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Introduction

This study was jointly commissioned by the Victorian Department of Transport and the
City of Melbourne to establish the potential to transform metropolitan Melbourne to
meet the projected population of 5 million by 2029. The study specifically does not deal
with rail based public transport and Activity Centres as these have been the subject of

extensive investigation over the last ten years.

The Victorian Government’s Melbourne 2030 Strategy and more recently Melbourne @ 5 Million are
both based on the Activity Centre or Transport Orientated Design principles and are widely regarded
as both important and necessary strategies to meet the future needs of metropolitan Melbourne.
This study concentrates on the ‘missing links’ in the above strategies, hamely the potential of

the tram and bus corridors to not only accommodate a significant proportion of Melbourne’s

future growth, but to do so in a way that will help to meet the aspirations and needs of the greater
population while enhancing the performance of the existing infrastructure of the City, particularly the
existing public transport infrastructure.

For the Strategy offered by this study to be successful it needs to be not only pragmatic in its
implementation but politically ‘palatable’.

Melbourne at 5 million if
status quo development
patterns prevail

Urban development
beyond existing boundary

Urban growth Tram/Light rail . Bus network .

boundary network
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‘...Itis important to realise that

in 2029 over 90% of the infrastructure
of Australian cities would have been
built prior to 2010’

Context

More than 80% of Australians and over half of the world’s population now live in
cities — cities that are responsible, directly or indirectly, for nearly 75% of the world’s
greenhouse gases. The design and operation of our cities is therefore a critical
challenge facing humanity in the 21st century. Our successes or failures to transform

cities over the next 20 years will be a key legacy to future generations.

In meeting this challenge, it is important to realise that in 2029 over 90% of the infrastructure of
Australian cities would have been built prior to 2010. Transformation by this definition cannot simply
be read as rebuilding infrastructure but rather will need to, in the main, involve the rationalisation and
better utilization of our existing infrastructure.

Buildings, roads, railways, parks, waterways, energy, communications and fluid distribution systems

will all need to be looked at in a new and open minded way. Only one thing is certain: if we continue

to understand, develop and utilise our infrastructure in the traditional ways of the 20th century we are
doomed to perpetuate our current problems.

On a daily basis we are witnessing the failure and short comings of these traditional systems.

It is no longer simply an argument about economy of production but increasingly an argument about
capacity — the capacity of our cities to withstand the pressures of the future, notably population
expansion, climate change and outdated modes of operation.
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As recently as January 2009 (just prior to Victoria’s horrific February bushfires),
Melbourne experienced some of these limitations. As temperatures rose, and then settled
in the 40s the city experienced a number of failures:

> Pressures on the electrical generation and distribution
network saw blackouts and failures affect large areas of the city.

> Rail systems designed for cooler conditions overheated and
failed, with up to half of the scheduled trips being cancelled.

> Fires threatened not only lives and property but also narrowly missed
bringing down the main power distribution network from the Latrobe Valley
— an occurrence that would have closed down the whole city.

> Water consumption trebled at a time when the water storage levels
sat at a perilous 33%.

= The soil moisture levels in all the major parks and gardens fell to below
40%, the trigger point to significant stress for the municipality’s 60,000 trees
(including over 15,000 hundred year old tree stock).

Aerial view of
Melbourne showing
a major activity
centre (Coburg)
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‘Power generation at its peak could
have been better secured and off set by
distributed solar power generation fed
into the grid from the suburban roofs’

These were some of the most significant recorded impacts on the city and surrounds, leading

to loss of life and potentially 100s of millions of dollars of lost income, productivity and property
damage. The biggest regret should be the realisation that much of this was avoidable. For example,
power generation at its peak could have been better secured and offset by distributed solar power
generation fed into the grid from the suburban roofs. The collection and filtration of stormwater and
greywater closer to source could also have provided the necessary backup during peak demands,
while protecting the capacity of our long term storage and river flows.

