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About us 
 
The City of Monash is a culturally diverse community in Melbourne's south-east suburbs.  We 
are home to current estimated population of 202,847 residents, making us one of the most 
populous municipalities in Victoria. 

Our City (81.5 square kilometres) includes the following suburbs: Ashwood, Clayton, Glen 
Waverley, Hughesdale, Huntingdale, Mount Waverley, Mulgrave, Notting Hill, Oakleigh, 
Oakleigh East, and Wheelers Hill. Parts of Chadstone, Burwood and Oakleigh South are also 
included in Monash. 

 
Monash has seen significant growth in population and employment over last 15 years.  The 
population has grown from 160,000 in 2006 to an estimated 203,500 in 2021.  
 
Monash is also home to the largest employment Cluster outside of the Melbourne CBD 
providing in excess of 145,000 jobs and a GRP of $18.42 billion in 2019. The GRP of $18.42 
billion represents almost 5% of the States total GRP. From a work force perspective nearly 80% 
of this workforce commute into Monash each day.  
 
As an established, middle ring suburban area this growth has primarily come from dispersed 
infill development.  Other than Council capital projects and the recent LXRA project, there have 
been little if any State infrastructure or capacity improvement over that time. In fact, in some 
areas of urban instances, such as schools, Monash has seen a reduction in campus numbers 
despite increasing population.  
 
Additionally, the introduction of rate capping has placed a further constraint on the ability of 
Council and local government in general to meet the challenges of population growth, 
redevelopment of existing urban areas, and replacement of ageing infrastructure and climate 
change.   
 

Our place in metropolitan Melbourne  
 
Monash is part of the area referred to as Greater South East Melbourne is one of the fastest 
growing regions in Australia’s fastest growing city and is one of the country’s most important 
economic centres. 

The Greater South East Melbourne region has more than 1.5 million residents. It stretches from 
the northern borders of the City of Monash and Knox, to Fort Nepean on the tip of the 
Mornington Peninsula, to the edge of Gippsland in Cardinia Shire. 

The south east produces $85 billion in Gross Regional Product and is one of Australia’s largest 
manufacturing regions. The region is home to more manufacturing jobs than greater Adelaide 
and Western Sydney. 
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Employment 

The region is home to two National Employment and Innovation Clusters, one at Monash 
(145,000 jobs) and the other at Dandenong (55,000 jobs). Another 9,000 people are employed 
in Carrum Downs. 

More than 470,000 are employed in the region but more than 232,000 workers commute to 
jobs opportunities outside south east Melbourne. Employment growth in the SEM region is not 
keeping up with population growth, resulting in congestion and inadequate public transport 
services. 

Population growth 

Greater South East Melbourne has two rail lines and a freeway but our population, which 
grows weekly, is bringing new challenges. 

The region’s population is predicted to surge to 2 million by 2036. It is important to make the 
most of existing infrastructure while planning and building for future population and jobs 
growth. 

The Councils in the region share a vision for job creation, job retention, future proofing the 
community and ensuring liveability and sustainability. Jobs growth and congestion-busting 
strategies are needed to keep the region working, moving and thriving. 

 

Historical and planned investment 

Investment in Melbourne has historically been concentrated in central areas of the city, with 
not near enough investment committed to the suburbs. As a result, residents across 
Melbourne’s south east have to travel far and wide for job opportunities, often on congested 
roads and full trains. According to data from the Department of Transport, many residents in 
the south east have to travel more than an hour each way to get to work. 

South East Melbourne has several jobs hubs that attract thousands of employees each day. But 
without adequate transport infrastructure in and around these hubs, and support for these 
employment clusters to grow, employers will have little choice but to move their businesses 
elsewhere. 

SEM encourages all levels of government to work together to support the allocation of jobs 
across Melbourne’s regions. A more balanced metropolitan system can be achieved where 
population and jobs growth is distributed across the south east to achieve better economic, 
social and environmental outcomes for Victoria. 

By supporting jobs growth outside the CBD, benefits can be reaped by both residents and 
businesses. It will decrease commute and travel times, increase productivity and access to jobs 
for people unable to travel far, and support the growth of local businesses. 

There are several opportunities in the south east to support this vision: 

 The Monash National Employment and Innovation Cluster 
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 The Dandenong National Employment and Innovation Cluster 
 Cardinia Employment Cluster, Pakenham 
 Carrum Downs 
 Activity centres in Dandenong, Frankston, Narre Warren and Berwick. 

By investing in these clusters and activity centres, the Federal Government can assist in shaping 
a more liveable South East Melbourne. 

By investing in clusters outside of the CBD, the Victorian Government can assist in shaping a 
more liveable Melbourne. 

Bringing jobs and investment to the south east is crucial to improving the region’s liveability 
and the economic growth. 

Government decentralisation would dramatically improve wider Melbourne’s liveability by 
reducing congestion and providing job opportunities for a growing region. 

 
 

* Note – This submission is an officer submission on behalf of Monash City Council. The 

submission has not been formally considered, endorsed or adopted by Monash City Council 
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Executive summary 
 
Monash City Council welcomes the opportunity to provide feedback on the Infrastructure 
Victoria’s (IV) document “Victoria's Draft 30-Year Infrastructure Strategy” (draft Strategy) as it 
creates a significant opportunity to plan the direction for Victoria’s future. This submission draws 
on Councils existing strategic and policy base.   
 
Particularly welcome is the greater recognition of the need to broaden the “definition” of urban 
infrastructure and of the critical the need to integrate land use and infrastructure planning as a 
means of improving the lives of all Victorians.  The emphasis of the “interlinked” nature of 
Infrastructure Victoria recommendations is also welcomed and supported as this is critical to 
ensuring that the best value projects are funded.  
 
Whilst Covd-19 has presented extreme challenges to all Victorians, it has also provided an 
opportunity to reassess the way our state and urban areas function, what is important to society 
and how new ways of living and working could improve the economy and liveability.  It is an 
opportunity to refocus decision makers on resilience and sustainable urban and social systems, 
directing infrastructure expenditure accordingly.  
 
There is no doubt that there is an immediate and pressing need to address the challenges of 
Covid-19 on our economy and community, however this short term need should be carefully 
separated from long term planning.  The Covid-19 response should not skew infrastructure 
investment so that it simply seeks re-establish or re-inforce without question the pre-Covid-19 
status quo. Nor should it distract from the enormous opportunities the disruption has presented 
us all to diversify, improve and strengthen our urban environment, economy and community.  
 
 
 
Whilst this submission addresses the recommendation and objectives contained in the Strategy  
the submission also responds to some of the underlying policy tools contained in the Strategy 
that have fed into the recommendations. There are gaps in the background contextual 
environment of the Strategy that relate to important policy areas that in themselves have 
significant infrastructure and transport implications response to the Strategy covers: 

 The omission from the Strategy that the lack of a clear and directive State strategic policy 
for the future growth and land mix in which to plan for infrastructure and the absence of 
a clear policy on value capture and other alternative funding mechanisms for public 
infrastructure  of urban areas and  high level  issues that are absent from the Strategy, 
but critical to the delivery of infrastructure  

 Commentary on some of the underlying assumptions and overall objectives of the 
Strategy, including: 

o the “Manage Urban Change” statement, 
o the weakness of the recommendations in not recognising: a) that ultimately it is 

urban form and land use mix, primarily the distance and time between work and 
home,  that determine transport demand and congestion times; b) the relative 
inelasticity of travel demand during peak hours, c) the likelihood of mode shift 
within peak hours in response independent price signals across the varying 
transport modes that perform the same point to point transport function, d) 
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where mode substitution occurs the negative knock on effects likely from these 
changes, such as pricing commuter parking at station and the effect on 
surrounding residential streets 

o several of the underlying principles guiding the draft Strategy, such as the use of  
pricing as a demand management tool, demand driven infrastructure provision, 
congestion charging, siloed v’s integrated thinking, historical short term, lineal 
approaches to urban demographics and infrastructure provision and demand  
contribute to some of the recommendations likely being expensive in the short 
term and ineffective in the medium to long term, solutions that simply relieve the 
pain for a short period time such as adding a lane to the Monash Freeway;  

 finally responding to the recommendations that are considered directly relevant to 
Council and the established urban area of metropolitan Melbourne.   
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Overall objectives and underlying assumptions  

 
Suburban form and reactive, demand driven planning. 

 

As noted at the in the beginning of this submission, the Strategy’s recognition of the need for a 
broader, more inclusive and people centric approach to infrastructure is welcome. The natural 
and built environments are complex interrelated systems. Add an incredibly diverse range of 
people of varied means, expectations and experiences and these systems become even more 
complex.  This makes predicting and forecasting future infrastructure needs based on the range 
of likely scenarios problematic and, unfortunately, almost certain to fail. The draft Strategy itself 
is based on the consideration of 12 different scenarios.  

 
To emphasis this point, not one of the Governments population forecasts of the last 30 years 
has been correct or even close to the mark.  The consequence has been disjointed often 
competing responses across Government agencies and a chronic undersupply of urban 
infrastructure. 
 

The 10 broad objectives of the Strategy are appropriate and supported.  However, there it is no 
clear link between those overall objectives and the recommendations of the Strategy.  For this 
Strategy to fulfil the objectives and improve the overall quality of life of the community it is 
consider that there is a significant gap between the objectives and the actions.  

 
In addition, although alluded to throughout the Strategy, there is no definitive position that 
identifies and ties suburban form and land use mix as the major generator of transport 
infrastructure demand.  In particular, the distance between work and home for the majority of 
Victorians, the centralised location of employment opportunities and the limitations of radial, 
city centric public transport system are the main drives of transport demand during peak periods.   
 
The Coivd-19 created lockdowns and the need to work from home for a substantial proportion 
of the population had a significant effect on congestion, commute and transport capacity.  
However, this freeing up of capacity wasn’t create through price signals and mode shift but, 
through (mandated) behaviour change and the co-location of work and home.  In short the need 
to travel was reduce/removed, not made more expensive during peak times 
 
This gap is the absence of a clear State policy for population growth that is not demand driven 
or based on predictions that flow from 12 different scenarios.  This has resulted in a continual 
need for catch-up, a backlog of infrastructure projects, departmental silos of self- interest and 
disjointed infrastructure policy. The end result of which in itself drive community behaviour in 
ways that don’t fit the planned scenarios and often build on the congestion problems.   
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A clearer, integrated and more directive growth policy framework is required that can provide a 
higher level of certainty to all parties, allowing long term efficiencies to occur.  A clear direction 
would also provide greater context and criteria when assess the complex and inter-related 
infrastructure needs of the State. 
 
