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research project with the National Association of City Transport Officials (NACTO) assessing the 
economic benefits of safer infrastructure for vulnerable road users in Addis Ababa, Ethiopia.  
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Introduction 
This submission is a considered response to Maribyrnong City Council’s Proposed Birmingham St 
Pocket Park. BikeWest’s strategic goals include but are not limited to increasing the number of 
people cycling; promoting the associated health, environmental and amenity benefits through such 
activity, and the value for money bicycle infrastructure investments create. BikeWest’s assessment 
of the proposed pocket park is informed by an analytical framework based on a substantial domestic 
and international evidence base.  

Motivation 
BikeWest advocates for high quality cycling infrastructure. We do so because we know from vast 
amounts of international research and experience this creates a better future for us and our children 
and society as a whole. We see quieter, calmer communities where young people are able to move 
about safely on their bicycles with increased amenity, reduced pollution and better quality of life.  

We want our children to be healthy and active but as a result of our cities becoming more and more 
car focused, that choice is increasingly being taken away from us all. Australia has now reached the 
staggering statistic that 1 in 3 young people do not know how to ride a bicycle1. Through the 
systemic approach of trying to protect our children, we have removed our children from the danger 
rather than the far more reasonable approach actually removing the danger from the children.  

Birmingham St Pocket Park 
Generally any increase in green space is supported by BikeWest and this applies to the Birmingham 
St Pocket Park (Figure 1).  

                                                           
1 Crawford, S., Bennetts, S. K., Cooklin, A. R., Hackworth, N., Nicholson, J. M., D’Esposito, F., Green, J., 
Matthews, J., Zubrick, S. R., Strazdins, L. & Parcel, G. 2015. Parental fear as a barrier to children’s independent 
mobility and resultant physical activity. Final Report. Melbourne: La Trobe University 
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Figure 1: Maribyrnong City Council Birmingham St Pocket Park Proposal 

However, information provided by council in the FAQ section of the web page describing the park is 
concerning and does not appear to understand the issues surrounding shared spaces for pedestrians 
and cyclists. The blanket statement that cyclists must give way to pedestrians and other park users 
illustrates a fundamental lack of understanding of cycling infrastructure networks. The key design 
principles for cycling infrastructure networks are illustrated in Figure 2.  
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Figure 2: Cycling infrastructure Key Design Principles (UK Dept of Transport) 

These principles fall into five main categories: 

• Coherent:  
o DO: Cycle networks should be planned and designed to allow people to reach their 

day to day destinations easily, along routes that connect, are simple to navigate and 
are of a consistently high quality.  

o DON’T: Neither cyclists or pedestrians benefit from unintuitive arrangements that 
put cyclists in unexpected places away from the carriageway. 

• Direct:  
o DO: Cycle routes should be at least as direct – and preferably more direct – than 

those available for private motor vehicles.  
o DON’T: Routes involving extra distance or lots of stopping and starting will result in 

some cyclists choosing to ride on the main carriageway instead because it is faster 
and more direct, even if less safe. 

• Safe:  
o DO: Not only must cycle infrastructure be safe, it should also be perceived to be safe 

so that more people feel able to cycle.  
o DON’T: Space for cycling is important but a narrow advisory cycle lane next to a 

narrow general traffic lane and guard rail at a busy junction is not an acceptable 
offer for cyclists. 

• Comfortable 
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o DO: Comfortable conditions for cycling require routes with good quality, well 
maintained - smooth surfaces, adequate width for the volume of users, minimal 
stopping and starting and avoiding steep gradients. 

o DON’T: Uncomfortable transitions between on-and off carriageway facilities are best 
avoided, particularly at locations where conflict with other road users is more likely. 

• Attractive 
o DO: Cycle infrastructure should help to deliver public spaces that are well designed 

and finished in attractive materials and be places that people want to spend time 
using. 

o DON’T: Sometimes well-intentioned signs and markings for cycling are not only 
difficult and uncomfortable to use, but are also unattractive additions to the street 
scape. 

In addition, it is unclear what benefit the raised zebra crossing provides at the northern end of the 
pocket park. Consequently specific design details must be addressed for the Pocket Park to be a 
success for all users. 

Pedestrian and Cycling Shared Space 
Spaces shared between pedestrians and cyclists have very little evidence of success unless in very 
specific circumstances. Cycling speeds are often more than 4 times those of pedestrians which can 
often lead to conflict as has been examined by the peak lobby group, Victoria Walks. 

Victoria Walks’ document, “Shared Paths: the Issues”2 rigorously assesses the various aspects of 
shared paths. Victoria Walks has significant reservations regarding the provision of shared paths in 
general and in particular with vulnerable groups such as the elderly or the young. Broadly speaking, 
slow moving recreational cyclists may be able to share paths with walkers. However, walkers are 
unlikely to mix well with commuter or sports cyclists in particular, who typically travel at higher 
speed.  

There is very little reliable data that would allow the risk of crashes on shared paths to be compared 
to pedestrian risk in other transport contexts. The limited evidence available suggests that shared 
paths may be more hazardous for cyclists than some other environments, such as on road cycle 
lanes. However the safety issues for walkers on shared paths do not appear to have been assessed 
by quality research – a significant gap given that shared paths are common infrastructure. While 
cycling speed on shared paths varies significantly between locations and users, average cycling 
speed typically ranges between 20 and 30 km/h – generally above the 20 km/h envisaged by 
Austroads for shared paths. 

