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Balancing the transport needs of everyone in the community can be a difficult task as 
different road users have different needs. We all need to get around, so it is important 
Council supports a fair and equitable balance of these differing needs. 

The City of Moreland faces some considerable transport challenges, both now and in  
the future. Population growth, climate change, peak oil, health and wellbeing, congestion, 
economic development and social inclusion all will have an escalating impact on the way 
we move around. They present significant challenges and potentially opportunities for all 
tiers of government and our community. How we manage them will ultimately affect the 
way our City evolves. 

Moreland’s Integrated Transport Strategy 2010-19 (MITS) establishes Council’s strategic 
direction for transport planning for the next ten years. It identifies actions Council can 
implement to support sustainable communities and overcome some of these challenges. 
Four key objectives have been developed to work towards this vision. They are: 

•  To achieve a mode shift towards more environmentally sustainable  
travel behaviours

•  To support social equity and ensure viable transport options for all sectors  
of the community

•  To improve safety of all modes of transport to support an active and healthy 
community

•  To support economic activity by providing for multi modal transport links for  
all forms of commerce in the City.

In addition to actions Council can implement, the strategy contains many advocacy 
actions for issues beyond Council’s jurisdiction. Thus the endorsement of MITS 
empowers Council to advocate for improvements to our transport networks. 

Thank you to those who contributed to the development of the strategy. We look forward  
to working with our community and partners to deliver an accessible, reliable and 
equitable transport network. 

Cr Stella Kariofyllidis

Cr Stella Kariofyllidis 
Mayor, Moreland City Council
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Transport connects people to places. An accessible and reliable transport system is essential for people to gain access  

to employment, education, health and other services, as well as supporting social participation. Access and ease of travel 

in Moreland is therefore vital to the liveability of our community. 

An effective transport network is key to achieving sustainable communities and preserving the amenity of the City of 

Moreland community and its environment. The Moreland Integrated Transport Strategy (MITS) 2010–19 articulates 

Council’s direction for transport planning for the next 10 years. The main focus of the strategy is to achieve a shift toward 

more environmentally sustainable travel modes. MITS aims to do this in a way that supports social equity, sustains 

economic activity, and contributes to the health, safety and wellbeing of our community.

MITS will inform Council decision making processes and internal policies and strategies to ensure consistent messages 

and outcomes. It will also provide the framework for Council to identify and monitor the current and future access needs 

of our community. Finally, MITS establishes advocacy platforms for issues beyond Council’s jurisdiction, to continue 

contributing to a shift toward more sustainable communities. 

Introduction
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1.1 Executive Overview

Key Objectives

• To achieve a shift toward more environmentally sustainable travel modes

• To support social equity and ensure viable transport options for all sectors of the community

• To improve safety in all modes of transport to support an active and healthy community

•  To support economic activity by providing for multi-modal transport links supporting all forms of commerce in the City

Key action areas

Support mode shift 
through design, 
and travel demand 
measures

Invest and advocate 
for environmentally 
sustainable transport 
infrastructure to 
improve accessibility, 
quality and coverage.

Improve integration 
between transport 
infrastructure and 
land use planning.

Undertake and 
advocate for works 
to improve the safety 
and accessibility 
for all modes of 
transport.

Council to 
demonstrate 
leadership in 
delivering sustainable 
transport outcomes

Breaking ground in MITS

1.  Reallocate road 
space to prioritise 
pedestrians and 
cyclists

5.  Advocate for 
the reinstatement 
of the Blue Orbital 
SmartBus 

9. Investigate the 
tools that can be used 
to reduce parking 
requirements for new 
developments

13. Support 
improvements to 
public transport 
infrastructure and 
vehicles

17. Advocate for the 
introduction of paid 
parking at zone one 
railway stations

2. Advocate for 
priority for road-based 
public transport 

6.  Advocate for 
increased public 
transport frequency 
and hours of operation 
beyond the current 
Meeting Our Transport 
Challenges standards

10. Investigate 
the feasibility of 
developing a new 
transport node in 
Fawkner

14. Provide high-
quality  walking 
environments that 
comply with Disability 
Discrimination Act 
(DDA) requirements

18. Provide 
infrastructure to 
support alternatively 
fuelled vehicles and 
electric cars

3. Advocate for 
fairness and 
consistency in the 
application of public 
transport boundaries

7.  Review community 
transport services 
in Moreland and 
investigate the 
feasibility of 
implementing a 
community bus 
brokerage

11. Advocate for 
grade-separated rail 
crossings, particularly 
at Bell Street and 
Glenroy Road

15. Advocate for 
reduced speed limits 
to improve safety for 
all road users

19. Continue to 
implement community 
travel behaviour 
change programs

4. Develop and 
implement travel 
behaviour change 
initiatives to encourage 
modal shift

8.  Continue to 
increase expenditure 
for walking and 
cycling infrastructure 
(above CPI)   

12. Support 
development that 
supports local 
employment and local 
living

16. Advocate for 
more freight to be 
transported by rail

20. Review Council’s 
fleet policy
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1.2 Background

Moreland Integrated Transport Strategy 2010 replaces a 
transport strategy developed by Moreland City Council 
in 1998 (termed MITS98). MITS98 was one of the first 
municipal integrated transport strategies developed in 
Australia and was an innovative tool to support transport 
decision-making in Moreland. However, since its 
implementation 12 years ago, new issues and challenges 
have arisen. 

In particular, significant changes at the state government 
level have occurred. The Victorian State Government 
has released several policy documents relating to the 
future development of land use and transport networks. 
In particular, Melbourne 2030 (released in 2002) is the 
state government’s long-term plan to manage growth and 
development in Melbourne and the surrounding region. It 
is designed to protect and enhance the liveability of the 
city. Its prime focus is land use and development, but it 
recognises the impact these have on transport networks. 
This, and many other state and local policies, are 
referenced in chapter two and set the wider policy context 
for this strategy. 

Furthermore, significant environmental, economic and 
social challenges have emerged. The impacts of climate 
change and speculation about peak oil are considered 
some of the greatest challenges of our time. Together 
these issues could transform our cities and fundamentally 
change the way we live and move around. This strategy 
aims to plan for and respond to these challenges while 
continuing to contribute to sustainable development. 

Finally, MITS98 has proven to have limitations particularly 
in relation to practicability of the initiatives, monitoring 
indicators and resourcing. This new strategy aims to 
overcome these barriers by setting targets and identifying 
resources (both staffing and financial) to implement the 
actions in the strategy. MITS also recognises the need to 
enhance the skills of staff assigned to deliver this strategy. 
Broadening staff knowledge and expertise in this evolving 
field will provide the foundation to achieve the City of 
Moreland’s vision for transport.

1.3 Consultation Process

The Moreland Integrated Transport Strategy  
has been developed with significant stakeholder input.  
Three stakeholder workshops were held, which included  
residents and Councillors, to identify the issues and problems 
the strategy should address. Priorities were identified 
through a voting system where those present could select 
issues and options they considered most important. 

A further two workshops attended by residents, staff and 
other stakeholders were conducted to develop the vision 

and objectives of the strategy. A sixth workshop with the 
Councillors and the Moreland Executive Group (MEG) 
identified the initiatives to be included in the strategy, 
and prioritised them according to the timeframe for 
development. 

Council sought community consultation on the draft MITS 
and received over 60 submissions. Key aspects of this 
feedback appear in the final document. 

1.4 Structure of the Strategy

MITS has been divided into five chapters:

• Chapter 1 – Introduction – this chapter

•  Chapter 2 – Context – presents a summary of local 
and state government policies and strategies that 
affect transport in the City of Moreland, and outlines 
the key challenges to be addressed by MITS. This 
chapter also provides a brief social and geographical 
introduction.

•  Chapter 3 – Vision, Objectives and Guiding 
Principles – presents the vision for transport in the 
municipality and the overall objectives and guiding 
principles needed to achieve this vision. 

•  Chapter 4 – Key themes and actions – presents 
an analysis of current transport conditions in the 
municipality and the practical actions that can be 
taken to achieve the vision of the document. MITS 
addresses the following five themes: 
 
o Walking and Cycling 
 
o Public Transport 
 
o Roads and Parking 
 
o Land Use Planning 
 
o Implementation

•  Chapter 5 – Summary – Presents a summary of 
each of the actions within each theme. Additionally, 
the Council branch responsible for delivering each 
action, key stakeholders and the proposed timeframe 
are included in this chapter. 

 The future of humanity 
largely depends on 

how we move ourselves 
from place to place.

‘‘ ‘‘
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The City of Moreland is an inner metropolitan municipality located within 10km of the Melbourne Central Activity District 

(CAD). It has a diverse social mix that includes substantial Italian, Greek, Lebanese and Turkish communities. The city  

is undergoing a process of gentrification as young professional families gradually replace post-war migrant households.  

This process has given the southern suburbs of Moreland a noticeably different character to that of the northern suburbs. 

The southern suburbs (Brunswick and Coburg) were developed before the era of mass car ownership and have high 

population densities, good access to public transport and a street network that makes it relatively easy to get around on 

foot or by bike. Their proximity to the CAD makes them preferred areas for young professional households. These families 

tend to own fewer cars and cycle more than the Melbourne average. 

Conversely, many of the northern suburbs (Gowanbrae, Pascoe Vale, Oak Park, Glenroy, Hadfield and Fawkner) were 

developed in the post-war period, with lower-density development, and a road network that favours driving. There are 

fewer services and facilities in the northern suburbs, and public transport options are limited. The proportion of older 

residents in the northern suburbs is significantly higher than in the south.  

The disparities between the northern and southern suburbs give rise to different issues that require different responses. 

This strategy aims to identify these key issues and challenges, and respond through action and advocacy.  

Context
MORELAND INTEGRATED TRANSPORT STRATEGY 2010 – 2019
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2.1 Policy Context

The state government and Moreland City Council are 
responsible for the provision and planning of transport in 
the City of Moreland. The state government operates the 
regional road network through VicRoads and manages 
public transport services through the Department of 
Transport and privatised public transport operators. 

 
Council controls the local road network and manages 
most of the pedestrian and bicycle networks. These 
responsibilities are outlined in various policies and 
strategies that contribute to the delivery of transport in the 
City of Moreland, and provide the main policy framework 
for MITS. Figure 1 shows the hierarchical relationship 
between these policies, which have been reviewed as part 
of the development of MITS.

State Government Strategies

Local Government Strategies Council Plan

Municipal Public  
Health Plan

Access and  
Inclusion Policy

Pedestrian 
Strategy

Moreland  
Bike Plan

Road Safety 
Strategy

Parking  
Strategy

Structure Plans
(Coburg, Brunswick & Glenroy)

Open Space 
Strategy

Climate Action 
Plan

Moreland Industrial  
Land Use Strategy

Moreland Integrated 
Transport Strategy

Municipal Strategic Statement

Figure 1: Policy context for MITS
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These strategies and their impact on MITS are 
summarised below. 

2.1.1  Melbourne 2030 – Planning for Sustainable Growth 
(2002)

Melbourne 2030 is the Victorian Government’s long-term 
plan to manage growth and development in Melbourne 
and the surrounding region. It is designed to protect and 
enhance the liveability of the city. Its prime focus is land 
use and development, but it recognises the impact these 
have on transport networks. The underlying aim is to 
establish a more sustainable, equitable, prosperous and 
accessible city for current and future generations. 

The plan identifies activity centres, where clustering 
of retail, commercial and community activities are 
encouraged to stimulate local economic and employment 
opportunities outside of the Melbourne CAD. These activity 
centres are generally located in areas with good public 
transport, with an emphasis on local access. Melbourne 
2030 also established an urban growth boundary, the long-
term limit of urban development in Melbourne, to create a 
more compact city.

2.1.2 Melbourne @ 5 million (2008)

Following unprecedented population growth in Victoria 
over the previous five years, the Victorian Government 
released Melbourne @ 5 million in December 2008. 
This plan considers how the implications of the revised 
population projection will affect Melbourne’s future 
settlement patterns, and provides context for the Victorian 
Transport Plan.

The major amendments to this planning update include 
the designation of six new CADs with CBD-like functions, 
development of employment corridors along existing 
transport corridors, higher-density development along the 
Principal Public Transport Network and changes to the 
urban growth boundary.

2.1.3 Victorian Transport Plan (2008)

The Victorian Transport Plan (VTP) is the state 
government’s latest transport plan, identifying more 
than $38 billion of investment on transport projects and 
initiatives. Unprecedented population growth in Victoria is 
causing a strain on transport networks, and the VTP aims 
to meet the growing transport task and support continued 
growth. The long-term vision of the plan is to ensure towns 
and cities are developed in a way that reduces the need to 
travel long distances, by creating employment, recreation, 
education, shopping, services and facilities close to where 
people live.

2.1.4 Freight Futures (2008)

Freight Futures is the Victorian Government’s long-term 
strategy to shape an efficient and sustainable freight 
network for Victoria that supports the prosperity and 
liveability of the state.

Freight Futures provides the blueprint for a secure and 
properly planned freight infrastructure network to support 
the government’s vision for Victoria: to balance the needs 
of the growing Victorian population and economy with 
quality of life for the Victorian community. 

The strategy responds to the many factors driving changes 
in patterns of supply and demand. It provides industry with 
long-term security through a clear statement of what the 
principal freight network is now and in the future, and a 
more predictable policy and regulatory environment.