Recommendation 
It is recommended that the draft Strategy recognise and acknowledge that: 

 land use planning and the consequent distance between work and home is a significant 
contributor to transport demand during peak hours  

 the disjointed nature and strategic weakness of the current land use planning policy and 
system has a negative impact on urban areas, liveability and the ability to confidential 
plan for and prioritise infrastructure provision 

 there is a need for the development of a more directive population and growth policy 
framework that focuses on bringing land uses (primarily work and home) closer 
together as the first priority.  

 the Strategy should also recommend that the State review the way growth is planned 
for with a view to developing a system that provides more direction and certainty,  
creating a defined plan for Melbourne to grow in too based on land us mix decisions, 
rather than setting broad objectives, whilst waiting for demand justify the expenditure 

 

 

Underlying assumption – Pricing to manage travel demand  

 

Prior responding to the detailed recommendations of the strategy it is appropriate to discuss 
and respond to what are some of the underlying assumption, expectations or principles that 
form the basis of the Strategy and consequently the recommendations. 
 
Pricing as a demand management tool 
 
Throughout the Strategy there are range of recommendations for the use of “pricing” as means 
of reducing or re-directing demand for infrastructure. Whilst this may appear a reasonable 
proposition on the surface, it is fundamentally flawed in that it assumes in the first instance that 
all travel in that period is “discretionary” and therefore people will respond equally and rationally 
to the price signal by reducing use of travel in that time period. Secondly it seems to ignore the 
reason for the bulk of travel in those times, work and potential for mode substitution (where 
possible) in those peak times, which in that case is simply likely to shift that congestion between 
modes rather than reduce it in overall numbers. 
 
Overall, pricing as a tool to manage (reduce) demand it is considered inherently inequitable when 
applied over suburban areas that have a high level of variability in infrastructure provision and 
socio-economic profile and to fundamentals such as commuting.  As discussed elsewhere in this 
submission, more than likely only create mode substitution during the same travel desire period 
rather than produce an overall net reduction in trips from point to point. 
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Manage urban change – Infrastructure Victoria objective 
 
A decade of rapid population growth has strained Victoria's infrastructure, creating congestion 
and shortfalls as the state struggled to keep up. The population growth pause induced by the 
COVID-19 pandemic allows time to catch up and recalibrate, helping ensure systems and 
policies are in place to better manage population growth when it eventually returns. This 
includes better integrating Victoria's land use and infrastructure planning, so they work 
together to guide housing and commercial construction to the most appropriate locations and 
provide the right infrastructure at the right time. Suitable and well-located areas in established 
parts of Melbourne can accommodate more new homes in the future, helping maximise use of 
existing infrastructure. Additionally, reforms can help manage transport demand to make 
better use of existing and new transport infrastructure by using prices to help people make 
more informed choices about when and how they travel. And Victoria can better maintain and 
adapt its existing economic, social and community infrastructure to lengthen its lifespan and 
keep it fit for contemporary conditions. 
 
Response 
 
Urban form and renewal – diverse urban areas – a long term intergenerational approach 
 
The overall direction of increasing focus of growth into established urban areas is supported in 
principle.  The Strategy would benefit from more overt linkages to State planning and settlement 
policy such as Plan Melbourne and to reinforce urban consolidation and land use diversity 
concepts such as the 20 minute city.   
 
Covid-19 has exposed some of the weakness in the urban structure of metro Melbourne.  Much 
of the community need to commute to employment from largely suburban residential dormitory 
areas that lack social facilities, accessible retail and other important infrastructure. This was 
highlighted through the more restrictive times of the lockdown where the ability of people to 
move around Melbourne was limited to their local neighbourhood where is suddenly became 
apparent that many of the suburban areas are quite barren, lacking basic infrastructure beyond 
footpaths and the off park bench for day to day urban living  
 
In managing urban change and growth there is a need for a more interventionist directive 
approach from governments, changing from a supply based solution in a reactive system to a 
more considered, planned and certain system that whilst it retains a “performance basis”, does 
not create, encourage or re-inforce disruptive speculative activity with windfall capital rewards 
at the expense of the urban system and the community at large. 
 
Land use patterns need to be determined at a higher, cross agency level, based on an appropriate 
mix of land uses allow for employment, manufacturing, education, housing, civic and retail 
activities that function together to provide opportunities to maximise the use of infrastructure 
and minimise the need for people to move or commute distances to access these activities.  
Whilst not advocating a “command and control” approach, for any real improvements to be 
made to urban living in metropolitan Melbourne it is clear that employment, services and 
activities need to be closer to where people live.  Achieving this changes requires the foresight 
to take a long term view of land use planning and urban activities and not allow the planning 
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system to be pushed to “follow” the perceived short term market demand or real estate cycles 
in property markets.  Once existing urban area land is “flipped” from a non-residential use in the 
singular high, level goal of increasing housing supply, the land is lost to the broader urban 
economy and, in the absence of wholesale government intervention, will remain housing in that 
dispersed pattern in perpetuity  
 
Whilst we are unlikely to ever return to the days of the corner milk bar, planning and 
infrastructure policy and provision can lead the creation of a more diverse local urban form that 
at its basis recognises that the current need to move people from place to place and precinct to 
precinct to meet their daily needs is an inherently inefficient use of time, money, space and 
infrastructure.  
 
However, in practice this has not been supported by State and Federal government interventions 
in urban renewal and infrastructure upgrades in these areas.  We have also seen a narrowing of 
local government’s ability to fund capacity increases in infrastructure or services, through rate 
capping, increased user pays, increased cost shifting, disposal of State assets such as schools and 
other land holdings to the private sector for redevelopment.   
 
This has occurred in a large part due to a lack of co-ordination at the State and Federal level 
between both levels of government and between different government departments.  We have 
approached land use and infrastructure provision in much the same way we have approached 
the resource usage such as single use plastic bags, a focus on the here and now. 
 
As  a young, migration nation and state with economic growth coming  primarily from population 
growth, the growth model and infrastructure response has been reactive and founded in an ever 
expanding physical state, opening up the horizon for new land for urban growth.  It has 
traditionally been a singular and linear approach to urban growth and infrastructure provision. 
That there is a fixed start and end to usefulness of public infrastructure and the demographic 
profile of an area. As the population ages, remove the schools and pre-schools. 
 
This approach had resulted in a failure to see the urban environment and infrastructure demand 
as an ongoing cycle, that after the initial peaks of the “settler generation”, the area will gradually 
move to a more balanced, diverse demographic structure and present a more stable, sustainable 
ongoing demand for a range of urban infrastructure.  What is needed to respond to this long 
term cyclical situation is an urban form, government policy framework and infrastructure 
provision that is diverse, agile and resilient enough to cope with peaks and troughs and the 
gradual generational change that slowly moves through established suburbs.  
 
In a large part the adoption of the lineal, short term life cycle view of public infrastructure is 
somewhat understandable as the lack of diversity in housing types, nature of the taxation and 
housing system in Australia discourages household housing mobility in response different life 
stages. So many people tend to stay in the one place and the same house, slowing generational 
renewal and diversity and creating even less demand for some type of critical public 
infrastructure.  The problems arise in these areas when the “aged in place” generation ultimately 
reach a point where they form a disproportion part of the demographic, placing short term 
pressure for the reduction, rationalisation or disposal of underutilised public assets, which once 
removed from the urban infrastructure mix can never be put back.  
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State school closure or amalgamation is a classic example. Whilst these changes may meet the 
short term objectives of the Education Department, they fail to take into account long term 
cyclical nature of demographics and the broader society and infrastructure impacts the removal 
of these assets have. Schools in established urban areas perform a number of important roles in 
communities, they provide local education, local open space and recreation facilities, community 
meeting space and social cohesion.  
 
The short term, “siloed” view of the school as a single purpose Education Department property 
asset has resulted in closures and the sale of the land asset in established urban areas. The 
Education Department seeking the highest price for the land asset and failing to adequately take 
into account the increasing population, the cyclical generational renewal that occurs overtime in 
established areas (causing peaks and troughs in demand/enrolments), the role the land and 
facilities played in the community beyond the 9 to 3.30 school function and the transport 
congestion arising from the need for families to travel further to access educational facilities. 
 
So the local community face not only the loss of that communal asset but perversely, an 
increased demand on existing infrastructure and reaming community assets, with little if any real 
hope that the local government authority is in the position to make meaningful improvements 
to the capacity of remaining infrastructure given the funding constraints and the historically 
dispersed nature of the majority of urban consolidation.   
 
In many established urban areas now the demographic profile has cycled back through to a more 
balanced age spread, with the increased demand for schools and other family oriented 
infrastructure that has previously either been sold off or run down at the end of the first 
generational shift 
 
A further challenge and a significant barrier to the ability to create diverse efficient urban form 
and infrastructure has been the almost singular government focus on the provision of increased 
housing in established urban areas. 
 
Whilst infill redevelopment, the flipping employment areas to ”mixed use residential precincts” 
is often portrayed as “urban renewal” it is often targeted at what is perceived to be “redundant” 
or underutilised industrial land.  The redevelopment of some of these employment/service areas 
may be appropriate in some instances – but in the main, beyond planning euphemisms such as 
“vibrant mixed use precinct”, there appears to have been little overall thought given to the 
consequences to the urban economy and social framework from the loss of employment land 
through the redevelopment of older industrial/employment areas.  Beyond the initial sugar hit 
of more housing, there is a distinct lack of awareness of the medium and long term consequences 
with the social and infrastructure problems created by the hollowing out of employment 
opportunities from previously diverse and relatively self-contained  established urban areas.  
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Funding option – Value capture   
 
One of the challenges facing the provision of infrastructure needed for infill development is 
funding.  Traditionally developers pay for upgrades to basic utilities but beyond that the bulk of 
the need to upgrade or create new infrastructure falls to public sector Councils and the State 
agencies, however, the where value uplift occurs as a result of this infrastructure the value is 
almost exclusively captured by private land owner either through increased liveability or 
unearned, windfall capital gain on their land holdings.  

