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Executive Summary 

In 2016, Infrastructure Victoria (IV) released Victoriaôs 30-year Infrastructure Strategy. 

Since then, the state has continued to grow at a rapid pace whilst facing new, emerging 

challenges. As such, IV plans to release an updated strategy in 2020 that reflects these 

evolving needs and priorities.  

To support this update, Arup and AECOM were engaged by IV to evaluate how the 

Victorian transport network may perform in the future under two distinct infrastructure 

futures: 

¶ Do Minimum: representing little funding or development in infrastructure across 

Victoria beyond what has currently been funded or committed to by Government.  

¶ Network Development Scenario (NDS): representing a scenario where the transport 

network has capacity and connectivity to cater for increasing demand from 

population growth1.   

These infrastructure futures were tested for the future years of 2036 and 2051 using two 

different transport models ï the Victorian Integrated Transport Model (VITM) and the 

Victorian Land Use and Transport Integration (VLUTI) model. The former was used to 

assess network performance against the Small Area Land Use Projections (SALUP) of 

population and employment growth2 whilst the latter explored how infrastructure 

investment and land use zoning policy might affect future land use distribution patterns. 

Infra structure Futures 

The two infrastructure futures represent very different ways in which the Victorian 

transport network may develop into the future: 

¶ The Do Minimum highway network incorporates 1,540 additional lane kilometres by 

2051 compared to today, whilst the NDS incorporates 4,310. This large disparity is 

felt most heavily in metropolitan Melbourneôs outer growth areas, where large 

increases in population are expected into the future.  

¶ The Do Minimum public transport network provides 151,000 additional service 

kilometres by 2051 compared to today (571,000 km), whilst the NDS incorporates 

458,000 km. The metropolitan train network differs the most significantly between 

these two infrastructure futures, owing to greater electrification of the broader 

 
1 The NDS incorporates upgrades and projects that may be needed in the coming years. This includes all the 

existing projects covered in the Do Minimum, projects that remain in early stages of planning and further 

initiatives to make the transport network function effectively in the future. It includes initiatives that are not 

currently Victorian Government policy commitments but represent reasonable assumptions about the 

development of the future transport network that aligns with existing transport planning approaches.  
2 Sourced from the SGS Economics and Planning model.  
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system. In addition, the NDS network includes more vehicle upgrades, increasing the 

overall capacity of its services. 

Static Land Use Tests 

The VITM was used to test each infrastructure future with the SALUP, which predicts 

heavy population and employment growth into the future. By 2051, the state is expected 

to hold an additional 4.4 million and 2.3 million people and jobs compared to today. The 

most intense increases in residents are expected at the fringes of metropolitan Melbourne 

ï north, west and south of the city.  

This level of growth translates into an increased quantity of trips occurring on Victoriaôs 

transport network. Compared to today, a 60% and 100% rise in daily private vehicle and 

public transport travel is expected by 2051 respectively across all tested scenarios. This 

has the following implications: 

¶ The overall proportion of private vehicle travel that occurs in congested conditions is 

expected to increase compared to today. This occurs with both the Do Minimum and 

NDS network assumptions, although the Do Minimum network performs expectedly 

worse.  

¶ The level of road congestion seen during the middle of an average weekday in 2051 

is expected to exceed conditions seen during the morning peak today for both 

infrastructure futures.  

¶ The Do Minimum public transport network will be critically over capacity by 2051, 

with 45% of all travel during the morning peak occurring under crowded conditions. 

By comparison, the equivalent NDS network performs significantly better than even 

todayôs conditions. 

These impacts affect the overall accessibility of travelling throughout the state, with the 

NDS network providing universally faster travel times for all types of travel. However, 

despite the large differences in infrastructure provision, both infrastructure futures only 

minimally influence overall mode share of public transport travel. 

Variable Land Use Tests 

The VLUTI model was used to test each infrastructure future against a dynamic 

demographic input ï that is, the impacts of the infrastructure provided could modify the 

overall distribution of population and employment throughout the state. This works in 

contrast to the static land use tests where the SALUP inputs remain consistent.  