2.1.5 Victorian Cycling Strategy (2009)

The Victorian Cycling Strategy sets out several priority 
actions to establish cycling as a viable, sustainable, 
affordable and safe transport option. It aims to increase 
cycling levels and recognises that it is an increasingly 
important part of Victoria’s transport solution. 

The strategy aims to deliver a better cycling network, 
promote a culture of cycling, reduce conflicts between 
cyclists and other road users, better integrate cycling 
with public transport and integrate cycling with land use 
planning.

2.1.6 arrive alive (2008)

Road safety is a shared responsibility and all Victorians 
can contribute to safer roads and driving behaviour. arrive 
alive sets out how the Victorian Government will continue 
to deliver a safer system for all road users and make a 
significant reduction to road trauma.

Using the Safe System approach, arrive alive addresses 
three critical elements:

• safer roads and roadsides

• safer vehicles

• safer road users

By adopting effective measures in each of these areas, 
and with the cooperation and support of Victorian road 
users, arrive alive aims to improve road safety across the 
state and substantially reduce the incidence of deaths and 
serious injuries on Victorian roads.
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2.1.7 Municipal Strategic Statement (2003)

The Municipal Strategic Statement (MSS) is a statement 
of the key strategic planning, land use and development 
objectives for the City of Moreland. The vision for Council’s 
MSS is to:

create an environmentally sustainable and liveable 
city where people can shop, work and socialise 
locally. A city where a car and high income are not 
necessary for a rich and rewarding quality of life.  
A city that continues to have a range of opportunities 
and choices for a diverse and prosperous 
community.

2.1.8 Municipal Public Health Plan (2009)

Moreland’s Municipal Public Health Plan (MPHP) outlines 
the community’s main health, safety and wellbeing issues 
and identifies the actions needed for short and long-
term improvement. The benefits of walking and an active 
lifestyle are well recognised by the MPHP and several 
of the policy elements directly and indirectly refer to its 
importance. These elements include education; built 
and natural environment; personal wellbeing and safety; 
access and availability of services; social inclusion and 
social support; recreation, arts and leisure; and transport.

2.1.9 Access and Inclusion Policy (2010)

Moreland City Council’s Access and Inclusion Policy 
identifies how Council can better support people with 
disabilities. This plan aims to: 

•  reduce barriers to persons with a disability 
accessing goods, services and facilities

•  reduce barriers to persons with a disability in 
obtaining and maintaining employment

•  promote inclusion and participation in the community 
of persons with a disability

•  achieve tangible changes in attitudes and practices 
that discriminate against persons with a disability

2.1.10    Structure Plans – Coburg (2006),  
Glenroy (2008) and Brunswick (2008)

A structure plan provides local councils and their 
communities with a long-term plan for an activity centre  
to enable consistent consideration of planning proposals 
and to guide major changes of land use, built form and 
public spaces. Melbourne 2030 has identified three  
activity centres in the City of Moreland: Coburg, which  
is a Principal Activity Centre (PAC) and Glenroy and 
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Brunswick, which are Major Activity Centres (MAC). Council 
has developed structure plans for each of these centres.

Activity centres encourage and support people to live 
locally and provide the focus for services, employment and 
social interaction. They are well served by public transport 
and have the potential to grow and support high-density 
housing development. Moreland’s structure plans aim to 
reduce car dependency and support integrated transport 
networks. The walkability of each activity centre is highly 
valued, and improving pedestrian amenity and access is  
a key component of each structure plan.

2.1.11  Moreland Open Space Strategy (under review)

Open space serves many roles and is considered a 
valuable asset in built-up urban areas such as the City of 
Moreland. Council’s Open Space Strategy (MOSS) guides 
the planning, development, improvement and maintenance 
of parks across the municipality.

Open space that is accessible and attractive encourages 
and supports people to include various forms of exercise, 
particularly walking, as part of their daily lives. It also 
provides a place for relaxation and active recreation 
(walking and cycling), and contributes to the overall  
quality of life.

2.1.12 Climate Action Plan (2007)

Moreland City Council’s Climate Action Plan (CAP) 
confirms Council’s commitment to acting on climate 
change by reducing greenhouse emissions from Council’s 
operations and within the community. It describes the tools 
and methods Council will adopt to reduce greenhouse gas 
emissions and subsequent impact on climate change. This 
includes reducing fleet vehicle emissions, implementing 
Council’s Green Travel Plan, improving and expanding 
the walking and cycling network, supporting car sharing 
and advocating for public transport improvements. Council 
aims to make zero net emissions by 2020, and to help the 
community become carbon neutral by 2030.

2.1.13 Moreland Industrial Land Use Strategy (2004)

The Moreland Industrial Land Use Strategy (MILUS) 
identifies where it is appropriate to change from existing 
industrial land use to genuine mixed use, including 
residential and retail. The redevelopment of these sites 
allows for a significant increase in population around 
existing public transport infrastructure. MILUS also 
identifies three major concentrations of industry, known 
as Core Industrial and Employment Precincts (CIEPs), 
in Moreland. These areas (located in Brunswick West, 
Coburg North and Newlands) are the preferred locations 
for major manufacturing and associated industries. 
Maintaining high levels of access for freight and commercial 
vehicles is crucial to preserve the viability of these precincts.
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 2.2 Key Transport Challenges

The key transport challenges for the City of Moreland are: 

• climate change

• peak oil

• population growth

• health and wellbeing

• congestion

• economic development

• social inclusion

These seven issues are not unique to Moreland though 
they will have an escalating impact on the way we 
move around. They present significant challenges for 
both governments and communities and will require 
considerable intervention and leadership management. 
These challenges will ultimately affect the way our cities 
evolve.

 2.2.1 Climate Change

Human activities, predominately the burning of fossil 
fuels, intensive agriculture and land clearing, are creating 
excessive greenhouse gas concentrations in the lower 
atmosphere. These heat-trapping gases are causing 
parts of the planet to heat beyond a safe range and are 
having a major impact on weather patterns. This enhanced 
greenhouse effect is often referred to as global warming or 
climate change. 

In Australia temperatures have already risen and we 
are experiencing the effects such as more frequent and 
severe droughts, heatwaves, bushfires and storm events. 
The changes and the pace at which they are happening 
threaten key sectors of the economy, including agriculture 
and tourism, and have the potential to damage our cities 
and impact on our health.

Reducing greenhouse gas emissions to minimise the 
impacts of climate change is a major challenge for our 
communities. The role of transport is significant, as it 
remains the second biggest growth sector of greenhouse 
gases.

Figure 2 shows that one third of the greenhouse gas 
emissions produced from Australian households is from 
transport. The bulk of these emissions comes from private 
vehicles, a consequence of the car-dependent cities that 
have been built over the past few decades. Despite these 
alarming predictions, trends in road traffic emissions are 
for growth, not a reduction. The Bureau of Transport and 

Regional Economics estimates that under a ‘business as 
usual’ scenario, greenhouse gas emissions from transport 
in 2010 will be 47 per cent higher than 1990 levels, and  
68 per cent higher in 2030.

In Melbourne, 84 per cent of trips to work are by private 
vehicle, and more than half of all trips are less than five 
kilometres. A significant shift to low-carbon transport 
modes, particularly for these short trips, is necessary to 
reduce our greenhouse gas emissions. Council is well 
placed to support sustainable travel, being responsible 
for the construction of walking and cycling networks, and 
delivering community education campaigns to reduce car 
reliance.

2.2.2  Peak Oil

Peak oil refers to the time when the maximum rate of 
global petroleum extraction is reached, after which the rate 
of production declines. Predictions of when peak oil will 
occur vary; however, the impacts of a dwindling oil supply 
at a time when demand is rapidly increasing will be severe 
(see figure 3). Combined with climate change, these two 
challenges will transform our cities, and fundamentally 
change the way we live and move around. 

A constraint in oil supply will significantly increase the 
price of petrol, directly influencing road-based transport 
modes, particularly private and freight vehicles. While 
this will actually help change travel behaviour, it will have 
considerable consequences for those living on the urban 
fringes of cities – generally areas of widespread car 
dependency. A major spike in fuel prices in 2008 saw a 
shift away from private vehicle usage, and influx of public 
transport passengers. The number of people cycling is 
also steadily rising, particularly in the inner-city areas.   

In 2008 Dodson and Sipe  developed an indicator known 
as the VAMPIRE (Vulnerability Assessment for Mortgage, 
Petroleum and Inflation Risks and Expenses) index to 
identify the relative degree of socio-economic stress in 
major Australian cities. The index is constructed from 
four indicator variables drawn from census data that are 
combined to provide a vulnerability index that can be 
mapped for each census collection district. The variables 
used to determine this vulnerability are:

• car dependence

 º    proportion of those working who journeyed to 
work by car (either as a driver or passenger)

 º    proportion of households with two or more cars

• income level – median weekly household income

•  mortgages – proportion of dwellings being 
purchased through a mortgage or rent/buy scheme
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Electronic and
 other appliances - 15%

Fridge / freezer - 9%

Home heating
and cooling - 11%

Water heating - 16%
Wastes - 5%

Lights - 5%

Cooking - 3%

Clothes washing and drying 
and dishwashing - 2%

Travel to work - 11%

Travel for shopping, 
personal business, 
recreation - 23%

Figure 2: Greenhouse gas emissions per household activity (%)   
(Source: Department of the Environment, Water, Heritage and the Arts, Australian Government)

Figure 3: Australian oil production versus demand (Source: Australian Association for the study of Peak Oil and Gas (ASPO))
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Figure 4 graphically demonstrates this ‘vulnerability 
index’, with areas of greatest risk to rising petrol prices 
and increasing housing costs marked in red and yellow. 
Moreland has areas in the north of the municipality that 
are clearly more exposed than the south, with parts of 
Glenroy, Gowanbrae, Oak Park, Hadfield, Pascoe Vale 
and Fawkner receiving high vulnerability scores. 

Council is in a position to influence the future structure of 
our city to minimise this vulnerability by applying various 
planning instruments and policies. Moreland can ensure 
that these policies support connected communities and 
encourage local employment opportunities to reduce 
the need to travel. All levels of government need to work 
toward mitigating the effects of peak oil by ensuring people 
have access to transport networks that are less dependent 
on fossil fuels.

2.2.3  Population Growth

The demand for transport is dependent on population, 
age structure and rates of participation in employment, 
education and community. Melbourne experienced strong 
population growth between 2001 and 2006, the rate 
of growth being higher than any other Australian city. 
However, population growth has been faster in the new 
growth areas on Melbourne’s fringes than in the inner city 
and has contributed to the number of private and freight 
vehicles on our roads. This has resulted in extensive 
through-traffic in Moreland, particularly from people 
travelling between the growth areas to the north and 
employment in the inner city.

The City of Moreland has also experienced an increase in 
population. Between 2001 and 2006 an additional 4167 
people chose to live in Moreland (3.2 per cent increase). 

Figure 4: VAMPIRE Index for the City of Moreland and Melbourne 
(Source: Dodson and Sipe 2008)

 VAMPIRE Index for Melbourne

 19 to 22  (479)

 17 to 19  (1086)

 15 to 17  (1841)

 10 to 15  (2011)

 1 to 10  (146)

 Unpopulated  (6)

City of Moreland
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Figure 5: Percentage of population aged over 75 (Source: ABS Census data 2006)

Percent

21 - 34
14 - 21
9 - 14
6 - 9

 0 - 6

This is the result of urban renewal and consolidation in 
inner suburbs such as Brunswick and Brunswick East, 
new housing developments at Gowanbrae, Pentridge 
and the Hoffman Brickworks site, and substantial 
infill developments projected in the northern suburbs. 
Population projections conducted by the Department of 
Sustainability and Environment in 2008 estimate that 
Moreland will grow by approximately 0.7 per cent each 
year, that is, by 2020 there is expected to be an additional 
17,000 people living in the City of Moreland. This has 
important implications for transport planning, as the 
previous MITS98 was developed under the assumption of 
no (or minimal) population growth.

The age structure of a community should also be 
considered when planning for future transport needs, 
as the various age groups have differing transport 
requirements. Moreland’s population is ageing and there 
are a greater proportion of older people in Moreland 
compared to metropolitan Melbourne. Stark contrasts 
of age demographics exist between suburbs: Hadfield, 
Fawkner and Glenroy all have high populations of older 
residents (see figure 5) while only 5 per cent of residents 
in Gowanbrae are over 60 (this is likely to have changed 
since the opening of the Gowanbrae retirement village 
in 2008). There is also a greater proportion of young 
adults aged 24–35 in Moreland compared to metropolitan 
Melbourne, with higher numbers of these residents living in 
the south of the municipality. 
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2.2.4  Health and Wellbeing

Around 75 per cent of Melbourne’s air pollution is caused 
by vehicle emissions, comprising particulates and gases 
such as carbon monoxide, nitrous oxide and ozone. Noise 
pollution generated by motorised traffic impacts on the 
quality of life of residents, and can lead to sleep loss, stress, 
and high blood pressure. A built environment dominated by 
cars makes it more difficult to walk or cycle, reducing the 
amenity and cohesion of the surrounding community. 

Our car dependence has led to a rapid rise in diseases 
caused by sedentary lifestyles. Physical inactivity is 
responsible for about 7 per cent of the total burden of 
disease in Australia, and rates second only to tobacco 
smoking. An example of this can be seen in the way  
our children travel to school. Today some 80 per cent  
of Victorian school children are driven, compared to  
20 per cent in the 1970s. 

