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1. Introduction 

This submission concentrates on the transport aspects of the draft infrastructure strategy.  

Comments are made by draft recommendation.  Additional recommendations are made later.  

This submission’s general thrust is to encourage a shift to more sustainable transport modes while 

meeting the community’s need for more efficient, affordable and better connected transport.   

In the last few years we’ve concentrated heavily on what could be called ‘big infrastructure’. Service 

has been left to wither. It has been underappreciated by both the state government and its 

Department of Transport. It’s also been downplayed by recent Infrastructure Victoria reports, which 

tend to ask ‘How much?’ more often than ‘How useful?’ when it comes to network priorities.    

This submission thus advocates a swing to service in public and active transport. This means a simpler, 

more direct and more connected network with less waiting. The latter also improves asset utilisation, 

particularly during off-peak times.  

My starting point is that ‘the customer is always right’. That is, with few exceptions, most people are 

pragmatists and will use whichever mode is most convenient. If public and active transport is not as 

used as it should then that indicates it is an inferior choice because it is less developed than it should 

be for many trips people make.  

I also support taking a more integrated network view. Again on this the Department of Transport has 

not lately been very active, with it continuing to preside over (for example) bus routes every 22 

minutes that fail to meet trains every 20 minutes. Recent Infrastructure Victoria papers have also not 

fully understood how various modes fit together. This has resulted in recommendations (such as on 

differential mode pricing) that assumes that people can readily substitute bus for train travel, when in 

fact they would not be able to in an efficient network where buses feed rather than parallel trains.   

Finally this submission recognises the important (but underappreciated) role of walking as transport. 

Accordingly it proposes some large scale walking connectivity improvements across Melbourne as 

additional recommendations.  

  



 

 

 

2. Comments on selected draft recommendations 

 

Draft Recommendation Comment 

17. Prepare for increasingly automated vehicle 
fleets Immediately begin updating transport 
regulations to allow automated vehicle 
operation on the road network. In the next 10 
years, upgrade roads and communications 
infrastructure to help facilitate increasingly 
connected and automated vehicles, particularly 
for private and government fleets. Develop 
policy, business case and land use planning 
guidance to maximise the benefits of 
automated vehicles. 

This recommendation assumes that automated 
vehicle fleets are (i) a good thing, (ii) will 
happen and (iii) will start with road-based 
vehicles.  
 
Automation of private vehicle fleets, especially 
if accompanied by lower per kilometre running 
costs such as through electric propulsion, may 
promote a blow-out in their use compared to 
now. This means that negative externalities of 
driving in many areas such as congestion, 
inefficient road space usage, parking, more 
difficult active transport, buses stuck in traffic 
and road accidents could be worse than now.   
 
The automation of private vehicles outside a 
closed environment should neither be accepted 
as necessarily beneficial or an inevitability.   
 
On the other hand there may be substantial 
cost savings associated with automated public 
transport systems on their own ‘closed system’ 
rights of way. Such automation can reduce 
labour costs and enable high frequency service 
throughout the day. This is good for public 
transport connectivity and modal shift. 
Technical challenges are also less with 
‘driverless metros’ now established technology.  
 
This recommendation should be rewritten with 
a view to prioritising easier to implement 
automated public transport networks. This 
could include rail, tram and bus corridor 
upgrades to facilitate this. Such upgrades could 
have wider benefits and lessen the negative 
externalities of private motoring.   

18. Facilitate integration of public transport 
with new mobility services In the next five 
years, develop open access ticketing platforms 
to facilitate integration of public transport 
modes with new mobility services, 
incorporating better data sharing and 
collection. Remove public transport contract 
barriers to integration. 

This has been over-hyped. There are marginal 
passenger benefits in this, except for real time 
information that can be delivered by other 
means. The main beneficiaries may be 
‘transport brokerage’ or ‘middlemen’ 
enterprises and app developers who would 
take user commissions without reinvesting into 
basic infrastructure and service.  
 



