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Walk on Moreland
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The Secretary
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Parliament House, Spring Street
EAST MELBOURNE VIC 3002
Submission from Walk on Moreland.
Inquiry into the Increase in Victoria’s Road Toll.
Thank you for the opportunity to make a submission to the Inquiry into the Increase in Victoria’s
Road Toll.
Walk on Moreland is a group of citizens in the municipality of Moreland in Melbourne’s north. We
have come together to lobby governments at all levels to improve the safety of walking, particularly
in our municipality.
Our submission deals primarily with reducing pedestrian fatalities. We argue that reducing
pedestrian fatalities should be a priority. Unlike those of vehicle occupants, pedestrian fatalities are
not declining – indeed they jumped sharply in 2019. In our municipality of Moreland, over half of
road fatalities are pedestrians, and we have one of the highest per capita pedestrian fatality rate in
Melbourne – nearly twice the Victorian average.
Our submission is divided into three sections:
1. We explain why there needs to be a higher priority put on improving pedestrian safety.
2. We use our municipality of Moreland as a case study to examine what makes some areas so
unsafe for pedestrians.
3. We list some possible solutions.
This submission has been written in consultation with Moreland pedestrian safety advocates. The
authors are:
●
●

Carmel Boyce,
Andrea Bunting,

and
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1. Why focus on pedestrians?
1.1.

Walking has broad societal benefits

Walking is the healthiest, most accessible, cheapest and most environmentally benign form of
transport available within an integrated transport system.
Walking routinely has been found to enhance mood and reduce depression, improve outcomes for
all lifestyle diseases, and reduce the likelihood of dementia and all major public health concerns.
Consequently, walking daily for periods of between 30-60 minutes is recommended for all ages in
the Australia's Physical Activity and Sedentary Behaviour Guidelines.1
Walking has been found to promote other pro-social outcomes such as social inclusion,
neighbourhood conviviality, liveability and community safety.2
Walking is an important mode of active transport which is available to all ages and to all populations
of most abilities. Where walking is not possible, those in prams, wheelchairs and other mobility
devices make use of walking infrastructure wherever it is appropriate and comfortable.
Walking occurs at the beginning and end of every public transport trip, but is the least counted
mode of transport.3
Walking is the predominant form of self-propelling transport for those younger than 18 years and for
older people no longer able to drive.
Walking is also the active transport mode in which participants are most vulnerable to impact by
other road users, and users of other transport modes including other active transport modes.
Walkers in urban areas are always pedestrians.

1.2 Concerns about pedestrian safety are discouraging walking
It is likely that people, particularly vulnerable groups, would walk more if they perceived it to be
safer. There is significant evidence that lack of traffic safety is a barrier to walking.
Not all population groups are equal. Some vulnerable pedestrians are more impacted by concerns
about safety than others, with age and gender being important factors. Children walk to and from
school; older people walk in the built environment including to shops and parks;4 women tend to
walk more than men for recreation. The population who most relies on walking for transport are
also the most vulnerable pedestrians, while the least vulnerable and most resilient population of
walkers are middle aged males.
Various studies have noted that concerns about traffic safety are discouraging people from walking.

1

See https://www1.health.gov.au/internet/main/publishing.nsf/Content/health-pubhlth-strateg-phys-act-guidelines

2

Arup & Victoria Walks, ‘The economic case for investment in walking’, http://www.victoriawalks.org.au/Assets/Files/The-EconomicCase-for-Investment-in-Walking-FINAL.pdf
3

Ibid.

4

For local evidence, see Garrard’s studies on walking for older people
https://www.google.com/search?client=safari&rls=en&q=garrard+walking+and+older+people&ie=UTF-8&oe=UTF-8. For evidence about
walking for recreation see for instance, Winters, M., Barnes, R., Venners, S. et al. Older adults’ outdoor walking and the built environment:
does income matter? BMC Public Health 15, 876 (2015). https://doi.org/10.1186/s12889-015-2224-1 or for a local equivalent see
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Victoria Walks’ study of older Australians looked at various barriers to walking: 39% identified
“drivers failing to give way to pedestrians when they are supposed to” as a key barrier; and 39%
cited “bicycle riders on shared walking and cycling paths”. This suggests that the popular strategy of
putting walkers and cyclists on the same path is very problematic for seniors.5
Children are nowadays far less likely to walk to school than in previous decades, with about twothirds of children now driven to school. This adversely impacts children’s health. A recent literature
review found parental concerns about traffic safety to be a major barrier.6
More examples were found in community engagement conducted by the Moreland City Council in
2018. They found that safety concerns were the biggest barrier to walking. The main specific barriers
to walking were:
●
●
●
●
●
●

no crossing facilities (the number one barrier)
too long to wait to cross at signal
limited time to cross at signal
cars ignoring traffic signals
speeding traffic
cars blocking footpath.

We argue that environments that impose barriers to walking make these environments less safe for
all road users but particularly for vulnerable road users.
We argue it is a simple equation: Better pedestrian environments = Increased pedestrian comfort =
More pedestrians = Better modelling of pedestrian behaviours encouraging less resilient pedestrians
= More inclusive community = Better overall and personal health outcomes = More interesting
environments = Slower speed environments = Fewer pedestrian deaths and serious injuries.

1.3 Pedestrians not reaping benefits of road toll reductions
Over the past decade, Victorian road fatalities have declined by on average 4 per year, though 2019
showed a significant jump. But declines are not being seen across all road user groups. For some
road users, fatality numbers are increasing.
Here we consider road fatality data for Metropolitan Melbourne and rural Victoria. The pattern of
road user fatalities differ for the two groups; however, both show a disturbing picture for
pedestrians.

1.3.1 Metropolitan Melbourne
In Melbourne, 25% of road fatalities are pedestrians (2010-19; TAC data). This is despite pedestrians
spending very little of their time actually on the road.
The road toll in Melbourne has declined due to fewer drivers and passengers being killed.
Meanwhile, the road toll for vulnerable road users (pedestrians, cyclists and motorcyclists) has
increased. Indeed, for the past 4 years, fatalities of vulnerable road users have been higher than
those of vehicle occupants.

