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The entrance to platform 3 in the 1920s showing the original windows in the waiting room. 
(Source: Public Records Office.)

Cover. View to the north west over Glenferrie Station during construction of the third 
rail line, provision was made for a fourth track. Source: Swinburne Archive from a very 
crooked image..
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Station entrance and construction of Don Cash Trading, with railline at ground level c. 1909. Source: Boorandara Library.
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Abstract
This report considers different ways of approaching 
the problem of overcrowding at Glenferrie Station. 
First it reviews the literature pertaining to safety 
on public transport systems across the world. It 
then presents a light ethnographic study of the site 
using observation and personal experience. Public 
Transport Victoria data is used for the empirical 
stage.

Some solutions are considered. However, it is 
stressed that modifications to the line between 
Burnley and Camberwell taking the corridor to four 
tracks - bridges are already in place for this. Also, 
Hawthorn, Glenferrie, Auburn, and Camberwell 
stations are heritage listed meaning minimal 
structural and aesthetic changes to buildings are 
limited. However, the change I propose does not 
affect the Glenferrie building in any way.

Safety
Safety is often cited as the number one issue by 
transport operators, and Glenferrie is one of the 
busiest stations on the network. There are many 
aspects to safety at stations, however this study 
concentrates on overcrowding. 

Glenferrie Station was built in 1916 to allow for 
the rebuilding of the line between Hawthorn and 
Camberwell that was of steep gradient. It is one 
of four stations in the section of track that have 
heritage overlays. 

The station services Swinburne University, that has 
dramatically increased in size over the past two 
decades, especially since the relocation of Arts 
and Design from Prahran in 2015. This has led to 
unacceptable and dangerous overcrowding during 
class times. 

There are substantial limitations inhibiting a major 
redesign of the station and its surrounds. These 
include the aforementioned heritage, pathways, 
design of the ramps, places to put Myki validators, 
mixed use by council, PTV, and a plethora of private 
retailers, as well as Swinburne University itself.

To alleviate this issue it is proposed to put a second 
entrance at the eastern end of the platform. This 
would not be difficult in engineering terms, not be 
overly expensive, would utilise some under utilised 
space, and relieve crowding at the western end of 
the platform.



A Flinders Street train passes the new bridge at John Street. c. 1960. Source: Swinburne Archive.
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Background
Glenferrie station was rebuilt in 1918 to cater for the removal of the steep gradient that existed between 
Hawthorn and Camberwell that occured in 1916. This also provided grade separation between the road 
(Glenferrie Road) that had recently had electric trams installed. 

The station was designed by the Victorian Railway¹s 
architect Edward Ballard under the Department¹s 
Chief Architect J W Hardy. It features two stories, 
brick and stucco facades punctuated by arches, 
blind and open, set between wide brick piers, and 
is similar in design to Aburn that is located between 
Glenferrie and Camberwell.

Glenferrie station is unique for stations of the period 
in that both sides open into narrow allyways. By way 
of contrast, Auburn’s north entrance is a spacious 
garden, and Camberwell (and similar stations on the 
Caufield line) have straight wide ramps leading to a 
bridge open at ether side.

The general area.
The Hawthorn area saw rapid expansion from 1836, 
just one year after the esablisment of Melbourne. 
John Gardiner was the first in the district and a 
creek was renamed afeter him. He and his wife left 
after one year to return to Melbourne. Surveying 
was carried out in 1837 and the land divided into 
alotments. The Yarra river was still a barrier, and in 
1842 a punt was established, followed in 1851 by a 
government sponsored wooden bridge. This bridge 
prooved problematic because of regular flooding 
and it was chained to trees. The present stone 
bridge was built in 1861.

Suburban development was stimulated by the 
opening of the railway to Hawthorn in 1861. Prior 
this period the area had been open farm land 
that Hoddle surveyed in 1852. He anticipated that 
the area would serve “for all time for all farming 
and vegetable growing purposes” and would 
prove “suitable for persons who would be likely to 
supply the Melbourne market”. The area being well 
respected for grape growing, was ranked third after 
Coburg and Bundoora. 

The coming of the railway  to Hawthorn in 1861 led 
to an influx of middleclass residents. People were 
now able to commute to and from Melbourne. 

A surge of public and private buildings followed, 
including various denominational churches and 
schools, to cater for the growing population. 

The residential composition of Hawthorn was to 
change again in the 1870s as subdivisions of estates 
gained momentum when, following the death 
of some leading district pioneers. As with other 
parts of Melbourne large properties were sold to 
developers who ‘carved them up into residential 
suburban lots’. An example was the Grace Park 
Estate. The subdivision was first offered for sale in 
1884, but sales were slow despite one advertisement 
describing it as ‘The Most Magnificent Residence 
Sites Ever Offered to the Public’.  This set the scene 
for the speculative 1880s land boom, during which 
Hawthorn was further stimulated by the extension 
of the railway from Hawthorn to Lilydale in 1882, 
and the spur railway from Hawthorn to Kew in 1887. 
During this time the population of the municipality 
tripled from 6000 in 1881 to 19,500 in 1891.

Being a middle calss area, Hawthorn came through 
the depression of the 1890s relivatively unscathed. 

Swinburne was establised in 1908 as the Eastern 
Suburbs Technical College, this became Swinburne 
Technical College in 1913, named after the colleges 
founder George Swinburne.

Since that time the area has remained relitively 
untouched. The railway was extended to three 
tracks in about 1960 from the junction of the Glen 
Waverly line to Camberwell and stations modified. 
The closure of the Kew branch line from Hawthorn 
in August 1952, partially allowed for the triplication.  
More recently new apartment developments are 
appearing, but the area is largely covered by a 
heritage overlay. 
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History
The station has seen relatively little change in its 100 
year history. The original station was built in the 1882 
with the extension of the railway over the Yarra River, 
and out to Healesville and Warburton. 

The majority of the shops were built prior to the current 
station being constructed in 1916. The reconstruction of 
the section of railway between Hawthorn and Camberwell 
was a significant change for the area, as it raised the train 
line above Glenferrie Road. Some shops were lost, and 
the character of the area changed. Unfortunately, the 
station entrance was placed some 50 metres back from 
Glenferrie Road. An atrium was created below the station 
with exits to the north and south. 

The north exit to the station is accessed via a covered 
lane way. The north side of this lane way housed a 
store known variously as Don’s, from opening in 1910 
to 1915, Snow’s to the 1933, then Walker’s. The shop 
was promoted as the ‘largest undivided space in the 
Commonwealth’. (Peel et al., p. 56.) However, it now 
divided into multiple freehold tenancies - mostly 
international fast food chains on Glenferrie Road, 
to small cafés near the station entrance. A large 
supermarket is the anchor tenant. What was once a 
relatively open inviting space of the department store is 

now a dark and narrow space as the outer boundaries 
of the building have been extended to cover most of 
the terrazzo floor. At the western end of the lane is a 
very small arcade, this is a dogleg from the station, and 
leads to an access lane filled with rubbish and a dark 
entrance to the back of the former Walkers building.

An insensitive renovation has narrowed the Don 
Arcade, and the disposal store’s windows on the south 
side, that don’t seem to have changed in 30 years, have 
made this a dark uninviting space.

In contrast the lesser used south side of the station has 
a pleasant open feel with the Owen Buildings (1922) 
being converted from an auctioneers shed to a large 
public bar, record store, and travel agent. Upstairs there 
is a night club.

Perhaps the worst aspect of the precinct is the 
relatively recent addition of an Exceloo in Glenferrie 
Road at the south bound tram stop. This is under the 
rail bridge, and the already dark environment is not 
made better by the narrowing of the footpath. Water 
leaking from overhead during rain, makes this a gloomy 
and somewhat dangerous place at night.