 
A recent example of this loss of infrastructure value from public investment is the construction 
of the Prahran High School in Prahran.  
 
The attached article notes that:  
 

“The Prahran High School zone, which includes Windsor, Prahran and part of South 
Yarra, has seen house prices soar – by 25 per cent over the past year, data shows. 
Over the 12 months to October, house prices in Prahran High School’s catchment zone 
rose to a median of $1.45 million, putting it in the top 10 house price rises in school 
zones. 
It’s not alone. The data shows two other new Melbourne school zones, with schools 
which opened just last year, that have also seen significant house price rises.” 

 
 
https://www.domain.com.au/news/the-new-melbourne-school-zones-where-house-prices-are-
soaring-1006342/ 
 
 
 
It is recommended that as part of this Strategy an investigation into value capture and 
distribution is undertaken to assist in the ongoing funding of urban infrastructure. 

https://www.domain.com.au/news/the-new-melbourne-school-zones-where-house-prices-are-soaring-1006342/
https://www.domain.com.au/news/the-new-melbourne-school-zones-where-house-prices-are-soaring-1006342/
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Summary of draft recommendations 
 
 
This submission responds to the draft recommendations by either: 
 

 Support 

 Support in principle 

 Support with changes, qualifications or additions 

 Not supported, or 

 No comment 
 

Section 01 Confront long-term challenges 
 

1.1 Navigate the energy transition 
 

1. Accelerate the uptake of zero emissions vehicles 
 
Within the next five years, require all new public transport buses and coaches, and government vehicle fleets, to transition to appropriate zero 
emissions vehicles where available. Incentivise zero emission freight vehicles, and develop design standards and payment principles for 
charging infrastructure. Consider other policy levers to phase out all internal combustion engine vehicles during the next 30 years. 
 
Response – Supported in principle 
 
There is clearly a need to reduce emissions from transport and in particular phase out the internal combustion engine.  In moving to towards 
this goal it is important to recognise that the average age of the Australian passenger vehicle fleet has increased to 10.4 years and the heavy 
vehicle fleet is approaching 14 years. In addition there is a need to ensure that the move is undertaken in an equitable manner and that those 
least able to move to zero emission vehicles do not unfairly bear the burden of the change, either through an ongoing reliance on (a 
diminishing excise base), an increased fuel excise or other charges designed to “penalise” the ongoing use of internal combustion engines 
during the transition and adjustment phase. 
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The Strategy discussion around managing peak electricity demand expresses concerns about the negative impact of electric vehicles on peak 
electricity demand in summer seasons due to charging upon returning home.  This is a very unlikely scenario, as by the time electric vehicles 
have reached a large enough market mass to impact on the electricity network,  it is almost guaranteed that they will actually be powering the 
house and more than likely exporting back into the grid during peak from their battery and then topping themselves up at off peak times.   So 
rather than burdening the electricity grid electric cars are likely to relieve peak load pressure and even out demand across the 24 hour period. 
 
Although this is recommendation is supported in principle it is unclear how the transition from one fuel type to another has a direct impact 
(beyond the current fuel excise regime and road funding) on the demand for road or other transport infrastructure.  Whilst it improves the 
overall environmental performance of the vehicle fleet, in a raw transport movement sense the vehicle will still be using roads. In this case 
electric vehicles and the predicted “autonomous” vehicles will not bring a noticeable reduction in vehicle congestion on roads. In fact in some 
estimates they may bring a slight increase in traffic as electric vehicle owners may be inclined to drive more as the vehicle is zero emissions. 
 
It will potentially have an impact on the provision of charging stations, however it is likely that once zero emission vehicles reach a critical mass 
the private sector will provide appropriate re-charging infrastructure. 
 
 

2. Augment electricity transmission for renewable energy and resilience 
 
Support augmentation of critical electricity transmission infrastructure by 2027 to accommodate new renewable energy generation and 
improve network resilience. 
 
Response – Supported in principle 
 
There is a need to upgrade the existing network to accommodate not only new entrants but the increased generation capacity created through 
distributed energy generation in urban areas, particularly employment areas in metropolitan Melbourne. This can maximise both public and 
private investment in renewable energy generation closest to source and end user.  
 
Whilst upgrading to the transmission network is supported, care should be taken to ensure that upgrades are financially and environmentally 
sustainable, contribute to the self-sufficiency and resilience of the Victorian electricity generation capacity and do not rely on large amount of 
public funds for construction. In this context, reliance on or the inclusion of the interstate projects such as the pumped hydro Hume Link or the 
Marinus Link is of questionable benefit to the states self-reliance (particularly in our federation of states model of governance, where 
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parochialism  can sometimes come to the fore) and efficient use of public monies and infrastructure. Further questions arise on pumped hydro 
given likely reduction in rainfall and increased drying brought about through climate change. 
 
 
 

3. Identify and coordinate priority Renewable Energy Zones 
 
Immediately identify and coordinate the development of priority Renewable Energy Zones, especially in the state's northwest and central 
north. 
 
Response – Supported  
 
This recommendation is supported and would potentially lead to new renewable generation opportunities within the State, reducing the need 
for reliance and contributions to interstate generation and new or upgraded interconnector projects such as the Hume Link or the Marinus 
Link.   
 
There should also be an investigation of the viability of increased distributed energy generation through solar throughout the expansive 
industrial areas of metro Melbourne. 
 

4. Require 7-star energy-rated new homes in 2022, increasing towards 8 stars by 2025 

 
Require all new homes to achieve a minimum 7.0 star NatHERS rating (or equivalent) by 2022, increasing towards 8.0 stars by 2025, either 
through the National Construction Code or Victorian regulations. 
 
Response – Supported  
 
Whilst the recommendation is support, it needs to be in the context of new housing construction representing a small proportion of total 
housing stock and that energy efficiency programs, whilst they assist in reducing consumption in the property and may slightly reduce demand 
for network upgrades they do not directly address the greenhouse gas emission issues on the same scale as the injection of new renewable 
energy generation into the energy network mix.  
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5. Mandate a home energy rating disclosure scheme  
 
In the next five years, develop an energy efficiency disclosure scheme for the sale or rent of homes, to overcome information barriers and 
encourage energy efficiency improvements to existing homes. 
 
Response – Supported 
 

6. Make Victorian Government buildings more energy efficient  
 
Immediately mandate stronger minimum energy efficiency standards in both owned and leased Victorian Government buildings, establish a 
dedicated retrofitting fund, and set and report against retrofitting targets. 
 
Response – Supported 
 

7. Reduce peak electricity use with demand management pricing  
 
In the next 10 years, optimise use of existing electricity infrastructure by encouraging demand management pricing. 
 
Response – Not Supported 
 
It is not clear from the Strategy what problem this recommendation is seeking to address.  Is it a perceived generation problem, that there is 
potentially a short fall in electricity supply forecast 10 years for now?  With the increase in renewables and ongoing energy efficiency 
improvements it is unlikely that there will be any significant issues with generation of supply in the next 10 years.  The networks are regularly 
reported to be built and maintained to “gold plated standards” so it is not clear if the Strategy is alluding to a distribution problems.  
Historically, off peak rates were promoted, not a as demand management tool, but as a market response to selling a product when the 
demand for electricity had fallen to less than a third of its day time rate as society and industry closed down for the night.  Of course this close 
for the night shut down did not apply to generators who , with coal and gas fired generators needed to run them at idle or “baseload” 
overnight, – regardless of demand – essentially the generators had an excess of supply after 10pm and discount the price as an incentive to sell 
more. This help some industries run multiple shift as the electricity input into the business was so low in made the additional shift viable. 
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However, this concept of off peak seems to have been turn on its head in the last 20 years, to the point now where it is touted as a means to 
reduce demand in a daylight/afternoon periods (peak periods there by charging more when everyone is awake and working) rather than 
selling a discounted product when everyone is home from work or asleep. 
 
Electricity is considered an essential service and is critical to the way our community and business operate.  The recommendation to use 
demand management pricing to discourage peak time simply stratifies energy users based on their capacity to pay and further increases in 
inequity across the State.  This likely to disadvantage the less well-off and vulnerable in our communities, who are often less efficient housing 
stock, with older less efficient appliances and already in a position where the energy consumption is greater, both in real terms and as a 
percentage of income, than it is in higher socio-economic cohorts.  
 
On the example of the en masse charging of electric vehicles during peak and the network collapsing, this is highly unlikely, a more likely 
scenario is the vehicles assisting in the stabilisation of any network issues and being preprogramed to recharge overnight. 
 
The other significant flaw in this approach is that it is relies on the assumption that the bulk of an individuals or businesses energy 
consumption is time flexible and can be moved to non-peak times without any negative impact on the business or the householder.  This is 
simply not the case.  Dinner time is dinner time.  In summer peak temperatures are late afternoon, you cannot pause the cooling until an off 
peak rate kicks in after 10pm.  The result of demand management pricing is likely to be that some sectors of the community end up with “bill 
shock” and are forced to spend increasing proportion of their income on energy costs. 
 
This recommendation also needs to be reviewed in the context of an increasingly flexible renewable energy generation and storage network 
that can be designed to respond more quickly to peak demand thus evening out demand issues. Such as the Tesla battery system install in 
South Australia. 
 
Overall this recommendation reads more as an ideological position on demand management pricing that being based in any likely network or 
generation risk into the 10 year time horizon. 
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8. Allow new gas-free housing estates and review current gas policies  
 
Allow new developments to proceed without mandatory gas connection and review all gas policies to consider options for future mitigation or 
transition strategies. 
 
Response – Supported in principle 
 
As gas is a finite resource and becoming more expensive relative to other heating methods this policy will potentially avoid the creation of 
medium term stranded assets throughout new estates.  It will also reduce demand on domestic gas in the medium term potential making it 
more attractive and economically viable for business and manufacturing usage. 
 
