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populations continue to
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As part of GTA’s Insights program, we aim to provide regular thought leadership
on matters relating to transport management, planning and design. Collated in
this document is a series of Insights that has been put together to accompany
you throughout the summer months. Whether you’re by the pool, travelling to
see family, or looking for content to read, here are our thoughts on the transport
challenges facing our cities.
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Movement and Place:
Making Human-Centred
Transport Planning a Reality
At GTA we spend considerable time looking at different approaches
to planning our cities and understanding the impact of urban form,
operation and amenity on citizens.
For too long the primary imperative has been to
improve and maintain throughput of motor vehicles,
minimise congestion and keep journey times low. This is
the idea of roads. As Australian cities grow and people
transition from private cars to a variety of other modes,
we need to rethink this approach.

www.gta.com.au

Movement and Place is an alternative approach to
transport planning that is gaining momentum and being
implemented across Australian cities. It looks at land
use, human activity and the idea of streets as opposed
to roads; recognising the dual function of streets as
both through corridors (‘links’) and destinations in their
own right (‘places’).
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Balanced outcomes

The theory

As a network management philosophy based on
broader objectives, Movement and Place creates
opportunities for more nuanced, equitable and
balanced outcomes than the 'predict and provide'
approach that underpins most road planning. It enables
networks to be managed more coherently and for
improvements to be planned more strategically.

The Movement (or Link) classification allows an
understanding of the importance of movement and
relates to the use of a route for through movement or
access. More recently the importance of public transport
corridors and bike corridors has been acknowledged
in Movement classifications. The Movement aspect is
generally easily understood at a conceptual level by
most practitioners. For example, the idea that a high
movement corridor can be solely for public transport
acknowledges the need to look at people movement as
opposed to vehicle movement alone. It can also consider
the movement of freight and goods. For example
VicRoads’ SmartRoads is a good framework for
identifying modal priorities on a network basis.

Similarly, it moves away from reactive responses to
transport planning that do not take wider network
impacts into consideration. For example, expanding
roads to allow more throughput rather than
reappropriating existing infrastructure to meet local
needs. It is as applicable to congestion management as
it is to giving greater priority to non-car modes, and it is
increasingly important in inner metro areas where it is
impractical or inappropriate to build additional capacity.
It also acknowledges the role of streets where the
emphasis between movement and place is equally
balanced. This facilitates a more rational approach to
planning that accepts the dual functionality of streets.
As the concept and application of Movement and Place
gains traction in Australia, it is worth considering how
this approach could take us where we want to go.

The Place classification is where there are challenges.
The idea of place is qualitative, esoteric and sits more
in the discipline of the social sciences. A key issue is
that we don’t have 60 years’ experience measuring
the positive or negative characteristics of Places. As
a result it can be difficult to build robust, replicable
classifications for Places. This means whilst it is
relatively easy to qualify an area as a Place, the issue
lies in assessing the performance of Places, and the
relative “gap” between the current and potential states.
In the initial application of Movement and Place
in London, a complex evaluation framework was
established to audit and measure a wide range of
Places and associated indicators. This task required
significant time and resources to complete, which stood
as a significant challenge to the project. While not a
problem in itself, there is a danger that the classification
process becomes so complex and quantitative that it is
no longer manageable or realistic for every project. This
complexity can result in an approach which is likely to
fail to achieve any outcome, let alone the desired one.

“

An over reliance on numbers
and data acquisition can make
the process too exhaustive
and is in danger of leading to a
tick box exercise.

“

www.gta.com.au
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Further considerations
Movement and Place can be an important tool, but it
needs to consider the following:
 The value of undertaking a complex gap analysis
beyond the actual classification of a Movement and
Place categorisation. The need to demonstrate value
and priorities is important but ultimately Places need
to be simple and compelling.
 The pre-existing data sources are biased towards
traditional planning. Data needs to be fit-for-purpose
and relatable to the scale of the study.

“

They all had a simple and clear
vision that compelled people
and politicians to foster change
— political support being a key
ingredient.

“

 The focus on community engagement and
consultation is essential. If more time is spent on
collecting data than talking to the community,
something is wrong.

Movement and place a
panacea?

 The importance of being user-focused. The
perceptions and satisfaction levels of users are
fundamental. Many of our ‘favourite’ city streets are
in fact congested.

So, is Movement and Place a panacea for proactively
managing and planning our networks? There is an
assumption in some quarters that without a Movement
and Place framework we cannot change our road
networks to be more equitable and balanced. This is
not so.

 The focus on Movement, and consideration of
Place in largely pedestrian terms, misses the
element of kerbside activity. On-street parking and
loading provision is a major issue in any road space
reallocation exercise. Clarity around the compatibility
of different kerbside activities and associated modal
priority is critical for a truly integrated approach.

Programs that have delivered network transformations
such as the London Bus Initiatives corridor projects,
subsequent Cycle Superhighways and Cardiff’s
Sustainable Travel City programme all delivered
outcomes that reshaped the road networks prioritising
non-car modes and enhanced the Place aspects of
streets. New York and Copenhagen have achieved a
startling renaissance of their urban realms in the same
way. The case studies on the following page show the
effects that such projects had in their cities.
As described, all of these were achieved without a
Movement and Place framework. However, like the
Movement and Place theory, each approach sought to
change roads back to streets and redress a balance
that focused purely on car movement rather than
other types of activities.
They all had a simple and clear vision that compelled
people and politicians to foster change — political
support being a key ingredient in delivering that vision.
Officer-level support is also important as well as having
agency structure and processes that give power to the
change-makers to challenge the status quo. Of course,
the proposed changes were tested and measured
but not simply for the process, rather to improve the
outcome itself.

