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Submission to Victorian Climate Change Green Paper, October 2009

The Metropolitan Transport Forum (MTF) welcomes the Victorian Climate Change Green Paper and is pleased to be able to contribute.  The MTF is a transport interest group for metropolitan local governments with 18 members from Melbourne metropolitan councils.  The MTF also has 20 associate members from the transport sector.  Please note this contribution is made on behalf of the local government membership, but is independent of the view of the associate members who are not represented in this submission.
Summary of recommendations

A.
Critical role of local governments with 

· a formal responsibility within state frameworks to manage local settlement patterns and road infrastructure

· strong community links and communication networks
· leadership role

B.
Victorian Transport Plan inadequate to meet climate change challenge as (page 119) only potential to contain emissions to 2006 level. The VTP to be overhauled with substantial increase in sustainable transport features so transport can take its share of emission reduction. 
C.
Essential to resist pressure to increase emission producing infrastructure such as major road projects and extending the urban growth boundary

D.
Reduce trips by

· utilizing and developing power of communication technology to replace trips, such as working at home, education on line, shopping by internet etc.

· increase car occupancy

· consolidate land use to reduce average trip lengths

E.
Encourage mode shift by

· ensuring investment in public transport network to provide spare capacity for mode transfer

· improve coordination, interchanges and information systems to maximise use of public transport network particularly on off-peak and contra-peak directions

· vigorously pursue Melbourne 2030 settlement patterns to consolidate and localise trips

· link transport to planning scheme so development cannot take place without consideration of transport emissions

· public transport to be installed in new developments as are all other utilities – water, power, cabling, sewerage, drainage etc.  These are financed and built into the development process without question, as should the full range of sustainable transport options; at present only car access is provided.
· manage road space specifically for low emission transport

· comprehensive and integrated transport pricing so full transport costs are borne by and transparent to users

· reduce off street parking availability

F.
Freight

· reestablish a goal for moving freight to rail

· examine freight regulation and pricing that favours road freight to rail

· minimise empty running vehicles

Background

Local governments have taken climate change seriously.   Many municipalities have committed to emission reduction, setting targets and putting adaptation strategies in place.  Their role includes both within their own organisations as community leaders and also supporting the community in its endeavours to live more sustainably.
Therefore local governments are well place to comment from experience, and with local knowledge and community links second to none, well placed to work in partnership with the State government on long term emission reduction and all that entails. 
Various presentations at the time of the release of the green paper have left no doubt of the severity of the situation and the absolute imperative to take strong, forward thinking action to reduce emissions and forestall runaway and dangerous climate change.  While the MTF acknowledges there are many areas in which work needs to be done, this submission focuses only on transport, the second largest but fastest growing contributor to greenhouse gases.
The MTF welcomes the commitment on behalf of the State government to take climate change seriously and commit to significant emission reduction.  The community input (page 2) and reference group recommendations (page 15) provide a sound basis for action with evident community support and expert guidance.
The MTF acknowledges that the State government has already been working to combat climate change; but given the accelerating nature of the problem, urges the State government to take strong leadership, set targets that will make a difference and prioritise emission reduction over other competing interests.  Given the particular vulnerability of Victoria to climate change, working to reduce emissions is preferable to adaptation to a changed world.  Given the impacts in Victoria of drought and fire which are certainly made worse by climate change, we should do the utmost to reduce emissions rather than try to adapt to new uncertain circumstances.

Role of local government
There are many local government activities that contribute to and influence emission reduction in which local governments could partner effectively with the state.
· Main council documents – municipal strategic statement, council plan, annual budget – as opportunity to take lead and set broad goals and directions

· Planning scheme setting the format for settlement patterns through which key factors underpinning travel behaviours take their shape -  activity centres, density, localisation, parking, facility positioning, activity co-location

· Local transport networks – local governments as the responsible authority for the local road network has a major role in walking, cycling, access to public transport, allocation of road space, parking

· Community:  local governments have a long history of working with their local community on many issues, including climate change

· Multi disciplinary – experience with many government departments and active across many disciplines, local government is less subject to the silo effect of single-purpose state departments, better able to integrate and identify inconsistencies in delivery.