An additional scenario ï Density Done Well (DDW) ï was also tested with the NDS 

network and an alternative land use zoning policy. Compared to other scenarios, this 

policy allowed increased densification along principle public transport network within 

metropolitan Melbourne.  
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With the ability to influence where people were living and working throughout the state, 

the high-level outcomes of the variable land use tests were as follows: 

¶ Compared to the Do Minimum network, the NDS scenario resulted in more residents 

living in outer and growth areas of metropolitan Melbourne ï likely related to 

increased accessibility from infrastructure upgrades. The DDW scenario expectedly 

resulted in more residents and jobs within inner Melbourne compared to both the 

NDS scenario and the Do Minimum.  

¶ Because the DDW scenario resulted in more population within inner areas of the city, 

the overall number of motorised trips was lower than that of other scenarios. 

Residents within these areas are more likely to use active transport as a means of 

travel.  

¶ Broad trends in congestion and crowding followed that of the static land use tests, 

with the NDS network performing better than the Do Minimum. Network 

performance of the DDW scenario maintained similar performance when compared 

to the NDS, despite the increased density of residents and jobs accommodated 

towards central Melbourne.  

Direct comparisons between the outcomes of the static and variable land use tests have 

been largely avoided throughout this report due to methodological differences. However, 

it is worth noting that when compared to SALUP, the VLUTI model allocates 

significantly less residents to growth areas of the city. This contributes to improved 

network performance when comparing equivalent VITM and VLUTI model scenarios, 

with lower levels of congestion and crowding throughout.   

Summary 

The infrastructure and policy decisions made for the transport network today will not only 

influence its performance tomorrow, but also where we live, work, study and play. 

Bolstering the capacity of our existing network infrastructure has an important role to 

play in maintaining the connectivity and accessibility Victoria expects going forward. 

However, this alone will be insufficient in creating a future where public transport is used 

more frequently and road congestion is improved from todayôs conditions. Combining 

policy mechanisms such as land use zoning policy and behaviour change programs with 

transport improvements represents our strongest tool in shaping a successful future.  
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1 Overview 

1.1 Purpose 

In 2016, Infrastructure Victoria (IV) released Victoriaôs 30-year Infrastructure Strategy. 

This was an evidence-based view of what infrastructure and planning policy would be 

required to support the state into the future. Such a strategy cannot remain static in time. 

Victoria continues to grow at a rapid pace whilst facing new, emerging challenges. IV 

plans to release an updated strategy in 2020 that reflects these evolving needs and 

priorities.  

To support this update, Arup and AECOM were engaged by IV to evaluate how the 

Victorian transport network is likely to perform in the future. This assessment focused on 

the operational performance of transport infrastructure across the state, as well as the 

networkôs general capability in meeting the populationôs mobility needs.  

Impacts of infrastructure investment and land use zoning policy on future land use were 

also explored. The decisions surrounding where people live and work are linked to the 

structure of our transport network in a continuous feedback loop. As such, these two 

factors shape how cities grow over time. Given this, the re-allocation of land can have an 

equivalent impact to an upgrade in infrastructure ï making land use policy an important 

tool in managing future demand challenges.  

This report summarises the collective outcomes of Arup and AECOMôs assessments.  

1.2 Approach 

For this report, the performance of the Victorian transport network was tested against two 

distinct infrastructure futures. Details surrounding these infrastructure assumptions can be 

found in Section 2, and are summarised as follows: 

¶ Do Minimum ï representing little funding or development in infrastructure across the 

state. This only includes currently funded and committed projects, along with any 

enabling infrastructure necessary for their proper function.   

¶ NDS ï representing a scenario where the transport network has capacity and 

connectivity to cater for increasing demand from population growth. 

These two infrastructure futures were simulated in the 2036 and 2051 future years using 

two different transport models: 

¶ Victorian Integrated Transport Model (VITM) ï a state-wide strategic transport 

model developed and maintained by DoT. This takes a static set of land use 

assumptions as an input that is not affected by any network performance effects.  

¶ Victorian Land Use and Transport Integration Model (VLUTI) ï a modified version 

of the VITM developed by the consultant team for IV that incorporates a land use 
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model developed by Victoria University (VU). This allows for land use and network 

performance to directly influence each other during testing, rather than the land use 

remaining as a static input.  