www.gta.com.au

35

summer reading 2019-2020

case studies

Human-Centred Transport Planning

Complete Streets
New York City, USA
New York provides an interesting case study of the
transition from road to street management over the
last 20 years. Until the late 1990s, New York’s streets
were managed as roads, with satisfaction of drivers'
needs trumping those of all other street users. However,
beginning with the Downtown Brooklyn Traffic Calming
project, which signalled a significant shift in the way
New York City Department of Transportation looked to
manage its streets, through to the Lower Manhattan
Street Management Strategy implemented in the wake
of the 9/11 disaster, and then the release in 2008 of
Sustainable Streets, the agency’s first strategic plan.
By applying a Complete Streets framework throughout
the city, large areas of previously hostile road space
have been reclaimed for other purposes. The result is
a renaissance of New York’s public realm, most visible
around Times Square, but also in the creation of a
variety of Places throughout the city.
New York’s strategic framework is not based on
Movement and Place, but it shares with Movement and
Place a focus on all road users and on managing the
various parts of the city’s street network to cater for its
differing functions.

Sustainable Travel City
Cardiff, Wales
The Sustainable Travel City project for Cardiff, capital
city of Wales, was the result of a selection by the Welsh
Assembly Government in 2009 where £28.5 million
was allocated to develop and introduce a range of
improvements. The project included new pedestrian
and cycle routes, enhancements to public transport,
including bus priority and a new one-way bus loop, as
well as additional support around behaviour change
and journey planning.
This resulted in a transformation of the centre of
Cardiff with several streets being pedestrianised and
enhanced pedestrian facilities across the central area
as well as improvements for buses. Renovating St Mary
Street, which was previously characterised by heavy
traffic and narrow footpaths, to a prioritised pedestrian
area with flexible uses and links with the Castle and
Market transformed the activity and use of the area and
the associated retail activity outcome itself.

6
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Discussion with peter jones

What are the lessons for
Movement and Place?
As per the case studies, Movement and Place is not
the only approach to deliver effective planning at a
street level. However, when it comes to movement and
place, an over reliance on numbers and data acquisition
can make the process too exhaustive and in danger
of leading to a tick box exercise. It loses the human
element and can also become cost prohibitive.
Clarity in vision and future objectives for the place
in question is clearly important. When correctly
applied, the vision component is a core strength of the
Movement and Place approach. However, it needs to
be simple and accessible.

If a Place is somewhere where you dwell, where there
are activities, and friction, those numbers are secondary
issues. It’s about acknowledging that the traditional
indicators should come second to the safe and flexible
movement of people to engage in those activities.
Congestion and friction can be a reflection of a vibrant
street in a positive way.
Movement and Place, at the Vision level, provides
a basis for establishing what you want to achieve.
Once you have that vision — a better place or more
sustainable travel options — let planners and
engineers be creative without creating a complex
numbers-driven evaluation tool that goes contrary to
the approach itself.

The concept of “Vision and Validate”, as stated
by Professor Peter Jones, one of the architects of
Movement and Place, is that the approach needs to
ensure distinction from “Predict and Provide” which is
all about numbers without any qualitative assessment.
We need professionals to think and talk to
people. Streets are often based on a unique set of
characteristics requiring a tailored response. Movement
and Place can support the establishment of that vision.
It provides a framework that considers land use and the
activities within a street and as such it moves away from
the pure quantitative focus on journey time, delay and
Level of Service that dominates too much of transport
engineering and planning.

www.gta.com.au

For further information
on GTA's Transport
Planning services:
Please contact
Christian on:
christian.bode
@gta.com.au

CHRISTIAN
BODÉ
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Sydney’s 30-Minute Centres
When the Federal Government set out its vision for
the future of Australian cities, much of the rhetoric
was attached to the concept of 30-minute cities.
While it may mean slightly different things to different
people, according to the Government's Smart Cities
plan “a 30-minute city is one where, no matter where
you live, you can easily access the places you need to
visit on a daily basis.” 1
In a similar vein, the vision set out in the NSW
Government's Future Transport Strategy 2056 for
Greater Sydney is one where “people can access
jobs and services in their nearest metropolitan city
and strategic centre within 30 minutes.” 2 This paper
examines to what extent Sydney currently meets, and
will meet, the 30-minute city vision into the future.

1

Federal Government Smart Cities Plan. 2016. Page 11.

2

Transport for NSW, Future Transport Strategy 2056, 2018, Page 33.

www.gta.com.au

Marchetti's Constant
It has been observed that people across the world’s
cities will average between 60 and 90 minutes
travelling each day, principally commuting. This
travel-time budget, which is often called ‘Marchetti’s
constant’, acts as a threshold to changes in behaviour.
If commuters start to exceed this limit, most people will
do one of three things — change their transport mode,
change job location or move their home.
This observation informs transport planning by
creating a vision for what constitutes a reasonable
commute. From a planning perspective, this vision
means creating transport solutions where residents can
access employment, schools, shopping, services and
recreational facilities within 30 minutes of home.

18
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Is Sydney a
30-minute city?
To investigate the extent to which Sydney is a
30-minute city, GTA undertook an analysis of travel
times by both car and public transport (all modes) to
and from the key centres established by the Greater
Sydney Commission plan A Metropolis of Three Cities.
The intent is to transform Greater Sydney into:
 The Western Parkland City, including the centres
of Badgerys Creek, Liverpool and Campbelltown.

“

The Analysis
GTA's analysis examined travel times for a select
number of locations using data publicly sourced
from Google for an average working day in June
2018. The analysis was undertaken for trips
to and from, as well as between each of the
following centres:
 Sydney CBD
 Parramatta
 Penrith

 The Central River City based around
Greater Parramatta.

 Liverpool

 The Eastern Harbour City based around the
Sydney CBD.

The travel times to and from as well as between
each centre were calibrated to the morning
peak period based on Journey to Work (JTW)
travel patterns.