 

 

IV needs to understand that the quality of 
choices and the service available is more 
important than pricing when influencing 
behaviour. IV’s obsession with pricing is a 
shortcoming of this and other of its publications 
when in reality other factors are more 
influential.  
 
‘Integration with other modes’ is a poor claim 
when IV recommends elsewhere the weakening 
of public transport’s integration with itself by 
fragmenting fare pricing by mode. This is ill-
advised for reasons explained later.    
 
This recommendation should be dropped.  

19. Incorporate personal mobility devices in 
regulation In the next two years, incorporate 
nationally consistent rules for personal mobility 
devices in Victorian legislation, develop a 
standard and statewide regulatory framework 
for shared mobility schemes, and update 
existing active transport design standards to 
better accommodate devices. 

Personal mobility devices potentially fill a gap 
between active transport and driving. Provision 
for them should be made at low or no cost with 
road and storage space taken from private 
vehicles.  
 
However, especially given our ageing 
population, sharing with walking should be 
resisted due to the difficulties of mixing a wide 
variety of speeds and physical abilities (eg 3-5 
km/h vs 20 km/h).    

20. Transform road network operations for all 
current and future modes In the next five years, 
integrate management systems for different 
road-based transport modes. Allow for real-
time management and communication, and 
prepare roads for emerging transport 
technologies. 

This recommendation has potential for 
advances in efficiency. Priority should be given 
to moving people rather than vehicles, for 
example by increasing space for space efficient 
modes such as cycling and bus.  

33. Publish Victoria’s transport plan 
Immediately develop and publish Victoria’s 
integrated transport plan. Require transport 
and land use plans to align with each other. 

Support.  
 
It is essential that the plan include service-
based goals for public transport based on the 
fundamentals of network coverage, frequency 
and operating hours. These goals could be as 
follows:  
 
A ‘Frequent Network’ comprising trunk rail, all 
tram and premium direct bus services with 
services every 10 minutes or better at least 
during the day 7 days per week and no less 
frequent than every 20 minutes at night.  
 
A ‘Useful Network’ comprising branch train and 
connector bus service every 20 minutes or 
better between 6am and 9pm with some 
service until midnight 7 days per week within 



 

 

800 metres of 80% of Melbourne’s residents 
and on selected major corridors in regional 
centres.  
 
A ‘Minimum Standards Network’ comprising 
coverage-style service every 60 minutes or 
better until 9pm within 400 metres of 90% of 
the population in Melbourne and major 
regional centres.  
 
As well the plan should provide for a funded 
service upgrade program to reform and 
integrate routes and timetables across the 
network with focus on (a) high density areas, 
(b) major employment hubs, (c) areas with high 
social needs), (d) established areas in need of 
network reform and (e) growth areas.  
  

34. Review Victoria’s infrastructure 
contribution system to cover gaps In the next 
two years, review Victoria’s many 
infrastructure contributions schemes to create 
a consistent and efficient system that 
contributes to local and Victorian Government 
infrastructure costs. A revised infrastructure 
contribution system can apply more broadly, 
including in established suburbs, growth areas, 
peri-urban areas, and regional cities. 

Reform here is needed as the current system 
does not serve the early introduction of 
efficient bus networks in growth areas well.  
 
It is particularly important that new routes are 
introduced as part of a revised network rather 
than layered over existing unchanged routes as 
has been common. Also new routes need to 
connect into major centres even if they are 
outside the growth area.  

38. Partner with local governments to fund 
pedestrian infrastructure Partner with local 
government to fund pedestrian infrastructure 
upgrades to connect people to priority places, 
including central Melbourne, the Monash 
National Employment and Innovation Cluster, 
other activity centres and railway stations. 

Support.  
 
Extend definition of priority places to include 
new, more responsive and upgraded pedestrian 
crossings at major bus-bus interchange points 
and busy stops on tram and major bus routes.   
 
