to	accelerate	change.	

Penang	is	a	part‐island,	part‐mainland	state	which	is	popular	with	tourists.	However,	the	city	region	
is	also	an	important	electronics	hub	and	accounts	for	around	eight	per	cent	of	the	back‐end	support	
for	the	global	semiconductor	industry.57	

Since	2008,	Chief	Minister	Lim	Guan	Eng	has	been	leading	a	major	transition	of	the	state	to	become	
a	world‐class	city	region,	underpinned	by	massive	investment	in	the	rail	transport	system,	new	hubs	
for	growing	service	sectors	and	much	needed	skills	training	programs	for	young	people.	

Penang	 is	 one	 of	 three	 states	 ruled	 by	 the	 long‐standing	 opposition	 party	 DAP	 until	May	 2018	
elections 	and	has	received	limited	support	from	federal	government	in	recent	years.	As	a	result,	the	
state	focus	has	started	with	the	basics:	good	governance,	 transparent	 leadership,	and	building	up	
human	talent	to	work	in	higher	value	sectors.	Subsequently	the	region	has	become	more	ambitious	
with	 its	 approach	 to	 housing	 and	 infrastructure,	 supported	 by	 increasingly	 effective	 state‐level	
institutions	dedicated	to	implementing	best	practice.	Although	the	political	environment	has	many	
differences	with	those	in	Australian	cities,	there	are	core	lessons	to	be	learnt.	

6.2	 Economic	development	

The	state	government	aims	to	turn	Penang	into	a	hub	for	shared	services	and	outsourcing,	which	is	a	
source	of	medium‐income	jobs	to	local	people	and	serves	both	regional	and	global	markets.	

The	main	centre	of	gravity	is	called	Bayan	Lepas,	a	large	district	home	to	more	than	300	multinational	
firms	carrying	out	manufacturing	and	R&D	work.	Here,	a	Free	Industrial	Zone	attracted	firms	such	as	



Intel,	AMD,	Fairchild	and	Bosch.	Many	leading	Malaysian	companies	later	spun	off	these	firms,	giving	
Penang	a	deep	advantage	in	terms	of	hardware.	

The	state	government	has	recognised	the	importance	of	placemaking	and	mixed	use	in	the	next	cycle	
of	this	area’s	development	and	borrows	international	expertise	where	appropriate.	It	has	partnered	
with	 Singapore’s	 Temasek	 Holdings	 to	 develop	 a	 RM1.3	 billion	 AUD$430	 million 	 mixed‐
development	project	near	its	industrial	zone	known	as	BPO	Prime.	It	supports	businesses	to	take	on	
data	 processing,	 back‐office	 administration,	 accounting,	 technical	 support,	 software	 and	 IT	
consultancy.	BPO	Prime	is	run	by	Economic	Development	Innovations	Singapore	 EDIS ,	a	private	
economic	development	agency	chaired	by	a	veteran	civil	servant.	

6.3	 A	more	collaborative	ecosystem	

Confidence	in	state	leadership	has	led	to	greater	investment	and	civic	leadership	by	Penang’s	firms.	
The	non‐profit	Penang	Science	Cluster	was	formed	to	foster	a	greater	community	and	help	shift	to	
the	Internet	of	Things	which	has	been	recognised	as	the	next	big	step	for	Penang.	

A	company	called	ViTrox	invested	RM	10	million	 AUD$3	million 	to	set	up	the	Centre	of	Excellence	
for	 Machine	 Vision.	 This	 allows	 entrepreneurs	 and	 start‐ups	 to	 learn	 how	 to	 create	 intellectual	
property	rights,	obtain	seed	funds	from	sponsors	or	government	agencies,	and	receive	mentorship.	

	
Source:	Vnonymous58	

	

The	local	government’s	initiative	has	also	set	up	a	Creative	and	Technology	 CAT 	Accelerator	Zone	
in	Georgetown.	InvestPenang,	the	agency	in	charge,	is	using	Georgetown’s	rich	cultural	heritage	to	
foster	a	 cohort	of	 start‐ups,	based	around	an	accelerator	building	 called	Wisma	Yeap.59	The	state	
government	has	allocated	1,200	square	metres	of	rentable	space	at	subsidised	rental	rates.	

Overall,	 investments	have	nearly	doubled	 in	 the	2008‐2018	period	compared	to	1998‐2007,	with	
employment	also	rising	from	this	investment	despite	a	shift	to	higher	technology	activities.60	



6.4	 Proactive	investment	in	relevant	skills	

Penang	has	major	challenges	in	terms	of	brain	drain	to	Kuala	Lumpur	and	Singapore,	educational	
inflexibility	 and	 regulatory	 concerns.	 To	 prepare	 its	 workforce	 for	 new	 business,	 the	 state	
government	has	set	up	a	variety	of	important	initiatives	that	have	the	scale	and	expertise	to	make	a	
difference:	

 the	Penang	Skills	Development	Centre,	for	school	leavers	and	existing	workers	to	take	classes	
in	accountancy	and	technical	vocations	

 Tech	Dome	Penang,	a	centre	for	technology	learning	designed	to	improve	scientific	literacy	
 An	SMEs	advisory	and	research	training	program	that	promotes	local	market	matching	
 For	10	years,	the	state	government	has	granted	a	one‐off	RM1,000	 AUD$330 	payment	to	

Penang	students	studying	in	local	higher	education	institutions,	benefiting	more	than	20,000	
students.61	

6.5	 Public	transport	based	long‐term	planning	

The	state	government	has	recognised	that	its	economic	ambitions	can	only	be	realised	through	the	
delivery	of	an	infrastructural	transformation.	It	created	a	RM27	billion	 AUD$9	billion 	Transport	
Master	Plan	 PTMP 	to	2065,	of	light	rail,	monorail	lines,	cable	cars,	buses,	water	taxis	and	ferries,	
and	a		two	kilometre	undersea	tunnel;	a	program	of	development	which	will	add	three	new	links	
between	Penang	Island	and	the	mainland.62		

Federal	 government	 controls	 most	 of	 the	 public	 infrastructure	 funds.	 As	 a	 result,	 the	 funding	
mechanism	for	this	unprecedented	project	in	the	region	is	the	reclamation	and	sale	of	islands	on	
the	southern	coast	of	Penang	Island,	with	the	state	government	retaining	majority	ownership	of	
the	land.		

At	the	same	time,	the	state	also	applies	incentives	to	increase	usage	of	public	buses	to	reduce	traffic	
congestion.	RM	15	million	 AUD$5	million 	was	set	aside	in	2018	to	provide	free	rides	at	peak	hours	
on	all	buses,	as	well	as	to	upgrade	the	network	and	introduce	a	cashless	smart	card	system.		

To	 manage	 the	 complexity	 of	 the	 planned	 system,	 the	 state	 government	 has	 now	 established	
‘Transport	Penang’,	a	new	planning	unit	comprised	of	a	small	team	of	transport	planners,	modellers	
and	experts	who	will	report	to	the	Penang	Transport	Council.	

6.6	 Regional	growth,	the	development	of	a	second	CBD,	and	housing	affordability	

The	state	government	has	been	 the	 first	 to	actively	 identify	 the	growth	opportunity	 in	 the	whole	
Penang	region.	To	ease	overcrowding	on	the	main	island,	Penang	has	earmarked	Batu	Kawan	as	the	
next	growth	 centre.	 Important	 sites	 in	 the	new	second	centre	 include	Aspen	Vision	City,	a	mixed	
development	underpinned	by	transport	hub,	and	a	design	village	retail/hotel	project.	

Of	the	RM3.1	billion	 AUD$1	billion 	spent	on	infrastructure	works	between	2008‐2018,	more	than	
half	was	spent	in	the	more	remote	region	of	Seberang	Perai	to	ensure	that	the	more	remote	region	
does	not	fall	behind.63	

Penang’s	aim	is	to	emulate	Singapore’s	public	housing	planning	to	maintain	affordability.	In	2012,	
the	State	Government’s	State	Housing	Board	announced	a	RM500	million	 AUD$165	million 	fund	to	
finance	 18,000	 new	 affordable	 homes.	 This	 was	 followed	 up	 in	 2017,	 with	 a	 loosening	 of	
development	density	regulations	to	allow	development	of	up	to	300	units	per	hectare,	up	from	



200.64	Currently	27,000	affordable	homes	are	being	developed,	and	the	overall	rate	of	low	cost	and	
low‐medium	cost	houses	being	built	five	times	higher	than	before	2008.	

The	state	has	a	development	arm,	Penang	Development	Corporation	 PDC ,	which	establishes	large	
upper	medium	density	schemes	 e.g.	12,000	homes	on	a	0.8	square	kilometre	site	in	Bandar	Cassia 	
which	 use	 Singapore’s	 public	 housing	 as	 a	 benchmark.	 Singapore’s	 HDB	 Corporation	 has	 also	
consulted	on	Penang’s	plans	for	a	very	large	public	housing	development	in	the	state’s	mainland	strip	
of	Batu	Kawan,	near	the	second	bridge.	

The	state	has	adopted	a	program	like	Singapore’s	BCA	 Building	and	Construction	Authority 	Green	
Mark	scheme,	providing	monetary	incentives	to	developers	to	build	more	environmentally‐friendly	
buildings.	

6.7	 Wider	regional	collaboration	

Penang	has	also	partnered	with	three	surrounding	states	to	create	the	Northern	Corridor	Economic	
Region	 NCER .65		

NCER	region’s	location	in	Malaysia	 l ;	infrastructure	links	in	the	Penang	region	 r 	

	

	

For	 10	 years,	 the	 body	 responsible	 for	 policy	 and	 strategy	 for	 the	 region	 has	 been	 the	Northern	
Corridor	Implementation	Authority	 NCIA .	NCIA	is	a	small	federal	government	entity	with	four	chief	
ministers	 of	 state	 governments	 on	 the	 council,	 a	 distinctive	 model	 designed	 to	 improve	
implementation.	 This	 joined‐up	 approach	 is	 the	 first	 of	 its	 kind	 in	Malaysia	 and	 has	 successfully	
engaged	several	thousand	private	sector	partners	via	its	investment	projects.	The	project	has	been	
important	in	creating	job	opportunities	in	the	rural	part	of	the	region.	



6.7 Lessons	for	Australian	cities	

The	challenge	for	Australian	cities:	

Limited	 co‐ordination	 between	 state	 and	 federal	 governments,	 and	 high	 levels	 of	
partisanship	 reduce	 prospect	 of	 consistent	 long‐term	 policy	 and	 planning	 for	 Australia’s	
cities.	

Lessons:	

Economic	transition	is	promoted	by	a	long‐term	infrastructure	system	upgrade,	with	delivery	
supported	by	an	integrated	transport	agency,	strong	behavioural	incentives	and	optimising	
the	way	public	land	is	assembled	and	used.	
	
Housing	affordability	can	be	effectively	pursued	by	promoting	density	in	strategic	locations,	
especially	when	deliberately	aligning	locations	with	economic	strategy	and	closely	observing	
the	best	international	practice.	
	
Strong	state	leadership	that	is	focused	on	the	right	set	of	incentives	for	business	can	provide	
confidence	to	private	sector	 to	 invest	and	to	participate	 in	durable	and	collaborative	civic	
networks.	



New	forms	of	collaboration	between	higher	levels	of	government	can	
emerge	and	expand	from	small	pilot	initiatives.	
	

National/federal	Initiatives	that	have	made	a	difference	for	growing	metros	

7.	Metropolitan	planning	organisations,	United	States	

THE	EXPERIENCE	OF	US	METROPOLITAN	PLANNING	ORGANISATIONS	
	

 Federal	legislation	has	enabled	states	and	local	governments	to	work	together	on	
common	issues	of	transport	and	land‐use	planning.	

	
 Federal	 Acts	 made	 metropolitan‐level	 transportation	 assistance	 conditional	 on	

existence	 of	 an	 MPO.	 Later	 acts	 devolved	 additional	 powers	 for	 broader	 regional	
planning.	

	
 Introduced	requirement	 for	 continuing,	 cooperative	and	 comprehensive	planning	 in	

metropolitan	areas.	
	

 Placed	 new	 requirement	 on	 metropolitan	 areas	 to	 conduct	 fiscally‐constrained	
planning.	
	

 Some	MPOs	have	been	particularly	influential	where	they	are	part	of	a	regional	council	
of	governments	–	e.g.	San	Diego,	Seattle/Puget	Sound.	
	

 Over	time	these	MPOs	have	gained	mandates	to	shape	economic	development,	public	
health,	climate	change	and	other	issues	of	regional	significance.	

