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1. Summary

This submission is provided on behalf of the management of the City of Melbourne. It has not been endorsed by the Council but is based on endorsed Council policy. The submission is based on the City of Melbourne’s recently-endorsed Transport Strategy 2030 and other City of Melbourne policy and practice.
The submission is presented to the Economy and Infrastructure Committee of the Legislative Council, which is conducting an inquiry into the increase in Victoria’s road toll in 2019. In particular, the Committee is to consider and report on the progress of the Towards Zero Road Safety Strategy, the adequacy of driver drug and alcohol testing, speed management and enforcement, road standards and maintenance, driver distraction, driver training, the affordability of vehicles with driver assist technologies, and the collection of road collision data.
The City of Melbourne supports the inquiry into the increase in Victoria’s road toll. Ensuring safe streets and roads in the municipality and across Victoria is a major concern for the City of Melbourne. Reducing road trauma is a key aim of our Transport Strategy 2030. 
Central city streets and roads are different to those in the rest of Victoria. Nearly 90 per cent of all trips within the Hoddle Grid are undertaken on foot. Most people coming into the central city do not arrive by car. As a consequence, the Melbourne local government area (LGA) has the highest concentration of people walking in Victoria. The LGA is also the most popular destination in Victoria for people riding bikes - in the morning peak hours up to 18% of road users are on bikes. This exposes significant numbers of vulnerable road users to collisions with motor vehicles resulting in the highest rate of vehicle-pedestrian collisions in the state. 
The number of people in the municipality each day is expected to increase from about 900,000 today to 1.4 million by 2036. This will increase the exposure of vulnerable road users to motor vehicle trauma.
Data from the Transport Accident Commission shows that there has been no downward trend in the number of bicycle rider fatalities across Victoria over the last 10 years. Bicycle riders saw the largest proportional increase in lives lost in 2019. The City of Melbourne’s Transport Strategy 2030 recognises that more people are choosing to ride and many others would choose to do so if they felt safer on our roads. To reduce the number of fatalities and serious injuries experienced by bicycle riders, protected bicycle lanes need to be installed on higher speed and higher volume traffic routes.

Lower speed limits are a key transport safety improvement which can be implemented quickly and cheaply. For example, speed limits were reduced to 40 km/h in the Hoddle Grid in 2012. In the five-year period following the change, vehicle collisions with pedestrians declined by approximately 37 per cent. The Transport Strategy 2030 outlines the City of Melbourne’s program for reducing speed limits on local roads to improve safety. Speed limits of 40 km/h are planned for areas including North Melbourne, East Melbourne, West Melbourne, Carlton, Parkville, Fishermans Bend, part of South Yarra and the remainder of the central city. The City of Melbourne looks forward to working with the Victorian Government to enable these safer speeds. An application to introduce 40 km/h speed limits in North Melbourne and West Melbourne was submitted recently to the Department of Transport.
The Movement and Place framework, developed by the Department of Transport is a positive tool for improving road safety outcomes. Movement and Place recognises the need to design streets and roads in response to their transport and land use function. It highlights the need to adequately accommodate people walking, riding bikes, using public transport, interacting with adjoining land uses, and using private vehicles. The Movement and Place framework informed the development of the Transport Strategy 2030. The City of Melbourne supports its implementation as the preferred model for designing streets and managing transport and land use integration. Other traditional road performance models (such as SIDRA) may fail to provide sufficient priority to walking, public transport, bike riding, and the needs of adjoining land uses.

Better traffic signal programing is an important part of transitioning to the Movement and Place framework. People walking are sometimes required to wait for prolonged periods for traffic signals to change. In many instances, including streets in the central city, motor traffic is prioritised over walking, despite the fact that at many locations more people move through intersections on foot. In some areas footpaths quickly become overcrowded and people spill onto the street, creating a road safety hazard. Many people cross streets illegally due to these delays.

Driver distraction is a serious concern. In areas of high pedestrian concentration - of which the City of Melbourne has many - driver distraction could lead to tragic outcomes. However, issues of distraction apply differently to different types of road users. For instance, people walking do not pose a danger when they become ‘distracted’. Research from Monash University found that people using their phones are less likely to cross against the pedestrian signal. Road danger is posed by motor vehicles operating in the transport system. Street and road design needs to deliver forgiving infrastructure which protects vulnerable users and encourages safer behaviour from the modes most likely to cause harm.

