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Foreword
Streets Alive Yarra is a non-pro t, volunteer, resident and ratepayer action group with a
vision for more trees, wider footpaths and vibrant businesses in thriving neighbourhoods.
We see our streets being used by people from all ages, irrespective of whether they walk,
roll on a wheelchair, cycle, use public transport or drive. Residents and shoppers should
be able to move safely, comfortably, and conveniently around Yarra; and park near shops.

Image credit: OCULUS Landscape Architecture and Urban Design
Streets Alive Yarra was founded in 2017 and now has over 2,800 followers on Facebook. A
network of local champions develops concepts and proposals for how to improve their
local street or precinct. Streets Alive Yarra is also a member of the Victoria Walks
Walkability Action Group network.
Further information is available at: streets-alive-yarra.org/about.
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Chapter 01 - Introduction
We support the draft plan highlighting the need to integrate land use and transport
planning. Apart from being critical to achieving net-zero emissions, integrated planning is
also critical to building a liveable city where people are not burdened by soul-crushing long
commutes.

Integrated planning is critical to achieving net-zero emissions. Image credit: DELWP.

https://www.thenation.com/article/society/farewell-commuting/
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Chapter 02 - Regional Snapshot
We support the draft plan de ning Melbourne, Yarra, and Port Phillip as ‘Inner Metro’.

Region covered by draft Inner Metro Land Use Framework Plan. Image credit: DELWP.
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Chapter 03 - Vision
We support the draft vision statement, particularly:
The Inner Metro Region will be recognised globally as an exemplar urban environment
with its liveable, a ordable and sustainable places.
E cient transport routes that will prioritise public transport, walking and cycling.
There is a completed network of safe and e cient cycling and pedestrian routes that
will provide high amenity, safe active transport links.
A public transport network that is well connected, frequent, simple and easy to
navigate with an expanded reach and more choice of modes between key
destinations across all parts of the region and beyond.
Distinctive precincts, villages and neighbourhoods that continue to preserve their own
unique character while attracting businesses, start- ups and scale-ups. They will
provide high-quality public places, open space and community facilities that meet the
needs of a fast-growing population of residents, workers and visitors.
More tree canopy cover and green infrastructure to create resilient and low carbon
places that help the region respond to climate change including water scarcity and
heatwaves.
Even better would be to o er a vision of equity of safe access to any property, such as:
People of all ages and abilities should be free to safely access any property in the
Inner Metro Region, irrespective of whether they choose to walk, roll on a wheelchair,
cycle, use public transport or drive. It’s our responsibility as a community to invest in
infrastructure to deliver that freedom.
Then, to de ne what ‘equity of safe access to any property’ means, such as:
‘Safely access any property’ means travelling from any property in the region to any
other property in the region, without being exposed to hazards that carry the risk of
serious injury or death. From this perspective, the primary hazard is being struck by a
motor vehicle, or a colliding with a motor vehicle (or door of a vehicle) that has failed
to give way as required by the road rules.
Or, in other words:
Footpaths need to be wide, smooth and level enough for two people in wheelchairs
to pass each other. Footpath crossings should continue at grade across intersections.
Non-arterial streets should be calmed so the 85th percentile tra c speed is less than
30 km/h, and the tra c volume is less than 2,000 vehicles per day. Arterial streets
(with 85th percentile speed above 30 km/h, or tra c volume greater than 2,000
vehicles per day) require protected, separated bike lanes and protected intersections.
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Chapter 04 - Productivity
We support Plan Melbourne Outcome 1: Melbourne is a productive city that attracts
investment, supports innovation and creates jobs. We support the draft directions and
strategies, particularly the ones that highlight walking, cycling, public transport, activity
centres, and the public realm:

We support Direction 01 and Strategy 01. Image credit: DELWP.

We support Direction 02. Image credit: DELWP.

We support Direction 04 and Strategy 14. Image credit: DELWP.

We support Direction 06 and Strategy 24. Image credit: DELWP.
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We support the focus on activity centres, including Brunswick Street, Smith Street, Swan
Street, Bridge Road, and Victoria Street.

