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TRAFFIC MANAGEMENT POLICY 
 
 
1. AIMS AND OBJECTIVES 
 
This Policy aims to establish the relevant technical criteria for the categorisation of roads within 
Boroondara and the typical vehicle speeds and volumes for such categories. 
 
The Policy outlines the standards and criteria applied when decisions are made regarding vehicle 
speeds and volumes within the road network that is managed by Council. 
 
This Policy provides an assessment criterion that allows transparent decision making that is 
supported by critical analysis of the relevant criterion, and applies to local and two-lane collector 
roadways located within primarily residential neighbourhoods. 

The impact area for a project is defined as those residences along local residential streets which 
are negatively impacted by excessive through traffic volumes and speeding. Inconvenience 
caused by limitation of access is not considered to be a negative impact under this definition. 
The impact area for each project will be determined by officers in the Engineering and Traffic 
Department. 

Traffic may be rerouted from one local street to another as a result of a traffic management 
strategy. The amount of rerouted traffic that is acceptable will be defined on a project-by-
project basis. 

The City may employ traffic control devices (signs, signals, and markings) and/or traffic 
management devices (kerbs, medians, slow points/chicanes etc.) to achieve the stated objectives 
(refer section 4). The Manager Engineering and Traffic directs the installation of all traffic control 
devices in compliance with the VicRoads’  Guidelines/Australian Standards. Traffic management 
devices are planned and designed in keeping with sound engineering and planning practices. 
 
2. FUNCTIONAL CLASSIFICATION OF ROADS AND STREETS 
 
The purpose of road classification is to provide a common basis for establishing road hierarchy.  
While policies may cover a range of administrative, design or operational matters, the fundamental 
classification from the viewpoint of traffic network planning and design is a functional 
classification, i.e. a classification according to the hierarchy or traffic carrying purpose of the road 
and the abutting land use. 
 
The functional classification system in Boroondara identifies the following categories:  

·  Local Roads – being roads intended primarily to provide access to abutting residential 
properties (typically up to 2,000 vehicles per day). 

 
·  Collector Roads – being roads intended primarily to provide access to abutting residential 

properties and to local roads, and to connect neighbourhoods to secondary or arterial 
roads. These may also carry public transport (typically 2,000 to 5,000 vehicles per day). 

 
·  Secondary Roads – being roads intended primarily to provide access to collector roads and 

to carry through traffic (typically over 5,000 vehicles per day). 
 

·  Primary Roads – being roads intended primarily to carry through traffic. These roads are 
arterial roads managed by VicRoads. 

 
In Boroondara, residential properties abut all of the above categories of roads. 
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As shown in Attachment A and Attachment B, the road classification within Boroondara 
predominately agrees with the traffic volumes identified above. 
 
Due to the inner suburban nature of Boroondara, there is a significant proportion of through traffic 
in peak periods.  Some of this traffic elects to use local and collector roads in preference to the 
arterial road network.  This situation is unavoidable and difficult to minimise without affecting the 
accessibility to the road network for local residents.  This situation is common to inner suburban 
councils (for example Boroondara, Stonnington, Yarra, Darebin, Moreland).  The higher traffic 
volumes are typically concentrated within the morning and afternoon peaks.  Council is not in a 
position to treat every instance where traffic volumes are higher than the categories defined above. 
 
3. HISTORY TO CLASSIFICATION OF ROADS AND STREETS 
 
The Melbourne Hierarchy of Roads Study was completed by the then Melbourne Metropolitan 
Board of Works in 1981.  The Steering Committee for the Study consisted of representatives of 
urban municipalities, State Departments, State Agencies, RACV and MAV.  The objectives of the 
Study were to provide a framework and guidelines for the protection of residential amenity, the 
management of a designated arterial road network and the reduction of the inherent conflict 
between people’s mobility needs and amenity needs. 
 
The AustRoads’  Guide to Traffic Engineering-Local Area Traffic Management adopted the 
recommendation of the above Study and refers to Road Classifications in its Appendix B: 
 
Arterial Roads 

·  Freeways – Those roads with full access control whose primary function is to service large 
traffic movements. Managed by VicRoads. 

·  Primary Arterial Roads – Those roads whose main function is to form the principal avenue 
of communication for metropolitan traffic movement not catered for by freeways. 
Managed by VicRoads. 

·  Seconday Arterial Roads – Those roads which supplement the primary arterial roads in 
providing for through traffic movement, to an individually determined limit that is 
sensitive to both roadway characteristics and abutting land use. Managed by Council. 

 
Local Roads 

·  Collector Roads – Those non arterial or ‘ intermediate’  roads which distribute traffic 
between the arterial roads and the local street system, which provide local connection 
between arterial roads and which provide access to abutting property. Managed by 
Council. 
It is the collector road, which mixes the basic functions of carrying traffic and serving as a 
local residential street, that is the generator of many problems encountered in traffic 
management in local traffic areas. 

·  Local Access Streets – Those streets not being arterials or collectors, whose main function 
is to provide access to abutting property. Managed by Council. 
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4. TRAFFIC MANAGEMENT GOALS AND OBJECTIVES 
 
To address traffic concerns in residential neighbourhoods, this document shall address the 
following goals: 
 

·  Manage speed, pedestrian safety and infrastructure of the local road network; 
·  Advocate for improvements to Arterial Roads; 
·  Improve public safety; 
·  Identification of safe crossing points; 
·  Encourage roadways to function as intended; and 
·  Improve Liveability of neighbourhoods through improved design outcomes and enhanced 

walkability measures. 
 
The goal is to implement the least obtrusive alternative(s), which in addition to addressing 
concerns regarding speeding or traffic volumes, would ensure that residential streets deliver the 
appropriate levels of access, safety, and convenience for all travel modes.  
 
The objectives to achieve the above goals will include: 
 

·  Reduce excessive vehicle speeds. 
·  Discourage short-cutting traffic. 
·  Minimise conflicts between road users. 

 
5. DATA COLLECTION 
 
Traffic data recording is normally undertaken in the months of February to November.  School 
holidays and weeks including a public holiday are typically omitted from the data collection 
program due to the uncharacteristic traffic patterns of those periods.  Traffic data is typically 
collected from Tuesday to Thursday, inclusive, unless there are specific circumstances that warrant 
a longer, or weekend, time period. 
 
Officers from Engineering and Traffic will analyse traffic patterns on affected streets to determine 
the extent and nature of traffic issues. Volumes, speeds and classification of vehicles will be 
collected through the use of automatic traffic counters for a minimum 48 hours. License plate 
studies will be conducted to measure short-cutting traffic. All studies will be conducted based 
upon established Engineering practices. 
 
There has been a measured decrease in traffic speeds across the local road network since the 
introduction of the default 50km/h residential speed limit. 
 
6. TRAFFIC MANAGEMENT CRITERIA AND CONDITIONS 
 
6.1 Traffic Conditions 
 
Traffic conditions in accordance with the following criteria are generally considered as acceptable 
for the Boroondara road categories: 
 
6.1.1 Local Road 
 
Up to 2,000 vehicles per day 
 
Average speeds of 40-50km/h. 
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If the recorded average traffic speeds exceed 50km/h, the speed display trailer is located in the 
street and the Police are requested to undertake enforcement activities.  This education and 
behavioural stimulant is designed to modify driver behaviour. 

 
Traffic control measures may be considered necessary if 15 % or more of all vehicles travel at 
speeds in excess of 55km/h following the siting of the speed display trailer. 

 
Traffic control measures may be considered if the average daily vehicle volume is in excess of 
2,500 vehicles per day. It should however be noted that traffic growth rates are typically between 1 
and 3 % per annum on residential streets and are considered to be acceptable when assessing 
traffic volumes. This would not normally trigger the need to undertake traffic management 
devices. 

 
The consideration of traffic management devices is based on a risk assessment approach, and not 
solely on vehicle speeds or volumes.  In some instances, the roadway may be operating efficiently, 
not withstanding the illegal speeds and higher that usually accepted volume. This may be due to 
adequate road widths, sight distances and safe driveway accesses. 
 
6.1.2 Collector  Road 
 
Acceptable range between 2,000-5,000 vehicles per day. 
 
Average speeds of 40-50km/h in a 50km/h zone and 50-60 km/h in a 60 km/h zone. 
 
Note that the following roads are categorised as collector roads with traffic volumes in excess of 
5,000 vpd due to the restricted road network and subsequent use by local residents, or due to an 
activity centre such as a school or shopping precinct.  Due to the nature of the road network in 
these areas, it is considered appropriate that these roads continue to be categorised as collector 
roads and to acknowledge that they will carry traffic volumes outside of the usual collector road 
range. 
 