5

http://www.victoriawalks.org.au/Assets/Files/FINALSeniorsFullReport.pdf

6

https://www.dpti.sa.gov.au/ data/assets/pdf file/0004/513508/Walking riding or driving to schoolwhat influences parents decision making-Literature Review .pdf
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Figure 1 compares road deaths for vulnerable road users (pedestrians, motorcyclists and cyclists)
and vehicle users (drivers and passengers) in Metropolitan Melbourne. Assuming a linear trend:
●
●

Deaths of vehicles users are decreasing by 2.2 / year. The trends for both drivers and
passengers show a decline.
Deaths of vulnerable road users are increasing by 0.7 per year. The trends for both cyclists
and motorcyclists show an increase, while the pedestrian trend is flat.

So in terms of road deaths, Melbourne’s roads have become safer for vehicle occupants and more
hazardous for vulnerable road users.

Figure 1: Metropolitan Melbourne. Annual road deaths for vehicle occupants (drivers and passengers) versus vulnerable
road users (pedestrians, motorcyclists and cyclists). Source: TAC data

1.3.2 Rural Victoria
In rural Victoria, vehicle occupants still make up the majority of fatalities. However, data from 2019
reveals a disturbing jump in the proportion of vulnerable road user fatalities. In particular:
●
●
●

Pedestrian fatalities in 2019 were 78% higher than the 2010-18 average.
The last time pedestrian fatalities were this high was in 2008.
Cyclist fatalities in 2019 were 74% higher than the 2010-18 average.

Compared with Melbourne pedestrians, rural Victorian pedestrians are now over 50% more likely to
die on the road (per capita), despite being less likely to use walking as a transport mode.
Figure 2 compares road deaths for pedestrians and cyclists with those for vehicle users (drivers and
passengers) in rural Victoria. Motorcyclist deaths are omitted, as unlike Melbourne, these are
declining. Two main features are:
●
●

While vehicle occupant fatalities jumped from 2018 to 2019, the number of fatalities in 2019
continues the overall declining trend.
Pedestrian and cyclist fatalities jumped significantly in 2019.

We recognise that rural Victorians are far more likely to be road victims than Melbourne residents.
However, we are concerned that media reporting has focused on the 2018 to 2019 jump in vehicle
occupant fatalities and called for greater spending on roads.7 The more than threefold increase in
pedestrian fatalities has received little attention.

7

https://www.theage.com.au/national/victoria/sharp-rise-in-rural-road-toll-sparks-pleas-to-fix-dangerous-roads-20191231-p53lse.htm
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Figure 2: Rural Victoria. Annual road deaths for vehicle occupants (drivers and passengers) versus pedestrians and cyclists.
Source: TAC data

1.4 Serious injury toll also needs addressing
We submit that the road death toll is but one measure.
There are far more people impacted by road trauma sustaining ‘serious injuries’ than there are road
fatalities. For example, in our municipality of Moreland in 2018, according to TAC data there was 1
pedestrian death and 42 pedestrians seriously injured (requiring hospitalisation). The average ratio
over the past decade has been 19 serious injuries for every death.
Once seriously injured people live with the prospect of life-long injury, life-limiting injury, chronic
pain and fear of repeat injury from other forms of transport if they are able to continue walking at
all. Moreover, research has found that about 22% of road trauma victims suffer post-traumatic
stress disorder.8
People sustaining serious injuries as a result of road trauma are most often impacted through no
fault of their own. As the most vulnerable road users, pedestrians should be afforded the highest
possible protections, in accordance with the principles of the Transport Integration Act, 2010.9

1.5 The broader impact of pedestrian deaths and serious injuries
We submit that every pedestrian death and serious injury is more than the sum of its parts.
Although the cost of each pedestrian death and serious injury is calculable in human and financial
terms of age, income, education, rehabilitation, hospitalisation as well as life years lost, or life years
living with a disability, the impacts are broader than those one can reasonably count.
On average, for every pedestrian death in Moreland there have been 19 serious injuries. Pedestrian
deaths and serious injuries have a long tail impact on the community in terms of life-long and life-

8

See https://www.ncbi.nlm.nih.gov/pmc/articles/PMC5779792/

9

See Objectives, s.8 which promotes Social and Economic Inclusion ‘The transport system should provide a means by which persons can
access social and economic opportunities to support individual and community wellbeing including by—(a) minimising barriers to access
so that so far as is possible the transport system is available to as many persons as wish to use it; and s.13 Health and Safety and Wellbeing
s.13 (1) The transport system should be safe and support health and wellbeing.s.13 (2) (c) ‘promote forms of transport and the use of
forms of energy which have the greatest benefit for, and least negative impact on, health and wellbeing’.
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limiting behaviour changes which might well prevent a person from ever being a comfortable
pedestrian again.
For every pedestrian death or serious injury there is broader circle of impact, on those who
witnessed the incident, the partner and family of those killed or seriously injured, their work
colleagues, friends and neighbours, and even on those who read about the incident on social and
print media.
Each pedestrian death and serious injury tells everyone in the broader circle of impact that walking
is less safe than it was before. It provides a cautionary message to walk shorter distances, walk less
frequently, walk more cautiously, walk less at night, and wherever possible to substitute walking
journeys for journeys in individual motorised transport.
By corollary every pedestrian death and serious injury makes neighbourhoods less inclusive, less
convivial, less liveable and less safe.
We submit that every pedestrian death or serious injury is another nail in the coffin of public health,
and sustainable and active transport.