 

41. Reallocate road space to priority transport 
modes Immediately begin delivering road space 
reallocation initiatives to assist with COVID-19 
recovery, including projects to better support 
and enforce priority movement through streets 
and places. Adopt a 5-year target for delivery of 
further road space allocation initatives. 
Legislate for faster, simpler, and more 
consultative road space reallocation in 
government decision-making. 

Support.  
 
Extend to include time as well as space. Eg 
reduced pedestrian waiting times at 
intersections by shortening light cycles and 
automatic walk phases at more crossings.   

42. Redesign tram routes In the next 10 years, 
redesign tram routes, including short shuttle 
routes, and reserve land for future tram 
depots, for more capacity in fast growing inner 
Melbourne areas. 

Support.  
 
Specify a frequency upgrade to deliver a 
maximum 10 minute wait on all tram routes 7 
days per week.  



 

 

44. Plan for public transport accessibility, 
including tram stop upgrades Release a new 
Accessible Public Transport Action Plan within 
one year and fund public transport accessibility 
upgrades, including priority tram stops, to 
achieve the legislated 2032 accessibility targets. 

Support.  

45. Adopt peak and off-peak public transport 
fares Introduce permanent peak and off-peak 
fares on public transport and discontinue 
payment options that undermine their demand 
management effects. 

Support off-peak fares but must be integrated 
with the same discounts and fare levels across 
modes.  

46. Price each public transport mode differently 
Immediately introduce different fares on each 
public transport mode to reflect their different 
costs and benefits and to encourage their best 
use. 

Strongly oppose.  
 
IV’s stance on this is based on a fundamental 
misunderstanding of the role of each mode and 
the need for them to weave together to form a 
simple, efficient and non-duplicative network.  
 
IV assume that buses, trams and trains parallel 
each other, go to the same places and can 
readily be substituted for one another. This is 
partly true for less developed duplicative style 
networks like found in Adelaide and Brisbane 
but false for the superior more versatile web-
like networks found in Melbourne and Perth 
(where most buses run perpendicular to trains 
and trams).  
 
Pricing bus trips cheaper would create pressure 
to run buses parallel to trains and trams and, in 
the few cases duplication exists, intensify 
potential community opposition to reformed 
bus networks (another recommendation).  
Neither is efficient network design, where the 
best approach is for buses to feed rather than 
parallel trains to form a coherent network. IV 
apparently doesn’t grasp the higher operational 
expenses and reduced ability for non-CBD 
travel that a duplicative network would mean.  
 
Also, as mentioned before IV is obsessed with 
‘pricing signals’ as a driver of behaviour when, 
in the case of bus usage, service quality is king.  
 
In addition, many low income people do use 
trains, especially off-peak. IV’s wish to use 
pricing to force them onto slower and inferior 
bus services makes trains less cost-effective 
and reduces the patronage gains that would 
otherwise occur from boosting trains to a turn-
up-and-go ten minute or better off-peak 7 day 



 

 

frequency.  
 
Delete recommendation. Replace with a 
recommendation reaffirming support for 
integrated fares across all modes. Reduced 
fares can still be achieved with off-peak pricing 
or perhaps a lower fare for shorter trips (which 
should however be integrated across all modes 
and permit free transfers).  

47. Abolish the free tram zone Immediately 
abolish the free tram zone to improve safety 
and access for those who need it most. 

Strongly support. The ‘free’ tram zone is a drag 
on the efficiency, speed and accessibility of the 
tram network.    

49. Appoint an independent transport pricing 
adviser Immediately appoint an independent 
body to advise on and monitor transport prices. 

Strongly opposed.  
 
IV is known to favour NSW’s IPART model but 
this has been a failure, especially with regard to 
fare integration between modes.    
 
The best model for public transport governance 
is where there is a public transport authority 
responsible for planning, service levels, 
contract management, information, marketing, 
fares and ticketing (though operations can be 
contracted out to private operators). Such a 
model has run successfully in Perth. Splitting 
fares off from this would weaken this model. 
 
