PART I

COMMUNICATIONS






ROADS.

Probably one-quarter of the developed area of this Cityis set aside for the use of the general
public for means of communication by road. It is, therefore, evident that there is no phase of
city growth of more importance to the community. [t is unfortunate that the past development
of roads and streets has been allowed to take place with so little regard to their prospective use.
The construction and maintenance of the roads are a charge on public funds, and it follows that if
this money 18 to be wisely spent the road and street systems should be so designed and used as to
give the greatest practicable convenience and service to the whole community.

The following extract from Harland Bartholomew’s Report of 1917 on “ I'roblems of St.
Louis " is worthy of quotation :—-

*“ The average town or city dweller is quite apt to pay little more attention to the
streets he uses than to the air he breathes ; he takes them both for granted. His business
or his pleasure requires that he get about from place to place, and he uses the streets as
he finds them, with a sense of satisfaction when his way is direct and free from interruption
and of irritation when opposite conditions prevail. Generally, it is only when undue
congestion impairs the free flow of traffic that he begins to realize the importance of an
adequate system of streets, just as he realizes the value of clean, Eur{'. air when his
surroundings become smoky and grimy ; but if the importance of the subject is once
appreciated, it becomes evident that the future growth of the community, as well as its
present stability, is absolutely dependent upon the development of suitable avenues of
travel, and that even very considerable sums expended to secure them will in the long
run be many times repaid.”

Early Development.—When examining the existing street system of this metropolis it must
be remembered that Melbourne is not yet 100 years old. In that time a wilderness has been
transformed into a city of over one million inhabitants. '&’Prf' little thought was given to nltimate
development in the early stages of its growth. In those early days no data was available to give
an indication of future conditions, and therefore visionary ideas at that particular time may have
resulted in much worse conditions than we have inherited. After the general trend of development
had been established, however, forecasts of reasonable accuracy could have been made of probable
future needs for & number of years. Pastoral requirements were the first to be met, and after
the central and certain isolated settlements were laid out, the neighbouring lands were extensivel
surveyed for grazing areas. These Crown surveys were generally on the rectangular pattern with
roads 66 feet wide, %c&rhg in the cardinal directions. They were laid out with little or no regard
for the contour of the country.

Three-Chains Wide Stock Routes—The gridiron layout of the roads referred to was
occasionally intercepted by diagonal roads leading to the market centre, which has since become
the city proper. These diagonal roads were generally the original tracks used by horse and bullock
teams, and by travelling live-stock, and they were subsequently included in the Crown surveys
and later subdivisions. In order that the travelling stock could be assured of a certain amount
of pasturage, these roads were often of a surveyed width of 198 feet. Although originally
designed as stock routes, they now form one of the most valuable possessions of the metropohs

from the utilitarian and aesthetic standpoints.

Influence of Early Development on Existing Street System.—As settlement proceeded many
changes were wrought in the nature of development closer to the growing city, butall these changes,
so far as the street system is concerned, have been 11nﬂu-:'1_1|:ed ]_J__l." _the original Government surveys.
The layout of the rectangular street system as it existed in 1855 is shown on the plan on page 52.
The large pastoral holdings passed in turn to farms, smaller farms, market ga?{legm: urr:lm?ds. &e.,
and then into township allotments. Each change was dependent upon the individual viewpoint
of the owner and purchaser of each property, who subdivided and used the holdings apcurdp‘:]g
to their own ideas. Until very recently there has been no effort to evolve a street system in which
the subdivision of one property should be so carried out as to co-ordinate with the 'udjojning

roperty, nor a thought for the effect which individunal !'Hut"ta may haw1 on the metropalitan plan.
}E‘he result of this procedure, which is little different to-day, is that the original stock routes are now
called upon to meet the street needs of a city of over 1,000,000 inhabitants. There is no evidence
of a saturation point with respect to metropolitan population, but the congestion in some of our
thoroughfares during busy hours is evidence that the saturation point is being reached so far as
direct rontes of communication are concerned.
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The Petrol-driven Vehicle.—The advance in the methods of t-r!}n.qpurt'during recent years
has rendered possible much greater expedition of movement. The 1n1|ternaT combustion engine
has played a most important part in the evolution of speedier transit. This has transformed
the whole basis of road communication. The encouragement and facility thus given for rapid
and direct individual movement has taxed the capacity of the street system of nearly every city,
because the streets and towns were not designed for such use. In order that the most eflective
use may be made of the street system, and modern requirements in respect of time-saving may
be met as far as possible, the town planner must devise ways and means of pmvulml? the maximum
facilities and improvements which economical and practical considerations will allow.