Why then, are these alternatives not being developed and implemented? Why do we continue to
focus excessively on the short term, refusing to factor in all the adverse long term economic, social
and environmental impacts of traditional technologies, transport, city form and energy distribution
systems which are becoming more apparent on a daily basis? Clearly in this study it is not possible
to deal with all of these issues. Instead, it seeks to identify the potential for the economic, social and
environmental transformation of our existing cities, in the main built after the industrial revolution and
in the model of the garden city movement and modernism.
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The garden city movement promised us the dream that we could live in the countryside and work in
the city, while modernism turned us away from pragmatic locally based solutions and towards the
international solutions supported by technologies (such as air conditioning) that no longer made
appropriate, ‘place influenced design’ a necessity. Overlay this mindset with an over-reaction to the
ills of the industrial city and the emergence of the motor car and you have the root causes of the
current form of our cities — namely low density, widely spread, activity zoned cities where the motor
car dominates our public realm and public transport has been largely marginalised.

This is not to deny the obvious qualities of the Australian dream of living in a detached house in the
well-treed suburbs. Dreams are important but ultimately need to be supportable if they are not to
lead to economic, social and environmental disaster.

So how do we sustain the Australian dream and make it an exemplar to all other post industrial cities
worldwide? Is it possible?

The Garden City movement
promised we could live in
the countryside and work
in the city. Sustaining this
dream today increasingly
relies on efficient public
transport.

RIGHT INTO e
HEARTO THECOUNIRY.

BOOKTO HARROW SUDBURY ok PERIVALE
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Oil and mortgage vulnerability comparison —
by building on the fringe we are building in future poverty

R

2001

. 0-9 (minimal vulnerability)

. 10-14 (low vulnerability)

. 15-16 (moderate vulnerability)
. 17-18 (high vulnerability)

. 19-30 (very high vulnerability)

no data

Griffith University Urban Research Program VAMPIRE index,
Dr Jago Dodson and Dr Neil Sipe 2008,
Unsettling Suburbia: The New Landscape of Oil and Mortgage Vulnerability in Australian Cities
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Saving the Australian dream

To save the Australian dream we first need to genuinely understand the current costs
and vulnerabilities of our existing cities and then develop transformational strategies
that will retain the quality of lifestyle we desire while producing cities that are liveable,

economically viable, socially inclusive and ecologically sustainable.

So what are some of the short and long term costs of our urban developments when viewed through
the new realities of climate change and diminishing fossil fuels?

Climate change will undoubtedly impact on infrastructure and urban development in the near future.
Some of the main issues that will need to be considered when developing any future proofing
strategy are:

Climate change is already delivering more extreme weather events, such as flooding, storm surges,
reduced rainfall in certain areas, increased wildfires and extreme temperature variations.

Existing urban settlements and infrastructure are increasingly vulnerable and will need to be
protected against these events (e.g. buckling rail lines and exposed overhead wires).

Sea levels are likely to rise 1-2 meters in the next 100 years.

Recent research undertaken by Curtin University that found that for every 1000 dwellings, the costs
for infill and fringe developments are $309 million and $653 million respectively (Trubka et. al. 2008).
Additional fringe development costs incurred include hard infrastructure such as power and water,
increased transport and health costs, and greenhouse gas emissions.

Therefore by encouraging infill development, the economic savings to society would equate to
over $300 million per 1000 housing units, or in Melbourne’s case $110,000,000,000 over the next
50 years. This figure does not take account of the indirect benefits to society of factors such as
increased social capital and economic productivity as a result of better health and closer knit
communities. This research adds considerably to concerns about the unending sprawl of our cities
and strengthens the case for more compact settlement patterns.
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This built form
and transport
mode are no
longer sustainable

If Australia’s major cities are to meet future demands for population growth without simply repeating
past practices of taking over farmland on the urban fringe, a new paradigm needs to be found. This
needs to involve containing future development and infrastructure within the current city boundaries
to the greatest extent possible, while achieving greater efficiencies and affordability. This is the
aspiration of most cities but achievement typically falls short.

Strategies to achieve liveability and sustainability within the confines of existing city boundaries need
to comprise the six key ingredients of existing successful cities, namely:

> Mixed use

> Density

> Connectivity

> High quality public realm
> Local character

> Adaptability

‘We have reached an interesting

time when the drivers of sustainable
cities are the same as the drivers of
liveable cities, namely, mixed use,
connectivity, high quality public realm,
local character and adaptability.