Access and frequency of updates to road collision data needs to be reviewed to allow road authorities to respond quickly to potential hazards within the transport system. The current system of twice-yearly updates to the data is not frequent enough. This reduces its usefulness and potentially puts safety at risk. A review should also consider the user-friendliness of collision data delivery and whether there are opportunities to include information collected by emergency services and public transport operators, consistent with international best practice.
The City of Melbourne has recently completed an analysis of crashes in the municipality. This analysis has informed this submission. The analysis is provided as Attachment 1. 
1.1 Recommendations

A. That the inquiry supports the approach of the City of Melbourne to work with the Victorian Government and the Department of Transport to implement speed policies as outlined in the Transport Strategy 2030. A Partnership Agreement or a Memorandum of Understanding between local government and the Department of Transport could provide an opportunity to streamline the process of improving safety through reducing speed limits.
B. That the Inquiry notes the safety benefits of physically separated bicycle lanes and support the initiative of the Transport Strategy 2030 to create safer streets for bicycle riders by building a network of 90 km of physically protected bike lanes in the municipality. Of these, 50 km would be on local roads and 40 km on Victorian Government roads. The City of Melbourne will work with the Victorian Government to deliver this network to encourage safer bike riding in Melbourne.
C. That traffic signal technology is used to provide much greater priority for people walking, riding bikes, and using public transport, especially in busy areas such as the central city. These groups make up the majority of trips in the central city and road authorities should examine how improving signal operation can deliver better safety outcomes and reduce delays.

D. That the Movement and Place framework, which informed the development of the Transport Strategy 2030, be the preferred model for designing streets, programming signals and managing transport and land use integration.
E. That investigations into the benefits of new vehicle technology to improve road safety should continue alongside the use of proven, fundamental road safety approaches such as better street design, reduced speed limits, and the creation of more car-free areas.

F. That road collision data access, quality, and user experience should be reviewed ,in line with international best practice, to allow the dataset to be used more effectively. The review should look at providing increased frequency of updates to collision data to allow road authorities to respond quickly to potential hazards. Including additional data sources, such as data collected by emergency services and public transport operators, should be investigated.
2. Introduction

The City of Melbourne welcomes this Inquiry into road safety in Victoria. By 2036, the number of people moving around our municipality each day will increase from around 900,000 today to 1.4 million. To remain globally competitive, economically prosperous, and maintain a reputation as a great city to do business, live and work, Melbourne needs streets and public spaces which are safe, comfortable, and which move people efficiently.
As the pressure of population growth continues to increase, our streets and transport infrastructure need to adapt to accommodate changes in the way people are moving around. More people are walking, riding bikes, and catching public transport. The share of car trips to the city for work has decreased by 25 per cent since 2001. The number of vehicles entering the Hoddle Grid - the thriving heart of the city - has reduced by 14 per cent since 2014. Meanwhile journeys to work by public transport have increased from 45 per cent of all trips in 2001 to 54 per cent in 2016. These changes in the way people travel to the city has supported a significant increase in jobs and activity. Daily visitation has risen from 834,000 in 2012 to 950,000 today.
The municipality has the highest rate of vehicle-people collisions in Victoria. With a growing number of vulnerable road users on our streets each day, the risk of harm from motor vehicles is also increasing. An integrated response, including regulatory reform, new technology, improved enforcement, and engineering solutions, is required.
Nearly all Victorians need to interact with the transport system on a daily basis and they should be able to do so with the expectation that they will be able to return safely to their families and friends upon the completion of their activities. It is vital that the transport system cater safely and comfortably for trips made on foot, bicycle, public transport, and by motor vehicle where necessary. 
3. Background

3.1 Parliamentary Inquiry

On 5 June 2019, the Legislative Council agreed that the Economy and Infrastructure Committee would conduct an inquiry into the 2019 increase in Victoria’s road toll. In particular, the Committee is required to consider and report on the following:
A. Current Victorian Towards Zero Road Safety Strategy 2016-2020 and progress towards its aim of a 20 per cent reduction in fatalities with 200 or less lives lost annually by 2020.