Don Archade c. 1945. Source: Public Records Office.
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The Site
Although Glenferrie and Auburn stations are not 
unique in that the entrances do not front the main 
road (Glenferrie Road and Auburn Road), they are 
raised above the surrounding area. Both stations 
were built at the same time as Camberwell, and the 
series of stations between South Yarra and Caulfield 
on the Dandenong line. These stations are built into 
trenches, and access is by a straight wide ramp with 
a bridge containing the ticket office and other staff 
facilities. This gives better access as the ramps are 
wider, and don’t have a 1800 turn half way along.

Entry and exit to Glenferrie Station is via an arched 
atrium under the station, and access is gained via 
narrow lanes on either side of the lower or street level. 

The northern lane (Don Lane) is currently lined with 
fast food shops and cafés, the south side has an 
Aussie Disposal store selling camping goods and 
the like. This area to the west is covered with an 
atrium dating from Don Stores and the rebuilding 
of the station in the 1910s. The atrium has a glass 
and pressed metal ceiling, but has been partially 
destroyed by the insensitive remodelling of the main 
building.

Exiting the northern atrium to the station, almost 
directly in front is an offset entrance to a number of 
small shops followed by a poorly lit entrance to a mall 
that contains a delicatessen, a small smokers shop, 
a fast-food outlet, and a Woolworths supermarket. 
This is the former interior of Don Stores. However, 
the interior was rebuilt to accommodate a roof top 
car-park. Further to the east are the Swinburne 
security offices, an uninspiring brick building built in 
the 70s, and the rough car-park leased from VicTrack 
by the camping store. Beyond that are the modern 
Swinburne residences, and a pleasant pathway 
that follows the railway past the TAFE side of the 
university. 

On the south side, the station atrium faces the Owen 
buildings built in 1922 for an auctioneer. It currently 
houses a bar, a record shop, a cafe, and a travel 
agent. Upstairs is a disco. Further along, Railway 
Lane leads to Glenferrie Road. It has a short covered 
walkway end. To the left of the atrium is an uncovered 
walkway that leads to the southern part of Swinburne 
University, this is known unofficially as Swinburne 
Walk. The first part of this has a council car-park 
that seems to be waiting for development. Beyond is 
tertiary education section of the university. However, 
the only entrances to the University are through the 
Arts building and via John Street.

The area covered by this study is owned or 
administered by private owners (north east 
shops and Owen buildings), the council (car-
park and lane-ways to the university borders), 
Swinburne University (the areas to the east 
on both sides of the railway), and Public 

Transport Victoria/VicTrack (the station building itself and 
the land immediately bordering the railway). VicTrack owns 
the assets associated with the railway and tram networks. 
Unfortunately, this study didn’t have access to the VicTrack 
maps that are password protected.

Overall, the ownership of the different spaces has led to 
a hotchpotch of uses, and led to different areas being 
maintained to different standards. By way of comparison, 
Auburn station is open to Victoria Road on the north side. 
(See Appendix.) Some of the area, the immediate entrance, 
has been set aside as gardens. The south side of the 
entrance has a narrow lane and faces flats.



Trams have long been a part of the landscape of 
Glenferrie Road. The service open in 1913 from Malvern 
Town Hall (High Street) running to Cotham Road Kew. 
This branched at Cotham Road where one line ran east 
to Bourke Road (extended to Union Road in 1916), and 
the other ran west to the Kew Post Office. The tram 
now terminates at Glenferrie Road and Cotham Road, 
and a separate service from the city branches at High 
Street and Cotham Kew to run to terminate at Box Hill. 

The presence of tram’s was the prime reason for the 
continued development of the strip of shops that runs 
from Burwood Road to Barkers Road. The intersection 
with the railway would have been one of the reasons 
that Don Cash Trading setup on the north-east corner 
next to the railway in 1909, and the tram would have 
enhanced the trade four years later.

Today MLC and Xavier students are the main users 
of the tram north from the station. The student’s 
interchange with the train in both directions, travelling 
north in the morning and south in the afternoon. 

The south direction stop is located under the north 
railway bridge and is convenient to Don Arcade. 
However, the north direction stop is located 50 metres 
for the arcade across the road. Large numbers of 
pedestrian’s need to traverse down the arcade, and 
north along the Glenferrie Road footpath. This footpath 
is not only narrow, but contains street furniture for the 
fast-food shops, making this a hazardous place. If a 
tram is present at the stop or approaching, there is a 
stream of passengers crossing the slow moving traffic. 
The lights at  Wakefield Street can take up-to 7 minutes 
to change in the morning peak.

As part of the safety aspect, it is proposed that moving 
the north bound tram stop back towards Burwood 
Road (under the rail bridge), and place pedestrian 
lights there. This would encourage interchanging 
passengers to go down the underutilised Railway 
Arcade. This would then relieve some of the pressure 
in Don Arcade. A final change would be the relocation 
of the toilet near the camping goods store that creates 
severe congestion at the south bound tram stop.

14
Trams

Above: views of Glenferrie Road looking south (top) and south c. 1920s. (Source: Public Records Office.)
Below: Glenferrie Road 1960 when the third line was put in. (Source: Swinburne University Archive.) 

Map source: Melway.
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Challenges
Site Challenges
Currently selected trains stop at Glenferrie station 
during peak times, and at other times most trains 
stop.  In the medium to long term it is envisaged 
that a ‘Metro’ style service with only the Alamain line 
servicing the section of line between Camberwell 
and Burnley. Belgrave and Lilydale trains separated 
with their own track - four lines, and it is not 
intended that these trains will stop. (Stage 4 of the 
network development plan.) This will eventually 
result in an “up to five minute service”. (PTV - 2012.)

The current lines provide adequate opportunities 
for the service of students from Swinburne and 
surrounding schools, mostly Xavier College, and 
Methodist Ladies College to the north. The school 
students generally catch the tram for the final leg 
of their journey. (See section - Tram.) However, 
because the service is not regular the station can 
become very crowded.

The station also serves local residents leaving the 
area to go towards Melbourne, and Camberwell and 
beyond. These residents use the service mainly for 
work, and to attend sport.

There are five pathways into/from the station; South 
and East to Swinburne or West to Glenferrie Road. 
North and West to Glenferrie Road, straight into a 
dingy area that houses small shops, and beyond 
to a dark passage in a Woolworths supermarket, 
and East to the back area of the supermarket and 
beyond to the North side of Swinburne.

All of these entrances/exits lead from a central 
atrium that has a fence and ticket validators on the 
western side of the passageway. A ticket booth and 
Protective Service Officer facilities, and a large cash 
machine on the east are also located in the atrium.

The platforms are accessed via two ramps, one for 
platforms 1 and 2, the another for platform 3. The 
ramp are fairly steep, and have a 180 degree turn 
half way. However, they meet the requirements for 
wheel chair access. 

At the top of the ramp on platforms 1 and 2 
passengers face a fence with information and 
communication stands. When crowded these are 
not visible, or as the area is small, the facilities are 
not usable.

Station Challenges
Although the station is functional, it does not cope 
with the volume of traffic using it at busy times. 
It is heritage listed which means the fabric of the 
building cannot be substantially altered. Anecdotal 
evidence suggests that:

• the toilets are disgusting, filthy, and smell
• there is inadequate seating and waiting area
• canopies are not long enough, this contributes 

to the overcrowded atmosphere of the station 
at peak times as people don’t spread out 
along the platform. (People congregate at the 
top of the ramp on platform 2 and 3 talking in 
groups, blocking access to the timetables and 
emergency buttons.)