·  Kilby Road, Kew East 
·  Wattle Valley Road, Canterbury/Camberwell 
·  Prospect Hill Road (Trafalgar to Highfield), Canterbury/Camberwell 
·  Gordon Street, Balwyn 
·  Charles Street, Kew 
·  Wellington Street, Kew 
·  Liddiard Street, Hawthorn 
·  William Street, Hawthorn 
·  Lithgow Street, Glen Iris 
·  Welfare Parade, Glen Iris 
·  Albion Street, Ashburton 
·  Dunlop Street, Ashburton 

 
If the recorded average traffic speeds exceed 50km/h, the speed display trailer is located in the 
street and the Police are requested to undertake enforcement activities.  This education and 
behavioural stimulant is designed to modify driver behaviour. 
 
Traffic control measures may be considered necessary if 15 % or more of all vehicles travel at 
speeds in excess of 60 km/h following the siting of the speed display trailer. 
 
Traffic control measures may be considered if the average daily vehicle volume is in excess of 
5,000 vehicles per day. 
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The consideration of traffic management devices is based on a risk assessment approach, and not 
solely on vehicle speeds or volumes.  In some instances, the roadway may be operating efficiently, 
not withstanding the illegal speeds and higher that usually accepted volume.  This may be due to 
adequate road widths, sight distances and safe driveway accesses.  Other factors such as public 
transport routes will have a bearing on the types of measures taken on collector roads. 
 
6.1.3 Secondary Road 
 
Over 5,000 vehicles per day. 
 
Average speeds of 40-50km/h in 50km/h speed zone or 50-60km/h in 60km/h speed zone. 
 
The following roads are categorised as secondary roads due to their strategic layout within the road 
network that allows connectivity between precincts within the municipality. 
 

·  Greythorn Road, Balwyn North 
·  Willsmere Road, Kew 
·  Union Road, Balwyn/Surrey Hills 
·  Prospect Hill Road (Burke to Trafalgar), Camberwell 
·  Highfield Road, Canterbury/Camberwell 
·  Mont Albert Road, Canterbury/Surrey Hills 
·  Auburn Road, Hawthorn 
·  Summerhill Road, Glen Iris 
·  Glen Iris Road, Glen Iris 

 
In general, no traffic management measures will be implemented on secondary roads, other than 
intersection treatment options to improve intersection safety.  Police enforcement is the 
appropriate mechanism to manage speeds on these roads. 
 
It can be argued that the above roads perform a function similar to primary (arterial) roads and as 
such, should be managed by the State.  It is considered appropriate that Council continue to 
advocate that management and funding responsibilities for these roads be transferred to VicRoads. 
 
6.1.4 Pr imary Road 
 
Managed by VicRoads primarily for the provision of inter-regional connectivity.  Council does not 
have management or funding responsibility for these roads. 
 
6.2 Cr iter ia 
 
The following criteria will be used when assessing issues on local and collector roads. 
 
6.2.1 Local Road  
 
Is 85th percentile �  55 km/hr? 
 
OR 
 
Cut through traffic exceeds 30% in either am or pm peak hours? 
 
AND 
 
Does daily traffic volume exceed 2,500 vehicles per day? 
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=====�  If the answer to 1, 2a and 2b and 3 is yes then the criteria is met for consideration of 
Traffic Management Measures. 
 
The above criteria can be summarised in tabular format as follows: 
 
LOCAL ROAD CRITERIA 
 

 
CRITERIA YES NO 

1 Is 85 th % ile speed => 55 km/hr?   

2 Does cut through traffic exceed 30 % during   

a - Am peak hour?   

b - Pm peak hour?   

3 Are daily traffic volumes greater than 2,500 vpd?   

 
6.2.2 Collector  Roadway 
 
If 85th percentile �  60 km/hr 
 
OR 
 
Cut through traffic exceeds 30% 
 
AND 
 
> 5,000 vehicles per day 
 
=====�  If the answer to 1, 2a and 2b and 3 is yes then the criteria is met for consideration of 
Traffic Management Measures. 
 
The above criteria can be summarised in tabular format as follows: 
 
COLLECTOR ROAD CRITERIA 
 

 
CRITERIA YES NO 

1 Is 85 th % ile speed => 60 km/hr?   

2 Does cut through traffic exceed 30 % during   

a - Am peak hour?   

b - Pm peak hour?   

3 Are daily traffic volumes greater than 5,000 vpd?   

 
Where staff has identified potential negative impacts to adjacent roadways within the 
neighbourhood, these roadways will be included in the review and considered affected streets 
regardless of whether they meet the minimum criteria.  
 
Attachment D outlines the Evaluation Process for Traffic Management Measures. 
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7. TRAFFIC MANAGEMENT MEASURES 
 
Traffic calming measures will be selected, based on their intended benefits to specifically address 
the following issues: 
 

·  Reduce Speeds– potential to reduce vehicles speeds along a roadway; 
·  Reduce Volumes – potential to reduce through traffic on a roadway;  
·  Increase pedestrian safety; and 
·  Reduce Crash Risk– potential to reduce vehicle-vehicle conflicts, vehicle-pedestrian 

conflicts, etc. 
 
The accepted range of traffic management measures available for consideration are shown in 
Appendix C and are summarised as: 
 
7.1 Vertical Deflection Devices  
 
Speed humps (road cushions, raised tables and road humps (watts profile)) and intersection 
platforms. 
 
7.2 Hor izontal Deflection Devices  
 
Lane narrowings/kerb extensions (one and two lane), Road narrowing (mid block island or centre 
blisters), Central median islands (one and two lanes), roundabouts. 
 
7.3 Diversion Devices  
 
Full/half road closure, diagonal road closure, modified ‘T’  intersection, left in/left out islands. 
 
7.4 Signage, L ine marking and other  treatments  
 
Speed limit signs, prohibited traffic movement signs, one-way signs, stop/give way signs, turn 
bans, pedestrian crossings, rumble strips, perimeter threshold treatments, bicycle lanes, shared 
zones, bus only modified devices and links, speed trailer, police enforcement. 
 
7.5 Combination Devices  
 
A combination of devices including the use of the above mentioned treatments.  
 
7.6 Unsuitable Treatments 
 
Those treatments generally not recommended for use in Boroondara include: 
 
Full road closures – The closure of a roadway will generally not be considered as a traffic 
calming measure under this policy. The closure of a roadway requires a comprehensive assessment 
of impact on transportation network as a whole, etc. Road closures fall outside of the scope of this 
policy, and therefore will not be considered. 
 
Speed humps – As adopted by Council in September 2000, there is a moratorium in the 
installation of speed humps in Boroondara. Their lack of support was due to various reasons some 
of which include noise, general lack of support from abutting residents, damage to vehicles, 
penalises all drivers (even those motorists adhering to speed limit) and inhibits emergency 
vehicles. 
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Consistent with Council’s adopted position regarding speed humps, this is generally not supported 
as a traffic management treatment, however there may be special circumstances which arise from 
time to time which warrant special consideration of these treatment devices. 
 
Rumble str ips – The noise and vibration caused by this measure is significant, and generally not 
appropriate for urban areas. This may however be deemed suitable in areas adjacent to parks. 
 
Reduced Speed Zones – Unless justified, lower speed limits may not improve safety and may in 
fact increase incidents of aggressive driver behaviour. The principles of driver expectation suggest 
that if drivers do not recognise a particular speed limit as being reasonable, those limits will be 
ignored. They may also place unrealistic demands on police resources for enforcement. Speed 
limits will be considered in accordance with the VicRoads’  Speed management Guidelines.  
 
Further technical information on possible traffic management treatments can be sourced from the 
Austroads’  Guide to traffic Engineering Practice and the VicRoads’  Traffic Engineering manual 
(Volumes 1 and 2). 
 
 
8. IMPLEMENTING TRAFFIC CONTROL MEASURES 
 
If, following the considerations identified above, in the professional view of the Officers, traffic 
management measures (devices, turn bans, one way streets, etc) are considered warranted as per 
the criteria outlined in section 6.2, the following process will be followed. 
 
1. Development of a proposal to treat the identified traffic management issue in accordance with 

relevant standards and guidelines. This needs to consider impact upon all stakeholders in the 
area and the potential displacement of traffic to adjacent streets. 

 
2. Notify the Ward Councillor one week prior to distribution of the proposal to the community.  

Discussions on the proposal between Officers and the Ward Councillor are proposed in this 
time. 

 
3. Distribute the proposal to the affected community (abutting residents as a minimum) complete 

with a description, diagram and questionnaire to seek the community’s views on the proposal. 
Questionnaires will state that an assessment will be made based on the returned questionnaires, 
not the number distributed. 