B. Adequacy and scope of the current driver drug and alcohol testing regime. 

C. Adequacy of current speed enforcement measures and speed management policies.

D. Adequacy of current response to smart phone use, including the use of technology to reduce the impact of smart phone use on driver distraction.

E. Measures to improve the affordability of newer vehicles incorporating driver assist technologies.

F. Adequacy of current road standards and the road asset maintenance regime.

G. Adequacy of driver training programs and related funding structures such as the L2P program.

H. Adequacy and accuracy of road collision data collection.

A response to the Terms of Reference is provided at section 6 of this submission.
3.1 Transport Strategy 2030
On 15 October 2019, the City of Melbourne adopted the Transport Strategy 2030  which – among other things - aims to reduce by half the number of people killed or seriously injured on our streets by 2030 and to eliminate road death and serious injury entirely by 2040. 
On average approximately 46 pedestrians are seriously injured and one dies each year on streets in the municipality. In recent years, motor vehicles have been used multiple times with the deliberate intent to harm people walking on footpaths. 

Over many years safety improvements have been implemented in the municipality. For example, since the 40 km/h speed limit was introduced throughout the Hoddle Grid in 2012, slower vehicle speeds have meant 170 people have avoided suffering serious injury. More will need to be done to further reduce the risk of motor vehicles causing harm to people.
The Strategy proposes a number of initiatives to improve our transport environment including the reallocation of street space to make walking safer and more comfortable, and to make every street safer for cycling to allow more people to choose cycling as an everyday mode of transport.

Extensive consultation was conducted for the Transport Strategy 2030 with a substantial volume of public responses and strong support for the initiatives proposed. Engagement on the strategy reached more than 700,000 people on social media, and more than 60 per cent of respondents to the draft strategy provided direct support of the strategy’s directions. There is clear public backing for a paradigm shift within the transport sector towards a more people-focused system which is safe and comfortable for all users.
3.2 Melbourne’s central city is different to the rest of Victoria

Most trips to and within the central city are not undertaken by car. Walking, cycling, and public transport do the heavy lifting. More than 900,000 people – residents, workers and visitors – move into and within the municipality every day, with this estimated to grow to approximately 1.4 million by 2036. This makes our municipality unique and our transport challenges complex. Road safety initiatives that may be appropriate in outer suburban and regional areas, such as the installation of roadside and median barriers, are unlikely to be appropriate in the central city. Instead, safety should be enhanced through innovative urban street design that is intuitive, attractive, and safe to use.

Walking is critical to the success of the central city economy. Eighty-nine per cent of all trips which start and finish within the Hoddle Grid are made on foot. As a result, footpath congestion is a serious safety concern. Especially around railway stations, crowds of people build up on footpaths and at intersections. These areas can feel uncomfortable and people often spill onto the road into the path of vehicles. To remedy this, the City of Melbourne is working to widen congested footpaths and with the Department of Transport to reduce traffic signal cycle times to reduce pedestrian crowding and delays.

The Transport Strategy 2030 outlines the need for bikes to play a more significant role in the transport network. Riding bikes is cheap, quick, emissions-free, poses little road safety threat, improves health, promotes local business and can help avoid the need for expensive infrastructure such as widening roads or purchasing new trams. Our research has identified that a significant latent demand in cycling could be released by the development of a physically protected and connected bicycle network. People feel unsafe riding on the road without protection from motor traffic. We have seen more people choose to cycle where protected lanes have been installed. Collision data shows that the number of bike crashes within the Melbourne LGA has been declining since 2015, as bicycle safety initiatives have rolled out. The decline in overall crashes has occurred alongside an increase in the overall number of people choosing to cycle. International analysis has shown that streets with protected bike lanes can be safer for all users, not just those riding bikes. To continue the decline in collisions, it is necessary to continue the rollout of protected lanes. The Transport Strategy 2030 notes that other measures should be implemented (such as minimum passing distance laws) to improve safety where protected lanes cannot be installed.
Public transport plays a large role in providing access to the central city with transport interchanges attracting the highest concentrations of people in the municipality. Public transport patronage is increasing and this is expected to continue. We have already seen overcrowding on the footpaths surrounding major interchanges such as at Flinders Street and Southern Cross stations. Also, tram platforms struggle to cope with the number of people using the network. Trams and buses are also forced to contend with vehicular traffic which can result in serious injury to passengers when collisions occur. It is vital that passenger provisions and public transport vehicle separation are improved to enhance comfort and safety. Notably, data on injuries suffered inside public transport vehicles resulting from collisions with vehicles are not recorded in the CrashStats database.