• Myki validators are the original old type and 
slow. This leads to queues for the exit up and 
onto the platform

• signage is inadequate, as are the electronic 
display boards, both on the station and in the 
atrium

• sound is currently very poor, with 
announcements ether inaudible or just audible 
when standing directly under the speakers. 
At night announcements are drowned out by 
music from the night club

• lighting is adequate under the canopy since 
the recent upgrade at all the stations with this 
general design. Camberwell, as well as between 
South Yarra and Caulfield were upgraded in 
2016. However, areas away from the canopy’s 
remain dark and underutilised

• lane ways are dark at night, and signage is small 
and illegible

• the atrium was not designed for the fence and 
barriers. They have to serve three platforms and 
two entrances. There is less that two metres 
between the fence and the ticket window, this 
means that people get trapped in this space 
with nowhere to move

• there is an a advertising sign partially blocking 
the entrance to the atrium on the south entrance

Whilst fixing many of these issues is beyond the 
scope of this report, the general movement of 
people and where they congregate, canopies, 
and placement of the Myki validators/barriers will 
be addressed through the introduction of a new 
entrance/exit at the eastern end of the platforms.
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Safety at railway stations is a major issue around the 
world. Various methods have been used to mitigate 
the problems caused primarily by inappropriate 
behaviour, but also other factors. These include: 
overcrowding of platforms and entrances/exits, walking 
surfaces, poor lighting, and signage.  This review is 
aimed at the problems facing Glenferrie Station in 
Melbourne’s inner east.  The review covers a small 
part of the literature that is quite extensive and dates 
back to the 1960s when graffiti became a problem 
on trains in the United States.  It reviews reports by 
the Auditor General into Protective Services Officers 
(PSO), reports into crime in Victoria and the general 
community, and crime in the built environment.  Also 
of interest is the Right Direction report by Transport 
for London, and a number of reports were carried out 
in the South of Wales (U.K.) by Paul Cozens. A series 
of reports into crime on all forms of transport by the 
Australian Institute of Criminology are well out of date 
(1980s-90s), but also looked at.

Reason for review - a study of safety at Glenferrie 
Railway Station
Glenferrie Railway Station (Glenferrie) is located on 
the Alamain, Belgrave, and Lillydale lines 8 km from 
the Melbourne central business district. It is three 
platforms, with the outer platforms permanently set 
in each direction. The centre line changes direction 
dependant on the time of day. Platform 3 (non island) is 
closed in the evening and at weekends when express 
trains do not run.

Safety at the station is a concern for many reasons. 
These have come about because the station is basically 
the same as when it was built in 1918 when the line was 
raised to ease the incline into Camberwell two stations 
east. The intermediate station – Auburn was built at 
the same time, and is of the same layout. However, 
Auburn does not suffer the same issues because there 
are fewer shops, the station is open on either side, 
and does not have the same number of passengers 
alighting/boarding. There is a heritage overlay that 
limits the changes that can be carried out.

The station is the 10th busiest on the network of 208 
stations, and had 2,858,000 people pass through the 
gates in 2013-14. (Compared to almost 30 million at 
Flinders Street for the same period.) There were over 
60,000 weekly entries to the station, of whom exactly 
50% were students (PTV, 2015).

Literature review

Perceptions of Personal Crime
A number of studies suggest that the level of crime at 
stations and on station platforms is very low, but the 
perceptions of crime is high. Transport for London ‘(TfL, 
2015) suggest that there were 7.5 crimes per million 
passengers. There were a total of 10,958 reported 
crimes on the Underground system in 2013/14. This 
compares to 18,884 crimes in 2005/06. This is a 
reduction of 45% over a 10 year period. These crimes 
could be serious assault down to fair evasion, graffiti, 
and pickpocketing. 

Further, the report suggests that crime is not evenly 
distributed in time or across the network, being 
concentrated to a small number of stations. For 
example:

people in their twenties are at higher risk of becoming 
victims.  Some locations, such as Newham and 
Westminster, show higher levels of risk. Relative risk of 
crime increases across the network in the afternoon/
early evening peak, and after dark. These will continue 
to be the key deployment times for enforcement 
resources across the network (TfL, 2015).

Only general reasons for the reduction were given, but 
it appears that a concentrated efforts in high risk areas 
were the key.

While pickpocketing is a well known risk in London, 
this isn’t a problem in Melbourne. However, assault, 
vandalism, and bad behaviour/language/drunkenness 
are problems. Although, as with London, the crime rate 
is relatively low.

During 2014 there were more than 9 600 criminal 
offences reported on Melbourne’s train system. 
Approximately half of these occurred after 6 pm. In 
the same year, around 222.2 million commuters used 
the metropolitan train network. Patronage after 6 pm 
accounted for around 17 per cent of the total, meaning 
individuals were at greater risk of being exposed to 
crime at night. (Auditor General, 2016)

Unfortunately, the Auditor General found:
Victoria Police’s systems and processes for recording 
crime at train stations do not require police members 
to record the name of the station where the crime 
was committed. Consequently, 13 per cent of the 
offences recorded at train stations since 2010 were 
not attributable to a particular station. This means it is 
not possible to accurately assess the impact of PSOs, 

Safety at stations
as it is not possible to compare the crime rates at a 
particular station before and after PSO deployment 
(Auditor General, 2016).

The Auditor General came to the conclusion that whilst 
the presence of PSO’s reduced the perception of crime, 
not enough was being done to make the public aware 
of their presence. Further they were detecting ‘minor’ 
crimes such as smoking and fare evasion, making their 
presence seem trivial.

The perception of safety by the public is a major 
concern when it comes to safety. Why is the system so 
unsafe in the eyes of the general public? Patronage has 
increased dramatically over the past 15 years, and is 
higher than the peak of the 1940s and 1950s when cars 
became the favoured means of transport. (PTV, 2012) It 
is not only the presence of PSOs at stations that reduce 
this perception, it is the built environment and the 
environment around stations.

On 22 December 1984 Bernhard Goetz (white), a 
passenger on the New York subway, shot four black 
youths who had harassed him for money. Loukaitou-
Sideris, et al. (2002) suggest that from that day “urban 
railway stations emerged as the nation’s primary 
epitome of urban crime, a lurid, underground kingdom 
ruled by murderers, rapists, and muggers where a 
subway rider’s life sometimes has less value than a 
token” (Rangel 1985, B1). (Stephen Lawrence (black) 
was set upon and stabbed to death by a gang of 
(white) youths while waiting for a bus in 1993 in the 
U.S.A..  Darren Jones was stabbed to death on a train 
stopped at Box Hill by Corey Acuna in 2006. However, 
no murders on the transport network in Melbourne 
have happened since.)

Of course much of the myth is perpetrated by the 
media. All forms (newspapers, radio, television, and 
especially the World Wide Web) are guilty to a certain 
extent. Although, I couldn’t find any specific references 
to Melbourne’s public transport, Liska and Baccalini 
found that newspaper reportage was complex with 
some forms of reporting increasing perceived fear. 
While Lammek (Germany) found that media reporting 
can profile the perpetrators of crime. (For example the 
Apex gang in Melbourne – youths of Sudanese origin.)

William’s and Dickinson (1993), for example, associated 
readers of ‘Tabloid’ papers such as the British Sun, with 
more sensationalist reporting, with higher levels of fear. 
They found that readers of the ‘broadsheet’ papers had 
lower levels of perceived fear.
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There seems to be a collineation between socio-
economic / income levels and perceptions of crime 
at stations through the media. This requires more 
investigation.