Melbourne got the closest to it with Public 
Transport Victoria during which time there was 
significant innovation in bus network reform 
(which has slowed under the current 
Department of Transport).  
 
Fares should remain united with public 
transport service planning as there are 
relationships between the two. Hence it should 
remain with the Department of Transport, and 
not be hived off to (yet another) authority that 
makes it harder to know who does what.  

50. Increase and extend the Melbourne 
Congestion Levy on parking In the next two 
years, review the Melbourne Congestion Levy 
on parking to increase its value, expand the 
properties it applies to, and cover a wider area 
including Richmond, South Yarra, Windsor and 
Prahran. Consider applying a similar levy to 
other highly congested parts of Melbourne 
which have good public transport alternatives. 

Support.  

51. Incorporate congestion pricing for all new 
metropolitan freeways Apply congestion 

Support. Also consider adding to existing main 
roads, especially those with trams and key bus 



 

 

reducing tolls to all new metropolitan freeways, 
including the North East Link. 

routes to encourage modal shift (in conjunction 
with frequency and speed upgrades).   

52. Trial full-scale congestion pricing in inner 
Melbourne In the next five years, trial full-scale 
congestion pricing in inner Melbourne. 

Support.  

53. Trial demand-responsive pricing on parking 
in inner Melbourne Trial demand-responsive 
pricing on street and council-controlled parking 
in inner Melbourne in the next five years. 

Support.  

54. Price parking at major public transport 
hubs, all train stations and park-and-rides In the 
next five years, introduce pricing of parking at 
major public transport hubs, followed by all 
train stations and park-andrides, to help 
encourage using public and active transport for 
access. 

Support. However, IV’s love of pricing to effect 
behaviour change won’t be sufficient on its 
own. Also need prioritised walking and cycling 
upgrades and simplified and more frequent bus 
networks (including 10 minute peak 
frequencies on key routes).  

60. Expand the legislated definition of critical 
infrastructure and improve information flows 
Immediately consider expanding the Victorian 
definition of critical infrastructure beyond 
energy, water and transport. Expand 
information sharing capabilities across and 
beyond critical infrastructure sectors. 

Support. Maintaining train, tram and bus 
passengers need to be considered at least of 
equal importance to maintaining traffic flow.  

61. Incorporate lessons of emergency reviews 
Incorporate and act on emergency 
management and infrastructure resilience 
recommendations from current bushfire and 
pandemic inquiries and other reviews 
underway. 

Support. The train system (in particular) is too 
fragile and needs to be made more robust.  

62. Reshape the metropolitan bus network By 
2025, reshape the metropolitan bus network in 
Melbourne’s north-west and south-east in time 
for the opening of the Melbourne Metro 
tunnel, including by delivering premium bus 
services that offer increased frequency and 
faster travel times. In the next 10 years, 
continue these reforms elsewhere, including 
revising the coverage standard and using more 
flexible bus services in lower demand areas. 

Generally support. One of the strategy’s most 
important recommendations.  
 
There is currently a 30 to 40 year backlog of 
reform due to ministers that have favoured 
infrastructure over service and limited 
appreciation within the Department of 
Transport hierarchy as to the importance of 
better buses for the majority of the population 
remote from trains or trams. Internal advocacy 
has been weak or ineffective and it has been 
much easier to get government funding for 
major infrastructure projects than improved 
off-peak frequencies or bus network reform.  
 
Other areas away from the Metro Tunnel 
should also have reshaped bus networks, 
particularly the complex network in the 
Manningham/Nillumbik/Banyule/Darebin area 
(around the North-East Link) along with growth 
areas to the north and outer south-east.  



 

 

Changes can be done in phases with some 
brought forward to 2023. While bus services 
are generally under-resourced, there are some 
areas (eg around Brighton, Warrandyte, 
Nillumbik) where service is duplicative and/or 
excessive. Reductions here would allow some 
low cost upgrades on routes whose usage 
would deserve them.  
 