Motor vehicles pose much of the danger within the transport system. Many roads and streets allow driving at high speeds with implications for the safety and comfort of people walking, riding bicycles and using public transport. There is a clear reduction in pedestrian fatality risk when struck by a slower vehicle. When vehicle speeds exceed 30 km/h, the risk of a pedestrian fatality in a collision increases dramatically (see Figure 2). The Transport Strategy 2030 aims to reduce speed limits to 40 km/h on local streets throughout the municipality, to further reduce speeds in the central city in high pedestrian areas and to remove unnecessary vehicle trips to and within the central city where possible. Calming motor traffic is one of the most effective ways to improve safety for all road users.

3.3 Crashes in Melbourne LGA
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Figure 1: Number of crashes per year in the Melbourne LGA. Note: The first half of 2019 data has been doubled as a means of extrapolation to represent crashes in 2019.

Source: Trafficworks 2020 (see Appendix)

Since 2015 there has been a clear decline in both the overall number of crashes in the Melbourne LGA and the rate of crashes per person in the central city. This has occurred alongside the continuing rollout of safety initiatives including speed limit reductions, speed mitigation infrastructure (including traffic calming) footpath extensions, protected bicycle lane installations, tram stop upgrades, adjustments to signal timing, and the further rollout of ‘leading intervals’ (sometimes called head starts) at traffic signals for people walking and riding bikes.


In order to continue to reduce the number of crashes as population continues to grow, it is vital that the City of Melbourne continues its rollout of measures to make people safer when they walk, cycle, use public transport, or drive. This includes using street space more efficiently by increasing space for people walking and riding bicycles, assisting the Victorian Government and public transport operators to continue safety and accessibility upgrades for the train, tram, and bus networks and reducing speed limits.
4. Response to the Terms of Reference
4.1 Current Victorian Towards Zero Road Safety Strategy 2016-2020 and progress towards its aim of a 20 per cent reduction in fatalities with 200 or less lives lost annually by 2020.


The City of Melbourne supports the Victorian Government’s Towards Zero 2016-2020 Road Safety Strategy and Action Plan. Many elements are consistent with our Transport Strategy, particularly ‘making local roads and busy places safer’, ‘safer speeds on local streets’ and ‘safer roads for cyclists and pedestrians’. We support full implementation and funding of this strategy and will continue to work with the Victorian Government to deliver the Strategy in the municipality.
At the end of 2019 the number of lives lost on Victoria’s roads was 267. This is an increase of 25.4 per cent on 2018. This increase in fatalities occurred across both metropolitan Melbourne and rural Victoria, each recording 118 and 149 deaths respectively. Further, the increase in fatalities was recorded across all groups including bicycle (up 57 per cent), passenger (up 38 per cent), pedestrian (up 32 per cent), driver (up 19 per cent), and motorcycle (up 16 per cent).
Examining the downward trend in fatalities from the commencement of the Towards Zero Road Safety Strategy, with 290 lives lost in 2016 decreasing to 259 in 2017 and to 213 in 2018, it appeared that the target for fewer than 200 road deaths by 2020 was achievable and that the initiatives of the campaign were successful. However, the increase in the number of lives lost in 2019 shows that the target is unlikely to be achieved by 2020.
It is difficult to determine how the Towards Zero Road Safety Strategy failed to achieve its goal for fewer than 200 road deaths by 2020. It does not appear that the plan for a mid-strategy review in 2018 took place or it was not made available to the public. Without a review it was difficult to identify potential improvements to the strategy and/or its implementation which may have informed decision-making prior to the increase in road fatalities in 2019.
In 2019, bicycle riders experienced the highest proportional increase in fatalities across the state. From 2008, there is no observable downward trend in bicycle rider fatalities across Victoria, whereas there does appear to be a downward trend for driver and pedestrian fatalities. Improving safety for people riding bikes is vital for the City of Melbourne and other nearby councils. Most bicycle journeys to the Melbourne LGA start in other municipalities. All inner Melbourne municipalities have a commitment to increasing bicycle use and working together to improve the safety and quality of bicycle networks. The Transport Strategy 2030 and the Victorian Cycling Strategy 2018-28 outline how the Victorian Government can contribute to constructing protected bicycle lanes on key routes. We would welcome more Victorian Government investment to improve the bike riding environment.
As the Towards Zero Road Safety Strategy is reviewed, it is vital that due consideration is given to the funding and targeting of initiatives to improve the safety of all road users. This should include sufficient justification and opportunity for consultation as initiatives are proposed, and a greater level of transparency and accountability as programs are rolled out.
4.2 Adequacy and scope of the current driver drug and alcohol testing regime.