In implementing this policy it is critical that there is full transparency in the development process and costs so that the cost reduction from not 
providing the gas infrastructure translates to a price reduction in the end product and is fully passed through to the consumer.  
 
Additionally, any gradual reduction in the number of properties using the gas network should not result in a diminishing pool of gas users being 
“trapped” propping up a stranded asset.  
 
 

1.2 Respond to a changing climate 
 

9. Specify climate scenarios and carbon value in assessing infrastructure  
 
Immediately update and expand practical instructions on integrating climate-related risks into infrastructure assessment, including on future 
climate scenarios and valuing emission reductions. 
 
 
Response – Supported in principle 
 
It is appropriate to factor in to a project any likely externality or socialised costs –such as greenhouse gas emissions, air pollution or water or 
soil degradation.  Inclusion and the placement of a $ value on these risks is likely to result in improved development sustainability and as the 
external costs are now identified can be factored in to the overall risk profile of a project and as a way of quantifying and quality of the project 
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itself and the full costs of action or inaction.  However there is need to provide more detail on how this recommendation would work in 
practice. 
 

10. Strategically review climate consequences for infrastructure 
 
Strategically review the climate change consequences for Victoria's infrastructure needs and priorities, commencing in November 2021 after 
delivering the first set of targets, pledges and plans under the Climate Change Act 2017. 
 
Response – Supported 
 
 

11. Consider all water supply sources 
 
Consider all water sources for supply augmentation, including identifying and addressing barriers to recycled drinking water within the next 10 
years. When planning for future water supply, investigate all options including, but not limited to, recycled water, seawater desalination, 
stormwater harvesting and using water pipelines to move water between regions. 
 
Response – Supported in principle 
 
In established areas there are significant costs associated with the creation of a separate network for water other than the current potable 
water supply.  Investigation needs to be undertaken to ensure that any use of stormwater or recycled water represents a feasible and 
worthwhile long term value proposition.  
 
It is likely to be more cost effective for recycled water to be deliver in scale to one or two large users or areas.  There is an enormous 
opportunity with recycled water from the Carrum Treatment Plan to be distributed to the agriculture areas of the South East.  In appropriate 
locations this could result in an almost one to one substitution of potable water, with the added benefit of not disposing of the recycled water 
to ocean outfalls. 
 
Why providing recycled water for South East is necessary: 

Fresh food producers in the South East Melbourne region need water to grow and nurture the crops that sustain local jobs and feed people 
across Victoria and even overseas. 
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With increasing demand on supply and climate change threatening the stability of Melbourne’s water resources, South East Melbourne’s food 
and fibre industry, which employs 7,000 workers, will increasingly depend on more efficient water use and alternative water sources. 

Between 1998 and 2002, during the millennium drought, about 35,000 jobs were lost in the food and agricultural industries in Victoria as 
production ceased. Many businesses went under but some were able to survive by using recycled water. 

Currently, South East Melbourne doesn’t have a water recycling scheme that’s able to support a large number of farms when the next drought 
hits. 

The Eastern Treatment Plant produces high quality recycled water, known as Class A, which is more than suitable for agricultural use. 
Opportunities exist to connect farmers to recycled water, but getting the water to the agricultural land where it’s needed requires new 
infrastructure. 

To ensure Victoria is prepared for potential natural disasters, funding support is needed for two projects that will improve access to recycled 
water in the south east; a business case for the Pakenham water recycling project to make it possible to produce Class A water at the 
Pakenham Plant, as well as funding to support Stage 1 of the Somerville Tyabb project. 

Working towards improving access to recycled water for farms in the south east will deliver a secure water future for the region, safeguarding 
thousands of jobs and the future of the regional economy. 

 

12. Progress integrated water cycle management 
 
Accelerate progress toward an integrated model of water cycle management, starting by clarifying policy settings to allow the better use of 
stormwater and recycled water within five years. 
 
 
Response – Supported in principle 
 
A challenge for this recommendation is the need for scale across diverse areas, retro fitting, behaviour change and the likelihood of significant 
changes in rainfall predicted into the future, this could create a situation of stranded assets as a result of Climate Change.  
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13. Improve decision-making for urban water investment 
 
In the next five years, clearly allocate the roles and responsibilities for urban water systems and major supply augmentation planning. 
 
 
Response – Supported 
 
 

14. Strengthen agricultural water security by modernising irrigation 
 
During the next 30 years, contribute funding toward planning and delivery of irrigation modernisation projects across regional Victoria. 
 
Response – Supported in principle 
 
Careful review and implementation of this recommendation is required to ensure that is doesn’t encourage the construction of assets in 
marginal agricultural land or the selection of crops that are more susceptible to climate change. The projects will need clear criteria around 
long term sustainability of the area and the crop selection and return on investment. 
  

15. Upgrade Victoria's emergency water network 
 
Immediately assess the condition, capacity and security of Victoria's emergency water supply point network, and upgrade or replace 
inadequate supply points. Clarify ongoing responsibility for maintenance and funding to secure a resilient network. 
 
Response – Supported 
 
 

16. Invest in protecting Victoria's coasts 
 
In the next eight years, invest in coastal protection upgrades and maintenance, including beach and dune protection and rehabilitation, and 
storm surge protection, particularly for coastal tourism assets in Barwon, Great South Coast and Gippsland regions. 
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Response – Supported in principle 
 
Whilst supported in principle any action under this recommendation should be based on a thorough assessment of the environmental and 
broader communal benefits.  The State should a develop clear “Defend or Retreat” policy to assist in assessing the long term community and 
environmental value of this type infrastructure action performs in response of storm damage and climate change.  
 

1.3 Embrace technological opportunities 
 

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. 
 
Response – Not Supported 
It is not immediately apparent what the role is or need for Autonomous Vehicles is.  
 
In a basic transport sense, other than putting a driver out of a job, what is the difference between a Taxi/Uber and an Autonomous vehicle? It 
still needs road space, refuelling, parking space and like all personal transport vehicles likely to spend at least 50 to 60% of its time empty, 
cruising for its next job. 
 
Based on current scenarios it is likely to extend peak times, add greatly to traffic congestion.  It is not clear what land use planning guidance is 
likely to be needed for autonomous car as opposed to a regularly vehicle.  It is considered that there are more pressing needs for the State 
limited infrastructure resources. 
 
 

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. 
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Response – Supported in principle 
 
 
 
 

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. 
 
Response – Supported 
 
This will also assist local authorities in preparing uniform regulations for their use in public environments and allow for these standards to be 
incorporated into public buildings, ensuring access for all principles can be designed in. 
 

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. 
 
Response – Supported in principle 
 
It is not immediately clear what emerging transport technologies are and how the will assist in reducing travel demand and freeing up capacity.  
The may reduce delays and provide better minute by minute management of road space, but are unlikely to reduce demand.  If they are 
successful in freeing up time in the transport system it is likely to be eroded over time due to population growth and induced demand as those 
systems become more time efficient and therefore a more attractive mode of travel compared to other modes. 
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21. Use innovation to deliver better models of health care 
 
Within five years, help slow the growth in demand for hospital infrastructure by funding a comprehensive state-wide health innovation 
strategy to promote better models of health care. 
 
Response – Supported 
 
 

22. Modernise courts through digitisation and contemporary shared facilities 
 
Immediately increase court efficiency and meet demand by digitising suitable court systems and procedures. Invest in new contemporary, 
adaptable, multijurisdictional court facilities during the next 10 years. 
 
Response – No comment  
 

23. Improve technology and infrastructure for a responsive police service 
 
In the next 10 years, invest in technological capacity to better support a responsive police service, and deliver infrastructure to enable a 
contemporary hub-and-spoke policing model, co-located with health and human services where appropriate. 
 
Response – Supported 
 
Through this program there is the opportunity to bring some day to day police facilities into activity centres as an addition to Civic functions, 
helping to create a stronger sense of place and safety. 
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1.4 Stay connected to global markets 
 
 
Overall Comment 
 
Upon review the Strategy appears to have a bias towards projects and policies that focus on infrastructure in the west and North West of 
Melbourne and that reinforce the traditional home/work split that has the Melbourne CBD at its core. 
 
The Melbourne CBD will be attractive place to work and live into the future, however there are physical and time constraints on how many 
people can commute to work in the CBD in the conventional office work day.  In addition, as COvid-19 lock downs have shown the majority of 
the workforce would rather not commute the 50 minutes average to the CBD. 
 
Despite being home to one of the fastest growing regions in Australia’s fastest growing city. With more manufacturing jobs than greater Adelaide 
and Western Sydney, generating $85 billion in Gross Regional Product as one of Australia’s largest manufacturing regions and forecast to have a 
population of more than 2 million people by 2036. The Greater South East Melbourne area has limited infrastructure focus in the Strategy.  
 
Figure 6 from the Strategy on the next page fails to identify any new or upgraded freight infrastructure east of the Port of Melbourne, despite 
forecast growth and increased congestion that will reduce the competiveness of the region. 
 
For this Strategy to be successful in its objectives a more geographically balanced mixed use approach to infrastructure investment is needed.  
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South East Melbourne is one of Australia’s most important manufacturing regions. 

There is an urgent need for a comprehensive freight strategy for the Greater South East Melbourne to ensure that the region remains 
competitive nationally and internationally. This includes the development of a plan for Port of Hastings, South East Freight Hub and protecting 
options for a future South East Airport.  

Why the South East Freight Hub is necessary 

With almost 40 per cent of all shipping containers passing through the Port of Melbourne either originating from, or arriving in the south east, 
South East Melbourne (SEM) recognise the need for new infrastructure solutions to ease and assist freight transportation in the region. 

One project that will assist in this is the South East Freight Hub (also known as the Dandenong South Inland Port). If built, the port would offer 
an onsite rail terminal operating frequent rail services to and from the Port of Melbourne, not only reducing congestion but also costs to 
importers and exporters. 

A critical component of the project is the extension of the rail network to the inland port site, a connection the Government is yet to commit 
funding for. Without the connecting rail line the project can’t go ahead, and so the freight hub has hit a standstill. 