How does Sydney's transport
network support the ambition
of a 30-minute city?

“

www.gta.com.au

 Campbelltown

The future centre of the Western Sydney
Airport / Badgerys Creek was excluded from
the current analysis as there are not enough
trips reported in the JTW database to enable a
meaningful analysis.

29
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The Results
Based on our analysis, we found that:
 Overall travel times for car-based trips are shorter
than public transport-based trips.
 Centre-bound car trips generally average less than
30 minutes per trip (except for travel to the Sydney
CBD by car which is over 40 minutes).
 Trips by public transport to each of the centres
ranged from 46 to 64 minutes, with most around
the 50-minute mark, well over the target for the
30-minute city, which reflects, in many cases, poor
public transport services, routes or frequencies.
The reasons for this travel mode disparity include:
 The uneven distribution of residential and
employment areas.
 A traditional, radial public transport network
focused on the Sydney CBD and the lack of a
grid-based mass transit/public transport network.
 Longer travel distances often made by rail across
Greater Sydney.
 Shorter, local trips being made by private vehicle due
to a lack of adequate walking and cycling facilities.

Travel Time to Centre
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Car

64

Public Transport
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Minutes

52

51

50
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44

40
30

30

23
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20

15

10
0
Sydney CBD

Parramatta

Penrith

Liverpool

Campbelltown

Average time spent travelling by car and public transport to and from, as well as between Sydney's major centres.

Source: GTA Consultants Analysis (2018).
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Future Directions
By 2036, an additional 1.7 million people are expected to
live in Greater Sydney, generating approximately 6 million
additional trips per day. These trips will increase pressure on
transport links servicing the Sydney CBD (Eastern Harbour
City) and Parramatta (Central River City), as well as produce
strong growth in the Western Parkland City3.
The Future Transport Strategy 2056 recognises that catering
for this additional demand and maintaining and expanding
the ‘30-minute’ catchments within each of Sydney’s three
cities will require transport options that improve people’s
access to jobs and services without compromising the
liveability and amenity of Sydney’s suburbs and centres.
The NSW Government is investing in transformational mass
transit projects like Sydney Metro and Sydney Light Rail, as
well as major motorways like WestConnex and NorthConnex.
Despite this investment, it has been forecast (by the Bureau
of Infrastructure, Transport and Regional Economics (BITRE)
that rising congestion will increase travel times and affect
travel reliability. Congestion is expected to cost over $12
billion per annum by 20304 and “if current levels of private
vehicle use persist, they will reduce the 30- minute
catchments across the city”5.

Implications for future
Road Infrastructure
Infrastructure NSW has identified that once new major
roads like WestConnex, NorthConnex and the Western
Harbour Tunnel are completed, important functional
links that have been missing from the road network6
will be finished, which will largely complete the
Sydney motorway network .
Based on this, it is expected that further investment
in expanding the road network in established parts of
Sydney will become more challenging given:
 The high cost of major road projects.
 The decreasing amount of land available to
accommodate new roads.
 The perception of negative impacts of traffic on the
amenity of neighbourhoods.

3

Infrastructure NSW (INSW), State Infrastructure Strategy (SIS), 2018, page 128

4

Bureau of Infrastructure, Transport and Regional Economics (BITRE), Traffic and congestion cost trends in Australian capital cities — Information sheet 74, BITRE, Canberra ACT 2015

5

INSW, SIS, 2018, page 129

6

INSW, SIS, 2018, page 131

www.gta.com.au
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Implications of new
Rail Infrastructure
To increase connectivity and access to both Parramatta /
Central River City and the emerging Western Parkland City,
there are several major pieces of rail infrastructure likely to
have a material impact on the delivery of the 30-minute city

for the cities within Greater Sydney. These developments
have been listed below.
Broadly, the Future Transport Strategy 2056 indicates
that these improvements would result in 70% of
residents in Greater Sydney being able to access their
nearest metropolitan centre within 30 minutes by
public transport in 2056 — a significant increase on
today at just 39%7.

PROJECT
Sydney Metro Northwest (Rouse Hill — Chatswood)
The North West of Sydney has not previously had mass transit, so this line will open a new market for public transport, with the added benefit of faster
travel times. The Epping to Chatswood section is an upgrade of the existing heavy rail line.

Sydney Metro City & Southwest (Chatswood — Sydney CBD — Sydenham — Bankstown)
Sydney Metro City & Southwest adds much needed mass transit capacity with new stations on both sides of the harbour providing additional coverage.
The Sydenham to Bankstown component will provide an upgrade in service frequency and travel times to the Sydney CBD.

Sydney Metro West (Sydney CBD — Bays Precinct — Sydney Olympic Park — Greater Parramatta)
Sydney Metro West will help relieve pressure on the existing heavy rail network and create new public transport/mass transit opportunities. It is
expected to facilitate urban renewal and densification at certain stations and improve travel times to/from Parramatta.

New connections to the Western Sydney Airport from the Western Line and the South West Rail Link
These mass transit lines present the possibility to fundamentally change travel patterns across Western Sydney and transform the Western Parkland
City from both a transport and land use perspective.

Western Sydney Airport to Parramatta
This is planned to provide a direct link to Parramatta and Sydney CBD, providing access to both city centres from the new Western Sydney Airport.

A north-south cross regional line from Macquarie Park to Hurstville via Rhodes and Parramatta
This future mass transit link will provide a new form of access to and from Greater Parramatta/Central River City and increase the catchment that can
access the Central River City. This will help improve 30-minute connections across Sydney and provide a more grid-based public transport network.

Norwest to Parramatta
This future link would provide a new mass transit link from the North West to Parramatta, greatly extending Parramatta’s 30 minute access catchment.