Perceptions of the Space at Stations
Cozens, et al (2003) proposed a Virtual Reality (VR) 
system for analysing safety at railway stations. It has 
long been known that visibility has been a major factor 
in personal safety. This includes dark or poorly lit area’s, 
nooks and crannies, toilets and waiting rooms, and the 
environment around the station. In a trial Cozens and 
his team filmed a station and its surrounds and asked 
a number people about their perceptions. The team 
concluded that whilst the use of VR was useful, it didn’t 
represent the station at night. (The better cameras and 
techniques now available may solve some of those 
issues.) However, the survey suggested a number of 
areas of concern at stations, the highest being lighting 
and CCTV. Interestingly the respondents nominated 
getting rid of gangs/yobs as a much lower priority.

Visibility is a major issue at stations and a number of 
approaches were made. These included cutting back 
vegetation (Cozens et al. 2003), to shelters. Waiting 
area’s were seen in many studies to be a problem 
(Easteal et al., Prassler, et al., Diec, et al., and Bissel, 
et. al.) It was found that they offered poor visibility 
both in and around the shelter/waiting area. There 
was the perception that they weren’t very safe at night 
because of poor lighting and means of escape should 
something happen. (This is equally true of toilets.) 
Diec, et al. (2010) came up with a design for a better 
shelter for the Melbourne system, but this has not been 
adopted.

Crowding at stations
This is a safety issue for a number of reasons: falling 
onto railway lines, (Sehchan, 2007, Prassler et al. ) 
pickpocketing,(TfL, 2015) and assault. (Cozens et. 
al. 2003.) These are a real possibility on platforms 
such a Glenferrie’s, because large groups of people 
congregate at the top of the ramp and do not spread 
out along platforms.

Falling on to the tracks – Smith and Clarke suggest 
that these incidents are rare. (Indeed I could find no 
literature on the incidence of people being pushed or 
falling on the tracks in Melbourne. This could be to 
prevent copycat events – as happens with suicides.) 
However, there are a number of recorded incidents 
involving prams rolling off the platform, and people 
deliberately going onto the tracks to collect dropped 
objects (Released CCTV footage, YouTube.). 

Suicide’s are a different matter, and occur all the time. 
(My own experience involves three separate incidents 
over an 8 month period at the school I worked at 
were traumatic.) These are generally not reported and 
involve some form of mental illness (Martell and Dietz 
1992 and Davenport and McGreevy 1999, quoted in 
Smith and Clarke).

The most obvious solution if a new build is taking place 
is place barriers along the platform (Clarke and Poyner 
1994). These are now widespread but only work in a 
closed system, unlike Melbourne’s, current system. 
Barriers will be built at new station of the ‘Melbourne 
Metro’. (PTV, Melbourne Metro websites.) 

Another solution was proposed by Sehchan Oh, et 
al (2007). This is a CCTV system that automatically 
monitors the platforms and railway tracks through 
image processing. They suggested that people falling 
onto the track was a major problem and that dozens 
of people were killed each year in South Korea. Their 
system recognised when a person (or a dangerous 
object) fell onto the track and alerted the train, traffic 
control centre, and station employees to an incident.

CPTED
The safety at railway stations basically boils down to 
Crime Prevention Through Environmental Design. 
“CPTED focuses on seven key concepts— access 
control, surveillance, image management, territoriality, 
activity support, , target hardening, and geographical 
juxtaposition” (Cozens, 2015).

Whilst CPTED “design” has been around for hundreds 
of years (Cozens, 2015), it is the more recent theory and 
implementations that are pertinent. CPTED can have 
the added benefits of a modern environment with clean 
lines. There is a substantial body of work on CPTED, 
and work is ongoing.

Some studies into CPTED include: Felson (1990), 
Stoker (2015), Cozens (2003, 2015(a), 2015(b)). A 
major bibliography by Sean Michael et. al. Utah State 
University Library (2012) purports to cover all of the 
studies. This is an area that requires further research 
for the project.

Overcrowding
Seven of the top eight, by patronage, stations on the 
Melbourne network suffer from overcrowding.  These 
are Melbourne Central, Flinders Street, Parliament, 
Southern Cross, North Melbourne, Richmond, and 
Glenferrie.  However, this overcrowding only happens 
at certain times of the day at seven of those eight 
stations, morning peak, afternoon peak, and before 



22
and after sporting events. Glenferrie is unique in that 
the crowding happens for longer periods of the day 
during university semester.

By world standards the crowding at the Glenferrie 
station precinct is relatively minor. For example, in 
London, Transport for London regularly prevents 
access to underground stations for periods until the 
platforms clear. Not only can you get stuck accessing 
the platforms, you can be prevented from alighting 
trains the crowding can be so dense. Trains run at 90 
second to two minute intervals, yet this is often not 
enough for passengers to catch or alight from a train 
safety.

An issue that arises from overcrowded platforms 
is that people can be forced onto the tracks - 
accidentally or otherwise. Melbourne has an overhead 
wire system, but the London Underground has live 
rails. There was no public evidence that people 
have fallen onto the tracks in Melbourne because of 
overcrowding, but prams in particular regularly roll 
off of platforms with potentially fatal results. (Age, 
21 October 2009, 27 September 2011, 16 September 
2014, etc.) This is due to the design of many platforms 
that slope downwards towards the tracks for water 
drainage. The problem is so widespread that Metro 
have specific instructions about prams and safety. 
(Metro, Travelling with a pram.)

On the wider network suicides are a regular 
occurrence, with more than one a week occurring in 
Melbourne (Age, 6 June 2012, accessed 21 April 2017). 
These deaths cause great disruption. According to the 
Australian Bureau of Statistics (ABS, 4 April 2017), 93 
people died in Australia during 2014 from Intentional 
self-harm from jumping or lying before a moving 
object. However, the figures maybe far greater than 
reported because of the way the coroners reports 
are tabled. (ABS, 2017) The number of suicides on 
the rail network has seemingly increased since 
the installation of fences on the West Gate bridge. 
Metro is currently installing fences at known suicide 
hotspots such as near mental health facilities.

Generally authorities and the media shy away from 
reporting suicides, and the true numbers are very 
hard to ascribe and determine.

A solution to people falling, being pushed, or 
committing suicide is the fitting of physical barriers or 
Platform Screen Doors (PSD) along the platform. In 
existing underground stations these are difficult and 
expensive to retrofit. However, PSD’s are part of the 
specification for the Melbourne Metro currently being 
built. 

C.K. Law et. al., found in their 2008 study of the Hong 
Kong metro system that: 

Over the 11-year study period, a total of 76 
railway suicide cases (0.71% of all suicides) 
were reported. A significant reduction of 59.9% 
in railway suicides was found after the PSD 
installation. Analyses confirmed that there was 
no significant sign of substitution by displacing 
potential attempters to unsealed platforms. Those 
having psychosis would be better protected as no 
suicide cases with such psychiatric background 
were reported after the installation of PSDs. (C. K. 
Law, et. al.)

There are several reasons other than pushing/suicide 
for the installation of the doors at a station. These 
include, depending on design:

• prevent or reduce the piston effect of trains in a 
tunnel that may overbalance a person

• reduce the effects of express trains, especially 
accidents associated with the platform

• climate control considerations
• prevent unauthorised access to the tunnels and 

tracks
• reduce rubbish being blown onto the tracks 

increasing the risk of fire
• reduce noise

Their main disadvantage, other than cost, is that train 
doors must line up with the doors. The Melbourne 
network currently has three types of train. The doors 
are all different distances apart. The Melbourne Metro 
tunnel project has new trains and platform doors that 
will match the trains. 

The problem of the train stopping in the correct 
position has been largely overcome. However, Qu 
and Chow’s 2011 study of platform screen doors 
on emergency evacuation in underground railway 
stations, found there to be some further problems 
such as glass cracking when a fire occurs and water 
is present. The misalignment of doors would imped or 
prevent passengers alighting from the train should an 
emergency occur of the train, and in a terrorist attack 
on the platform, station, or train the doors could slow 
or stop the movement of people out and emergency 
services into the area. They conclude that further 
research needs to be done into this aspect of the 
PSDs design.