A freight rail link and freight hub in Melbourne’s south-east would: 

 take thousands of trucks off local roads and the Monash Freeways 

 significantly lower costs for importers, exporters, consumers and businesses (road freight is 50% more expensive than rail freight) 

 create 6100 local jobs in the south east when  completed 

 create 2800 jobs during construction 

 ease congestion  

 help air quality, cutting transport related emissions by an estimated 66 per cent per for each shipping container transported by rail, 
and; 

 provide competition to road freight operators 
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Investigate a new South East Airport. Why building the South East Airport is necessary: 

 South East Melbourne has a larger population than Adelaide, Hobart, Canberra and Darwin but the region doesn’t have its own 
commercial airport. 

 As tourism and air-freight exports become increasingly important to the Victorian economy, airports play a key role in supporting 
the industries that will provide stable and secure jobs into the future. 

 Without an easily accessible commercial airport in the region, South East Melbourne will be prevented from reaching its potential 
and providing the jobs needed to sustain its fast-growing population. 

 A fully operational South East Airport will result in $17.6 billion in wider economic benefits. It will create 3,160 ongoing jobs, 
provide thousands of jobs during construction and create significant opportunities for workers and businesses in the south east. An 
airport in the south east will also dramatically reduce congestion on the Monash Freeway. 

 
 

24. Optimise capacity at the Port of Melbourne 
 
Support efforts to progressively optimise the Port of Melbourne's capacity, and actively take steps to manage amenity implications for 
community acceptance, as identified in our Advice on Securing Victoria's Ports Capacity. 
 
Response – Supported in principle 
 
This is supported in principle in the sense of making the best use of the existing asset and location.  However, it needs to be assessed in an 
interconnected way in the context of: 

 the geographic extent of Melbourne to the west, north, east and south east 

 the physical capacity of existing Port and surrounding infrastructure and urban environment 

 the pressure, road congestion and freight and time costs that this centralised location the places of the metropolitan freight and 
transport networks and business in Melbourne’s east and south east   

 
As the areas around the PoM and suburbs between the PoM and the Greater South East Melbourne become more densely develop access to 
the PoM for business will be become increasingly costly in both time and money.  
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25. Act now to protect the future Bay West Port option 
 
Immediately identify and secure land and apply planning protection for transport corridors and buffers for a future Bay West Port, particularly 
future road and rail connections within the Urban Growth Boundary, and commence environmental monitoring. Around 2040, begin detailed 
planning for the port. 
 
Response – Supported in principle 
 
This should be in the context of ensuring that all of Metro Melbourne as quality access to port services. This means that there is an urgent 
need to improve access for the GSEM region of Melbourne. This may is likely to require the inland freight terminal and investigation of a 3rd 
international freight port in Wester Port Bay region.  
 

26. Purchase land for Melbourne's future freight terminals 
 
In the next five years, buy the land and develop business cases for new interstate freight terminals at Truganina and Beveridge to deliver a 
terminal in time for the completion of the Inland Rail project. 
 
Response – Supported in principle 
 
This should be in the context of ensuring that access to port services and access are is improved for GSEM region of Melbourne. This may is 
likely to require the inland freight terminal and investigation of a 3rd international freight port in Wester Port Bay region.  
 
 

27. Construct an outer metropolitan road and rail corridor 
 
Within two years, determine staging for the outer metropolitan rail and road corridor. Construct the E6 motorway in the next 20 years, and 
progressively construct the outer metropolitan road and rail corridor in the next 30 years, including integrating a rail freight line, subject to 
detailed feasibility studies and business cases. 
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With a large number of families moving to South East Melbourne every year, it is increasingly clear that investment in local roads hasn’t kept 
up with demand. Many roads in key industrial areas are inadequate, and new links aren’t being built fast enough to meet demand. It’s time for 
a major investment in key roads throughout South East Melbourne. 

The State Government announced support for a south east roads package in the 2018 budget, but several vital roads were left out. Unless the 
remaining roads receive the required upgrades, there is a risk that congestion problems remain, leaving businesses and residents stuck in 
traffic.  There are immediately constructible projects that would improve the transport network relieve congestion and create jobs in response 
to Covid-19 issues in the GSEM that simply need funding.  One of the most straight forward, with and excellent ROR is the completion of the 
Westall Road to Monash Freeway. 

Priority roads in the region are:  

 Thompsons Road, Clyde North (Extension from Clyde Road to Cardinia Road) 
 Westall Road, Clayton (Commit funding for extension to the Monash Freeway) 
 Glasscocks Road, Dandenong South (Early development of Glasscocks Road through CGD and into Casey) 
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1.5 Build a circular economy 
 

28. Facilitate improved recycling infrastructure for priority materials 
 
Immediately focus efforts to increase and upgrade waste processing infrastructure on six priority materials. Facilitate increased recovery and 
reprocessing capacity and capability for paper and card, plastics and organics by 2025. Revisit funding mechanisms and align recycling 
infrastructure with land use planning. 
 
Response – Supported  
 
 

29. Strengthen end markets for recycled materials 
 
Immediately accelerate market development for recycled materials by updating standards and specifications, and explicitly require the 
Victorian public sector to use recycled products where feasible. In the next five years, support research, development and demonstrations to 
build confidence and demand for recycled products. 
 
Response – Supported 
 
As with any investment there is the need to provide certainty not only in supply of the raw materials but also an end buyer/user of the 
product. 
 

30. Address barriers to recycling and reducing waste 
 
In the next year, reduce recyclable material contamination by supporting greater consistency in kerbside and commercial collection and 
separation of glass, paper, cardboard and organic materials. Immediately define and implement behaviour change programs to reduce 
contamination, and consistently maintain these programs in the next 30 years. 
 
Response – Supported in principle. 
 
There is the ability to reduce contamination by community education and engagement programs, however this can do so much the other side 
to this problem is to reduce the amount of contaminating waste is entering the system. Therefore it is l 
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31. Minimise waste and improve residual waste infrastructure planning 
 
In the next two years, improve infrastructure planning for managing residual waste, and further clarify the role of waste-to-energy facilities. 
Over the next 30 years, consistently invest in waste avoidance through behaviour change programs, pricing, regulation and incentives. 
 
Response – Supported in principle 
 
There are potential reservations over the “perception” of waste to energy plants and whether that may, in some instances, act as a 
rationalisation barrier to waste reduction in in some sectors of the community the first instance. 
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Section 02 Manage urban change 
 

2.1. Integrate land use and infrastructure planning 
 

32. Produce public plans for priority infrastructure sectors 
 
In the next five years, develop and publish long-term infrastructure plans for priority infrastructure sectors for which the Victorian Government 
maintains substantial responsibilities, including sequencing and timelines for investment. 
 
 
Response - Supported in principle 
 
 

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. 
 
Response - Supported in principle 
 
This needs to occur under the principle of Plan Melbourne – 20 minute city and moving towards a more polycentric urban and transport 
structure.  The drivers for this need to be aimed firstly at the alignment of land use mix (so as to minimise people movement) and secondly on 
projects that prioritise linking of intra-metropolitan employment and residential areas.  The lowest priority should be projects the reinforce the 
radial transport network with the Melbourne CBD at its heart. 
 

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. 
 
Response – supported in principle 
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Despite years of review and clear cases being made out for development contribution to be applicable in established urban areas there has 
been little to no progress by the State.  Whilst established Councils have the option to pursue their own Development Contribution, these are 
time consuming, costly upfront and in the end deliver only a small proportion of the actual cost of the project, often leaving the community 
and Council to pick up the tab. 
 
Development contributions in urban areas need to be formulate to take into account any “throw away” costs of replacing infrastructure that, 
but for the new growth, would have remained fit for purpose but now requires complete removal for a capacity upgrade, such as drainage or a 
local park.  
  

2.2 Create thriving urban places 
 

35. Support more homes in priority established places 
 
In the next year, use Land Use Framework Plans to identify new priority locations in established suburbs for residential intensification to better 
use existing infrastructure. Following this, review planning settings in partnership with local government to allow increased housing density 
and establish design panel reviews for development applications. 
 
Response – supported in principle 
 
This action is supported, however this increase should not occur through the loss or conversion of employment in established urban areas.  
The State should be encouraged to develop model mid- scale infill development design and consolidation controls to provide greater 
encourage for medium rise infill development.   It is important that as part of this review it is structure to ensure that it takes a broad view of 
the urban areas and places an appropriate value on under-utilised employment areas as a destination for employment and activities that are 
locally accessible. 
 
 

36. Deliver very low income housing with inclusionary zoning 
 
Immediately change and actively apply planning rules to provide affordable rental housing for Victorians on very low incomes in places re-
zoned for more intensive residential use. 
 
Response – supported with amended recommendation 
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The implementation of Affordable Housing provisions in planning schemes should be across the board and across all land in the State and 
across all income cohorts as set out in the current SPECIFICATION OF INCOME RANGES FOR AFFORDABLE HOUSING. It should also apply to rent 
and purchase opportunities.  Selecting only one income cohort and one tenure type unnecessarily disjoints the overall objectives of State 
policy on affordable housing, leaves other equally important categories to flounder across 79 different LGA areas. 
 
Housing that is affordable, well located to jobs and services for workers needs to be viewed as critical infrastructure to the economy and one 
of the simplest ways to reduce congestion.   
 
An across the board requirement creates a level the playing field for the development industry, thru a one in all in,  without creating pockets of 
distortion in the market. Secondly, it means that the cost (if any) is passed back through the system in the form of a lesser sale price to the 
original land holders and therefore not putting upward pressure on house prices.  
 

 
 
 
 

37. Develop an interconnected open space network 
 
Immediately provide direct funding, and reform the developer open space contribution scheme, to create an interconnected open space 
network and extend Melbourne's urban tree canopy. 
 
Recommendation– Supported in principle 
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Whilst this is supported in principles the funding any such action is a major constraint to Council.  As the Strategy notes, the standard open 
space contribution rate of 5% has not been reviewed at a State level since the 1960’, when dwelling densities were in the order of about 9 to 
10 dwelling per/ha, as opposed to the current density levels that are hitting 18 and upwards. 
 
Precinct Plans, Structure Plans, infill renewal projects such as Fishermans Bend generally recommend around 10% POS. This aligns 
international standard and policy on the provision of open space now determine open space based on a defined amount per person. Which 
can then be mixed and matched to provide the necessary open space. 
 