7

Transport for NSW, Greater Sydney Services and Infrastrucure Plan, 2018, page 54

www.gta.com.au
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Conclusion
Despite the national and state ambition of 30-minute
cities, our analysis has shown that Sydney is not a
30-minute city through the lens of public transport with none of the major centres being accessible within
an average travel time of 30 minutes by any public
transport mode. By comparison, the average travel time
to each of the centres by private vehicle (excluding the
Sydney CBD) is less than 30 minutes.

development are expected for Parramatta / Central
River City and the emerging Western Parkland City.
More investment will be required in addition to current
and proposed infrastructure to mitigate travel time
increase due to growing road congestion.

Notwithstanding the NSW Government’s major investment
in public transport, the road network will continue to
be crucial to the movement of people and goods.
Simultaneously, reallocating road space in key corridors
to more efficient modes will also be equally critical —
supporting modes such as light rail, buses and active
transport that will maintain high patronage levels
throughout the day7. Achieving this will protect and
improve upon the amenity that Sydneysiders rely on so
heavily for day-to-day travel.
Proposed metro and rail lines will reduce travel times
by public transport and increase 30-minute catchments
across Greater Sydney. Significant changes and

7

For further information
on GTA's Transport
Planning services:
Please contact Nick,
Associate Director, at:
nick.buchanan@gta.
com.au

NICK
BUCHANAN

INSW, page 131 and 133.

www.gta.com.au
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Moreland Integrated
Transport Strategy
As Australian cities grow to accommodate increasing populations,
local councils are tasked with managing this growth while delivering
liveability, prosperity and social equity.
As a growing number of people join our cities, Australia’s
urban centres are becoming denser. While this trend can
ultimately minimise sprawl, urban densification also creates
challenges around maintaining liveable places for our
communities. A major part of this balancing act is creating
the right housing, but of equal importance is maintaining
adequate education, health and transport systems.
In inner city locations, where space is not readily
available, increasing transport amenity is not always a
viable solution to meet growing demand. This is most

www.gta.com.au

obvious when managing road congestion: it is not
always feasible to build more road capacity and seldom
does this provide a long-term solution to network
performance, particularly if this is at the cost of active
transport and environmental outcomes. Councils are now
seeking to address local congestion on the road network
with an integrated and balanced approach to transport
that establishes a vision for how the community wants
to travel. One municipality in Victoria who followed this
approach is Moreland City Council.
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Introduction
Moreland City Council, in Melbourne’s north, like the
rest of the city, is facing strong population growth. If
Council were to maintain their current approach to
transport planning amidst this growth and evolution,
there would be a risk of eroding the liveability of the
community through worsening congestion, safety, and
amenity. It would also fail to progress action required at
a local level to address climate change impact.
In 2017, Council set a vision for the future whereby
“Moreland will be known for its proud diversity, and for
being a connected, progressive and sustainable city
in which to work, live and play.” Amongst a range of
objectives, the Council Plan committed to delivering on
this vision by “facilitating a demonstrable shift to more
sustainable modes of transport that also targets a longterm reduction in car use.” GTA played a critical role by
developing an integrated transport strategy to deliver
this goal.
The Moreland Integrated Transport Strategy (MITS)
was released in 2019 and sets out Council’s strategic
direction for integrated transport planning for the next
decade and beyond. Though significant consultation
with the community and council, the strategy delivers a
bold and realistic agenda.

Strategy approach
Working in partnership with Moreland City Council, GTA
led a discussion with the community about how they
saw themselves travelling in the future and some of
the key challenges facing the municipality. The issues
impacting transport within Moreland include population
growth, congestion, climate change, health, safety, air
quality and equal access. GTA worked with Moreland
to identify and prioritise these challenges to focus the
Strategy’s purpose and enable the strategic directions
necessary to deliver Council’s transport objectives.
At its core, the strength of the Strategy is its
understanding of these key issues and their causes,
and place at the heart of the document. Similarly,
MITS recognises that Council must address these
issues to maintain the prosperity and well-being of the
community, as well as creating further plans for future
decades which are likely to see additional challenges.
Building upon existing policies and strategic direction;
and referencing Moreland’s future ambitions, GTA led
a process that prioritised evidence-based research to

www.gta.com.au

understand how future transport trends and technology
will impact people, as detailed on Page 3. Public
consultation and collaboration with Council staff was
sought throughout the project, ensuring the advice had
the endorsement of stakeholders and the Council team.
Key components of this process included:
 Background papers that mapped future
transport trends
 Three phases of community consultation and
public engagement
 An interactive process involving community input to
form a draft and final strategy that reflected
 Regular conversations with councillors to discuss
and resolve potential concerns
 Final strategy adoption supported by council staff
Each component of the process provided support and
endorsement for the next, allowing the process to
follow a clear program with checkpoints designed to
ensure its accuracy and strategic path. Working with
community and the Council also established openness
throughout the project and created reassurance around
delivering meaningful outcomes for the public.
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Consultation program

TIME

ENGAGEMENT

OUTPUT

December
2017

ASPIRATIONS FOR TRANSPORT IN MORELAND

350+ RESPONSES

Build community awareness around development of
MITS, flag upcoming opportunities to participate and
understand community’s vision for the future of travel
in Moreland.

Emphasis on reduced car usage

Format:
 Online survey

February to
March 2018

Service frequency and convenience identified as
barriers to public transport uptake
Safety identified as a major deterrent for people
on foot and bicycle
Public transport, walking and cycling cited as a
major component of their future travel choices

IDENTIFICATION OF NEEDS, GAPS & PRIORITIES

1200+ RESPONSES

Deeper understanding of transport needs, gaps and
priorities to inform Draft MITS.

Strong support for a walking/cycling environment.