	
	

7.1	 What	are	metropolitan	planning	organisations?	

Metropolitan	 planning	 organisations	 MPOs 	 are	 federally‐mandated	 and	 federally‐funded	
transportation	and	land‐use	policy‐making	organisations	in	the	United	States.	They	are	around	40	
years	old	and	are	a	mechanism	for	partnership	between	local	and	state	governments	and	enable	joint	
working	 on	 common	 issues.	MPOs	 help	multiple	 tiers	 of	 government	 to	 leverage	 their	 transport	
functions	to	address	broader	issues	of	regional	growth	and	change.		

Many	MPOs	in	the	USA	have	grown	to	become	highly	influential	 in	the	region,	and	some	have	the	
authority	to	cover	additional	issues	including	wider	regional	growth	management,	public	health,	the	
supply	of	housing	and	resilience.		

At	certain	points,	federal	government	has	played	an	important	role	in	encouraging	the	formation	and	
maturity	of	MPOs.	It	has	provided	collaboration	incentives,	created	budgets	that	only	integrated	plans	
can	 bid	 into	 and	 has	 demonstrated	 the	 possibility	 of	 making	 national	 infrastructure	 financing	
conditional	upon	proper	state‐local	cooperation.	Today,	the	majority	of	MPOs	receive	more	than	70	
per	cent	of	their	funding	from	federal	sources.66	



7.2	 The	role	of	federal	government	in	encouraging	MPOs	–	a	brief	history	

Metropolitan	planning	was	 initially	 formalised	in	the	1962	Federal	Highway	Act,	and	in	1964,	the	
Urban	Mass	 Transportation	Act	 introduced	 federal	 aid	 for	 development	 of	mass	 transit	 systems,	
providing	incentives	for	the	preparation	of	metropolitan	transit	plans.67		

To	 cope	with	 an	 increasingly	 complex	 transportation	 policy	 environment,	 in	 the	1970s	Congress	
required	each	large	urban	area	to	establish	an	MPO	composed	of	local	officials,	to	help	build	regional	
agreement	on	transport	investments.68	As	per	new	federal	legislation,	an	MPO	had	to	be	designated	
to	carry	out	the	planning	process	as	a	condition	of	federal	aid.		

In	1991,	 in	 recognition	of	 the	 impact	of	 suburban	sprawl,	 the	 Intermodal	 Surface	Transportation	
Efficiency	Act	 ISTEA 	 provided	much	 greater	momentum	 for	 the	 establishment	 of	MPOs.	 ISTEA	
doubled	 the	 funding	 for	 MPO	 operations	 and	 required	 metropolitan	 transportation	 agencies	 to	
evaluate	a	variety	of	multimodal	solutions	to	roadway	congestion	and	other	transport	problems.69	It	
also	 expanded	MPOs’	 authority	 to	 select	projects.	 For	 the	 first	 time,	 state	 transport	officials	were	
required	to	consult	seriously	with	local	representatives	on	MPO	governing	boards	regarding	matters	
of	 project	 prioritisation	 and	 decision	making.	 ISTEA	 also	 placed	 a	 new	 requirement	 on	MPOs	 to	
conduct	“fiscally	constrained	planning”.70		

Federal	 legislation	 also	 authorised	 state	 and	 local	 government	 collaboration	 to	 develop	 regional	
plans,	 allowing	 MPOs	 to	 expand	 into	 broader	 regional	 and	 land‐use	 planning.	 As	 MPOs	 gained	
credibility	and	scope,	they	then	began	to	accrue	further	additional	powers.	In	many	cases,	this	began	
with	 an	 increased	 ability	 to	 undertake	 detailed	 research,	 and	 to	 couple	 land	 use	 and	 transport	
planning	with	additional	regional	issues	such	as	housing.	The	post‐2000s	period	has	also	seen	MPOs	
begin	to	coordinate	on	issues	of	economic	development,	from	coalitions	with	other	regional	partners,	
and	plan	around	more	specific	agendas,	 including	individual	economic	 industries,	climate	change,	
resilience	and	public	health.	



Typical	evolution	of	MPOs	over	three	cycles	

	

Source:	The	Business	of	Cities	research.	

	

7.3	 Joint	funding	model	for	metropolitan	transport	and	planning	

At	 present,	most	MPOs	 do	 not	 have	 authority	 to	 raise	 revenues,	 but	 are	 designed	 to	 allow	 local	
officials	to	decide	collaboratively	how	to	spend	available	federal	and	other	governmental	transport	
funds.	The	 funding	 for	MPO	operations	comes	 from	a	combination	of	 federal	 transport	 funds	and	
required	matching	funds	from	state	and	local	governments.71	

In	some	regions,	MPOs	have	been	granted	authority	to	handle	expanded	functions,	including	managing	
a	 regional	 urban	 growth	 boundary,	 distributing	 regional	 housing	 need	 allocations	 to	 ensure	
affordable	housing,	and	operating	the	region’s	public	transportation	services.	This	is	particularly	the	
case	in	two	instances:	

 Where	MPOs	are	part	of	a	council	of	governments,	a	regional	planning	body	guided	by	elected	
officials	representing	local	governments	throughout	the	metropolitan	area	

 Where	MPOs	are	part	of	a	regional	planning	agency	that	has	functions	beyond	transportation.	
	

Two	of	the	most	effective	examples	of	successful	MPOs	are	in	Seattle	and	San	Diego.	
	



Puget	Sound	Regional	Council	
	
The	Puget	Sound	Regional	Council	 PSRC 	is	an	MPO	that	has	served	the	four	million	person	
four‐county	Seattle‐Puget	Sound	region	 for	25	years.	Originally	set	up	to	conduct	 long‐term	
planning	 for	 growth	 management	 and	 transport,	 it	 now	 also	 coordinates	 economic	
development	and	leads	specific	agendas	surrounding	resilience	and	climate	change.	It	has	also	
become	more	responsible	for	data	dissemination	and	analysis.	Federal	government	provides	
74	per	cent	of	its	total	annual	budget.72	
	
In	1995,	federal	legislation	enabled	the	Council	to	begin	to	use	federal	funds	for	transport	and	
air	 quality	 to	 meet	 the	 objectives	 of	 supporting	 the	 development	 of	 regional	 centres	 and	
corridors.	The	PSRC	therefore	gained	the	ability	to	earmark	or	 ‘set	aside’	a	portion	of	these	
funds	to	support	specific	regional	priorities.	 It	has	combined	these	two	funds	and	then	split	
them	 equally	 between	 PSRC‐led	 competitive	 grants	 for	 priority	 regional	 projects	 and	 a	
regionwide	 competitive	 process	 to	 fund	 locally	 significant	 projects,	 all	 in	 coordination	with	
region’s	 transport	 agencies.	 The	 allocations	 have	 been	 used	 to	 support	 rural	 towns	 in	 the	
region,	ensure	maintenance	funds	are	sufficient	and	to	invest	in	better	long‐term	multi‐modal	
transport	planning.	
	
From	the	early	2000s,	the	PSRC	began	to	coordinate	economic	development	for	the	region.	In	
2004,	 it	 launched	 the	 Prosperity	 Partnership	 –	 a	 coalition	 of	 public‐	 and	 private‐sector	
organisations	 and	 non‐profits	 working	 together	 to	 “promote	 a	 strong	 central	 Puget	 Sound	
economy”.	 The	 partnership	 not	 only	 resulted	 in	 the	 founding	 of	 the	 Washington	 Clean	
Technology	Alliance,	the	first	trade	association	dedicated	to	clean	technology	in	the	state,	but	
also	led	to	the	launch	of	a	regional	aerospace	partnership	to	help	to	sustain	and	grow	aerospace	
industry	 jobs	 in	 the	 area,	 and	 a	 regional	 global	 health	 alliance	 that	markets	 Puget	 Sound’s	
health	innovation	cluster.	
	
Over	time,	the	Council	has	become	more	involved	in	next	generation	modelling	and	scenario	
tools.	It	is	very	public	facing	and	has	become	a	go‐to	resource	for	public	debate	in	the	region.	It	
has	also	increasingly	been	working	with	the	City	of	Seattle,	King	County	and	the	Port	of	Seattle	
to	reduce	emissions	and	incorporate	mitigation	activities	in	planning	processes.73		
	
	

San	Diego	Regional	Association	of	Governments	
	
The	San	Diego	Association	of	Governments	 SANDAG 	is	an	unusually	influential	MPO,	founded	
in	 1980,	 which	 builds	 consensus	 and	 strategy	 for	 regional	 development	 and	 congestion	
management.74	Over	 time,	 the	actions	of	 the	Association	have	expanded	from	transport	and	
congestion	 management	 to	 include	 environmental	 and	 growth	 planning,	 public	 health	
initiative,	and	regional	research.	
	
Beginning	 in	 1988,	 an	 amendment	 to	 the	 Association’s	 Joint	 Powers	 Agreement	 allowed	
SANDAG	to	also	assume	a	role	in	regional	planning	and	growth	management.75	This,	together	
with	its	long‐established	transportation	planning	and	transit‐related	roles,	meant	that	SANDAG	
was	able	to	start	to	provide	direct	financial	incentives	for	programm	and	initiatives	that	would	
promote	goals	outlined	in	the	Regional	Comprehensive	Plan	 RCP .76		
	



The	 current	 cycle	 of	 SANDAG’s	 involvement	 has	 been	 focused	 around	 further	 developing	 a	
regional	comprehensive	planning	process	and	creating	a	forum	for	debate	and	problem	solving	
at	the	regional	level	around	common	themes	such	as	environment,	climate	change,	public	health	
and	disaster	resilience.	Over	the	past	decade,	SANDAG	has	preserved	large	areas	of	open	space,	
protected	threatened	and	endangered	species,	put	sand	on	the	region’s	beaches,	and	helped	
the	region	to	address	energy	and	climate	change	issues.77	Moreover,	SANDAG	has	become	more	
explicitly	involved	in	issues	surrounding	homeland	security	and	disaster	preparedness.	
	

7.4 Lessons	for	Australian	cities	

The	challenge	for	Australian	cities:	

The	benchmarking	in	Paper	2	highlighted	Australia’s	condition	of	relatively	fragmented	city	
governance	 and	 embryonic	 metro‐wide	 institutions	 that	 do	 not	 have	 wide	 ranging	
competences	 to	manage	 rapidly	 growing	 areas.	More	 local	 government	 collaboration	 and	
stronger	 growth	 management	 tools	 are	 essential	 to	 convert	 metropolitan	 visions	 and	
aspirations	into	reality.	However,	Australia’s	urban	local	governments	have	few	powers	or	
incentives	to	promote	shared	growth	or	to	pool	risks	and	resources	for	the	greater	good	of	
the	whole	city.		

Lessons:	

Federal	 interventions	 can	 find	 ways	 to	 support	 and	 accelerate	 the	 development	 of	
metropolitan	institutions,	usually	through	a	combination	of	incentives,	co‐ordination,	public	
advocacy	and	pilot	initiatives.	
	
The	American	experience	shows	 that	an	 incremental	approach	can	gradually	build	up	 the	
powers	 and	 capabilities	 of	 metropolitan	 organisations,	 so	 that	 they	 can	 gain	 more	
responsibilities	 based	 on	 their	 proven	 competence	 to	 deliver	 and	 respond	 to	 changing	
geographies	and	needs.	This	means	that	metro	organisations	are	not	one‐off	creations	but	
constantly	evolve.	Usually	the	ability	to	become	involved	in	the	delivery	of	housing,	urban	
restructuring,	and	economic	development	is	important	to	their	effectiveness.	
	
Metropolitan	organisations	work	well	when	they	develop	not	just	functional	competence	but	
also	 communication	 and	 engagement	 skills,	 and	 the	 ability	 to	 build	 alliances	 and	 broker	
partnerships.	‘Soft	power’	will	have	to	be	gained	over	time.	

	

	

	 	



8.		 Chinese	mega	regions	

THE	CHINESE	MEGA‐REGION	EXPERIENCE	
	
 National	government	has	recognised	the	negative	social	and	environmental	effects	of	

inter‐city	 competition	 and	 has	 created	 a	 series	 of	 regulations	 and	 incentives	 for	
neighbouring	cities	to	collaborate	as	an	integrated	region.	
	

 National	government	simultaneously	adopted	multiple	mechanisms:	new	governance	
mechanisms,	better	planning	ordinance	to	protect	land	and	the	designation	of	spatial	
policy	zones	to	implement	coordination.	

	
 Collaboration	between	cities	has	typically	begun	with	a	focus	on	transport	links,	science	

and	technology	development,	energy	and	environmental	protection.	Gradually	 it	has	
moved	towards	more	comprehensive	management	and	joint	competitiveness.	