1.6 Promoting walking has a wide range of benefits. Not providing for
pedestrian safety comes with significant community costs
There is a whole range of evidence collected from across the world on the beneficial impact of
pedestrians, particularly to a local economy. The proposition was initially tested in 2005/6 in
Melbourne as a social experiment by the City of Port Phillip to the Acland Street Traders, St Kilda.
Traders initially didn’t want car parking removed from Acland Street but found that customers who
shopped most often and purchased more items had walked in from the local area.
The benefits of walking to the local economy were published in support of good walking
environment design in ‘Paved with Gold. The real value of good street design’.10 This study found
that “good street design contributes both individual economic benefits and public value. It shows
that investment in design quality brings quantifiable financial returns to proximate householders and
shopkeepers and that people value improvements to their streets.”
Since this time a number of other studies have tested the premise that walkers return a significantly
higher rate of economic benefit to the local economy than those using any other form of transport.
All studies on the local economic benefits of walking across the world have found in favour of
pedestrians in comparison to any other transport form.
Among these is a local report ‘The economic case for investment in walking’11 which consolidates
other evidence from Victoria and Australia, where available, and otherwise from across the world
including that:
●
●
●

Walking for recreation is the most popular form of physical activity.
In the context of gender inequality, where women’s participation in organised sport is
comparatively limited, a larger proportion of women participate in walking than men.
Walking promotes better health outcomes:
○ Participating in walking can reduce the impact of obesity in Australians of all ages.

10

Commission for Architecture and the Built Environment, 2007,
https://www.designcouncil.org.uk/sites/default/files/asset/document/paved-with-gold 1.pdf
11

Arup, for Victoria Walks (2018) http://www.victoriawalks.org.au/Assets/Files/Arup-economic-case-for-walking Final.pdf
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○

●

●

●

●

If everyone participated in 15 minutes of walking a day, 5 days a week, the disease
burden from physical inactivity would reduce by about 13%.
○ Walking is a low-impact activity that can address mobility constraints associated
with other physical activities.
○ Cardio-vascular exercise gained through walking can improve endurance, reduce
breathlessness and fatigue, assisting people in maintaining functional independence.
Walking for both transport and leisure is positively associated with a sense of community for
everyone, but particularly for those housebound, older people, and those less able and more
likely to be socially isolated:
○ With 2,000 vehicles per day residents were more likely to have three times more
friends as compared to an area with 16,000 vehicles per day
○ Walkable environments facilitate people without other forms of transport to live
independent and social lives.
○ Walking promotes social connections and provides opportunities for socialising and
meeting new people.
○ A walkable community, where people live close to transport options, shops and
community activities can assist in the maintenance of an active and social lifestyle.
Walking improves both the perceived and actual levels of safety in communities.
○ Walking creates a sense of passive surveillance preventing crime. When there is a
sufficient number of people on the street and walkways perceptions of safety and
confidence within communities improve, particularly after dark.
○ Investing in a walkable environment can dramatically decrease the number of traffic
related pedestrian injuries and deaths.
○ Walking improves connections between genders, generations and ethnicities.
○ Walking can create opportunity for people who experience social disadvantage.
Walking has a significant number of environmental benefits:
○ An increase in walking results in a reduction in vehicle emissions and improvement
in air quality.
○ When people walk for transport instead of drive, energy consumption of nonrenewable fuels can be minimised. (Cars typically contribute about one third of a
household’s carbon emissions.) There are also economic benefits: reducing car
usage results in average savings of 15 cents per vehicle kilometre, and 30 cents per
vehicle kilometre in urban peak conditions
Walking has economic benefits:
○ Design interventions in walking environments can increase the number of people
using local shops by up to 40% and retail rents by 20%.
○ Investing in better walking infrastructure can provide a higher return than other
transport projects such as rail and road.
○ Evidence from 20 different studies has suggested that the benefit cost ratio of
walking interventions is 13:1, that is, $13 of benefit for every $1 of expenditure.

The cost of not supporting walking environments, i.e. discouraging pedestrians, achieves the
opposite of identified benefits above:
●

Lower rates of physical activity; increasingly fewer women participating in physical activity
and worsening health outcomes for women; increasing rates of obesity; and higher levels of
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●
●
●

●
●

mobility impairment, particularly for older women who are already the vast majority of
holders of disability parking permits.12
More socially isolated people and a less connected community, particularly for those not
engaged in the workforce, resulting in higher levels of mental illness.
More carbon emissions.
Increasing levels of air pollution, and associated increased mortality and morbidity. It has
been estimated that air pollution particularly from vehicles results in about 3000 deaths
annually in Australia.13 This is nearly triple the road toll.
More pedestrian deaths.
Worsening local economic outcomes for smaller local retailers, as it leads to a preference for
big box retailers with significant provision of car parking

2. Case study: Moreland, where most
fatalities are pedestrians
We use our own municipality of Moreland as a case study, as this illustrates how driver convenience
is prioritised over pedestrian safety, even when pedestrians make up the majority of road fatalities,
and the pedestrian death rate is much higher than the Victorian average.

Figure 3: Road fatalities in Moreland, 2010-19. TAC data

In Moreland, 54% (19/35) of road deaths were pedestrians (2010-19). Over half were aged 70 and
over; with most pedestrian deaths occurring in 60 km/h zones.
Over the past 10 years, Moreland has been the second worst municipality for pedestrian deaths (per
head of population). Our pedestrian death rate is nearly double the Victorian rate.
There are several locations where multiple deaths have occurred in this period. These are near
corner of Moreland and Nicholson Streets in Coburg; Pascoe Vale Road at the Glenroy shops, and
near the corner of Bell Street and Sydney Road. Little has been done to address these dangerous

12

See Boyce and Psaras (2017), Gathering the Evidence, https://old.mvcc.vic.gov.au/-/media/Files/Parking-and-transport/Improvingaccessible-parking/GatheringtheEvidenceAccessibleParking.ashx?la=en
13

https://soe.environment.gov.au/theme/ambient-air-quality/topic/2016/health-impacts-air-pollution
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Demonstrably the increase in density of dwellings and proximity to increasingly fast and efficient
public transport has not forced modal shift. Although Brunswick is well serviced by public transport15
(notwithstanding the poorly serviced Upfield train line), approximately a third of residents still drove
to work (31.7%16), while fewer took public transport (tram or trains combined total 25.6%17), and an
even smaller number participated in active transport (walking only and cycling combined 16.8%18).
Fewer households have no cars (21.4%) than have two or more cars per household (26.6%)19.
This has resulted in a number of outcomes both visible to the naked eye and experienced by
pedestrians in Moreland every day:
●
●