Retrofitting, such a system to Glenferrie Station 
would not be cost effective, as even at the busiest 
times there is still plenty of space at either end of the 
platforms for people to move to.  

In 2001 Lo and Velastin proposed a system that detected 
congestion on London Underground platforms. It used 
cameras to detect when the stations were becoming 
overcrowded, and would then send a warning to the 
station operators to close the station to new entrants. The 
system worked on a contrast basis between the empty 
platform and a crowded one. The author’s thought that 
the automatic nature of the system would be more reliable 
than a human sitting at monitor for long periods.

This system has major drawbacks for Glenferrie, and other 
above ground stations, though. Because the systems 
works on contrast detection, the light in the station needs 
to be consistent. This is not the case with above ground 
stations where the light changes from day to night, as 
the sun passes during the day, or whether it is cloudy or 
sunny. Even though cameras have improved dramatically 
since 2001, the variability of the light does not make 
such a system viable. However, a system that uses face 
detection or the like could be investigated.

A study by Delft University in the Netherlands, into the 
movement of people through a space, in this case a 
railway station where passengers changed mode of 
transport. Daamen devised a simulation that could be 
varied by the type of vehicle entering the station, the time 
of day, and the number of passengers. Daamen found that 
the number of passenger who flowed through a particular 
point would drop the more the density of passengers 
increased. He noted that: 

For each pedestrian flow also characteristics of 
pedestrians can be indicated. These are free speed 
(the speed they want to walk with when no one 
is around) and familiarity with the station (when 
pedestrians are familiar, they walk directly to their 
destination, whereas when they are not familiar, they 
frst look for additional information). (Daamen, p. 197.)

This has been observed at Glenferrie at particular times 
of the day as trains arrive. A slow passenger, or one with 
a mobile phone, can slow the whole cohort of passengers 
in their movement down the ramps. This leads to pushing 
and jostling. Blind passengers with dogs, and people 
in wheel chairs are in danger at busy times of the day, 
despite the fact they cannot avoid their situation. Students 
seemed more inclined to push their way though a 
crowd than other people, and school students had large 
backpacks that posed further dangers.

The number of studies into crowding on and around 
platforms appears to be very limited. None of the 
solutions found in the literature is particularly useful 
for the crowding problem at Glenferrie station. The 
fundamental design of the station with a single entry/exit 
point is the largest hurdle to overcome. The large number 
of bottlenecks in the precinct also presents a difficulty. 

The behaviour of people is also problematic, too many 
people look at their mobile phones when walking, and 
too many people congregate in bottlenecks around the 
station.

Conclusion
Safety at stations is a complex matter, it involves 
perceived safety, incidence of crime, and physical safety, 
crowded platforms, lighting, being seen and seeing etc. 
CPTED is now considered best practice in redesigning 
stations. This will be a challenge for Glenferrie, for while 
the incidence of crime against the person seems low 
compared to outer suburban area’s, the 100 year old 
heritage design, and the lane ways either side present 
problems.
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Introduction

For this project we looked at a number of studies, 
sites, and research. These included recent builds 
in Melbourne, they included; station only designs, 
such as McKinnon and Heatherdale, mixed use 
where integration was used - Bentleigh, and major 
interchange - Ringwood. I also looked at Frankston that 
is the subject of a design competition integrating the 
whole area. (A design brief was issued in September 
2016 and the final design was announced in March 
2017, with the Genton partnership winning.) 

Various research papers were looked at, both local and 
international, they are covered in the Literature Review 
section. 

Numbers of students
In May 2016 the Australian Bureau of Statistics (ABS) 
estimated that, of the 15.7 million people aged 15 to 64 
years in Australia, over 3 million, or nearly 1 in 5 people 
(20%), were enrolled in some form of formal study. Of 
these, 1.2 million people were aged 15 to 19 years, and 
741,100 people were aged 20 to 24 years.

The undergraduate sector of university was made up 
(42%), or two in five people, studying a non-school 
qualification. They were mostly enrolled in a Bachelor 
degree. Around 4.2% were studying a post-graduate 
qualification.

A similar number of females were studying at university 
than males, 41% female versus 42% male. (ABS, 
62270DO001_201605)

At Swinburne there were some 24,000 students 
studying a degree, or post-graduate degree in 2015. 
Of those 13,600 were attending the Hawthorn campus 
(down from 17,300 in 2013). The number of female 
students rose more sharply than male students overall. 
There were 9,400 females in 2013 and 11,300 in 2015, 
while there were 11,500 males in 2013 and 12,200 in 
2015. (Swinburne Annual Report - 2015-16.)

The PTV does an annual survey to gather statistics 
for stations on the network. This counts the number 
of boardings from validations or more recently touch 
ons, and adds surveyed data from users, such as start 
of journey, mode of journey to station, and purpose of 
journey. This is done once a year except for 2012-13 
when the switch to the MYKI system occurred. They 
found that 50% of boardings at Glenferrie were for the 
purpose of study.  

Station Use
Melbourne has one of the most extensive public 
transport systems in the world. The heavy rail or train 
network covers nearly 850km of track, and has over 215 
stations. 200 trains currently run on the system. (The 
Light Rail or Tram network is the largest in the world 
with over 250km of track and over 500 vehicles.) 

Glenferrie Station is ranked number ten in usage 
across the network with nearly 3 million touch ons 
in 2013-14. Only Footscray, Caulfield, Box Hill have 
higher patronage outside the City Loop or Inner-city 
interchanges. Footscray, Caulfield, and Box Hill are 
major interchanges with the other transport modes of 
bus and tram.

Surveys carried out by PTV suggest that 50% of 
boardings at Glenferrie are for study. The next most 
numerous use was for business (going to work), and 
the remainder of boardings were mostly for leisure 
activities. This is unusual for the system with the next 
most frequently used station for Education use being 
StAlbans (46.1%), Upfield (44.1%), Kooyong (42.2%), 
and Wattle Glen (41.8%). (Wattle Glen is an anomaly 
with only a few students traveling to school at Eltham 
and Hurstbridge, the overall patronage being very low.) 
The remainder of the system had a percentage for 
Education use at below 37%.

When it came to time of boardings, Glenferrie (5,135 
touch ons) was the second most used station after 
the City-Loop, with South Yarra (5,344 touch ons) 
having more Touch-ons in the period from 3pm to 
7.00pm. After 7.00pm Glenferrie (1,063) fell to tenth, 
the City-Loop, Richmond (2,257), South Yarra (1,394), 
and Caulfield (1,364) having more touch ons. However, 
Glenferrie is the busiest of all the stations that are not 
interchanges. 

Glenferrie is also the only station in the top group that 
doesn’t have multiple platforms serving this many 
passengers. Flinders Street and Richmond have ten 
platforms, Southern Cross, North Melbourne, and 
South Yarra have six, while Flagstaff, Melbourne 
Central, Parliament, and Caulfield have four platforms 
each. This means that the single platform at 
Glenferrie that services the majority of passengers 
gets particularly crowded. (The other two platforms 
service trains going in the opposite direction to the 
main student flow.)  Unfortunately, PTV figures don’t 
record the destination of travel. This would be helpful in 
ascertaining the actual flow of passengers.