The decline in active transport modes (walking and 
cycling) is contributing to the current obesity epidemic 
faced by many developed nations. It is estimated that 
seven million Australians are now overweight or obese. 
Projections show that by 2020 this figure will account for 
75 per cent of the Australian population.  

The Victorian Population Health Survey conducted in 2003 
captures information on the health of the adult population 
in Victoria and makes comparisons by region. 

The findings for our region showed that:

•  57.8 per cent of adults undertake sufficient physical 
activity to achieve health benefits

•  31 per cent participated in some physical activity but 
less than recommended to obtain health benefits

• 8.5 per cent were physically inactive or sedentary

Much research supports physical activity as a treatment 
for, and a tool to prevent depression and similar mental 
health issues. Moreland has a high number of mental 
health disorders (19,393 cases in 2001), and the federal 
government has nominated this as a National Health 
Priority Area (NHPA) for our City. Physical activity has 
been shown to be as effective as psychotherapy and 
medications in alleviating symptoms of depression.

Urban design that reduces the need for car travel and supports 
walking and cycling can encourage physical activity. It also 
contributes to the liveability of our streets, making them safer 
and friendlier, creating a sense of place and belonging, 
thereby enhancing the quality of life in our communities. 
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2.2.5  Congestion

Substantial economic growth in Melbourne has led to 
greater numbers of freight and commercial vehicles on 
our road network. Due to Moreland’s proximity to the 
Melbourne CAD, our arterial road network is used as 
a through-route for freight connecting to the northern 
industrial areas and interstate destinations.

Forecasts show that as Melbourne’s population and 
economy continue to grow, traffic congestion will worsen. 
As this congestion builds, trip times increase, leading 
to more demands for new roads and freeways. The 
Victorian Government responds to congestion by building 
more roads, and seeking to complete missing ‘links’; the 
Frankston bypass, the Peninsula link, the east-west link 
and completing the Metropolitan Ring Road are examples 
of proposed roads that aspire to solve congestion. 

Building new roads may provide some initial relief, but the 
extra road capacity soon generates more traffic. This is 
caused by induced traffic (trips that would not otherwise 
have been made had the road not been built) as well as 
diverted traffic (trips that would otherwise have followed 
some alternative route). Improvements to the road network 
to reduce vehicle congestion often fragment walking and 
cycling conditions and opportunities. Moreland Council 
considers that the best way to reduce congestion is to 
prioritise public and active transport modes. Dedicating 
more road space for pedestrians, cyclists and public 
transport supports sustainable travel and improves the 
safety of all road users.

2.2.6  Economic Development

The ease of access to Moreland’s opportunities and its 
quality of life are important elements when competing with 
other cities’ economies. Transport contributes substantially 
to the viability of our local economy and maintaining 
vehicle access is vital to the prosperity of many local 
businesses relying on the movement of goods and 
services to and from markets and suppliers.

Importantly, local business movements relate not 
only to goods and services transported into and out 
of Moreland but also to local sales and business-to-
business transactions. Seeking to reduce movements 
restricts growth and restrains the productivity and 
innovation enabled by participating in external markets. 
This is exacerbated by the fact that most urban freight 
and commercial vehicles have metropolitan origins and 
destinations, limiting the potential of many freight trips 
being transported by rail.

 
Supporting the local economy supports local employment 
opportunities and facilitates greater provision of local 
goods and services. Providing opportunities for residents 
to work and buy locally supports sustainable travel modes 
and reduces the need to travel. However, Moreland 
currently has a relatively low level of employment self-
containment (around 20 per cent) indicating high levels 
of resident workforce movements outside the municipality 
(largely to the Melbourne CAD), contributing to high levels 
of transport movements. As the profile of the Moreland 
workforce changes and resident skill and education 
attainment levels continue to rise, it will be important 
continually to match employment opportunities and 
expenditure needs with those of the population.

As this strategy seeks to encourage sustainable 
communities, the challenge will be to balance access 
needs without reducing the amenity of the surrounding 
areas or constraining business development.
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Figure 6: Car ownership – City of Moreland compared to the Melbourne 
average (Source: ABS Census data 2006)
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Figure 7: Percentage of people with a disability who need assistance (Source: ABS Census data 2006)
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2.2.7  Social Inclusion

Many residents in Moreland do not have access to a car 
and rely on public and active transport modes (walking and 
cycling). This includes residents who choose not to own a 
car, cannot afford to own a car, or are unable to drive as 
they are too young, too old or have a disability. The City 
of Moreland has significantly more households with either 
no car or one car compared with the Melbourne average 
as shown in figure 6 (refer to Appendix 2 for map of 
percentage of households in Moreland with no vehicles). 

Of the 31 Metropolitan Local Government areas in 
Melbourne, Moreland is the seventh most disadvantaged. 
Disadvantage is measured using characteristics 
such as low income, low education attainment, 
high unemployment, and jobs in relatively unskilled 
occupations. The northern suburbs of Moreland are 
the most disadvantaged, particularly Fawkner, Glenroy, 
Hadfield and North Coburg. An accessible and reliable 
transport system is essential for these people to gain 
access to employment, education, health and other 
services, and to support social participation and inclusion. 

Freedom of movement is a basic human right under 
the Victorian Charter of Human Rights. While transport 
systems should be accessible to all residents, several 
factors impact on the transport options available to 
people with limited mobility. These include limited 
accessibility of transport infrastructure, the cost and 
limited coverage provided by these services, and the 
lack of accessible connectivity between modes (i.e. a 
low floor bus connecting to an inaccessible tram). Often 
people with limited mobility lack confidence to access 
existing transport options due to concerns for safety, the 
uncertainty of access and the lack of adequate information 
and communication services. For people with disabilities, 
the most critical outcome for accessible transport is that 
they can use it safely, easily and independently. However, 
higher numbers of people with limited mobility live in the 
northern part of Moreland (see figure 7), which generally 
corresponds to those areas with poorer public transport 
access and services.

The Victorian Government’s Accessible Public Transport 
Action Plan (APTAP) 2006–2012 is a commitment 
to meeting the federal disability standards that were 
approved in 2002. Full compliance with the Disability 
Discrimination Act 1992 and targets set in the APTAP are 
not required until 2022 (and tram and train rolling stock by 
2032). Until then, people with limited mobility will continue 
to face difficulties. 
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Vision

Moreland will set an outstanding example for the Melbourne metropolitan area by having a transport  

system that supports sustainable communities. The key components of this transport system are:

 •  walking and cycling are the preferred modes of transport

 • good public transport services in all areas

 • streets are community spaces

 •  local access to services, education  and employment 



30

Moreland Integrated Transport Strategy 2010–19

3.1  Transport Vision Framework for MITS

Walking and cycling  

are the  preferred  

modes of  

transport

Streets are  

community spaces

Good public  

transport  

services in  

all  areas

Local access to  

services, education 
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Sustainable 

Communities
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 3.2 Key Objectives

To achieve this vision, four key objectives guide the 
direction of transport planning and delivery in the City of 
Moreland. The objectives are:

•  to achieve a mode shift toward more 
environmentally sustainable travel behaviours

•  to support social equity and ensure viable transport 
options are available to all community sectors

•  to improve safety of all modes of transport to 
support an active and healthy community

•  to support economic activity by providing multi-
modal transport links supporting all forms of 
commerce in the City

3.3 Guiding Principles

Six guiding principles have been developed to help 
implement the key objectives. These are:

•  Manage and develop transport infrastructure  
in the City of Moreland to address the challenges  
of climate change and peak oil.

•  Give pedestrians and cyclists the highest priority  
in Council’s decision-making.

•  Ensure streets are seen as community spaces  
and not designed solely for moving vehicles.

•  Support improvements to public and community 
transport.

•  Promote travel behaviour education campaigns 
combined with practical alternatives to reduce  
car dependency.

•  Encourage integrated transport and land use 
infrastructure that will support residents and  
visitors to reduce their travel by ensuring access  
to local services, education and employment.



32

Moreland Integrated Transport Strategy 2010–19



33

Moreland Integrated Transport Strategy 2010–19

T
ra

ns
po

rt
 T

he
m

es

4



34

Moreland Integrated Transport Strategy 2010–19



35

Moreland Integrated Transport Strategy 2010–19

This chapter presents an analysis of current transport conditions in the municipality, and identifies practical actions to 

achieve the vision of this strategy. These actions are grouped within the following five themes:

 • Walking and Cycling

 • Public Transport

 • Roads and Parking

 • Land Use Planning

 • Implementation

Transport Themes
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4.1 Walking and Cycling

Walking and cycling (known as active travel modes) are 
safe, inexpensive and healthy travel modes. They have 
the least impact on the environment and can contribute 
to attractive and connected communities. In the past 
transport planners have neglected these two travel modes, 
with preference given to private motor vehicles. Recently, 
however, there has been a strong shift in priorities, where 
walking and cycling are now considered the preferred 
modes of travel in the City of Moreland. As such, Council is 
focusing on improving pedestrian and bicycle infrastructure 
and facilities. 

Walking and cycling have been declining in most 
developed countries over the past few decades. This has 
been caused by major changes in the urban landscape 
following World War Two, when affordable vehicles 
became available due to the evolution of mass production 
technology. Cars gave people flexibility and freedom, and 
they were no longer reliant on public transport. Amenities 
no longer needed to be located close to public transport, 
allowing residential development to spread beyond 
train and tram catchments as shown in figure 8. As a 
consequence, car ownership has now become necessary 
for most people, as successive governments have 
failed to invest in walking, cycling and public transport 
infrastructure. 

Over the last 30 years the proportion of children actively 
travelling to school has plunged, and many children are 
now driven to and from school. It is estimated that  
20 per cent of morning peak-hour traffic consists of 

parents driving their children to school. Replacing these 
trips by walking or cycling significantly reduces congestion 
around schools, improving safety for children. Active travel 
also benefits children’s health and personal development, 
supports autonomous mobility and independence, improves 
their road sense and enhances community connectivity.   

Faced with increased congestion and the challenges of 
climate change and peak oil, people need real options 
and actions they can take daily. While walking and 
cycling are ideal modes for short trips, it is imperative that 
people have access to the services and facilities they 
need within walking and cycling distance. Contrary to 
belief, pedestrians and cyclists contribute significantly to 
local businesses. Preserving the local corner store, local 
schools and neighbourhood shopping precincts with post 
offices, chemists, newsagencies, bakeries and the like is 
vital to support a sustainable community. 

With 40 per cent of trips 
within Melbourne less than 
two kilometres, and almost 

two-thirds less than five 
kilometres, many car trips 

could be replaced with 
sustainable travel modes.

‘‘ ‘‘

Figure 8: The structure of our cities has changed following the increase in mass car ownership  
(Source: Forster (2004), Australian Cities: Continuity and Change )
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Ultimately the viability of these centres hinges on the 
support they receive from their local community. However, 
Council can help improve the feasibility and amenity 
of these destinations through business development 
strategies and by increasing investment for infrastructure 
to support low-carbon travel modes. Council can also 
advocate against school and post office closures and 
continue to provide local community facilities such as 
maternal and child health centres, child care facilities and 
libraries.

Walking

Walking is the most basic form of transport connecting 
people to places. All trips start and end with a walk, even 
car-dominated journeys. Walking is an inclusive activity, 
undertaken by nearly everyone, regardless of age, income 
or ability.

The health, environmental and social benefits of walking 
are well known; however, housing developments are still 
being built without basic pedestrian infrastructure. Many 
new subdivisions still do not incorporate the services 
residents need to access, such as shopping centres, 
community facilities and public transport. Meandering 
street layouts with many cul-de-sacs, typical of recent 
subdivisions, do not encourage walking, and footpaths are 
often an afterthought. Figure 9 shows a disconnected cul 
de sac street pattern, with a long walk from A to B and only 
one route available. Conversely, the modified grid layout 
offers a shorter walk, with several routes available. 

Because of our car dependency, pedestrians are 
considered vulnerable road users, and there is a view that 
they have the lowest priority in the road network. Traffic 
signals generally prioritise motorists over pedestrians; at 
signalised crossings, pedestrians must ‘apply’ to cross 
the road, and then wait before being allowed to cross. 
Some crossings do not provide enough time for slower 
pedestrians to complete their crossing; others feature 
staged pedestrian crossings, where pedestrians must 
wait for two signal cycles to cross the road completely. 
While waiting they are exposed to traffic noise and 
fumes, providing further disincentives to walking. A shift in 
community attitude is needed to address these disparities, 
as we are all pedestrians at some stage in any trip, even 
one primarily by car.

Pedestrians typically want to take the shortest route to 
reach their destination, as walking is a relatively slow form 
of transport. Providing links or short-cuts for pedestrians 
between roads, paths or open space can shorten the 
length and time of a walking journey. These links support 
walking by enhancing pedestrian permeability and 
improving accessibility. Studies have shown that unlike 
other transport modes, it is the density of the local walking 
network rather than providing strategic walking routes that 
encourages more people to walk. 

Retiring existing road pavement through the reduction 
of road widths, creation of malls and road closures can 
enhance the walking experience by creating a safer and 
more pedestrian-friendly environment. These types of 
treatments also have the potential to offer savings to 
Council, as Council currently spends over a million dollars 
each year on road resurfacing.