A tiered bus network as advocated is 
supported. However it needs publicly defined 
frequency and span standards. These could be 
as follows:  
 
Premium: Every 10 min 7 days  
Connector: Every 20 min 7 days 
Neighbourhood: Every 30 – 60 min 7 days  
 
Premium and connector routes could operate 
until midnight, 7 nights, with neighbourhood 
routes until 9pm, as per current minimum 
standards. After 9pm frequencies may be lower 
than specified but would never be worse than 
20 minutes for premium routes or 40 min for 
connector routes. Some neighbourhood routes 
would have 10 to 20 minute peak frequencies 
where justified. Buses would harmonise evenly 
with train frequencies at all times unless 
services are turn-up-and-go where precise 
timetable coordination is not necessary. 
 
Reference to flexible route buses as a solution 
should however be removed. Most attempts at 
using them have failed with very high costs per 
passenger since their reliability collapses when 
more people use them. Converting fixed to 
flexible routes is most unlikely to save money 
unless service levels are also reduced.  
 
At best flexible routes should be introduced as 
a last resort in isolated pockets only after 
reform of fixed routes have not succeeded.  The 
latter should always be a higher priority.  

63. Connect suburban jobs through premium 
buses and road upgrades In the next five years, 
create new premium bus services and better 
roads to connect outer and new growth 
suburbs to National Employment and 
Innovation Clusters and major employment 
centres. Consider using a better premium bus 

Supported.  



 

 

service instead of trams on the Wellington 
Road corridor to Rowville 

64. Increase suburban rail corridor services and 
capacity Develop and progressively deliver a 
prioritised, 15-year network service upgrade 
program for Melbourne’s suburban train 
corridors, including track, signalling and train 
carriage projects that expand services and help 
encourage development in locations able to 
manage extra population growth. Continue to 
improve service frequency towards a turn up 
and go service for more of the day 

Supported.  
 
Introduce a 20 min maximum wait 6am – 
midnight 7 days to all stations within the Urban 
Growth Boundary.  

65. Reconfigure the city loop for cross-city train 
services Immediately after the Melbourne 
Metro opens in 2025, reconfigure the city loop 
to allow for more cross-city train services. 

Supported.  

66. Prepare for Melbourne Metro Two Within 
five years, complete the Melbourne Metro Two 
business case to protect the land required to 
construct it. To manage and grow demand 
along the proposed corridor, introduce 
premium bus services between Newport and 
Fishermans Bend, and between Victoria Park 
and Parkville, within five years. 

Supported.  

67. Protect a future option for a new cross-city 
motorway Within five years, determine an 
updated future alignment and preserve the 
option for constructing, if required, a new 
motorway linking the Eastern Freeway and 
CityLink. 

Opposed. Delay, considering merits of no-build 
approaches.  

68. Prioritise and oversee infrastructure 
delivery in growing communities Within two 
years, empower an appropriate government 
body to monitor infrastructure delivery in new 
growth areas and priority urban renewal 
precincts, and proactively advise on delivery 
sequencing and funding. In the next five years, 
develop program business cases for growth 
areas and precincts that consider the timing, 
sequencing and funding of necessary 
infrastructure. 

 

69. Expand rail access in outer suburbs In the 
next five years, complete plans to progressively 
expand access to rail services in growth areas 
and purchase remaining land required for rail 
corridors and stations. Immediately introduce 
premium bus services toward Clyde, Wollert 
and the Mornington Peninsula. Develop 
business cases to improve the Melton, Wallan 
and Wyndham Vale corridors, and conduct a 

Support.  



 

 

feasibility study for a Wollert public transport 
corridor. 

70. Expand and upgrade Melbourne’s outer 
suburban road network In the next five to 15 
years, deliver a program of upgrades to 
Melbourne’s arterial road and freeway network 
beyond what is currently funded, focusing on 
congested roads and corridors in outer 
metropolitan and growth surburbs council 
areas. 

