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1.1 Introduction

1.2 General

Cardno Victoria Pty Ltd (Cardno) has been commissioned by Banyule City Council to aid in the review and
development of a new bicycle strategy. The strategy will build on the achievements of the Banyule Bicycle
Strategy 2010-2020 and will support cycling for recreation or transport becoming a viable and safe mode
choice for everyone.

This draft strategy report provides a suite of recommendations to assist Banyule City Council to improve the
quality of the bicycle network within the municipal boundary, increase connectivity to the surrounding network,
and encourage cycling participation. These recommendations have been informed by a comprehensive
assessment of the existing bicycle network within the City of Banyule. This assessment comprised the
following:

A detailed site inspection;

Community engagement including consultation with key stakeholders such as Department of Transport
(DoT), Council, the Banyule Bicycle User Group and other local stakeholders;

An assessment of existing facilities including traffic counts;
Collation of Principal Bicycle Network (PBN) and Strategic Cycling Corridor (SCC) databases; and

A literature review of existing background documentation including plans relevant to surrounding
municipalities and greater Melbourne.

This draft report and recommendations are presented to Council and community for review and comment.
Input gained through this process will be reflected in the development of the final Banyule Bicycle Strategy
2020 and strategic action plan.

1.3  Background

The Banyule local government area is located approximately 7km to 21km northeast of central Melbourne.
Figure 1-1, shows the municipality in the context of surrounding councils. The Yarra River runs along the south-
eastern boundary and Darebin Creek runs along the western boundary. Three Major Activity Centres (MACs)
are located within this area, being Heidelberg, Ivanhoe and Greensborough. The La Trobe National
Employment and Innovation Cluster (NEIC) is situated to the immediate west of the Banyule boundary, with
the Metropolitan Ring Road and Greensborough Bypass located to the north. Banyule is primarily a residential
area with a varying topography, including expansive areas of open space particularly along the Yarra and
Plenty River valleys. Other key land uses include industrial uses, education institutions, health and leisure
facilities.
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Figure 1-1 Banyule Local Government Area
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Based on the 2016 Australian Bureau of Statistics (ABS) census data, the population of Banyule is increasing
at a 0.6% growth rate per annum with a median age of 39 years, higher than the median for both Victoria and
Australia. Banyule is identified as having an ageing population which is forecast to continue over the next 30
years, resulting in an increase in the demand of health and aged care services.

In order to minimise the associated cost impact to all levels of government and maintain community wellbeing,
it is vital to provide a high level of access to public open space for low-impact recreation as well as good quality
active mode infrastructure which decreases reliance on private vehicle transportation. At present car
dependency identified as being high in Banyule, coupled with a lack of provision and connectivity of cycling
infrastructure. A number of major projects of state significance are planned or occurring within the municipality,
providing both an obstacle and an opportunity with respect to the cycling network.

Improving cycling infrastructure is beneficial from a public health perspective, with additional environmental
sustainability benefits associated with reduced private vehicle usage. Banyule City Council is committed to
environmental sustainability having declared a climate emergency in 2019 and adopted an ambitious target of
carbon neutrality by 2028.

1.4  Purpose of the Banyule Bicycle Strategy

The development of the Banyule Bicycle Strategy (BBS) will significantly contribute towards creating a safe,
convenient and accessible network of cycling infrastructure for all ages and abilities. Consideration is to be
given to linkages with other transport modes and key destinations, while complementing Banyule’s natural
environment, community character and the community’s overall standard of living.

As an overview, the purpose of the BBS is to identify a set of objectives and key strategies to provide a
framework for achieving this vision. This strategy seeks to do this by:

> Establishing a framework for investment that follows a regional and corridor-based approach;
> Prioritise a series of key actions to improve the provision of key cyclist infrastructure within Banyule;

> Encouraging investment in advocacy, education and building a strong cycling culture within different
groups;

> Providing measurable benchmarking tools for goalsetting and measuring cycling trends;
> Considering constraints to cycling within Banyule including topography, scale and demand; and

> Advocate for inclusion of cycling infrastructure in all state government projects within the municipality.
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2 Strategy Background

2.1 Existing Conditions

To inform the development of proposed recommendations to improve Banyule’s Bicycle network and increase
uptake within the region, Cardno has prepared a background report that investigated the existing conditions
of bicycle infrastructure and community sentiment towards cycling within Banyule.

Specifically, the Background Report comprised the following elements:
Literature review;
Demographic data and cycling statistics;
Site inspection;
Consultation;
Crash statistics and cyclist count data collection; and
Assessment of existing infrastructure.
These elements are outlined briefly within the following sections. For greater detail please refer to the
Background Report dated 1 June 2020 attached within Appendix A.
211 Literature Review
A number of background documents and studies were reviewed in developing this BBS, including:
Banyule Council Plan 2017-2021;
Banyule Integrated Transport Plan (BITP) 2015-2035;
Banyule Bicycle Strategy 2010-2020;
Banyule Bicycle Route Review 2018 (draft);
Banyule Safe Travel Plan 2016 — 2026;
Neighbouring Council Bicycle and Transport Strategies;
Strategic Cycling Corridors — Overview Document for Councils 2019;
Bicycle Facilities at Banyule Rail Stations — Report 2019;
Victorian Bicycle Strategy 2018-2028;
Movement & Place (M&P) Framework 2019; and
Northern Regional Trails Strategy 2016.