	
 China’s	experience	has	relevance	for	Australia’s	emerging	multi‐city	regions,	such	as	

Sydney‐Newcastle‐Wollongong,	and	Brisbane‐Sunshine	Coast‐Gold	Coast.	
	
	
China’s	largest	mega	regions	

	
Source:	Gauteng	City	Region	Observatory	 2017 .	
http://www.gcro.ac.za/media/redactor_files/Harrison%202017%20Comparative%20city%20region%20governance%2
0China	



8.1 Introduction		
	

China	has	been	urbanising	at	an	unprecedented	rate	since	the	advent	of	market	reforms	in	the	1980s.	
Today,	more	than	56	per	cent	of	China’s	population	live	in	urban	areas,	up	from	just	26	per	cent	in	
1990.78	Although	the	vast	majority	of	China’s	urban	population	live	in	small	and	medium	sized	cities,	
the	country	has	at	 least	15	cities	with	more	 than	10	million	people	 megacities ,	and	 the	regions	
surrounding	these	megacities	are	some	of	the	largest	and	most	complex	urban	systems	in	the	world.		

8.2	Evolution	of	regional	planning	in	China	

In	the	1990s,	local	governments	gained	more	fiscal	autonomy	in	China.	If	they	managed	to	generate	
additional	revenue,	they	were	permitted	to	retain	it	for	local	use.	One	consequence	of	this	was	that	
local	 governments	 became	 much	 more	 entrepreneurial	 and	 competed	 to	 develop	 infrastructure	
projects	such	as	ports,	airports	and	highways.79	The	upshot	was	a	fragmented	governance	picture	
and	a	lack	of	joined‐up	regulation	that	led	to	serious	social	and	environmental	consequences.		

Since	 then,	 more	 organised	 and	 complementary	 city‐regions	 have	 become	 the	 preferred	 form	 of	
urbanisation	 for	 Chinese	 national	 government.	 In	 2002,	 the	 national	 administration	 shifted	 the	
emphasis	 of	 national	 urban	 policy	 towards	 a	more	 evidence‐based	 approach	 that	 took	 issues	 of	
sprawl,	social	security,	equity	and	environmental	protection	more	seriously.80		

National	level	plans	

The	 ‘new	 urbanisation’	 promoted	 by	 the	 national	 government	 focused	 on	 the	 urban	 cluster;	
introduced	 in	 2005	 as	 way	 to	 encourage	 city‐regions	 to	 see	 themselves	 as	 a	 single	 competitive	
economic	unit	and	to	coordinate	their	provision	of	infrastructure	and	social	services.	New	national‐
level	 spatial	 plans	 were	 launched	 to	 reduce	 competition	 between	 cities	 and	 to	 manage	 the	
concentration	of	growth	in	the	large	central	cities.	

The	15‐year	national	programs	had	several	big	effects:	

 Identified	the	major	city‐regional	clusters	of	cities,	and	actively	coordinated	the	development	
of	cross‐regional	infrastructure.		

 Categorised	the	regions	into	four	areas:	priorities	for	development;	areas	to	be	optimised;	
areas	 where	 development	 should	 be	 constrained;	 and	 non‐development	 areas.	 This	
effectively	prevented	cities	from	annexing	new	land	to	compete	for	tax	base	with	other	cities	
in	its	region.81		

 Encouraging	shared	regional	strategic	plans,	which	were	not	based	on	place	promotion	but	
on	spatial	co‐ordination.		

The	plans	 led	by	China’s	National	Development	and	Reform	Commission	 NRDC 	were	especially	
effective	 because	 it	 has	 the	 authority	 to	 distribute	 financial	 resources	 and	 set	 economic	 targets,	
unlike	the	Ministry	of	Housing	and	Urban‐Rural	Development	 MOHURD .82	

China’s	 new	national	 infrastructure‐led	 approach	 to	 its	 big	 city‐regions	 is	 clearly	 visible	 in	 three	
cases:	

	
	
	



	
	
Mega	region	1:	The	Pearl	River	Delta	/	Greater	Bay	Area			
	
The	Greater	Bay	Area	 GPRD 	is	a	mega	region	of	11	cities	and	home	to	more	than	70	million	people	
in	 the	 Guangdong	 province	 and	 in	 Hong	 Kong	 and	 Macau.	 One	 of	 the	 world’s	 manufacturing	
powerhouses,	the	region	has	three	centres	of	gravity:	Hong	Kong‐Shenzhen,	Guangzhou‐Foshan	and	
Macau‐Zuhai.		
	
In	the	past,	the	region	lacked	organising	policies	but	in	2005	the	national	urban	ministry	 MOHURD 	
and	 the	 provincial	 government	 jointly	 prepared	 an	Urban	 Cluster	 Coordination	 Plan,	 so	 that	 the	
region	would	adopt	a	spatial	structure	consisting	of	one	core,	three	belts	and	five	corridors	to	prevent	
further	sprawl.83		
	
The	plan	works	by	combining	general	guidance	 e.g.	designation	of	key	development	areas 	with	
compulsory	 requirements	 such	 as	 the	 classification	 of	 green	 belt	 land	 and	 transport	 corridors.	
Objectives	 have	 been	 achieved	 by	 developing	 indexes	 and	 targets,	 establishing	 joint	 meetings	
between	mayors,	and	strong	oversight	into	local	spatial	plans.		
	
In	 2017,	 central	 government	 formally	 launched	 a	 new	 strategic	 urban	 development	 plan	 for	 the	
Greater	Bay	Area.	The	aim	is	to	link	the	11	cities	as	a	combined	business	and	economic	hub	so	that	
they	are	better	positioned	to	compete	internationally	and	to	exploit	their	complementary	advantages	
in	innovation,	advanced	manufacturing,	financing	and	logistics.84		
	
The	focus	is	initially	on	investing	in	infrastructure	development	as	a	means	of	promoting	regional	
integration.	 A	 55‐kilometre	 bridge	 between	 Hong	 Kong‐Zhuhai‐Macao	 will	 reduce	 journey	 time	
between	the	cities	to	from	over	three	hours	to	thirty	minutes.	The	new	plan	also	focuses	on	building	
the	 knowledge	 specialisations	 of	 the	 11	 cities	 to	 reduce	 competition	 for	 resources,	 projects	 and	
talent.85		
	
Mega	region	2:	Jing‐Jin‐Ji	 Beijing‐Tianjin‐Hebei 	

	
The	Jing‐Jin‐Ji	mega	region	consists	of	the	two	megacities	of	Beijing	and	Tianjin,	surrounded	by	a	vast	
urban	area	dotted	with	many	smaller	cities.	Thirty‐five	million	people	live	in	the	metropolitan	areas	
surrounding	 Beijing	 and	 Tianjin,	 and	more	 than	 twice	 as	many	 again	 live	 in	 the	wider	 region.86	
National	government	has	recognised	a	regional	approach	would	be	essential	to	improve	quality	of	
life.	
	
In	2014,	the	mega	region	was	designated	a	joint	customs	union,	and	in	2015	President	Xi	introduced	
the	 Jing‐Jin‐Ji	 Collaborative	 Development	 Plan,	 which	 aims	 to	 upgrade	 Beijing	 into	 a	 world	 class	
capital	city	while	shifting	other	functions	into	the	wider	region.87	The	intention	is	that	doing	so	will	
improve	Beijing’s	air	pollution,	water	shortages	and	traffic	congestion.	The	plan	designates	a	regional	
core,	 specific	 areas	 for	 new	 urban	 development,	 and	 priorities	 for	 ecological	 containment	 and	
preservation.	



In	 2017,	 China	 announced	 that	 a	 new	 city	 in	 the	 megaregion,	 named	 Xiong'an,	 would	 house	
universities	 and	 institutions	 relocated	 from	 Beijing.	 A	 new	 AUD$45	 billion	 rail	 plan	 and	 965	
kilometres	of	new	track	for	the	region	was	approved	 in	2016,	with	plans	for	high‐speed	trains	to	
connect	the	outlying	cities	of	the	region	in	just	a	30‐minute	commute.88		
	
Xiong'an:	A	new	city	100	kilometres	south	west	of	Beijing	to	house	relocated	‘non‐capital’	functions.	

	
Source:	颜邯	 2018 ,	licensed	under	Creative	Commons	

	
The	 governance	 of	 the	 region	 now	 consists	 of	 a	 national‐level	 committee	 chaired	 by	 a	 national	
minister,	with	each	city	required	to	set	up	its	own	high‐level	decision‐making	structure	which	is	then	
networked	 into	 the	 centre.	 Currently,	 the	 City	 of	 Beijing	 has	 an	 elevated	 status	 within	 this	
arrangement.	
	
Mega	region	3:	The	Yangtze	River	Delta	
	
The	region	around	Shanghai	consists	of	around	90	million	people	in	25	closely	located	and	highly	
interconnected	cities.	The	city‐region	is	integrated	in	terms	of	transport	and	communications	but	is	
institutionally	complex,	spanning	four	different	provincial	governments.		
	
The	 2005	 national	 plan	 for	 the	 region	 provided	 a	 strong	 incentive	 framework	 for	 joint	 regional	
growth	and	a	clear	spatial	structure,	but	the	region	has	more	autonomy	to	adjust	its	path	accordingly.	
Again,	Shanghai	is	designated	as	the	global	city,	while	Nanjing,	Suzhou,	Wuxi	and	Ningbo	are	assigned	
‘subcentre’	status.	Some	sub‐centres	 e.g.	Hangzhou 	are	encouraged	to	focus	on	cultural	industries	
and	 tourism,	 and	 others	 e.g.	 Nanjing 	 on	 higher	 education	 and	 gateway	 functions.89	 This	 was	
reiterated	in	the	2016	update	to	the	regional	plan.	



	
Among	the	key	features	of	the	Shanghai	region	case	include:	
	

 An	innovative	project‐approval	based	incentive	scheme.	China’s	NRDC	uses	restrictions	and	
financial	disincentives	to	discourage	industrial	over‐capacity	in	the	region		

 An	annual	conference	of	provincial	secretaries	and	an	annual	conference	of	30	mayors.	These	
initially	 focused	 on	 issues	 where	 consensus	 is	 easy	 to	 reach,	 such	 as	 infrastructure	 and	
tourism,	before	expanding	into	questions	around	immigration	and	social	services.90		

	
8.4	 Looking	to	the	future	

	
Much	has	been	achieved	in	the	last	10	years,	and	the	next	steps	for	the	coordination	of	China’s	big	
city‐regions	include:	

 More	institutional	reorganisation	to	support	the	‘city	cluster’	approach	
 Engaging	the	large	central	cities	to	take	the	lead91			
 Deepening	horizontal	 collaboration	between	 local	governments	and	 finding	more	ways	 to	

involve	civic	and	business	leaders.	
	

8.5	 Lessons	for	Australian	cities	

The	challenge	for	Australian	cities:	

Australia’s	cities	are	perceived	to	be	highly	separate,	and	there	has	been	little	exploration	of	
the	opportunities	for	inter‐city	connectivity	and	the	combined	scale	of	larger	regions.			

Lessons:	

Higher	tiers	of	government	are	well	placed	to	set	an	agenda	for	improved	collaboration	and	
connectivity	between	cities	in	Australia’s	mega	regions.	

Co‐ordinated	development	of	a	multi‐city	region	usually	requires	a	transport	catalyst,	some	
additional	 governance	 mechanisms,	 as	 well	 as	 improved	 planning	 and	 spatial	 policy.	
However,	identifying	complementary	specialisations	is	another	key	task	that	helps	the	region	
prepare	for	global	competition.	

A	robust	evidence	base	is	especially	important	to	persuade	secondary	and	smaller	cities	in	a	
mega	 region	 of	 the	 benefits	 to	 participate	 consistently	 in	 regional	 partnership	 and	
development.	

	

	 	



9.	Combined	authorities,	United	Kingdom		

THE	EXPERIENCE	OF	UK	COMBINED	AUTHORITIES	
	

 Have	enabled	creation	of	coherent	metropolitan	government	without	the	need	for	a	
second	tier	and	without	abolishing	or	consolidating	local	government.	

	
 Offer	new	opportunities	for	metropolitan‐level	intervention	in	key	policy	areas	

including	transport,	spatial	planning,	housing	and	skills.	
	

 National	level	legislation	key	to	creation	and	evolution	–	additional	powers	devolved	
to	combined	authorities	with	passing	of	new	Acts.	City	Deals	have	also	supported	
their	development.	
	

 First	combined	authority	was	created	seven	years	ago,	but	with	evidence	of	success	
there	are	now	eight	in	the	UK.	