Have emphasis on local roads, bicycle and 
walking connections. Deliver roads early where 
needed for efficient and connected bus routes.  
 
Have a moratorium on new roundabouts, 
especially on major or planned major roads, as 
these are anti-pedestrian. Zebra crossings 
should exist at all intersections as a default 
until traffic volumes rise to make signalisation 
necessary. 

71. Target 30% tree canopy coverage in new 
growth areas Achieve 30% tree canopy 
coverage in new growth areas by mandating 
coverage during precinct development. Fund 
relevant Victorian Government agencies and 
local government to plant, replace and 
maintain canopy trees. 

Supported.  
 
Also important to have canopy coverage near 
bus stops and on walking routes to stations.  

85. Reform regional public transport to meet 
local needs In the next five years, gradually 
redirect some regional transport funding to 
redesigned, integrated local transport services, 
based on regional needs assessments, and 
incorporating flexible services that meet local 
needs. 

Consider better use of school buses to provide 
interpeak shopper-style services in regional 
areas. Where not crowded consider conversion 
of school bus runs to public use.   

  

 

  



 

 

3. Suggested additional recommendations 

The strategy states some very specific measures (eg constructing E6 motorway, not constructing the 

Caulfield – Rowville link as light rail) but is still light on some broader measures with metropolitan 

wide benefits. Consequently the additional recommendations, which would greatly improve active 

and public transport access, are proposed. 

 

Recommendation Rationale/background/benefits 

A minimum service standard for public 
transport in Melbourne and major regional 
centres and a program for achieving same.  
 
This standard could comprise:   
 
A ‘Frequent Network’ comprising trunk rail, all 
tram and premium direct bus services with 
services every 10 minutes or better at least 
during the day 7 days per week and no less 
frequent than every 20 minutes at night.  
 
A ‘Useful Network’ comprising branch train and 
connector bus service every 20 minutes or 
better between 6am and 9pm with some 
service until midnight 7 days per week within 
800 metres of 80% of Melbourne’s residents 
and on selected major corridors in regional 
centres.  
 
A ‘Minimum Standards Network’ comprising 
coverage-style service every 60 minutes or 
better until 9pm within 400 metres of 90% of 
the population in Melbourne and major 
regional centres. 

State governments in the last few years have 
funded transport infrastructure to the almost 
complete exclusion of improved service.  
 
The only minimum service standards for 
Melbourne public transport were drawn up in 
2006. These were based on a very low floor of 
hourly service until 9pm.  A large upgrade 
program operated from then until 2010 but has 
stalled, in an unfinished state, since then.  The 
result is that many residential bus routes and 
neighbourhoods remain without minimum 
standard service.  
 
In addition to minimum standards there needs 
to be frequency standards coordinated across 
all modes, particularly train and bus, to ensure 
good network connectivity, less waiting and 
simpler timetables.  
 
A tiered approach of a ‘Useful Network’ (every 
20 minutes) and a ‘Frequent Network’ (every 
10 minutes) is recommended. These 
frequencies are consistent with the 
infrastructure capabilities of Melbourne’s rail 
network and are the same as the approach 
taken in PTV’s Rail Network Development Plan.  
 
This recommendation would support higher all-
day public transport network patronage, better 
train and bus vehicle asset utilisation during 
off-peak times, more efficient road space usage 
and public transport access to major suburban 
centres (where traffic and parking pressures 
can limit growth if there is not a switch to 
public and active transport).  

A program to improve walking and cycling 
access to stations, tram stops and major bus 
stops as well as physical connections between 
modes. 
 

Many of our busiest stations, including South 
Yarra and Frankston, have only one entry point 
when they should have at least two or three, 
preferably at both ends of the platform. They 
have sat in this condition for decades despite 
the power of additional entrances to increase a 



 

 

Examples include additional station platform 
access points from the surrounding area, 
improved access between platforms, easier 
road crossing, stops nearer junctions where bus 
routes intersect, better paths and more.    
 