Further background for both models can be found in Appendix A. The modelled years of 

2036 and 2051 each correspond with the modelôs available simulation years whilst 

representing conditions approximately 15 and 30 years into the future. The VITM was 

employed to specifically assess network performance and accessibility using DoTôs Small 

Area Land Use Projections (SALUP) as the basis for future population and employment 

throughout the state. By contrast, the VLUTI model produces its own predictions of 

population and employment distribution (using SALUP state-wide totals) whilst 

simulating network performance. This seeks to offer an alternative view to SALUP on 

how Victoria may grow into the future. Whilst both methodologies produce similar 

metrics, the outcomes are not directly comparable with each other due to differing 

underlying assumptions and are presented separately. 

To summarise, Table 1 outlines the core scenarios tested that inform the contents of this 

report. In addition to the Do Minimum and NDS assumptions outlined above, a 2018 

scenario representing current conditions was tested to act as a benchmark (this 

corresponds with the baseline year for each model). A further scenario was also tested 

with the VLUTI model using IVôs Density Done Well assumptions. This represents the 

NDS assumptions with a modified land use zoning policy promoting more densification 

along Melbourneôs principle public transport network.  

Table 1: Core scenario group 

Model Assumptions 2018 2036 2051 

VITM 

Current Conditions ¶   

Do Minimum  ¶ ¶ 

NDS  ¶ ¶ 

VLUTI 

Do Minimum  ¶  

NDS  ¶ ¶ 

NDS ï Density Done Well Zoning Policy  ¶  

A set of alternative growth scenarios was additionally tested using the VITM as outlined 

in Table 2. These were equivalent to the respective core Do Minimum tests with less or 

more aggressive future population and employment projections.  
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Table 2: Alternate growth scenario group 

Model Assumptions 2018 2036 2051 

VITM 
Do Minimum ï Low Growth  ¶ ¶ 

Do Minimum ï High Growth  ¶ ¶ 

More detailed assumptions surrounding the demographic and land use zoning policy 

inputs of each of these scenarios can be found in Sections 3 and 4 for the VITM and 

VLUTI tests respectively. Outcomes of these tests can also be found in these sections.  

1.3 Limitations  

It is important to note that model outputs are always an approximation of what can be 

expected in the real/built environment. They are subject to technical limitations and the 

general uncertainty associated with projections. As such it is important that results from 

both the VITM and VLUTI are treated with caution and interpreted with an understanding 

of the strengths and weaknesses of these modelling tools (more detail is provided in 

Appendix A). 

A key input to both models is future SALUP land use projections. This data and the 

analysis informing this report was prepared prior to the emergence of the Covid-19 

situation in Victoria. Therefore, the analysis in this report does not take into consideration 

possible and uncertain longer-term implications of Covid-19 impacts for the Victorian 

economy or changes in underlying travel behaviour. 

1.4 Structure 

The report is structured as follows: 

¶ Section 1 provides an overview of the study. 

¶ Section 2 outlines and compares the Do Minimum and NDS network assumptions for 

2036 and 2051. All tested scenarios use one of these two infrastructure futures as the 

basis for its transport network. 

¶ Section 3 outlines assumptions and outcomes specific to the static land use scenario 

tests using the VITM. 

¶ Section 4 outlines assumptions and outcomes specific to the variable land use 

scenario tests using the VLUTI model.  

¶ Section 5 summarises the key messages of this report.  

Appendix A provides background for the VITM and VLUTI model used to perform the 

assessments within this report.  
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1.5 Reporting Conventions 

In contextualising the outcomes of each scenario test, this report refers to several different 

region systems and metrics to illustrate impacts across different parts of the state and 

elements of the transport system. For clarity, these are outlined in the subsequent 

sections. 

1.5.1 Region Systems 

When referring to specific parts of the state, unless otherwise stated, this report uses three 

region systems ï Functional Urban Areas (FUA), Functional Economic Regions (FER) 

and Local Government Areas (LGA):  

¶ The FUA system splits Victoria into six regions, defined by their level of centrality to 

Melbourneôs CBD. This also accounts for potential growth opportunities in the 

future. Figure 1 shows the classification of these regions.  