	
	
9.1	Introduction	

As	urban	growth	continues,	an	increasingly	pressing	concern	is	how	to	achieve	stronger	metropolitan	
governance	without	abolishing	local	government.	The	UK’s	answer	to	this	question	is	the	combined	
authority	 CA 	–	an	entity	formed	of	two	or	more	local	government	areas,	which	is	established	either	
with	or	without	an	elected	mayor.92	 In	 the	context	of	 the	UK,	CAs	have	made	 it	possible	 to	have	a	
coherent	 metropolitan	 government	 without	 creating	 a	 second	 tier	 and	 without	 abolishing	 local	
government.		

This	case	study	explains	the	CA	structure,	and	its	implications	for	metropolitan	governance,	in	five	
sections:	

 The	context		
 Functions		
 Relevant	legislation	and	establishment	
 Funding		
 Lessons	and	best	practice	for	Australian	cities.	

9.2		 The	context	of	combined	authorities	

The	first	CA	to	be	established	was	in	Greater	Manchester	in	2011,	with	the	purpose	of	formalising	
joint	working	 on	 economic	 regeneration	 and	 transport	 across	 its	 10	 individual	 district	 councils.	
Further	 CAs	 have	 since	 been	 established,	 bringing	 the	 total	 to	 nine.	 In	 May	 2017,	 six	 combined	
authorities	held	their	first	mayoral	elections,	and	a	seventh	plans	to	do	so	in	2018.	Two	CAs	currently	
have	no	plans	to	have	mayors.	Today,	34	per	cent	of	the	population	of	England	outside	of	London	live	
in	CAs,	and	22	per	cent	of	these	live	in	CAs	with	an	elected	mayor.93	



Map	of	existing	combined	authorities	in	the	UK	

	
Source:	NAO	 2017 .	www.nao.org.uk/wp‐content/uploads/2017/07/Progress‐in‐setting‐up‐combined‐authorities.pdf	

Setting	up	a	CA	ultimately	enables	groups	of	two	or	more	councils	to	make	decisions	on	issues	
which	extend	beyond	the	borders	or	interests	of	any	one	individual	local	authority.	As	such,	CAs	are	
an	attempt	to	change	democratic	representation	areas	from	existing	administrative	boundaries	to	
those	based	on	economic	geographies.94	Spanning	local	authority	boundaries	offers	new	
opportunities	for	metropolitan‐level	coordinated	intervention	in	key	policy	areas	and	for	working	
together	to	support	common	strategic	aims.95	

In	general,	ideas	for	aligning	economic	boundaries	with	democratic	leadership	in	this	way	have	come	
from	three	main	sources:	

 Research	that	has	shown	that	alignment	between	economic	geography	and	democratically	
accountable	 governance	with	a	 strong	 and	 identifiable	 leader	 results	 in	 a	 clear	 additional	
contribution	to	national	GDP	



 The	 United	 Nations’	 new	 urban	 agenda,	 which	 promotes	 the	 role	 of	 stronger	 mayoral	
governance	for	cities	to	address	action	on	climate	change	and	enhance	city	resilience	

 New	OECD	and	EU	definitions	of	the	city	and	their	application	to	sub‐state	territorial	cohesion	
programs.96	

9.3		 Functions	of	CAs	

CAs	can	take	on	statutory	functions	transferred	to	them	by	an	order	made	by	the	Secretary	of	State,	
together	with	any	functions	that	constituent	authorities	agree	to	share.97	In	practice,	the	main	areas	
of	 devolved	 powers	 relate	 to	 economic	 development,	 transport,	 skills	 and	 land	 development.98	
Powers	include:	

 Employment	and	business	support,	including	partnership	arrangements	with	UK	Trade	and	
Investment	and	a	devolution	of	business	support	services	

 Further	education	and	skills,	including	full	devolution	of	the	adult	skills	budget	by	2018‐19,	
apprenticeship	grants	for	employers,	and	partnerships	to	review	16‐plus	education	

 Spatial	planning,	land	and	housing,	including	the	power	to	create	a	spatial	plan	for	the	area,	
invest	 in	 housing,	 create	 mayoral	 development	 corporations,	 and	 compulsory	 purchase	
powers	

 Transport,	 including	 powers	 to	 introduce	 bus	 franchising,	 multi‐modal	 ‘smart	 ticketing’	
systems	and	joint	working	between	combined	authorities	

 Wider	public	services,	including	public	health	responsibilities	and	the	integration	of	health	
and	social	care,	responsibilities	for	police	and	fire	services,	and	policing	and	crime.99	

Mayoral	executive	powers	in	selected	combined	authorities.	

	
Source:	http://discovery.ucl.ac.uk/1561474/1/JM2.pdf	



9.4		 Relevant	legislation	and	establishment	of	CAs	

CAs	derive	most	of	their	powers	from	national	legislation,	including	the	Local	Government	Act	2000	
and	the	Local	Democracy,	Economic	Development	and	Construction	Act	2009.	

The	2009	Act	ensured	that	a	CA	could	only	undertake	functions	related	to	economic	development,	
regeneration,	transport,	or	other	functions	that	its	member	authorities	agreed	to	transfer	to	it.	The	
2016	Act	removed	these	limits,	permitting	the	Secretary	of	State	to	transfer	other	statutory	functions	
or	the	functions	of	public	bodies	to	combined	authorities.100	

There	are	several	routes	to	establish	a	CA.	Under	the	2009	Act,	a	local	authority	or	authorities	can	
carry	out	a	governance	review,	which	then	publishes	a	scheme	recommending	the	creation	of	a	CA,	
provided	that	 local	authority	areas	consent.	The	Secretary	of	State	may	then	agree	to	create	a	CA.	
Through	the	2016	Act,	the	Secretary	of	State	may	alternatively	decide	to	establish	a	CA,	provided	that	
councils	in	the	relevant	area	consent.	The	Secretary	of	State	holds	a	public	consultation	and	must	be	
satisfied	that	the	establishment	of	a	combined	authority	is	likely	to	“improve	the	exercise	of	statutory	
functions”	in	the	area	in	question.101	

9.5		 Funding	CAs	

Although	 the	 combination	 of	 funding	methods	 varies	 between	 CAs,	 the	work	 of	 CAs	 is	 generally	
funded	by	devolved	monies	from	central	government	or	by	directly	raised	revenues.	Most	of	the	‘new	
money’	 from	central	government	comes	 from	the	 Investment	Fund	Grant	 IFG 	–	a	30‐year	grant	
which	 is	 agreed	 through	 a	 devolution	deal.	 It	 also	 includes	 transport	 grants	 and	 adult	 education	
budgets,	over	which	CAs	have	discretion	to	vary	both	between	projects	and	year	on	year.102	

CAs	also	have	certain	other	funding	powers:	

 Tax	raising	powers	–	from	April	2018,	CA	mayors	can	set	a	council	tax	precept	where	the	
relevant	statutory	order	allows	them	to	do	so	

 Infrastructure	 levies	 –	 subject	 to	 parliamentary	 approval,	 mayoral	 CAs	 can	 request	 an	
additional	 2p‐per‐pound	 of	 rateable	 value	 from	 local	 businesses	 to	 fund	 infrastructure	
projects103	

The	Greater	Manchester	Combined	Authority	 GMCA 	
	
In	 2011,	 the	 Greater	 Manchester	 Combined	 Authority	 GMCA 	 was	 established,	 the	 first	
statutory	combined	system	of	its	type	in	the	UK,	to	provide	a	stronger	model	of	metropolitan	
economic	 leadership.	 The	 decision	 to	 establish	 the	 CA	 strengthened	 the	 city’s	 institutional	
apparatus	beyond	the	voluntary	partnership	that	had	been	in	place	for	over	25	years	and	has	
enabled	more	effective	joint	working	on	priorities	such	as	transport,	regeneration	and	economic	
development.		
	
The	 GMCA	 was	 born	 out	 of	 a	 2009	 independent	 economic	 review	 that	 highlighted	 the	
possibilities	for	greater	collaboration.104	The	review,	which	was	undertaken	by	a	commission	
of	national	and	international	innovation	leaders,	academic	economists	and	a	policy	advisory	
group,	 was	 effectively	 the	 first	 time	 that	 economists	 and	 business	 leaders	 had	 created	 an	
evidence	base	 to	propose	policy	 to	Greater	Manchester’s	decision	makers.	 It	 convinced	city	
leaders	to	alter	their	 focus	on	specific	sectors	towards	the	fundamentals	of	employee	skills,	
transport	and	housing.	
	



Today,	 the	 GMCA	 has	 a	 directly	 elected	mayor	 that	 has	 certain	 powers	 even	 the	Mayor	 of	
London	 does	 not,	 such	 as	 control	 over	 an	 integrated	 health	 and	 social	 care	 budget	 for	 the	
region.105	The	conferral	of	local	authority	public	health	functions	has	enabled	a	metropolitan	
level	 strategic	 leadership	 approach	 to	 the	 delivery	 of	 agreed	 public	 health	 functions	 and	
commissioning	responsibilities,	including	public	health	intelligence,	health	needs	assessment	
and	health	protection.	
	
	

9.6		 Lessons	for	Australian	cities		

The	challenge	for	Australian	cities:	

Australia’s	 cities	 may	 need	 mechanisms	 to	 co‐ordinate	 at	 the	 ‘whole	 city’	 level	 without	
necessarily	opting	for	wholesale	governance	changes	or	entirely	new	layers	of	government.	

Lessons:	

A	model	like	the	combined	authority	could	work	well	in	Australia,	especially	in	metropolitan	
areas	with	a	tradition	of	local	collaboration.	Personal	relationships	between	representatives	
of	 local	 governments	 involved	are	usually	 crucial,	 and	working	 relationships	must	 cross	
both	geographical	and	party	lines.	

Transparency	as	to	what	a	new	governance	and	leadership	model	looks	like	has	been	very	
important	in	the	UK	context	to	achieve	citizen	buy‐in.	

Different	metropolitan	models	of	governance	should	be	welcomed	in	Australia	as	there	is	
no	‘one‐size‐fits‐all’	approach.	It	will	make	sense	for	new	mechanisms	to	emerge	in	different	
geographies	and	with	different	competences	fit	for	the	local	context.106		

	

	

	

	

	

	

	

	

	

	

	

	

	 	



Private	and	civic	leadership	and	initiatives	

10.		 New	York:	Business	and	civic	engagement	in	long‐term	planning	

The	Regional	Planning	Association	experience	
	
 Once‐a‐generation	regional	plans	that	set	a	high	global	standard	for	metropolitan	

civic	planning	and	case‐making.		
	
 Persistence,	credibility	and	connections	of	leadership	and	staff,	supported	by	high	

quality	research	that	takes	a	broader	perspective	than	political	authorities.	
	
 Broad	base	of	sectors	and	leaders	on	its	board,	plus	sustained	and	systematic	

outreach	to	business,	universities	and	citizens	to	share	and	receive	innovative	ideas.	
	
 Uses	the	power	of	big	ideas	to	attract	public	and	political	support.		

	
	

10.1	 Introduction.	

Founded	 by	Manhattan	 business	 leaders	 in	 the	 1920s,	 the	 Regional	 Plan	 Association	 RPA 	 has	
evolved	 into	 a	 broad	 civic	 leadership	 alliance	united	 by	 a	 commitment	 to	 address	 economic	 and	
planning	 challenges	 and	 propose	 creative	 solutions.	 It	 has	 been	 able	 to	 transcend	 political	
boundaries,	election	cycles	and	business‐as‐usual	approaches	 to	make	ambitious	proposals	about	
50‐year	policies	and	investments	to	shape	the	region.	Over	its	lifetime,	an	estimated	60		to	80	per	
cent	of	its	key	plan	recommendations	have	ultimately	been	implemented.107	

New	York	is	an	example	of	large,	growing	and	politically	fragmented	metropolitan	region	which	has	
benefited	 from	highly	 consistent	 business	 and	 civic	 leadership	 to	mount	 long‐term	planning	 and	
projects.		

														 	



In	the	New	York	region,	the	central	city	–	run	by	a	powerful	CEO‐style	mayor	–	only	accounts	for	40	
per	cent	of	the	population.	Outside	it	are	nearly	800	other	local	governments	and	31	counties	across	
three	 states,	with	 substantial	 commuting	 into	 the	central	 core	of	 the	 region.	There	 is	no	political	
entity	 that	 can	 make	 and	 implement	 decisions	 for	 the	 whole	 region,	 and	 no	 public	 authority	
mandated	to	address	the	region’s	common	challenges	or	destiny.	

10.2	 RPA’s	historic	impact	

Previous	 publications	 of	 landmark	 plans	 in	 1929,	 1969	 and	 1996	 made	 major	 contributions	 to	
ensuring	population	growth	in	the	city	region	was	not	entirely	unplanned	and	unmanaged.		