Walking is a particularly important mode for people 
with limited mobility and the elderly. These groups in 
particular need access to a safe, smooth and continuous 
network. Council’s Road Asset Management Plan (RAMP) 
determines the recommended service levels, inspection 
and maintenance regimes to keep road assets (including 
footpaths) in a safe and serviceable condition. Technical 
notes for laneway surfaces, kerb extensions and threshold 
treatments have been developed to address critical design 
issues related to walking and the pedestrian environment. 

The Disability Discrimination Act (DDA) has set targets 
to ensure pedestrian infrastructure supports access 
and equality for all people. Council can adopt a more 
progressive approach by ensuring these targets are met 
well before required. Council’s DDA bus stop program 
is well ahead of schedule, and all new road upgrades 
include DDA-compliant pram ramps. Audio tactiles 
and tactile ground surface indicators (TGSI) are being 
installed at crossing points throughout Moreland. These 
provide audio and textural cues to support people with 
visual impairments to travel independently. Additional 
public seating and public toilets are also being installed 
throughout the municipality to support pedestrians. 

Moreland City Council is currently developing a pedestrian 
strategy that recognises the importance of walking in the 
community. It will provide Moreland with the strategic 
direction to encourage, support and prioritise walking in the 
municipality, by addressing issues confronting pedestrians. 
It will contain detailed actions that can be implemented to 
enhance the walking experience. The strategy includes 
making improvements to the pedestrian network and the 
walking environment including lighting, signage, street 
trees and shade. The strategy also identifies the real and 
perceived barriers that need to be overcome, and how 
Council can promote this sustainable travel mode. 

Figure 9: Street patterns and accessibility (Source: Planning Guidelines 
for Walking and Cycling, Department of Infrastructure, Planning and 
Natural Resources)
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Cycling

Cycling is an ideal transport mode for many journeys in 
and around Moreland, due to its relatively flat topography 
and proximity to the Melbourne CAD. Accordingly, there  
is a strong cycling community in the municipality, with 
3.6 per cent of Moreland’s residents travelling to work by 
bicycle (Census data 2006), compared to the Melbourne 
average of 1.1 per cent. This is almost a 50 per cent 
increase when compared to 2001 (2,156 residents cycled 
to work on census day in 2006 compared to 1,188 in 
2001). These numbers are likely to have increased over 
the past four years.

Moreland’s cycling network consists of many on-
road bicycle lanes, quieter back streets that are often 
signposted and several off-road paths, particularly at 
Moreland’s boundaries. Moreland’s key commuter routes 
include Sydney Road and the parallel Upfield shared 
path. These routes cater for cyclists with differing levels 
of experience – counts show that more than 2000 cyclists 
use either of these routes on a typical weekday.   

Cycling infrastructure has often been constructed where 
it is easiest to install, not necessarily where it is most 
needed. As such it will be necessary for Council and 
the community to identify the gaps in the network and 
improve the connectivity of existing routes, and provide 
links between these routes. This is particularly important 
for routes that provide links to and through our activity 
centres, not just to the periphery. Recognising the 
variety of cyclists on our roads is important; we need to 
provide facilities for children and novice riders as well as 
experienced commuter and training riders.  

This cycling culture, however, is generally limited to the 
south of the municipality, with fewer cycling trips made 
in the north. Few routes exist north of Bell Street. This 
has resulted in a disconnected network that is often 
unsuitable for daily commuter trips. Council is keen 
to focus on improving the cycling network in the north 
of the municipality. Routes linking Coburg to Glenroy, 
Glenroy to Broadmeadows and Coburg to Reservoir 
need to be identified and developed. However, the state 
government’s Victorian Cycling Strategy focuses on a 
10km radius of Melbourne CAD. This is likely to translate 
to fewer funding opportunities for our northern suburbs. 
As such, Council can consider applying for funding from 
the state government for improvements in the south and 
redistributing Council’s own capital works budget to fund 
bicycle improvements in the north.

Unlike public transport provision, Council has direct control 
over implementing the bicycle network. Council’s Bicycle 
Plan, which was adopted in 2000, sought to address some 
of the deficiencies in the cycling network. However, with 
the unprecedented increase in people cycling, and the 
increasing number of funding opportunities available, a 
new bicycle plan is needed. Enhancing connectivity and 
expanding the commuter network, as well as conducting 
ongoing maintenance of existing routes, are essential to 
cater for the exponential growth in cyclists’ numbers. The 
new bicycle plan also offers the opportunity for new and 
innovative treatments to be considered and trialled. 

Providing bicycle parking in the municipality is an 
important step in supporting cyclists. Council can assist 
local businesses by providing parking rails on request 
through its bicycle parking program. Council can also 
encourage developers and employers to meet or exceed 
the planning scheme requirements for end-of-trip facilities 
such as shower facilities and secure bicycle parking. 
Bicycle parking at railway stations facilitates multi-modal 
trips, and expands the catchment of people able to access 
the station. However, their installation is the responsibility 
of the state government. Several railway stations in 
Moreland have secure lockers for bikes, and a new cage 
providing parking for 26 bikes has just been completed at 
Glenroy, which may help alleviate the parking constraints 
there. Moreland will advocate to the state government to 
install more secure bicycle parking at other railway stations 
in Moreland.  

Promoting cycling in the community legitimises cycling 
as a travel mode. Moreland is actively involved in cycling 
promotion, hosting an annual Ride to Work Day breakfast, 
supporting Bicycle Victoria’s Ride to School program, and 
hosting Australia’s first Cyclovia. Cyclovia gives the street 
back to the people, and Council closed Sydney Road 
to private vehicles for several hours in 2006 and 2008. 
Cyclovia encourages and supports sustainable transport 
while providing a new and safe community space to 
walk, ride and interact. Moreland is keen to continue this 
initiative, and is proposing to host the event biannually. 
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4.1.1 Walking and Cycling Actions

1  Develop and endorse a pedestrian strategy by June 2010

2   Develop and endorse a new bicycle plan by June 2010

3   Continue to increase annual funding for walking and cycling infrastructure

4   Improve priority for pedestrians and cyclists

5   Provide high-quality, DDA-compliant walking environments and networks, as identified in Council’s pedestrian 
strategy

6   Continue to support programs that encourage people to walk and ride, particularly children

7   Improve the safety and amenity of cycling and walking networks to encourage more short trips to be made by 
bike or on foot. 

8   Create new high-quality cycling linkages in Moreland (particularly in the north of the municipality and within 
activity centres) as identified in Council’s bicycle plan

9   Continue to install bicycle parking facilities for cyclists, especially in activity centres and around transport 
interchange nodes

10  Continue to promote walking and cycling as feasible transport modes, including events such as Cyclovia, Walk 
to School Day and Ride to Work Day

11  Encourage local living by supporting local  shopping precincts through business development 
strategies, and advocating against closing essential local facilities such as schools and post offices

12  Ensure that in developing walking and cycling networks, the use of laneways is included

13  Consider options to ‘retire’ some of the existing pavement by reducing pavement widths, creating malls and 
road closures, and a safer and more pedestrian-friendly environment

14  Advocate for more pedestrian signals on busy roads and for changes to VicRoads’ warrants that currently 
disadvantage areas without high rates of walking
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4.2 Public Transport

The state government is responsible for the delivery of 
major transport elements in Melbourne. Council does 
however, provide some supporting infrastructure such as 
seats and shelters at bus stops, operates local community 
transport services, and conducts behaviour change 
projects to support the shift to sustainable transport 
modes. The City of Moreland also has a strong advocacy 
role and is involved in consultation on emerging issues 
with the state government and transport providers. This 
advocacy role can now be expanded to the federal 
government, as the current government has indicated 
they will now begin to provide funding for urban public 
transport. 

A metropolitan advocacy approach is more likely to result 
in significant changes in services and infrastructure than 
individual efforts. An ideal platform for this may be the 
Metropolitan Transport Forum (MTF), an advocacy group 
comprising members of Melbourne metropolitan local 
governments, transport companies, state government and 
environment groups. Together, councils could consider 
developing a metropolitan integrated transport plan to 
present alternative visions for the future of the city’s 
transport system.

Research suggests that to create a high-quality public 
transport system that more people will use, the following 
three factors need to be addressed: 

• service coverage

•  service level (including frequency  
and service span)

• accessibility

Coverage

The City of Moreland has an extensive public transport 
network comprising two train lines, five tram routes, 18 bus 
routes and access to taxis. The Craigieburn and Upfield 
train lines offer Hume and Moreland residents fast journey 
times for trips into Melbourne’s CAD. The tram network is 
concentrated in the south of the municipality, operating in 
a mostly north-south direction. Bus services in the south 
operate in a predominantly east-west direction, facilitating 
cross-town journeys and providing linkages between 
the radial tram and train network servicing Melbourne’s 
CAD. There are fewer bus services in the north of the 
municipality, and these principally feed into the rail 
infrastructure.  

Public transport coverage is generally considered 
adequate for residents living within 800 metres of a train 
station and 400 metres of a tram or bus route. Figure 
10 represents these values and consequently identifies 
gaps in the geographic coverage of public transport in the 
municipality. The coverage of public transport provision is 
significantly better in the south of the municipality, where 
different forms of public transport often compete with one 
another. In contrast, significant transport disadvantage 
exists in the north, including parts of Hadfield, Fawkner, 
North Coburg and Pascoe Vale. This extends to the 
Craigieburn Nightrider bus service (a train replacement 
service that operates after midnight), which does not 
stop at any train stations on the Craigieburn line within 
Moreland, instead travelling between Essendon and 
Broadmeadows via Airport West.

This disadvantage is exacerbated by a significant number 
of low-income households in the north of the municipality. 
Figure 11 shows that these areas loosely correlate to areas 
poorly served by public transport, as shown in figure 10. 
Transport options in these areas are generally limited to 
private vehicle travel, stretching an already stressed budget. 
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Figure 10: Gaps in public transport services in Moreland (as at June 2009)
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To identify some of the gaps in public transport coverage, 
the Department of Transport conducted a review of bus 
services in the north of the municipality, as part of the 
combined Hume Moreland Bus Review in 2007. The 
priority recommendations of this review included:

•  Route 490 – new on-demand bus service for 
Gowanbrae (implemented)

•  Route 530 (Campbellfield – North Coburg) – 
extension of the existing route to Gowrie  
railway station and central Coburg and  
extension of operating hours to 9 pm, seven  
days a week (implemented)

•  Route 534 (Glenroy – Merlynston) – extension of 
the existing route to central Coburg and extension 
of operating hours to 9 pm, seven days a week 
(implemented)

 
 
However, many of the recommendations from the Hume/
Moreland bus review are yet to be implemented. Council 
will advocate to the Department of Transport to seek full 
implementation of the recommendations. A review of bus 
services in the south of the municipality commenced in late 
2009.

In addition to the upgrade of services in the north of the 
municipality, a premium SmartBus route started operating 
in the City of Moreland in April 2009. SmartBus offers 
more frequent services, longer operating hours and real-
time information, adding orbital links to Melbourne’s radial 
public transport network. The Red Orbital route now 
operates between Mordialloc and Altona, travelling via Bell 
Street. Stage 2 of the Green Orbital route is expected to 
begin in early 2010, operating between Nunawading and 
Airport West. This route will service suburbs just north of 
Moreland, and will support access to employment in the 
northern suburbs. The route will eventually be extended 

Figure 11: Map of low-income households in Moreland
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to Werribee. A Blue Orbital route was proposed to operate 
between Sandringham and Williamstown via Glenlyon 
Road and Dawson Street, as shown in figure 12; however, 
this was omitted from the 2008 Victorian Transport Plan. 
Council will continue to advocate for the reinstatement of 
the Blue Orbital SmartBus.

To improve public transport coverage in the City of 
Moreland further, tram extensions should also be 
considered. No trams currently connect to the Glenroy 
activity centre or any other area in the north of the 
municipality. While the Department of Transport is 
responsible for the expansion of the public transport 
network, Council can advocate for tram extensions. 
Section 4.4 identifies the potential for developing an urban 
village at Fawkner, which would further justify a tram 
extension of route 19 to Jukes Road, Fawkner. Council can 
instigate preliminary feasibility studies for tram extensions 
to Glenroy and Fawkner to support its advocacy efforts. 

Service level

Public transport service level refers to the frequency 
of services, the span of service provision (the number 
of hours a day and the number of days each week the 
service operates), reliability of services and passenger 
comfort and amenity.

Service span and frequency vary significantly across 
Moreland and between the transport modes. Trams 
in general provide the highest level of service, with 
frequencies of up to 15 trams per hour on the busiest routes 
(routes 19 and 96). The Craigieburn train line provides just 
four services an hour, while the Upfield train line has just 
three services an hour, even during peak times. Both trams 
and trains operate for at least 15 hours each day. 

In contrast, bus service levels on many routes are 
inadequate. Many services finish in the early evening, 
some do not operate on Sundays or public holidays, and 
others have limited services on Saturdays. Furthermore, 
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Figure 12: Existing and proposed SmartBus routes featured in the Victorian Transport Plan (Source: Victorian Transport Plan, Department of Transport)
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frequencies of just one service an hour are not uncommon. 
These factors in particular have contributed to the generally 
low level of bus usage in Melbourne. The successful 
SmartBus project has shown that when frequency and 
service span are improved, bus patronage levels increase 
 significantly. Real-time information is a feature of the 
SmartBus routes, advising passengers when the next 
service is due. Council would like to see real-time information 
installed at more bus, train and tram stops, as it helps to 
reduce anxiety when waiting for public transport and allows 
passengers to choose their optimum transport option.