212 Demographic Data and Cycling Statistics

Demographic data collected in the 2011 and 2016 Census including age and employment distribution were
compared against travel to work data throughout Banyule. In summary the following was observed:

The median age of Banyule residents is 39 years old, with a greater proportion of older residents compared
to Greater Melbourne — highlighting a need for Disability Discrimination Act (DDA) compliance, public and
active transport infrastructure;

71% of working residents commute outside Banyule whilst 36% live and work within Banyule;
Mode choice is generally outlined in Figure 2-1, outlining a high proportion of vehicle and train travel;

Of those that cycled to work (1%), 85% of those surveyed were male and the majority of cyclists (58%)
were between ages 30-49 years; and

Average trip distance for cyclists within Banyule is 8km and for a duration of 36 minutes, it is noted that the
CBD is located approximately 7km/h southwest of the southern border of Banyule.
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Figure 2-1 Method of Travel to Work
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213 Site Inspection
To build on the understanding of the cycling network and environment within Banyule, particularly from a
cyclists’ perspective, Cardno representatives undertook an extended site inspection on 23 January 2020.
During the site inspection, the following was generally observed:

Within town centres there are limited facilities provided for cyclists.

The topography of Banyule is generally defined by hills which combined with its distance from the CBD
makes commuting regularly to and from the city from Banyule challenging for cyclists;

Train Station car parking appeared to be exceeding capacity (i.e. cars parked on kerb), whilst bike parking
at stations is inadequate;

Bicycle infrastructure leading to and at railway stations is generally limited;

While bicycle paths are provided in certain areas, they are not necessarily connected and often abruptly
terminate;

Off-road shared paths typically do not connect seamlessly to on-road facilities creating a number of missing
links; and

Wayfinding generally was lacking and did not sign connections sufficiently.

214 Crash Statistics and Cyclist Count Data Collection

In the five years between 2014 and 2018, out of a total of 977 crashes reported, 98 crashes (approx. 10%)
involved cyclists.

A majority of the crashes occurred on a weekday (approximately 83% of cyclist related crashes);
91% of bicycle crashes involved a collision with a vehicle;

Of the total cyclist associated crashes, no fatal crashes were reported and were only deemed serious and
minor, at a proportion of 27% and 73% respectively;

Crashes are generally dispersed throughout Banyule, with particularly high-risk areas located within and
between the southern border of council area and the Heidelberg town centre;

Around one-third of cyclist crashes reported that a party involved was under the influence of alcohol
highlighting a need for safer bicycle infrastructure and increased education around driving under the
influence;

Approximately 56% of the recorded cyclist crashes occurred at intersections and 44% at non-intersection
locations; and

Only 1% of crashes were reported at off-road locations. As noted previously, as crash stats data relies on
reported incidents, these are often not presented at off-road facilities.
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215 Assessment of Existing Infrastructure

2.1.51 Existing Network

Key public realm infrastructure for cycling typically includes on-road and off-road paths, bicycle parking and
wayfinding signage. Broadly speaking, Banyule has good provision of off-road paths for cycling, however there
is a lack of on-road facilities and connections to these off-road paths.

When cycling in Banyule, it is considered that wayfinding signage is sporadic. Whilst there are good examples
of wayfinding signage, there are also key locations where more could be done to direct cyclists to connecting
cycle routes. Furthermore, there are examples where wayfinding signage suggests routes which are
discontinuous, or where an alternative route may be more appropriate.

Banyule’s cycling network consists of a combination of Principal Bicycle Network (PBN), Strategic Cycling
Corridor (SCC), Local Bicycle Network (LBN) links and off-road trails as shown in Figure 2-2.

Principal Bicycle Network (PBN) — The PBN is a network of existing and proposed bicycle routes that provide
access to key destinations in the Melbourne metropolitan area. The PBN is generally aligned along the arterial
road network and major collector roads within Banyule, focused on connecting ‘anchor’ destinations such as
Central Activity Districts. The quality of paths along the PBN varies greatly with some areas yet to be sufficiently
developed to facilitate the proposed function.

Strategic Cycling Corridors (SCC) - The SCC network was first developed in 2015 by VicRoads. The network
seeks to provide a safe alternative transport mode which will result in a lower-stress transport experience
compared to other modes of transport. SCC are destination focus and priorities the safety of the rider, followed
by the directness of the route. SCC are a subset of the PBN and are the most important routes for people
cycling for transport as they link up important destinations (Victorian Cycling Strategy 2018-28).

Combining the existing and proposed PBNs and SCCs, Figure 2-2 outlines the combined existing and
proposed cycling routes throughout the network. Although there are many routes proposed across the network,
many are still to be implemented leaving significant gaps throughout the network, including within the proximity
of major activity centres. This map provides a picture of the difficulties confronting cyclists within the
municipality, with direct routes generally not supported throughout. It is noted that although these maps were
last dated in 2016, based on observations during site inspection, this figure continues to provide an accurate
representation of the existing network.
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Figure 2-2 Existing and Proposed Strategic Cycling Corridor & Public Bicycle Network
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2.1.5.2 Topography

Banyule is described as having an undulating topography, with the elevations typically higher in the north than
in the south. From a cyclist’s perspective, the undulating terrain is more notable in the eastern and northern
portions of the municipality surrounding Greensborough and Montmorency where gradients in excess of 5%
are common.