Influence of Present Development on Future Street System.—The Commission came to the
conclusion early in its investigations that the roads passing through the inner built-up areas were
insufficient to accommodate indefinitely the ever-increasing traffic being generated by the
constantly expanding outer suburbs. Because of the heavy expense that would be ineurred by
any scheme of wholesale street widenings, the Commission 1\35 pursued a policy in the design of
a plan of future development aiming at supplying alternative routes which in many instances
actually give shorter distances of travel than those existing.  On account of the lesser interruption
to traffic on the new routes, savings in time will also follow their use.

The growth of the metropolis along the various railway lines, leaving comparatively sparsely
settled areas between, as shown by the map on page 24, has permitted the planning of valuable
wide highways at a fraction of the cost w]uirh would have been necessary to obtain the same
advantages by any replanning of the existing main roads. Many of the routes now planned
through the sparsely developed areas will intercept traffic which, in the ordinary course, would
have continued to f)ulluw the old routes and resulted in added congestion in the inner areas.

Ineffective Existing Streets.—There are numerous streets in the metropolitan area which
are suitably located and of sufficient width to warrant their much greater use. Owing to the
configuration of Melbourne and the lack of snitable connecting links, these streets are not efficient
units in the roads system. Their improvement and extension as a part of the general road scheme
has, in the majority of instances, been planned so that entirely new vehicular routes are opened
up not only to provide a good system of inter-suburban communications, but also to give more
convenient access to the existing and proposed main trunk highways.

The Influence of Streams.—A serious dislocation of the street system is cansed by the eight
important streams which converge in a roughly radial direction on the inner areas, In nearly
every instance the lands on either side of these streams are in different municipalities, the stream
forming the boundary. The streams, generally speaking, have very winding courses and their
steep banks have rendered the adjacent lands unsuitable for building purposes. One of the
consequences is that the street layout in the vieinity of the watercourses is chaotic.  Fortu nately,
however, these areas are the last of the inner suburbs to prove attractive to the home builder.
and the lands referred to are comparatively cheap. This sparsely developed condition has enabled
not only the planuing of economical supplementary radial roads, but a reasonably good systen
of river and stream crossings for linking up the streets of the various municipalities so that a free
interchange of traffic may be attained. By joining up the irregular street systems along the
banks many excellent continuous routes can be secured. )

Tramway Rowtes.—At present 134 miles of tramway routes are operated by the Melbourne
and Metropolitan Tramm:q'ss Bourd, a,!u;l 10 miles by the Railway Commissioners, Eighty-cight
miles of the total are laid in streets which are 66 feet or less in width. ‘

When the tramways were first laid they followed roads which as a general rule were the
principal traffic thoroughfares. When the various tramway undertakings were amalgamated
under the present Melbourne and Metropolitan Tramways Board, that body took over the
obligation to construct the road along the tracks, and for 18 inches outside each outer rail, as
well as to illuminate certain of the tramway routes at night. Hoad construction and lighting
have been carried out by the Board in o manner which has encouraged other wheeled traffic to
follow the same route as the tramway. The result has been that vehicular traffic has becor
accustomed to using the tramway streets in travelling between the suburbs and ecity where the
are connected by tram tracks. In streets on which tramways are laid, the peak \'Eiiirul;u- traH'i‘:'
is coincident with the heaviest tramway loading, and only a limited use can be made of the
tramway tracks owing to the frequency of trams. In the City streets, where the need far
additional road space is greater, vehicular traffic is almost wholly precluded from using the
space occupied by tramways. -
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Many sections of tramway strests are business and commereial thorouchfares. which
encourage a line of stationary vehicles at the kerbside.  In some streets of 66 feet or lassar widih
the Fi'fu.mfin;_; vehicle at the kerb reduces the roud space availalile for moving "-‘l‘-hi("lil_hl.]'. traffie .“;
such an extent that a vehicle cannot pass between a tramcar and a stmaliu}: vehicle. Asa
consequence, in many instances, the speed of vehicular traffic is reculated by the spue;i of the
tramear.  The frequency of tram stops necessitates the stopping or slowing down of other "-'{'I'Iif"ll}é
which collect and create congestion, = = )

In the majority of cases the expense and diffienlty involved in widening streets in which
tramways are laid u‘f"uhl impose too great a financial strain upon the community. Although in
certain cases there is no satisfactory alternative, the Commission has planned its main roud
pmpnsuls so as to remove, as far as possible, the * through ** vehicular traffic from the tramline
streets. .\ svstem based on these lines will considerably relieve the congestion on these routes
because it will leave the tramline streets principally for ir:unw;;y sarvices and local- antd business

trafhe.