The driver drug and alcohol testing regime is not an area of City of Melbourne expertise.
4.3 Adequacy of current speed enforcement measures and speed management policies.


The City of Melbourne’s Transport Strategy 2030 includes the initiative to reduce speed limits on local streets to 40 km/h within the municipality and to work with the Victorian Government to pilot speeds lower than 40 km/h in pedestrian-priority areas, such as on Melbourne’s ‘little’ streets. Vehicle speed is the key determinant of the likelihood of death or serious injury in collisions with other road users.

As vehicle speed increases above 30 km/h, there is an exponentially higher risk of serious pedestrian injury or death resulting from a collision with a vehicle (see Figure 2). Lower speed limits also reduce the likelihood of crashes occurring by reducing the vehicle stopping distance, giving all road users more time to identify and react to hazards and reducing the likelihood of people losing control of their vehicles.
Our approach to reducing speed limits has proven successful in reducing the number and severity of crashes. This is despite substantial growth in the daily population. In 2012 speed limits were reduced to 40 km/h in the central city. The five-year period following the change saw vehicle collisions with pedestrians decline by approximately 37 per cent compared with the five years before. This means 170 people have avoided serious, lifelong, debilitating injury. A further reduction in speed limits will improve road safety for all and increase amenity for the community. Speed limits currently vary substantially across the municipality and compared with neighbouring areas. Providing consistent speed limits will ensure safer streets and more intuitive driving conditions.
Figure 2
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Figure 2: Relationship between risk of pedestrian fatality and vehicle impact speed. Source: Transport Strategy 2030
The Towards Zero Road Safety Strategy supports ‘safer speeds on local streets’ and identifies the importance of partnering with local government to enable speed reductions and other traffic calming measures. Reducing speed limits is one of the quickest and cheapest tools available to lower vehicle speeds. These initiatives are strongly supported by the City of Melbourne.
The Transport Strategy 2030 outlines the City of Melbourne’s program for reducing speed limits on local roads to improve safety. Speed limits of 40 km/h are planned for areas including North Melbourne, East Melbourne, West Melbourne, Carlton, Parkville, Fishermans Bend, part of South Yarra and the remainder of the central city. The City of Melbourne looks forward to working with the Victorian Government to enable these safer speeds. This could start with North Melbourne and West Melbourne for which an application for 40 km/h speed limits was recently submitted.
The City of Melbourne is responsible for 68 per cent of the road network in the municipality. We need to work with the Victorian Government and the Department of Transport to efficiently manage these streets. Partnership Agreements or Memorandums of Understanding between local government and the Department of Transport should be considered to streamline the process for implementing safer speed limits.
Our initiatives to reduce speed limits and other safety improvements are based on significant community engagement. There is strong community support for safer and more comfortable pedestrian and bicycle conditions. This was especially apparent during the development of the City of Melbourne’s Transport Strategy 2030 which was the largest single engagement process conducted by the organisation. The City of Melbourne also undertook comprehensive community engagement through the West Melbourne Structure Plan, which strongly supported road safety initiatives and lower motor vehicle speeds. 
4.4 Adequacy of current response to smart phone use, including the use of technology to reduce the impact of smart phone use on driver distraction.