· Advocacy – role to advocate on behalf of community

· Leadership -  set lead example to community with own practice

· Collaboration  -  work with other councils in addition to other stakeholders

The green paper notes a key role for local governments in service delivery and hence implementing emission reduction strategies.  This will be most effective if 

· a genuine partnership with acknowledged responsibilities for both parties

· properly funded.

Victorian Transport Plan

The Green Paper puts forward the Victorian Transport Plan as the blueprint for future transport development in Victoria. The State government’s commitment to this plan has been evident at the recent State budget which funded most projects in the first four year time frame, including significant investment in public transport and a start on consolidating land uses to reduce excessive trip making.  However, modelling of transport emissions with the strategies in the VTP (page 119) shows that by 2036, the VTP can contain growth in emissions - but the actions are not enough to significantly reduce emissions.  Furthermore, the base year for emission reduction for the VTP is 2006, while nationwide or worldwide targets are set back to 1990 or year 2000. 

The strategies outlined in the VTP which contribute to emission reduction are:
· Fuel price increases;
· Emissions trading scheme;
· Changed travel patterns due to land use changes, new infrastructure and demand management programs;
· Gains from more efficient vehicles including private car, freight vehicles and public transport.
There is no doubting the significance of the State government’s recent commitment, but it is essential to match the level of commitment to the scale of the problem. While there is currently a mismatch between the level of reduction recommended by science (80% by 2050) and what the federal government feels is politically achievable (5% - 20%),  there are two principles within which to shape the transport response:
· The transport sector must at least bear its share of emission reduction.  All sectors of the economy will have major adjustments to make, and if transport does not do its part, others will need to take a disproportionate share;
· Whatever the ultimate goal, it will be significantly more than the VTP can achieve under its current format.
Clearly much more needs to be done to achieve anything close to the emission reduction needed.

The other feature of the VTP is that there are elements that will serve to increase emissions as well as those decreasing emissions.  An important step the government should take is to decrease, or stop altogether, investment in transport infrastructure that will serve to increase emissions, particularly major road projects. The necessary steps to reduce transport related emissions such as mode shift to public transport,  rail freight, more walking and cycling, increases in car occupancy, comprehensive road pricing, and consolidated land uses to reduce trip making, should all serve to reduce cars on the road.  The desired effect of reducing vehicle trips will be further enhanced by the expected higher fuel prices and CPRS, in addition to freight efficiency measures underway and to come.  In this case, additional road space should not be necessary.  The government would do well to maximise use of the existing road infrastructure.  It should resist pressure to solve congestion problems by creating more road space (a stop gap measure at best) and, in fact, use features such as congestion to promote the low emission alternatives that are so essential to Victoria’s future health and well being.  The well known effect of major road projects creating induced additional traffic is a further reason to put a halt to roadspace investment for the benefit of private passenger vehicles.
All too often, the various elements of city-wide transport plans can work at cross purposes.  A goal to consolidate land use can be undermined by additional road investment, a goal to increase public transport use undermined by additional cheap parking. Given the urgency to contain emissions, it would be essential to review the VTP immediately then accelerate and prioritise the elements that will reduce transport emissions.

Options in the Green Paper

The Green Paper offers three further options to reduce transport emissions:
· Reducing the number of trips;
· Encouraging mode shift;
· Promoting low emissions vehicles and transport.
Reducing the number of trips

Modern communication technology can render certain trips unnecessary;  working at home, education on line, shopping by internet, accessing other services also by internet or mobile phone,  utilising efficient delivery systems with probably more to come as the power of communication technology grows. These opportunities can provide valuable means for people to stay connected, employed and effective with less travel involved. There is the proviso that trips saved on one purposed may free people to move around for other reasons, so this can only be one of a package of strategies.  However development of on-line connections to replace actual travel does mean that many essential activities can be maintained even if transport becomes more costly or less available.