 
4. Amend the proposal if necessary following the community’s comments. If there is a material 

change to the proposal, consultation would be recommenced. 
 
5. Assess responses to questionnaires: 
 

·  No minimum is set for a total response rate.  It is considered that no response to a proposal 
shows that the proposal will be no worse than the current situation and that objectors to a 
proposal will be likely to submit a response.  This has been the practice since April 2000.  
Notwithstanding this, if the response rate is very low, less that 15%, officers will 
redistribute or abandon the proposal. 

 
·  If between 0% and 50% of responses support the Officer’s proposal, abandon the proposal, 

unless, in the professional view of the Officer’s the proposal is crucial to safety or the 
efficient management of traffic.  In this case, the matter will be reported to a Services 
Special Committee of Council. 

 
·  If between 51% and 75% of responses support the proposal, abandon the proposal unless, 

in the professional view of the Officer’s the proposal is crucial to safety or the efficient 
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management of traffic.  In this case, the issue will be referred to the Director City Works 
for approval/rejection. 

 
·  If between 76% and 99% or responses support the proposal, refer to the Manager 

Engineering and Traffic for approval/rejection. 
 

·  If 100% of responses support the proposal, Officers will proceed with the proposal. 
 

·  At any stage, Officer’s may refer a proposal to a Services Special Committee of Council 
due to the nature of the issue. 

 
Note: In general, more than 75 % of responses will be required to support a proposal before it 
would be implemented. 

 
6. Seek relevant approvals/consent (if required) from State Government agencies and public 

transport service providers. 
 
7. Notify the Ward Councillor one week prior to notifying the affected community of the 

outcome of the consultation. 
 
8. Notify the affected community of the outcome of the consultation. 
 
9. Proceed to implement the proposal. This would involve a submission to Council’s budgetary 

process seeking funding for the works, or if available funding exists, issuing a works request 
for the immediate implementation of the treatment works. 

 
 
The overall process for officers to follow when evaluating residential street traffic concerns is 
shown in Attachment D. 
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Attachment A 
Boroondara Road Hierarchy  
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Attachment B 
Boroondara Traffic Volumes  
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Attachment C 

 
 

REVIEW OF 
TRAFFIC 

MANAGEMENT 
TREATMENTS 
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INTRODUCTION 
 
The following report outlines a review of the possible range of Traffic Management Treatments with an 
assessment of their purpose, advantages and disadvantages, appropriate and inappropriate locations and an 
indicative cost of the treatment. 
 
The range of traffic management treatments have been categorised according to vertical deflection devices, 
horizontal deflection devices, diversion devices and signage, line marking and other treatments. 
 
Different treatment options may be required to address issues of excessive speeds and volumes, through traffic 
or vehicle/vehicle or pedestrian/vehicle conflict. Typically, traffic volumes will only be reduced if a closure or 
turn ban is implemented to force traffic along another route(s). Any reduction in traffic volume in one street 
could potentially increase traffic on adjacent routes. As a result, closures or turn bans should only be considered 
in exceptional circumstances, unless the objective is to direct or maintain traffic on the arterial road network.  It 
is often a better option to manage traffic in its current volumes. 
 
Notwithstanding the effectiveness associated with the use of traffic management treatments, officers consider 
that driver behaviour has changed (positively) following the introduction of the 50km/h residential street 
maximum speed limit.  
 
That is, traffic surveys undertaken in the 1990s recorded average speeds between 50 and 55 km/h and 85% of 
vehicles travelling at or below 60-65km/h in residential streets.  
 
Current surveys in the same streets are recording average speeds between 45 and 50km/h with 85% of vehicles 
travelling at or below 50-55km/h. This shows there is generally a reduced requirement for the introduction of 
traffic treatments as these speeds are within the expected limits. 
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C.1 HORIZONTAL DEFLECTION DEVICES 
 
Horizontal deflection devices are designed to change the horizontal course or path of a vehicle as the result of a 
physical feature of a roadway. This deflection generally discourages short-cutting or through traffic to a varying 
extent and may achieve a significant reduction in traffic volume, speed and conflicts. 
 
C.1.1 Slow points: road narrowing (one lane) 
 
Road narrowing devices are used in areas where substantial speed problems exist and there is no shortage of on-
street parking. 
 
Advantages: 
 

·  Reduces speed near the device. 
·  When used in series it is effective in reducing overall speed. 
·  Discourages through traffic. 
·  Imposes minimal inconvenience to local traffic. 
·  Provides a landscaping opportunity. 
·  Can be installed on a trial basis with spiked kerbing. 
·  Provides a shorter crossing distance for pedestrians. 
·  May improve the visibility of pedestrians and vehicles. 
·  Relatively low cost. 
·  Can help to delineate and protect parking spaces. 
·  Has relatively little effect on emergency vehicles. 

 
Disadvantages: 
 

·  Landscaping needs to be maintained to ensure that visibility is not blocked. 
·  It is contrary to driver expectation if used in isolation. 
·  There is possibility of increased noise. 
·  Can be hazardous for vehicular traffic and cyclists if not designed and maintained correctly. 
·  Confrontation between opposing drivers arriving simultaneously could create problems. 
·  Not appropriate on bus routes. 
·  Results in loss of on-street parking. 
·  Need to position adjacent to street lights. 
·  Bicycle lanes may be difficult to accommodate; 
·  Less effective than many other horizontal displacement devices in reducing speeds. 
·  Parking manoeuvres may be difficult on heavily trafficked streets. 
·  May increase congestion. 

 
Appropriate Location: 
 

·  Where it is desirable to reduce vehicle speeds and to increase landscaped area. 
·  Where there is substantial vehicular/pedestrian conflict. (ie. Parks, playgrounds, school crossings and 

elderly persons’  villages). 
 
Inappropriate Location: 
 

·  Streets with high commercial vehicle volumes. 
 
Cost:  
 
$5,000 - $10,000 each. 
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Effectiveness: 
 
Manningtree Road (Treatment installed 1986) 

Before After  
Average Speed Vehicles per Day Average Speed Vehicles per Day 

57 km/h 3685 42 km/h 2482 
 
Field Observations: 
 

 
Orion Street, Balwyn North 

 

 
Orion Street, Balwyn North 
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Stanley Grove, Canterbury 

 

 
Adeney Avenue, Kew 

 
C.1.2 Slow points: road narrowing (two lane) 
 
Road narrowing devices are used in areas where substantial speed problems exist and there is no shortage of on-
street parking. 
 
Advantages: 
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·  Causes only minor inconvenience to local users. 
·  Regulates parking and serves to protect parked vehicles. 
·  Can be used in intervals to produce landscaping scheme. 
·  Can be installed on a trial basis with spiked kerbing. 
·  May provide pedestrians with a shorter distance to cross the street. 
·  Discourages through traffic. 

 
Disadvantages: 
 

·  Two lane parallel slow points are ineffective for reducing traffic speed. 
·  Not very effective as a visual obstruction. 
·  Results in loss of on-street parking. 
·  May restrict emergency vehicles and buses. 
·  Traffic noise may increase. 
·  Confrontations between opposing drivers may occur when arriving simultaneously and it may be 

unclear who should give way. 
·  Can be hazardous for cyclists if they are not catered for in the design. 
·  Landscaping needs to be maintained so as not to reduce visibility. 

 
Appropriate Location: 
 

·  Where it is desirable to reduce vehicle speeds and to increase landscaped area. 
·  Where there is substantial vehicular/pedestrian conflict. (ie. Parks, playgrounds, school crossings and 

elderly persons’  villages). 
·  There is a high proportion of through traffic. 
·  The resulting traffic volume will be low (not more than 1,000 vehicles per day) otherwise congestion 

and crash risk may increase. 
 
Inappropriate Location: 
 

·  Streets where on-street parking is in short supply. 
·  On narrow carriageways. 
·  On bus routes. 
·  At locations where the resulting sight distance to the device will be inadequate; 
·  On streets with a high connective role in the local street network; 
·  Routes leading to emergency facilities (eg. a hospital). 
·  Streets where there is a high number of commercial vehicles (unless the aim is to divert this type of 

traffic). 
 
Cost: $7,000 - $10,000 each. 
 
Effectiveness: 
 
Winton Road (Treatment installed 2001) 

Before After  
Average Speed Vehicles per Day Average Speed Vehicles per Day 

52 km/h 2846 47 km/h 2899 
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Field Observations: 
 

 
Stanhope Grove, Camberwell 

 
C.1.3 Slow points: road narrowing (mid block island or  centre blisters) 
 
Road narrowing devices are used in area where substantial speed problems exist and there is no shortage of on-
street parking. A series of mid-block islands can reduce vehicle speeds along the length of a street by narrowing 
the road pavement available to traffic. Mid block islands provide increased safety for pedestrians crossing the 
road. 
 