Format:
 Internal stakeholder workshop
 External stakeholder workshop(s)
 Face-to-face community events
 Focus group
 Online survey
 CrowdSpot online map platform

Walking issues flagged, particularly around the
Sydney Road/Upfield Corridor — severance is a
major issue.
No matter how they travel, people want safe,
frequent, reliable and direct public transport.
The community focussed on the negative effects
caused by driving (congestion, queuing), but not
the causes (driving itself)
Parking polarised the community

July to
October 2018

KEY ISSUES — DRAFT MITS

950+ RESPONSES

Sought feedback on Draft MITS and identification of
key issues, including what would work well and what
would have unintended consequences.

General support for uplift in walking and cycling.

Format:

While other initiatives (car parking changes) had a
balance of views (i.e. mix of support in favour and
against proposed changes).

 Distribution of 40,000 letters
 Online survey
 Community popups in Glenroy, Fawkner and
Brunswick
 External Stakeholder workshop(s)
 Internal Stakeholder workshop
 Hearing of submissions
March 2019

COUNCIL MEETING

Public submissions at Council meeting.

MITS adopted by Council, with changes.

www.gta.com.au
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Originality and
innovation
Part of the process meant understanding the
limitations of previous transport strategies — reasons
for lack of progress, failed implementation or
ambiguity in objectives.
The previous strategy struggled to deliver meaningful
change partly because its recommendations depended
on other entities, primarily State Government. To this
effect, MITS focused on aspects over which Council has
direct control. This enabled the Strategy to recommend
changes, such as re-thinking the amount of space
allocated to cars and parking, and big changes to onstreet parking and new developments. While there is
some focus on advocacy, it is restrained and nuanced,
reflecting the fact that State Government priorities/
infrastructure commitment will change.
MITS does not aim to have all the answers and it
does not bind Council to a set of actions or longterm infrastructure commitments. Rather, it creates
a framework for assessing new developments and
opportunities, so that when they arise, they can be
considered on their own merit in accordance with the
strategic direction.
One headline change is that Moreland City Council
is one of the first non-CBD municipalities to seek to
adopt a car parking policy that does not mandate a
parking minimum for new developments. It is a bold
action within Council’s control that enables the private
sector to innovate while not disadvantaging sustainable
modes of transport. To support this, the Council is
making street space more equitable while ensuring that
parking stays available for those who truly need it.
Alongside changes to parking policy, the strategy
also adopts best-practice that prioritises road space
reallocation to favour walking, cycling and public
transport; while also creating more space for greener
streets. The strategy also includes a user hierarchy
to guide Council in prioritising improvements to
the transport network, advocacy or in assessing
infrastructure proposals. In order, Council prioritises
people who are walking; people who are cycling;
people who are using public transport; and people who
choose to drive.
To facilitate this priority of users, Council has
approved the following transport planning strategies
across the Municipality:

www.gta.com.au

TRANSPORT PLANNING STRATEGIES
1. Make changes to car parking to contribute
to better transport, land use, economic and
community outcomes.
2. Reallocate road space and car parking according
to the road user hierarchy.
3. Protect local streets from the impacts of
increasing vehicle traffic.
4. Prioritise access by walking, cycling and public
transport over car-based travel.
5. Establish high-quality pedestrian routes and
places that are safe, comfortable and accessible.
6. Create a safer space for all users, day and night.
7. Make cycling safe, comfortable and a preferred
mode of travel in Moreland.
8. Advocate for more frequent, reliable and
accessible public transport in Moreland.
9. Encourage zero emissions transport modes.
10. Collaborate with partners to deliver sustainable
transport outcomes, provided they align with the
vision and outcomes for MITS.

“

What we have here is a huge
strategy that focuses on
congestion, it focuses on human
health, it focuses on liveability, it
focuses on safety and it focuses
on the decarbonisation of our
transport sector. This strategy
right here is Victoria, if not
Australian-leading in its approach,
in the direction that it is taking.
— Cr. Dale Martin, Moreland City Council

“

417
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Expected or delivered
benefits and outcomes

Long-term benefits and outcomes are estimated,
with evidence. In the Strategy document, however,
the process has led to more immediate changes in
direction at Moreland City Council, including:

The Moreland Integrated Transport Strategy is a response
to previous strategies for the Council that were strategically
unsuccessful in delivering their aims. This Strategy provides
tangible action plans that enable Council to deliver an
aspired mode share across the Municipality and more
equitable land use that prioritises active travel, sustainable
transport and healthy communities.

 Council is currently in the process of preparing a
planning scheme amendment

Since adoption in March 2019, there has been a shift
in responses from industry members, highlighting the
desire for transport strategies that provide effective
strategy directions to improve mode share beyond private
vehicle use. Architects, urban planning researchers and
developers have praised the Strategy and highlighted the
often-discredited measure of car parking restriction as a
means to repurpose land use in urban areas.

 A cycling and walking infrastructure funding
pipeline is currently subject to consultation
 Council is pursuing multiple developments with zero
or low-parking numbers prior to planning changes
The Implementation Plan, which is part of the Strategy,
outlines actions that will bring MITS to reality and
support the delivery of various initiatives. These actions
seek to overcome the key challenges envisaged for
the municipality over the coming decade, and are
consistent with measures being delivered in other areas
of Melbourne and major cities across the globe.