Another factor which may reduce the impact of a trip, if not the trip itself, is trip length; shorter trips will produce less emissions and also put less pressure on the network and demand for road space.  These trips are more able to be undertaken on foot or by bicycle.  The need to localise is a strong platform for climate change management.  More attention should be paid to reducing trip length as a useful emission reduction technique.

Increasing the number of occupants in each car is an opportunity for state government to reduce cars trips and emissions with little investment and little discomfort to the passenger who still travels by car but with one less car on the road. It is disappointing that so little is done to increase car occupancy when attitudes about congestion, caused by largely, driver owned driver only (DODOs), or  single occupant  vehicles (SOVs), result in pressure to spend excessively on freeways and introduce unpopular measures such as clearways.  High vehicle occupancy lanes do exist in Melbourne but are poorly understood or used by the community and not policed.
Encouraging mode shift

Mode shift to lower emission modes has long been a government goal, and it would appear that the proportion of motorised trips by public transport in Melbourne may reach 20% by 2020 as targetted in 2000 in State Government document Linking Victoria.
However, as discussed above, much greater mode shift is needed to meet emission reduction targets.  Options include:
· Shift to zero emission modes of walking and cycling;
· Increase the number of  occupants in each car ;
· Greater shift to public transport.
While these may be desired options, and page 38 of the Green Paper describes such a future transport scenario, there are major changes required to the urban form and infrastructure to start moving in this direction.  Fortunately Victoria has a number of the building blocks in place which could be accelerated and progressed
· A landuse plan for sustainable growth, Melbourne 2030 which has been developed, widely consulted and formally adopted

· A transport plan which can be updated and re-directed for emission management

· Behavioural change programs such as TravelSmart

· Government agencies with expertise such as the Office of the Commissioner for Environmental Sustainability

· Well established expertise in the ngo sector

The emission-saving potential of public transport was analysed and reported to the MTF in November 2007 by Adele McCarthy of the then Department of Infrastructure.  Ms McCarthy concluded that
· Public transport performs 30% better than cars at current occupancy rates (in 2007)

· Shifting  people from car to public transport could substantially reduce emissions, 65% less emissions in peak period, 95% in off peak and 75% less emissions on average.

· The environmental performance of trams and trains is linked to the efficiency with which their power is produced.  As they are powered through the electricity grid, trams and trains could conceivably be run on renewable or low emission energy sources.  The amount of power needed could be generated by a 100 wind turbines.  This would further increase the emissions reduction benefit of public transport.  
Encouraging mode shift  -  Land use, spatial layout and settlement patterns

The spatial arrangement of land use and the supporting transport network is the major determinant of transport demand and travel patterns.   Mixed and medium density land use where people live close to a range of activities lays the groundwork for a walking, cycling and public transport based community.  Many good examples can be found in Melbourne’s inner suburbs.  By contrast, large tracts of residential housing surrounding freestanding shopping centres and at distance from jobs inevitably commit the community to a car dependent lifestyle.  Such settlement patterns create dispersed travel patterns of trips that are: 

· Long enough to require a mechanised mode, so walking and cycling are not realistic options;
· More difficult to service efficiently by public transport; and
· Likely to result in multiple car ownership in households, further increasing demand for roads.

This locks in a base load of emissions that is very difficult to reduce. 

Two key elements of settlement patterns influence the nature of travel demand
· Land use and spatial layout  -  jobs, shops, businesses and services need to be located near or well integrated with residential areas to maximise the number of trips that can be done with no emissions, i.e. walking and cycling.  They should be provided with good local public transport services to reduce excessive car use.  Co-location of housing to the facilities on which daily life depends – shops, jobs, schools, businesses, services – is essential as there is a natural limit to how far the general community will walk or cycle.  The lessons of European cities (which are?) need to be carefully integrated into planning, particularly in the growth corridors where the opportunity to create new low emission settlements is possible.

· Density is a fundamental factor to generally make the urban form more efficient, both residential density (number of households or residents per hectare) and destination density (the intensity of activities at a transport node).  Higher densities need to be adopted and progressively increased to the extent that there would be no need to extend the urban growth boundary.  Good models exist in the inner Melbourne suburbs with higher density areas.  Docklands and Southbank have been developed as multi functional areas providing a mix of housing, jobs, shops and services; Beacon Cove has higher densities and a good public transport connection to other facilities.  Examples in Melbourne show that the community well understands and supports various forms of higher density living.  Attention to urban design, and clever siting to maximise light and privacy are important.