When these characteristics come
together as they do in Barcelona, they
provide an alchemy of sustainability,
social benefit and economic vitality.
These cities reduce their need for car
travel, reduce energy consumption
and emissions, use local materials,
support local businesses and create
identifiable communities.’

— Rob Adams, The Age, 2009
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Of the elements listed above, the question of city density is arguably the most important. Compact
cities with high densities are emerging as the most robust in the challenges posed by climate
change. They are capable of operating on lower consumption and often produce more equitable
social characteristics and access to essential services.

Cities such as Barcelona with 200 persons per hectare, and more recently Malmo BoO1 in Sweden,
are examples worth reflecting on. Built in 2001, Bo01 is an exemplar of a low carbon footprint.

The development’s density of 120 persons per hectare equates to about eight times the typical
Australian urban density. BoO1 is comprised of highly sustainable buildings of 2-5 storeys in height.
As with Barcelona, this low rise high density dispels the myth that high density requires high rise.

It is arguable that no new building needs to be higher than 8 storeys to achieve high density
compact cities for the future. This built form is not only more sustainable but reduces the need
for excessive embedded and operating energy; for example: windows can be operable and used
for passive ventilation and cooling; stairs become alternatives to lifts for the lower floors; and the
reduced height helps ameliorate excessive wind effects at ground level, which is characteristic of
much taller buildings.

Malmo Bo01
Density = 120
persons per
hectare
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High density does
not necessitate

(NB: densities
shown relate to
specific buildings

449 553 903

people/ha people/ha people/ha

e 4.

m

MEXICO CITY MEXICO VANCOUVER CANADA VIENNA AUSTRIA

A new paradigm for Australian Cities should recognise the need to not only direct future
development to Activity Centres around rail infrastructure (which most are planning) but also to
recognise the enormous development potential of the road based public transport corridors created
by bus and tram movements. Curitiba in Brazil, for example, has pioneered development of the
‘linear city’, using a trunk Bus Rapid Transit network as the foundation for medium rise high density
development, surrounded by low density development.

‘In Australian cities, the aim should be
to maximize development along new and future
road based trunk public transport corridors’

In Australian cities, the aim should be to maximize development along new and future road based
trunk public transport corridors. These, as with activity centres, would become ‘key development
areas’, producing urban corridors that would utilise only up to 10% of the existing city area. This is
not a new phenomenon but rather a recognizable trend that needs to be facilitated. In Melbourne,
successful activity centres and transport corridors already exist as is apparent in Coburg and

along Sydney Road, Brunswick. They are increasingly vibrant and sought after areas to live in with
successful communities that support urban living for a wide cross section of nationalities and needs.

Importantly they exist in close proximity to suburban areas which make up the remaining 91% of the
city which could be designated as *areas of stability’ protected from high density development and
encouraged to become the ‘green lungs’ of the city through increased street tree plantings, water
collection, passive solar energy generation and productive back yards.
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Key Development areas of the city

Over the next decade, Urban Corridors along with Activity Centres, together which
account for only 6% of the land area within the Urban Growth Boundaries, will need to
become known as the most desirable locations for new urban development. This study
did not look in depth at the capacity within Melbourne’s Activity Centres. Research
undertaken by Melbourne University (Kim Dovey et al) indicates that the current area
available in the Activity Centres without any further extension of their boundaries is
6895ha. It is of interest to note that this area is similar to the land potentially available
for development along the urban corridors and is equivalent to 3% of the available

land within the Urban Growth Boundary. If this resulted in 60% take up for residential
development this would equate to 4200ha which could reasonably accommodate

840,000 people at a density of 200 people per hectare.

The aim should be that, by 2029, the key linear transport corridors will have developed into medium
rise high density corridors that connect all the activity centres, and provide easy access to high
quality public transport from the adjacent ‘productive suburbs’. Development of these corridors
would take development pressure off the existing suburbs, which can then develop as the new
‘green lungs’ of our metropolitan areas.

The success of these high density corridors will rely on clear communications and a widely
understood implementation strategy. The lessons from existing urban development strategies,

like Melbourne 2030, are that unless the parameters of engagement are clearly understood

by all the affected parties, the roll out will become bogged down and ineffectual. One of the issues
is that the current planning process is not well equipped to handle rapid development approvals.