Where tramways are located or are proposed in streets of 99 feet width or more, excepting
in the City business area, the Commission considers that the tramway should be given the exclusive
use of its irack and nramlnd from other traffic by lawns or plantations. In cddition to
gagmgating the traffic, the plantations provide continuous safety zones, thus permitting safer
and faster movement of all traffic along the road and for pedestrians erossing it.  Incidentally,
tramway track construction and maintenance will be less costly. '

1]1 I“E-n}' CisEs 'ill its rl_"'_“f.”Hll“_'!"l]ﬂtiulls “‘Iii{'.h l‘l]"ﬂ“’. tl“} t‘l:l"‘lll‘l.iﬂﬂi”“ hﬂﬂ ﬂflﬂptefl i “'i‘lth
of 100 feet for main roads m order that future development along these routes. other than in the
city proper, shall be so guided as to permit of the * parking ™ of the existing or probable future
tramway. This recommendation will necessitate an amendment of the existing legislation or
of the official interpretation thereof. The provisions in this regard in the Tramwayvs Acts are
at variance with the Local Government Acts, but in neither case is authority given for the placing
of tramways in reserves in streets of 9% feet width. ' '

The Influence of Zoning. —There is a direct relation between the density and character of
development and the volume of traffic. A comprehensive plan which makes correct provision
for its residential. business and factory arveas, which locates transportation services where the
traffic can be most efficiently handled, and which also establishes playgrounds, parks, arenas.
markets, public buildings. &c., in their most appropriate localities, materially aids the roads scheme.
Different activities produce different kinds and amounts of traffic. An efficient street system
cammot be obtained unless planned on a definite set of conditions governed by regulations which
will not permit of their drastic change. Where the future formn of development of an area is
determined, the planner and engineer can at once decide the width, grade, direction, construction,
cross-section, d&e.. of the roads required to serve that locality. By avoiding mixed development,
rovision can be made to reduce the cost of construction and maintenance of thoroughfares adequate
or all requirements of purely residential neighbourhoods. The saving in construction and
alteration costs and the elimination of waste which properly zoned distriets lrermit, would oo far
to balance the more costly outlay to be met in localities which demand a higher standard ulf-rueul
construction.

As that part of the plan of general development, outlined in Part V. deals more fully with
this phase of the work, only passing mention is made here. Tt must be obvious, however, that if
the capacity of buildings in any area is such that they attract a volume of traffic so great as to
impair free circulation in the streets of access, remedial measures must be tuken. Hither a greater
amount of street space must be provided or the height of buildings must be regulated. As the
width of streets where concentration is likely to occur is fixed, and the majority of buildings
have not yet attained such a height as to affect seriously the traffie flow, it is of the utmost
importance that the height of buildings should be regulated in accordance with the recommenda-

tions made in Part TV,

Factors which Reduce Available Street Capacity.—There are many influences which t:ﬁm:I to
reduce the effective capacity of streets for traffic movement, Up to a certain stage there is little
nesd 1o consider this aspect of street study, but when the increase in vehicles or pedestrians using
a thoroughfare has a tendency to retard the rate of movement, some regnlation of the use of the
available street width becomes necessary, Examples of retarding influences are ;—The dangerous,
confusing and f_lilﬂ'l'gﬂlu?ﬁd operation of vehicles generally shown by failure to drive in lanes ;
the clogging of intersections by safety zones and car stops ; the mingling of pedestrians with the
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vehicular traffic; the efiect of turns; the increment to the main road traffic from intersecting
streets; ~ parked " vehicles; cross traffic at intersections; cutting up of roads and footpaths to
attend to underground services; Interference due to ditierent types of }'ehmles or to varying
speeds of movement ; and the form of road surface, grade, or road repairs, &e. Pm_nbabl}- the
principal causes of the clogging of traffic in the prmcipal streets of this Metropolis are the
madequate number of bridges and by-pass roads. The result is that a very large percentage of
our traffic is compelled to follow routes which are indirect or are taxed above capacity. Itis
considered that the remedy or this lies in the adoption of the proposals contained in this Report.

A street system has certain limits to the amount of traffic it can carry, and if the height
and_use of buildings are not properly regulated the capacity of the street is likely to become
insufficient. The question of limiting the height of buildings and defining the uses of property
is dealt with under Zoning (Part 1V.) and should be read in conjunction with this paragraph.

Pending the separation of the traffic into its correct routes, and allowing for the ever-
increasing volumes of traffic our street systems are called upon to carry, regulation and control
of the traffic must be a useful aid in the solution of the problem. Recommendations as to this
are also made under appropriate headings in this Report.