●
●

●

An increasing number of cars on the road every day, and particularly on weekends.
Cars trying to rat-run without impediment including down narrow inner urban streets, which
had been the most comfortable walking environments for pedestrians. This has been greatly
exacerbated by navigations apps (e.g. Waze and Google Maps) sending drivers through local
streets.
No significant or visible pedestrian interventions in the local environment for over 20 years.
A disproportionate spend within the local government budget allocated to unsegregated
roadscapes rather than a more thoughtful distribution catering to all transport modes and
particularly to supporting more walking more safely more often by more people. In that
context what has been done does not support pedestrian safety and amenity including:
○ Seats installed immediately abutting fast moving, polluting and increasingly diesel
fuelled car fleet on arterial roads, without supportive amenity (shade or lighting).
Some seats are installed or on slopes so they cannot support people with prams or
wheelchairs.
○ Pram ramps scattered across the landmass that are not compliant with AS.1428 (The
Australian Standard: Design for Access and Mobility).
○ An inability to treat laneways in a manner that supports walking. In contrast, Port
Phillip and Yarra have managed to re-lay bluestone so that it is accessible and
continues to provide both a heritage and environmental service. This has not been
done in Moreland.
○ Pedestrian streetscapes that are unlit or have dim lighting; whereas street lighting is
concentrated on the road carriage in a context where cars already have lights.
○ Tram stops that are unlit, whereas roadscapes are lit,
○ A number of very public attacks on women walking or undertaking physical activity
in Sydney Road and Lygon Street pedestrian precincts.
Increasingly congested and contested environments. For instance:
○ People trying to buy groceries on their way home may be required to cross between
shops on different sides of the road without pedestrian supportive treatments (in
particular, no proximate pedestrian lights in the context of fast moving traffic and
high pedestrian volume peaks in increasingly dense environments) and fast moving
through traffic unused to urban living and urban pedestrian behaviours.

15

3 proximate train stops to the city, 2 tram lines to the city and east west buses servicing Fairfield to Moonee Ponds, two dedicated bike
routes along the Merri Creek valley and train line
16

Census, Basic Community Profile, Brunswick, Australian Bureau of Statistics 2016

17

Census, Basic Community Profile, Brunswick, Australian Bureau of Statistics 2016

18

Census, Basic Community Profile, Brunswick, Australian Bureau of Statistics 2016

19

Census, Basic Community Profile, Brunswick, Australian Bureau of Statistics 2016
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○

○

○

Pedestrians shopping at newly built shops, or in popular institutional settings where
no amenity has been provided to cross the road. Nicholson Street, Coburg just north
of Moreland Rd is an example of this. After a pedestrian was killed in 2016, and local
residents lobbied intensely, pedestrian lights were finally installed in 2019.
In some cases, the amenity provided was installed based on road warrants issued
more than 50 years ago and no longer reflects the pedestrian needs today. For
example:
■ Some crossing points are now located in the wrong spot for current land
uses and popular pedestrian routes.
■ People often cross roads to catch trams, in the context where the tram is
visible 200m+ away, and yet pedestrian and traffic lights respond to car flow
and tram speed rather than to those intending to catch the tram. Vehicle
speed is thus prioritised over public transport use. This results in risky
crossing behaviours by pedestrians and potential public transport users.
■ Many shopping strips have now become dining precincts. People often cross
roads, for example to buy drinks or go to a restaurant, often in the evening
when there is no daylight. Many people cross midblock because lights are
only provided at the end of each major block at a distance of more than 300
metres. Pedestrian lights need to be at intervals of 200 m in such precincts.
Children trying to cycle to school, or adults cycling to work often have to use fairly
circuitous routes to avoid dangerous and fast moving traffic or riding in
unsegregated or unprotected environments. This occurs in the context where ratrunning is rife. This has two impacts: cyclists ride unsafely on major roads and
straight routes; or they riding on footpaths, many of which are in poor condition and
are too narrow. This discourages use by vulnerable pedestrians, particularly seniors.

We could continue with a far broader range of illustrative examples from our direct experience to
ensure you better understand residents’ current predicament, but we submit that the pedestrian
death and serious injury data says it all. Sydney Road and Lygon Streets are major car and active
transport corridors as well as pedestrian shopping precincts both through Brunswick, and
immediately abutting the Brunswick suburb.
Figure 5 shows the VicRoads crash statistics for pedestrians in Moreland. It shows that Sydney Road
and Lygon / Holmes / Nicholson Streets have a high number of pedestrian crashes. These are
popular shopping and dining precincts. The Glenroy shopping precinct also has a high number of
crashes.
What might not be obvious but should be, is that earlier application, and better and more thoughtful
policies applied to pedestrian treatments might have saved lives and people from the ongoing and
long tail impact of serious injury. We submit that policies to support pedestrians that promote
increasingly local and healthy active transport behaviours should be cognisant of the lifestyles of
residents locally rather than being solely aimed at moving cars efficiently through a place.
We argue that the installation of clearways has encouraged higher traffic volumes attracting traffic
to shopping precincts that might otherwise travel on Citylink. We argue the Clearway policy acts as a
significant barrier to pedestrians walking or shopping as well as to vulnerable people using public
transport in these environments. We argue that VicRoads data on the correlation between higher
road speeds, traffic volumes and the increasing likelihood of death and serious injury should be
sufficient evidence for the State to act to mitigate the risk of death and serious injury in these
environments.
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Rather than installing clearways to support car passage only, a more humanistic choice would be to
better support the pedestrians crossing the road in a lower speed context and at more frequent
intervals in inner urban shopping and dining strips. We argue this would also be a choice better
fitting the State Planning Policy Framework and the Transport Integration Act objectives, as well as
one which is more consistent with the notion of a 20-minute city, and more likely to be effective in
reducing greenhouse emissions and improving local air quality while saving lives.
We posit the view that many of the transport interventions in the past decade have been designed
to improve traffic flow at the expense of pedestrians. We note that approximately a third of
pedestrians impacted in the last five years in Moreland have been killed or seriously injured, most of
them within this contested space. We argue the resultant death and injury toll has risen as a result,
and is far too high a toll for any local population to bear without immediate intervention.
Further, we argue the impact on people directly and indirectly impacted is one of the significant
reasons that modal shift has not occurred to the extent desired, to support better environmental,
liveable, convivial or healthy gender inclusive community outcomes.