Excerpts showing two major activity centres in Yarra. Image credit: DELWP.
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Chapter 05 - Housing Choice
We support Plan Melbourne Outcome 2: Melbourne provides housing choice in locations
close to jobs and services.

We support maps that show walking catchment areas, such as Map 3. Image credit: DELWP.

Even better would be to correct Map 3 so that it shows walking catchment contours on
both sides on each activity corridor. At the moment, Swan Street, Bridge Road, Smith
Street and Brunswick Street only appear to be accessible from one side, while Victoria
Street and Lygon Street are accessible from two sides.
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We support Direction 08 and Strategy 30. Image credit: DELWP.

Even better, highlight the need for all new housing in the Inner Metro Region to be
supported by changes to the street environment so that they can be safely accessed by
walking, cycling or public transport, not just driving. Refer to our earlier de nition of ‘safe
access’ in our feedback on ‘Chapter 03 - Vision’.
We support the statement that substantial housing change opportunities may extend to a
walkable catchment of 800 metres around major activity centres.

We support the 800 metre catchment area. Image credit: DELWP.
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Chapter 06 - Integrated Transport
We support Plan Melbourne Outcome 3: Melbourne has an integrated transport system
that connects people to jobs and services and goods to market. We support the draft
directions, particularly 11, 13 and 14, and their associated strategies.

We support Direction 11 and Strategy 48. Image credit: DELWP.

We support SSCs being de ned as continuous and protected. Image credit: DELWP

We support Map 5, showing strategic cycling corridors throughout Yarra, particularly on:
• Swan Street
• Bridge Road
• Victoria Street
• Johnston Street
• Lennox Street
• Church Street
• Burnley Street
Even better, the draft should state the need for separated, protected bike lanes (or
strategic cycling corridors) on:
• Swan Street, east of Burnley Street, extending through Hawthorn East and Camberwell
all the way to Box Hill South, to reduce con icts on the Main Yarra Trail, between people
walking and people biking
• Brunswick Street, to deliver safe access to shops and services for people biking
• Smith Street, to deliver safe access to shops and services for people biking
• Heidelberg Road, continuing the excellent pop-up lanes all the way to Brunswick Street.
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Excerpt from Map 5 showing strategic cycling corridors as a dashed purple line. Image credit:
DELWP.

Map 5 is a good start, and even better would be to add more on-street strategic cycling
corridors to enable access to services along activity centres:
• Brunswick Street
• Smith Street
and to attract higher speed cyclists away from o -street trails, including:
• Main Yarra Trail
• City Circle Trail
• Edinburgh Gardens
so as to reduce Level of Stress (LoS) for people walking on o -street trails.
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Excerpt from Figure 17 showing strategic cycling corridors of priority 1 (pink) and priority 2 (blue).
Image credit: DELWP.

Similarly, Figure 17 is a good start, and even better would be to show that Strategic
Cycling Corridors enable medium distance journeys (2 - 20 km) between neighbourhoods,
and that safe journeys start and nish on calmed local streets within neighbourhoods
where people cycling share lanes with people driving. Figure 17 should indicate that local
neighbourhood streets should be calmed so the 85th percentile tra c speed is less than
30 km/h, and the tra c volume is less than 2,000 vehicles per day.
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We support Direction 13 and Strategies 54-58. Image credit: DELWP.

We support Direction 14 and Strategies 59-61. Image credit: DELWP.

We support Direction 15 and Strategy 62. Image credit: DELWP.
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We support Action 6. Image credit: DELWP