The claims of the motorist for greater facilities are persistent, and frequently unreasonable.
The Commission quoted statistics in its First Report to show that by comparison the stationary
motor vehicle occupied 37 square feet of road space per passenger against 3+2 square feet per
passenger on a standing electric tramcar or motor bus. These ratios are, of course, accentuated
i the case of moving trafic.  Whilst the motor vehicle must be accepted as a permanent factor
in the street transport, and all practicable provision made for its accommodation, the tramear is
by far the most economical user of sireet space. The Commission took out figures from its traffic
census of 20th April, 1924, which showed that the tramcars operating in the streets of the city
proper constituted only 91 per cent. of the total city traffic, and only 16+6 per cent. of the
passenger-carrying street services, yet they transported 72-8 per cent. of the passengers. The
comparative figures for the census of 2nd December, 1926, are :—

Trams constituted .. .. 8.2 per cent. of total traffic.
Trams constituted .. .. 13.8 per cent. of street passenger traffic.
Trams carried = .. T1.2 per cent. of total passengers.

Although horse transport is shown to be decreasing, a substantial llmrt of the traffie is
atill of this class. This is evidence of its utility, and at its present rate of decrease it must take
many years before this form of traffic can be regarded as obsolete in certain fields of service.

The stationary vehicles at the kerbside are one of the most uneconomical uses of street
space, and this matter is specially dealt with next.

The use of the private motorivehicle for ordinary shopping purposes or for merely personal
transport to and from business, causes a most extravagant use of street gpace. It is not reasonable
to expect that huge sums of public money should be expended to provide additional facilities
for this form of road use.  As it is not practicable to prohibit the unnecessary use of private motor
vehicles, a stage must be reached when the facilities now enjoyed by such use must result in delays,
congestion and restrictions. The use of the first-class public transport systems of railwavs and
tramways now available will then be found more convenient than the use of the privﬂto'mntm
car by those desiring to reach the city,

Parking of Vehicles.—The standing vehicle at the kerb and the problems created thereby
are wholly attributable to the increasing use of the motor vehicle as a medium of tmn!-;purtatim;,
In earlier years, when the number of motor vehicles was small and all other street traffic was much
less in volume, no objection was taken to the nse of the street space at the kerb, except where it
yrevented the loading and unloading of goods for business houses. The increase in motor vehicles
[]uﬂ been accompanied by an increasing desire on the part of owners to use the kerb space, until
the stage was reached in Melbourne some time ago where controlling measures had to be taken.
It has been possible to regulate motor car parking reasonably well, thus far, without causing
unwarranted inconvenience to other trathe., Motorists had enjoyed a fairly long period prior to
the introduction of regulations during which thev beeame aceustomed to parking their vehicles
at the kerbside, and some have come to regard this facility as a moral obligation on the part of
the authorities to preserve for them an area in which they may leave their cars. The use of the
principal streets merely as garages, however, is obviously selfish, because many are inconvenienced
and only a few are accommodated.



Vehicles parked at the kerb and in the centre of Queen-street, Melbourne,
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Teaffic in Little Flinders-street, Melbourne, looking west, showing vehicles
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The measure of control of this phase of city traffic difficulties, which has been almost
universally adopted, is very well stated by Professor Miller McClintock of America :-

* When the use of the street for storage purposes impairs the use of the street
for purposes of transportation, or for acts directly connected with transportation, the
former use must be prohibited.”

It is, however, in the application of this remedy that difficulty is encountered, inasmuch
as it has to be determined when the traffic traversing any street, in which parking is allowed,
is subjected to inconvenience to a greater degree than the motor vehicle owners who, by a prohibition
of parking, would have to find some other place to leave their cars.

The convenience of being able to park cars at the kerbside is a real one, but as it is open
to abuses it necessitates the imposition of a time limit and other regulation. Moreover, eivie
authorities may be justified in incurring moderate expenditure on increasing the amount of road
space so as to delay the time when the ]:rnhihitiml of car |Hll‘ki1]}.! in certain sections of our city
streets micht otherwise have to be enforced.

The Commission does not approve the suggestion frequently made, that the municipality
should be called upon to provide some form of garage accommodation off the streets. The onus
of finding parking space according to the municipal by-laws, or otherwise at his own expense by
garaging, must be left upon the individual. Many proposals in this regerd have been submitted
to the public and to the Commission officially, i||ﬂmlliu;_; schemes for bridging over portions of the
River Yarra, or the railway vards, and for underground garages under various streets, the
utilization of the Western Market site, &e.  The Commission eannot agree that any of these schemes
is the responsibility of the municipalities.

[t has been proved by census counts that the volume of through traffic in the streets of the
City proper which could nse other streets by-passing the congested portions of the City area amounts
to approximately 43 per cent. of the total trafiic. The removal of this percentage from the City
business area would materially extend the time when the adoption of more stringent regulations
would need to be enforced.