Figure 5: Map of VicRoads Crash statistics for Moreland (2014 -2019). Injury data is incomplete for 2019. Sydney Rd, and
Lygon / Holmes / Nicholson St run north-south. Bell St runs east-west.
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3. Possible Solutions
We argue that traffic planning places a higher priority on vehicle speed and convenience than it
does on pedestrian speed, convenience and safety.
Our proposed solutions below address the current imbalance.

3.1 Human Rights - Right to Life & Equality Considerations
Both the right to life and the right to Freedom of movement are protected under the Charter of
Human Rights and Responsibilities (2006). What this means in reality in respect of the contested
uses for roads and streets is unclear.
It is timely to consider the implications of these rights in the context of pedestrian deaths and
serious injuries, and road user and road making decision making. In particular we need
consideration of how or, more perhaps importantly, whether the current system prioritises the
rights of more vulnerable pedestrians in comparison to more resilient road users using other
transport modes.
We argue that it would be appropriate for each major road project to be subject to an Equality
Impact Assessments that seeks to balance and mitigate the rights to life and freedom of movement
of all classes of road users. This would not be an unusual measure, but one adopted in the UK in
assessment of any project that pits the rights of one class of people with recognised human rights
against another.20
We argue there are a number of recognised models that could be adopted, including ‘Equity
focussed health impact assessment’,21 a tool which has global recognition.22 Adoption of this tool, or
a model similar to this tool would be appropriate in the context of an existing obligation for
municipalities and the State to undertake Health Impact Assessments as a precautionary measure
under the Victorian Public Health and Well-Being Act (2008).
We submit that guidance should be issued to support any Equality Impact Assessment Process, akin
to the guidance offered by the Office of the Victorian Information Commissioner on the
development of a Privacy Impact Assessment.23

3.2 Planning
3.2.1 Providing design guidance for contested environments
For some reason and in some but not all municipal contexts, urban design treatments have been
confined to public spaces, i.e. parks and gardens or plazas but not to road design.
At the same time we acknowledge the excellent and unique solutions that municipalities including
Melbourne, Port Phillip, and Yarra have been working to implement over the past few decades. We
20

See http://www.euro.who.int/en/health-topics/health-determinants/social-determinants/activities/putting-a-social-determinants-ofhealth-focus-into-public-health/health-equity-impact-assessment
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See for instance
https://cphce.unsw.edu.au/sites/default/files/news file attachments/Equity%20Focused%20Health%20Impact%20Assessment%20%20Role%20of%20the%20Health%20System%20in%20Reducing%20Health%20Inequity.pdf
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See http://www.euro.who.int/en/health-topics/health-determinants/social-determinants/activities/putting-a-social-determinants-ofhealth-focus-into-public-health/health-equity-impact-assessment
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See https://ovic.vic.gov.au/privacy/for-agencies/privacy-impact-assessments/
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argue these provide good examples of best practice in an active transport supportive 21st century
city. We understand these pedestrian supportive solutions provide excellent examples are worthy of
broader understanding and replication in similar environments. Good road design should be
encouraged in other localities across Victoria.
We argue that although engineers might be highly skilled at specifying speeds and loads and widths
and tarmac conditions, until most recently they have had only very limited training in what is
understood as ‘good design’ for pedestrians. This is an educational legacy issue that is most
particularly evident in local government. Stable local government workforces have resulted in long
term employment for traffic engineers, for many without the benefit of refresher training, or the
experience of other practices in other environments to support changing conditions. We argue that
this situation requires urgent State intervention.
We argue that just as DEWLP has issued guidance on safe and inclusive design, it should also be the
body that sets design standards for multi-modal and contested environments. It is our view that
DEWLP clearly has responsibility for oversight in contested environments. Relying on the
implementation of planning and design objectives by traffic engineers with a completely different
skills set and potentially competing objectives is at least ambitious, potentially highly problematic
and costly in human and budget terms. Pedestrians are unlikely to be the beneficiaries in such a
context.
Having a more consistent approach across municipalities might lead to drivers being able to read and
understand similar contexts in similar environments and act accordingly.

3.2.2 Coordinated integrated planning
Although the Transport Integration Act provides legislative guidance on integrated land use and
transport planning, it is our view that the reality is that road authorities continue to lead road
decision making with limited consultation with communities and Councils.
We submit this is the function of the road authority often being given planning decision making as
the ‘responsible authority’, the road authorities having control of road budget, tight project time
frames, and an aversion to talking to and working with communities. It is also a function of
consultation between road designers and builders consulting with municipal traffic engineers rather
than planners in the early stages. Where communities are at the table we would argue it is often too
late to influence poor outcomes.
We submit that the current set of relationships do not reflect ‘coordinated integrated planning’ but
are more akin to the bullying intervention of a controlling relative in a dysfunctional family.
We argue that the nature of planning and consultation in the Integrated Transport Act should be
codified to ensure that local planners and local communities have the capacity to influence road
outcomes, and thus feel heard and safer on the roads they have to cross in the course of daily life.

3.2.3 Inverting the Road Warrants System
Currently there is a system for installing signalised pedestrian treatments on major traffic
thoroughfares and shopping precincts.
We understand permission for installation must be based on an equation which considers the
volume and speed of traffic, road surface distance, the distance between other pedestrian
treatments and the distance to related signalised intersections. However, its application in place is
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subject to a confusing multitude of technical guidance manuals.24 If the general public are confused
by this exhaustive and iterative guidance, it is difficult for community members to have effective
input into these matters.
That aside, it is our view the logic for installing pedestrian treatments should more properly relate to
pedestrian uses rather than car speed and volume and should be struck in the following descending
order, according to the following:
●
●
●
●

the nature of the destination on the other side of the road (tram stop, school, community
centre, swimming pool, library, university, shopping and dining precinct, etc);
the number of pedestrians likely to cross to the other side during peak times;
the distance (200m or more) to the next crossing point; and finally
the volume and speed of traffic.