 

station’s pedshed, improve connections to the 
surrounding area and save time for thousands 
of trips each day.  
 
Similar comments apply in areas immediately 
surrounding stations, including the need for 
more responsive crossing signals and improved 
paths. In addition many middle and outer 
suburbs have bus stops well back from 
intersections, making for less convenient 
changing between routes.  
 
Upgrades in these areas could also further DDA 
objectives. They are relatively cheap and have 
high cost-benefit ratios. However the recent 
record has been that they are overlooked in 
favour of much dearer megaprojects.  

Introduce permeability standards for all new 
developments. This includes access across 
major transport corridors such as railways and 
freeways. Such standards may include a 
maximum distance (such as 500 metres) 
between crossing points with connectivity to 
internal path networks.  

Current development patterns often make 
active travel between adjoining suburbs 
difficult, even though the ‘crow flies’ distance 
might only be a few hundred metres.   
 
Greater respect needs to be paid to the need 
for ‘human scale’ permeability to facilitate 
walking and cycling trips.  

100 major signalised intersections per year 
modified with shorter cycles and more 
responsive walk phases.  
 
Maximum waits for walkers could be cut to 60 
seconds as a standard in suburban areas, 
reducing to 30 second maximums near railway 
stations, shopping areas and major 
destinations.  
 
Greatly increase the number of lights with 
automatic walk cycles (a privilege that drivers 
already enjoy at every intersection).   
 
Intersections would be chosen based on likely 
walking activity in conjunction with bus stop 
usage data, observations and consultation with 
local government.  

Current waiting times of up to two minutes (or 
more) for each leg of intersections discourage 
walking and encourage risk-taking behaviour.  
 
Shorter waiting times and automatic walk 
cycles would improve conditions for greater use 
of active transport and interchange between 
public transport modes.  

Introduce an ongoing program to remove and 
signalise at least 100 of Melbourne’s busiest 
roundabouts in a manner similar to the level 
crossing removal program.  
 
Except for small single lane roundabouts used 
for traffic calming on local streets, prohibit 
roundabouts on new subdivisions.  

Roundabouts are poor for traffic movement 
where quiet streets meet busy roads. They are 
also walking and cycling hostile as, unlike 
signalised intersections, they do not provide a 
guaranteed time to cross. Hence, in the 
interests of good multimode transport access, 
they should be phased out except where very 
small.  



 

 

 
Add zebra crossings at the entries/exists of all 
remaining roundabouts.  

A program with local councils to build 1000 
new pedestrian crossing points to improve 
walking access, especially to stations, shops, 
schools, bus and tram stops.  
 
An organised program similar to level crossing 
removals would be done to ensure this is done 
in the minimum time.  
 
Most upgrades would involve the installation of 
low-cost wombat or zebra crossings. However 
pedestrian actuated signals might be chosen for 
busier roads where there are long gaps 
between signals. In other cases midblock 
pedestrian refuges may be sufficient.  
 
The program would engage seniors, school, 
passenger and community groups to identify 
local access priorities.  

Greater walkability, access and safety. 
Increased attractiveness of active transport. 
Improved access to bus stops.  

Targeted improvements for passenger 
information on the public transport network, 
especially at interchange points.  
 
Initiatives to include wayfinding information, 
especially between train and bus and bus to 
bus at interchanges, network maps, 
surrounding precinct maps and real time 
information. Network maps to be restored at 
bus stops. 
 
Special attention would be given to emphasise 
information on premium and connector level of 
services (ie every 20 minutes or better) for 
convenience and marketing purposes.  
 
Phase out of window wrap advertising on buses 
and trams within three years so passengers can 
see out and not miss their stop.  

Current network information, especially bus 
information at major stations and shopping 
centre interchanges is very poor. It almost 
certainly makes travel more confusing than it 
should and depresses patronage.  
 
Patronage, usability and accessibility benefits.  

 

 