These two critical features are, at present, controlled by the planning schemes which describe the spatial layout, position of permitted activities and density parameters.  Unfortunately, the planning schemes do not explicitly require transport connections other than by car, so the availability of walking, cycling or public transport when land is developed and development permits sought is largely incidental to settlement patterns of today.  As the Planning and Enviroment Act is currently under review,   the opportunity exists for the State government to to ensure changes are made to the Act to incorporate low emission transport requirements as a pre-condition of planning permits (as is done for parking at present) and assure more sustainable forms of future development.  
The transport mix that would accompany higher density and mixed use urban forms is quite different from that evident in much of Melbourne today.  Walking, cycling and public transport need to be designed into the area from the start and prioritised over car access, which via reduced road space and parking availability can be rendered less attractive.  Current urban form shows the difficulty of retrofitting alternative transport infrastructure to car dominance, and the government is urged to invest in transport infrastructure upfront.   Development costs may need to be restructured via further developer contributions or other mechanisms.
It is hard to see why transport is left out of developments when a myriad of other services – power, water, waste, telecommunications, drainage – are factored in without question. 

Melbourne is fortunate that some of the lead work to re-shape the city into a more sustainable format has already been done.   The re-shaping of Melbourne into a multi-nuclear city based on higher density mixed use activity centres and transit cities well connected by public transport, is the cornerstone of Melbourne 2030. 
At the time of release of Melbourne 2030, car-dominated settlement patterns held sway.  A transport plan supporting Melbourne 2030 was released at the time, with the following actions:
· Upgrade and develop the Principal Public Transport Network and improve local public transport services.  This included a metropolitan bus plan, tram plan and train plan;
· Encourage sustainable travel  -  travel demand management, walking plan, cycling plan plus transport guidelines for activity centres, transit cities and to integrate transport with development;
· Provide for transport need of growth areas;
· Provide for freight and commercial transport;
· Improve transport links to regional Victoria;
· Ensure integrated planning for metropolitan transport.
Unfortunately, while local governments were required to restructure planning schemes to absorb additional households and accommodate density at designated activity centres, the supporting transport infrastructure as outlined at the time has not kept pace with development pressures.  Even more unfortunate, is that the lack of public transport has meant significant pressures from car congestion leading to a long list of expensive road projects which have attracted opposition as well as support.
A report by Marcus Spiller (SGS) for DSE modelled the morning peak traffic of a Melbourne 2030 scenario with fully developed activity centres and transit cities and found, compared to a business-as-usual future, reduced vehicle travel to a significant degree.
Other network statistics that show significant reduction in vehicle mobility costs (annually) and hence emissions are:
	Scenario
	Vehicle trips (million)
	Vehicle km (million)
	Vehicle hrs (million)

	Base Case
	2,523
	40,531
	1,132

	Melbourne 2030
	2,218
	34,968
	875

	Percent change
	12%
	14%
	23%


This piece of work provides a strong case to invest in public transport and reduce transport-related emissions.

Melbourne 2030 was many years in the making, is well founded in sustainability and well worked through with the broader community.  Transport benefits are only one of community benefits from the more consolidated urban form, such as:
· Healthier with active transport options;
· Less pollution, both airborne and noise;
· More liveable with greater attention to urban design and public spaces;
· Stronger communities with a greater local focus;
· More accessible; 

· Less environmental pressure.
The MTF believes that an important plank to achieving transport related emission reduction is to vigorously pursue the land forms of Melbourne 2030 and provide the supporting walking, cycling and public transport infrastructure.  (recommendation)
The combined effect of the consolidated land uses plus necessary infrastructure and public transport services will allow people to walk, cycle and use public transport for many of the daily trips; in fact these become more attractive options.  In such land forms, car use is still available but becomes a less attractive option and most suitable for occasional rather than everyday trips.
Further, in the interests of favouring consolidated density rather than boundary sprawl, the MTF believes the government should not extend the urban growth boundary but explore more creative opportunities to develop within the existing urban area.
Encouraging mode shift  -  Management of road space