We argue that providing a pedestrian treatment is always a preferable option to encouraging
unprotected mid-block crossings in busy and contested environments. We note that such
interventions might be appropriately installed now according to VicRoads guidance.25 The most likely
victims of midblock crossing accidents are older people shopping in the middle of the day who are
less likely to be able to walk fast out of danger, and less likely to be able to easily walk the distance
to the next set of pedestrian lights.
We argue that inverting the current criteria in the warrant system would better reflect the objectives
of the Transport Integration Act, and better protect the lives of vulnerable road users and the long
term viability and liveability of strip shopping centres and activity centres in metropolitan
Melbourne.

3.2.4 Increase powers of Local Government
We suggest that power should be returned to local councils for decisions regarding Councilcontrolled roads. Currently many decisions require dealing with the state Department of Transport.
This is reportedly costly, and hindering ready introduction of traffic management that would make
roads safer. Examples include road closures on minor roads and the installation of non-signalised
pedestrian crossings on minor roads

3.3 Road Management Measures
3.3.1 Discouraging through traffic in shopping precincts
In our municipality of Moreland, many pedestrian deaths and injuries occur in shopping and dining
strips. Many vehicles who use these roads are not locals; rather they are driving through them to a
subsequent destination. During peak hour, through drivers are actively encouraged to drive along
these shopping strips because they become clearway zones. This is despite the availability of more
suitable roads, such as Citylink.

24

See for instance: Vicroads Supplement to AS1742.2:2009 Edition 1 Revision 2 December 2017 and Vicroads, Traffic Engineering Manual
Volume 3 – Additional Network Standards & Guidelines , Guidance on Treating Pedestrian and Turning Vehicle Conflicts at Signalised
Intersections Edition 1, December 2016 and VicRoads Supplement to the Austroads Guide to Road Design
Part 4 – Intersections & Crossings - General, and Traffic Engineering Manual Volume 3 – Additional Network Standards & Guidelines
Guidance on Bicycle and Pedestrian Treatments at Roundabouts Edition 1, December 2016 and Supplement to Austroads Guide to
Traffic Management Part 6: Intersections, Interchanges and Crossings (2013) OCTOBER 2015 and Supplement to AS 1742.10:2009
Manual of uniform traffic control devices Part 10: Pedestrian control and protection, OCTOBER 2015
25

Supplement to Austroads Guide to Traffic Management, Part 6: Intersections, Interchanges and Crossings (2013) OCTOBER 2015
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High volumes of through traffic make it more hazardous for pedestrians, and for people alighting
trams. Clearways disadvantage local traders. Clearway times coincide with times of large number of
pedestrian movements.
We argue that the use of more suitable proximate roads i.e Citylink in Moreland’s context should be
encouraged and that the use of Clearways designed for increased speed in contested environments
during the morning and evening peaks i.e. Sydney Road, Lygon / Holmes / Nicholson Streets should
be discouraged.
The high number of vehicles using these north-south roads, is undoubtedly exacerbated by the poor
service on the Upfield rail line, which runs north-south close to Sydney Road. There are only three to
four trains scheduled per hour, and cancellations are frequent. Consequently, many commuters
avoid using the train, adding to the vehicle burden.
We submit that in general, increased rail frequency has the effect of encouraging more public
transport use by more people more often. We argue that poor service on the Upfield rail line cannot
easily be disentangled from the road toll as it is a factor which encourages increased car usage.

3.3.2 Reducing speeds in suburban streets and shopping precincts to 30 km/h
The Victorian government’s Towards Zero Strategy notes that 30 km/h is the impact speed above
which pedestrian deaths and serious injury escalate.26
The reduction of vehicle speeds to 30 km/h in suburban streets and shopping precincts and other
pedestrian areas is a simple measure that could drastically reduce pedestrian road trauma. Yet
progress on this is far too slow.
We understand progress currently depends on local Councils agreeing to the objective and then
developing and endorsing Local Area Traffic Management Plans (LATMs) for every area that changed
traffic conditions, including 30km/h speed zones, are applied to. This is an expensive and time
consuming process. For instance, the City of Moonee Valley dedicates one transport engineer to
undertake two LATMs per year, a scenario which must be replicated in every municipality to
incrementally adopt reduced speed zones across the landmass. So far only Yarra has trialled 30km/h
zone. We note that Moreland is considering a trial. However historically, and even in the
development of recent strategic plans in respect of traffic calming and pedestrian supportive
amenity, Moreland is an example of a Council that tends to over-promise and under-deliver.
Residents should not have to depend on local Councils to introduce this initiative slowly over time.
Pedestrians should have an equal right to safety in every municipality not just those municipalities
which opt in. We argue the lower speed limit in pedestrian areas could be rolled out by the State
Government across the state of Victoria by declaration.
We submit the 30 km/h speed limit is common in European cities and New Zealand. That VIctoria,
otherwise be a leader in road safety, has not introduced this initiative suggests that pedestrian lives
are less valued than driver convenience.
We argue that as well as reduced speed limits, municipalities should be encouraged to roll out traffic
calming measures in low volume low speed streets to deter drivers from speeding and deter vehicles
from using these streets. We argue such measures could support multiple agendas: greening

26

https://www.towardszero.vic.gov.au/ data/assets/pdf file/0010/183556/STU 0206 RS STRATEGY 2016 web.pdf
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suburban streets; providing urban tree cover and shade; mitigating the urban heat island effect,
making pedestrian movements more comfortable; and reducing traffic speed and frequency.

3.3.3 Simple Design Interventions
In the Economic Case for Walking,27 Arup argues that some simple urban design interventions would
promote and reinforce pro-pedestrian behaviours including:
●
●
●
●

Raised pedestrian crossings at intersections and roundabouts
Kerb extensions and median refuges at pedestrian crossings
Increased pedestrian crossing time at traffic lights and pedestrian user friendly intelligent
crossings
Removal of obstacles along the footpath (such as phone booths or parking ticket machines).