The state government’s Meeting our Transport Challenges 
(MOTC) identified minimum service standards for buses 
and is using these to guide the municipal bus reviews. 
These standards are for hourly services at least across  
the following spans of hours:

• Weekdays: 6 am – 9 pm

• Saturdays: 8 am – 9 pm

• Sundays: 9 am – 9 pm 

•  Public holidays: 8 am – 9 pm (excluding  
Christmas Day and Good Friday)

• Christmas Day and Good Friday: 9 am – 9 pm

Moreland does not believe these minimum standards 
offer a genuine transport alternative. For sections of the 
community with limited access to private transport, more 
frequent services and longer hours of operation support 
greater social inclusion and participation. Ironically, 
the Night Rider bus service often offers more frequent 
transport services in the middle of the night than some 
existing bus services offer in the middle of the day. As 
such Council seeks a transformational shift in delivering 
minimum service standards to offer a genuine service. 
Moreland believes that a minimum 15-minute frequency 
in the peak, and 20 minutes in the off-peak should be 
achieved across the following spans of hours:

• Weekdays: 5 am – 12 am

• Saturdays: 7 am – 12 am

• Sundays and public holidays: 8 am – 10 pm 

Public transport reliability is considered a problem, 
particularly for road-based public transport. Buses and 
trams (and to a lesser extent trains due to the numerous 
at-grade level crossings) compete with other vehicles for 
road space. This results in slow travel times, making buses 
and trams less competitive than travel by private motor 
vehicle. Providing priority for road-based public transport 
by implementing (and enforcing) bus lanes, right-hand turn 
bans, fairways and clearways on some roads can help 
speed up public transport travel times and reliability.     

Passenger comfort and amenity can also contribute to 
supporting public transport use. Unprecedented numbers 
of people have flocked to public transit recently following 
increased fuel prices, rising parking costs and concern 
for the environment. The state government has been 
unprepared for this influx, and overcrowding is now an 
issue on most peak-hour trains and trams. Average train 
loads on both the Craigieburn and Upfield train lines in the 
morning peak now exceed the load standard. Furthermore, 
some trains travelling on the Upfield line are just three 
carriages long, and these have been known to run during 
peak times. These factors have flow-on effects including 
longer dwell times at stations, passengers unable to board 
crowded trains at inner city stations, further boarding 
difficulties for people with limited mobility, passenger 
frustration and general safety concerns.

Increasing the frequency of train services is not a 
straightforward solution – there are a limited number  
of trains operating on the network, and bottlenecks exist 
closer to the city. However, Council considers that capacity 
on the Craigieburn line could be improved if some trains 
were diverted via the Upfield line south of Somerton Road 
(see figure 13). 

This would have the additional benefit of increasing the 
frequency of services on the Upfield line. Currently there  
is only a single track between Upfield railway station and 

Figure 13: Diverting some Craigieburn line trains via the Upfield rail line 
would enhance the capacity of the Craigieburn rail line and increase the 
frequency of trains on the Upfield rail line.
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the Craigieburn line, and it is not electrified. Furthermore,  
only a single track exists between Upfield and Gowrie 
stations. If it were duplicated between Gowrie station  
and the Craigieburn line, and electrified from Upfield  
to the Craigieburn line, this would allow Craigieburn 
services to use either train line, thereby increasing the 
frequency of services on the Upfield line. 

Social inclusion

An affordable and accessible public transport system is 
essential to provide access to employment, education, 
health and other services, as well as supporting social 
inclusion. Our communities seek to reduce greenhouse 
gas emissions, and a reliable and viable public transport 
network can help people reduce their reliance on private 
motor vehicles.

Many residents in Moreland do not have access to a car 
and rely on public transport to get around. These include 
residents who chose not to own a car, cannot afford to own 
a car, or are unable to drive as they are too young, too old 
or have a disability. 

Access to public transport is often limited by affordability. 
Public transport needs to offer value for money, and be 
cost competitive when compared to the cost of private 
car ownership. Metcards offer flexibility to travel on 

Melbourne’s trains, trams and buses on the one ticket.  
The cost of the fare is dependent on the time the ticket  
is valid for and the zones the passenger will be travelling 
through. Discounts are available for some concession 
cardholders, and reduced fares are available on weekends. 
Council would like to see fairer and more flexible 
fares introduced such as a short trip ticket. The state 
government’s long-awaited smartcard ticketing system, 
MYKI, may provide opportunities for more flexibility.

The City of Moreland straddles zones 1 and 2 on the 
public transport network, with significant discrepancies  
in the application of the zone boundary. For example,  
Bus route 542, which services Oak Park and Glenroy west 
of the railway line, is located in zone 2, yet the adjacent 
railway stations and bus services are located in zone 1  
(as shown in figure 14). The adjacent suburb of 
Gowanbrae, however, is located in the zones 1 and 
2 overlap. These anomalies undermine some public 
transport services, with patrons reluctant to purchase the 
more expensive Metcard. Council will continue to advocate 
for the zone boundary to be reviewed. 

For people with disabilities, the most critical outcome 
for accessible public transport is that they can use it 
safely, easily and with confidence. Under the Disability 
Discrimination Act (DDA), all new public transport 
infrastructure and assets must meet transport standards 
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Figure 14: Significant zone discrepancies in the City of Moreland
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that support safe and independent travel. Targets for the 
upgrade of existing assets and infrastructure have also 
been established, with 100 per cent compliance required 
by 2022.

Community consultation revealed that people with 
disabilities are often unable to access public transport. 
The Accessible Public Transport Watch Project conducted 
by the Victorian Council of Social Service (VCOSS) in 
2007 further endorsed this. The project report highlighted 
the ongoing difficulties confronted by people with 
disabilities in accessing public transport despite recent 
DDA improvements. Examples of issues that were raised 
included:

•  fear of using level crossings following a number of 
deaths involving people in wheelchairs becoming 
stuck in the train tracks 

•  only passengers using wheelchairs or scooters are 
provided with a ramp to assist with boarding and 
alighting trains

•  people in wheelchairs are unable to reach the ticket 
machines at train stations and on trams

• overall lack of signage and information 

•  tactile ground surface indicators (TGSI) designed 
for visually impaired pedestrians have created 
problems for people with other disabilities (e.g. 
cerebral palsy)

Transport providers are rolling out low-floor trams and 
buses across the network; however, these do not run at 
all times. Passengers with limited mobility may request a 
low-floor vehicle, though provision of this service cannot 
be guaranteed. This is compounded by services with 
poor frequencies, which can leave passengers stranded 
for hours before an accessible vehicle services the stop. 
Trams require compatible tram stop infrastructure to be 
fully accessible, and tram depots require modification 
to physically accommodate the new rolling stock. At this 
stage there is just one accessible tram stop in Sydney 
Road, Coburg, yet low-floor trams do not operate on this 
tram route.

As well as physical barriers, people with learning 
difficulties, mental illness and non-English speakers 
face barriers to independent travel on public transport. 
Providing adequate signage, timetable information, 

Figure 15: Tactile ground surface indicators are being installed at bus stops in Moreland to support pedestrians with limited vision. 
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mobility maps and communication aids are ways public 
transport can be made more accessible.  

Council has a significant role to play to support people 
with limited mobility. Council is responsible for providing 
footpaths, rest seats and bus-stop shelters. Tactile ground 
surface indicators supporting pedestrians with limited 
vision (see figure 15) have been installed at almost half  
of Moreland’s 650 bus stops, with the remaining stops 
due to be completed in 2010. Audio tactiles are also being 
installed at signalised crossings to help visually impaired 
pedestrians.

Moreland City Council also provides community  
transport services to those unable to access public or 
private transport for shopping and medical appointments.  
It aims to help eligible residents maintain their social  
and recreational connections by providing transport 
services to neighbourhood centres and other community 
facilities. Five 19-seater buses operate on weekdays 
between homes and community facilities such as 
hospitals, shopping centres, neighbourhood centres and 
clubs, and use of the service is high.

The development of this strategy revealed that other 
organisations such as social clubs, disability services, 
churches and sporting clubs also provide community 
transport. Opportunities to integrate these services through 
a community bus brokerage could be investigated, where 
all resources (e.g. buses, staff, stops and information) are 
centrally managed. This would improve the geographic 
coverage of the community transport service and expand  
it to include transport-disadvantaged residents. 

Taxis provide an essential service and are an integral 
component of the public transport mix. They are 
particularly important to people with limited mobility due 
to the inaccessibility of existing public transport. The Multi 
Purpose Taxi Program makes transport more accessible 
for Victorians with a severe and permanent disability. This 
program provides members with half-price taxi fares. Even 
with this subsidy, however, the cost of using taxis remains 
a burden for many. Furthermore, the high demand and 
low provision of accessible taxis results in long waiting 
times and an unreliable service. Council can continue to 
work alongside VCOSS and other organisations to ensure 
the appropriate advocacy efforts are in place to improve 
the program. Council can also investigate the provision 
of transport assistance for people with limited mobility 
accessing council events and festivals.

Taxis also support the tourism industry and allow people 
to travel safely to and from events late at night. Council 
can continue to work with the Victorian Taxi Directorate to 
improve the accessibility of the taxi service, and support 
and improve taxi services in the municipality by providing 
taxi ranks in activity centres and close to night precincts.

Shared zones

Typical street configurations separate 
pedestrians and motorists, giving drivers 
the impression that they have priority. 
This leads to increased speeds, as 
drivers do not expect pedestrians to be 
within this space. 

Shared zones however involve the 
removal of traditional separation 
between vehicles, pedestrians and 
other road users, and the removal of 
traffic engineering treatments including 
kerbs, signs and linemarking. Used 
elsewhere in Australia and extensively 
overseas, they effectively reduce traffic 
speeds as road users use eye contact to 
negotiate their way through the shared 
space at an appropriate speed. The 
City of Bendigo is currently undertaking 
a major urban design renewal through 
the implementation of shared zones 
throughout the town centre. Similarly, 
part of Victoria Mall Coburg operates as 
a shared zone. 

Suitable locations for this type of 
treatment could include Sydney Road, 
Coburg, Bonwick Street, Fawkner and 
the restaurant district on Lygon Street, 
Brunswick.
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4.2.1 Public Transport Actions

1   Advocate for the development of a metropolitan integrated transport plan that prioritises sustainable transport 

2   Advocate for transport improvements directly and using a metropolitan platform, such as the Metropolitan 
Transport Forum (MTF)

3   Advocate to both state and federal government agencies for the expansion of the public transport network to 
catch up to and then keep pace with urban growth

4   Advocate for full implementation of the recommendations from the Hume/Moreland bus review

5    Advocate for the reinstatement of the Blue SmartBus route

6   Advocate for increased public transport frequency and hours of operation beyond the current Meeting Our 
Transport Challenges (MOTC) standards and toward a 24/7 system

7   Advocate for priority for road-based public transport

8   Advocate for fairness and consistency in the application of public transport zone boundaries

9   Invest in making transport more accessible for people with disabilities

10  Support improvements to public transport infrastructure and vehicles, including provision of timetable 
information at all stops, seating, shelter and DDA upgrades

11  Review community transport services in Moreland, and investigate the feasibility of implementing a community 
bus brokerage

12  Advocate to improve taxi services, especially for people with limited mobility

13  Locate taxi ranks in all activity centres and night precincts

14  Advocate for implementation of DDA compliance to be complete by 2022, not 2032
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4.3 Road Network and Parking

Moreland City Council recognises the important role that 
cars and heavy vehicles play in the transport network. 
Private vehicles offer convenience, flexibility, privacy  
and independence. However, our communities have 
become dependent on cars for transport, with almost  
90 per cent of all trips in Melbourne conducted by car. 
Forty per cent of these trips are for distances less than  
two kilometres. This has created detrimental impacts  
on our health, environment, economy, social connectivity 
and safety. 

Council acknowledges that some roads in Moreland form 
part of the regional road network. However, with increasing 
population growth to the north, these roads are becoming 
increasingly congested. This through-traffic is having an 
impact on local streets, as drivers seek short-cuts through 
back streets. 

Council believes the best way to reduce congestion is  
to encourage a mode shift toward public and active 
transport. Dedicating more road space for pedestrians, 
cyclists and public transport supports sustainable travel 
and improves the safety of all road users. Shared zones, 
pedestrian links and prohibiting vehicle access to selected 
streets are just some of the methods Council can employ 
to reallocate road space. Travel demand management 
measures such as pricing, restricting parking, and 
reducing speed limits should also be implemented to 
discourage private car use.

Environmental considerations have been a major catalyst 
for many people to adopt more sustainable travel 
practices. Air pollution, noise pollution and contaminated 
stormwater runoff from roads have long been considered 
consequences of our car dependence. However, recently 
the detrimental impacts of climate change caused by 
increased greenhouse gas emissions, as well as peak oil 
depletion are being realised (as discussed in section 2.2). 
Car manufacturers are beginning to realise their business 
models are outdated following the oil price spike in mid 2008, 
and have started designing vehicles that run on alternative 
fuel sources such as electricity or hydrogen cells. 