¶ The FER system defines distinct parts of Melbourneôs geography that correspond to 

connected, regional economies within the city. In brief, trade, commerce, commuting 

and other activities occur more frequently between firms and residents within these 

regions than with those outside of them3. Figure 2 shows the classification of these 

regions. 

¶ The LGA system contains the municipal boundaries of the 79 cities, shires and 

boroughs that make up Victoria.  

  

 
3 More information on the FER system can be found in the Melbourne Functional Economic Region Report 

(2019) prepared by SGS Economics and Planning for IV.  

https://www.infrastructurevictoria.com.au/wp-content/uploads/2019/04/SGS-Melbourne-Functional-Economic-Region-Report-March-2019.pdf
https://www.infrastructurevictoria.com.au/wp-content/uploads/2019/04/SGS-Melbourne-Functional-Economic-Region-Report-March-2019.pdf
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1.5.2 Metrics 

The outcomes of each scenario are formalised through metrics that have precise 

definitions, particularly that surrounding transport network performance. Travel will often 

be characterised in terms of kilometres travelled, which is the number of people travelling 

via a particular means multiplied by the distance they are travelling. This seeks to capture 

the magnitude of a behaviour more clearly than the two components alone.  

Further, this report will also refer to congested or crowded travel. This too has a precise 

meaning, corresponding to kilometres travelled along a road or within a public transport 

vehicle that has exceeded 80% of its capacity4.  

It is important to note that both the VITM and VLUTI model use a higher-order 

representation of the road network that does not include a representation of local streets. 

This must be kept in mind when interpreting figures such as lane kilometre increases.  

1.5.3 Time Periods 

Both the VITM and VLUTI model simulate an average non-school holiday weekday. 

This simulated day is split into four distinct periods to account for varying travel 

behaviours during these times. Reporting outcomes will often correspond to one of these 

time periods: 

¶ Morning peak: 7am ï 9am 

¶ Inter-peak: 9am ï 3pm 

¶ Evening peak: 3pm ï 6pm 

¶ Off-peak: 6pm ï 7am 

 
4 Each road in the simulation is assigned a throughput capacity based on its characteristics and lane count. 

Performance of a road progressively degrades as this capacity is approached and exceeded. 80% capacity for 

roads corresponds approximately to Level of Service D conditions ï a standardised scale of quantitative and 

qualitative measures for determining road conditions used throughout transport assessments.   

 

For public transport, each vehicle type has both a defined seated and standing capacity. An overall crowding 

capacity is defined as all seats being taken and four people per square metre of available standing space 

(referred to as óload standardô).  
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Figure 1: Functional Urban Areas 
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Figure 2: Functional Economic Regions 
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2 Infrastructure Assumptions 

Two infrastructure futures were tested across the future years of 2036 and 2051 as 

outlined in Table 1 ï Do Minimum and NDS. All scenarios tested as part of this work use 

one of these futures, except for the 2018 current conditions scenario.  

These two infrastructure futures represent distinctly different scenarios in terms of how 

Victoriaôs transport network may develop into the future: 

¶ The Do Minimum assumptions involve little further investment into the transport 

network beyond what Government has already funded or committed towards as of the 

writing of this report.  

The only additional interventions included within these assumptions are those that 

would logically accompany those projects once they come online in order to facilitate 

acceptable connectivity to the broader network. To illustrate where this is relevant, 

consider the Suburban Rail Loop (SRL) as an example ï this major project has been 

committed to by the Victorian government and thus forms part of the Do Minimum 

infrastructure assumptions. Such a rail project would be accompanied by minor 

changes to the adjacent bus network to account for its presence and improve 

connectivity to specific stations. Whilst the main SRL project has clear Government 

commitment, these auxiliary changes do not. However, in reality it would be unlikely 

for the SRL to be constructed without these changes being implemented concurrently, 

as they contribute towards its proper functioning. Thus, these types of changes have 

been included within the Do Minimum infrastructure future.  

¶ The NDS assumptions incorporate upgrades and projects that may be needed in the 

coming years. This includes all the existing projects covered in the Do Minimum, 

projects that remain in early stages of planning and further initiatives to make the 

transport network function effectively in the future. It includes initiatives that are not 

currently Victorian Government policy commitments but represent reasonable 

assumptions about the development of the future transport network that aligns with 

existing transport planning approaches.   