The other critical feature to be addressed if the required turnaround in transport emissions is to occur, is to review current road management practices.  
Currently the single occupant private car dominates road space and most management practices are geared to facilitate DODO and SOV movement at maximum permitted speeds through the network.   Over time, there have been some concessions to other modes and abutting land use, but the gains are hard won and few.  However, the road system can be managed quite differently, as can be seen in many European cities where neighbourhood amenity and other road users are better respected and consequently flourish.  Key features are:
· Reduced speeds – neighbourhood speed limits set to 30 kph;
· Extensive and well connected walk and cycle only zones;
· Tram and bus priority;
· More one way streets, reducing car accessibility and freeing road space for public transport and cycle paths;
· Advanced cycle networks with more dedicated lanes and designated support for cyclists through intersections;
· Pedestrian, cyclist and bus priority at railway stations and shopping centres;
· Reduced and expensive car parking; 

· Contra flow for cyclists in one way streets

· Dedicated and well policed lanes for high occupancy vehicles;
· Pedestrian crossings integrated into roundabouts;
· Traffic light systems that favour people movement, not vehicle;
· Greater tolerance of congestion.
Encouraging mode shift  -  Parking

Car parking is a critical element of mode choice. Parking is available both: 
· on-street through local government road management processes, and 
· off-street, through planning scheme requirements for local businesses and residents to provide off-street parking and discourage on street use by local land uses.   
These two sources of parking are managed and priced independently;  there appears to be little coordination between on street and off street parking.  Pricing varies enormously, as do time restrictions and policing.  The availability of large amounts of very cheap parking in the city, despite a government charge on all day parking, is a contributing factor to the choice of car, as is the salary packaging of car and car park.
A key factor to encourage mode shift would be to address the current parking arrangements which encourage use of private cars for trips which could well be taken by other means.  This includes major shopping centres which supply large amounts of free car parking;  this heavily distorts mode choice options.  The State should immediately implement its Townsend car parking review which recommended reducing excessive car parking provisions in the planning scheme.  Further, car parking levels should be mandated as a maximum, rather than applying as a minimum. 
Encouraging mode shift  -  Infrastructure and services
Since privatisation, Melbourne’s public transport networks have made a number of operational gains with an earlier emphasis on reliability and subsequent attention to maintenance, signalling and updated rolling stock.   
However, fundamental to mode shift is to have spare capacity available on the public transport system.  It is disappointing that it has taken so long to invest in the rail network, which has been caught short by patronage increases leading to chronic commuter congestion. This will take years to clear given long lead times associated with building new track and ordering rolling stock.  Despite the recent surge to public transport, there is still considerable latent demand  waiting for capacity to become available.  This is reflected in MetLink research which shows that 94% of Melbourne residents want more public transport and rank this ahead of fuel price relief and tax cuts.  
It is significant that patronage increases are in line with the long term government goal of public transport to be 20% of motorized trips by 2020.  It is essential that the government plan service enhancements to meet demand; the MTF urges the government to  plan for future patronage increases. This is imperative given Melbourne’s increasing population.  
If mode shift is to be sufficient for significant emission reduction, network capacity must accommodate increased public transport patronage.

There is capacity in the public transport network, as the current land use and transport configuration is heavily biased towards massive tidal flows of commuters in one direction and near empty trains in the other.  The VTP actions to work towards a metro-style rail network needs to take advantage of this spare capacity and encourage job decentralization to rail-connected activity centres.  
Encouraging mode shift – interchanges and connectivity

There are a number of shortcomings where the public transport network does not perform at the optimum which could be relatively easily fixed at a moderate cost.

Little attention appears to be given to more effective transfers between public transport modes, and instances of buses and trams failing to meet and interchange sensibly with trains are all too common. For example, as a train approaches a station it is helpful that announcements of connecting rail lines are made, why could this not include the connecting tram or bus?  Timetable coordination would be necessary but not impossible, one would think.  There is a real opportunity with modern communication technology to establish coordination and communication between, say train and tram/bus drivers with a considerable benefit to system users.   