In combination with typically lengthy commuting distances required from Banyule residential areas to key
employment centres (i.e. CBD, La Trobe University) the surrounding topography is considered to create a
significant barrier for daily commuting trips.

2.1.5.3  Major Activity Centres (MACs)

The absence of on-road paths is notable towards and through the centre of Banyule’s MACs, at lvanhoe,
Heidelberg and Greensborough. Generally, cycling related infrastructure within activity centres include bicycle
parking hoops, wayfinding signage, warning signage and bike lanes, either dedicated or shared, is lacking

In terms of railway station bicycle parking, ‘Parkiteer’ secure bicycle parking has been provided at
Greensborough, Heidelberg, Rosanna, and Watsonia Railway Stations. It is understood that all other stations
in Banyule are provided with bicycle hoops at a minimum, albeit limited in some cases. Upon inspection, it
appears that existing bike parking at stations has room to accommodate further demand, with the exception
of lvanhoe Station.
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2.2  Consultation

The Banyule Bicycle Strategy has been developed to guide Banyule becoming a municipality that:

¢ Enhances the natural environment and liveability of our places by supporting cycling as a key form of
zero-emission transport.

¢ Implements a network of safe, convenient and accessible cycling routes with linkages to other
transport modes and key destinations.

o Embraces the health, social, economic and environmental benéefits of cycling.

¢ Encourages and promotes a cycling culture for all ages and abilities.

The development of Banyule Bicycle Strategy has included three key phases of consultation — two
supporting the exploration of issues and opportunities for cycling within the municipality and one seeking
feedback after the release of the draft strategy. These are outlined below.

221 Phase One - Initial consultation: Banyule Bicycle Route Review

In May 2018, Banyule City Council commenced preparatory work to inform the development of a new
municipal bicycle strategy. This early work included a review of the existing Banyule Local Bicycle Network
(LBN) involving an audit of the routes for completeness, usability and safety. It also included updated GIS
mapping of all routes.

Council also conducted a preliminary community consultation via the engagement website, Shaping
Banyule, promoted in the Banyule Banner and by the distribution of postcards. The consultation sought
feedback on cycling journeys within Banyule and asked:

o  What makes them special?
¢ What would make a positive difference to your ability to undertake these journeys?

222 Phase Two — Stakeholder Workshop and BikeSpot 2020

Work on the development of the draft strategy commenced in November 2019 and on Wednesday 5
February 2020 a stakeholder workshop was held at Council. The workshop was organized and jointly hosted
by the transport consultants, Cardno and Banyule City Council, with 30 participants, including members of
the Banyule Bicycle User Group (BUG), Department of Transport, Bicycle Network, Banyule Councillors,
representatives of Council service units (Open Space Planning, Transport Engineering, Community
Programs, Assets and City Services), members of the community and representatives of neighbouring
Councils. For stakeholders that could not attend, feedback was also received via e-mail and telephone
contact. ,

Comments were sought on the positive and negative aspects of the existing bicycle network within Banyule as
well as any opportunities that these groups see for improvement throughout the municipality. Some of the key
themes identified from the consultation are highlighted below:

There is a strong demand for additional bicycle parking infrastructure which includes increased parking at
schools, town centres, parks and railway stations;

Signage for pedestrians and cyclists was highlighted regularly by stakeholders as a major issue to be
addressed;

Increased community engagement in regards to cycling within the municipality including education,
training, beginner routes and promotion at schools is required;

Banyule has an opportunity to advocate for cycling infrastructure to be included within major transport
projects such as North East Link Projects (NELP) and the Hurstbridge Railway Line Upgrade; and

Greater connectivity is required between and at major activity centres, neighbouring council networks,
La Trobe University, community facilities such as parks, sports fields and skate parks, schools and
hospitals.

From 31 March to 31 May 2020 Banyule City Council also participated in BikeSpot 2020. This project,
developed by the online engagement firm, CrowdSpot, and the Amy Gillett Foundation, asked Victorians to
share their perceptions of cycling safety at various locations by adding a Safe or Unsafe spot to a web-based
interactive map and providing comments.
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223 Phase Three - Public Exhibition of draft Banyule Bicycle Strategy

The draft Banyule Bicycle Strategy was presented to Banyule City Council at the ordinary meeting held on 1
March 2021. Council resolved to approve the public exhibition of the draft strategy for a period of six weeks.
The initial engagement period was scheduled from 24 May to 5 July 2021. This was extended to 30 July
2021 to allow for the rescheduling of activities cancelled due to restrictions associated with Victoria’s fourth
COVID-19 lockdown.

The public exhibition period and consultation activities were advertised via the Banyule Banner and via
postcards and posters printed and distributed to Council Service Centres, libraries, leisure centres and
bicycle retailers. The primary purpose of phase three was to obtain community and stakeholder input on the
draft Banyule Bicycle Strategy and identified issues, opportunities and recommendations.