More specific details regarding road and public transport assumptions underpinning these 

futures can be found in Sections 2.1 and 2.2.  

2.1 Road Network 

Table 3 and Table 4 summarise the difference in lane kilometres across each 

infrastructure future for 2036 and 2051. Do Minimum lane kilometres for 2051 are very 

similar to those in 2036.  

Compared to today, a large portion of future road investment across both the 

Do Minimum and NDS assumptions is in Melbourneôs new growth areas. This additional 
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network is intended to support basic connectivity within these development areas to the 

broader city ï hence the proportionally high level of estimated growth. This pattern is 

most heavily seen north and west of the city.  

The NDS assumptions contain almost double the additional lane kilometres within outer 

and growth areas compared to the Do Minimum assumptions in 2036 ï this is amplified 

further in 2051. There is also substantially more network growth in regions outside 

Melbourne under the NDS assumptions.  

Table 3: Lane kilometres by FUA compared to 2018 

FUA 
2018 

Current Cond. 
2036  

Do Minimum 
2036  
NDS 

2051  
Do Minimum 

2051  
NDS 

Inner Melbourne 2,453 +53 +2.1% +53 +2.1% +53 +2.1% +59 +2.4% 

Middle Melbourne 5,649 +329 +5.8% +376 +6.7% +329 +5.8% +449 +7.9% 

Outer Melbourne 6,232 +280 +4.5% +588 +9.4% +288 +4.6% +1,031 +16.5% 

Growth Areas 1,465 +679 +46.4% +1,105 +75.5% +711 +48.5% +1,651 +112.7% 

Regional City 4,636 +86 +1.9% +233 +5.0% +86 +1.9% +329 +7.1% 

Regional/Rural Areas 82,012 +74 +0.1% +311 +0.4% +74 +0.1% +791 +1.0% 

Total 102,447 +1,501 +1.5% +2,666 +2.6% +1,540 +1.5% +4,310 +4.2% 

Table 4: Lane kilometres by FER compared to 2018 

FER 
2018 

Current Cond. 
2036  

Do Minimum 
2036  
NDS 

2051  
Do Minimum 

2051  
NDS 

Inner 3,930 +95 +2.4% +97 +2.5% +95 +2.4% +105 +2.7% 

Northern 3,164 +563 +17.8% +953 +30.1% +573 +18.1% +1,194 +37.7% 

Eastern 3,021 +69 +2.3% +77 +2.6% +69 +2.3% +339 +11.2% 

Southern 4,778 +298 +6.2% +468 +9.8% +299 +6.3% +872 +18.3% 

Western 4,833 +360 +7.4% +736 +15.2% +388 +8.0% +1,276 +26.4% 

Peninsula 1,754 +19 +1.1% +35 +2.0% +19 +1.1% +93 +5.3% 

Other 80,965 +97 +0.1% +299 +0.4% +97 +0.1% +430 +0.5% 

Total 102,447 +1,501 +1.5% +2,666 +2.6% +1,540 +1.5% +4,310 +4.2% 

Figure 3 and Figure 4 show the extent of these changes spatially for 2036 and 2051 

respectively. The Do Minimum assumptions show new roads supporting developments 

out to Wallan and Melton. The NDS assumptions build on this with a greater density of 

upgrades across the city, particularly in the outer growth and regional areas. 
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Figure 3: Road network differences in 2036 compared to 2018 
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Figure 4: Road network differences in 2051 compared to 2018 
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Driving these increases in lane kilometres are several significant road projects. These are 

aimed at providing broad capacity uplifts across key corridors throughout Melbourne and 

its surrounding regions. Table 5 summarises the sequencing of these major projects across 

the Do Minimum and NDS assumptions for 2036 and 2051.  