Unfortunately the three modes of train, tram and bus appear to function totally independently of each other, which requires users to be knowledgeable about each mode.  This extends beyond timetables and information systems into the physical location of stops and stations, again often located inconveniently apart for the traveling public. Rail is the main trunk carrier, the backbone of the public transport system, and represents a considerable community investment. Thus it is the government’s responsibility to ensure that the maximum value is attained from the services by facilitating access from the catchment of each station on the supporting tram and bus networks.

A looming issue in the public transport network, indicative of the lack of integration between the modes, is the potential additional congestion to the system from the new scheduled train services which will close the level crossings more frequently and cause delay to trams and buses.  The MTF urges the State government to operate the three modes as a complete network and carefully evaluate the trade off between operational features of all three.  
Rail Freight Transport
Rail transport uses on average, one third the fuel of road freight per tone carried and puts out one third of emissions.  Yet, since 2001, when the State government pledged to boost the freight carried by rail from 10% to 30% by 2020, rail freight has plunged to 2.5 per cent of the state's freight load. At the same time VicRoads data shows goods carried by trucks on Melbourne roads have grown by 50%.   In order to combat emissions from freight vehicles, the State should examine the regulatory measures which favour road based freight over rail freight.  For example trucks pay only a quarter of charges levied on rail freight.   Increased funding of rail freight infrastructure and services is sought by the MTF to achieve progress to increase the  proportion of freight on rail.  Also sought is greater investment in logistics to achieve efficiencies of freight vehicles into and out of the Port and to reduce empty running assessed by the Port of Melbourne at 50%.
Again the need for land use transport integration is emphasised, as locating freight producing activities well away from rail facilities inevitably locks in road transport as a preferred option.
ATTACHMENT
Discussion of response to Victorian Climate Change Green Paper

MTF meeting, Wednesday 2nd September

Convened by Nina Rogers, MAV

The Victorian Climate Change Green Paper was issued in June 2009 asking for submissions by end September.  To best inform the MTF response and facilitate member input, the MTF invited Nina Rogers, MAV, to lead a discussion at the MTF meeting on Wednesday 2nd September.

The discussion is written up as follows:

· summary of main themes emerging

· record of discussion and list of contributions

Summary of main themes

A focus of the discussion was the role of local government and where local government can best contribute to emission reduction

· Main council documents – municipal strategic statement, council plan, annual budget – as opportunity to take lead and set broad goals and directions

· Planning scheme setting the format for settlement patterns through which key factors underpinning travel behaviours take their shape -  activity centres, density, localisation, parking, facility positioning, activity co-location

· Local transport networks – local governments as the responsible authority for the local road network has a major role in walking, cycling, access to public transport, allocation of road space, parking

· Community:  local governments have a long history of working with their local community on many issues, including climate change

· Multi disciplinary – experience with many government departments and active across many disciplines, local government is less subject to the silo effect of single-purpose state departments, better able to integrate and identify inconsistencies in delivery.

· Advocacy – role to advocate on behalf of community

· Leadership -  set lead example to community with own practice

· Collaboration  -  work with other councils in addition to other stakeholders

Other issues raised considered key to emission reduction and climate change management but beyond the immediate role of local governments (apart from advocacy)

· Means to drive emission reduction – target setting, pricing, working backwards from desired target, setting high level framework for local governments to work locally

· Infrastructure investment  -  attractive and viable public transport options seen as vital to provide lower-emission transport option, much of Melbourne (est’d 70%) with little transport choice, need to simultaneously work on attitudinal change to complement investment

· Role of transport in urban development – importance of public transport as leading settlement patterns, not following. Example of tram in 1930’s enabling suburban development.  Issue of cost in growth corridors and impact on affordable housing.  

Note Enrique Penalosa  “Transport is the hidden hand which shapes the city”
· Freight -  important to commit to greater rail targets, efficiencies, better local freight management, distribution centres

· Equity – important that sensitive to and allow for uneven impacts of climate change and disproportionate effects on vulnerable sectors.