At the end of 2008, the federal government launched  
a $6.2 billion rescue package for the automotive industry, 
known as the New Car Plan for a Greener Future.  
The 13-year plan supports manufacturing competitive,  
low-emission, fuel-efficient vehicles in Australia. It features 
an innovation fund, providing Australian car manufacturers 
with funding assistance to design and sell environmentally 
friendly cars. Councils are well placed to support such 
innovation and technology both as major purchasers  
of fleet vehicles, and to assist in the supply of alternative 
energy. Parking meters may provide the ideal opportunity 
for electric vehicle recharge sites.

The direction of this plan, however, contradicts the Fringe 
Benefits Tax (FBT) subsidies that are currently available 
for employer-provided vehicles and car parking. The 
tax is structured in a way that encourages people to 
drive further to reduce their FBT liability. So for vehicles 
travelling less than 15,000km per annum, the FBT is 26 
per cent of the car value. However, for vehicles that travel 
more than 40,000km, this rate drops to 7 per cent. The 
more you drive, the less tax you pay. This subsidy is an 
environmentally harmful tax that encourages and supports 
people to drive to work, and discourages sustainable 
travel modes. Moreland City Council strongly opposes 
this perverse tax and will continue to lobby the federal 
government for changes to FBT legislation to support 
sustainable travel modes.

Our society’s car dependency has led to competing 
demands for limited road space. This causes conflict 
between users, adjacent landholders, and compromises 
the safety of vulnerable road users. To increase the 
efficiency of the existing road space and reduce conflict, 
Moreland City Council has developed a new road-operating 
plan for this strategy, as shown in figure 16. A road-operating 
plan is an important instrument to manage on-road transport 
in the municipality, and identify the responsible authority 
for each road (VicRoads or Council). The responsible 
authority sets goals for road administration including 
aspects such as signals, traffic calming and maintenance. 

This strategy adopts the principle that streets should be 
seen as community spaces where, among other important 
activities, the movement of people and goods occurs. 
Council believes sustainable transport modes should 
be considered as part of each road’s function. This may 
include:

•  pedestrian priority along major roads within  
activity centres 

• bike lanes on local, major and state roads 

•  local area traffic management (LATM) to reduce rat-
running through local streets (such as speed humps 
or threshold treatments) 

• on-road tram and bus priority 

• transit lanes on freeways to encourage car-pooling

This is a different approach to that proposed by VicRoads 
for the region, but is aligned with the hierarchy adopted by 
Darebin Council in their Integrated Transport Plan (2008). 
Changes to speed limits and arterial road space allocation 
must, however, be approved by VicRoads.

Changes to the road operating plan are considered 
necessary to reflect changes to the function of some 
roads. While this strategy focuses on a shift to sustainable 
transport modes, Council also recognises that vehicle 
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Figure 16: New road operating plan and freight routes for the City of Moreland (refer to appendix 1 for road classification definitions)
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travel is a legitimate transport mode and thus must manage 
access across the municipality. Current and future road 
use is dynamic and Council must adopt a wholistic and 
flexible approach to manage the road network appropriately. 

This strategy is proposing to change the classifications 
of Coonans Road and Reynolds Parade. They are 
currently classified as major roads but Council seeks to 
change them to secondary state roads, thus handing their 
administration to VicRoads. Coonans Road and Reynolds 
Parade provide a link between Bell Street and the Citylink 
southbound on-ramps, and are thus used by a growing 
number of freight traffic. Heavy vehicles diminish Council’s 
assets, and Council would prefer VicRoads to maintain 
and manage these roads.  

Road Safety

Community consultation indicated that road safety was 
a major issue. Road trauma is a significant cause of 
injury and death and costs the Victorian community about 
$1.8 billion per year. In 2008, 304 people were killed on 
Victorian roads. While this is the lowest road toll since 
records began in 1952, this figure still equates to almost 
one person dying on our roads each day. Further, it 
does not account for the thousands of people admitted 
to hospital each year with serious injuries. In Moreland 
there have been 4,765 casualty crashes (a crash where 
someone has been killed or injured) over the past 10 
years; however, this number is steadily declining (see 
figure 17).

Most road crashes are caused by human factors, which 
include behaviour and ability. High-risk behaviour 
contributes significantly to road crashes. This includes 
speeding, fatigue, aggressive driving, drink driving and 
drink walking. Some physical, sensory and cognitive 
limitations can increase the risk of a road crash, often 
experienced by the youngest and oldest members of our 
community. Lack of experience can also be a factor for 
children.

Local government is well placed to assist in reducing road 
trauma, having both strong links to the local community 
and the responsibility of managing about 80 per cent 
of Victorian roads. Moreland recognises that to reduce 
road trauma, the support of a wide range of people and 
organisations is required. Moreland’s Road Safety Strategy 
aims to integrate the various areas of Council responsibility 
with the view to enhance road safety in Moreland.

To support road safety in the local community, Moreland 
City Council is a member of the RoadSafe Inner Northern 
Community Road Safety Council. It operates in the 
municipalities of Moreland, Moonee Valley and Darebin 
and seeks to involve the local community in developing 
and implementing local road safety programs. Roadsafe 
plays a significant advocacy and public-awareness role in 
promoting road safety at a local level. Programs that have 

been jointly delivered by RoadSafe and Moreland include:

•  young driver education through programs including 
Keys Please, Looking After our Mates and Not So 
Fast – Speed and Speeding

•  speed education and awareness using Council’s 
speed trailer

• developing anti-hoon driving behaviour materials

Road safety education campaigns need to ensure they 
also support vulnerable road users. While pedestrian safety 
campaigns warning people about the dangers of walking 
can raise awareness of the risks associated with walking, 
they can also deter people, causing unnecessary anxiety 
and fear, thus contributing to the perception of pedestrians 
as vulnerable road users. This is particularly apparent for 
children being driven to school; many parents no longer 
allow their children to walk to school as they consider it 
too dangerous. Yet by driving their children to school, they 
are contributing to the traffic chaos and danger around the 
school vicinity. To improve the safety of all children travelling 
to school, Moreland is proposing to trial banning parking and 
other measures within the immediate school vicinity. This 
is common practice in the Netherlands, where children are 
often required to walk the final few hundred metres to school.

Road safety education will contribute to reducing road trauma 
when accompanied by engineering and enforcement 
components. Engineering treatments such as improving 
pedestrian priority, allocating more road space for vulnerable 
road users and reducing speed limits improve the safety of 
all road users. Enforcement is a strategy that can be used 
to influence people’s behaviour. Councils are responsible 
for enforcing parking restrictions, while the police are 
responsible for enforcing speed limits, drink driving and 
other road rules. Moreland Council, along with RoadSafe, 
can work more cooperatively with Victoria Police to ensure 
their enforcement and education campaigns are run 
collaboratively and so are more effective than stand-alone 
campaigns. 
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Figure 17: Casualty crashes in the City of Moreland 1998–2007
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Speed Limits

As mentioned previously, the state government maintains 
the control of speed limits on all roads. High speed limits 
reduce trip length times to outer suburbs and lead to 
increased urban sprawl, exacerbating car dependency.  
As congestion builds, trip length times increase, leading to 
more demands for new roads and freeways. International 
experience has shown that lower speed limits break this 
cycle as travel by sustainable travel modes then becomes 
more time competitive. Lower speed limits also provide 
significant safety benefits for pedestrians and cyclists, and 
support community connectivity and amenity.

Council attempts to reduce traffic speed and volume 
on local streets by implementing local area traffic 
management (LATM) devices such as speed humps, 
roundabouts and threshold treatments. To ensure these 
are delivered systematically, Council has developed a 

traffic management and priority ranking system based  
on measured speed, traffic volumes and frequency of  
rat-running. Council intends to incorporate this information  
into a strategy that establishes minimum requirements  
and guidelines for LATM devices. 

In Moreland most local streets have a speed limit of 50km/h, 
and some collector streets have a limit of 60km/h. These 
speeds are significantly higher than in parts of Europe  
and the United States, as shown in the table below. 

Local Road Arterial Road

Sweden 30 40–50

Holland 30 50

California 40 56–88

Canada 40–50 50–80

Victoria 50 60–80

Monash University Accident Research Centre (MUARC) 
recently reported that there has been a significant 
reduction in crash trauma following the reduction of the 
default speed limit from 60 to 50km/h in 2001. Findings 
following the introduction of the default urban speed limit 
indicate the overall success of this measure and high 
level of community support, and only minimal impact 
on individual travel times. Moreland would like to see 
a reduction in speed limits to 40km/h on local streets 
and in areas of high pedestrian activity, and 50km/h on 
collector roads. Neighbouring councils have also indicated 
their support for reduced speed limits. Council will advocate 
to VicRoads for speed limit reductions, as a statewide 
approach will improve the effectiveness of these changes.

Parking

Parking is an integral part of the transport system, as 
every vehicle trip requires parking at its destination. 
Restricting the ability to park at a trip destination impacts 
on travel choices; if you cannot park at your intended 
destination you choose another mode of transport or 
an alternative destination. In contrast, unlimited parking 
provides one of the greatest incentives to drive to a 
destination, and discourages people from considering 
sustainable travel modes. Excessive parking contradicts 
urban development objectives that seek a more liveable 
and walkable community. Moreland’s Planning Scheme 
currently sets out minimum car parking requirements 
for various types of developments, as required by the 
state government. Council should advocate for the 
introduction of more flexible mechanisms to support 
sustainable transport modes, such as introducing paid 
parking, unbundled parking, sharing parking requirements 

Unbundled parking

Unbundled parking removes the link 
between a residential or commercial unit 
and allocated car parking. Managed by 
the body corporate, it allows each tenant 
to assess their own requirements and buy, 
sell or lease parking bays independently 
from the unit. This puts a true cost on the 
price of parking and provides funding for 
the body corporate to implement other 
sustainable travel initiatives.

Figure 18:  Comparison of local and arterial road speed limits in various 
countries /   states
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between neighbouring land uses (e.g. residential and 
commercial), investigating developer contributions to 
support sustainable travel modes and setting maximum 
parking limits.

It is important to achieve a balance between parking 
supply and parking demand. Demand and supply 
responses do not work in isolation, rather they are 
dependent on one another, and should be used 
concurrently. For example, accommodating the reasonable 
needs for car access should be assessed without 
undermining sustainable travel modes, while ensuring 
that the economic viability of each business or activity 
centre is maintained. Council can also use parking space 
more efficiently by providing dedicated parking bays for 
motorbikes and scooter riders.

Moreland’s Parking Strategy proposes five Parking Action 
Plans (PAPs) that establish the guidelines and procedures 
for determining solutions to various parking issues. These 
PAPs focus on the following issues:

•  PAP 1: Public parking infrastructure design rationale 
and management tools

• PAP 2: Parking permit scheme

• PAP 3: Measures to rationalise parking

• PAP 4: Travel demand management

• PAP 5: Public participation

PAP 1 has been adopted and progress has been made on 
the development of PAP 2 and PAP 4. Council will finalise 
these PAPs and start work on the remaining two PAPs.

PAP 1 identified the process for the implementation 
of Local Area Parking Plans (LAPPs). LAPPs are 
area-specific parking studies that assess the parking 
requirements of a particular location, identifying the 
changes needed to manage parking demand (such 
as meters or restrictions). LAPPs are generally only 
implemented in areas with significant parking generation, 
or in areas where there are conflicts between the travel 
demands of various landholders. To date, Council has 
developed LAPPs for the following areas:

• CERES Environment Park (Brunswick East)

• John Fawkner Hospital (Brunswick)

• Brunswick

As suggested, parts of Brunswick have significant 
parking issues due to higher density housing, despite 
the availability of good public transport and cycling 
links. These factors make it an ideal candidate for car 
sharing, and there are currently six car-share vehicles 

located in Brunswick. Car sharing allows local residents 
or businesses to hire a car for as little as an hour, giving 
people access to a car when they need one, without 
having to own a vehicle. Car sharing allows many people 
to share a vehicle, thereby reducing the demand for 
parking, supporting other sustainable travel modes, and 
contributing to reducing overall congestion. Moreland City 
Council strongly supports car sharing, and seeks to work 
with the car share providers to expand the service to other 
areas of the municipality.  

Freight

Freight is often the forgotten player when people think 
about transport. Without it shops would be empty, 
businesses would grind to a halt and factories would not 
function. Melbourne is the freight hub of Australia, and 
economic losses caused by traffic delays are significant. 
As Melbourne’s population and economy grow, congestion 
is expected to worsen. Due to Moreland’s proximity to 
the Port of Melbourne, our arterial road network is used 
as a through-route for freight connecting to the northern 
industrial areas as well as interstate destinations, as 
shown in figure 19. Freight routes for through-traffic 
have been designated in Moreland’s road operating plan 
(see figure 16). However, Moreland would like to see a 
significant shift of freight containers from road to rail. 

The state government’s Freight Futures policy recognises 
that continued freight growth combined with current 
movement patterns is inefficient and unsustainable. The 
policy proposes that a new international freight terminal be 
developed at the Dynon precinct in West Melbourne, and 
integrated with the Port of Melbourne. Enhanced rail links 
will then connect this terminal to the intermodal terminals 
at Somerton, Laverton/Altona and Dandenong.   
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Maintaining access for freight and commercial vehicles 
is also essential in supporting a vibrant local economy. 
Supporting local business supports local jobs, providing 
opportunities for residents to work locally, thereby 
reducing the need to travel. Local roads are often crucial 
to the national supply chains, fulfilling the critical first-last 
kilometre function. However, this can expose residents to 
the undesirable impacts associated with the last segments 
of freight journeys. Freight Futures seeks to address 
community concerns and achieve efficient and sustainable 
outcomes for the last kilometre of freight journeys. 