A full summary of public consultation activities undertaken during three stages is presented in Appendix C of
this report.

2.3  Summary of Issues

The background work undertaken in the preparation of this strategy has identified the following:

Anticipated rapid growth in the northern region reaching a population of 1.6 million people in 2050
(Victoria in Future, 2016) coupled with the ageing population of Banyule highlights the need for
associated open public realm space, health and aged care services;

A significant number of paths have missing links throughout the network. Currently, cyclists have to
navigate roads without satisfactory cycling facilities, take detours or dismount and walk along the
pedestrian footpaths, particularly in town centres;

There is typically no road space allocated to bicycle infrastructure throughout Banyule, there also
appeared to be limited bicycle parking available in town centres;

Female riders represented just 15% of Banyule cyclists which is below average female ridership
representation in Victoria (22%);

A majority of the cycling associated crashes occurred during weekdays, which could be related to cycle
commuting to work;

Physical barriers to bicycle network connectivity such as major road, rail lines, rivers and topography;

General concern regarding the impact of the North East Link project to cycling connections and breaking
any momentum; and

Only 14% of the LBN are off-road cycling facilities. Most of the cycling associated crashes were reported
along on-road cycling routes. Off-road facilities are generally safer for cyclists as these facilities have
greater horizontal separation from vehicles than that of on-road facilities.

2.4  Summary of Opportunities

Similarly, a range of opportunities has also been identified in the preparation of this strategy that have been
further explored and reflected in the recommendations.

There is an opportunity to increase the number of commuter cyclists to the CBD through the provision of
high-quality cycling facilities and more direct commuter cycling routes within Banyule, given the demand
for this commuting movement. Based on ‘idcommunity’ profile data, only 1% of the working residents
preferred cycling as their main method of travel versus 63% using a car. This presents an opportunity to
introduce means to encourage a modal shift from vehicles to cycling;

There is also an opportunity to provide direct cycling routes through realignments and provision of
missing links;

There are numerous opportunities to provide additional and more direct routes to improve travel time as
well as safety, particularly for cyclists;

The identification of key trip attractors and the bicycle infrastructure network provides an opportunity to
prioritise key areas, for example ensuring safe connections to schools and recreational facilities;

Improving safety by reducing the road speed limits in appropriate locations, particularly within and around
town centres. This would improve safety benefits with minimal effect on vehicle travel times;
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There are opportunities to increase bicycle parking and connections to railway stations, recreation

reserves and schools, where car parking in many areas is at or is close to capacity, bicycle parking
provides an alternative option;

Promote and implement grass roots community measures to increase the uptake of cycling; and

Investigate opportunities to provide additional end of trip facilities to encourage and facilitate cycling.
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3 Benchmarking

3.1 Vision

The vision of this cycling strategy is:
To ensure that cycling is a safe alternative mode of transport throughout the whole municipality;
To make Banyule a cycling friendly region for all ages;

To significantly increase the use of cycling as a mode of transport and reduce the dependence on private
vehicles; and

To embrace a cycling culture and its health, social, environmental and economic benefits; and

To continue to promote cycling for transport to work, studies and recreation.

3.2  Benchmarking

To achieve this vision the following benchmarking concepts are introduced to begin contemplating some broad
targets that Banyule City Council can seek to achieve through the establishment and implementation of a
Bicycle Strategy.

These benchmarking concepts are intended to be objectives of the Banyule Bicycle Strategy that are also
measurable indices that Banyule could check prior to and after the implementation of cycling facilities /
promotion throughout the region.

As such it is envisaged that each benchmarking concept introduced is measured via appropriate tools on a
regular basis to determine the effectiveness of treatments. This may be on a municipality wide basis or via
‘spot checks’ within the relevant vicinity of key areas such as schools, stations and activity centres.

3.21 Volume Increase

The primary benchmarking indicator for measuring the increase in cyclists is determined by simply counting
the number of cyclists at different points in time. The increase in volume of cycling is and can be widely
measured within Census data, but also on local level with targeted cyclist counts along popular routes.

There is one (1) permanent bi-directional bicycle counting station located on the Darebin Creek Trail near
Heidelberg Road and Willowbank Grove, Ivanhoe. The counter location can be used to establish a profile and
trends that measure the increase of cyclists over time. However, with only one counter, this provides a limited
picture of the wider municipality. Installation of additional counting stations and/or undertaking regular cyclist
counts (i.e. annually) within Banyule would be required to effectively assess the effectiveness of treatments
over time.

322 Gender Ratio

A high proportion of female cyclists is a strong indication of the health of a city’s cycling environment. The
higher the proportion, the better the cycling infrastructure. In the top international cycling cities, women tend
to comprise around 50% of cycling numbers. Generally, this benchmark is most easily measured through
Census data as gender is not something that is generally measured in a typical cycling count.

3.23 School Aged Children

A key way to gauge the change in trend of cycling is to observe the proportion of children cycling to school. An
increase in school aged children riding to school will likely have flow on effects as they are more likely to
consider cycling in the future.

Additionally, in the short-term the independence provided to children by cycling may reduce the requirement
of vehicle trips by their parents including school drop-offs, to sporting training and events, and socially to the
shops and friends’ places.