Table 5: Major road project sequencing 

Project 
2036 

Do Minimum 
2036 
NDS 

2051 
Do Minimum 

2051 
NDS 

Calder Freeway Upgrade ¶ ¶ ¶ ¶ 

M80 Upgrades ¶ ¶ ¶ ¶ 

Monash Freeway Upgrades ¶ ¶ ¶ ¶ 

North East Link ¶ ¶ ¶ ¶ 

Tullamarine Freeway Upgrade ¶ ¶ ¶ ¶ 

West Gate Tunnel ¶ ¶ ¶ ¶ 

Bayswater Bypass  ¶  ¶ 

Bellarine Link ï Stage 1  ¶  ¶ 

Bulla Bypass  ¶  ¶ 

Dandenong Bypass Extension  ¶  ¶ 

E6 Corridor  ¶  ¶ 

Tullamarine Freeway Extension  ¶  ¶ 

Westall Road Extension  ¶  ¶ 

Bellarine Link ï Stage 2    ¶ 

East-West Freeway    ¶ 

Outer Metropolitan Ring Road    ¶ 

Stud Road Extension    ¶ 

Western Port Highway Conversion    ¶ 

By 2036, the NDS includes major new roads not in the Do Minimum such as E6 transport 

corridor, Bulla Bypass, Westall Road extension and Dandenong Bypass extension. By 

2051 these additions also cover projects such as the Outer Metropolitan Ring Road and 

Stud Road extension. 

Overall, the NDS assumptions include an additional 1,200 and 2,800 lane kilometres 

throughout Victoria compared to the Do Minimum in 2036 and 2051 respectively. This 

covers a combination of new roads and upgraded arterials throughout the state, as well as 

key corridor-shaping projects.   
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2.2 Public Transport 

Table 6 summarises the differences in daily service kilometres across each public 

transport mode for the Do Minimum and NDS assumptions. Substantial growth in public 

transport provision is included under the NDS assumptions through 2036 and 2051. This 

is achieved through the construction of new infrastructure and increases in frequency 

throughout the network. There is also the use of higher capacity vehicles that can carry 

more passengers, contributing to less crowding.  

Table 6: Daily public transport service kilometres compared to 2018 

FUA 
2018 

Current Cond. 
2036  

Do Minimum 
2036  
NDS 

2051  
Do Minimum 

2051  
NDS 

Train 71,960 +26,360 +36.6% +53,290 +74.1% +41,000 +57.0% +123,910 +172.2% 

Tram 72,400 -3,560* -4.9%* +5,240 +7.2% -3,560* -4.9%* +5,240 +7.2% 

Bus 388,540 +66,040 +17.0% +268,110 +69.0% +93,490 +24.1% +314,320 +80.9% 

V/Line 37,980 +20,480 +53.9% +30,800 +81.1% +20,480 +53.9% +15,000 +39.5% 

*At face value, it can seem that the Do Minimum tram network provides less service provision than the current 2018 tram 

network. This is an artefact from the modelling process due to how future off-peak tram travel is simulated. When 

considering just the morning and evening peaks, the 2036 Do Minimum tram network has approximately 11-12% more 

service kilometres than current conditions. Further refinements to the assessment will be required to draw reliable 

inferences for the off-peak period specifically.  

2.2.1 Train  

Daily train service kilometres are expected to more than double from current conditions 

by 2051 under NDS assumptions. In contrast, the Do Minimum train timetable is derived 

off the current 2020 service plan with some modifications to accommodate a small 

number of future committed projects (see Table 7). Figure 5 and Figure 6 show how these 

differences manifest in terms of service frequency spatially.  

Figure 5: Morning peak total service differences, 2036 NDS vs. 2036 Do Minimum 
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Figure 6: Morning peak total service differences, 2051 NDS vs. 2051 Do Minimum 

 

Table 7: Major metropolitan rail project sequencing 

Project 
2036 

Do Minimum 
2036 
NDS 

2051 
Do Minimum 

2051 
NDS 

Cranbourne Duplication ¶ ¶ ¶ ¶ 

Hurstbridge Line Upgrades ¶ ¶ ¶ ¶ 

Melbourne Airport Rail Link ¶ ¶ ¶ ¶ 

Melbourne Metro ¶ ¶ ¶ ¶ 

Suburban Rail Loop (Southland to Box Hill) ¶ ¶ ¶ ¶ 

Burnley Junction Segregation  ¶  ¶ 

Cranbourne East/Clyde Rail Extension  ¶  ¶ 

Cross City Line  ¶  ¶ 

Geelong Rail Corridor Improvements  ¶  ¶ 

Mooroolbark-Lilydale Duplication  ¶  ¶ 

Upfield Link  ¶  ¶ 

Wallan Electrification  ¶  ¶ 

Wallan Extension from Upfield  ¶  ¶ 

Suburban Rail Loop (Southland to Melbourne Airport)   ¶ ¶ 

Geelong Electrification    ¶ 

Melbourne Metro 2 (Newport to Clifton Hill Tunnel)    ¶ 

Baxter Electrification    ¶ 
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2.2.2 Tram 