The	first	staff	on	the	civic	committee	analysed	the	region	for	seven	years,	and	funded	by	a	foundation,	
produced	the	first	basic	regional	map	of	the	region	and	compiled	entirely	new	quantitative	data	about	
demographics	and	land	use.	The	first	two	plans	endorsed	a	high	density	urban	core,	a	deep	network	
of	tunnels	and	bridges,	three	airports	for	the	region	and	a	system	of	large	regional	sub‐centres,	at	a	
time	when	political	decision	makers	were	more	in	favour	of	a	more	dispersed,	low	public	investment	
region.108		

The	 early	 plans	were	 influential	 because	 they	 informed	 the	 choices	 of	 powerful	 city	 leaders	 and	
developers.	By	 showing	 the	 costs	 of	 sprawl,	RPA	successfully	 advocated	 that	 federal	 government	
should	fund	public	transport	capital	costs	as	it	had	done	for	roads,	resulting	in	a	federal	Mass	Transit	
Act	 and	 a	 metropolitan‐wide	 transport	 authority.	 Over	 time	 its	 work	 to	 highlight	 the	 need	 for	
landscape	and	coastal	protection	has	been	successful.	

10.3	 RPA’s	model	

RPA's	board	has	grown	from	60	members	to	over	100	in	the	last	15	years,	headed	by	a	15‐person	
executive	committee.109	The	board	consists	of	institutional	leaders	in	all	areas	of	the	economy	 real	
estate,	finance,	technology,	engineering,	energy,	environment ,	as	well	as	university	presidents	and	
professors,	think	tanks,	and	former	mayors	and	governors.		

Senior	officials	in	the	RPA	and	co‐chairs	of	the	plan	often	become	top	officials	and	advissrs	in	the	New	
York	 Mayor’s	 office,	 and	 these	 channels	 of	 influence	 are	 important	 in	 turning	 non‐binding	
recommendations	into	reality.		

RPA’s	funding	model	is	based	on	gifts	and	foundations,	which	allows	its	research	and	advocacy	to	be	
non‐partisan,	participatory	and	evidence‐led.	The	RPA	benefits	from	a	significant	endowment	which	
allows	large	investment	in	research	and	advocacy	as	part	of	its	$5	million	annual	budget.	It	holds	an	
annual	conference	of	around	1,000	of	the	region’s	government,	business	and	civic	leaders	to	raise	
awareness,	donations	and	momentum.	

10.4	 The	2017	Plan	

In	2012	RPA	launched	the	process	to	develop	the	fourth	regional	plan	 in	 its	90‐year	history.	This	
reflected	 new	 priorities	 to	 update	 ageing	 infrastructure,	 improve	 access	 to	 jobs,	 reduce	 long	
commutes,	improve	housing	affordability	and	prepare	for	rising	sea	levels	that	threaten	the	region’s	
coastline.	



	

Source:	RPA110	

The	plan	benefited	from	US$12	million	 AUD$15.4	million 	of	donations	from	major	foundations	
and	donors	 e.g.	the	Ford,	Robert	Wood	Johnson,	JPB	and	Rockefeller	foundations .		

The	 group	 engaged	 local	 business	 and	 political	 figures	 across	 the	whole	 region	 in	 outreach	 and	
involved	 residents	 of	 poor	 and	 immigrant	 neighbourhoods	 through	 a	 series	 of	 local	 forums	 and	
dialogues.	It	then	launched	a	series	of	positioning	papers	for	the	new	regional	plan	to	gain	publicity	
and	momentum.	

10.5	 Lessons	for	Australian	cities		

The	challenge	for	Australian	cities:	

Our	 consultation	revealed	 the	 low	expectations	of	what	business	and	civic	 leadership	can	
contribute	to	Australian	urban	and	metropolitan	governance,	even	though	leadership	from	
outside	government	is	a	critical	piece	of	the	jigsaw	in	so	many	of	the	world’s	leading	cities.	

Lessons:	

RPA’s	experience	suggests	that	private	and	civic	leadership	networks	can	have	a	transformative	
impact	on	the	planning	and	the	quality	of	public	debate	in	Australian	cities,	if	they:	
	

 Put	well	researched	and	bold	ideas	on	the	table	that	have	a	time	frame	and	breadth	that	span	
more	than	a	single	government	or	political	cycle,	so	they	can	be	adopted	easily	when	the	window	
of	 opportunity	 arises	 for	 politicians	 to	 do	 so.	 Sponsoring	 international	 design	 competitions,	
convening	political	and	business	leaders,	and	mounting	credible	opposition	to	poor	plans	are	all	
part	of	what	may	be	needed.	
	

 Have	 independence	 to	 raise	 questions	 that	 are	 difficult	 to	 address	 politically.	 The	 scope	 to	
endorse	alternative	governance,	propose	new	 financial	 instruments,	and	promote	 innovative	
technology	tools	that	might	be	overlooked	by	political	administrations	is	important	to	make	an	
impact.	
	

 Form	a	single	collective	voice	for	the	entire	region.	RPA’s	success	lies	in	its	institutional	maturity	
and	memory.	These	qualities	have	made	it	peerless	in	terms	of	credibility	to	speak	for	the	region.	
It	also	has	tactics	to	build	a	shared	narrative.	It	publishes	key	targets	in	advance	of	a	big	plan	to	
trigger	engagement	by	citizens	and	local	governments	so	that	a	base	of	support	exists	when	the	
final	plan	is	released.	
	



 A	commitment	to	the	region	as	well	as	the	city.	RPA	planners	search	for	regionwide	“win‐win”	
strategies,	to	make	the	case	for	infrastructure	projects	that	require	collaboration	across	state	
lines.	The	RPA	has	offices	in	locations	at	the	edge	of	the	region	which	ensures	an	on‐the‐ground	
presence	 and	 effective	 advocacy	 for	 compact,	 rail‐accessible,	 in‐town	 development	 of	 the	
region’s	 suburbs.	Advocacy	 of	 the	 revival	 of	 lagging	 cities	 at	 the	 edge	 of	 the	 region,	 such	 as	
Bridgeport	and	Poughkeepsie,	through	density	and	placemaking,	is	also	important.	
	

 Engage	 in	meaningful	outreach.	Engagement	with	stakeholders	 is	 systematic	and	designed	to	
build	 awareness	 and	 advocacy.	 In	 New	 York’s	 case,	 local	 governments,	 citizen	 groups	 and	
regional	organisations	are	all	consulted	with	a	view	to	incubating	new	ideas	that	political	leaders	
will	become	aware	of	and	embrace	by	themselves.		
	

	

	

	

	

	 	



11.		 Placemaking	and	area	management:	BIDs	and	TIDs	

THE	GLOBAL	EXPERIENCE	OF	business	improvement	districts	
	
 BIDs	 and	 other	 similar	 place	 management	 tools	 provide	 many	 cities	 in	 different	

governance	systems	with	an	effective	way	to	improve	the	finance	and	management	of	
strategic	locations	in	a	city	region	through	business	participation.	
	

 Successful	 districts	 become	 self‐organising	 and	 resourcing,	 as	members	 start	 to	 see	
material	benefits.		

	
 BID	tools	are	very	flexible,	spanning	big	capital	operations	or	small‐scale	safety	and	

cleanliness	programs.	They	work	well	 in	more	densely	populated	districts	with	tight	
boundaries	that	are	easy	to	demarcate.111	

	
 Support	from	state	and	community	is	essential	for	a	successful	BID	to	flourish.	If	that	

support	 is	 present,	 BIDs	 can	 represent	 a	 strong	 model	 of	 PPPs,	 enhancing	 a	
neighbourhood’s	visual	and	economic	appeal.		

	
	
11.1	 Introduction.	

Over	 the	 last	 20	 years,	 many	 countries	 have	 experimented	 with	 the	 formation	 of	 business‐led	
partnerships	working	collaboratively	in	designated	city	districts	to	improve	the	standard	of	amenity,	
security,	placemaking	and	management	of	the	area.	

The	model	varies	around	the	world,	but	in	most	cases	local	business	and	property	owners	agree	to	
contribute	a	regular	service	charge	for	the	maintenance,	development	and	promotion	of	their	own	
geographically‐defined	commercial	district.		

The	idea	is	to	supplement	existing	public	services,	and	not	to	replace	them,	nor	to	spearhead	whole	
regeneration	 projects.	 These	 associations,	 often	 called	 business	 improvement	 districts	 BIDs ,	
instead	aim	to	improve	the	quality	and	attractiveness	of	the	local	trading	environment.	They	benefit	
from	 being	 nimble,	 financially	 self‐reliant,	 and	 use	 business	 problem	 solving,	 resourcefulness,	
pragmatism	and	expertise	to	develop	customised	approaches	to	make	their	districts	more	appealing	
and	competitive.	This	can	allow	them	to	bypass	administrative	delays,	and	offer	solutions	supported	
by	local	businesses	that	best	understand	their	local	needs.	

These	districts	have	proven	popular	in	many	cities	around	the	world	–	in	countries	as	varied	as	UK,	
Canada,	South	Africa,	New	Zealand,	Chile	and	Malaysia.112	They	have	also	given	rise	to	other	kinds	of	
improvement	district	to	improve	revenue	and	management	models,	including	tourism	improvement	
districts	 TIDs .	Here	we	profile	effective	BIDs	and	TIDs	in	San	Francisco	in	the	United	States,	George	
Town	in	Malaysia	and	Cape	Town	in	South	Africa.	

	
11.2 San	Francisco		

	
San	Francisco	has	a	diverse	mix	of	business‐	and	civic‐led	initiatives	for	management	of	areas	of	the	
city.	Today	the	city	has	14	BIDs	and	community	benefit	districts.	The	two	tools	are	very	similar	in	
nature:	the	main	difference	being	that	BIDs	are	based	in	predominantly	commercial	areas,	whereas	



a	community	benefit	district	may	operate	in	primarily	residential	area,	such	as		the	Central	Market	
and	Civic	Center.			

These	districts	all	differ	in	size,	maturity	and	activities.	The	27‐block	Union	Square	BID	was	the	first	
and	 is	 the	 largest	 in	 the	city.	Founded	 in	1999	 it	began	as	a	partnership	to	 improve	cleaning	and	
safety,	 and	 has	 since	 expanded	 its	 remit	 to	 include	 marketing,	 advocacy,	 beautification,	 capital	
improvement	programs	 and	neighbourhood	 experience.	 It	 has	 an	 annual	 budget	 of	 around	US$3	
million.	113	

	

Image	Source:	OEWD	‐	http://oewd.org/central‐market		

In	addition	to	BIDs	and	community	benefit	districts,	San	Francisco	also	benefits	from	other	districts	
which	collect	levies	for	specific	place‐making	purposes:		

 The	San	Francisco	Tourism	Improvement	District	
The	San	Francisco	TID	is	a	tool	for	the	collection	of	a	tax	of	one	or	1.5	per	cent	 depending	on	
proximity	 to	 the	 city’s	 Moscone	 Center 	 levied	 on	 hotel	 room	 revenue	 within	 the	 San	
Francisco	city	 limits.	The	TID	was	established	 in	2008	and	represents	approximately	350	
hotels	 across	 the	 city.	 It	 has	 a	 duration	 of	 15	 years.	 Funds	 raised	 contribute	 to	 the	 San	
Francisco	Travel	Association’s	marketing	and	promotion	of	the	city	as	a	tourist	destination,	
and	 to	 the	 renovation	 and	 potential	 expansion	 of	 the	 city’s	 main	 convention	 centre,	 the	
Moscone	Center.	The	tax	is	permitted	to	be	passed	on	to	customers	as	an	itemised	entry	on	
their	bills.114				
	

 Moscone	Expansion	District	



The	Moscone	Expansion	District	 MED 	was	established	in	2013	to	secure	funds	for	capital	
improvements	to	the	Moscone	Convention	Center,	with	the	ambition	of	attracting	more	and	
larger	 conventions.	 At	 present,	 it	 is	 estimated	 that	 Moscone’s	 space	 constraints	 make	 it	
uncompetitive	–	resulting	in	a	direct	spend	loss	of	nearly	US$2.1	billion	for	the	years	2010/11	
through	 to	 2019/20.	 Expanding	 the	 centre	 by	 a	 planned	 28,000‐plus	 square	 metres	 is	
projected	 to	 lead	 to	 an	 increase	 in	 hotel	 tax	 revenue	 of	 around	 US$20	million	 AUD$42	
million .115		
	
The	establishment	of	the	MED	essentially	increased	the	TID	levy	for	those	hotels	in	closest	
proximity	 to	 the	Moscone	Center.	Accordingly,	 the	MED	 is	managed	by	 the	 San	Francisco	
Tourism	Improvement	District	Management	Corporation.	Hotel	assessments	from	the	MED	
will	 provide	 two	 thirds	 of	 the	 estimated	 US$500	 million	 AUD$643	 million 	 cost	 of	 the	
expansion	project.116		
	

 Green	Benefit	District	
The	San	Francisco	neighbourhoods	known	as	Dogpatch	and	Northwest	Potrero	Hill	are	home	
to	the	USA’s	first	green	benefit	district	 GBD 	–	a	zone	in	which	property	owners	pay	a	small	
tax	towards	maintaining	and	improving	parks,	plazas,	gardens	and	pavements.	The	intention	
is	that	the	tax	will	be	invested	in	the	rapid	greening	of	the	district	as	well	as	providing	an	
ongoing	 revenue	 stream	 to	maintain	 the	public	 spaces	and	provide	 capital	 improvements	
over	time.	Residential	and	commercial	 landowners	pay	US$0.0951	 AUD$0.12 	per	square	
foot	–	a	contribution	which	has	been	self‐	determined	by	the	members	–	and	landlords	are	
prohibited	 from	 passing	 costs	 on	 to	 their	 tenants.	 In	 its	 first	 year	 it	 is	 thought	 the	 GBD	
generated	around	US$500,000	 AUD$643,000 	which	is	spent	as	follows:		
	

 23%	on	a	mobile	app	for	residents	to	see	where,	when	and	how	money	is	spent	
 30%	on	maintenance	
 30%	on	improvements	
 7%	on	operations	and	contingency.	