Although 75% of users nominated walking as the way 
of getting to the station (ranked 50th). This is explained 
by the method of the survey. Most likely these people 
had left the university for the day and were heading 
elsewhere.  15% said that they had reached the station 
by train. This might be people arriving and departing 
the station by train. However, the 75% who walked 
to the station may have had other used transport 
at the start/end of their journey, i.e. caught a bus to 
Camberwell then the train to Glenferrie. This use 
reflects the fact that the survey records touch ons 
rather than touch off’s.
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Users of the Station
PTV surveys of station users
For most of the past ten years Public Transport 
Victoria (PTV) has conducted surveys of it’s users. 
Data collected is total patronage at a given station, 
time band that the user entered the station (touch 
on’s), weekday entries, weekend entries (Saturday 
and Sunday), entries by mode (bus, car, cycled, 
walked, train, tram, other), and the purpose of the trip 
(education, business - work, social/leisure, friends/
family,  business - personal, tourism/holiday. According 
to the PTV this involves:

using ticket transactions at station entrances, 
factored up to account for passengers who do 
not transact with the ticketing equipment.  The 
‘touch on rate’ used to factor up the transactions is 
determined by a survey which counts passengers 
entering stations and comparing those counts with 
the number of touch ons at those entrances.

Factoring in delays and trains that don’t run, this gives 
the PTV a good idea of the over performance of the 
network. From this data PTV plans for the building and 
purchase of infrastructure based on need and budget. 
The PTV qualifies the results by saying that ‘they are 
the best estimates currently available’ and that they  
‘are not a precise estimate of entries or growth’. 

The PTV also surveys the origin and destination (OD) 
of users. The PTV qualifies the survey’s by saying:

A train Origin and Destination Survey (OD) was 
carried out by PTV across 2012. Each station 
was surveyed for one weekday (but not a Friday) 
to build a consistent picture of an average day 

across the network. It is important to note that 
counts and interviews were based on entries to 
the station. The survey consisted of two parts - a 
series of OD interviews were carried out to a 
standardised questionnaire, on all used platforms 
for that day between 07:00 and 19:00. In parallel 
passenger counts for each platform were made to 
facilitate weighting of the interview data to the total 
population. Privacy and policy issues meant that 
uniformed school children or those who looked to 
be under 16 were unable to be interviewed.

However, the actual place of origin and desination is 
not given in the survey as the data is to complicated. 
Furthermore:

The breakdown of access and egress mode 
and journey purpose have been calculated by 
applying proportions collected by the OD Survey 
between the hours of 7am and 7pm to estimated 
weekday patronage figures. This may overestimate 
categories such as work and education, due to 
there being a higher number of trips taken before/
after 7pm outside of these categories.

The estimate of the number trips made after 7pm is 
a best guess as the survey didn’t cover this period. 
However, this is an important time for the station as 
many students do night classes and finish between 
7pm and 9pm. So while the figures are accurate within 
statistical limitations, they are not 100% accurate. 
Nonetheless, they can be taken as accurate enough to 
plan to make changes in the instance of this report.

Touch-on’s at Glenferrie Station by financial year

12 busiest stations in Melbourne - 2013-14
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Touch on’s by use

Social / Lesure (5.9%)
Personal Business (5%)
Friends / Family (4.8%)

Education 50%
Business (33.2%)

Touch on’s by time of day

7am to 9.29am

9.30am to 2.59pm3.00pm to 7.00pm

After 7.00pm
Before 7am

In 2013-14 (the latest available figures), it was found 
that 50% of the users of Glenferrrie Station used 
the station for education purposes. (PTV Station 
by Staion fact sheet 2016). Those users were made 
up of Swinburne University, Swinburne TAFE, but 
excluded school students from the various schools 
in the area who were wearing a uniform or looked 
under 16 years of age. The average across the 
network for education use was twenty percent. 
These figures can be attributed to the fact there 
is little long term parking in the Glenferrie area, 
and the university is situated very near the station. 
The area is also not served well by other public 
transport, with only one tram route nearby.

The second group were Business users (33.2%). 
This was mostly people going to work. The results 
do not list where people are going, but experience 
suggests they are mostly going to the inner-city. 

When compared with another non university, non-
interchange, stations, Glenferrie was particularly 
skewed towards the category “education”. Many 

other stations had a far higher percentage 
of Business/Work passengers. For example: 
Heatherdale (75%), and Oakleigh (47%). The 
average of all stations for Business/Work was 
fifty-five percent, while Glenferrie was thirty-three 
percent.

The remaining results suggest that people use the 
train for personal use very little with Social/Lesure, 
Personal/Business, and Friends/Family each at 
around five percent. This is not partularly high with 
the average acoss the network being around ten 
percent. 

Obviously the high figure for education skews the 
results here. However, the figures highlight the 
problem of overcrowding at certain times of the 
day.

This chart shows the proportion of touch ons by time. 
It displays the times that people leave Glenferrie 
Station for other destinations. 

As would be expected of an inner metropolitan 
station, smallest number of people touch on before 
7am when arrival at a City Loop station is free. I 
have observed that the people who travel early 
in the morning are generally building workers, 
and hospitality workers. The demographic of the 
Hawthorn area is mainly professional workers. (ABS 
data.)

The busiest times are 9.30am (when the first lecture 
at Swinburne University finishes) to 2.59pm, and 
3.00pm to 7.00pm. The majority of university, TAFE, 
and secondary students finish between 3.00pm and 
7.00pm, but a significant number finish after 7.00pm.

These figures correlate with my informal observations. 
In the early morning, the number of people on 
platforms 1 and 2 is relatively low compared to those 
arriving on platform 3. Between 8am and 9am there is 

a peak as office workers and professional go to work. 
These platforms are quiet with a just a few people 
leaving between 9.30am and 10.30am. The numbers 
increase significantly after 11.00am, and the platforms 
become somewhat crowded after 12.00pm five 
minutes prior to the departure of a train.. 

By 2.30 school children are arriving into the mix. 
Between 3.00pm and 6.00pm the station is very 
crowded. This is time when accidents are likely to 
occur. The atrium is extremely crowded, with a mix 
of students leaving to go home, and professionals 
arriving back from the city or Camberwell.

After 6.00pm it begins to quiet down again and the 
platforms are somewhat crowded five minutes before 
a train arrives. However, at this time people tend to 
spend more time waiting. The area at the top of the 
ramp on platform 1 and 2 becomes a meeting point 
and people don’t move from this area. 



32
Research
Observations
Research was undertaken on random days, and at 
different times of the day, between 17 April and 14 May 
2017. Matches were made with the times of the PTV 
surveys. No absolute numbers could be ascertained 
as only one person observed a single platform at 
any given time. So overall this observation cannot be 
definitive. However, the passenger numbers do appear 
to correlate with the PTV surveys. 

During busy times trains arrived at frequent intervals, 
whilst at quiet times there were relatively few people 
boarding. It was observed people regularly arrived ‘just 
in time’ - even for late trains at quiet times. Generally 
the platforms became crowded 5 minutes before the 
arrival of a train suggesting people knew the timetable 
or had access to the PTV app on their phone.

Observations were carried out on normal days, without 
the event crowds of football, tennis, or the like.

Sunday.
12-2pm.
The station had a few people - maximum 50 - 100 
catching the train to the city. They generally stayed 
near the top of the ramp, but did not obstruct it.

5-6pm
There were more people about but it was still relatively 
quiet. 75-100 people per train. 

This ties in with the PTV estimates of 2,290 passenger 
touch ons for a Sunday. Trains run at a regular 10 
minute interval on weekends and public holidays 
during the day, but become very infrequent in the early 
morning and late evening. A 24 hour service runs on 
Friday and Saturday nights, this was not observed.

Monday - Thursday
8.30 - 10.30am.
At this time of day platform 3 (towards Camberwell) 
is used for exiting passengers. The majority of school 
children are at school by 8.45 so only a few are about.

It started quiet with only 10-20 passengers alighting 
the train, but by 9.15 each train had 250-300 alighting. 
It quieted down a little towards 10.30, but was still very 
busy. Only 3-5 passengers per train boarded the train 
towards Camberwell at this time.