Table 8 shows the sequencing of major tram projects across the Do Minimum and NDS 

assumptions. The Do Minimum network only differs from the current network in 

accommodating for the completion of the Melbourne Metro tunnel project and the 

construction of the Park Street Link. Figure 7 shows the location of new tram 

infrastructure spatially.  

Apart from these major projects, the NDS assumptions also include more frequent 

services across much of the network as well as the use of higher capacity vehicles in 

certain cases compared to the Do Minimum.  

Table 8: Major tram project sequencing 

Project 
2036 

Do Minimum 
2036 
NDS 

2051 
Do Minimum 

2051 
NDS 

Melbourne Metro Configuration Changes ¶ ¶ ¶ ¶ 

Park Street Link ¶ ¶ ¶ ¶ 

Caulfield to Monash Route  ¶  ¶ 

Fishermans Bend North and South Routes  ¶  ¶ 

Spencer Street to Arden Route  ¶  ¶ 

Trunk Corridor Service Improvements  ¶  ¶ 

Figure 7: Tram network coverage, 2051 Do Minimum and NDS 
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2.2.3 Bus 

Table 9 summarises the differences in daily service kilometres for the bus network across 

the Do Minimum and NDS assumptions. When compared to current conditions, the Do 

Minimum bus network only provides marginal improvements ï most of which are 

confined to additional services within outer and growth areas. Other changes include: 

¶ Additional bus connectivity to Suburban Rail Loop (SRL) services. 

¶ The Doncaster Bus Rapid Transit (BRT) system.  

¶ Modifications to the bus services to accommodate for the completion of the 

Melbourne Metro tunnel project.  

In contrast, the NDS bus networks across 2036 and 2051 represent a much more 

comprehensive investment program throughout the city. Growth areas are assumed to 

receive a ten-fold increase in service kilometres by 2036, with other areas of Melbourne 

experiencing improvements of more than 40% in service kilometres.   

Table 9: Daily bus service kilometres by FUA compared to 2018 

FUA 
2018 

Current Cond. 
2036  

Do Minimum 
2036  
NDS 

2051  
Do Minimum 

2051  
NDS 

Inner Melbourne 48,840 +4,680 +9.6% +19,750 +40.4% +4,830 +9.9% +19,600 +40.1% 

Middle Melbourne 146,970 +11,460 +7.8% +85,090 +57.9% -290 -0.2% +81,000 +55.1% 

Outer Melbourne 133,550 +21,510 +16.1% +96,830 +72.5% +23,840 +17.8% +109,140 +81.7% 

Growth Areas 5,990 +27,540 +460% +60,100 +1009% +63,830 +1066% +96,150 +1606% 

Regional City 26,110 0 0.0% 0 0.0% 0 0.0% 0 0.0% 

Regional/Rural Areas 27,090 +850 +3.1% +6,340 +23.4% +1,290 +4.8% +8,430 +31.1% 

Total 388,540 +66,040 +17.0% +268,110 +69.0% +93,490 +24.1% +314,320 +80.9% 

No changes to bus services are assumed across the Do Minimum and NDS assumptions 

for all regional cities.  

2.2.4 V/Line  

The 2036 Do Minimum regional rail network is based off the Regional Network 

Development Plan and includes a range of capacity and service frequency improvements 

throughout the network. The NDS assumptions follow this plan beyond 2026, 

incorporating further improvements.  

Several metropolitan train projects outlined in Table 7 affect the coverage and operation 

of the V/Line network. The most significant of these assumptions are improvements to 

the Geelong rail corridor, which involves significant electrification of the network to 

Geelong by 2051. This reclassifies these services as metropolitan train services once 

online. There are also several other smaller electrifications planned throughout the 

network, including towards Wallan and Baxter.  
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3 Static Land Use Tests 

The VITM was used to test the Do Minimum and NDS infrastructure assumptions against 

future demographic projections from SALUP, representing estimates of future population, 

households, employment and other attributes.  