	

The	 establishment	 of	 the	 GBD	 was	 spearheaded	 by	 a	 local	 not‐for‐profit,	 working	 with	
residents	and	city	agencies.	117	

11.3	 George	Town,	Penang	

George	Town,	the	capital	of	the	Penang	region	in	Malaysia,	developed	as	a	successful	port	from	
the	mid‐nineteenth	century,	and	flourished	as	a	vibrant	trading	centre	until	1969	when	the	city	
lost	its	official	port	status.	Port	operations	moved	to	the	mainland	and	George	Town’s	historic	
core	fell	into	decline.		
	
KOMTAR,	or	Kompleks	Tun	Abdul	Razak,		is	a	65‐storey	tower	and	one	of	the	most	recognisable	
landmarks	 in	Penang	–	but	the	area	surrounding	the	building	had	become	neglected.	 In	2009,	
Think	City,	a	government	funded	urban	regeneration	agency	with	responsibility	for	revitalising	
Malaysia’s	cities,	proposed	the	introduction	of	a	BID	in	the	KOMTAR	area.	Following	visits	and	
reports	 from	 British	 BID	 experts,	 a	 temporary	 BID	 committee	 was	 established	 in	 2010.	 Its	
members	were	primarily	major	property	owners	in	the	area	such	as	the	Penang	Development	



Corporation,	Ivory	Times	Square	and	First	Avenue.	Think	City	acted	as	the	secretariat	and	played	
the	role	of	funder	and	facilitator	during	this	set	up	phase.	
	
The	temporary	BID	committee	drew	up	a	concept	plan	for	the	George	Town	BID,	mapping	out	a	
35‐hectare	BID	area.	A	public	consultation	period	followed,	and	three	priorities	for	the	district	
emerged:	improved	connectivity,	better	cleanliness	and	security.	In	2012	the	George	Town	BID	
special	purpose	vehicle	was	officially	formed	–	the	first	BID	in	Asia.	A	technical	committee	was	
engaged	to	identify	projects	to	achieve	the	identified	priorities:	d	a	new	wayfinding	system	and	
festive	lighting,	tree	planting,	a	weekend	park	project	and	a	pavement	upgrading	project.		
	
A	review	by	Think	City	highlighted	the	key	challenges	the	George	Town	BID	has	faced	as:118		
	

 Winning	over	stakeholders	to	the	idea	of	collaboration	–	most	were	rival	retail‐oriented	
organisations.	 Ideological	 differences	 had	 to	 be	 bridged.	 Directors,	 managers	 and	
workers	needed	to	be	won	over.		

 Building	an	effective	partnership	between	the	BID	and	Penang	Island	City	Council,	who	
had	to	be	convinced	that	the	BID	would	support	rather	than	undermine	their	efforts.	

 Managing	 expectations	 regarding	 the	 funding	 and	 assistance	 provided	 by	 Think	 City,	
which	was	only	intended	to	be	provided	in	the	developmental	stages	of	the	BID.	

 Slow	pace	of	implementation	because	of	unfamiliarity	with	BIDs	concept	in	Asia.	
	

11.4	 Cape	Town	Partnership	and	the	Central	City	Improvement	District		
	

	



The	Cape	Town	Partnership	was	established	in	July	1999	by	the	City	of	Cape	Town,	the	South	African	
Property	Owners	Association	 SAPOA ,	 the	Cape	Regional	Chamber	of	Commerce	and	Industry	as	
well	as	other	stakeholders,	to	develop,	manage	and	promote	the	Cape	Town	Central	City.	Primarily	
financed	by	a	City	of	Cape	Town	grant,	the	Partnership	played	a	key	role	in	establishing	and	guiding	
the	 early	 activities	 of	 the	 Central	 City	 Improvement	 District	 CCID 	 –	 a	 non‐profit	 public‐private	
partnership	with	a	vision	to	transform	the	CBD	from	an	area	associated	with	‘crime	and	grime’	to	a	
clean,	safe	and	caring	urban	environment.	The	CCID	covers	a	precisely	defined	area	of	1.6	square	
kilometres,	 covering	 the	 traditional	 downtown	 of	 Cape	 Town.	 Its	members	 are	 property	 owners	
within	that	defined	area.		

The	CCID	supports	existing	public	services	in	the	central	city	and	offers	a	range	of	top	up	services:	50	
per	cent	of	 the	CCID’s	annual	budget	 is	spent	on	security,	approximately	21	per	cent	on	cleaning,	
seven	 per	 cent	 on	 social	 development	 and	 11	 per	 cent	 on	 communications	 and	marketing.	 The	
remainder	of	 the	budget	goes	towards	operational	and	administrative	costs	of	 the	CCID.	Within	a	
decade,	these	activities	were	successful	in	creating	a	vibrant	CBD	which	was	considered	an	attractive	
place	 for	 investment	 and	 a	 welcoming	 destination	 for	 working,	 living	 and	 entertainment.	 The	
following	key	areas	of	success	have	been	drawn	from	the	CCID	Annual	Report	2016:		

 Attracting	investment:	Property	values	in	the	CCID	area	rose	from	R6.127bn	 AUD$2	trillion 	
in	2005‐2006	to	R23.725bn	 AUD$7	trillion 	in	201‐2015.	An	additional	R8bn	of	investment	
is	expected	over	the	next	five	years.	

 Inclusive	residential	environment:	Increase	from	750	 2005 	to	7,500	 2016 	residents	and	
the	most	inclusive	of	South	African	CBDs.		

 Smart	transport	infrastructure:	Free	WiFi	is	now	provided	on	the	MyCitiBus	in	the	CCID	area.	
 Good	 governance:	 Based	 on	 international	 and	 international	 ratings,	 the	 CBD	 is	 the	

municipality	with	the	highest	level	of	credit	quality	in	South	Africa.	
	

The	CCID	has	received	numerous	awards	from	the	International	Downtown	Association	for	its	urban	
development	model	 2012 ,	social	development	 2008	and	2015 ,	its	City	Views	newspaper	 2012 	
and	was	 ‘Downtown	of	 the	Month’	 in	 2009	 and	2012.	 In	 2010,	 the	CCID	 received	 a	 certificate	 of	
excellence	from	the	City	of	Cape	Town	for	supporting	the	efforts	to	keep	the	city	spotless	during	the	
2010	FIFA	World	Cup.119		

	
11.5		 Lessons	for	Australian	cities	
	
The	challenge	for	Australian	cities:	
	

Our	review	suggests	that	Australia	has	a	weak	track	record	of	innovating	and	experimenting	
to	better	manage	places	or	to	engage	the	private	sector	in	place‐based	partnerships.120	This	
makes	it	harder	to	optimise	district	and	precinct	performance,	and	to	host	new	amenities	and	
economic	functions	that	have	specific	place	requirements.		

	
Lessons:	

BIDs	and	other	similar	place	management	tools	can	provide	an	effective	and	flexible	means	
of	 supplementing	public	 services.	With	 initial	public	support,	BIDs	can	represent	 the	very	
best	 of	 PPPs,	 enhancing	 neighbourhoods’	 visual	 and	 economic	 appeal.	 Not	 only	 do	 they	
provide	an	additional	source	of	funds	for	place‐making,	the	money	generated	can	often	be	



deployed	 more	 quickly	 compared	 to	 publically	 run	 programs,	 feeding	 back	 into	 the	
community	to	respond	directly	to	local	needs.		

	
An	Australian	version	of	 the	BID	model	may	ultimately	work	well	 if	 the	 locations	become	
more	self‐organising	and	resourcing,	if	governments	play	an	enabling	role,	and	if	costs	and	
benefits	are	monitored	so	that	members	are	aware	of	the	value	generated.	Geographically,	
BIDs	are	best	suited	to	Australia’s	more	densely	populated	districts	with	 tight	boundaries	
that	are	easy	to	demarcate.121	
	

	

	 	



12.	 Crossrail,	London:	An	example	of	public‐private	infrastructure	financing	

THE	CROSSRAIL	EXPERIENCE	
	

 Innovative	financing	arrangements	involving	a	much	wider	set	of	contributions	from	
government,	business	and	taxpayers.	
	

 Significant	legacy	–	increased	confidence	in	using	mixed	funding	methods	to	fund	
future	infrastructure	projects.	

	
 Institutional	and	governance	changes	key	to	success:	

o Establishment	of	Greater	London	Authority	and	directly	elected	mayor	created	
champion	for	project	

o New	powers	delegated	to	mayor	expanded	funding	opportunities	
o Advocacy	by	businesses	and	business	groups	pressured	government	to	act.	

	
 Enhanced	cost	benefit	analysis	including	agglomeration	effects	critical	to	generating	

UK‐wide	demand	for	project.	
	

 Significant	impacts:	will	increase	London	rail	capacity	by	10	per	cent	and	bring	an	
additional	1.5	million	people	within	45	minutes’	commuting	distance	of	London’s	key	
business	districts.	

	
	
12.1	Context	–	Large‐scale	infrastructure	investment	in	London	and	the	UK		

Historically,	the	UK’s	centralised	finance	system	has	meant	that	London	has	generally	been	unable	to	
mount	large‐scale	infrastructure	projects	until	almost	all	the	funding	required	for	the	project	is	secured	
from	national	government.	This	ultimately	led	to	a	system	in	which	London	had	to	‘bid’	for	financial	
support	from	central	government	for	large	‘trophy’	projects,	such	as	the	Jubilee	Line	and	the	Olympic	
Games.	This,	in	turn,	meant	that	such	projects	could	only	be	mounted	one	at	a	time,	each	requiring	
extensive	case‐making	and	protracted	negotiations	and	lobbying	efforts.122		

In	recent	years,	 it	has	become	 increasingly	clear	 that	more	 imaginative	and	holistic	approaches	to	
funding	 are	 required.	 Rather	 than	 simply	 relying	 on	 100	 per	 cent	 state	 investment	 or	 private	
investment,	the	government	and	private	sector	are	devising	new	financial	models	that	can	deliver	
future	investment	projects	on	time	and	within	budget.123		

At	the	same	time,	there	has	been	a	shift	towards	identifying	more	clearly	who	is	likely	to	benefit	from	
new	 infrastructure	 projects,	 which	 has	 in	 turn	 allowed	 government	 to	 tap	 into	 a	 wider	 funding	
network.	The	best	example	of	this	shift	in	thinking	is	Crossrail.		