Aerial view of
Melbourne showing
urban corridor (tram)

Major activity centre
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‘Development of these corridors
would take development pressure
off the existing suburbs’

Some of the requirements for this to work successfully are as follows:

> All the existing and future major trunk public transport corridors need to be clearly identified,
so that there can be no confusion as to the extent of the key development areas.

= All heritage buildings and public open spaces along these routes need to be protected.
> The extent of the footprint for redevelopment needs to be easily measured.

> The appropriate level of development, 4 to 8 storeys, needs to be determined up front
and be as of right.

= Clear principles around the transition and overlooking conditions in relation to the properties
running along the back boundaries of the designated sites need to be established.

> All new development will be required to provide no less than 80% active frontages along
all street frontages. Vehicle access to sites should preferably be from rear lanes or side streets.

> All developers will be required to provide a percentage of affordable housing in any residential
redevelopment (ie. a form of value capture).

> All new development will be required to meet high environmental standards, including integrated
energy/water/sewer systems.

> Streets will be modified to favour rapid public transport, bicycles and pedestrians
over motor vehicles

Combining
dedicated tram
corridors with
extended dedicated
bus corridors
could achieve a
rapid expansion
of Melbourne’s
public transport
infrastructure.
(Shown:
Curitiba, Brazil)
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The advantage of these prescriptive controls over the current approach to planning is that it will be
very easy for the land value to be determined. This will avoid developers ‘over bidding’ in the hope
that additional development potential can be achieved through the planning process. This approach
would also work in favour of small scale builders and developers, thus providing greater variety and
a smaller scale that is all too often absent from new large scale developments.

3D model of the evolution of the new paradigm in inner Melbourne

2 Existing and proposed road based
transport corridors

3 As of right development along corridors 4 Areas of stability between corridors
(early development)
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Maribyrnong Road, Maribyrnong study area, currently

Agmra S N N

Possible future

Affordability could be further enhanced if small scale domestic builders could achieve special
registration for developments up to 5-6 storeys. Current costing processes would indicate that this
approach is only financially viable for 1-3 storey developments. New construction methods, such
as factory fabrication of units, and/or the correct costing of all benefits so as to allow government
involvement in site procurement or offsets, are some of the main challenges that should be
addressed by economists.

Offsets need to be considered in the light of the over $300 million additional cost per 1000 houses
if built on the fringe (Trubka et. al. 2008). A small proportion of this $300 million, if invested in the
corridors, would both help ensure the viability of this approach and go some way to remedying
market failures with current development patterns (e.g. external costs that are ignored), including
infrastructure pricing (that does not reflect marginal social costs).

A key challenge for this approach is achieving public acceptance. The principles above will assist
in this regard, since they are intended to help assure the wider community that these corridors are
fixed and will not spill over into the suburban areas in between. There will also need to be good
visualisation of the outcomes (such as below) so as to overcome a concern that high density
inevitably equates to high rise.

‘Selling’ the idea should be helped by the reality that these development concepts are not new, as
they are starting to take place in many locations around the country. The proposition in this study is
that it is time to considerably speed up the process.
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By encouraging infill development,

the economic savings to society would
equate to over $300 million per 1000
housing units or in Melbourne’s case
$110,000,000,000 over the next 50 years.

Possible future

Johnston Street, Abbotsford study area Current Possible future
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Development capacity of Urban Corridors

This study looks at the potential yield that could accrue from this approach to
intensification of the urban corridors. A number of assumptions, as illustrated below,
were made in determining the potential for future development along these tram

and bus corridors.

The results, as can be seen below, is that over 2 million people could be accommodated along
these routes — providing affordable, well positioned accommodation without the need to subdivide
any further land or extend the current growth boundaries. This could all take place using existing
commercial delivery modes and saving up to $110,000,000,000 over 50 years.

The secret is to recognise the need to transform our existing infrastructure rather than building
and expanding in the hope that increased size will improve our capacity.