We note there are many existing streetscapes guidance manuals produced to enhance the
pedestrian experience including Healthy by Design28 and Age’N’Dem, Age and Dementia Friendly
Streetscapes Toolkit29 which have been designed to promote active transport and pro-pedestrian
conditions in streetscapes in Victoria.
We submit such interventions should be considered as part of designing more supportive
environments for pedestrians, to increase pedestrian comfort and to protect pedestrians from
serious injury and death in contested environments.

3.3.4 Recognising pedestrians as an integral part of the transport system
We argue that pedestrian and intersection light sequencing currently prioritises continuous tram,
bike and car travel. We acknowledge this has the benefit of minimising journey times for those who
drive or ride in traffic or who have already managed to catch the tram.
In our view this also results in long delays between engaging with the crossing lights and the lights
changing to red facilitating catching the tram. We argue this is a particular issue in environments
where trams are less frequently scheduled. The combination of factors can result in people waiting
on one side of the road for their tram, only to watch the tram leaving from the stop on the other
side, even if they have arrived minutes earlier in sufficient time to cross the road safely, had the
lights changed in time.
We argue that for many people the delay in crossing will result in pedestrians being inconvenienced,
for instance late for work or other appointments. We argue that a long delay for pedestrian lights to
change coupled with a long lead time between trams can encourage risky behaviour and result in
pedestrians intending to catch the tram running across the red light.
We submit that it is currently technically possible to schedule pedestrian light sequencing to support
people catching trams. We submit that pedestrian priority treatment should be prioritised to
minimise the risk of road deaths and serious injuries in contested environments.

3.3.5 Decreasing response time, increasing walk time at signalised pedestrian crossings
We argue that for someone to be able to cross the road safely and with the lights or signals
provided, there are a number of preconditions: the lights have to be placed in a logical place for
27

See Victoria Walks (2018) http://www.victoriawalks.org.au/Assets/Files/Arup-economic-case-for-walking Final.pdf

28

https://www.heartfoundation.org.au/programs/healthy-by-design-victoria

29

http://universaldesignaustralia.net.au/wp-content/uploads/2016/09/Age-Dementia-friendly-spaces-MVCC-Report-final.pdf
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someone walking, they have to be visible, they have to operate in a timely fashion and they have to
allow sufficient time for vulnerable road users to cross the road.
We submit that generally, signalised pedestrian crossings allow pedestrians to walk only for a short
amount of time and only when it is convenient for vehicles. This means that pedestrians can wait a
long time and face significant journey delays for the walk signal. It can also result in them being
stranded mid crossing as the lights change too quickly. This happens particularly to older
pedestrians, who tend to have slower walking speeds.
We argue this encourages risky behaviour by pedestrians. Further, it sends a clear message that
pedestrians’ time is regarded as lower in priority than vehicle drivers’ time.
We submit that for roads to read as supportive environments for pedestrians they need to operate
in a timely and responsive way. We understand a number of studies on Green Man crossing times
have been funded and supported by VicRoads and VicHealth, including comparisons between
physically fit males and slower walking children and older adults.
We submit that it is now timely for the knowledge gathered in these studies to be routinely
implemented, and perhaps informed by best practice from other places including Singapore.30

3.3.6 Increasing frequency of Pedestrian crossings
We argue that the criteria for the installation of marked (unsignalised, or zebra) pedestrian crossings
and signalised pedestrian crossings needs to change to give higher priority to pedestrian
convenience. The lack of pedestrian crossings has been identified in Moreland as the main barrier to
walking.
We are concerned that the current criteria for installing pedestrian crossings are not stringent
enough and that there is inadequate collection of data to verify if the condition has been met.
The VicRoads manual states the criteria for considering the installation of a pedestrian crossing with
flashing lights: “where, for any one hour of an average weekday, the following apply: The number of
pedestrians crossing within 20 m of the proposed site exceeds 60 persons per hour [each older
person, person with a disability and unaccompanied child of primary school age counting as two];
and the number of vehicles per hour which pedestrians have to cross in one bound exceeds 500.”
For a signalised crossing, the requirement is for the number of pedestrians to exceed 100. Another
criteria is “Where crash records indicate that two or more pedestrian casualty crashes have occurred
in the last 3 years.”
There criteria are inadequate for several reasons:
●

●

30

The criterion of 2 or more pedestrian casualty crashes over 3 years is far too weak. We
propose this should be extended to at least 10 years. Moreover, any location where even
one pedestrian has been seriously injured or killed requires consideration.
The lack of crossings is the main impediment to walking. Rather than considering pedestrian
numbers, consideration should be given to where pedestrians would want to cross, if safe to
do so. This means more crossings at bus and tram stops, shopping areas, and other
identified areas where pedestrians are likely to cross.

See for instance https://www.ahtc.sg/green-man-by-lta/
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We have no evidence of sufficient data on pedestrian movements being collected to identify such
locations needing a crossing. Our experience is that pedestrian crossings are installed only after
intense lobbying by local residents.

3.3.7 Installing missing legs in pedestrian crossings at intersections including Tintersections
We argue that for the purposes of car convenience or cost many road intersections are incomplete
and have not had missing sections completed over time. These signalised T-intersections have a
missing pedestrian crossing on one leg. Examples of this treatment at include:
●
●

Plenty Road and Grimshaw Street, Watsonia
Corner of Freeman and Hoddle Streets, Richmond

In Brunswick, there are several examples:
●
●
●

Stranger St and Brunswick Rd
Grantham St and Dawson St
Blyth St and Sydney Rd

This makes crossing more inconvenient for pedestrians and encourages pedestrians to take
unreasonable risks just to cross the road. It also sends a clear message that pedestrians are given a
low priority.
We submit that as traffic lights are already installed, the cost of completing the intersection and
adding the missing leg should be relatively small and that simple solutions such as completing
existing intersections should be prioritised to support better more comfortable pedestrian
behaviour.