Figure 19: The current distribution pattern for port and domestic freight shows general freight movements linking the Port of Melbourne to the Northern 
Industrial Area via parts of Moreland. (Source: Freight Futures, Department of Transport)
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4.3.1 Road Network and Parking Actions

1   Reallocate road space and continue to use traffic management devices to prioritise sustainable travel modes 

2   Implement travel demand management measures to discourage private vehicle use

3   Investigate providing infrastructure to support alternative fuelled vehicles and electric cars

4   Continue to advocate for changes to Fringe Benefits Tax legislation to support sustainable travel modes and  
to remove kilometre-based incentives that encourage travel beyond what  is required

5   Adopt a new road-operating plan for Moreland

6   Develop a local area traffic management (LATM) strategy

7   Review and update the Moreland Road Safety Strategy

8   Investigate the introduction of parking restrictions around schools to improve safety

9  Work more closely with Council’s parking officers and Victoria Police on road safety campaigns and advocate  
for increased enforcement

10  Advocate for reduced speed limits of 40km/h on local streets and 50km/h on all other streets to improve safety  
for all road users  

11  Advocate for more flexible mechanisms to reduce parking to support sustainable transport modes

12   Finalise Parking Action Plans (PAPs)

13  Continue to implement Local Area Parking Plans (LAPPs)

14  Support increased car sharing within the municipality

15  Advocate for a greater proportion of freight containers to be transported via rail, and for the construction of the 
northern freight terminal and the connecting railway infrastructure to the Port of Melbourne

16  Maintain freight and commercial vehicle access to support our local economy
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4.4 Land Use Planning

Land use and travel demand are inextricably linked. 
Transport services are provided to service the demand 
generated by land use and land use patterns evolve from 
existing transport networks. 

Land use in the City of Moreland is predominantly 
residential. As Melbourne’s population continues to grow, 
there are significant pressures being placed on both 
housing and transport infrastructure. Melbourne 2030 was 
released in 2002 as Melbourne’s long-term plan to manage 
growth and change across metropolitan Melbourne and 
the surrounding region. The plan focuses on how land use 
and transport can best support the economic, social and 
environmental needs of Melbourne over the coming years 
and meet the government’s commitment to support growth 
in Victoria. 

The main purpose of the plan was to restrict the growth 
of urban sprawl in Melbourne by adopting two key 
mechanisms. First, an urban growth boundary (UGB) 
was established to enforce the containment of urban 
development, minimise speculation and retain rural and 
non-urban land uses on Melbourne’s fringe. Prior to the 
release of Melbourne 2030, an ad hoc mix of state or 
local strategy and policy documents, legislation or zoning 
decisions determined the boundary separating urban and 
non-urban areas. 

Second, the plan sought to promote higher density 
housing and infill development in designated hubs,  
known as activity centres. Compared to Melbourne’s 
current structure of a single city centre, the plan supports 
a network of centres that provide the focus for services, 
employment and social interactions (see figure 20). 

 

Activity centres are places where people work, live, shop 
and relax, and are generally supported by good public 
transport. The aim is to create a more compact and varied 
urban landscape that supports sustainable transport, 
thereby reducing car dependency. Activity centres also 
allow jobs and services to be decentralised. This reduces 
the amount of time people need to spend travelling to 
work, and allows transport infrastructure to be used more 
efficiently, with more travel in both directions. In essence, 
it supports local employment, creating opportunities for 
people to live and work locally (known as self-containment). 
Moreland has one Principle Activity Centre (Coburg) 
and two Major Activity Centres (Glenroy and Brunswick). 
Moreland strongly supports the development of activity 
centres and has developed structure plans for each centre. 

As Moreland’s Principle Activity Centre, Coburg has 
significant opportunities for redevelopment. The Central 
Coburg Integrated Transport Plan, developed as part as 
the structure plan for Coburg proposed new transport 
infrastructure for this precinct. More recently, a major 
urban renewal project known as The Coburg Initiative 
has been proposed for the Coburg Activity Centre, which 
focuses on the redevelopment of the station precinct (see 
figure 21). This joint venture project includes plans to move 
the Upfield train line underground and build apartments, 
commercial and retail space above and around the site. 
Grade separation of Bell Street is also proposed, as it has 
been identified as the sixth most dangerous level crossing 
in Victoria. Grade separation also supports pedestrian and 
cyclist permeability and improves the reliability of road-
based public transport using these routes. 

In addition to Coburg, there are significant opportunities 
to develop land around railway stations in Moreland. 
Known as Transit Oriented Development (TOD), these 
developments involve concentrating a mix of land uses 
such as housing, shops, offices and community facilities 
around an existing transport hub or network. Sites 
currently flagged for potential TOD sites include Glenroy, 
Anstey, Merlynston and Moreland railway stations. 

Recently however, these mechanisms from Melbourne 
2030 have been undermined. The state government 
released a planning update of Melbourne 2030 titled 
Melbourne @ 5 million, following unprecedented 
population growth. In this update, the government 
identified six new CADs as the focus of future growth 
and investment. This has major impacts on Moreland, as 
Council has invested significantly in developing structure 
plans for Coburg, Brunswick and Glenroy, none of which 
have been designated as a CAD. As the CADs will be the 
focus of government planning and investment, the future of 
Moreland’s activity centres remains unclear. Furthermore, 
just six years after Melbourne 2030 was released, the 
government has reversed its commitment to fix the UGB 
and is investigating including areas on Melbourne’s fringe 
that were previously excluded. 

One Major Centre
‘Monocentric’

Multiple Major Centres
‘Polycentric’

Figure 20: A schematic diagram comparing the layout of a monocentric 
city to a polycentric city (Source Department of Transport 2008)
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Figure 21: Artists’ impressions of some of the desired outcomes for Coburg as part of The Coburg Initiative

Case Study - Glenroy

Glenroy Activity Centre is located at the northern edge 

of Moreland, concentrated around the railway station. 

Two arterial roads (Pascoe Vale and Glenroy Roads) 

and the Craigieburn railway line dissect the centre, and 

large commuter car parks flank both sides of the train 

line. Park and ride facilities are available at most railway 

stations, assisting to attract people to public transport. 

However Glenroy is the last station located within zone 

1, with many people choosing to drive there from the 

north to avoid paying for a zone 1 and 2 metcard. As a 

consequence, Glenroy’s 450-space commuter car park is 

generally at capacity on weekdays. This detracts from the 

amenity of the centre, contributes to the traffic congestion 

during peak times and poses a significant barrier to 

pedestrian and cyclist movements. This valuable land, 

mostly owned by VicTrack could be better utilised for 

transit orientated development. In the mean time, Council 

could consider advocating for the introduction of pay 

parking at Glenroy station to discourage commuters 

driving from the north. 

The Glenroy Structure Plan seeks to achieve just this, 

with a vision to redevelop the land above and around 

Glenroy railway station. This ambitious project would 

require significant investment and cooperation from the 

State Government, given that they own and manage 

the rail infrastructure and land. To ensure the viability 

of this project, grade separation of the railway line at 

Glenroy Road would be required. Grade separation 

offers significant benefits including enhanced land use 

opportunities improved safety for all users, reduced 

congestion and better pedestrian movement. 
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The design and location of new developments influences 
people’s travel choices through the provision of parking, 
access to public transport and the presence of safe and 
pleasant places to walk or cycle. Council can shape 
and influence the development of the municipality by 
applying zones, overlays and policies. These provisions 
for the use, development and protection of land in the 
municipality are set out in the Moreland Planning Scheme. 
Although the City of Moreland is a well-established 
municipality, opportunities for large development exist 
at the former Pentridge Prison site (Coburg), former 
industrial areas (including Brunswick and the former 
Kodak site at Newlands) and infill development within the 
three activity centres (Coburg, Glenroy and Brunswick). 
Council will evaluate planning applications for these sites 
in the near future; however, no formal or binding process 
exists to assess transport needs and conditions in large 
developments. 

Darebin City Council has recently adopted changes to its 
local planning policy, requiring developers of large sites to 
submit travel plans to support planning permit applications. 
The main objective of a travel plan is to reduce single-
occupancy car use by providing opportunities for people to 
choose sustainable travel modes. They identify the issues 
and barriers to sustainable travel, and outline actions that 
will encourage people to consider walking, cycling, public 
transport, car-pooling or even reducing the need to travel. 
Actions may include:

• distributing transport information to new residents 

• providing showers and bicycle parking facilities 

•  introducing car share vehicles in high-density 
developments 

•  including pedestrian links throughout the 
development site 

As the travel plan forms part of the planning permit 
requirement, it is enforced in the same way as other 
planning permit conditions. Moreland Council should 
ensure that future development considers sustainable 
transport access by adopting similar policies.  

While Moreland is predominantly residential, pockets 
of industrial and commercial land still exist (see figure 
22). In the past, Moreland has had a strong industrial 
and manufacturing base, with a high concentration of 
textile and footwear industries. However, substantial 
restructuring of the industry has resulted in a considerable 
loss of local employment and the existence of vacant 
and under-utilised land. Industrial areas on Melbourne’s 
fringe are considered more accessible due to new freeway 
infrastructure, intermodal rail freight opportunities and 
cheaper land values.  



59

Moreland Integrated Transport Strategy 2010–19

The demographics of the population have also changed, 
with residents now better educated and less likely to be 
employed in the manufacturing sector. As Melbourne’s 
population continues to grow, there will be ongoing 
pressure to develop this land into residential dwellings. As 
a result, Moreland developed the Moreland Industrial Land 
Use Strategy (MILUS) in 2004 to provide clear direction 
about the long-term planning and zoning of industrial land. 

MILUS identifies where it is appropriate for land use to 
change from existing industrial to genuine mixed use, 
including residential and retail. It also identifies three major 
concentrations of industry, known as Core Industrial and 
Employment Precincts (CIEPs) in Moreland. These areas 
(located in Brunswick West, Coburg North and Newlands) 
are the preferred locations for major manufacturing and 
associated industries. Maintaining high levels of access for 
freight and commercial vehicles is crucial to preserve the 
viability of these precincts.

As discussed in previous chapters, significant transport 
disadvantage exists in sections of our municipality, 
particularly in the north. As part of the integrated approach 
to improve this inequality, a new transport node in Fawkner 
is proposed. The existing cluster of shops and community 
facilities along Bonwick Street and Jukes Road serves as 
a hub for local activities, and provides a destination for a 
tram extension as identified in section 4.2. This will further 
support increased development in the north, creating more 
opportunities for education, employment and additional 
service provision. Developing this existing neighbourhood 
into an urban village has not been considered before, and 
it is proposed that this work be undertaken as part of the 
Moreland Planning Scheme process. Council is proposing 
to undertake a preliminary analysis of the feasibility 
of developing a transport node in Fawkner, as well as 
designating the existing area as an urban village under the 
Moreland Planning Scheme.

Figure 22: Location of major industrial, business and mixed use zones within the City of Moreland
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4.5 Implementation

It is important that Council leads by example, reducing the 
car dependency of its staff as well as operations. Moreland 
is currently reviewing its Green Travel Plan, which includes 
actions and initiatives to encourage staff to use sustainable 
transport modes for journeys to work, as well as journeys 
for work. It also identifies barriers to staff using sustainable 
travel modes, and how these can be overcome. Some 
actions contained in the Council’s travel plan include:

•  offering cycling proficiency and bike maintenance 
courses for staff

•  revitalising Council’s car-pooling database

•  encouraging staff to use Council’s bicycle fleet for 
business trips

•  reviewing Council’s staff parking provisions, and 
consider charging staff for parking permits

Council’s fleet policy will also be reviewed in the next 
12 months, and Moreland should use this opportunity 
to expand its hybrid fleet and explore the feasibility 
of purchasing electric vehicles. Providing accessible 

vehicles for people using wheelchairs and other mobility 
aids should also be explored. Council’s ability to provide 
equitable services is currently restricted by the amount 
of accessible vehicles available for community use and 
council programs. 

In addition to internal initiatives, Council conducts 
sustainable transport education campaigns in the 
community. Travel demand management programs  
such as TravelSmart provide information about sustainable 
transport modes and have been implemented in schools, 
workplaces and communities. Tailored packs containing 
walking and cycling maps and public transport timetable 
information can be developed and distributed to 
participants. TravelSmart is coordinated by the  
Department of Transport, and Moreland has been 
successful in obtaining several grants for these projects. 

Council coordinates the Walking School Bus program, 
which has been operating in Moreland since 2002. 
VicHealth has recently ceased funding the program  
though Council has committed to continue its 
implementation. Council also supports Bicycle  
Victoria’s Ride 2 School programs. 