Exiting passengers were fairly evenly distributed along 
the train, but there was a noticeable preference for the 
middle of the train that lines up with the exit ramp. The 

ramp is extremely crowded, and a number of people 
jostled their way through the crowd. The line for the 
barriers extended to the top of the ramp. The people 
trying to enter the platform were often forced to wait 
half way up the ramp at the turn or at the base of the 
ramp against the fence. 

12.00 -2.00pm.
Platform 3 is closed at this time of day, and platform 
2 is used for trains to Camberwell. There were a large 
number of students arriving and departing, and there 
was noticeable pushing as the people alighting the 
train clashed with those getting on. There was also 
notable cross traffic at the top of the ramp with people 
being knocked about. Groups of people congregated 
at the top of the ramp, and on the out side of the 
barriers near the ticket window, causing people to 
push through. Generally people kept to the left of the 
ramp. However, many people tried to go against the 
flow on the ramp (looking at their phones), and caused 
disruption.

4.00 - 5.00pm
Platform 3 is again being used for stopping all 
stations trains that terminate at Alamain, Blackburn, 
and Ringwood. Platform 2 is used for express trains 
some of which stop at Glenferrie. Platform 1 also has a 
combination of stopping all stations and express trains.

This is a particularly dangerous time of day. The 
platform is very crowded with large numbers going 
in both directions, but mostly to west where Burnley, 
Richmond, and the City Loop stations meet other lines. 

People were observed congregating at the top of the 
ramp, and didn’t move. They seem to meet others 
there, and wait 3 or 4 trains before getting on with their 
friends. Many were using the phones. 

For those who manage to force their way past the top 
of the ramp there is considerable confusion, and people 
seem to wait for the train very close to the platform 
edge, rather that moving down to either end.

People going in the direction of the city stay near the 
centre of the train, possibly to get quicker access to the 
centre stairs at Richmond and Flinders Street station to 
change to another train.

A substantial number of passengers also get off at 
this time coming home from work, school, or going 
to the evening classes at the university. Platform 2 is 
already crowded with boarding passengers. Those 
people departing the train have to force their way off, 
and down the ramp against the flow of people, then 
through the barriers.

PSO’s
A side issue is the use of Protective Services Officers (PSO). The auditor general has said:

All Victorians should be able to expect to not only feel safe, but also be safe when using our public 
transport system. However, this is unfortunately not always the case, particularly at night.

In 2011, the former government established a program to deploy two Victoria Police protective services 
officers (PSO) to every metropolitan and selected regional train stations from 6 pm until after the last 
train. The PSO program was intended to reduce crime and improve public perceptions of the safety of 
the train system.

I found that while there is evidence that PSOs have increased perceptions of the safety of Melbourne’s 
train network at night, it is not possible, on the available data, to determine if their presence has had an 
impact on crime.  (Auditor General, PP No 129, Session 2014–16, February 2015)

PSO’s are an important part of the rail network now. They seem to provide a safer environment on and around 
stations. However, at stations such as Glenferrie where there are generally plenty of people, their role should 
be to provide greater assistance and supervise safetly. 

Observations have shown that PSO’s do not move people on from the crowded areas, away from the edge of 
the platform, or control people on the ramp or at the barriers. Some in fact wander off to the council carpark 
to the south or go into the night club for lengthy periods. Nor do they stop the smoking that occurs on the 
platform particularly at the eastern end. 
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7.30-9.30
Trains have stopped running on platform 3, and platforms 
2 (towards Camberwell) and platform 1 towards the City 
are still very busy, but generally not overcrowded. Trains 
run less often with the occasional three carriage train 
running from Alamian to Ringwood via the City Loop. A 
three carriage train coincides with the classes that finish 
at 8.30pm, and gets very crowded. There are also some 
express trains, and trains that run empty to their respective 
stabling yards. This is potentially dangerous as again 
people are in groups close to the platform edge, or people 
approach express trains.

At this time of the day there is are distinct groups of people 
at the top of the ramp, and people have to push through, 
but as the night goes on this dissipates somewhat. Again 
people tend to turn up about 5 minutes before the train 
arrives, but there are people who get there early, and they 
sit and eat fast food with headphones on. 

9.30pm on wards.
I have not deliberately stayed on the station at this time 
of night, but on the occasion I did it was quiet, with a few 
people seated.

Friday
3.30 - 6.30pm
Although it was still busy as on other weekdays, it was 
observed it is somewhat quieter as there are fewer classes 
late on a Friday afternoon.

There appears to be a higher proportion of locals, and 
older people going to the city. On the one occasion there 
was VFL, the platform was very crowded with football fans 
from both teams. Unlike the UK, the fans mixed well.

Saturday
9.00-10.00am 
A few students arriving on platform 2 for classes, and little 
else. 

4.00pm - 6.00pm 
The station is busy. Some students with accommodation in 
the area are dressed up to go out, local residents going to 
the city etc. Coming from the city there are a large number 
of people returning with shopping. Families, many with 
prams were also observed.

Ramp is busy, but the majority of people keep left and 
don’t interfere with one another.

Conclusions
These observations generally coincided with the PTV 
surveys. Although the surveys only covered touch ons, 
the observations showed that the number of passengers 
fluctuated with work times, school times, and university 
times. 

The PTV figures also don’t give a good idea of the 
crowding that takes place. There is clearly a problem 
with the current layout of the station in that people are 
funnelled into a single ramp on each platform. People tend 
to congregate in groups either just outside the barrier in 
the atrium, and at the top of the ramp. This causes major 
traffic flow problems as people push their way through. 
This also has ramifications for the use of the emergency 
button and timetable information at the top of the ramp on 
platforms 1 and 2. 

Most people seemed to keep left helping to improve the 
flow a little. However, if a person in a wheelchair or on 
crutches tries to go against the flow major problems occur.



Movement of People
Ground Level - Leaving Station

Movement of People
Platform Level - Leaving Station

These charts show the movement of people leaving 
Glenferrie Station at a given time between 8.00 am and 
7.00pm. 

Trains arrive on all three platforms, with platform 
1 arriving from the city (west) in the morning and 
platforms 2 and 3 arriving from Camberwell. In The 
afternoon platform 2 changes direction with arrivals from 
the city.

On the platforms there is a general bunching of 
passengers towards the centre of the train. This results 
in a crush at the exit point. on either platform. My 
observations noted that very few people left the train at 
the extreme ends of the train, but there was a tendency 
for passengers to use the rear of the train arriving at 
platform 1 in the mornings, because the platform is 
covered. The exits are located towards the western end 
and this influences where passengers travel on the train.

In the afternoon and evening the distribution of 
passengers is more even along the train, but still there is 
a tendency for passengers to bunch towards the centre 
of the train.

At street level there is always a crush at the exit gates. 
People often don’t have there Myki ready and fumble for 
it at the gate holding people up. The slow nature of the 
barriers doesn’t help either. The queue was often to the 

top of the ramp on platform 1 in the morning between 
8.00am and 10.00am, with the next train arriving before 
the area had cleared. 

Once through the barriers, passengers often stopped to 
put their Myki away causing a blockage, then couldn’t 
make up their mind which direction to take. I observed 
some heated behaviour from frustrated passengers to 
passengers who stopped in this narrow area. Staff from 
P.T.V. were on hand to help with the barriers if the Myki 
failed to open, the card wasn’t touched on properly, or 
the like.

In the morning a lot of travellers went to the north. 
These included students from Xavier and MLC, and local 
workers. There was crowding around the coffee kiosk on 
the corner as people waited for their drink. However, as 
people fanned down the arcade, into the supermarket, 
or towards the security office there was less crowding 
and frustration. 