Summary of feedback on Chapter 04 - Integrated Transport:
• A complete, cohesive network of best-practice Strategic Cycling Corridors needs to be
built before 2030.
• Strategic Cycling Corridors should be protected from motor vehicle tra c, at least 2.5
metres wide (like Wellington Street Stage 2 in Yarra), and include protected intersections
(like Albert Street / Landsdowne Street).
• Protected, separated bike lanes need to be provided on all activity centre streets,
including Brunswick Street and Smith Street, to enable people to safely access services
by bike, and to help traders attract stable, repeat patronage from within 20-minute
neighbourhoods, despite increasing population density and congestion. This can be
achieved using the ‘Melbourne Shopping Street’ reference design: https://streets-aliveyarra.org/shopping-streets/
• Local streets (i.e. not DoT arterials) need to be calmed so that the observed 85th
percentile tra c speed is less than 30 km/h and observed tra c volume is less than
2,000 vehicles per day, to enable people driving and people biking to share the lane, so
that people can get from an origin to a strategic cycling corridor, and also from a
strategic cycling corridor to a destination.
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Chapter 07 - Liveability
We support Plan Melbourne Outcome 4: Melbourne is a distinctive and liveable city with
quality design and amenity.

We support Direction 17 and Strategies 67-71. Image credit: DELWP.

Even better, the draft should encourage councils to reallocate street space away from onstreet parking toward trees and open space, so as to blur the distinction between streets
and parks. Referring to the diagram below, instead of a street being considered as a
completely separate entity from a park, streets and gardens can be integrated or merged:

We can increase open space by reallocating street space and blurring the distinction between
streets and parks. Y-axis is the amount of open space. Image credit: Dan Hill.
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We support Direction 18 and Strategies 74-77. Image credit: DELWP.

Even better, the draft should encourage councils to remove on-street parking from
shopping streets to free up space for footpaths, bike paths, level-access tram stops, trees,
and place making. This would:
• Help traders attract stable, repeat patronage from within 20-minute neighbourhoods,
despite increasing population density, tra c congestion and parking congestion.
• Help tra c keep moving, as drivers would park on side streets or in private o -street
garages, instead of stopping tra c to reverse park.
• Eliminate the risk of collisions that occur when drivers suddenly stop to reverse park, or
merge back into tra c without properly giving way.
• Eliminate the risk of ‘dooring’ collisions between drivers or passenger opening car doors
into the path of a person biking
Such a reform to the design of shopping streets should be accompanied by reforms to
how on-street parking on side streets is priced, i.e. to adopt demand responsive pricing.
The demand for on-street parking is a function of price, and at the moment on-street
parking is priced at zero or near-zero, which induces high demand. If pricing is reformed to
be demand-responsive, then demand will adjust to match supply, even if supply is
reduced. Learn more at: https://streets-alive-yarra.org/better-for-parking/.
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Chapter 08 - Strong Communities
We support Plan Melbourne Outcome 5: Melbourne is a city of inclusive, vibrant and
healthy neighbourhoods.

We support Direction 20 and Strategy 84. Image credit: DELWP.

We support Direction 21 and Strategy 87. Image credit: DELWP.

We support Direction 22 and Strategy 93. Image credit: DELWP.

Again, even better would be to highlight the need for all properties in Melbourne, not just
social infrastructure or health and education facilities, to be accessible by walking, cycling
or public transport
Also, even better would be to more clearly de ne how 20-minute neighbourhoods need to
be implemented, such as by:
• implementing tra c calming (such as modal lters, slow points, medians that block
certain turns) on neighbourhoods streets, even if this means commuter through-tra c
needs to stay on DoT arterials, and
• converting each neighbourhood (which may be surrounded by DoT arterials) into a 30
km/h zone.
Together, these changes would allow local streets to be shared by people cycling and
people driving, and is much lower cost than building separated bike lanes on every local
street.
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Chapter 09 - Sustainability and Resilience
We support Plan Melbourne Outcome 6: Melbourne is a sustainable and resilient city.

We support Direction 24 and Strategy 97. Image credit: DELWP.

Even better, the draft should encourage councils to remove on-street parking from streets
to free up space for trees. Also, point out that the demand for on-street parking is a
function of price, and at the moment on-street parking is priced at zero or near-zero, which
induces high demand. If pricing is reformed to be demand-responsive, then demand will
adjust to match supply, even if supply is reduced to support an increased number of trees.

Concluding remarks
The draft Inner Melbourne Land Use Framework Plan is good and we recommend that it
be adopted. Streets Alive Yarra would be delighted to provide further detail or explanation
of the themes raised in this document.

info@streets-alive-yarra.org
streets-alive-yarra.org
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