As outlined in Section 1.2, a set of core and alternate growth scenarios were conducted 

using the VITM and SALUP inputs (Table 10).  

Table 10: Static land use (VITM) scenario tests 

Group Assumptions 2018 2036 2051 

Core 

Current Conditions ¶   

Do Minimum  ¶ ¶ 

NDS  ¶ ¶ 

Alternate Growth 
Do Minimum ï Low Growth  ¶ ¶ 

Do Minimum ï High Growth  ¶ ¶ 

The core scenarios were used to explore network performance and resulting travel 

behaviour for the Do Minimum and NDS assumptions under SALUP growth predictions 

for the state. These outcomes are contextualised against each other and the current 

performance of the network using the 2018 Current Conditions scenario.  

The alternate growth scenarios are intended to act as a sensitivity test, building on the 

outcomes of the core scenarios. These explore the differences in impact lower or higher 

levels of population growth will have on the transport network.  

This section is structured as follows: 

¶ Section 3.1 outlines the evolution of the SALUP demographic assumptions through 

the years of 2018, 2036 and 2051 that underpin the core scenario tests.  

¶ Section 3.2 explores travel behaviour changes across the five core scenarios that have 

resulted from both population growth and the infrastructure future assumptions.  

¶ Section 3.3 covers impacts to network performance associated with each combination 

of land use and infrastructure assumptions for the core scenarios.  

¶ Section 3.4 summarises the changes to accessibility in travelling to and from specific 

destinations given changing network performance.  

¶ Section 3.5 provides further details regarding assumptions underlying the alternate 

growth scenarios and their outcomes relative to the core group.   
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3.1 Demographic Changes 

All static land use tests use demographic projections from the SALUP as inputs. This 

means that the Do Minimum and NDS scenarios use the same demographic assumptions 

for their respective years. Table 11 provides state-wide summary totals for the three 

modelled years.  

Table 11: State-wide demographic totals summary for SALUP compared to 2018 

Totals 2018 SALUP 2036 SALUP  2051 SALUP  

Population 6,460,000 +2,400,000 +37.1% +4,370,000 +67.7% 

Employment 3,220,000 +1,330,000 +41.5% +2,330,000 +72.4% 

Households 2,510,000 +970,000 +38.7% +1,800,000 +71.6% 

Enrolments 1,630,000 +740,000 +45.4% +1,200,000 +73.6% 

Population and employment throughout the state are projected to reach almost 11 and 5.5 

million respectively by 2051 under these assumptions. Sections 3.1.1 and 3.1.2 describe 

the spatial distribution of this assumed growth in more detail.  

3.1.1 Population Changes 

By 2051, regional areas are assumed to grow in population by approximately 700,000. A 

remaining growth of 3.6 million people is allocated to Melbourne and its surrounding 

growth areas. Significant growth is forecast in the northern, southern and western regions 

corresponding with large sites of residential expansion at the fringe (Table 12).  

Table 12: Total population by FER for SALUP compared to 2018 

FER 2018 SALUP 2036 SALUP  2051 SALUP  

Inner 1,380,000 +510,000 +37.2% +930,000 +67.6% 

Northern 770,000 +390,000 +49.9% +680,000 +88.1% 

Eastern 700,000 +160,000 +22.5% +310,000 +44.5% 

Southern 920,000 +400,000 +42.8% +680,000 +73.9% 

Western 900,000 +550,000 +61.0% +990,000 +110.6% 

Peninsula 310,000 +70,000 +21.3% +140,000 +44.5% 

Other 1,480,000 +340,000 +22.6% +640,000 +43.0% 

Total 6,460,000 +2,400,000 +37.1% +4,370,000 +67.7% 

Figure 8 and Figure 9 show the overall distribution of this population growth spatially 

through 2036 and 2051 for Melbourne and its surrounds. 
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Figure 8: Population increases for SALUP, 2036 vs. 2018 

 

Figure 9: Population increases for SALUP, 2051 vs. 2018 

 


























































