Two-lane narrowing islands leave the street cross section with two lanes that are narrower than the normal cross 
section. 
 
Advantages: 
 

·  Well spaced mid-block islands reduce speeds along the length of a street. 
·  They provide a refuge for pedestrians and cyclists crossing the street. 
·  When landscaped, mid-block islands may visually enhance the residential streetscape. 
·  They are easily negotiable by large vehicles (such as fire trucks). 
·  They prevent vehicles from overtaking others. 
·  Flexibility in design allows buses and commercial traffic to be accommodated. 

 
Disadvantages: 
 

·  Reduction of on-street parking space. This may be compensated for by the provision of centre of the 
road parking bays between islands on wide streets. 

·  May create a squeeze point for cyclists. 
·  Their effect on vehicle speeds is limited by the absence of any vertical or horizontal deflection. 
·  Loss of on-street parking. 
·  Landscape: Maintenance required by Council as it is not part of the nature strip. 
·  Prohibit or limit access and movement from driveways. 
·  May require kerb and footpath realignment in narrow streets. 
·  Not particularly effective at reducing through traffic. 
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·  An expensive device. 
 
Appropriate Location: 
 

·  Where vehicle speeds on a local road are excessive. 
·  Where local street width is sufficient and traffic volumes are low. 
·  Where centre of the road tree planting is desirable. 
·  Where pedestrians cross at several points along the street. 
·  Where there is a need to break long straight lines of sight. 
·  On bus routes where raised devices and other forms of slow point are not acceptable. 
·  Where the street will continue to be used by a reasonable number of commercial vehicles. 
·  On wide streets. 
·  Where there is a need to provide an intermediate pedestrian refuge. 

 
Inappropriate Location: 
 

·  On narrow streets where a substantial mid-block island cannot be fitted. 
·  Where property access will be severely restricted resulting in vehicles performing U-turn manoeuvres. 

 
Cost:  
 
$15,000 – $30,000 each. 
 
Effectiveness: 
 
Derby Street (Treatment installed before 1997) 

Before After  
Average Speed Vehicles per Day Average Speed Vehicles per Day 

52 km/h 2136 35 km/h 1970 
 
Field Observations: 
 

 
Summerhill Road, Glen Iris 
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Derby Street, Kew 

 
 
C.1.4 Central median island 
 
A mid-block median island treatment is a raised or flush island positioned at the centreline (median) of a street 
that narrows lanes and can provide pedestrians with a refuge. 
 
Advantages: 
 

·  Providing a refuge for pedestrians and cyclists crossing the street. 
·  Separating vehicles in opposing traffic lanes thereby reducing the probability of head on 
·  Collisions. 
·  Preventing vehicles from overtaking others. 
·  Flexibility in design allows buses and commercial traffic to be accommodated. 
·  May visually enhance the street through landscaping. 
·  Can be relatively low cost to install. 
·  May reduce vehicle speeds. 
·  Flush treatments do not generally restrict vehicle movements, particularly right turning vehicle 

movements from driveways. 
 
Disadvantages: 
 

·  May require significant amounts of parking to be removed. 
·  May create a bicycle squeeze point if not appropriately catered for in the design. 
·  They have limited speed and traffic reduction benefits. 
·  If raised treatments are used they may prohibit or limit access and movement from driveways. 

 
Appropriate location: 
 

·  Wide streets where the pavement width permits. 
·  Areas with pedestrian movements not necessarily concentrated at any particular location and there is a 

need to provide an intermediate pedestrian refuge. 
 
Inappropriate location: 
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·  On narrow two lane streets where median islands of sufficient width and length cannot be fitted. 
·  Where property access will be severely restricted resulting in large numbers of vehicles performing U-

turn manoeuvres. 
·  In locations with high numbers of pedestrians crossing the street. 

 
Field observations: 
 

 
Bulleen Road, Balwyn North 

 

 
Stirling, Western Australia 

 
C.1.5 Chicanes (two lanes) 
 
A slow point is a device intended to reduce vehicle speeds on a local street by the creation of a short narrowed 
section which must be negotiated at low speed. Chicanes are used to provide a slow point for traffic at locations 
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where speeds are a problem but noise associated with Speed Humps and related measures would be 
unacceptable. 
 
In general horizontal displacement treatments (slow points) have a higher accident rate than vertical 
displacement treatments (road humps). There is a trade off between designing a narrow lane to reduce the speed 
of cars while providing a lane wide enough to allow garbage, recycling and delivery vehicles into the area. The 
resultant design can be a challenge to some drivers. 
 
Advantages: 
 

·  Reduction of vehicle speeds in the vicinity of the slow point. 
·  When used in series, reduces vehicle speeds over the entire length of a street. 
·  May discourage through traffic. 
·  They are easily negotiable by large vehicles except under heavy traffic conditions. 
·  Imposes minimal inconvenience to local residents. 
·  Increases pedestrian safety. 
·  Provides a landscaping opportunity. 

 
Disadvantages: 
 

·  Contrary to driver expectation if used in isolation. 
·  Restrictive for service and emergency vehicles. 
·  Reduction of on-street parking space. 
·  Increased traffic noise due to braking and acceleration at the device. 
·  Can be hazardous for cyclists at squeeze points. 
·  Curb realignment and landscaping can be costly, especially if there are drainage issues. 

 
Appropriate Location: 
 

·  Where vehicle speeds on a local street are excessive. 
·  Where there is substantial vehicular/pedestrian conflict. (ie. Parks, playgrounds, school crossings and 

elderly persons’  villages). 
·  Where it is desirable to reduce vehicle speeds and to increase landscaped area. 

 
Inappropriate Location: 
 

·  On streets where sight distance is inadequate. 
·  Streets where on-street parking is in short supply. 
·  On narrow carriageways. 
·  Streets with high commercial vehicle volumes. 
·  Where traffic volumes are greater than 5,000 between 7am – 7pm. 

 
Cost:  
$20,000 - $30,000 each. 
 
Effectiveness: 
 
Fakenham Road (Treatment installed 2000) 

Before After  
Average Speed Vehicles per Day Average Speed Vehicles per Day 

53 km/h 1092 45 km/h 1027 
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Field Observations: 
 

 
Highfield Road, Canterbury 

 
Balwyn Road, Balwyn North 
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C.1.6 Chicanes (one lane) 
 
Similar to a two-lane chicane except only one vehicle can proceed through the chicane at one time. 
 
Advantages: As for Two lane chicane. 

·  Can be implemented as a trial in spike kerbing. 
·  Opportunities to introduce more street planting along street. 

 
Disadvantages:  As for Two lane chicane. 

·  May restrict emergency vehicles. 
·  Confrontation between opposing drivers arriving simultaneously could create problems. 
·  Loss of on-street parking. 
 

Appropriate Location: As for Two lane chicane. 
·  Where the roadway width is too narrow to facilitate a two lane chicane. 

 
Inappropriate Location: As for Two lane chicane 

·  One-lane two-way slow points are not appropriate on bus routes. 
 
Cost: 
$7,000 - $10,000 each. 
 
Effectiveness: 
Orion Street (Treatment installed 2000) 

Before After  
Average Speed Vehicles per Day Average Speed Vehicles per Day 

63 km/h 1270 52 km/h 1100 
 
Field Observations: 
 

 
Walpole Street, Kew 

 
C.1.7 Roundabouts 
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Roundabouts are used on higher volume streets to allocate right-of-way between competing movements. 
Roundabouts require traffic to circulate clockwise around a centre island.  
 
Roundabouts perform better at the intersection of roads with roughly similar traffic flows and a high proportion 
of right turning traffic. Roundabouts can improve safety by simplifying conflicts, reducing vehicle speeds and 
providing a clearer indication of the driver’s right of way compared to other forms of canalization.    
 
Advantages: 

·  They reduce the number of conflicts points in an intersection. 
·  They reduce vehicle speeds through the intersection. 
·  They provide orderly and continuous flow of traffic and clarify priority and simplify decision making. 
·  They are generally aesthetically pleasing if well landscaped. 
·  They enhance safety compared to traffic signals. 
·  They can minimise queuing at the approaches to the intersection 
·  They are less expensive to operate than traffic signals. 
·  Reduces severity of accidents. 
·  Provide an inexpensive-to-operate traffic control as an alternative to a traffic signal. 
·  Handle a high proportion of U-turns. 
·  Increases the visibility of the intersection. 
·  Clarifies the priority of traffic movements. 

 
Disadvantages: 

·  They may be restrictive for some larger service and emergency vehicles unless the roundabout is 
mountable. 