A more up to date approach that is used in urban areas around the world often focuses on a per capita rate of POS in the range of 26/32m2 
per person.  In urban infill sites the required amount in the traditional sense at around 10% of land or land value or combination of the two. 
 
As with other planning and development charges if introduced this changes should be applied to all land and development types in Victoria.  
 

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. 
 
Recommendation– Supported in principle 
 
This is supported in principle however, there are questions over how councils will fund that action and how it works in with other activities 
across these areas.   
 
One funding option is the introduction of value capture across the State.  These fund would be separate from normal rate payments and used 
to recoup infrastructure costs and fund additional infrastructure.  Council currently spends close to $3 million per annually on footpath 
renewal. In a rate capped environment the construction or reconstruction of assets to new standards is extremely constrained. 
 
The link below shows an example of where public infrastructure investment resulted in windfall capital gain for private property owners in the 
school catchment.  This is common place around all state and local infrastructure.  
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39. Transform cycling in Melbourne, Ballarat, Bendigo and Geelong 
 
In the next five years, deliver separated cycle ways and invest in train station bicycle parking facilities to expand the cycling network in 
Melbourne, Ballarat, Bendigo and Geelong. Immediate priorities include connections within and between Melbourne CBD and surrounding 
suburbs, and connections to the Monash, La Trobe and Sunshine National Employment and Innovation Centres. 
 
Recommendation– Supported in principle 
 
 
As for the construction and improvement to footpath, whilst Council is very supportive of these changes.  Council is not in a position to fund 
these improvement without a new funding stream.  
 
 

40. Improve walking and cycling data to better estimate travel impacts and benefits 
 
Immediately begin developing better walking and cycling information and data. In the next three years, incorporate this data and information 
into Victorian Government transport models used for strategic and project planning, and project appraisal. 
 
Recommendation– Supported  
 
 

41. Reallocate road space to priority transport modes 
 
Within five years, identify and begin delivering road space reallocation initiatives, including projects to better support and enforce priority 
movement through streets and places. Legislate for faster, simpler, and more consultative road space reallocation in government decision-
making. 
 
Recommendation– Supported in principle 
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42. Redesign tram routes 
 
Within five years, increase tram purchases, and reserve land for future tram depots. In the next 10 years, redesign tram routes, including short 
shuttle routes, for more capacity in fast growing inner Melbourne areas. 
 
Recommendation– No comment  
 
 

43. Activate urban renewal with new tram links 
 
Immediately fund the northern Fishermans Bend tram connection for delivery by 2026. Within two to five years, commit to delivering a tram 
extension to Arden, and to the former defence site at Maribyrnong, if required. 
 
Recommendation– Supported in principle 
 
Although the planning provisions for Fishermans Bend been in for serval years it is not apparent that there has been any significant 
redevelopment in the FBURA.  There is therefore a question mark over the need, timing and overall community benefits of such project.  
 
 

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. 
 
Recommendation – No comment  
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2.3 Steer changes in travel behaviour 
 
Overall comment.  The Strategy places too much reliance on the ability to change infrastructure usage patterns through demand pricing.  
Recommending demand pricing doesn’t recognise that the reason the congestion exists in the first instance is either the fixed timing of the 
journey for the majority of people traveling and that all travellers have access to alternative modes from which to choose. 
 
The Strategy also does not appear to recognise: 

 congestion itself as a demand management tool, particularly for “discretionary “ travel movements during peak hour that are not work 
related, or 

 the large difference in public transport services, choice, quality and service frequency across metropolitan Melbourne and the costs to 
provide the service and the benefits experienced by the community that results from these different service levels.  

 

45. Adopt peak and off-peak public transport fares 
 
Immediately introduce peak and off-peak fares on public transport and discontinue payment options that undermine their demand 
management effects. 
 
Recommendation– Supported in principle 
 
As noted earlier in this submission pricing as a demand management tool for transport is not supported on the basis of equity in our 
community. In addition peak and off-peak fares are unlikely to make any significant difference to congestion on public transport. For public 
transport it is likely that the current (pre-Covid-19 congestion and overcrowding) has had a bigger impact in discouraging discretionary travel in 
peak times than a fare change would.  
 
Should public transport fares be split into peak and off peak it should be via a reduction of the current standard fare to apply in off peak times 
to encourage more use and recognise that the service standard frequency lowers, trip time increases. An increase to peak fares to create that 
differential is not supported. 
 
If changes are made the principle should see the current fare lowered to create the peak/off peak differential. 
 



 42 

 
 

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. 
 
Recommendation– Supported in principle 
 
This needs more investigation so that areas with less transport choice and commuting distance due suffer an increased cost burden as a result 
of the fair change. This should also be considered only after there have been significant improvements to suburban public transport services.  
 

47. Abolish the free tram zone 
 
Immediately abolish the free tram zone to improve safety and access for those who need it most. 
 
Recommendation– No comment  
 
 

48. Remove annual charges and introduce distance-based pricing for electric vehicles 
 
Remove annual up-front charges, such as registration fees, and introduce a distance-based road user charge for electric vehicles in the next 
two years. Consider extending this to other types of vehicles on an opt-in basis, allowing for expansion over time. 
 
Recommendation– Supported in principle 
 
 

49. Appoint an independent transport pricing adviser 
 
Immediately appoint an independent body to advise on and monitor transport prices. 
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Recommendation– Supported in principle 
 
 

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. 
 
 

51. Incorporate congestion pricing for all new metropolitan freeways 
 
Apply congestion reducing tolls to all new metropolitan freeways, including the North East Link. 
 
 

52. Trial full-scale congestion pricing in inner Melbourne 
 
In the next five years, trial full-scale congestion pricing in inner Melbourne. 
 
Recommendation– No comment  
 
 
 

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. 
 
Response – No comment  
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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-and-rides, to help 
encourage using public and active transport for access. 
 
Response – not supported 
 
There are a range of issues around the presence of commuter parking at railway stations currently in terms of the value of the land, the cost of 
supplying the parking for a limited number of the community, the knock on effects on local streets of pricing parking.  This needs to be 
cognisant of the poor quality of feeder public transport services including, lack of bus stops, low service frequencies and high travel times. 
 
It is questionable in the long term whether parking at railway stations is ultimately the best use of the land. 
 
 

55. Phase out fixed road user charges and introduce user pays charging 
 
In the next 10 years, replace fixed road user charges with variable distance-based and congestion charges. Ensure user pays charging reflects 
the relative costs of providing roads, and encourages drivers to change their behaviour. 
 
Response – not supported 
 
This disadvantages communities who are located further from employment and the established public transport network and those with 
limited mode choice.  It also does not take into account that a 1km travelled in the Shire of Cardinia is likely to cost less in infrastructure 
provision and congestion that 1km in an inner suburb, which also have a great choice of travel mode. 
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2.4 Adapt infrastructure for modern needs 
 

56. Require accessible buildings for public services 
 
Immediately establish an accessibility upgrade fund to contribute towards priority building upgrades to meet contemporary accessibility 
standards. By 2032, require all Victorian Government provided and funded services to be delivered from premises meeting contemporary 
accessibility standards. 
 
Recommendation– Supported  
 
 
 

57. Rapidly renew old public housing 
 
Rapidly renew dilapidated public housing properties, with a priority to renew at least half of all older low-rise apartments and older three-
bedroom detached dwellings by 2031. 
 
Recommendation– Supported  
 
 
 

58. Upgrade and rebuild public hospital infrastructure 
 
Upgrade and rebuild ageing public hospitals to meet future health care demand, starting with renewal of at least one of the Alfred, Royal 
Melbourne and Austin Hospitals in the next 10 years. 
 
Recommendation– Supported  
 
 
 



 46 

59. Build back better after emergencies 
 
In the next year, consider policy changes and funding mechanisms so high priority public infrastructure destroyed by emergencies is built to a 
more resilient standard or in less vulnerable locations. 
 
Recommendation– Supported in principle 
 
 
 

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. 
 
Recommendation– Supported in principle 
 
 
 

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. 
 
Recommendation– Supported in principle 
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Section 03 Harness infrastructure for productivity and growth 
 

3.1 Shape the transport network for better access 
 

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. 
 
 
Recommendation– Supported in principle 
 
Any reshaping of the network should not focus solely on increasing capacity of the radial component of the transport network, continuing to 
funnel people and jobs into the Melbourne CBD.  The main weakness of Melbourne as greater metro area is the radial train network and the 
lack of cross town public transport routes. 
 

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 premium bus service instead of trams on the Wellington Road 
corridor to Rowville. 
 
Response - Supported in principle 
 
There is an urgent need for a review of all bus services right across south east Melbourne to ensure provide realistic intra-suburb public 
transport network as a viable alternative to the private motor car. 
South East Melbourne is one of the state’s most important employment hubs, but many large industrial areas are impractical to reach by 
public transport. This adds unnecessary congestion to road during peak hours and wastes valuable employment land as car parking. 
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Improving bus links to key employment zones throughout the south east region would drive jobs growth, reduce congestion and give locals a 
more reliable and effective way to get to and from work.  It would also make the precincts more liveable, free up some household budget, free 
up land sterilised for staff car parking. 
The bus network review should aim to provide a “turn up and go” service in peaks periods and provide high quality bus shelters.  

The bus review should include a “hub and spoke” approach of intra-regional spokes and inter-region hubs.  For instance – approximately 
80,000 people drive to the Monash National Employment Cluster each day for work. Due to the limited nature of the land use in the Cluster, 
once at work many people are ‘stranded” in the Cluster with limited commercial or retail options with convenient access, so a forced to rely on 
the car to move around the Cluster. The following Employment Hubs need to be provided with greatly improved bus services and supporting 
bus infrastructure: 

 The Monash National Employment and Innovation Cluster 

 The Dandenong National Employment and Innovation Cluster 

 Cardinia Employment Cluster, Pakenham 

 Carrum Downs 

 Activity centres in Dandenong, Frankston, Narre Warren and Berwick 

The review should ensure that: 

 All bus services exceed the requirements of minimum service levels 

 A turn up and go service during peak periods 

 Increased frequency of bus routes to important to regional employment centres 

 A high level hub and spoke model of bus service and infrastructure to and within the region’s Employment Hubs 
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Image below shows a “bus stop” in the world leading Monash National Employment Cluster. (Just to left of centre) 
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64. Increase suburban rail corridor services and capacity 
 
Immediately revise metropolitan train timetables to increase service frequency. 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. 
 