12.2	Overview	of	the	Crossrail	project	

The	 concept	 of	 Crossrail	 was	 first	 proposed	 in	 the	 late	 1940s,	 but	 it	 was	 only	 in	 2009	 that	
construction	on	the	project	finally	began.124	The	project,	which	is	set	to	become	operational	in	2018,	
is	 essentially	 London’s	 first	 cross‐city	 suburban	 rail	 link	 and	 will	 increase	 central	 London’s	 rail	
capacity	 by	 10	 per	 cent.	 Upon	 completion,	 Crossrail	 will	 run	 between	 Reading	 in	 the	 East	 and	
Shenfield	in	the	West,	along	a	118	kilometre	long	route	that	runs	through	central	London.125		



The	project	 itself	 involves	the	construction	of	two	new	21‐kilometre	long	tunnels	through	central	
London,	together	with	the	rebuilding	of	nine	stations	and	the	upgrading	of	a	further	28.126	Crossrail	
trains,	which	will	run	at	a	frequency	of	24‐per‐hour	in	each	direction	during	peak	times,	will	cut	the	
journey	 time	 from	Liverpool	 Street	 to	Heathrow	 from	55	 to	23	minutes,	 and	 from	Paddington	 to	
Canary	 Wharf	 from	 30	 to14	 minutes.127	 Crossrail	 will	 also	 reduce	 congestion	 and	 improve	
connectivity:	 because	 of	 the	 project,	 an	 additional	 1.5	 million	 people	 will	 be	 brought	 within	 45	
minutes’	commuting	distance	of	London’s	key	business	districts.128	

“Crossrail	 will	 help	 to	 develop	 London	 as	 a	 sustainable	 world	 city	 by	 reducing	 congestion	 and	
pollution	 for	 the	 benefit	 of	 Londoners,	 commuters	 and	 visitors.	 It	 will	 also	 link	 London	 more	
efficiently	into	the	European	and	global	transport	networks.”129	

Simon	Brooks,	Vice	President,	European	Investment	Bank,	2006‐2012	

The	Crossrail	project	will	be	delivered	and	managed	by	Crossrail	Ltd.,	a	wholly	owned	subsidiary	of	
Transport	for	London	 TfL ,	Greater	London’s	transport	authority.		

	

Crossrail	route	map

	

Source:	Network	Rail	 2017 	

12.3	Funding	arrangements	

The	total	cost	of	the	project	is	£14.8	billion	 AUD$26.2	billion .	Of	this,	£4.7	billion	 AUD$8.3	billion 	
is	to	be	funded	by	the	central	government.	The	national	taxpayers’	contribution	will	be	provided	in	
the	form	of	a	grant	from	the	Department	of	Transportation	 DfT 	of	£4.7	billion.130		

At	around	33	per	cent,	fare	revenues	also	account	for	a	significant	proportion	of	project	funding	 £4.9	
billion	or	AUD$8.7	billion .	Fare	revenues	will	help	to	fund	construction	costs	directly,	as	well	as	to	
repay	 a	 £1	billion	 AUD$1.8	billion 	 loan	 from	 the	European	 Investment	Bank	 and	 a	 £0.9	billion	
AUD$1.6	 billion 	 loan	 from	 the	 Public	Works	 Loan	 Board	 PWLB .131	 These	 revenues	 will	 also	
remunerate	Network	Rail	for	the	costs	that	it	will	incur	in	upgrading	its	existing	network	to	facilitate	
Crossrail	services.	 Inherent	risks	that	passenger	revenues	turn	out	 to	be	 lower	than	expected	 or	
operating	costs	turn	out	to	be	higher 	will	be	managed	by	the	fact	that	TfL	is	in	control	of	both	fare	
levels	and	operating	costs	and	can	vary	these	to	ensure	that	debt	is	serviced.132	



In	contrast	to	earlier	infrastructure	projects,	the	Crossrail	project	has	a	much	more	diversified	funding	
structure	 where	 residents	 and	 businesses	 who	 benefit	 pay	 accordingly.	 The	 result	 of	 the	 wider	
sources	is	a	more	stable	level	of	income	through	the	economic	cycle.133	

	
Breakdown	of	funding	for	Crossrail	 in	billions	of	pounds .		

	
Source:	The	Business	of	Cities	research,	based	on	publically	available	figures		

	

12.4	Policy	background:	How	did	the	Crossrail	funding	structure	come	to	be?	

In	1989,	the	Central	Rail	London	Study	identified	overcrowding	in	central	London	and	at	main	line	
terminus	interchange	stations	as	a	key	problem,	and	suggested	a	cross‐London	link	joining	existing	
suburban	lines	either	side	of	London	as	the	solution.134		

However,	throughout	the	1990s,	the	impetus	for	the	Crossrail	project	ground	to	a	halt.	This	was	a	
combination	of	several	related	factors:	

 The	high	capital	cost	of	the	project,	and	only	modest	potential	benefits	
 No	easy	resolution	of	the	funding	problem	
 No	clear	reason	for	a	large	public	subsidy	–	no	evidence	of	benefits	for	the	rest	of	the	UK	
 No	clear	champion	of	the	scheme	
 Several	policy	diversions,	including	the	privatisation	of	British	Rail.	

	
Beginning	in	the	late	1990s,	two	sets	of	factors	resulted	in	a	revival	of	the	impetus	for	the	project:	

 New,	more	effective	methods	of	economic	appraisal	
 New	institutions	and	governance	arrangements.	

	
Economic	appraisal	

In	1999,	a	massive	breakthrough	came	with	the	publishing	of	the	Standing	Advisory	Committee	on	
Trunk	 Road	 Appraisal	 SACTRA 	 report	 on	 transport	 and	 the	 economy.	 The	 report	 identified	
inadequacies	 in	 conventional	 cost‐benefit‐analysis	 methods.	 It	 highlighted	 in	 more	 detail	 the	



potential	 positive	 externalities	 from	 transport,	 including	 previously	 unaccounted‐for	 urban	
agglomeration	 benefits	 such	 as	 knowledge	 transfers	 and	 spillovers,	 matching,	 and	 the	 more	
productive	and	efficient	labour	markets	that	result	from	increased	effective	density.		

Once	agglomeration	benefits	were	included,	the	cost	benefit	ratio	of	the	project	increased,	from	1.9:1	
to	3.1:1.	This	helped	to	demonstrate	the	link	between	Crossrail	and	economic	growth,	showing	that	
the	 UK	 economy	 would	 stand	 to	 gain	 from	 the	 project.	 Moreover,	 new	 mapping	 techniques	
incorporating	agglomeration	effects	on	different	London	boroughs	provided	an	important	evidence	
base	for	implementing	a	business	rates	supplement	 BRS ,	a	key	part	of	the	project.135	

Institutions	and	governance	

Changes	to	governance	arrangements	were	also	fundamental	to	the	evolution	of	the	project.	In	2000,	
the	 establishment	 of	 the	Greater	 London	Authority	 provided	 a	 new	 elected	body	 responsible	 for	
planning,	headed	by	a	new	mayor	of	London.	As	a	result,	there	was	now	a	champion	for	the	project.	
In	 addition,	 new	 powers	 granted	 to	 the	mayor	 allowed	 for	 innovation	 in	 funding	 arrangements,	
including	an	ability	to	add	BRS	and	set	a	community	infrastructure	levy	 CIL .		

Other	changes	also	had	an	impact:		

 Pressure	by	businesses	and	business	groups	such	as	London	First	for	better	public	transport	
from	the	mid‐1990s	onwards	

 The	development	of	a	Strategic	Rail	Authority,	 that	provided	strategic	direction	for	a	now	
privatised	railway	network	

 A	joint	sponsor	board	to	align	interests	–	the	project	is	jointly	sponsored	by	the	DfT	and	TfL	
acting	 on	 direction	 of	 the	mayor,	 and	 so	 is	 of	 significance	 to	 both	 the	 national	 and	 local	
economy136	
	

12.5	The	legacy	of	Crossrail	

Crossrail	 has	 increased	 confidence	 in	 using	 mixed	 funding	 methods	 to	 fund	 future	 infrastructure	
projects.	Crossrail	2,	a	suburban	rail	line	from	north	east	to	south	west	London,	is	likely	to	follow	a	
similar	funding	scheme	to	Crossrail	1.	Recent	analyses	have	shown	that	it	may	be	possible	for	50	per	
cent	of	project	 funding	to	be	met	through	local	funding	sources,	although	this	would	require	new	
funding	sources,	such	as	tax	increment	financing	 TIF 	or	other	land	value	capture	mechanisms,	to	
be	levied	above	and	beyond	those	used	for	Crossrail	1.	Current	estimates	of	funding	for	this	project	
assume	that	passenger	fares,	CIL,	BRS	and	central	government	grants	will	all	form	part	of	the	package,	
much	the	same	as	for	Crossrail	1.137	

12.6	Lessons	for	Australian	cities	

The	challenge	for	Australian	cities:	

Our	consultation	has	highlighted	the	importance	for	Australia	to	improve	the	culture	of	trust,	
partnership	 and	 co‐investment	 between	 public	 and	 private	 sectors,	 and	 to	 rebuild	 public	
confidence	in	the	funding	models	for	large	infrastructure	projects.138	
	

Lessons:	

Very	 large‐scale	 infrastructure	 projects	 can	 become	 viable	 through	 contributions	 from	
government,	business	and	taxpayers.	



Reforms	to	create	bankable	citywide	institutions	and	authorities	with	the	ability	and	appetite	
to	adopt	new	financial	instruments	are	an	important	part	of	the	funding	equation.	

Enhanced	project	appraisal	and	improved	visualisation	of	benefits	is	especially	important	to	
demonstrate	the	impacts	regionally.	

	

	

	

	

	

	

	

	

	

	

	

	

	

	

	

	

	

	 	



13.	Miami:	Private	and	civic‐led	initiatives	targeting	economic	diversification	

THE	EXPERIENCE	OF	MIAMI	
	
 Business	combines	with	city	leadership	for	a	long‐term	program	of	diversification	

from	tourism	to	seven	globally‐traded	sectors.	
	

 Leadership	from	developers,	landowners	and	philanthropic	foundations	to	establish	
major	new	events,	anchors	and	districts	that	transformed	Miami	into	an	art	and	
culture	destination.	

	
 Business	and	academic	institutions	developed	a	talent	development	network	to	match	

needs	with	skills	and	increase	access	to	internships	and	apprenticeships.	
	

 Intensified	community‐wide	dialogue	around	the	future	growth	options	and	
sustainability	imperative	for	Miami.		

	
 Business	and	civic	engagement	within	context	of	stronger	regional	planning	and	

transport	tools	for	the	wider	South	East	Florida	region.	
	
	

13.1	Introduction	

Throughout	the	1960s	and	1970s,	Miami	experienced	rapid	population	growth,	fuelled	by	high	levels	
of	immigration,	primarily	from	Cuba.	But	by	the	late	1970s,	the	population	was	ageing,	and	the	city	
had	begun	to	witness	the	effects	of	long‐standing	social	and	racial	tensions.	In	1980,	violent	race	riots	
sparked	a	wave	of	violent	crime,	and	by	1982,	tourism	to	the	city	had	declined	by	10	per	cent.	As	
tourist	arrivals	continued	to	flatline,	and	crime	increasingly	targeted	international	visitors,	it	became	
clear	that	the	city’s	economic	model	had	become	over‐reliant	on	tourism	and	low‐value	entertainment.		

Beginning	in	the	1980s,	private	and	civic‐led	initiatives	rallied	to	reverse	the	city’s	economic	decline.	
The	primary	focus	of	these	efforts	was	economic	diversification.		

This	case	study	explains	this	process	private	and	civic‐sector	led	economic	diversification,	focusing	
on	three	distinct	cycles	of	activity:	

 First	cycle	 mid‐1980s	to2000 	
 Second	cycle	 2000	to2010 	
 Third	cycle	 2010‐ 		

	
13.2		 First	cycle	 Mid‐1980s	to	2000 :	Business	uniting	around	a	vision	for	diversified	Miami	

The	first	cycle	of	Miami’s	economic	diversification	involved	private	sector	and	civic	bodies	laying	the	
foundations	 for	 further	 diversification,	 encouraging	 exports	 and	 targeting	 specific	 industries	 for	
growth.		

Beginning	in	the	early	1980s,	the	Greater	Miami	Chamber	of	Commerce	assumed	an	important	role	
in	promoting	Miami	 as	 an	 international	 export	hub.	Over	 the	 course	of	 a	 decade,	 the	Chamber	of	
Commerce	influenced	American	Airlines	to	open	an	international	hub	at	Miami	International	Airport	
and	pioneered	a	cutting‐edge	program	model	for	the	export	of	professional	services	by	establishing	



an	 alliance	 of	 organisations	 in	 Florida	 and	 abroad.	 By	 the	 end	 of	 the	 decade,	 it	 became	 the	 first	
Chamber	in	the	United	States	to	receive	an	“E”	Star	Award	for	its	promotion	of	exports.	

In	 1996,	 the	 Chamber	 partnered	 with	 prominent	 businessman	 Jay	 Malina	 to	 launch	 the	 One	
Community	One	Goal	 OCOG 	initiative.	The	initiative	was	co‐led	by	Mayor	Alex	Penelas	and	private	
sector	leaders,	and	effectively	comprised	a	master	plan	and	implementation	process	for	job	creation	
throughout	 the	 region.	 It	 brought	 together	 42	 public	 and	 private	 partners	 and	 thousands	 of	
individuals,	academics	and	industry	leaders	to	identify	seven	industries	that	the	community	could	
invest	in	as	future	engines	of	prosperity:	

 Biomedical	
 Film	and	entertainment	
 Financial	services	
 Information	technology	
 Telecommunications	
 International	commerce	
 The	visitor	industry.	