Through the establishment of a close relationship between schools regarding the promotion of cycling through
the City of Banyule, the proportion of school aged children cycling may be measured by surveying schools /
students / parents or through observing school’s bicycle parking data.
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324 Road Speed

30km/h road speeds are quite common in European cities for local and residential streets where cycling
infrastructures exists. The prevailing justification is that the severity of injuries to pedestrians and cyclists in
collisions involving motor vehicles is much less than that at 50 km/h, and that lowering link speeds has a
marginal impact on vehicle journey times in cities, compared with delays at intersections. From a local context,
we are beginning to see inner-city municipalities trial and adopt 40km/h road speed limits, to improve the safety
and comfort for cyclists.

Within Victoria, Yarra City Council has widely adopted 40km/h speed limits on local roads and recently been
trialling 30km/h road speed limits in portions of Fitzroy and Collingwood, with the 12-month trial resulting in
Council recommending to retain areas of 30km/h road speed limits permanently. Similarly, Maribyrnong City
Council as part of their strategy to improve road safety and increase cycling as a mode of transport throughout
the municipality is adopting a 40km/h speed limit on all local streets.

Given the topography, size and density of Banyule it is considered that a widely adopted speed reduction
across the municipality is not necessarily appropriate, however in certain locations, the reduction of road speed
in combination with supplementary treatments may greatly assist in reducing increasing confidence and safety
for cyclists within Banyule.

For clarity, within the context of improving conditions for cyclists, it is considered that the speed reduction has
to be signed to be properly effective. For example, a reduction in the average traffic speed to 40km/h from
50km/h due to congestion is anticipated to have less of an impact in increasing the perceived safety of the
roadway for cyclists compared to a signed 40km/h speed zone.

3.25 Fit-for-Purpose

In the review of pedestrian, vehicle and cycling counts, Banyule Council should ensure that the cycling
infrastructure, such as on-road cycle lanes and shared user paths, are fit for purpose. There are many factors
which inform this, however main considerations include providing sufficient widths and quality of infrastructure
to ensure that the bicycle passage is maintained and provides an appropriate level of comfort and safety.

Considerations for fit for purpose should consider the volume and type of cyclists. For example, surrounding
schools, on-road bicycle paths on busy streets are less appropriate and less likely to be adopted, whilst on-
road paths on quiet, local roads or off-road paths are more appropriate.

Regarding volumes, Cycling Aspects of Austroads Guides (Austroads 2017) Figure 3-1 below outlines the
types of cycling paths recommended in areas with high proportions of cyclists and pedestrians.
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Figure 3-1 Path Widths for a 75/25 Directional Split
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3.26 Mode Choice

As shown in Figure 2-1, cycling within Banyule comprises a very low portion of mode choice for people
travelling to work (1%). As such, this benchmarking device, as measured within the Census may provide a
clear indication in the future, if implemented strategies are increasing this aspect.

It is noted, that there are many other less measurable trips that the community must make a decision of mode
choice. Examples include:

Regular trips to the shops
Recreation trips (including riding to the park as opposed to driving);
Trips to sporting events, pool and gym facilities; and

Any other social trip made.

3.2.7 Cycling Safety

As outlined within Section 2.1.4, throughout Banyule there were 98 reported crashes involving cyclists over
the last 5 years. Although a large proportion of this strategy focuses on increasing bicycle use throughout
Banyule, the other and equally important focus is to ensure that cycling within Banyule is safe.

Generally, it is considered that the two goals can be considered in the same light, as increasing the actual and
perceived safety will likely encourage new users who may be more uncomfortable than existing cyclists to
adopt cycling.

Going forward, it is important to look at crashes involving cyclists under a lens that also considers the increase
in cycling trips. For example, if there are approximately 20 crashes involving cyclists per year at current, if the
number of cycling trips doubles over the next 5 years and 20 crashes per year is retained, the number of
cycling incidents per trip has effectively halved. Nonetheless, the aim should and always will be minimise the
chance an occurrence of incidents as much as possible.




Banyule Bicycle Strategy

4 Considerations

41 Government Policy

Changes to cycling policy enforce a structural and cultural change at all levels, policy changes can be made
by Council through changes during revisions of the Planning Scheme, or through advocacy to key stakeholders
including VicRoads / DoT the State and Federal Government and inclusion within major projects within the
municipality.

Policy changes may be indirect or direct and include measures such as:

Elevating the status of cycling within local government and advocating to elevate the status of cycling within
State and Federal Government;

Increasing bicycle parking at new developments including private parking on-site and publicly available on-
street bicycle parking;

Reducing the requirements for car parking and therefore encouraging shifts to active and public transport;
Including requirements to provide e-bike charging stations;
Ensuring public space and council assets provide parking and end of trip facilities.

In order to be effective, policy changes should be consistent at all levels of government, and accord to
neighbouring municipalities. In order to be successful, projects and programs will need to be focused at
addressing the needs of different groups, issues and locations. Funding similarly will be required to be split
across several programs and be committed across a number of years to ensure momentum in continuing to
build a cycling culture throughout Banyule.

To encourage support within Council, rides could be organised for local councillors including both within their
municipality and exemplary areas nearby to provide an understanding of the potential opportunities of a cycling
network and existing issues and constraints within their network.