Recommendation – supported in principle. 
 
Any improvements to the inner metro rail network that are beyond based network functionality, should not be designed to further draw jobs 
out of metro Melbourne.  This action also needs to understand the physical limitations of moving people and the knock on effects in local 
communities of more commuters using trains, primarily accessed via mot  
 

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. 
 
 
Response   
No comment 
 
 

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. 
 
Response  
 
No comment 
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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. 
 
Response  
 
No comment 
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3.2 Plan for growth areas 
 

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. 
 
Response – Supported in principle 
 

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 examine the feasibility of extending rail towards Clyde, Wollert and Baxter. 
 
Response – Supported in principle 
 
The provision of a better level of rail service is appropriate however, this needs to occur in tandem with increased employment, social and civic 
infrastructure being provided closer to home, so that over time households have less and less need to travel to the Melbourne CBD for 
employment, education or entertainment.  
 

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 suburbs council areas. 
 
Recommendation – Supported in principle  
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As mentioned earlier in the submission there are a range of road projects that are appropriate to fund immediately and would also have 
immediate benefits in reducing congestion and freight traffic movements throughout Monash and the Greater South East Melbourne area 
including:   

o Thompsons Road, Clyde North (Extension from Clyde Road to Cardinia Road) 
o Westall Road, Clayton (Commit funding for extension to the Monash Freeway) 
o Glasscocks Road, Dandenong South (Early development of Glasscocks Road through CGD and into Casey) 

 
 

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. 
 
 
Response – Supported in principle 
 
This objective should be expanded to apply to all urban areas across the state.  The objective of 30% cover must include private land and can 
be in part achieved through uniform planning controls over canopy tree removal and replacement.  The strengthening of landscaping and tree 
planting requirements in development, including new private single dwellings, such as in a front setback, would contribute greatly to achieving 
the 30% canopy cover as well as standard tree planting and landscape requirements in private dwellings.  This would spread the load of 
planting and reduce the cost of any such program. 
 
In pursuing this recommendation the emphasis on tree selection should be on the role of the tree as a piece of urban infrastructure, rather 
than attempting to recreate a pre-European biodiverse landscape.  So criteria should be established that include suitability for urban 
environment, shade in summer, sunlight in winter, non-invasive and non-intrusive. 
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3.3 Align social infrastructure with better service delivery 
 

72. Co-design an Aboriginal Community-Controlled Infrastructure Plan 
 
Immediately commence a co-design process with Aboriginal Victorians to develop a plan to guide investment in Aboriginal community-
controlled infrastructure to meet current and future social, economic and cultural needs. 
 
Recommendation– Supported  
 
 

73. Set targets to grow social housing 
 
Immediately set a transparent social housing growth target to reach at least the national average of 4.5 social housing dwellings for every 100 
households by 2031. 
 
Recommendation– Supported in principle as a first step 
 
Victoria is coming of a very low base with this infrastructure category. This should be noted as a short term goal with the ultimate goal of 
meeting the need for social housing rather than the national average which is distorted by different population demographics and property 
markets. 
 

74. Build new hospital capacity 
 
In the next five years, reserve land for future hospital sites. Over 30 years, build new public hospital capacity to meet Victoria's future needs, 
especially demand increases from Melbourne's rapidly growing outer northern and western suburbs. 
 
Recommendation– Supported  
 
 
 



 55 

75. Deliver infrastructure for a better mental health system 
 
Immediately establish a dedicated infrastructure fund to support a better mental health system, building on the Royal Commission's interim 
priorities of 170 additional acute mental health beds by mid-2022, new co-designed residential mental health services, a Collaborative Centre 
for Mental Health and Wellbeing, and a new Aboriginal Social and Emotional Wellbeing Centre. 
 
Response - supported  
 
 

76. Plan and consistently deliver corrections and youth justice infrastructure while managing demand with policy settings 
 
Plan and consistently deliver corrections and youth justice infrastructure while managing demand. By 2023, undertake long-term corrections 
and youth justice infrastructure planning, alongside policy measures that reduce short-term volatility and prison demand. In the next 15 years, 
consistently deliver a pipeline of corrections and youth justice infrastructure to meet long-term demand. 
 
Response  
 
No comment 
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Relevant Monash City Plan or Strategy 
Whilst this submission is an officer report it has been prepared in the context of the following adopted Monash City Council strategies and 
plans.  
 

Monash Plan or 
Strategy 

Description Plan or Strategy Location on the City of Monash Website 

Age Friendly Monash – 
A Positive Aging Plan 
2015 - 2019 

Council has developed the Age Friendly 
Monash 2015 - 2019 based on the 
World Health Organisations (WHO), 
‘Age Friendly Cities’ framework. 

https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-
and-Strategies/Age-Friendly-Monash  

Monash Arts and 
Culture Strategy 2015 - 
2018 

Monash City Council has developed a 
new Arts and Culture Strategy intended 
to set a vision and guide Council’s 
involvement and investment in 
festivals, events, cultural activities and 
arts practice within the community 
over the coming three years. 

https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-
and-Strategies/Monash-Arts-and-Culture-Strategy  

Dashwood and 
Chadstone Community 
Action Plan 2016 -21 

The aim of the Plan is to enhance 
Ashwood and Chadstone to become an 
even better place to live, work and 
socialise. 

https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-
and-Strategies/Ashwood-and-Chadstone-Community-Action-Plan  

Community Action Plan 
– Strengthening 
Mulgrave 2019 - 2024 

The aim of this plan is to make 
Mulgrave an even better place to live, 
work and participate in community life. 

https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-
and-Strategies/Strengthening-Mulgrave-Community-Action-Plan  

Community Action Plan 
– Strengthening Notting 
Hill 2019 - 2024 

The aim of this plan is to enhance 
Notting Hill to be an even better place 
to live, work and participate in 
community life. 

https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-
and-Strategies/Strengthening-Notting-Hill-Community-Action-Plan  

Oakleigh Community 
Action Plan 2015 

 https://www.monash.vic.gov.au/About-Us/Council-Projects/Oakleigh-
Community-Action-Plan  

https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Age-Friendly-Monash
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Age-Friendly-Monash
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Monash-Arts-and-Culture-Strategy
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Monash-Arts-and-Culture-Strategy
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Ashwood-and-Chadstone-Community-Action-Plan
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Ashwood-and-Chadstone-Community-Action-Plan
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Strengthening-Mulgrave-Community-Action-Plan
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Strengthening-Mulgrave-Community-Action-Plan
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Strengthening-Notting-Hill-Community-Action-Plan
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Strengthening-Notting-Hill-Community-Action-Plan
https://www.monash.vic.gov.au/About-Us/Council-Projects/Oakleigh-Community-Action-Plan
https://www.monash.vic.gov.au/About-Us/Council-Projects/Oakleigh-Community-Action-Plan
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Economic Development 
Strategy and Action 
Plan, 2018 

This strategy builds on Council’s 
ongoing commitment to growing 
employment and economic 
opportunity by providing and 
advocating for high quality, responsive 
services and infrastructure making 
Monash a premier location for 
residents, businesses and their 
employees to live, learn, work and play. 

https://www.monash.vic.gov.au/Business/Publications/Economic-
Development-Strategy  

Environmental 
Sustainability Strategy 
2016 - 2026 

In March 2016, Council adopted a 10-
year Environmental Sustainability 
Strategy, which commits us to many 
actions including continued reduction 
of Council's greenhouse gas emissions. 

https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-
and-Strategies/Environmental-Sustainability-Strategy-2016-2026  

Gender Equity Strategy 
2015 - 2020 

 https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-
and-Strategies/Gender-Equity-Strategy  

Monash Housing 
Strategy, 2014 

In 2014, Council adopted a new 
Housing Strategy which aims to protect 
the 'garden city' character of Monash 
while also identifying preferred 
locations for increased housing 
intensity. 

https://www.monash.vic.gov.au/Building-Planning/Strategic-
Planning/Housing-Strategy  

A Healthy and Resilient 
Monash: Integrated Plan 
2017 - 2021 

This Plan combines all the areas within 
Council and the community that help 
define a healthy city. It highlights 30 
major health and wellbeing priorities 
which we will strive to improve over 
the next four years. 

https://www.monash.vic.gov.au/About-Us/Council/Publications/A-
Healthy-and-Resilient-Monash-Integrated-Plan-2017-2021  

Monash Integrated 
Transport Strategy 2017 

At its 28 February 2017 meeting, 
Council adopted a 20-year transport 
strategy to ensure that as Monash’s 
population grows, our area remains an 

https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-
and-Strategies/Monash-Integrated-Transport-Strategy  

https://www.monash.vic.gov.au/Business/Publications/Economic-Development-Strategy
https://www.monash.vic.gov.au/Business/Publications/Economic-Development-Strategy
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Environmental-Sustainability-Strategy-2016-2026
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Environmental-Sustainability-Strategy-2016-2026
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Gender-Equity-Strategy
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Gender-Equity-Strategy
https://www.monash.vic.gov.au/Building-Planning/Strategic-Planning/Housing-Strategy
https://www.monash.vic.gov.au/Building-Planning/Strategic-Planning/Housing-Strategy
https://www.monash.vic.gov.au/About-Us/Council/Publications/A-Healthy-and-Resilient-Monash-Integrated-Plan-2017-2021
https://www.monash.vic.gov.au/About-Us/Council/Publications/A-Healthy-and-Resilient-Monash-Integrated-Plan-2017-2021
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Monash-Integrated-Transport-Strategy
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Monash-Integrated-Transport-Strategy
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accessible and vibrant place with 
sustainable transport choices. 