Urban centre
= 3,371,888 (2006)

Melbourne Statistical
District = 3.9 million
(2009)

Note: entire bus
network is shown

Urban growth boundary

Tram/Light rail network

. Bus network
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Steps in calculating developable sites along Urban Corridors

Refer to Appendix 1 for extended methodology

g

__
L _gfﬂ i
o

1 Identify cadastral parcels 2 Remove special building zones
(CBD, Southbank, Docklands, St Kilda Rd)

Melbourne metropolitan
cadastral parcels: 1,571,532 Total Melbourne
metropolitan sites = 1,569,116

3 Then select parcels along tram 4 Remove areas in parks
and priority bus routes Potential sites (tram routes) = 23,505
Potential sites (tram routes) = 27,156 Potential sites (bus routes) = 95,450
Potential sites (bus routes) = 98,132 Total = 118,955

Total = 125,288
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Remove public use and industrial zones

Potential sites (tram routes) = 23,202
Potential sites (bus routes) = 91,252
Total =114,454

Remove sites without rear laneway access

Potential sites (tram routes) = 18,188
Potential sites (bus routes) = 22,440
Total = 40,628

Remove recently developed sites
and sites in planning (DPCD)

Potential sites (tram routes) = 18,118
Potential sites (bus routes) = 22,138
Total = 40,256

Remove heritage register buildings

Potential sites (tram routes) = 17,726
Potential sites (bus routes) = 22,038
Total = 39,764

20

Remove sites with frontage <6m

Potential sites (tram routes) = 16,307
Potential sites (bus routes) = 21,973
Total available sites = 38,280

Transforming Australian Cities
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Remove 50% of sites
within the heritage overlay

Potential sites (tram routes) = 13,439
Potential sites (bus routes) = 21,038
Total = 34,477



11

Available sites

Final total = 34,477

Developable sites along Urban Corridors - study results

As outlined here, urban design criteria were applied to identify the developable sites adjacent
to Melbourne’s transport infrastructure (tram line, priority bus line) with a view to calculating the
potential developable sites along urban corridors.

Adjacent Adjacent Total

to tram to Priority

lines Bus Lines
Developable sites —
as per urban design criteria 13,439 21,038 34,477
Area of developable sites (ha) 1,418 5,275 6,693
Current population of
developable sites 42,540 158,250 200,790

Development capacity of Urban Corridors

The number of developable sites was then used to calculate the development capacity of the
urban corridors if two alternative density scenarios are applied.

Net

population

increase
Low density (180 people per hectare) 1,003,950
High (400 people per hectare) 2,476,410

21

In summary this demonstrates that Melbourne’s Urban Corridors could accommodate a potential
population increase of up to 2,476,410 people.

Disclaimer

Data has been collected from a variety of sources including VicRoads, Department

of Planning and Community Development (DPCD) and Department of Transport.

Each dataset has been collected to various levels of accuracy, completeness and currency.
Where data is not available it has been derived. For example rear laneways have been derived
based on gaps between cadastral parcels.
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Distribution of Urban Corridors in Melbourne Local Government Areas

Local Government Areas (LGAS) are responsible for assisting the State Government
in planning for Melbourne’s future growth. Using the LGA boundaries the potential
distribution of urban corridors was determined in order to attribute potential
development opportunities to each LGA within the Urban Growth Boundary.
Background

The area within the Urban Growth Boundary consists of approximately 224,895ha of land and
contains 12 LGAs and intersects a further 19 LGAs.

Intersection between LGAs and
Ay the Urban Growth Boundary
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This table illustrates the proportion of each LGA that falls within the UGB as well as the area for

potential development along the transport corridors.