Prior to the commitment of new infrastructure, Council can also consider conducting trials including reallocation
of road space, road closures or other temporary measures to gauge local support to cycling improvements
within an area.

4.2 New Infrastructure

Naturally, the provision of new and/or improved infrastructure will encourage existing or potential cyclists to
adopt cycling as a mode choice. These could be for factors such as:

Decreasing travel time by providing an easier, more direct or prioritised route;
Increasing the safety of the journey;

Increasing trip comfort and ease of use; and

Enhancing the aesthetic journey, particularly for recreational trips.

Although, there are wide variety of infrastructure improvements to improve cycling throughout the Banyule
bicycle network, infrastructure improvements should generally targeted to align with other objectives of this
strategy and encourage repeated choice of cycling as a mode within the following areas and for relevant user
groups:

Schools,
Stations; and
Commercial and shopping precincts.

Some example treatments available to improve the cycling infrastructure are outlined below:

421 On-Road (Mid-block) Facilities

On-road mid-block facilities should assist with allowing cyclists to be remain a safe distance from live traffic
and allow for travel at moderate to high speeds (30+km/h). Some examples of mid-block facilities that can be
provided include:
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> Protected bike lanes (i.e. Copenhagen or kerb-separated);

> Unprotected on-road bike lanes;

> Bus-Lanes;

> Sharrows;

> Contra-flow bicycle lanes (i.e. one-way for vehicles, two-way for cyclists)
> Wide kerbside lanes or shoulders

Noting that Banyule is generally a well-developed municipality with established roads limited available space
to install new infrastructure, the construction of on-road cycling infrastructure will likely rely on space in the
road reserve being reallocated to prioritise cycling.

Creating space for cycling can be achieved by a number of mechanisms including:
> Road widening including of the verge, median, and shoulders;

> Indenting or restricting car parking;

> Removing traffic lanes;

> Closing a road to vehicles; and

> Adjusting the existing carriageway (i.e. narrowing traffic lanes).

422 Intersections

It is also important to consider the intersections of the road network with off-road paths. At these locations
treatments such as the following may be provided

> Dedicated signal phases;

> Bike boxes;

> Hook turn boxes (see Rathdowne Street example in Figure 4-1);
> Refuges;

> Multi-lanes (i.e. roundabouts)

> Slip lanes;

> Raised crossings;

> Cyclist priority crossings (shared path has priority over vehicle movements) (See St Georges Road example
in Figure 4-1); and

> Signalised crossings (including provision of dedicated bike lane).

423 0ff-Road Paths
Off-road cycling paths are generally broken down into three categories, and depicted in
1. Shared User Paths (SUPs) where the space is shared by both pedestrians and cyclists (left)

2. Exclusive Bicycle Paths for cyclists only, which may be sealed or unsealed. Typically, pedestrians are
provided with their own path adjacent to the bike path (middle); and

3. Separated zones within a single path or carriageway (right).

Figure 4-1 Off-Road Paths

As outlined within Figure 3-1, the provision of each should consider bicycle and pedestrian volumes.
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424 Other Considerations
Transitions

At transition locations where the on-road bike lane meets the off-road bike path, ramps should be provided
linking the path and road carriageway. At these locations wayfinding signage should also be provided to assist
cyclists transition into the changed environment.

Sight distances should be clear so that cyclists have visibility of pedestrians & vehicles when approaching and
travelling across the ramps. In higher speed environments, pavement markings and signage directed at
vehicles should be provided in addition to the ramps.

Pedestrians should not be able to mistake the ramp as a crossing location.
Soft / Indirect Measures

A number of other infrastructure requirements that are generally required to support cyclists including both on
and off road include:

> Wayfinding;

> Bicycle Counters;

> Fixiteer Stations;

> Lighting;

> Speed Reduction; and Pavement Repair.

Figure 4-1 highlights examples in Melbourne of some of the measures identified in the preceding sections.

Figure 4-2 Example Cycle Network Treatments

- Sigaised Bie Hook-Turn
(Rathdowne Street, City of Melbourne)

Ll -
Cycling Priority Crossing
(Ethel Street, City of Darebin) (St Georges Road, City of Darebin)

Road Narrowing with Cycling Priority
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4.3  Safer Routes

All new and existing facilities should be considered proactively to be made as safe as possible. Increasing the
safety of routes, will increase confidence of cyclists and make the journey more enjoyable resulting in repeated
choices of cycling as a mode choice.

Victoria’'s “Towards Zero’ plan aims to ensure no one is seriously injured on the roads. 10% of the overall $1.4
billion dollar investment is focused on infrastructure for pedestrians and safe cycling and includes measures
such as:

Protection for vulnerable users including separate lanes for cyclists;

Raised crossings at intersections with off-road shared paths;

Traffic calming in busy areas such as shopping strips and town centres; and

Reducing speeds including to 30km/h on local roads to reduce the likelihood of road trauma.

Considering the topography of Banyule, it is noted that more on-road protection is required for cyclists who are
ascending hills as their speed differential to adjacent vehicles will be higher. Cyclists tend to ‘wobble’ more
uphill, as it requires more effort compared to flat and downhill environments.