For further information
on GTA's Transport
Planning Services:
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Source: Scania Van Hool Exqui.City.
Https://www.scania.com/group/en/scania-launches-new-gas-bus-for-bus-systems/

Trackless Trams or Guided
Electric Vehicles?
Guided Electric Transit Systems (GETS) represent a class of public
transport options which would be a new technology for Australia. In
the media, they have been referred to as “trackless trams”, but they
represent much more than that.
Despite the naming issues, trackless trams have
become one of those seductive ideas with a catchy
name that captures the imagination of opinion
makers. To some people trackless trams are a
panacea for a range of urban woes; for others
they are nothing more than elaborate buses.
So, what are they?
"Trackless trams", or guided electric vehicles, are
public transport vehicles that look like articulated
light rail vehicles, but which operate with rubber
tyres and no tracks. Some configurations do not
require driver steering, using no more than painted
markings on the road. While their steering is
generally automatic, a driver controls acceleration,

www.gta.com.au

deceleration and speed and can manually override
the automatic steering when required, for example
to avoid an obstacle. Automatic guidance means
they can steer very accurately, allowing close
tolerances with easy access borading at platforms.
Those searching for alternative vehicle technologies
to light rail in inner and middle urban areas may
consider “trackless trams” or biarticulated electric
and hybrid-powered guided buses. The most recent
alternative vehicle technologies include combinations
of new and emerging technologies, such as:
 Extended high-capacity bi-articulated buses
 Electric buses
 Guided buses
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Bi-articulated buses
The latest iteration of guided bus systems that have
optically-guideways are still in test mode and have
not been widely implemented, except in China.
However, bi-articulated electric buses have multiple
manufacturers in Europe and have been extensively put
into service in European cities with positive feedback
from a range of stakeholders, including:
 Bus customers who like the smooth ride and vehicle
comfort and ease of access through the doors;
 Bus drivers who feel safe in a separate driver’s
compartment with good visibility and security from
the riders, and who benefit from the buses good
operational manoeuvring and comfort; and
 Bus companies that like the lower cost maintenance
and the flexibility of using the vehicles on other
high-demand routes, in addition to be integrated
with a light rail corridor.
One example of a GETS in operation is the Van Hool
bi-articulated bus in Barcelona. User feedback
suggests that this vehicle is well-accepted by
cusomers for the smooth ride quality and onboard
comfort. Operationally, it has the capacity to move as
many passengers as a light rail line when implemented
in a dedicated laneway.
The technology underpinning guidance systems
for trackless trams is developing all the time. In one

incarnation developed by China’s CRRC, the tram’s
wheels are configured like train bogies, meaning that
they can negotiate relatively tight corners without the
wide swept paths of conventional articulated buses,
and also avoid the swaying motion that is characteristic
of these vehicles. The ride can be as smooth as that of
a light rail vehicle, although this is clearly influenced by
the quality of the road surface and the skill of the driver.
Composition and features:
CRRC’s trackless trams look similar to modern light
rail vehicles and have a capacity of about 300 people
in a 3-car configuration and 500 people in a 5-car
configuration. By comparison, the capacity of a 6-car
set on Melbourne’s heavy rail system is 900 people.
A trackless tram service combines the operational
characteristics of bus rapid transit (BRT) – road-based
public transport that operates best in its own right of
way – with the higher passenger capacity of a light
rail service.
It also enables step free DDA access at bus stops/
platforms similar to trams. This supports universal
access and reduces boarding and alighting times.
Similarly, key features of a GETS include on-route
quick charge electric vehicles with intelligent
guidance. It was determined that a GETS is well
suited to inner urban corridors where conventional
light rail is too costly or does not have the dedicated
space for the track with the overhead catenary.

Source: CRRC ZhuZhou Institute, Peter Newman.
Https://theconversation.com/why-trackless-trams-are-ready-to-replace-light-rail-103690
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What is so good about them?
According to the hype, GETS can be deployed using
no more than some bespoke line marking. This would
have obvious benefits for implementation time and
cost savings over an equivalent light rail service. These
features have obvious appeal for those affected by
the disruption associated with construction of light
rail systems over the last couple of years. Imagine
implementing a public transport service with light rail
characteristics that did not require costly underground
services to be relocated.
Wong (2019) cites deployment cost of about US$7-15
million per kilometre, compared to US$20-30 million
per kilometre for light rail systems and US$70-150
million for heavy rail systems. Capital cost for each
vehicle is quoted as US$2.2 million.
Ironically, the significance of trackless trams rests
on the hype that surrounds them as much as on
their operating characteristics and reported low
implementation costs. They present as a modern new
mode, although much of the technology that underpins
them is not new.

“

For Australian cities
where a stigma tends
to attach to buses,
GETS offer most
of the attraction of
light rail without the
associated cost.

”

What impact might they have on urban development
and operations?
Given this type of transit fills a similar operational
niche to light rail vehicles, they may be successful in
attracting patronage from people who do not want to
use buses. Their substantial capacity means that they
could have a measurable impact on travel patterns in
the right circumstances.
Nonetheless, challenges still exist around the
implementation, including the following::
1. Which corridor? Trackless trams could be part of
an integrated transport solution where a light rail
line is considered too costly. In cities without an
established heavy rail service, they can provide
an intermediate capacity public transport solution
along direct linear corridors, linking major activity
centres.
2. Own right of way. These vehicles operate in a
road corridor and so they can encounter the same
congestion and delays as buses and many tram
routes. To achieve the perceived benefits of a
high-quality, high-capacity, high-speed light rail
service, dedicated road space is needed. It is
effectively a variation of Bus Rapit Transit (BRT) with
vehicles that have the look and performance of
conventional trams.
3. Appropriate infrastructure. To achieve the
appearance and benefits of a light rail service,
additional infrastructure such as DDA-compliant
stops with built-in charging capability will need to be
built. Similarly, improvements to road infrastructure
may be required for the optical guidance system
and to ensure the smooth ride that makes this
mode so attractive. This may demand additional
implementation efforts, such as strengthening the
road surface rather than simply painting some lines.