The City of Melbourne is supportive of initiatives which aim to reduce the potential for driver distraction, especially for the danger this poses to vulnerable road users in busy city and town environments. For instance, the New South Wales Government has begun to rollout mobile phone detection cameras both at fixed sites and with portable trailers. However, enforcement alone is not likely to be sufficient to protect road users from distracted drivers.
As the Towards Zero Road Safety Strategy notes, people make mistakes and the transport system should be designed to limit the potential for death and serious injury when these mistakes occur. This is primarily achieved through the design of streets and roads and not simply through education and enforcement programs.
Issues of distraction apply differently to different types of road users. ‘Distraction’ is mostly an issue for people driving cars. People walking do not pose a danger when they become ‘distracted’. Distraction of people walking existed before smartphones and is unlikely to result in serious injury or death, if the danger posed by motor vehicles can be negated. Research from Monash University found that people using their phones are less likely to cross against the pedestrian signal. People walking engage in spontaneous activities whether economic, social, or recreational. This is the activity which makes the central city an attractive and successful place. It is vital that these unintended interactions are cultivated and protected through a forgiving and non-lethal street and road environment.
4.5 Measures to improve the affordability of newer vehicles incorporating driver assist technologies.


The City of Melbourne’s Transport Strategy 2030 supports the use of vehicle technology to protect vulnerable road users and notes that the greatest potential benefit of motor vehicle automation is a reduction in road trauma. Features such as automatic braking are already available in some new vehicles. As vehicle technology develops, investigations could be undertaken into how road safety benefits can be delivered in more complex urban environments where many people walk or cycle near vehicle traffic. 
However, the Transport Strategy notes that legal protections for vulnerable road users from the risks of motor vehicles and autonomous technology must be enhanced to ensure that road safety is foremost in the development of automated vehicles. The default position should be that the autonomous driving system will be liable for injury and damage where people walking or cycling are involved. This will provide a clear incentive for manufacturers to develop technology that is safe to operate in urban environments.
There may come a time in the development of autonomous technology where drivers will believe that their car is in control but the autonomous system may not yet be capable of handling all road conditions. In this scenario, complacent drivers may become distracted as a consequence of the autonomous technology and may not react in time to circumstances where the vehicle is unable to respond automatically. Governments and transport departments must prepare for this eventuality and consider the measures that may be taken to protect all road users.
4.6 Adequacy of current road standards and the road asset maintenance regime.


As referenced at section 5.4, the design of streets and roads is one of the most important factors in determining the level of safety and road user behaviour. The standards and maintenance policies of transport departments and agencies are important in delivering a substantial reduction in road deaths and serious injury. In developing these standards for busy central city areas, the safety, needs, and comfort of road users, especially vulnerable users, need to be prioritised.
The Department of Transport has recognised the need for this prioritisation through the development of the Movement and Place Framework. The new framework aims to design streets and roads as more than just movement corridors for motor vehicles and has established a road classification hierarchy that considers both the movement (transport) and place (land use) function.
Designing streets using the Movement and Place Framework is especially important for people walking and riding bicycles. People walking in central city areas need wide footpaths, many crossing opportunities, priority over side streets, and reduced delay at traffic signals. Movement and Place also highlights the infrastructure needed to allow more people to ride bicycles more often. Our research shows that many people would choose to cycle if protected bicycle lanes were provided.

Movement and Place is an ideal framework for developing street designs. Other traditional road performance models (such as SIDRA) may fail to provide sufficient priority to walking, public transport, bike riding and the needs of adjoining land uses. Primarily focusing on the vehicle function of roads and streets is likely to encourage the use of motor vehicles over movement by foot, bicycle, and public transport. This is likely to make roads and streets more congested and less safe.
4.7 Adequacy of driver training programs and related funding structures such as the L2P program.


Driver training programmes and funding structures are not an area of City of Melbourne expertise.
4.8 Adequacy and accuracy of road collision data collection.


The current road collision data regime could be improved to facilitate better decision-making and safety outcomes. More frequent updates to collision data is necessary to allow road authorities to respond quickly to hazards within the transport system. Currently collision data is updated only every six months which means that its usefulness is reduced. There is also an opportunity to improve the user friendliness of collision data. 
There is also an opportunity to consider the incorporation of other transport data, such as incidents that occur on the public transport system, public reports, information that may be collected by Victoria Police, public transport operators and other emergency services. Improving access (including open access), quality, coverage, and user friendliness of the collision data system may create an invaluable tool in reducing the number of serious incidents on our roads. Victoria’s collision data system should be reviewed in line with international best practice.
5. Appendix - Crash Analysis Report - Trafficworks
Report is published on the City of Melbourne Website alongside this document.
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