3.3.8 Removing road corner splays that support left turning car movements against the
lights
Many roads have had corner which compromised to support easier faster left turning traffic. We
understand they are called road splays and were introduced in the 1950s to better accommodate a
car friendly city.
We note that these splays always make road crossing more complex as they:
●
●
●
●
●

increase the crossing distance
remove the direct line of sight
increase the potential travel speed of the turning vehicle
promote continuous movement of cars, rather than a stop, look, go pattern which would
normally occur at any turn
increase the potential for conflict / accidents with merging traffic

We submit that the single measure of removing corner splays would reduce multiple potential
conflicts with pedestrians and merging traffic and would significantly reduce the number of
pedestrians featuring as deaths and serious injuries in the road toll.

3.3.9 Removing signalling conflicts for turning drivers at signalised intersections
Analysis by Victoria Walks shows that about half of pedestrian crashes occur at an intersection,
typically with drivers turning left or right.
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At many signalised intersections, drivers are permitted to turn left or right when pedestrians have
the green walk signal. Too frequently, drivers do not give way to pedestrians. In particular, drivers
turning right are looking for breaks in oncoming traffic. Too frequently, they do not see the
pedestrian, or drive through where the pedestrian is crossing. A following car turning right often
doesn’t even see the pedestrian.
This danger can be greatly reduced if drivers were to face a red turning arrow when pedestrians are
crossing. This means a separate light sequence for turning vehicles.

3.3.10 Separating pedestrian and cycling infrastructure
Both cyclists and pedestrians are vulnerable road users. To reduce the danger to cyclists, there has a
tendency to combine walking and cycling paths. This deters many pedestrians, especially seniors and
those with young children. from using such paths. We note that cyclists are required to give way to
pedestrians on these paths, but our experience in Moreland is that many cyclists flout this law.
We note that cyclists aged 13 and under, plus others accompanying them, are permitted to ride on
footpaths. The Bicycle Network is pushing for all cyclists to be permitted to ride on footpaths. This
needs to be resisted. Many older pedestrians consider cyclists riding on their footpaths to be a
deterrent to walking.31
Expecting pedestrians and cyclists to share the same infrastructure rather than providing separate
infrastructure for each is a symptom of the broader problem – the convenience of drivers is
regarded as a higher priority than the safety and convenience of vulnerable road users.

3.4 Public Education Measures
3.4.1 Promoting the pedestrian experience
In the ‘Economic Case for Walking’32 Arup argues that to achieve broad scale conversion of vehicle
trips to walking, behaviour change programs are required to address real or perceived barriers to
walking. Arup argues these barriers commonly include concerns about personal safety, time
pressures, accommodating complex personal routines and multiple destinations and overcoming
ingrained habits.
We submit that any consideration of the road toll should include the circumstances of pedestrians as
the most vulnerable road users, and as a group who currently featuring more prominently in the toll
in respect of deaths and serious injuries.
We submit, like Arup, there is a public benefit in bringing to the public’s attention the multiple
benefits walking might have in a community, including health, economic, environmental, air quality,
and supporting others to walk more.

3.4.2 Education campaigns
One of the most misunderstood road rules is that drivers must give way to pedestrians when
turning.33

31

http://www.victoriawalks.org.au/news/1637

32

See Victoria Walks (2018) http://www.victoriawalks.org.au/Assets/Files/Arup-economic-case-for-walking Final.pdf

33

https://roadsafety.transport.nsw.gov.au/downloads/top-10-misunderstood-road-rules.pdf
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For older pedestrians, failure of vehicles to give way is a major cause of pedestrian crashes. Victoria
Walks found that failure to give way was implicated in at least 42% of crashes at unsignalised
intersections and 72% of crashes at signalised intersections.34
Police communication, however, focuses mainly on the victims rather than the perpetrators. For
example, the Victorian police provide a list of pedestrians should do or not do to remain safe.35
What we need is an education campaign to remind drivers of this law.

3.4.3 Enforcement of road safety laws that safeguard pedestrians
Mobile phones
Drivers using mobile phones are a danger to pedestrians. We understand that the state government
is considering tougher penalties. However, a crucial issue is how these drivers are detected. Unless
drivers face a reasonable chance of being detected and penalised, these offences will continue. NSW
is rolling out mobile phone detection cameras, and Victoria is introducing a trial. We suggest that
these be rolled out quickly. We also note that that EPA encourages people to report cars that litter
or pollute, with photo and video evidence encouraged. We suggest that a similar scheme could be
used to report on drivers using mobile phones.
Drivers failing to give way
As far as we know, the law requiring drivers to give way to pedestrians is rarely enforced. It should
be possible to cameras at high-risk signalised intersections to detect this. Currently cameras are only
used to detect speed and red light offences.
Drivers not stopping for alighting tram passengers
Drivers are required to stop for alighting tram passengers. However, many don’t. We suggest that
external cameras be installed on trams, and these be used to detect and penalise drivers who fail to
stop.

3.5 Funding
3.5.1 Disparity between funding for driver safety versus pedestrian safety
Significant amounts of funds are allocated for initiatives to reduce deaths of drivers and passengers.
For example, the upgrade of the Western Highway costing around $650 million has been justified in
part by a reduction in road deaths. Yet pedestrian campaigners struggle for small amounts of funds
to fix areas that are both uncomfortable and dangerous for pedestrians.
We understand that this disparity arises from the connection between road deaths and funds being
allocated to road ‘black spots’ where deaths have occurred.
We argue that the measure we understand is being used in one populous and fast growing
municipality36 is that they will intervene after more than one pedestrian fatality in the same spot and
conditions over a five-year period. No account is made of the pedestrian near misses, serious injuries

34

http://www.victoriawalks.org.au/Assets/Files/Final SRDOP V1.1 low res.pdf

35

https://www.police.vic.gov.au/pedestrians-and-cyclists

36

City of Hume
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or the crossing being plain scary and avoided by vulnerable pedestrians because they don’t feel safe
in the environment.
We argue that cars in similar conditions have the opportunity to take another route or rat run taking
a few extra minutes here or there. We acknowledge that pedestrians are the most vulnerable road
users. Further we argue pedestrians are rarely in the position of not having to take the most
proximate route to cross the road.
It is our submission that pedestrians should not have to die before an assessment of pedestrian
comfort and safety is made in a contested environment to support more walking for longer more
often.
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