Source: Van Hool Exqui.City TramBus.
Https://www.vanhool.be/en/news/van-hool-to-build-58-trambuses-for-trondheim-norway
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Source: Van Hool Exqui.City CNG Hybrid.
Https://www.vanhool.be/en/public-transport/exquicity-brt/cng-hybrid

Creating a “New Mode”
These vehicles may well be an attractive alternative
mode that in the right circumstances will attract new
passengers to public transport. Given many of the
proposed solutions are electric, they represent a better
alternative for urban environments and a shift towards
green mobility.
They resemble light rail carriages rather than buses
which typically have a poor identity and passenger
experience relative to rail-based public transport.
As our streets are becoming more congested, public
transport should be planned and designed to be a
more attractive alternative to private vehicle use.
However, we need to be realistic about what

"Trackless Trams" represent. They are only an
alternative transport technology that provides a more
attractive option to customers than conventional buses.
From a developer perspective, there may also be a
reluctance in investing too much along a trackless tram
corridor. Besides stop infrastructure and line marking,
there is an element of uncertainty insofar as corridors
could change from one to another. Whereas traditional
LRT with track and overhead infrastructure provides
more certainty to invest in that corridor.
In any respect, their undeniable appeal may be useful
in generating political and popular support where more
prosaic public transport solutions are unable to do so.
We should never underestimate emotional power!

For further information
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Planning Services,
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Human-Centered Parking
Driven Crazy by
Car Parking…
Like it or not, Australia is a car-dominated
society — and a necessity of our car-based
travel is the need for car parking facilities.
For most road-users, the experience of driving is
beset with frustrations relating to congestion and
delays. These frustrations are not limited to the road
network, but also to car parking — caused by the
complex and competing needs of parking users.
Parking frustrations can leave a negative ‘aftertaste’
in a journey experience and can impact people’s
desire and decision to engage with and spend
time in cities, towns and activity centres.

www.gta.com.au

Resolving or mitigating car parking frustration does
not simply reside with a solution of building more
parking. That creates its own problems. When not
done correctly, introducing more and more parking
compromises cities by cannibalising land that could
otherwise be used for alternative purposes that
contribute to a thriving environment and community.
The key is to create better parking and to do so in
a way that actively contributes to the success of
our cities and activity centres as well as the benefit
of communities who engage with these place.
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What Makes a
Great City?
In the book What Makes a Great City, Alexander Garvin
answers the question we one simple word: people.
People make a great city.
Global cities expert Ludo Campbell-Reid echoes
this thought: “Cities are not Machines. Instead they
are living, breathing organisms with human traits…
People are the lifeblood, and distinctive culture and
environment are its DNA and personality.”
The most fundamental element of cities are its people
— and this should be at the forefront when addressing
parking. It follows that in supporting the notion of what
makes a great city, there is a need for an increasing
orientation toward human elements being more
important than parking elements.
For towns and activity centres, wider footpaths, more
cycling infrastructure, pedestrian only spaces, increased
seating / dining areas and reduced car traffic and parking
are taking hold as attributes that will drive visitation.
Figure 1 below shows an example from Edinburgh (UK)
where the provision of parking ranks significantly lower in
importance to shoppers than many human elements of the
centre (and indeed does not feature in the top 5 responses).

Creating a ‘HumanCentred Parking’ System
‘Human-Centred Parking’ is a concept that goes
beyond considering the simple parking requirements
of a vehicle. Rather it considers the vitally important
experience, needs and mindset of a person
interchanging between car journey and destination.
Parking Segments
To create a human-centred parking system, we need to
recognise that parking serves different user segments
which have very different requirements from their
parking experience.

Figure 1: Parking Perceptions

These segments reflect the mindset of drivers when
tackling the parking task. In reality it is often not
considered but is widely varied. For example:
43%

33%

33%

19%

16%

good
selections
of shops

pavements
not wide
enough

more
pedestrian
priority

traffic
congestion

pedestrian
environment
"unsafe"

 A driver entering an airport seeking a parking space
with 15 minutes until their flight boards
 S
 omeone arriving at a hospital to see a family member
 A worker turning up to the office for the day
 A family tackling the shopping at Christmas

In car-dominated Australia, it is naive to presume we can
simply make our city and town centres thrive by decoupling
car parking. We need car parks, but they need to be better.
Creating a ‘Human-Centred Parking’ approach is required to
balance competing user needs, frustrations and still end up
with a great city.

www.gta.com.au

 A couple going out for dinner
While there are only a certain number of ways to
physically design a car parking aisle and space, often
journey needs are different. Further the clarity and
level of information they require will differ as will their
tolerance levels until they reach their ‘frustration point’.
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Car Parking as an Interchange
The beginning of a parking event occurs when a driver
arrives at the boundary of their destination (for example the
general commercial area boundary of a shopping centre).
This component could be called the ‘end of trip journey’.
The end of trip journey has several components, as
illustrated in Figure 2:
 The search and circulation of the vehicle trying to
find a parking space
 The action of entering a parking space, and
 The walking journey from parking space to the
intended final destination.
The end of journey is important, as it can dramatically
influence the impression a driver has of the destination
irrespective of the rest of their experience. If significant
delays and other frustrations occur during the ‘end of
trip journey’, this will impact a drivers’ first (upon arrival)
and last (when leaving) experience of their visit.

Drivers are often willing to compromise on certain
components of the journey to achieve the best overall
outcome. For example, some drivers will opt to park
further away from their destination and happily walk
if they know that they will immediately find space in
that area. The rationale is that this is potentially quicker
than circulating for a closer park and/or less stressful.
On the other hand, some drivers will have different
preferences, preferring to circulate for a longer period
to find a space closer to their destination to minimise
the walking component.
The key to accommodating this range of preferences
is providing reliable information to enable drivers to
make informed decisions as early as possible on the
configuration of their end of trip journey.
Treating car parking as an interchange assists to
visualise the components that make up the parking
task. In an activity centre setting this includes:
 Element 1: Wayfinding information to get drivers
to parking locations (User — Driver)
 Element 2: Wayfinding within the car park to find
a parking space (User — Driver)

Figure 2: End of Trip Journey

 Element 3: Wayfinding to reach the final destination
(User — Pedestrian).