Where observational studies have been compared with surveys and/or focus groups of users, the 
observational studies have often found minimal levels of conflict, however, the user experience 
studies have very different results. For example in one Sydney survey 8% of pedestrians reported 
being knocked over by a cyclist and 33% reported being frightened by a cyclist travelling too fast and 
consequently both walkers and cyclists have been found to prefer segregated or separated paths, 
especially when user numbers, either pedestrians or cyclists, are high. In stakeholder consultation 
many councils agreed that separation of walkers and cyclists was preferable where there were high 
numbers of users. 

Austroads guidelines recommend shared paths should be used only where user numbers and cycling 
speeds are low as shown in Figure 3. There is a conflict between these guidelines and VicRoads Cycle 
Notes 21, which does not definitively recommend separated facilities unless cyclist volumes are 
extremely high – greater than 600 per hour (1 every 6 seconds). This figure is currently only met on a 
small number of major commuter routes to the city. This guidance is based on level of service to 

                                                           
2 Victoria Walks (2015). Shared paths – the issues, Melbourne, Victoria Walks. 
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cyclists, not pedestrians. Cycle Notes 21 needs to be revised to recognise that separated or well 
segregated paths better cater for high numbers of users. 

 

Figure 3: Austroads Guidelines on shared paths3 

Victoria Walks propose a standard threshold for separation of 50 cyclists or 100 pedestrians per hour 
in the commuter peak. The number of 50 cyclists generally aligns with the Austroads, Norwegian and 
Dutch guidance. It is important to note that at higher volumes, separate paths will generally provide 
higher capacity than a shared path of the same total width, so separation is warranted by 
operational efficiency alone. 

In general, shared use routes in streets with high pedestrian or cyclist flows should not be used. 
Instead, in these sorts of spaces distinct tracks for cyclists should be made, using sloping, pedestrian-
friendly kerbs and/ or different surfacing. In urban areas, the conversion of a footway to shared use 
should be regarded as a last resort.  

School Environment and Maribyrnong Bicycle Strategy Major Project 
The proposed pocket park is an extremely unusual setting in that it separates two buildings of 
Catholic primary school as well as . This presents uncommon and significant challenges. These 
challenges include approximately 200 students and parents arriving at the same time as commuter 
cyclists would be passing through the same space.  

The Maribyrnong Bicycle Strategy identifies Birmingham St as one of the 7 major projects connecting 
Yarraville and Seddon. This will be the major route for commuters heading from Yarraville into the 
city and students cycling to the Barkly St and Pilgrim St campuses of Footscray High School.  

Combining primary school students and commuter cyclists on a shared path is fundamentally unsafe 
and must be avoided at all costs due to small children being especially vulnerable and unpredictable. 
This is emphasised by the Austroads guidance in Figure 3 where regardless of the number of cyclists, 
200 pedestrians requires separated cycling infrastructure. This is consistent with the Safe System 
approach which has been adopted as VicRoads policy. 

                                                           
3 Austroads 2017 Guide to Road Design Part 6A: Paths for Walking and Cycling, Sydney, p29 
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Safe System Approach 
The primary starting point for the Safe System approach is that no one deserves to die or be 
seriously injured simply getting from A to B. The Safe System approach acknowledges that, as 
people, we all make mistakes or get distracted but these mistakes or distractions need not cost us 
our life, our health or someone else’s life or health. Human bodies are fragile, there's only so much 
physical force we can withstand. This is why we need to do all we can to keep ourselves, and others, 
safe on our roads. A fundamental conclusion of the Safe System approach is that people/vehicles of 
different masses and speed must be separated. As the mass of pedestrians and cyclists is similar, it is 
the issue of speed differentiation that necessitates the separation of pedestrians and cyclists.  

BikeWest Proposal 
BikeWest proposes to keep the footpaths on the east and west side of the parks and a dedicated 
2.5m bidirectional path immediately to the west of the eastern footpath with the current kerb 
constituting the eastern edge of the bidirectional path. This would require moving 4 small trees. In 
addition, bicycle lane protectors should be installed either side of the bidirectional lane preventing 
pedestrians crossing the bike path in an unregulated and ad hoc fashion. Dedicated crossing points 
adjacent to the hall entrance, as well as the northern and southern ends of the pocket park should 
also be installed (Figure 4). Separating the footpath and bike path will provide good lines of site for 
both cyclists and pedestrians ensuring safe crossing and minimising conflict. 

 

Figure 4: BikeWest Park Proposal 
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Bicycle Lane Protectors 
Extensive development of parks and bicycle lanes in North America and Europe have led to a new 
generation of protectors and dividers that are sympathetic to green spaces and add to the amenity 
of the green space. Numerous examples are shown in Figure 5, Figure 6 and Figure 7. 

 

Figure 5: Bike lane planter dividers 

 

Figure 6: Bike lane planter dividers 
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Figure 7: Bike lane planter dividers 

An excellent example of a pocket park with protected bike lanes is the Allen and Pike Streets 
Pedestrian and Bicycle Improvement Project, New York (Figure 8).  

 

Figure 8: Allen and Pike Pocket Park 

Conclusion 
The proposed Pocket Park in Birmingham St is supported by BikeWest however, the initial design is 
heavily compromised due to the lack of separation between pedestrians and cyclists. This goes 
against the international evidence base and best practice. This is a particular concern as the majority 
of pedestrians will be primary school aged children who are especially vulnerable and unpredictable. 
When combined with a route that Maribyrnong City Council proposes to be a major cycling route as 
described in the Bicycle Strategy, this is a recipe for disaster.  

Fortunately, with sensitive design considerations and drawing upon the key design principles, the 
Birmingham St Pocket Park can be a success, however, the current design must be radically changed. 
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