To the south almost all passengers walked along the 
path to the University buildings. Many people stopped 
in the area that contain the Myki top-up machines and 
advertising billboard to light cigarettes, or to stop and 
wait for friends. This caused considerable disruption to 
the flow, with a large number of people bumping into the 
stopped people. 
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Ground Level - Entering Station
Movement of People

Platform Level - Entering Station
Movement of People Movement of passengers entering the station was a little 

more controlled that exiting. However, in the evening 
peak things were quite chaotic. 

In the morning relatively few passengers board the train. 
Nonetheless, these passengers have to battle to exiting 
passengers. The entering passengers overwhelmingly 
arrived from the north with foot traffic entering via the 
security office or the arcade. A surge of passengers 
comes through with the arrival of a tram, and these 
people have to battle the passengers exiting the station. 

After 9.00am there are fewer people entering the station 
and the exiting passengers have a relatively clear run. By 
11.00am there are people leaving the university. The flow 
of people becomes messy with people passing through 
the atrium to go from the university to the shops and 
returning, as well as people arriving.

By 3.00pm the flow is people entering the station. These 
passengers mostly come from the university south 
pathway, but there is a surge of Xavier and MLC students 
between 3.00pm and 4.00pm. The students arrive from 
the tram stop, and through the supermarket to the North 
end of the atrium. Again the Myki barriers are working 
continuously and there is some queueing.

The mix of passengers becomes biased towards 
university students after 4.00pm. However, the exiting 
locals and night students have to battle the flow on the 
ramps.

After 6.00pm things quiet down somewhat with relatively 
few passengers entering the station. Things pick-up up 
again later in the evening with a trickle of people arriving 
for trains more that 5 minutes before, then a surge as the 
time comes for the train. 

Once onto the plattform there was little movement from 
the top of the ramp on platforms 2 and 3. Passengers 
congregated near the timetables and did not move along 
the platforms. This blocked passengers alighting from 
trains who had to push through waiting the passengers. 
Further, this crush moved to the edges of the platform 
risking people being pushed unintentionally or falling 
onto the tracks.
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Findings

Evidence-led/
Data driven

Problem Solving

Prevention Partnership

Performance

The above principals should be used for the redesign of the Glenferrie Station precinct.

Ground Level - Exiting Station
Movement of People - Proposed new entry

Platform Level - Entering Station
Movement of People - Proposed new entry

Notwithstanding a total redesign of the precinct, the 
proposal is to install a second entry/exit at Glenferrie 
Station. This will be constructed at the eastern 
(Camberwell) end of the existing platforms. This will pose 
little difficulty on platforms 1 and 2, but would require 
widening of platform 2.  The entry/exit will have fast Myki 
barriers at either end of the atrium, rather than along the 
atrium as is the case with the existing western entry/
exit. This would be primarily for students and staff of the 
university, and would be opened between 8.00am and 
9.00pm on university days and closed with secure roller 
doors at either end. 

The new ramp will offer the following advantages:

• that students would be closer to the university/TAFE at 
John Street

• the distribution of passengers would be more even 
along the platforms

• the pressure on the existing entry/exit would be 
relieved

• the existing dead space would be utilised

Although Swinburne Walk rises from Glenferrie Road to 
John Street, there is still sufficient height at the point of exit 
for the atrium. The Columbia Street (north) side has a great 
deal of space as it opens onto the TAFE side of the campus. 
The south side poses more problems as Swinburne Walk 
is narrow at this point. The widening of the path is not an 
option as the strip along the railway is earmarked for a 
fourth track.

Safety
One of the prime reasons for the extra entrance is the 
distribution of passengers along the platform. At the 
moment passengers bunch up near the bottleneck at the 
top of the existing ramp and don’t move. This blocks the 
ramp, timetable information, and the emergency intercom. 

By installing a second entrance/exit, although it is unlikely 
people will stop using their phone and talking in groups, the 
eastern (Camberwell) end of the platform will be utilised. 
The train itself will be more evenly loaded.

A straight ramp is proposed, and this would negate the 
jostling that occurs on the current ramps where they turn 
180O. 

The use of CPTED principals will be employed.

As this is a heritage station, the ramp will need to 
be covered in a style matching the existing building. 
Alternatively, a full canopy in a modern style could be 
contstructed on platforms 1 and 2. This will include a large 
modern, well lit, sheltered waiting area. An upgrade of the 
toilets, public address system, and signage are also part 
of the refurbishment of this area. This will make the return 
journey more pleasant, and provide a place to meet.
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Design Proposal
Built over one hundred years ago, Glenferrie Station 
faces many chalenges. It was constructed in a 
time when steam powered the railways, although 
electricfication was underway across Melbourne. More 
recently, while Glenferrie Road was already busy, the 
station didn’t need to cater for the number of students it 
now handles. 

Glenferrie Station, along with others of its era and style, is 
heritage listed, meaning the fabric of the building cannot 
be substaintially altered. Unfortunately, due to vandalism 
and the cost of repairs, almost all the windows that would 
bring in light to the dark spaces have been bricked or 
boarded up. Toilets, seating, and the platform surface are 
in urgent need of repair or renewal. 

However, it is the ramps that served moderate numbers 
of passengers okay, that are dangerously overcrowded 
at peaktimes. PTV figures, together with my own 
observations, have found that close to three million 
passengers touch on at the station each year. Fifty 
percent of those passengers are students.

The construction of an additional ramp and atrium at 
the eastern end of the platform will mostly serve the 
students and staff of Swinburne University and TAFE. 
However, the wider comminity will also benefit from 
the relief of the pressure on the existing western ramp. 
It will do this by distributing passengers more evenly 
across the length of the platform, and increase safety on 
the platforms. At night it will increase personal safety, as 
people would not need to walk down the dark laneways 
on either side of the railway track when leaving the 
Swinburne University campus to catch a train.

At the western end of the precinct the interchange with 
trams will be smoother - if the stop on the western side 
of Glenferrie Road were to be moved back under the 
rail bridge, and the toilet removed or relocated from the 
footpath, interchanging passengers will be at less risk 
from the traffic on Glenferrie Road. The new ramp will 

substaintially reduce the jostling that takes place in the 
atrium and on the ramps at the evening peak, when 
large numbers of passengers are trying to exit and 
enter the station at the same time. This would allow the 
many school children going to MLC and Xavier a safer 
interchange. 

The new ramps will have the fast Myki machines as 
installed at City Loop, Richmond, and North Melbourne 
stations placed at either end of the atrium. Although 
preventing through traffic to the other side, there is the 
option to traverse at John Street 100 metres to the east. 
These measure will substantially increase the flow of 
passengers to and from the platforms, meaning that the 
new atrium would be cleared much faster. 

At platform level a shelter should be built in the style 
of the existing shelter at the western end. However, 
rather than fully roofing it with corrugated steel, up to 
half should be glazed. This will allow light to come in, 
reducing the dark areas during the day, and making 
the station inviting. Passengers will be more evenly 
distributed along the platform reducing the risk that 
someone will be pushed accidently from the platform. 
An upgrade of the existing toilets, and addition seating 
are also part of the works. The atrium should be modern 
and reflect the spirit of the university.

In the medium term a fourth track is planned that will 
service the Alamain line. This means the Belgrave and 
Lilydale trains will nolonger stop at Glenferrie. The 
service frequency will be improved, and trains will arrive 
at regular intervals of up to five minutes. Nonetheless, 
the addition of the second entrance/exit is still justified 
in the long term for the saftey of passengers. 

Finally, the design should follow CPTED principals as 
detailed by Cozen’s and many others. This will make 
not only the platforms safer, but improve the precinct 
overall. 
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