·  They may require the elimination of some on-street parking. 
·  Landscaping must be maintained by Council. 
·  Relatively expensive especially if land needs to be acquired. 
·  May increase traffic noise due to braking and acceleration. 
·  Can be difficult to negotiate by cyclists and pedestrians. 

 
Appropriate Location: 

·  At intersections where there are high proportions of right turning traffic. 
·  Locations with a history of accidents. 
·  Intersections where queues need to be minimised. 
·  Intersections with irregular approach geometry. 
·  Locations with numerous legs at the intersection. 

 
Inappropriate Location: 

·  Where a satisfactory geometric design cannot be provided due to insufficient space. 
·  Where traffic flows are unbalanced with high volumes on one or more approaches, and some vehicles 

would experience long delays. 
·  Where there is considerable pedestrian activity. 

 
Cost:  
$40,000 - $60,000 each. 
 
Effectiveness: 
The Boulevard  (Treatment installed 2002) 

Before After  
Average Speed Vehicles per Day Average Speed Vehicles per Day 

50 km/h 2139 47 km/h 1872 
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Field Observations: 
 

 
Asquith, Valerie & Belford Roads, Kew East 

 

 
Prospect Hill & Wattle Valley Roads, Canterbury 
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C.2 DIVERSION DEVICES 
 
Diversion devices are used to redirect traffic, typically through the use of physical obstructions in the roadway 
supplemented by regulatory signs. These measures obstruct specific vehicle movements typically at 
intersections or mid-block locations to discourage short cutting or through traffic, which may reduce conflicts 
and vehicle speeds. 
 
C.2.1 Full road closure 
 
Is the closure of a street to two-way traffic. It eliminates through traffic from a street or simplifying an 
intersection layout to reduce the possible number of conflict points. It can be located at either an intersection or 
placed mid-block. 
 
Advantages: 
 

·  Reduces traffic volumes. 
·  Reduces conflicts points when used at an intersection. 
·  Pedestrian safety is increased. 
·  Eliminates non-local traffic. 
·  Can accommodate pedestrian, cyclist and/or bus access. 
·  Provides landscaping opportunities. 

 
Disadvantages: 
 

·  May restrict or reduce accessibility for local residents. 
·  Traffic may be diverted to other adjacent local streets without closures resulting in increased traffic 

volumes in those streets. 
·  May restrict access by emergency vehicles. 
·  Will increase travel times for some road users. 
·  May reduce the availability of on-street parking. 

 
Appropriate location: 
 

·  Where the use of other less restrictive traffic controls would be ineffective. 
·  To discourage traffic bypassing busy distributor roads and using local streets. 
·  To eliminate right turning traffic from busy distributor roads where right turn lanes are not available 

and  turning traffic impacts on the following through traffic. 
·  At intersections where crash history indicates a high number of right angle and right turn through 

crashes. 
·  At intersections where sight distances are substandard and turning movements are potentially 

dangerous. 
 
Inappropriate location: 
 

·  Where high or unacceptable levels of traffic transference into adjacent streets is expected. 
·  Where there is no reasonable alternative route that affected traffic can use. 
·  On a bus route unless a bus-bypass is provided. 
·  Routes leading to emergency facilities (eg. A hospital) 
·  Over a crest, or in other situations where insufficient stopping sight distance is available. 
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Field observations: 
 

 
Vincent, Western Australia 

 

 
Charles-Sturt, South Australia 
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C.2.2 Half Road Closure 
 
These devices restrict entry or exit to local areas by kerb arrangement and regulatory control to one direction 
only. They are used where traffic control, without full restriction to traffic movements, is required. Half closures 
rely on closing one lane to traffic and may be located either at intersections or mid block. Their effectiveness 
relies on drivers obeying regulatory signage prohibiting access through the device. 
 
Advantages: 
 

·  Reduces traffic volumes. 
·  Reduces conflict points when used at an intersection. 
·  Reduces through traffic. 
·  Increases pedestrian safety if used at an intersection. 
·  Provides landscaping opportunities. 

 
Disadvantages: 
 

·  Restricts access by emergency vehicles (unless they disregard controls). 
·  Reduces accessibility for local residents. 
·  Diverts some traffic to other local streets without closures. 
·  Will increase travel times for some road users. 
·  May reduce the availability of on-street parking. 
·  There is the potential that the restrictions will be violated. 

 
Appropriate location: 
 

·  A restriction on through traffic is required but a full closure is too restrictive. 
·  Entry from an adjoining street needs to be restricted. 

 
Inappropriate location: 
 

·  On bus routes unless a bus bypass is provided. 
·  On routes leading to emergency facilities. 
·  Where road user compliance may be a problem resulting in wrong way movements. 
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Field observations: 
 

 
Broadway St. & Canterbury Rd., Camberwell 

 

 
Broadway St. & Canterbury Rd., Camberwell 
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Victoria Park, Western Australia 

 

 
Stirling, Western Australia 
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C.2.3 Diagonal road closure 
 
It consists of a kerb extension or vertical barrier extending to approximately the centreline of a roadway that 
effectively obstructs or prohibits one or more directions of traffic. It is generally used to redirect traffic by 
modifying a four-leg intersection into two discrete 90 degree bends. 
 
Appropriate location: 
 

·  A restriction on through traffic is required but a full closure is inappropriate. 
·  Entry from an adjoining street needs to be restricted. 

 
Inappropriate location: 
 

·  On bus routes unless a bus bypass is provided. 
·  On routes leading to emergency facilities. 
·  Where road user compliance may be a problem (eg. On one-way streets). 

 
Advantages: 
 

·  Reduces through traffic and hence vehicle conflict points. 
·  Pedestrian safety is increased. 
·  Elimination of selected turning movements. 
·  Provides landscaping opportunities. 
·  They are self-enforcing and as such violation is minimal. 

 
Disadvantages: 
 

·  Reduces accessibility of local residents. 
·  Increases travel times and lengths. 
·  Diverts some traffic to other local streets without closures. 
·  Inhibits access by emergency vehicles. 
·  May reduce on-street parking opportunities. 

 
Field observations: 
 

 
Cambridge, Western Australia 
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Christchurch, New Zealand 

 
 
C.2.4 Intersection treatment (changed pr ior ity, modified T intersection) 
 
Intersection treatments are predominantly used for changes in alignment that convert T-intersections with 
straight approaches into curving streets that meet at right angles. A former “straight-through” movement along 
the top of the T becomes a turning movement. While not commonly used, they are one of the few traffic 
calming measures for T-intersections, because the straight top of the T makes deflection difficult to achieve. 
 
Advantages: 
 

·  Reduces vehicle speeds in the vicinity of the device and improves safety at a T-intersection that is 
commonly ignored by motorists.  

·  Can lower vehicle speeds along the length of the street when placed in series. 
·  May discourage through traffic along the top of the ‘T’ . 
·  May be used to reinforce changes in priority resulting from alterations to the positioning of STOP signs 

or GIVE WAY signs. 
·  Facilitates safe pedestrian crossing. 
·  Reduces vehicle conflict points. 
·  Accommodates buses. 

 
Disadvantages: 
 

·  Can be hazardous for vehicular traffic and may cause confusion regarding intersection priority if not 
correctly designed.  

·  Must be designed to accord with State regulations. 
·  The kerb realignment can be costly. 
·  Some loss of on-street parking. 
·  Relatively expensive device. 
·  Creates squeeze points for cyclists. 
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Appropriate Location: 
 

·  At T-intersections with ample space to accommodate the modification.  
·  Where vehicle speeds on a local roads are excessive. 
·  There is a need to moderate speeds without displacing traffic. 
·  Crash numbers and incidence are high. 
·  To change priority on ‘T’  intersection legs. 

 
Inappropriate Location: 
 

·  Where a satisfactory geometric design cannot be provided due to insufficient space. 
·  Crests where sight distance is limited 

 
Cost:  
 
$10,000 - $15,000 each. 
 
Effectiveness: 
 
Wakefield Street and William Street (Treatment installed 1993) 

Before After  
Average Speed Vehicles per Day Average Speed Vehicles per Day 

36 km/h 3075 33 km/h 3996 
 
 
Field Observations: 
 

 
Middlesex & Kent Roads, Surrey Hills 

 
C.2.5 Left in / left out islands 
 
These devices consist of a raised triangular island at an intersection, which aims to obstruct right turns, and 
through movements to and from the intersection, street or driveway. This device is a form of partial road closure 
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similar in its effect to a half road closure. The device is more effective if a central median island is incorporated 
in the design to prevent non-complying traffic movements. 
 