When the Conunission’s general scheme of roads for the metropolitan area, in conjunetion
with a bridge-construction programme, has been carried out, it will go a long way towards equalizing
the distribution of ity traffic in all streets. and thus avoid the acute concentration now evident
in sections of certain city thoroughfares.

While these schemes will greatly assist the City traffic, there is little doubt that the increasing
population and the encouragement given by the provision of extra facilities for street transporation
will require more and more street space for moving vehicles. It is the duty of the authorities to
preserve the street space for its primary and proper use. The best method of doing this is by
progressive regulation, and the prohibition of the standing vehicle, in conjunction with a systematic
scheme of street improvements and direct routing of traffic, when the volume of street traffic
becomes such as to require greater freedom of movement.

The inconvenience caused by the parked vehicle is also pronounced in some of the busy
suburban streets which carry a large volume of arterial traffic. It would be in the best interests
of the public if the regulations governing parking in the metropolitan area were framed by one
authority whose duty it would be to maintain a systematic study and control of traffic conditions.
of the public if the regulations governing parking in the metropolitan area were framed by one
authority whose duty it would be to maintain a systematic study and control of traffic conditions.
The position of vebicles parked at the kerb should be determined by the character of the street
and the amount of it which must be kept open for moving traffic. The present restrictions which
prevent vehicles from parking in the vicimty of intersections, especially on tramline streets, are
very necessary and should continue. The capacity of streets is not so much affected by a row of
vehicles at the kerbs as by the difficulties of securing clearances at intersections. It is mainly
the capacity at the intersections which determines the rate of movement. )

The fact that the great bulk of the * peak ™ hours’ traffic in the moming is inward to the
central business area and outward during the afternoon, offers an excellent measure of rlief in
congested streets hy temporary prohibition of parking on the particular side of the strost op
which this volume of traffic is if:ls&in;:. The extra lane thus made available, especially iy the
case of tram-line streets. would increase the efficiency and capacity of those streets in wjah
a prohibition operated.
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UNDERGROUND SERVIUES.

_ The closing of or interference with roads and footpaths in order that pipes and cables may
be laid or repaired is a frequent occurrence. Two questions suggest themselves in regard to this
matter ;—Is this perpetual pulling up of the roads really necessary 7 Are not the traffic and the
pedestrian entitled to some protection against these disturbances !

There is a distinct need for greater co-ordination between the authorities who control
the unﬂe_rgruunli services of the metropolis. Each authority places services under publie roads
or ways in accordance with its own immediate needs, and irrespective of the services or prohable
programme of other authorities. The multiplicity of services which are located under some of
our toads practically prohibits an extension of any one of them without interference with others.

During 1927, in the Municipality of Melbourne proper, the following permits were issued
to open roads. These figures do not include the ordinary road or footpath construction or
the maintenance of and attention to tramway routes. '

Melbourne and Metropolitan Board of Works—

Water .. v i s o s s 772

Bewerage 4 i 73 r = o 35
Postal Department e . . . . 261
Gias Company i 5 i s s s THA
Railways Department . . . s i 14
Melbourne City Council—

Hydraulic power . = i e i +H

Electric Supply Department - . . .. 33
Pluombers, &e. .. 3 i o et I B &

The total length of streets and lanes in the same area is as follows -

Streets .. i i . 125 miles. 49 chains,
Lanes .. - .. .. T 62
184, 31

The importance of the location and control of the underground services is less apparent to
th!_!dcasual observer, because the numerous underground structures are out of sight or little in
evidence.

The compiled records do not show the number of times particular streets have been dug
up to enable replacements or repairs to be effected to the services. When once a street has been
properly constructed, any breaking of it must seriously impair its condition, and the damage
done by frequent digging of trenches means the expenditure, in the aggregate, of a very
large sum. '

atter, which is only evident after cities attain a certain size, is the

Another aspect of this m 1
public as a result of the constant tearing up

inconvenience and loss experienced by the general
and laying down of pavements.

Many conferences and authorities have suggested means for overcoming the difficulties
created by a lack of co-ordination of these services and a conference of engineers of metropolitan
municipalities and public bodies in Melbourne has recently completed a report on the matter.
The Conference made many recommendations which, if adopted uniformly, should operate with
advantage. A number of the recommendations, however, may not receive general endorsement.
On the subject of co-ordination between the various interested parties the Conference favoured
the scheme at present in operation in the Municipality of Melbourne, which requires each of the
parties to the agreement to give to each other due notice of intended openings for the enswng six
months, in order that the duration of street works may be shortened and the consequential and
unavoidable inconvenience to the public reduced to a minimuni.
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The Conference of Engineers recommended that all services should be placed wherever
practicable under the unpaved portion of footpaths in residential streets and under the footpaths
of all other streets. The Commission endorses this recommendation.