4.4 Bicycle Parking

Bicycle parking serves as the end terminal allowing cyclists to safely and reliably secure their bike. As such,
parking supply and convenience is a key determinant of cycling for both current and potential cyclists.

For example, if the location of safe parking is not known to a gym patron, a potential cyclist may choose to
drive under the expectation that their bike may be stolen or damaged when left unattended.

The wide presence and high visibility of bicycle parking at important destinations including shopping precincts,
work places, schools, public transport facilities and recreational facilities encourages the take up of cycling.

Bicycle parking can increase the catchment area of public transport and the convenience and presence of well
positioned bicycle parking spaces and hoops can encourage a change in mode, particularly in busy or paid
parking areas. In long-term parking areas (such as railway stations) highly visible areas with consistent video
or pubic surveillance should be provided.

It is noted that, as part of this strategy’s investigation within Banyule, the occupancy of Parkiteer stations at
stations remained relatively low. Usage of these facilities may be low if people are not aware of their existence
or consider the sign-up process a barrier. Whenever any of the advocacy channels outlined in the following
section are implemented, the use of Parkiteer stations and any other relevant parking facilities (i.e. at
workplaces) should be encouraged as appropriate.

45  Advocacy
In addition to the initiatives outlined above, creation of a cycling culture within the municipality can be
kickstarted or accelerated by a wide variety of advocacy tools as outlined below:
451 Online Resources
Banyule has a great opportunity to update its on-line cycling resources which are currently limited.
Information that can be included on the website, potentially on a dedicated cycling page include:
Online cycling maps including
Route maps;
Locations of bicycle parking;
Locations of bike maintenance fixiteer’ stations; and
Locations of bike shops.
Training and education events and services such as bike skills, ride to school and community rides;

Bike hire / loan (potentially free)
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Links to wider available resources such as community cycling groups, Parkiteer registration, Bicycle
Network and other useful resources

Links to grant application opportunities; and

Dedicated Council contact information.

452 Training and Education

There are many resources available to assist in cycling education and encouragement as outlined below.

4521 Education Modules

Road Safety Education Victoria (roadsafetyeducation.vic.gov.au) provides a wide range of modules and
learning tools aimed at all ages from pre-school through to tertiary including many that focus on all sorts of
aspects of cycling.

These can be all found at the online resource: http://www.roadsafetyeducation.vic.gov.au/

4522 Council / User Group Training Schemes

The implementation of training schemes to teach existing or potential cyclists bike handling, repair,
maintenance and education on cycling, including sharing of local tips within the area is a great way to
encourage more people to ride.

These events can be formal events supported through Council funding or through volunteers, or informal
booths and promotion events in high activity areas with offerings such as free coffee. Throughout the
consultation process for the Banyule Bicycle Strategy a number of organisations discussed the value of these
and are likely to want to be involved, including Bicycle Network Victoria, local Bicycle User Groups and youth
groups. As discovered through the consultation process, there are likely to be many groups within Banyule
willing to assist that could be greatly successful backed with the right support and promotion.

453 Events

Encouraging participation in events such as triathlons, fun rides or trail days is a great way to introduce and
familiarise people of all ages with cycling. With this encouragement and support, riders may feel more
comfortable to take up cycling on a more regular basis.

Considering Banyule’s provision of trail rides and wide open spaces, there is a great opportunity to provide a
number of off-road events that could introduce or encourage the uptake of cycling.

454 Ride To School

Encouraging cycling within schools can and should be facilitated by a wide variety of methods including:
Increasing safe and secure bicycle parking provision at schools;

Encouraging participation in Bicycle Network Australia’s national ride to school day and RACV Great
Victorian Bike Ride;

Ensuring that bicycle infrastructure surrounding schools facilitate the safe movement of young cyclists,
including additional provisions at signalised crossings, off-road paths where possible and wide, smooth and
safe footpaths where not currently provided;

Encouraging parents & teachers to take up cycling as ambassadors as role models; and

Exploring potential reward schemes.
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Figure 4-3 Ride to School

Image Courtesy of Bicycle Network Australia

455 Bicycle Share Programs

Public bicycle share programs make bicycles available for rent throughout an area, they are typically
implemented to increase cycling levels and to facilitate the beginning and end of public transport journeys.

Studies of the effectiveness of these programs generally have mixed results. Within Melbourne, these
programs have a well-publicised history of issues, however there remains an option to increase the number
and popularity of a cycling within an area.

Within Banyule specifically, due to the surrounding topography, population density and size, generally it is
considered that the typical programs on manual bikes are unlikely to be successful. However, the recent
introduction and possibility of electric bicycle share programs (even on a local rented level) may make this
option more viable.

Figure 4-4 Jump Electrical Bike Share (Uber)

Y :

Image Courtesy of RACV
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456 Open Streets (Car-free Days)

‘Open Streets’ refer to temporarily closing streets to vehicle traffic to allow the public to reclaim the streets as
a public space allowing for safe walking and riding. These days can be created by annual local fates or
festivals, and provide an opportunity for Council to promote alternative transportation.