Advantages: 
 

·  Reduces the traffic volume. 
·  Reduces the number of conflict points. 
·  Provides a refuge for pedestrians and cyclists. 
·  The island may enhance the appearance of the street when landscaped. 

 
Disadvantages: 
 

·  Restricts access. 
·  May create a squeeze point for cyclists. 
·  Diverts some traffic to other local streets without the same restriction. 
·  If it does not incorporate a central median island compliance may be an issue. 

 
Appropriate location: 
 

·  The safety of traffic movements turning right and going through an intersection is an issue. 
·  A restriction on through traffic is required but a full closure is too restrictive. 
·  When entry from an adjoining street needs to be restricted. 

 
Inappropriate location: 
 

·  Wide divided cross-intersections as drivers can easily avoid the island. 
·  Streets used by large trucks and buses, as any reduction in the island size to cater for them will reduce 

the effectiveness of the device for smaller vehicles. 
 
Field observations: 
 

 
Duke Street & Princess Street, Kew 
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Duke Street & Princess Street, Kew 

 

 
Duke Street & Princess Street, Kew 
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Bayswater, Western Australia 

 

 
Christchurch, New Zealand 
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C.3 SIGNAGE, LINE MARKING AND OTHER TREATMENTS 
 
For proper traffic control and road safety it is essential to use signs in accordance with standard practice. These 
standards have been developed after many years of experience with traffic operating under conditions normally 
encountered, allied with various vehicle, driver and environmental aspects. 
 
Australian road signs may be classified into five types, regulatory, warning, parking, guide and road work. 
 

Regulatory signs inform motorists of, and often create statutory requirements, eg right of way at 
intersections, speed limits, prohibition of vehicle movements at intersections and control of standing or 
parking of vehicles. 
 
Warning signs are used to alert drivers to hazardous or potentially hazardous conditions which may not be 
apparent or discernable owing to road geometry or environmental conditions. Warning signs advise the 
driver of conditions which require caution and possibly a reduction in speed for their own safety and that of 
other drivers and pedestrians. They may also be used as an advance warning of a traffic control device, eg 
pedestrian crossing, STOP sign, and traffic signals, where visibility to the device is severely restricted. 
Warning signs may be accompanied by an advisory speed sign. 
 
Parking signs are used to advise motorists of where they can park and for what period of time. They also 
include parking zones for specific vehicle use, disable parking and clearways. These signs are used for the 
layout of on-street parking and car parks.   
 
Guide signs are used to inform motorist of the direction and/or distance to destinations on the route to be 
followed, or along other roads which intersect the route. They also identify points of geographical or 
historical interest and give directions to road side services such as rest, camping, or parking areas. 
 
Roadwork signs are used at road works to warn road users of temporary hazardous conditions which, if 
attention is not directed to them, may either create a danger to traffic or place workers engaged on the road 
works at risk from passing traffic. Typical examples are road and bridge works, temporary road closures 
caused by flood, landslides or other hazards, or a temporary re-routing of traffic.   

 
Some signage are classified as Major Traffic Control Items (MTCIs) and may required the approval of 
VicRoads depending upon the type of sign and whether it is proposed to locate the sign on a declared arterial or 
local road. A full listing of the MTCIs and the level of delegation for approval of these devices is shown in 
Table 2.1 of the VicRoads’  Traffic Engineering Manual, Volume 1. 
 
Advantages:  
 

·  Provide drivers with appropriate instructions in order to drive safely and to help enforce the road rules. 
 
Disadvantages: 
 

·  Too many signs in one location may lead to an overload of information.  
 
Appropriate Location: 
 

·  Signs should generally be erected on the left side of the carriageway and be positioned so that it will 
convey its message effectively without restricting lateral clearance or sight distance. 

·  In general, signs should be placed at a point where legibility is achieved in sufficient time for the driver 
to respond to the warning and take the necessary action. 

 
Inappropriate Location: 
 

·  Where there may be an obstruction to the placement of a sign. 
 
Cost:  
 
$50 - $300 each. 
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Examples: 
 
Regulatory Signs: 

     
 
Warning Signs: 

     
 
Parking Signs: 

 
 
Guide Signs: 

 
 
Roadwork Signs: 

   
 
 
A number of the more commonly used signs as traffic management devices have been reviewed as follows: 
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C.3.1 Speed limit signs 
 
The purpose of speed limits is to establish a safe speed depending on the type and location of the road.  
 
If an LATM scheme has been implemented within a local area and this area has clearly defined boundaries, it 
will often be appropriate to impose a local area speed limit (i.e. perimeter of schools and in areas with narrow 
concrete roads). 
 
Advisory speed limits are used as warning signs for locations such as at a bend in a road and for the warning of 
traffic treatments such as road hump.  
 
Other locations where speed limits may be appropriate are in laneways and car parks where the road may be 
shared between pedestrians and motorists. 
 
Changes to speed limits require approval from VicRoads, as they are Major Traffic Control Items. 
 
Advantages: 
 

·  Reduces the speed of traffic along a street. 
·  Minimal installation/maintenance cost. 
·  Can lower the incidence of extreme speeding. 
·  Provides benefits for all road users. 

 
Disadvantages: 
 

·  They require regular police enforcement to achieve compliance. 
 
Appropriate Locations: 
 

·  Along sections of road where there is minimal other road-side signage. 
·  Vehicle speeds in a street or area need to be reduced. 
·  The proposed speed limit is compatible with the street speed environment. 

 
Inappropriate Locations: 
 

·  At corners of intersections. 
·  Too close to bends. 
·  Behind obstructions such as trees, poles. 

 
Cost:  
 
$200 - $300 each. 
 
Field Observations:  
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C.3.2 Prohibited traffic movement signs 
 
Prohibited traffic movement signs indicate to drivers that they are not permitted to undertake a particular 
turning or other traffic movement. The signs are used to prevent short-cutting or undesirable turning movements 
into and from residential streets. The signs can also be used to prohibit access by specific road user types (eg 
trucks, cyclists, buses, pedestrians). 
 
Appropriate location: 
 

·  Prevent through traffic from short-cutting along a street. 
·  Prohibit access by specific road user types. 
·  Reduce the incidence of particular types of crashes from occurring. 

 
Advantages: 
 

·  Traffic volumes may reduce from restricting the traffic movements. 
·  Safety may increase from the removal of conflicting movements. 
·  The prohibition may be applied part-time of to specific road user types. 
·  Minimal installation/maintenance cost. 

 
Disadvantages: 
 

·  Acceptance of these signs will depend on the user and will be less effective if they seem illogical or 
where convenient alternatives are not available. 

·  Restricts the accessibility of residents. 
·  May require increased police enforcement to achieve compliance. 
·  Turns at less safe places or manoeuvres such as “U” turns may occur as a result of restricted 

movements. 
 

  
No Left Turn  No Standing 
 

 20  30 
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C.3.3 One-way (streets) signs 
 
One-way signs indicate to drivers that traffic is allowed to travel only in the direction of the arrow in the section 
of the street applying. 
 
Advantages: 
 

·  They are generally accepted by the public. 
·  Increases the opportunity for on-street parking. 
·  Increases the opportunities for dedicated facilities for pedestrians, cyclists and public transport. 
·  Traffic volumes on the street may be reduced. 
·  Increases the safety for pedestrians and cyclists. 
·  Decreases vehicle conflicts due to the lack of opposing traffic conflict. 

 
Disadvantages: 
 

·  The one-way system may be ignored if the street is only lightly trafficked and the potential conflict 
from opposing traffic appears low. 

·  Speeds may increase due to the removal of conflict from oncoming vehicles. 
·  Reduces accessibility for local residents. 
·  Diverts traffic to other streets. 
·  Increases travel time and length. 
·  Emergency vehicles may have to travel the wrong way in emergencies, which may create a hazard. 
·  Refuse collection points and bus stops may need to be relocated to the one side of the street. 

 
Appropriate location: 
 

·  Reduce traffic volumes. 
·  Reduce pedestrian crossing distances (if road narrowing ensues). 
·  Direct traffic to or away from a particular street. 
·  Enhance the streetscape and pedestrian environment. 

 
C.3.4 Stop signs 
 
Stop signs are regulatory signs used to assign priority and facilitate the safe passage of vehicles through an 
intersection. They require all drivers and cyclists to come to a complete halt before proceeding. Stop signs are 
generally placed on the minor road approach to an intersection thereby assigning priority to the major road. 
 
Advantages: 
 

·  Reassignment of priority may be a discouragement to through traffic using a street and this may lead to 
a reduction in traffic volumes. 

·  Safety may be improved with the better definition of priorities. 
·  Minimal installation/maintenance cost. 
·  Speed reduction may occur within the intersection. 