Figure 3: Interchange Elements

“
1

The key to is to provide
reliable information that
enables drivers to make
informed decisions as
early as possible

Element 1

Element 1

Element 2

Element 3

”

It is noted that in some instances specific provisions need to be put in place such as disabled parking where long walking distances cannot be tolerated.
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Designing for Humans
The traditional approach of designing car parks begins
with identifying the required number of spaces and
how to circulate and access parking spaces. In this
scenario, pedestrian networks and links are relegated
to left over space and land, or become virtually nonexistent, creating safety risks and issues as well as less
enjoyable user experiences.
The pedestrian component of a parking or ‘end of trip
journey’ represents the most vulnerable component
and needs to be designed with the same, if not greater,
care to vehicle circulation.
Designing a human-centred parking system must
therefore flip the design process around, and be
prepared to potentially compromise the amount of
parking provided.
Effective car-parking design creates layers, upon which
designs can be constructed and compromises judged.

Figure 4: Flipping the Parking Design Approach

LAYER 1
PEDESTRIANS

LAYER 2
VEHICULAR CIRCULATION

LAYER 3
PARKING SPACE ACCESS

LAYER 4
PARKING QUANTUM

Allocating Parking in a Way That Makes Sense
The allocation of parking within an activity centre is
important to manage the competing needs of users to
the centre. Parking allocations relates to the purpose
and needs of users based on need (e.g. disabled,
families with small children and prams); purpose (e.g.
loading/unloading, pick-up/drop-off); or required
duration (short, medium and long stay).
A key influence in determining the appropriate
allocations of parking is the consideration of walking
distances between parking location and destination.
This is primarily a function of time to be spent at the
destination and any mobility needs.
Minimising drivers' frustrations through the provision of
parking that meets their trip purpose and tolerances is
important to creating an experience which aligns with a
their expectations.
It is therefore important to set allocations (for good
reason), clearly communicate the reasons for such
allocations and ensure people comply with them.

www.gta.com.au
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Creating enforcement where drivers know that there
is high chance of being fined (if not adhering to the
restrictions) also removes the ‘I’m just unlucky’ feeling
when returning to find a fine on the windscreen. Where
there is certainty of the outcome, greater acceptance
exists of the implications for non-compliance.
Achieving such a system is contingent on the clarity
of the message and commitment to the enforcement
task. To achieve this, clarity of the system (signage,
advertising and education), desired outcomes
(compliance and turnover of parking) and noncompliance outcomes (fine value) must be clearly
communicated to all involved.
Technologies continue to enable an ‘enforcement with
certainty’ system to exist without requiring excessive
resource allocations.
Sprawling Urban Form
Many urban centres have been created using a ‘predict
and provide’ parking model resulting in significant
parking facilities on individual sites dispersed across
an activity centre. The result is increased distances
between land uses, increased vehicle conflict with
numerous vehicle crossing points and in some
instances excessive parking.

Enforcement with Certainty
While parking enforcement can be a frustration to
drivers within an activity centre, it is vitally important to
reducing the frustrations of those who adhere to the
defined system.
Enforcement is important to ensure that parking
allocations are adhered to and broader parking
experiences are positive and consistent. Parking
defined for specific users is not done lightly, reflecting
differing tolerances that drivers have (as discussed
above). As such a concept of ‘enforcement with
certainty’ is a good approach to create expectations
which minimise driver frustrations across the board.
Creating enforcement where drivers know that there is
a high chance of being fined for parking for too long in
a space enhances the allocation principles of parking
and keeps spaces turning over and available.

www.gta.com.au

While the ideal scenario is to create consolidated car
parking facilities on the periphery of centres, enabling
a pedestrian focus within the inner core; in many
established centres this is not possible or feasible in the
short term as land-use and ownership is ‘locked’
Dealing with this reality, several key actions can be
considered to ensure a pedestrian and human focus:
 Create effective wayfinding along the route that
identifies destinations, distances and travel time for
pedestrians
 Create an attractive and engaging urban design that
integrates pedestrian movements with land uses
 Create pedestrian crossings and linkages to
minimise walking distances and break down barriers
such as major roads, rail lines and watercourses
 Provide suitable lighting to enable both day and
night use, and
 Create shelter and shade to enable use during all
whether conditions
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Harnessing Technology
Technology has an important role progressing
human-centred parking. The use of dynamic parking
wayfinding systems and mobile apps have the ability
to direct users to available parking spaces quicker than
ever before and with the certainty of parking availability
enabling decisions to be made about whether to
circulate for a more convenient space or compromise
and ‘take’ a space that is immediately available.
In ground PODS provide the ability to increase the
certainty of the enforcement task — both from the
enforcing organisation and user knowledge. Meanwhile
Smart phone payment technology has the ability to
provide greater flexibility to users and also provision of
reminders of an imminent overstay, to enable appropriate
actions to be taken, or at least awareness and choice
regarding the risk of enforcement consequences.

‘Human-Centred Parking’
— an Oxymoron?
At the outset, the term ‘human-centred parking’ could
well be considered an oxymoron.
‘Human-centred parking’ however is not simply a
concept that should be considered, but rather that are a
necessity to ensure that parking facilities do not detract
from creating great places are about people.
To achieve this, a reorientation of the design process
must occur. Creating a new hierarchy of car parking
design with pedestrians first is critical to enable an
understanding of where compromises to a humancentred approach are being made and can be judged.
Creating certainty and understanding of car parking
choices and trade-offs is key to reducing’ frustrations
which too often dominate and impact the parking
experience and journey, and ultimately our liveability.
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