· Nimby-ism  -  local governments can advocate strongly for the perceived best for their community, but may need to be prepared to embrace less attractive land uses for the benefits of local facilities and shorter travel requirements. Example of storage and warehousing forced to consolidate and locate well away from markets with consequent just in time delivery systems and greater use of road networks for delivery.
Record of discussion and list of contributions

Two questions

· Issues most important to local governments

· Role local governments would like to have 

Green Paper

A thorough treatment of the topic, provides a national context

Note no policy ideas for community to provide feedback on, valid question as to when will treatment options be issued for public comment

Green Paper suggests a three pronged approach

· Mitigation – the need to drive down emissions

· Adjustment – a carbon price reflected through the economy with various impacts, government support needed to ensure equity

· Adaptation  -  some measure of climate change already locked in which community will need to adapt to

What is role of local government in reducing transport emissions?

· Walking school bus

· Planning to concentrate development

· Set an end target, work backwards to identify emission reducing strategies to reach target, significant mode shift needed, stronger approach, what is necessary to meet targets

· Regulate as well as provide incentives

· Greater use of electricity from renewable sources so can move away from petrol into transport modes using renewable energy

· Example from Whitehorse, a school to be closed will require students to travel further and use more car travel, inconsistency between government departments

· Role of local government can make link between land use and transport.  Set targets for mode share, can then allocate road space in line with policy and targets.  

· Incentives for home delivery an example

· Many opportunities via planning scheme and council plan to affect land use and settlement patterns  e.g. following financial downturn more localized child care centres emerging which are within walking distance   

· Localisation, neighbourhood scale

· Local government focus on amenity can force necessary but undesirable activities to relocate at a distance and force more travel into the system.  Example of storage facilities for retail distribution and just in time delivery systems which in effect use the road system as storage. Local governments could adjust expectations for local area to be more accepting of necessary functions

· Local government has opportunities to work with communities, understanding the needs of users and locals, identify and promote benefis

· Need to address the role of local governments, land use a significant area. Question how to work on national goal from a local perspective, need collaboration across lg sector

· Local govt has significant opportunity in behaviour change such as kids being driven to school

· Support for public transport feeder services to main trunk (rail) lines

· Lg role advocacy and targets, local governments could set targets

· Lg role – promote pedestrian and cycling links, collaboration with others, also leadership and setting example of own practice

· Got to stop thinking local government has a limited voice, can be more responsive

· Mode shift important

· Need infrastructure investment, people can’t change modes if the services aren’t there

· 70% of Melbourne is without public transport, services need to be available

· Attitudinal shift also leads to mode shift

· Could invest but people not use, important to foster attitudinal change as well

· Pricing

· Example of Brisbane, good frequent buses, continuing investment will get a response in mode shift

· Observing recent mode shift in Melbourne, two main factors are petrol prices and loss of zone3

· State planning to allow sprawl which results in high car ownership and jobs only accessed by car, behaviour patterns locked in

· Public transport needs to offer an equivalent service to car, in speed and price

· SV  -  research into reasons for mode shift

· Pricing, financial rewards and costs, incentives for those without car

· Safety on public transport, general experience of using it needs to be positive

· If public transport included with green fields development it would be added to the cost of the development and then question affordable housing, this work should be done in the growth corridors.

· Transport leading development, not following it. Example of early Melbourne where development followed public transport.  Can create the city shape you want by forward investment in transport

· Pricing and incentives must be sensitive to those who will be affected, equity important

· High car ownership an issue underpinning travel behaviour e.g of Vienna, car ownership 0.75 (per household?)

· Emphasis on fuel in green paper, actions don’t really support vision

· Freight – commit to intermodal hubs and freight on rail

· Freight corridor in VTP is inadequate

· Domestic freight task much bigger than the import export activity, the bigger trucks dominate perception but in reality local freight needs cause more damage

· Freight – audit freight vehicles, seek more efficiency in the sector, reduce empty and dead running trips

· pricing
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