 
Disadvantages: 
 

·  Limited value as a stand-alone facility. 
 
Appropriate location: 
 

·  Where the sight distance from the minor leg of the intersection is insufficient and it would be unsafe to 
proceed without stopping. 

·  Where a major road approaches to an intersection as a means to discourage traffic use and speeding 
(only appropriate in this instance if used in conjunction with other devices and providing that care is 
taken to ensure it is obvious to the driver). 
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·  Refer to Australian Standard AS1742.13 (1991) Manual of uniform traffic control devices – Part 13: 

Local area traffic management provides details on the sight distance requirements for the installation of 
stop signs. 

 
 
Field observations: 
 

 
 

 
Bayside, Victoria 

 



Traffic Management Policy Nov 2006 Page 46 of 72 08/11/2006 

 
Christchurch, New Zealand 

 
 
C.3.5 Give way signs 
 
The purpose of a give way sign is to assign and indicate the priority at intersections. These signs should 
generally be used where sight distances are adequate. Where sight distances fall below that stipulated in the 
VicRoads’  Traffic Engineering Manual Volume 1 (Table 3.2), Stop signs should be considered. 
 
Advantages: 
 

·  Loss of priority may be a discouragement to through traffic using a street and this may lead to a 
reduction in traffic volumes. 

·  Safety may be improved with the better definition of priorities. 
·  Minimal installation/maintenance cost. 
·  Speed reduction may occur within the intersection. 

 
Disadvantages: 
 

·  Limited value as a stand-alone facility. 
 
Appropriate location: 
 

·  Intersections where a modification to the ‘give way to the right’  rule is required. 
·  Where there is a need to resolve uncertainty as to which traffic stream has to give way. 

 
C.4.6 Turn bans 
 
The NO RIGHT TURN or NO LEFT TURN sign is used at intersections where vehicles are forbidden to make 
a turn to the right or left. These signs are enforced by the Police. 
 
Times of operation are used in conjunction with these signs when the prohibition applies at certain times only. 
Turn ban signs are usually used for streets with a high volume of through traffic mostly during morning and 
evening peak times.  
 
Advantages: 
 

·  They prevent motorists from using local streets. 
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·  The prevent queuing and bottle necks along major roads. 
 
Disadvantages: 
 

·  Are difficult to enforce on a regular basis. 
·  May disadvantage local residents from using there own streets at times of operation. 
·  Difficult to obtain majority support from the community. 
·  May displace traffic onto adjacent local streets. 

 
Appropriate locations: 
 

·  Local streets near the vicinity of a major intersection. 
·  Where through traffic is an issue. 

 
Inappropriate locations: 
 

·  Local streets with access to shops, parking, transport and other community services 
 
Cost:  
 
$200 - $300 each. 
 
Field Observations: 
 
(On-site photo required) 
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C.3.7 Marked pedestr ian (Zebra) crossings 
 
Marked pedestrian crossings or zebra crossings are line-marking placed across the street generally 
perpendicular to the direction of traffic flow used in conjunction with signage that together give priority to 
pedestrians. They require drivers to stop for pedestrians until they clear the crossing area. See also Australian 
Standard AS1742.10. 
 
Advantages: 
 

·  Relatively cost effective. 
·  Pedestrian crossing area is well defined. 
·  They provide shorter delays to drivers than traffic signals. 
·  They assign priority to pedestrian movements. 

 
Disadvantages: 
 

·  Safety is an issue if drivers fail to stop for pedestrians. 
·  Can be poorly respected by drivers if there is low pedestrian usage. 

 
Appropriate location: 
 

·  Two lane streets with short crossing distances (7.5 m or less). 
·  Low speeds environments 60 km/h or less. 
·  Where there is regular pedestrian use throughout the day. 
·  Where there is street lighting. 
·  Where there is good visibility of the crossing and pedestrians approaching it. 

 
Inappropriate location: 
 

·  On busy multi-lane streets. 
·  Where the speed environment is greater than 60 km/h. 
·  Where there is no street lighting. 
·  Where there is low pedestrian usage. 

 
Pedestrian warning signs and linemarking are essential requirements to legally define a zebra crossing. Refer to 
Australian Standard AS1742 for specific guidance on the appropriate use of signage and linemarking. 
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Field observations: 
 

 
Glenferrie Road, Hawthorn 

 

 
Glenferrie Road, Hawthorn 
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Wellington, New Zealand 

 

 
Ballina, New South Wales 

 
 

C.3.8 Pavement markings 
 
Pavement markings are all the lines, symbols, patterns, messages, numerals, or other devices set in the 
pavement or applied or attached to the pavement or kerb to regulate, warn or guide traffic.  
 
They may act as a supplement to other road devices but often they are the only effective way to convey certain 
regulations and warnings to drivers. 
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Advantages: 
 

·  Convey information to the driver often continuously, eg as longitudinal lines without diverting his/her 
attention from the roadway. 

 
Disadvantages: 
 

·  May not be clearly visible if the road is wet or dusty. 
·  Subject to traffic wear and usually require frequent on going maintenance. 
·  May be obscured by traffic. 
·  Effect on skid resistance requires a careful choice of materials. 
·  Cannot be used on unsealed roads. 
·  Are not a physical barrier and vehicles can easily cross them. 
 

Appropriate location: 
 

·  On sealed asphalt roads. 
 
Inappropriate location: 
 

·  On unsealed roads. 
 
Cost: Varies depending upon the amount of work. 
 
Field Observations: 
 
Various Traffic Treatment Line markings 
 

 
High Street/Harp Road 

 
 
 
C.3.9 Shared zones 
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Is an area utilised by both pedestrians and vehicular traffic in which vehicles must give way to pedestrians at all 
times, and where the street environment has been adapted for very low speed vehicles. 
 
Shared zones attempt to change the image of a street so that drivers are made aware that they are entering a 
street environment with driving conditions that are quite different to other more common situations. This can be 
achieved by the use of different coloured and/or textured pavement surfaces, by the use of full width flush 
paving between property lines and through landscaping. A speed limit of 10 km/h is considered appropriate in 
shared zones. 
 
Shared zones are often constructed on residential streets with mixed vehicle and pedestrian traffic or in areas 
where a form of control is required that allows complete pedestrian mobility and safety. Due to the high cost 
involved, shared zones are normally restricted to areas of high commercial activity, medium to high density 
residential areas or recreational areas. 
 
Advantages: 
 

·  Safety of pedestrians and cyclists is increased. 
·  Separates residential areas from areas of non-residential use. 
·  Reduces the speed environment of the street. 
·  Provides for flexibility of parking layouts. 
·  Alerts drivers that they are entering a different driving environment. 
·  Can improve amenity without affecting access. 

 
Disadvantages: 
 

·  Relatively expensive. 
·  Drivers may not observe the speed restrictions when pedestrian usage is low. 
·  Requires education and enforcement to encourage understanding and compliance. 
·  Pedestrian safety may be compromised by non-complying vehicles. 

 
Appropriate location: 
 

·  At boundaries between different classifications of streets. 
·  At boundaries between different land uses. 
·  Where there are large numbers of pedestrians using the space. 
·  Where there is need to provide pedestrian priority over a relatively long section of street. 
·  Where one or more isolated pedestrian crossings would be ineffective. 

 
Inappropriate location: 
 

·  At the junction of two minor local streets. 
·  On local distributor roads with a high speed problem. 
·  On streets with a high vehicle to pedestrian ratio. 
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Field observations: 
 

 
Cambridge Street, Hawthorn 

 

 
Cambridge Street, Hawthorn 
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Adelaide, South Australia 

 

 
Sydney, New South Wales 

 
C.3.10 Per imeter  threshold treatments 
 
Perimeter threshold treatments (or entry statements) are coloured and/or textured road surface treatments that 
contrast with the adjacent roadway. They aim to alert drivers that they are entering a driving environment that is 
different from the one they have just left by the use of visual and/or tactile clues. 
 
Appropriate location: 
 

·  Boundaries between different land uses. 
·  The interface with the arterial road network. 
·  The interface between different local area speed zones. 
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Inappropriate location: 
 

·  Streets with a high traffic volume (greater than 4,000 vpd). 
·  Streets with a speed environment greater than 60 km/h. 
·  Wide carriageways unless road narrowing is provided. 

 
Advantages: 
 

·  Reduces approach speeds to an intersection. 
·  Highlights the presence of an intersection. 
·  Provides separation between residential areas from areas of non-residential use. 
·  Alerts the driver that they are entering a local area. 