LGA LGA area LGA area % LGA Area (ha) % impact
(ha) within UGB | within UGB | along on LGA
(ha) urban area within
corridors UGB
Banyule 6,253 6,253 100 205 3
Bayside 3,698 3,620 98 192 5
Boroondara 5,999 5,999 100 537 9
Brimbank 12,342 11,120 90 190 2
Cardinia 128,100 8,304 6 1 0
Casey 40,997 17,710 43 398 2
Darebin 5,345 5,345 100 288 5
Frankston 12,958 8,554 66 141 2
Glen Eira 3,869 3,869 100 312 8
Greater 12,958 9,088 70 100 1
Dandenong
Hobsons Bay 6,425 5,683 88 112 2
Hume 50,392 12,434 25 185 1
Kingston 9,136 8,513 93 108 1
Knox 11,388 9,433 83 91 1
Manningham 11,351 7,143 63 226 3
Maribyrnong 3,123 3,123 100 432 14
Maroondah 6,139 5,933 97 94 2
Melbourne 3,623 3,604 99 128 4
Melton 52,771 3,606 7 202 6
Monash 8,148 8,148 100 480 6
Moonee Valley 4,427 4,427 100 244 6
Moreland 5,097 5,097 100 217 4
Mornington 72,373 19,175 26 51 0
Peninsula
Nillumbik 43,303 3,416 8 35 1
Port Phillip 2,062 2,052 100 120 6
Stonnington 2,565 2,565 100 309 12
Whitehorse 6,428 6,428 100 613 10
Whittlesea 49,012 10,800 22 362
Wyndham 54,223 14,491 27 116
Yarra 1,954 1,954 100 194 10
Yarra Ranges 247,000 7,007 3 11 0

Total Area within UGB = 224,895ha

Total Area along urban corridors = 6693ha

Urban corridors represent 3% of land within UGB

23
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Percentage potential urban development sites by LGA

within the UGB

Percentage of potential
development sites within LGAs

=1%

2-5%
6-10%

11-15%

UGB

The above map illustrates the percentage of potential development sites by LGA within the UGB
as a thematic map.

Based on the calculations the inner LGAs host a higher proportion of tram and bus lines and thus
the opportunities for increased density is present on a greater number of small sites as reflected in
the map. In contrast when urban corridor sites are located in the outer LGAs they tend to be very

large and also provide significant opportunities.

24
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The development potential of each LGA was then explored in terms of two density scenarios
previously applied to the total available area.

The following assumptions were made:
. High scenario 400 people per hectare
. Low scenario 180 people per hectare
. Each dwelling contains 2 people

. Currently there are 30 people per hectare living along the transport corridors

Net Population Increase

Net Dwellings Increase

Local Government Area
(LGA)

Low
(180 people/ha)

High
(400 people/ha)

Low
(90 dwellings/ha)

High
(200 dwellings/ha)

Banyule 30,783 75,932 15,392 37,966
Bayside 28,759 70,939 14,379 35,469
Boroondara 80,561 198,718 40,281 99,359
Brimbank 28,481 70,253 14,241 35,127
Cardinia 187 462 94 231
Casey 59,693 147,242 29,846 73,621
Darebin 43,131 106,391 21,566 53,195
Frankston 21,183 52,251 10,591 26,126
Glen Eira 46,781 115,392 23,390 57,696
Greater Dandenong 15,026 37,064 7,513 18,532
Hobsons Bay 16,796 41,431 8,398 20,715
Hume 27,773 68,508 13,887 34,254
Kingston 16,228 40,028 8,114 20,014
Knox 13,580 33,497 6,790 16,749
Manningham 33,895 83,608 16,948 41,804
Maribyrnong 64,866 160,003 32,433 80,002
Maroondah 14,056 34,671 7,028 17,335
Melbourne 19,164 47,272 9,582 23,636
Melton 30,240 74,592 15,120 37,296
Monash 72,005 177,614 36,003 88,807
Moonee Valley 36,623 90,336 18,311 45,168
Moreland 32,543 80,273 16,272 40,137
Mornington Peninsula 7,598 18,741 3,799 9,370
Nillumbik 5,288 13,044 2,644 6,522
Port Phillip 18,074 44,582 9,037 22,291
Stonnington 46,322 114,260 23,161 57,130
Whitehorse 91,942 226,791 45,971 113,395
Whittlesea 54,231 133,771 27,116 66,885
Wyndham 17,405 42,933 8,703 21,466
Yarra 29,118 71,824 14,559 35,912
Yarra Ranges 1,617 3,988 808 1,994
Low High
Total population increase (people) 1,003,950 2,476,410
Total dwelling increase (dwellings) 501,975 1,238,205

25
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Benefits of Urban Corridors

The major benefit of this approach is that Australian cities could immediately start to
move to improve their long term liveability, economic productivity and environmental
sustainability, through the positive forces of the private market system, and achieve this
by only changing about 3% of the existing footprint of the city. More specific benefits

include the following:

> With increased densities resulting from medium rise development along corridors, substantial
population growth can be accommodated in the existing urban area, easing pressures on fringe
green space and agricultural land.