Monash Loneliness 
Framework 2020 - 2025 

 https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-
and-Strategies/Monash-Loneliness-Framework-2020-2025  

Monash 2021 Monash 2021 - a thriving community is 
the result of these conversations and of 
ongoing research and thinking that 
takes place across Council. The plan 
outlines our vision and the priorities we 
will focus on to deliver long term 
community strength and benefits. 

https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-
and-Strategies/Monash-2021  

Monash Open Space 
Strategy 2018 

The Monash Open Space Strategy has 
been prepared in response to the 
community’s desire for more open 
space. It will be used to guide Council 
in providing open space now and in the 
future. 

https://www.monash.vic.gov.au/Building-Planning/Strategic-
Planning/Open-Space-Strategy  

Playground and 
Playspace Strategy 2020 

 https://www.monash.vic.gov.au/About-Us/Council/Have-Your-
Say/Playground-Strategy  

Walking and Cycling 
Strategy 

 https://www.monash.vic.gov.au/files/assets/public/leisure/recreation-
strategies/walking-cycling-strategy.pdf  

Active Monash Capital 
Works Priorities 
Framework 

 https://www.monash.vic.gov.au/files/assets/public/leisure/recreation-
strategies/active-monash-capital-works-priorities-framework.pdf  

Active Reserve Facility 
Hierarchy 2018 

 https://www.monash.vic.gov.au/files/assets/public/leisure/recreation-
strategies/policy-active-reserves-facility-hierarchy-rev-2-2019.pdf  

Road Management Plan 
2018 

The City of Monash is the Road 
Authority for approximately 734 
kilometres of local roads and their 
associated footpaths and other assets. 
This Road Management Plan has been 
prepared to document the principles, 

https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-
and-Strategies/Road-Management-Plan  

https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Monash-Loneliness-Framework-2020-2025
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Monash-Loneliness-Framework-2020-2025
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Monash-2021
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Monash-2021
https://www.monash.vic.gov.au/Building-Planning/Strategic-Planning/Open-Space-Strategy
https://www.monash.vic.gov.au/Building-Planning/Strategic-Planning/Open-Space-Strategy
https://www.monash.vic.gov.au/About-Us/Council/Have-Your-Say/Playground-Strategy
https://www.monash.vic.gov.au/About-Us/Council/Have-Your-Say/Playground-Strategy
https://www.monash.vic.gov.au/files/assets/public/leisure/recreation-strategies/walking-cycling-strategy.pdf
https://www.monash.vic.gov.au/files/assets/public/leisure/recreation-strategies/walking-cycling-strategy.pdf
https://www.monash.vic.gov.au/files/assets/public/leisure/recreation-strategies/active-monash-capital-works-priorities-framework.pdf
https://www.monash.vic.gov.au/files/assets/public/leisure/recreation-strategies/active-monash-capital-works-priorities-framework.pdf
https://www.monash.vic.gov.au/files/assets/public/leisure/recreation-strategies/policy-active-reserves-facility-hierarchy-rev-2-2019.pdf
https://www.monash.vic.gov.au/files/assets/public/leisure/recreation-strategies/policy-active-reserves-facility-hierarchy-rev-2-2019.pdf
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Road-Management-Plan
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Road-Management-Plan


 60 

methods and systems used by the City 
of Monash in managing the local road 
system. 

Monash Street Tree 
Strategy 2016 

The strategy identifies trees that are in 
declining health and will need to be 
replaced over time. It is about 
delivering a vision for Monash where 
the trees in any particular street are 
the best choice for that part of the City 
(taking into account available growing 
space, proximity to infrastructure like 
overhead power lines and footpaths, as 
well as neighbourhood character). 

https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-
and-Strategies/Street-Tree-Strategy  

Urban Biodiversity 
Strategy 2018 - 2028 

Council has endorsed the Urban 
Biodiversity Strategy that will guide the 
management and enhancement of 
bushland and reserves within the 
municipality. 

https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-
and-Strategies/Urban-Biodiversity-Strategy  

Monash Urban 
Landscape and Canopy 
Vegetation Strategy 
2018 

Council adopted the Monash Urban 
Landscape and Canopy Vegetation 
Strategy at its 30 October 2018 
meeting. This Strategy adopts a 30% 
canopy cover target. 

https://www.monash.vic.gov.au/Building-Planning/Strategic-
Planning/Urban-Landscape-and-Canopy-Vegetation-Strategy  

Waste Management 
Strategy 2017 - 2027 

The strategy has been prepared to 
guide the way waste is managed in the 
municipality over the next 10 years 
(from 2017-2027) – to prepare for the 
future of the waste industry and deliver 
a sustainable and effective service to 
the community. 

https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-
and-Strategies/Waste-Management-Strategy  

Huntingdale Precinct 
Plan 2020 

This is a transformative, long term 
vision outlining opportunities to 

https://www.monash.vic.gov.au/Building-Planning/Strategic-
Planning/Structure-Plans/Huntingdale-Precinct-Plan  

https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Street-Tree-Strategy
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Street-Tree-Strategy
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Urban-Biodiversity-Strategy
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Urban-Biodiversity-Strategy
https://www.monash.vic.gov.au/Building-Planning/Strategic-Planning/Urban-Landscape-and-Canopy-Vegetation-Strategy
https://www.monash.vic.gov.au/Building-Planning/Strategic-Planning/Urban-Landscape-and-Canopy-Vegetation-Strategy
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Waste-Management-Strategy
https://www.monash.vic.gov.au/About-Us/Council/Publications/Plans-and-Strategies/Waste-Management-Strategy
https://www.monash.vic.gov.au/Building-Planning/Strategic-Planning/Structure-Plans/Huntingdale-Precinct-Plan
https://www.monash.vic.gov.au/Building-Planning/Strategic-Planning/Structure-Plans/Huntingdale-Precinct-Plan
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revitalise Huntingdale and immediately 
surrounding areas. 

Clayton Activity Centre 
Precinct Plan 2020 

The Plan sets out a clear framework to 
guide the growth of Clayton into the 
future. Located in the heart of the 
Monash National Employment and 
Innovation Cluster (MNEIC), it is 
estimated that the suburb will grow 
from 21,219 people in 2018 to at least 
29,000 people by 2036. 

https://www.monash.vic.gov.au/Building-Planning/Strategic-
Planning/Structure-Plans/Clayton-Activity-Centre-Precinct-Plan  

Brandon Park Major 
Activity Centre – 
Structure Plan 2013 

The BPMAC Structure Plan addresses 
both the development and 
management of public infrastructure, 
in streets and parks and walkways, and 
sets private property parameters for 
preferred land uses, built form, heights 
and siting.  

https://www.monash.vic.gov.au/files/assets/public/building-amp-
planning/monash-structure-plans/brandon-park-major-activity-centre-
structure-plan.pdf  

Glen Waverley Activity 
Centre Structure Plan 
(Updated 2016) 

Council has prepared several plans to 
guide the future development of the 
Glen Waverley Activity Centre. 

https://www.monash.vic.gov.au/Building-Planning/Strategic-
Planning/Structure-Plans/Glen-Waverley-Activity-Centre  

Oakleigh Major Activity 
Centre – Structure Plan 
2012 

The purpose and function of the 
Oakleigh MAC Structure Plan is to plan 
future growth in order to manage 
change to the physical environment 
and activities within the Oakleigh 
Major Activity Centre. 

https://www.monash.vic.gov.au/files/assets/public/building-amp-
planning/monash-structure-plans/oakleigh-major-activity-centre-
structure-plan.pdf  

Wheelers Hill 
Neighbourhood Activity 
Centre Structure Plan 
2007 

 https://www.monash.vic.gov.au/files/assets/public/building-amp-
planning/monash-structure-plans/wheelers-hill-neighbourhood-
activity-centre-structure-plan-part-1.pdf  

https://www.monash.vic.gov.au/Building-Planning/Strategic-Planning/Structure-Plans/Clayton-Activity-Centre-Precinct-Plan
https://www.monash.vic.gov.au/Building-Planning/Strategic-Planning/Structure-Plans/Clayton-Activity-Centre-Precinct-Plan
https://www.monash.vic.gov.au/files/assets/public/building-amp-planning/monash-structure-plans/brandon-park-major-activity-centre-structure-plan.pdf
https://www.monash.vic.gov.au/files/assets/public/building-amp-planning/monash-structure-plans/brandon-park-major-activity-centre-structure-plan.pdf
https://www.monash.vic.gov.au/files/assets/public/building-amp-planning/monash-structure-plans/brandon-park-major-activity-centre-structure-plan.pdf
https://www.monash.vic.gov.au/Building-Planning/Strategic-Planning/Structure-Plans/Glen-Waverley-Activity-Centre
https://www.monash.vic.gov.au/Building-Planning/Strategic-Planning/Structure-Plans/Glen-Waverley-Activity-Centre
https://www.monash.vic.gov.au/files/assets/public/building-amp-planning/monash-structure-plans/oakleigh-major-activity-centre-structure-plan.pdf
https://www.monash.vic.gov.au/files/assets/public/building-amp-planning/monash-structure-plans/oakleigh-major-activity-centre-structure-plan.pdf
https://www.monash.vic.gov.au/files/assets/public/building-amp-planning/monash-structure-plans/oakleigh-major-activity-centre-structure-plan.pdf
https://www.monash.vic.gov.au/files/assets/public/building-amp-planning/monash-structure-plans/wheelers-hill-neighbourhood-activity-centre-structure-plan-part-1.pdf
https://www.monash.vic.gov.au/files/assets/public/building-amp-planning/monash-structure-plans/wheelers-hill-neighbourhood-activity-centre-structure-plan-part-1.pdf
https://www.monash.vic.gov.au/files/assets/public/building-amp-planning/monash-structure-plans/wheelers-hill-neighbourhood-activity-centre-structure-plan-part-1.pdf
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Mount Waverley 
Activity Centre Structure 
Plan (Draft 2020) 

 https://www.monash.vic.gov.au/Building-Planning/Strategic-
Planning/Structure-Plans/Mount-Waverley-Activity-Centre  

 

https://www.monash.vic.gov.au/Building-Planning/Strategic-Planning/Structure-Plans/Mount-Waverley-Activity-Centre
https://www.monash.vic.gov.au/Building-Planning/Strategic-Planning/Structure-Plans/Mount-Waverley-Activity-Centre