 
Disadvantages: 
 

·  High maintenance. 
·  Texturing may create stability problems for cyclists and motorcyclists. 
·  Turning traffic from and into the low speed local area may be more likely to affect traffic flow on the 

connecting arterial roads. 
·  Vehicle priority may be unclear to pedestrians in some circumstances. 
·  Effectiveness limited unless complemented by other devices in the street. 

 
Field observations: 
 

 
Burke Rd. & Mowbray St., Hawthorn East 
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Burke Rd. & Mowbray St., Hawthorn East 

 
 

 
South Perth, Western Australia 

 
C.3.11 Rumble str ips 
 
Rumble strips consist of placing buttons or raised pavement markings in the roadway and its ability to reduce 
speed is a result of the driver’ s reaction to ‘discomfort’  when traversing this measure. 
 
In addition to the vibration that creates at speeds of 50 km/h and higher, rumble strips provide an audible 
indicator of a vehicle’s speed, helping cue to the driver to the need to reduce his speed, as well as to alert 
pedestrians, bicyclists and others to the presence of a speeding vehicle. 
 
These devices aim to alert drivers to take greater care when approaching a hazard such as a bend or junction, or 
warn drivers to undesirable lateral movements and unusual conditions. They are also effective in alerting 
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pedestrians with vision impairment to the presence of pedestrian crossings and to provide additional direction 
guidance. 
 
Advantages: 
 

·  Relatively inexpensive. 
·  Easy for bicycles to transverse. 
·  Can be useful where sight distance to signage is limited. 
·  They are effective in alerting drivers, cyclists and pedestrians to hazards. 
·  Effective in slowing travel speeds in the vicinity of the road hump. 
·  Discourages through traffic. 
·  When used in a series it reduces speeds over the entire length of the street. 
 

Disadvantages: 
 

·  Cause ‘ rough ride’  for some drivers.  
·  A change in the intensity of traffic noise occurs. 
·  Stability problems may occur for motorcyclists and cyclists if placed on small radii curves due to 

differential skid resistance. 
·  May not reduce the speed of a small proportion of vehicles. 

 
Appropriate location: 
 

·  Where low speeds are desired. 
·  Where noise is not a major concern. 
·  To alert drivers, cyclists and pedestrians in advance of a hazard or unusual feature. 
·  As a supplementary device when warning or regulatory signage have been ineffective. 

 
Inappropriate location: 
 

·  Within the normal bicycle operating space as they may create a safety hazard for cyclists. 
 
Field observations: 
 

 
Orion Street, Balwyn North 
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Orion Street, Balwyn North 

 

 
Perth, Western Australia 

 



Traffic Management Policy Nov 2006 Page 59 of 72 08/11/2006 

 
Monash, Victoria 

 
C.3.12 Bicycle lanes, bypasses and other  facilities 
 
Bicycle lanes are designated bicycle thoroughfares dedicated to the movement of bicycle traffic within the road 
space. They are created by pavement marking and signs, which give the lane its legal status.  
 
Advisory treatments are provided to indicate or advise road users of the potential presence of cyclists and of the 
location where cyclists may be expected to ride on the street. They consist of pavement markings and warning 
and guide signs, and as such have no regulatory function. 
 
Appropriate location: 
 

·  There is a need to separate cyclists from other traffic. 
·  Avoid squeeze points, adverse surface conditions and other obstacles. 
·  Where there is a significant difference in the speed of vehicular and bicycle traffic (i.e. > 20 km/h). 
·  Where it is desirable to separate cyclists from other traffic (eg. For reasons of safety). 
·  Anywhere cycling needs to be encouraged (eg along major routes near town or city centres). 

 
Inappropriate location: 
 

·  Where it will restrict the movement of buses. 
 
Advantages: 
 

·  Increases cyclist safety. 
·  Improves accessibility and connectivity of the bicycle network. 
·  Can be used to narrow the width of traffic lanes. 
·  Promotes the use of alternative modes of transport. 

 
Disadvantages: 
 

·  Separate facilities may be expensive. 
·  Facilities may be incompatible with other LATM devices. 

 
Field observations: 
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Bulleen Road, Balwyn North 

 
 

 
Bulleen Road, Balwyn North 
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Bulleen Road, Balwyn North 

 
Bulleen Road, Balwyn North 

 
 

C.3.13 Bus-only links, bus modified traffic control devices, bus by-passes 
 
These are treatments designed to accommodate buses and provide a special priority to bus services. Measures to 
facilitate bus travel should involve the removal or reduction of unnecessary impediments to a safe, comfortable 
and undelayed bus journey, while ensuring that road safety is not reduced. 
 
Applications: 
 
Devices on bus routes should be safe and comfortable for passengers and should not cause damage or turning 
problems for the bus. 
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The location of devices should be coordinated with bus stops to minimise delays. 
 
Advantages: 
 

·  Facilitates the comfortable passage of buses. 
·  Reduces discomfort for bus passengers. 
·  Gives priority to buses relative to other traffic. 
·  Minimises delays and travel time for buses. 
·  Minimises or eliminates damage to bus sumps or gear boxes from travelling over raised devices. 

 
Disadvantages: 
 

·  Relatively expensive. 
·  May increase delays for other traffic. 
·  Non-compliance can be an issue where bus use is low. 
·  May impede the movement of other road users. 

 
Field observations: 
 

 
Sydney, New South Wales 
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Stirling, Western Australia 

 
C.3.14 Speed Trailer  
 
This device is mainly used on our residential streets, predominantly collector roads, to reinforce the blanket 50 
km/hr urban speed limit. 
 
The radar mounted on the speed warning trailer detects an oncoming vehicle’s speed which is displayed on the 
message board with a road safety message/speed limit sign. Council has one trailer and has applied for funding 
for an additional trailer to use on a rotational basis on our residential streets. The speed trailer is typically placed 
in the field on a weekly basis. 
 
Applications: 
 
The location of this device should be used in streets where the 85 th % ile speed is typically in excess of 55 
km/hr and may be coordinated as part of an overall strategy including say police enforcement before 
consideration is given to the use of physical devices.. 
 
Advantages: 
 

·  A reduction in vehicle speeds in the vicinity of the device. 
·  Does not restrict motorists. 

 
Disadvantages: 
 

·  Less effective in slowing vehicles than a physical device. 
·  On-street parking can prevent effective placement of device. 

 
Appropriate location: 
 

·  Where there is a need to reduce vehicle speeds. 
·  Where there is street lighting to maximise visibility. 
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Field observations: 
 

 
 
C.3.15  Police Enforcement 
 
Where 85th percentile speeds are typically in excess of 55 km/hr on a 50 km/hr road, officers request the 
Boroondara Traffic Management Unit (TMU) to undertake a level of police enforcement  to reduce the number 
of motorists travelling in excess of the posted speed limit. 
 
Advantages: 
 

·  A reduction in vehicle speeds in the area of enforcement. 
·  Inexpensive to implement 

 
Disadvantages: 
 

·  Less effective in slowing vehicles than a physical device. 
·  Short term improvement only for the period immediately after the enforcement. 

 
Appropriate location: 
 

·  Where there is a need to reduce vehicle speeds. 



Traffic Management Policy Nov 2006 Page 65 of 72 08/11/2006 

    
                     
ATTACHMENT D 

 
Residential Traffic Management – Flow Char t of Evaluation Process 
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If no current traffic data 
organise traffic survey 

Notify the Community, Ward Councillor and Local Laws. 
Prepare application for funding and works request. 

Email works request to Depot and register in Dataworks. 

Following implementation, monitor and evaluate after 6 -12months 

Traffic complaint or request received 
for traffic management treatment 

Check current traffic speed and 
volume data (Access database) 

Obtain crash data for previous 
5 years (VicRoads crash stats) 

Inspect site and note relevant features 

Check Dataworks and Street File for relevant  
background/history 

Evaluate site under policy using 
collated data (Section 6.2) 

Cr iter ia met. 
Develop Traffic Management Treatment(s) 

(Section 7) 

Advise Ward Councillor & 
resident/community 

Circulate to other stakeholders 
– Emergency Services 
– Tram/Bus operators 
– VicRoads 

 

Circulate to affected community for feedback 

Evaluate Feedback 

I f < 15% Suppor t 
Look at alternative 

solutions. 
Redistribute proposal? 

Abandon Proposal? 

I f  15-50% Suppor t 
Consider abandon 

process & find 
alternative solution 
or report to Council. 

I f 51-75% Suppor t 
Consider abandon 

process or submit to 
Director for 
approval. 

I f 76-99% Suppor t 
Submit proposal to 

Manager for approval. 
(Memorandum) 

I f 100% Suppor t 
Proceed to 
implement 

Cr iter ia not met. 
No further action 

Circulate to Ward Councillor 

If to proceed, notify the Ward Councillor 
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