The Engineers’ Conference also recommended that, in order to avoid future disturbances
of road and footway surfaces in residential streets, duplicate water and gas mains be laid, or
alternatively ducts for service pipes should be laid at right angles every 50 feet, such work to be
carried out, if practicable, during street construction operations.

Modern road construction in concrete and other durable materials makes the laying of
services under the road-bed almost impracticable on account of the diffienlty and :--mt-_uf
penetrating the roadway and of effectively repairing any excavations. Road rgmnst-rllctlﬂ_n
programmes in recent vears have invariably ineluded the lifting of various mains and their
relaying in other than the constructed portions of the road-bed. Certain mains, however, have
to give service connexions to the properties in the street, and unless these services are tluplmat{ed
with a main on each side, connexions must be taken across the street, either in conduits
provided for the purpose or by trenching, tunmelling, or boring under the constructed road.
The stage has been reached in this metropolis where new methods might well be adopted for
new areas of settlement, whereby definite sections of streets should be set aside for services,
Duplication of mains should be provided for to avoid the tearing up of roads for laying small
service pipes.  This system should also be adopted when reconstruction of existing streets
takes place.

It would appear that, where the number or volume of services in any important thorough-

fare is large, the construction of subways or ducts for their accommodation should be seriously
considered.

A further recommendation by the Conference of Engineers was that sewer mains should
be laid at the rear of allotments where eazements have been provided. This recommendation
was made because of the considerable space ocenpied by manhole covers.  The Commission favours
this type of development, but considers that, wherever practicable, it should apply to more than
SeWErnge Services.

The Commission does not propose making any detailed recommendations as to the exact
locations of services in relation to each other. The Conference of Engineers dealt with this
matter fully and no doubt the views expressed will be borne in mind.

Authorities controlling underground services occasionally complain that the roots of
street trees seriously affect their mains. Doubtless certain kinds of trees do affect the services.
On the other hand, the tree is a very important factor in improving the amenities of residential
streets and main roads. The Commission considers that the aesthetic value that can be attributed
to street trees of suitable kinds, properly located, more than compensates for any inconvenience
that may be caused.

sETTiNG Back oF Buiioing Lines ror STrREET WineEnmye Prrroses,

In areas which are extensively built upon the principal item of cost of street widenings is
the purchase of buildings for demolition and compensation for disturbances to the interests
concerned, &c. In a growing metropolis such as Melbourne, rebuilding is constantly taking place.
Though any particular street does not appear to alter materially over a period of a year or so,
the aggregation of the alterations over longer periods of five to twenty years is such as frequently
to cause a complete transformation. This is especially the case in Melboumne, where develop-
ment is proceeding rapidly.

Where it is not eonsidered necessary to widen certain streets immediately, but where—

(1) the potential advantages of additional width are likely to be great ; or
(2) rapid changes are taking place; or
{3) mn derelict areas,

and where a widening of a street is an obvious ultimate necessity, power should be given to fix
the building lines to which ull new buildings must conform. In many of the recommendations
which follow. the Commission has suggested that the building line of certain thoroughfares
should be set back sufficiently to allow the excision of the forecourts to properties in order T-hal.‘t



the width of roadway desired may be procured, in due course, without cansing the destruetion of
buildings.  The fixing of building lines beyond the existing property lines to permit the widening
of a street can be applied with satisfaction and economy in many of the streets which form part
of the Commission’s scheme of metropolitan thoroughfares, Caution must be exercised. however,
in the application of the principle of widening by set-backs.

Where the property fronting any street which is set down for widening is of a derelict
character, and is consequently due for rebuilding, this method of widening ean be applied with
considerable success hecause the period of reconstruction will not cause any serious tL‘.]ﬂ‘i_‘l.‘iitﬁuli
in street values or business, Tt can also be applied with advantage to streets which require
widening and which are as yet sparsely built upon. The existing buildings which do not conform
to the new building line after its adoption can be demolished to bring them into line after
reconstruction with other bunildings which had been erected to accord with the preseribed set-
back. In these instances there will probably be many unbuilt-on allotments with frontages to
the affected road, and the excigion of the necessary portions of the forecourts of those allot-
ments would onlv be the equivalent of a reduction in the depth of the allotment, which in many
cases would be more than compensated for by the added value of the land as a result of the
improvement.