4.4.1	 Land	Use	Planning	Actions

1			Investigate	the	tools	and	mechanisms	that	can	be	used	to	reduce	parking	requirements	for	new	developments

2			Advocate	for	grade-separated	rail	crossings,	particularly	at	Bell	Street	and	Glenroy	Road

3			Continue	to	support	development	that	assists	local	employment	and	local	living

4			Advocate	for	the	introduction	of	paid	parking	at	zone	1	railway	stations

5			Investigate	the	feasibility	of	developing	a	new	transport	node	and	urban	village	in	Fawkner
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4.5.1 Implementation Actions

1   Review Council’s Green Travel Plan, and continue to implement initiatives to encourage Council staff to travel sustainably

2   Review Council’s fleet policy in the context of the Climate Action Plan vision and targets 

3   Continue to implement community travel behaviour change projects

4   Ensure there is scope in Council’s budget to fund and deliver transport initiatives, and to match grant funding 

5   Undertake local data surveys and analysis to identify current mobility trends to set mode split targets

6   Develop an advocacy plan to give effect to all the advocacy items identified in this strategy 

7   Develop an implementation program for MITS to measure annual performance

8   Present an annual MITS progress report including community mobility trends in Moreland

As outlined previously, much of the transport network 
is managed and operated by the state government and 
private operators. As such, many of the actions contained 
in this strategy involve advocating to state government 
agencies or other organisations for improvements and 
change. To enhance the effectiveness of advocacy 
campaigns, Council will develop a strategy to guide the 
direction of transport advocacy efforts. 

An important lesson learned from the previous Moreland 
Integrated Transport Strategy was the need to build 
technical capability within Council. Enhancing the skills 
and training of staff in this evolving field will broaden their 
knowledge and expertise, and support the implementation 
of this strategy. Furthermore, Council must ensure that 
resources (both staff and financial) are committed to 
providing the foundations to achieve the proposed vision 
for transport in the City of Moreland. 

The implementation of this strategy will occur in stages, 
with the aim to undertake the actions contained in this 
document in the short, medium or long-term future (see 

chapter 5). Council also needs to take advantage of 
opportunities as they arise, so some flexibility in delivery 
will be required. 

To monitor the implementation of this strategy, it is 
important to understand the current situation and trends 
occurring in the municipality. This can be done through 
the collation of quantitative and qualitative data. Data 
on transport and mobility trends is available from the 
Australian Census, the new Victorian Integrated Survey 
of Travel and Activity (VISTA), VicRoads’ crash statistics, 
traffic and bicycle counts. However, to gain a better 
understanding of local mode choice and transport trends, 
more specific, localised data is needed. In the first year 
of this strategy, Council will gather detailed data via 
surveys as well as a detailed analysis of existing available 
data, which will be used to set mode split targets. This 
will be supported with an implementation program that 
includes incremental goals and targets to ensure annual 
performance can be measured. An annual progress report 
will be presented to Council to detail the implementation of 
MITS, including community mobility trends in Moreland. 
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Summary of Actions and Targets 

Action Responsibility 
(internal)

External 
stakeholders

Target

Short 
term  

2010–12

Medium 
term  

2013–15

Long 
term 

2016–19

Walking and cycling

Develop and endorse a pedestrian 
strategy by June 2010

TU, ED, AM, CD, 
OS

x

Develop and endorse a new bicycle 
plan by June 2010

TU, AM, OS, CD MoreBUG x

Continue to increase annual funding for 
walking and cycling infrastructure

TU x x x

Improve priority for pedestrians and 
cyclists

TU, CD VicRoads x x x

Provide high-quality, DDA-compliant 
walking environments and networks, 
as identified in Council’s pedestrian 
strategy

TU, CD, ED, AD, 
AM

VicRoads, 
Department of 

Transport

x x x

Continue to support programs that 
encourage people to walk and ride, 
particularly children

TU, CD, CS Bicycle Victoria x x x

Improve the safety and amenity of 
cycling and walking networks to enable 
a greater share of short trips to be made 
by bike or on foot.

TU x x x

Create new high-quality cycling linkages 
throughout Moreland (particularly in 
the north of the municipality and within 
activity centres) as identified in Council’s 
Bicycle Plan

TU, OS, AM MoreBUG x x x

Continue to install bicycle parking 
facilities for cyclists, especially in 
activity centres and around transport 
interchange nodes

TU, ED, AM MoreBUG x x x

Continue to promote walking and 
cycling as feasible transport modes, 
including events such as Cyclovia, Walk 
to School Day and Ride to Work Day.

TU, CD x x x

Support local living by assisting local 
shopping precincts through business 
development strategies, and advocating 
against the closure of essential local 
facilities such as schools and post 
offices.

ED, TU x x x

Ensure that in developing walking and 
cycling networks, the use of laneways is 
included

TU, AM, ED x x x

Key: TU – Transport Unit, AC – Activity Centres, AD – Aged and Disability, AM – Asset Management, CD – Community Development, CS – Children’s Services,  
ED – Economic Development, ESD – Environmental Sustainable Development, FL – Fleet, HR – Human Resources , LL – Local Laws, OS – Open Space,  
SP – Strategic Planning, UP – Urban Planning 
 

Division written in BOLD represents lead branch for this action
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Consider options to ‘retire’ some of 
the existing pavement by reduction of 
pavement widths, creation of malls and 
road closures, to create a safer and 
more pedestrian-friendly environment

AM, TU x x x

Advocate for more pedestrian signals 
on busy roads and for changes to 
VicRoads’ warrants that currently 
disadvantage areas that do not have 
high rates of walking

TU VicRoads x x x

Public transport

Advocate for the development of a 
metropolitan integrated transport plan 
that prioritises sustainable transport

TU Other councils x

Advocate for transport improvements 
directly and using a regional platform, 
such as the Metropolitan Transport 
Forum (MTF)

TU MTF, Other 
Councils

x x x

Advocate to state and federal 
government agencies for the expansion 
of the public transport network to catch 
up and then keep pace with urban 
growth

TU Department 
of Transport, 

VicRoads

x x x

Advocate for full implementation of 
the recommendations from the Hume/
Moreland bus review

TU Department of 
Transport

x

Advocate for the reinstatement of the 
Blue SmartBus route

TU, ED Department of 
Transport

x

Advocate for increased public 
transport frequency and hours of 
operation beyond the current Meeting 
Our Transport Challenges (MOTC) 
standards and toward a 24/7 system

TU Department of 
Transport

x

Advocate for priority for road-based 
public transport

TU Department 
of Transport, 

VicRoads

x x x

Advocate for fairness and consistency in 
the application of public transport zone 
boundaries

TU Department of 
Transport

x x

Invest in making transport more 
accessible for people with disabilities

TU, CD, AD Department of 
Transport

x x x

Support improvements to public transport 
infrastructure and vehicles, including 
providing timetable information at all stops, 
seating, shelter and DDA upgrades

TU, CD, AD Department of 
Transport

x x

Key: TU – Transport Unit, AC – Activity Centres, AD – Aged and Disability, AM – Asset Management, CD – Community Development, CS – Children’s Services,  
ED – Economic Development, ESD – Environmental Sustainable Development, FL – Fleet, HR – Human Resources , LL – Local Laws, OS – Open Space,  
SP – Strategic Planning, UP – Urban Planning 
 

Division written in BOLD represents lead branch for this action
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Review community transport services in 
Moreland, and investigate the feasibility 
of implementing a community bus 
brokerage

CD, TU, AD x

Advocate to improve taxi services, 
especially for people with limited 
mobility

CD, AD, TU Taxi directorate x

Locate taxi ranks in all activity centres 
and night precincts

TU, ED Taxi companies, 
Taxi directorate

x

Advocate for implementation of DDA 
compliance to be complete by 2022, not 
2032

TU, CD, AD Department of 
Transport

Road network and parking

Reallocate road space and continue 
to use traffic management devices to 
prioritise sustainable travel modes

TU, AM VicRoads x x x

Implement travel demand management 
measures to discourage private vehicle 
use

TU x x x

Investigate providing infrastructure to 
support alternative fuelled vehicles and 
electric cars

TU, ESD, FL x x

Continue to advocate for changes 
to Fringe Benefits Tax legislation to 
support sustainable travel modes and to 
remove the kilometre-based incentives 
that encourage travel beyond what is 
required

TU Australian Tax 
Office

x

Adopt a new road operating plan for 
Moreland

TU, ED VicRoads x

Develop a local area traffic management 
(LATM) strategy

TU x

Review and update the Moreland Road 
Safety Strategy

TU, CD Inner Northern 
RoadSafe

x

Investigate introducing parking 
restrictions around schools to improve 
safety

TU, LL x

Work more closely with Council’s 
parking officers and Victoria Police on 
road safety campaigns and advocate for 
increased enforcement

LL, TU Victoria Police x

Advocate for reduced speed limits of 
40km/h on local streets and 50km/h on 
all other streets to improve safety for all 
road users

TU VicRoads x

Key: TU – Transport Unit, AC – Activity Centres, AD – Aged and Disability, AM – Asset Management, CD – Community Development, CS – Children’s Services,  
ED – Economic Development, ESD – Environmental Sustainable Development, FL – Fleet, HR – Human Resources , LL – Local Laws, OS – Open Space,  
SP – Strategic Planning, UP – Urban Planning 
 

Division written in BOLD represents lead branch for this action
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Advocate for more flexible mechanisms 
to reduce parking to support sustainable 
transport modes

TU, AP, SP x

Finalise Parking Action Plans (PAPs) TU x

Continue to implement Local Area 
Parking Plans (LAPPs)

TU x x x

Support increased car sharing in the 
municipality

TU Car sharing 
companies

x

Advocate for more freight containers 
to be transported via rail, and for the 
construction of the northern freight 
terminal and the connecting rail 
infrastructure to the Port of Melbourne

TU, ED Department of 
Transport

x x

Maintain freight and commercial vehicle 
access to support our local economy

TU, ED VicRoads x

Land use planning

Investigate the tools and mechanisms 
that can be used to reduce parking 
requirements for new developments

TU, AP, SP x

Advocate for grade-separated rail 
crossings, particularly at Bell Street and 
Glenroy Road

TU, ED Department 
of Transport, 

VicRoads 

x x

Continue to support development that 
supports local employment and local 
living

AC, TU, SD x x

Advocate for the introduction of paid 
parking at zone 1 railway stations

TU, AC Department of 
Transport,  

Rail operator

x

Investigate the feasibility of developing 
a new transport node and urban village 
in Fawkner

ED, SP,  
TU, UP, CD

x x

Implementation

Review Council’s Green Travel Plan, 
and continue to implement initiatives 
to encourage Council staff to travel 
sustainably

TU, HR x

Review Council’s fleet policy in the 
context of the Climate Action Plan vision 
and targets

FL, TU, SD x

Continue to implement community travel 
behaviour change projects

TU, CD x x x

Ensure there is scope in Council’s 
budget to fund and deliver transport 
initiatives, and to match grant funding

TU x x x

Key: TU – Transport Unit, AC – Activity Centres, AD – Aged and Disability, AM – Asset Management, CD – Community Development, CS – Children’s Services,  
ED – Economic Development, ESD – Environmental Sustainable Development, FL – Fleet, HR – Human Resources , LL – Local Laws, OS – Open Space,  
SP – Strategic Planning, UP – Urban Planning 
 

Division written in BOLD represents lead branch for this action
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Undertake local data counts and 
analysis to identify current mobility 
trends to set mode split targets

TU x x x

Develop an advocacy plan to give effect 
to all the advocacy items identified in 
this strategy

TU x

Develop an implementation program for 
MITS to measure annual performance

TU x x x

Present an annual MITS progress report 
including community mobility trends in 
Moreland. 

TU x x x

Key: TU – Transport Unit, AC – Activity Centres, AD – Aged and Disability, AM – Asset Management, CD – Community Development, CS – Children’s Services,  
ED – Economic Development, ESD – Environmental Sustainable Development, FL – Fleet, HR – Human Resources , LL – Local Laws, OS – Open Space,  
SP – Strategic Planning, UP – Urban Planning 
 

Division written in BOLD represents lead branch for this action
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Appendix 1

Road type roles and definitions

Functional road classifications are used by VicRoads and councils to form a road-based transport-operating network. The 
classifications relate to the function and standard of each road and take into account the type and destination of modes 
generated by the various abutting land uses and activities. 

VicRoads roads

Freeways – Divided highways with fully controlled access and providing principle routes for the movement of people and 
goods. These roads are predominantly for vehicle and freight movements around and beyond the metropolitan area, 
separated from pedestrian, cycling and most public transport networks.

Primary state arterial roads – These roads form the principle routes for the regional movement of people and goods. 
Known as ‘preferred traffic routes’, they are predominantly for through-travel, forming key avenues of travel for vehicles 
and on-road public transport. They may also form part of the principle bicycle network though separation is preferred. 
Adequate crossings for key links in the walking and cycling networks are required. 

Secondary state arterial roads – These roads supplement the primary arterial roads, providing both metropolitan and local 
access. High priority should be given to road-based public transport on these streets, in conjunction with pedestrians and 
cyclists in local centres.

Freight routes – These are the preferred routes for the movement of freight vehicles

Council roads

Major roads – Non-arterial roads that support local through-travel, usually forming part of the public transport network. 
These streets should also prioritise pedestrians and cyclist movements. 

Preferred maximum volume < 12,000 vehicles per weekday.

Collector roads – Important local roads whose function is to provide links between arterial and local roads. They provide 
access within a local precinct and serve abutting properties. These roads often form key links within local bus, pedestrian 
and bicycle networks. 

Preferred maximum volume < 7,000 vehicles per weekday.

Local traffic streets – The main function of these streets is to provide access to and from adjacent properties. They 
provide local access for pedestrians and cyclists, and occasionally support local bus movements.

Preferred maximum volume < 3,000 vehicles per weekday.
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Appendix 2

Percentage of households in Moreland that do not own a vehicle

Percent

35 - 63
24 - 35
17 - 24
11 - 17
 0  - 11
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