	

Together,	these	activities	kickstarted	Miami’s	long	road	to	economic	diversification.		

13.3		 Second	cycle	 2000	to	2010 :	The	growth	of	art,	culture	and	creative	industries	

With	the	OCOG	initiative	established,	diversification	began	to	accelerate	further.		

In	 this	 cycle	 a	 key	 catalyst	 came	 in	 2002,	when	 a	private	 initiative	 led	Miami’s	main	Convention	
Centre,	located	13	kilometres	northeast	of	Downtown	Miami,	to	become	home	to	Art	Basel	Miami	
Beach	 ABMB ,	a	spin‐off	of	the	annual	art	fair	hosted	in	Basel,	Switzerland.	The	fair,	which	is	now	
the	 largest	contemporary	art	 fair	 in	 the	US,	 is	generally	 regarded	as	one	of	 the	key	catalysts	 that	
established	Miami	as	an	internationally‐recognised	art	destination.		

As	such,	the	launch	of	ABMB	effectively	signalled	the	beginning	of	a	secondary	cycle	of	diversification	
for	the	city,	based	around	strengthening	the	role	of	culture	and	the	creative	industries.	Indeed,	since	
the	 inaugural	 fair	 in	 2002,	 ABMB	 has	 stimulated	 cycles	 of	 culture‐led	 revitalisation	 and	
diversification	across	the	city	and	has	spawned	15	separate	satellite	art	fairs	in	Miami	Beach,	Little	
Haiti,	Wynwood	Arts	District	and	Miami	Design	District.		

The	ABMB	also	had	other,	 less	visible	 effects.	As	Miami’s	 art	 and	 cultural	 scene	 grew,	 so	 too	did	
initiatives	aimed	at	promoting	cultural	diversification.	In	this	cycle,	charitable	organisation	the	Knight	
Foundation	increasingly	sought	to	bring	Miamians	together	through	the	arts,	and	bestowed	grants	of	
millions	 of	 dollars	 to	 city	 communities	 annually.	 Knight	 Foundation	 funds	were	 instrumental	 in	
helping	to	nurture	individual	artists	and	organisations,	aiding	cultural	groups	to	adapt	to	changing	
trends	and	technologies,	and	amplifying	cultural	offerings.		

Private	developers	and	the	rise	of	Miami’s	creative	districts	
	
Seeing	 the	possibility	 to	 effect	 change	 in	a	 rapidly	 evolving	 city	 and	 spurred	by	 confidence	
generated	by	the	transformative	powers	of	ABMB,	an	entrepreneurial	and	visionary	group	of	
developers	 also	 committed	 to	 further	 strengthen	 the	 city’s	 cultural	 base.	 Efforts	 were	



particularly	concentrated	in	the	Wynwood	Arts	District	and	the	Miami	Design	District,	both	of	
which	are	examples	of	successful	cultural	districts	developed	through	strong	creative	vision.		
	
In	Wynwood,	developers	purchased	cheap	warehouse	space	 for	struggling	artists	unable	 to	
obtain	 gallery	 representation	 and	 worked	 to	 add	 to	 the	 vibrancy	 of	 the	 street	 scene	 by	
organising	walking	tours	and	publicly	accessible	art	projects.	This	saw	Wynwood	become	a	
creative	community	where	people	of	all	backgrounds	could	participate	–	as	creators,	users	or	
audiences.	In	2013,	Wynwood	became	a	business	improvement	district	representing	over	400	
property	owners.	The	BID	undertakes	services	relating	to	sanitation,	security	and	planning	to	
build	 the	 district’s	 reputation	 as	 a	 globally	 recognised	 centre	 for	 arts,	 culture,	 design	 and	
innovation.		
	
	

By	2010,	Miami‐Dade	County	had	more	than	1,000	non‐profit	cultural	organisations	and	thousands	
of	practicing	artists,	performers	and	arts	professionals.	The	arts	not	only	generated	US$920	million	
AUD$1.2	billion 	in	local	economic	impact,	but	also	attracted	international	attention,	with	thousands	
of	world‐class	cultural	events.		

But	the	lasting	effects	of	the	global	economic	crisis	continued	to	weigh	heavily	on	the	city,	creating	
new	incentives	for	a	further	round	of	diversification.		

13.4		 Third	cycle	 2010‐ 	

In	2010,	Miami‐Dade	County	leaders	revisited	the	One	Community	One	Goal	initiative,	and	in	2011,	
reinitiated	it	under	the	new	direction	and	leadership	of	The	Beacon	Council.		

The	Beacon	Council	
	
The	Miami‐Dade	Beacon	Council	is	Miami‐Dade	County’s	official	not‐for‐profit,	public‐private	
economic	development	partnership	that	focuses	on	job	creation	and	economic	growth.	Since	
its	founding	in	1985,	the	organisation	has	assisted	more	than	980	businesses	that	have	created	
more	 than	 65,000	 direct	 jobs	 and	 added	more	 than	 US$4	 billion	 AUD$5.2	 billion 	 in	 new	
capital	investments	county‐wide.	It	accomplishes	this	mission	by	marketing	Miami‐Dade	as	a	
world	class	business	location,	growing	local	firms	and	shaping	the	local	economy’s	future.	
	
The	 Beacon	 Council	 provides	 free,	 confidential	 and	 customised	 assistance	 to	 companies	
looking	 to	 expand	 or	 relocate.	 Assistance	 can	 include	 financing	 programs	 and	 assistance,	
permitting	and	regulatory	assistance,	and	market	research	information.	
	

In	2012,	the	five‐year	OCOG	plan	was	established	to	provide	strategic	recommendations	aimed	at	
growing	jobs	and	creating	long‐term	sustainable	economic	prosperity	in	Miami‐Dade	County.	One	of	
the	major	components	of	 the	plan	 is	 to	grow	seven	key	 target	 industries,	updated	 from	the	1996	
version,	to	help	diversify	the	economy:	

 Aviation	
 Banking	and	finance	
 Creative	design	
 Hospitality	and	tourism	
 Life	sciences	and	healthcare	



 Technology	
 Trade	and	logistics.	

	

A	 key	 underlying	 theme	 of	 the	 plan	 is	 education.	 The	 program	 not	 only	 focuses	 on	 attracting	
industries	with	the	highest	potential	for	creating	well‐paying	jobs,	but	also	on	working	with	educators	
to	develop	a	pipeline	of	qualified	workers.	To	help	Miami‐Dade	stand	out	as	a	talent	hub,	a	Talent	
Development	Network	 TDN 	was	established.	The	TDN	is	essentially	a	portal	that	gives	employers	
the	 ability	 to	 reach	 students	 at	 any	 of	 the	 seven	 local	 academic	 institutions	 at	 no	 cost	 and	 gives	
students	from	across	Miami‐Dade	access	to	high‐quality,	paid	internships.	

Like	the	previous	iteration	of	the	programme,	the	new	OCOG	initiative	is	a	community‐wide	effort	
that	 rallies	 top	 leaders	 from	 business,	 education	 and	 government.	 The	 Coordinating	 Council	 is	
comprised	of	private,	public	and	academic	leaders,	while	the	Academic	Leaders	Council	is	comprised	
of	presidents	of	local	universities	and	the	superintendents	of	Miami‐Dade	County	public	schools.	The	
role	of	politicians	is	generally	limited	–	two	of	the	three	co‐chairs	are	not	political	officials.		

The	newly	updated	OCOG	program	has	been	hugely	successful	in	spurring	diversification.	The	goal	of	
the	project	was	to	support	the	increase	of	employment	in	all	identified	industry	sectors	by	75,000	
jobs	over	five	years.	But	in	just	four	years,	the	OCOG	initiative	created	111,000	jobs.	Moreover,	jobs	
growth	 in	 all	 the	 target	 industries	 has	 increased	 by	 at	 least	 11	 per	 cent,	 and	 five	 of	 the	 target	
industries	 even	 exceeded	 15	 per	 cent	 job	 growth.	 Most	 impressive	 of	 all,	 the	 technology	 and	
innovation	industry	has	grown	at	a	rate	of	34	per	cent.		

In	 the	 current	 cycle	 of	 diversification,	 another	 important	 invention	has	 been	 the	Miami	Case	 –	 a	
community‐wide	dialogue	involving	hundreds	of	civic	leaders	seeking	to	improve	civic	engagement,	
education	and	economic	development.	In	2011,	the	Center	for	Leadership	at	Florida	International	
University	initiated	a	project	to	explore	in‐depth	the	issues	facing	Miami.	The	project,	which	became	
known	as	the	Miami	Case,	sparked	an	unprecedented	series	of	summits	attended	by	a	broad‐cross	
section	of	 the	 community	 that	 sought	 to	 identify	 the	 roadblocks	 inhibiting	 the	 city’s	potential	 for	
growth.	

13.5		 Lessons	for	Australian	cities	

The	challenge	for	Australian	cities:	

Leadership	to	diversify	Australian	city	economies,	and	vigilance	to	raise	their	positions	in	the	
value	chains	of	globally	traded	sectors,	is	an	ongoing	challenge,	as	the	benchmarking	in	paper	
2	highlighted.	
	

Lessons:	

Private	and	civic‐led	efforts	can	successfully	lead	the	transition	of	an	economy	once	based	
almost	 exclusively	 around	 real	 estate	 and	 tourism,	 into	 one	 now	 well	 known	 for	 its	
technology	 and	 entrepreneurial	 credentials	 and	 capable	 of	 attracting	 highly	 educated	
millennials.	

These	efforts	can	take	many	forms	depending	on	what	is	required:	raising	awareness	about	
future	growth,	concentrating	efforts	in	specific	anchors	and	districts,	matching	talent	needs	



with	 skills	 systems,	 establishing	 major	 new	 industry	 events,	 and	 providing	 a	 forum	 for	
regional	debate	and	action,	are	applicable	to	the	Australian	context.	
	
Business	and	civic	engagement	can	be	even	more	effective	in	these	roles	within	a	context	of	
ongoing	regional	reform	and	improved	planning	and	transport	tools.	

		

		

	

	

	

	

	

	

	

	

	

	 	



14.	 Review	

The	case	studies	reviewed	here	all	highlight	the	potential	 for	 innovation	and	improvement	to	the	
toolkit	 that	 cities	 possess.	What	works	 for	 these	 cities	 always	depends	 on	 their	 own	 special	 and	
unique	 context.	 Solutions	 and	pathways	 that	work	 in	 one	place	 cannot	be	 ‘copied	 and	pasted’	 to	
another.	

The	purpose	of	these	illustrative	examples	is	not	to	encourage	Australian	cities	to	imitate	what	has	
happened	 elsewhere.	 Rather	Australia	 and	 its	 states	 and	 cities	 should	 develop	 their	 own	 unique	
approach,	using	the	 inspiration	and	confidence	that	comes	 from	 international	practice.	Australian	
cities	need	tools	that	are	appropriate	to	the	Australian	system	but	should	be	bold	in	considering	the	
many	examples	of	promise	and	success	occurring	elsewhere.	Learning	 from	the	rest	of	 the	world	
about	what	tools	work	and	what	do	not	will	play	a	key	part	in	Australia’s	urban	future.	

Several	common	lessons	and	observations	for	Australia	arise	from	these	cases:	

 These	12	examples	 show	a	high	 level	of	 ambition	and	 innovation	 relative	 to	 the	previous	
status	quo	in	these	cities	and	nations.	This	should	be	an	inspiration	to	Australia.	It	 is	very	
important	to	create	an	environment	to	see	what	it	is	possible.	This	should	not	involve	making	
huge	bets	or	gambles,	but	continually	testing	and	improving	the	toolkit	for	cities.	
	

 Innovation	of	these	kinds	tend	to	work	when	there	is	a	reasonably	high	degree	of	bilateral	
and	nonpartisan	commitment	to	forging	these	tools.	
	

 A	 higher	 trust	 equilibrium	 between	 public	 and	 private	 sector	 will	 be	 necessary,	 where	
experimentation,	sharing	costs	and	benefits	all	deepen	mutuality.	
	

 There	are	preconditions	 to	make	these	kinds	of	urban	toolkit	 innovations	work.	 It	will	be	
necessary	to	clearly	set	out	why	it	is	they	are	needed;	and	to	engage	citizens	and	overcome	
scepticism	about	urban	management	and	metro	development.	Finally,	the	media	need	to	be	
onside	and	curious	about	possibilities.	
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