In the case of the widening of business streets which have attained importance, the
adoption of the principle of setting-back alinements would be too slow to be satisfactory.
Moreover, it would probably result in the deterioration of the street from a business point of
view far in excess of the economies which conld be effected by an application of this method of
treatment. The widening of streets of this type by comprehensive resumptions and demolitions,
thus allowing for the erection of new buildings to the newly-created building line, enlances the
value of the street and its a.hutting ]Jruper‘tinﬁ. whereas the comparatively mpiti change does not
result in a deterioration of the street generally from a business point of view.

Most town-planning schemes could with advantage i“*""‘ll’”"““' the provision of street
widening by setting back of building lines, and legislation should give these powers.

The Syduney Corporation (Amendment) Act 1924, and the New South Wales Local Government
Aet 1919 (as amended by the Act of 1927), and the New South Wales Main Roads Aet 1924, give
wide powers to the authorities concerned to re-aline public ways. The powers are perhaps a
little too drastic in their effect upon the prohibition of other than miner structural amendments
to existing buildings, and it is believed that some re-adjustment of the compensation clauses
would be more acceptable. Nevertheless, the principles set down in those Acts are worthy of
adoption. Gireat improvements have been secured, especially in the City of Svdney, with the
aid of this legislation.

Serrrvg Back Grousp Froors or CoLoxNsapiye,

A method of widening built-up shopping or commercial streets where other schemes would
be too costly is by the setting back of ground floors or by what is termed colonnading.  This is
carried out either by projecting the upper stories of a building over the ground floor, or by
supporting the upper stories on columns, and locating the footpath under the projecting upper
stories. A famous illustration of colonnading is in the Rue de Rivoli, Paris, where a beautiful
effect has been secured. The chief object, however, of set-backs of this nature is to widen the
road by the addition of the amount of street formerly ocenpied hy footways.

Colonnading at Houston, Texas, U.S.A. Rue de Rivoli, Paris,
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There are many streets in this metropolis in which the adoption of this method of
widening could be carried out with distinet advantage. This is especially applicable to the
“ Little " streets of Melbourne proper, viz., Little Flinders-street, Little Collins-street, &e. In
quite a number of instances the owners of premises in these streets have already adopted in a
small degree various forms of rebuilding which have in effect widened the footpath accommodation.

The setting back of ground floors not only affords an execellent means of widening NATTOW
streets in an economical manner, which it would be almost prohibitive to attempt uthen-_rme. bt
it renders a distinet service to business houses. It presents an opportunity for the architectural
treatment of the colonnade. It protects goods displaved in windows from the effects of the sun,
which is a matter of importance during summer in Melbonrne., There is also much less tendency
for pedestrians to stray on to the roadways.

STrEET Winexines —AporroNan Laxn REQUIRED.

Where new streets or street widenings are proposed through lands which have been built
upon or subdivided, it is necessary. in order to secure a satisfactory scheme, to resume land in
addition to that required for the actual street or widening., This avoids the severance of
individual titles and the leaving of remnant parcels of land fronting the new street alinement.
These remnant allotments are frequently unsaleable or ean only be put to an inferior use. The
acquisition of additional land enables the constructing authority to preserve the character of
frontages to the new road. The land taken in addition to that required for the actual street
construction should be sufficient for the re-subdivision of the new allotment with sufficient
depths and suitable frontages to the new street.

Apart from the preservation of the amenities of the street which this procedure allows, it
also offers in most cases a very substantial offset to the cost of carrving out these necessary
public works, inasmuch as there is an increased value zeeruing to the saleable allotments fronting
the new or widened street and to the neighbourhood in proportion to the added importance and
the construction of the thoroughfare. This aspect of the matter is dealt with in the financial
schemes submitted in this Report.

The principle of taking lands in excess of that actually required for the work itself has
been approved of by the Victorian Legislature and is included in the Local Government Aet. It
should be accepted as part of town planning schemes prepared in aceordance with the legislation
which is recommended in Part X.

Tue Lavour or Roanwavs,

A study of the streets of the metropolis shows that not only have their widths no relation
to the volume of traflic they are called upon to carry, but that the lavout of the roads themselves
is not designed with the object of making the best use of them. Streets that are solely residential
are frequently found with excessive widths of 99 feet and with up to 75 feet of constructed
pavement between kerb lines, whilst streets carrving a double line of tramway and heavy
vehicular traffic are of the inadequate width of 66 feet, which, after allowing for trams and
footways, leaves only about 28 feet for vehicular traffic. '

The capacity of a thoroughfare is governed by the design of its cross-section, which should
be in accordance with the use made of the particular street. A strip 10 feet wide is generally
regarded as necessary to provide a safe margin for the movement of general traffic. Any road
which is divided into lesser units for the passage of vehicles or allowing for other than 10-feet
lanes should be diseouraged.