> These increased densities will support a wider array of services and experiences
for residents and visitors.

> The economics of providing high quality public transport services along denser
corridors would improve.

= High quality, calmed public transport streets with continuous active frontages would provide
a safe and vibrant pedestrian environment.

> Environmental excellence in energy, water and waste management would minimise the need
for upgrading existing or new infrastructure.

> Reduced car dependency would assist transport disadvantaged people.
> An increased pool of affordable housing would become available, provided through the market.

= The application of good urban design principles, such as high quality public realm, clear definition
between public and private space, active street frontages, sun and weather protection would
improve the quality of urban space.

> Production of mixed use development would result in greater accessibility
to local work, services and recreation opportunities.

> New ‘high streets’ connecting activity centres provide an urban experience close to suburbia.
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Productive suburbs: areas of stability

Australians have a love affair with the suburban block with its detached single dwelling

and extensive greenery. This deep seated empathy is not going to change in the short

term nor are these areas going to be rebuilt by 2029. Attempting to retro-fit significantly
increased density development in areas not well serviced by public transport is unlikely
to be a viable proposition. Instead we need to enhance the quality of these areas,

while introducing greater sustainability.

These areas can become the new ‘green wedges’ of our future cities, working in conjunction with
the urban corridors and activity centres, and providing alternative but complementary qualities of
residential experience. These areas should become greener, capable of collecting and purifying
storm water, generating renewable energy and with more productive back yards so as to reduce
the overall ecological footprint of the city, making it more sustainable.

New ‘green wedges’
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‘This approach will see the majority

of the city, namely the suburbs, remain
largely in their current although
improved form’

While corridor development is not a new idea, the idea of linking it to a consolidation of suburbia is.

If this part of the ‘new paradigm’ is to receive community acceptance, then it needs to be
clearly understood that creating the suburbs as ‘areas of stability’ is fundamental to successful
implementation. It is also important to reinforce the idea that this approach will see the majority
of the city, namely the suburbs, remain largely in their current although improved form.

Aerial view of
Melbourne showing
productive suburbs

Urban corridor (tram)

Major activity centre
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‘If a comprehensive approach to change
becomes mandatory...the community
will usually accept this change’

Some of the requirements for areas of stability to work successfully are as follows.

= The areas of stability need to be clearly designated.
> A maximum height limit, of say three storeys, needs to be placed over all these areas.

> Any new development within these areas needs to reinforce the character of these areas,
namely as green suburbs.

> The streets within these areas need to become well-treed ‘bio links’ and slow speed, safe pedestrian
environments. Water sensitive urban design treatments need to be installed to slow over ground
water flows and allow time for stormwater to be cleansed and absorbed into the groundwater.

= All properties, old and new, should be required to collect their stormwater and greywater.
> Precinct-wide sewer mines should be introduced to water local parks and gardens.

> Wind and solar energy generation on all properties should be a requirement and be facilitated
through standard nationwide feed in tariffs.

> Waste collection from properties should be minimised and infrequent so as to encourage recycling
and reuse.

> Back yards should be encouraged to become water sensitive and productive.

> All new and old houses should be required to become energy and water efficient to the highest
possible standards.
As has often been illustrated, if a comprehensive approach to change becomes mandatory, such as
water rationing, the community will usually accept this change. This is where political leadership and
courage are required.
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After (demonstrates the minimising of the impact
of the corridor development on the streets behind)

Potential resources of productive suburbs

A study of inner, middle and outer suburban areas would indicate that they have
the ability to not only be self-sufficient but capable of supporting the adjacent dense

corridors. The following is a summary of the key findings:

> The gross energy demands in these areas by 2036 will increase by 14%, 50%, and
44% for inner, middle and outer case study areas respectively, assuming a 25% decrease
in demand-side usage.

> The total roof space required to service existing and increased demand per dwelling is 16,
22 and 28 square meters for inner, middle and outer case study areas.

= With stringent demand-side management (eg. reduction by 45%), rainwater collection off 100%
of residential roof space, supported by greywater collection and reuse, could meet 100%
of our domestic requirements.
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