4.6  Other Considerations — Impacts of Covid-19

Commencing in March 2020, the wide reaching impact of Coronavirus including social distancing, changes to
work routines and employment throughout Victoria is likely to extend for a period of months or even years.
Looking forward, the implications of Covid-19 are also likely to extend to Victoria’s transport network with
ongoing discussions regarding the impacts including:

Reducing the capacity of public transport due to social distancing;

Workplaces have been called to stagger their work hours to spread peak flows, and to adjust their typical
hours of operation and requirements, with many more workers to work from home; and

As public transport becomes less viable commuters and travellers will be forced to rely on alternative
transport modes including private vehicles and bicycles.

Regarding cycling specifically, if more commuters are drawn to private vehicles it is possible that the network
becomes even more congested compared to pre-Covid-19. As such cycling is likely to become much more
attractive as it is likely to become more efficient, particularly where employees live within a rideable distance.

It is noted that within the month of April 2020 during Stage 3 restrictions (everyone to work at home except for
essential workers), studies undertaken by the Bicycle Network have shown that cycling volumes have
increased by 270% compared to November 2019. This is particularly the case with many people seeking to
pursue activities to provide a break from the house and to remain active. Specifically, in the vicinity of Banyule,
a count on the Koonung Creek Trail showed an increase of 237% from 192 riders on 10 November 2019 to
455 on 25 April 2020.

4.1 Other Considerations — Induced Demand

When considering the construction of new infrastructure, the concept of induced demand should be
considered. Regarding traffic, induced demand is the public’s natural reaction to the increase in space, that is
if you build more space for traffic, than you may get more traffic.

By constructing new infrastructure travellers can be caused to:
Re-route;
Re-time;
Re-mode;
Re-locate;
Re-evaluate (to take or not to take); or
Stick with the status quo.

Regarding cycling, induced cycling trips represents trips that would not have previously been made by a
bicycle. A focus of this strategy is targeting an increase in the amount and quality of space provided to cyclists,
whilst improving infrastructure and hence the experience of cyclists on the network. Unless new cycling trips
are induced (including increasing the frequency of trips), the investment in cycling is generally considered to
have no impact on traffic congestion, public health or emissions.

As such, through encouraging cycling trips within Banyule the key objectives of the Banyule Bicycle Strategy
are to:

Re-mode: Influence travellers to re-mode existing trips from vehicles to cycling trips such as trips to work,
school or the shops;

Re-evaluate: Influence travellers to re-evaluate a decision not to travel, to travel by bike (i.e. take-up
recreational rides); and

Re-route: Influence travellers in vehicles to travel along vehicle priority routes, and cyclists to travel on
cyclist priority routes.
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It is noted that in the increase in demand on newly constructed cycling facilities continues to increase over
time often years after construction. This is generally considered to occur in low cycling modal share areas, as
more people take up cycling as a mode of travel over time.

4.8 Other Considerations - Priority

Before considering the cost of implementation of any treatment, the objective of the treatment and the
likelihood of its effectiveness should be considered. Important considerations include:

Areas with a relatively flat topography — As a significant portion of Banyule is subject to undulating terrain
it is less likely that cycling will be adopted in these areas by new cyclists. As such, flatter terrain areas
should generally be considered a higher priority;

Traffic volumes and speeds — On-Road paths where cyclists are encouraged to travel adjacent to high
speed and high volume traffic are generally not conducive to a feeling of perceived safety. On connecting
routes, local street routes may be prioritised whilst within town centres single lane roads and low-speed
environments should be actively encouraged through the introduction of infrastructure and signage.
Generally, these routes that can be encouraged to fit these criteria have been identified within the PBN and
SCC networks.

The route / treatment services a significant population — treatments should be focused in areas where usage
if encouraged appropriately is likely to be high. This includes residential areas in the vicinity of schools,
stations and activity centres.
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] Recommendations

5.1 General

Due to the scale and topography of Banyule and significant differences in the requirements and demand for
bicycle facilities within the municipality, Recommendations have been completed on an area and objective
basis.

Within the subsequent sections, a summary has been completed for areas within Banyule for identified as:
General Themes (Municipality Wide)
Major Activity Centres;
Neighbourhood / Industrial Centres;
Off Road SUPs / Trails;
Stations; and
Schools.

These summaries provide an understanding of the existing characteristics, key destinations for cyclists and
issues and barriers relevant to the area to be overcome have been identified.

Following this, high-level recommendations have been provided for each area. Generally, these have
focused on objectives that allow for flexibility and require further development prior to selecting specific
treatments. In some instances significant choke points or connection issues have been identified that are
important to address.
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5.2  (General Themes

Table 5-1 outlines the general characteristics, barriers and proposed recommendations that generally apply to the wider Banyule municipal area.

Table 5-1 General Recommendations
Location Characteristics Destinations Issues / Barriers Recommendations
Banyule Expansive area Activity Centres > Lack of Cycling > Develop a wayfinding and signage strategy for the Local Bicycle
Changing Topography c ial A Facilities on Primary Network that complements the current and planned Open
Lack of Bicycle Parking at ommercial Areas and Local Streets Space Planning Trail signage and coordinate with the planned

Key Locations Recreational Facilities - Banyule Walking Strategy wayfinding signage. It should:

Significant physical barriers (Parks / Sports Grounds)
(i.e. Rivers / Arterial Roads) | Schools

Lack of