Streets of different character should have different cross-sections to cater for a considerable
variation in the class of traffic which is to he accommodated and to preserve the amenities of
the neighbourhood. The streets in this metropolis vary from 231 feet to 33 feet in width it
consequent great variations in their lavout.  Outside the central business districts those streets
with a width of 99 feet and more should be constructed with a cross-section which will
automatically divide the inward and outward hound traffic into separate roadways. Wherayer
greater widths permit, the heavy and light traffic should be segregated by the introduction of
plantation st-ri[l'r.s. With the object of reducing the cost of construction, and apportioning the
road space in the various kinds of streets in general use in the metropolis to meet the condiiione
for which they are being or are proposed to be used, the Commission suguests the adopioy, o
cross-sections as shown on next page.  No cross-sections are included in the diagrams for e
which are exceptions. They must be treated as special cases. &
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ROADS IMPROVEMENT RBECOMMENDATIONS.
A Svsrenm oF THorROUGHFARES FOR MELBOURNE.

The street system of a city, in order best to serve its true functions, must allow of the free
flow and interchange of trafic between all points. If a city were preplanned under modern
conditions it should be possible to locate sufficient streets of suitable widths and grades in such
a way as to provide the ideal distribution of trafhe.

The predominant design of the metropolitan street system of Melbourne. with its direction
mainly towards the cardinal points, renders difficult any ** spider-web ~ design of thoroughfares.
The proposed street system as outlined on the diagrammatic plan on opposite page incorporates
the principal advantages claimed for the * spider-web ™ system, and some very x'alrnu‘hle
diagonal roads, usually unobtainable at reasonable cost in a built-up metropolis. Some existing
main roads which are essentially business streets are not included in the general scheme, because
one of the important purposes of the scheme is to show that through traffic need not and should
not use those thoroughfares. If the proposed roads scheme is analysed by selecting any arbitrary
points of origin and destination of traffic, it will be found that such points are reasonably
accessible by u direct route.

ArTERIAL RoaADs,

It will be seen from Map No. 4 on page 118 that the Commission has classified 22 principal
radial routes in the suburban area as arterial roads. These routes, as they approach the City,
have been combined so as to form about 10 major bighways, entering the ceatral business area
at points which are separated so as to encourage a more even distribution of traffic in the streets
of the City proper. These routes, if developed as outlined hereunder, would form the main
avenues for vehicular traffic between the City, its suburbs and the country bevend. Their
length for the distances shown on the plan is 1681 miles. This is made up of 78 miles of existing
streets, 46 miles of streets which it is recommended should he widened. 40 miles of propesed new
streets, and 41 miles of new roads which have already been included in plans of subdivision at
the instance of the Commission.

These arterial roads, which are planned of sufficient width to carry a very large volume
of traffic without undue interruption to its flow, are shown in black on Map No. 4. This
systematic scheme of arterial roads would, when completed, bring practically all of the metro-
politan population within the 10-mile radius of the centre of the City proper within 1 mile of
at least one of these direct highways.

The routes recommended are specially designed to encourage use by all through traffic
and it is important that every facility should be given for the traffic on these roads to move
speedily and safely. With this end in view the Commission has planned, wherever possible,
that these roads shall he crossed by other main roads as infrequently as practicable. Tt is
desirable that connexioms with important thoroughfares be made as nearly at right angles as
possible, g0 that the traffic entering the main arteries shall have equal advantage of view in both
directions. The traffic on arterial roads would be segregated into its proper classes by the
adoption of suitable cross-sections, It should be given the right of the road and the necessary
by-laws should he instituted not only to give effect to this in respect of these particular routes,
but to direct that all intersecting traflic must stop before attempting to join or eross any of the
29 arterial routes.

The arterial roads are clearly indicated on Map No. 4 (page 118) and the Route numbers
referred to below are indicated correspondingly on the plan. The numerical order does not
signify order of importance.

Route No. 1.—Puort Melbourne to Melbowrne Highway.

An illustration shown on page 63 indicates more clearly the Commission’s scheme for a
highway from the piers at Port Melbourne, where oversea liners berth, to the Clity proper.  The
|1eﬁﬂlg asto how 1t 1s |1l'ﬂ]|i.1513¢1 to Hf‘f‘lllllilliﬁil this and o full Oxplﬂ.jmﬁm] of the _q;-.-]m]rmn_- are hriq,rpn
in the First Report of the Commission (pages 35 to 37).  This approach to Melbourne is a drab
and shabby one, which IHII.'iIhE."i.‘T’I the subject of eriticism by visitors as well as by citizens. When
specially distinguished visitors come to Melbourne, it is the eustom to disembark them by
launch from their steamers and to land them at St. Kilda Pier. Two photographs on page 63
show the differences in the views which confront the traveller at present on these respective rontes,





