
 

   

 

Bus Association Victoria Inc 
  

 
 www.busvic.asn.au 

 

 
Infrastructure Victoria 
Level 33, 140 Williams St  
MELBOURNE VIC 3000 
 
24 February 2021 
 
Re: Infrastructure Victoria’s Draft 30 Year Infrastructure Strategy (2020) 
 
BusVic is a member based association representing over 300 bus operators in Victoria providing route, 
school, charter, coach, and tourism services to connect Victorians. Nearly all BusVic members are family 
based organisations, with many providing services to the community for over 40 years. 
 
BusVic's role is to form, spread and embody the adoption of guiding operating and business values as a 
specific type of governance practice. Since 1944, BusVic has played a central role as carriers and 
promoters of safety, technical, policy and operational practices, values, and organising principles. 
 
BusVic extensively and strategically invests in research to unearth new knowledge on public transport 

procurement and the social, economic, environmental and governance spill overs that positively impact 

on our productivity and liveability.  This is done on behalf of a ‘community of interest’, a collective of 

like-minded, mainly family businesses that form the Victorian bus and coach industry – businesses who 

are embedded in the communities in which they operate and have come to intimately understand and 

adapt to their communities’ changing transport needs.   

 
In preparing this response to Infrastructure Victoria’s Draft 30 Year Infrastructure Strategy (2020) (the 

Strategy), BusVic is pleased to offer the knowledge and expertise of its members and staff. BusVic has 

applied a public transport lens in reviewing the Strategy and compiling this response to support 

Infrastructure Victoria address the burgeoning issue of Melbourne's, and Victoria’s, future 

infrastructure needs to efficiently and effectively support a population that is forecast to exceed 9 

million people by 2051.  

A key theme from the Strategy is the role public transport will play in creating a well-connected state to 

facilitate economic and social growth as well as fostering community well-being over the next 30 years. 

BusVic is supportive of the view that the establishment of an integrated transport network, that offers 

mobility and accessibility for all Victorians across multiple transport platform options, will assist in 

delivering this.  

To realise this strategic direction, BusVic is of the view that an enhanced, well planned, locally 

administered (for Victoria’s regional community), and integrated public transport network, will support 

delivery of the Objectives of the Strategy:  
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01 Prepare for population change 

02 Foster healthy, safe, and inclusive communities 

03 Reduce disadvantage 

04 Enable workforce participation 

05 Lift productivity 

06 Drive Victoria's changing, globally integrated economy 

07 Promote sustainable production and consumption 

08 Protect and enhance natural environments 

09 Advance climate change mitigation and adaptation 

10 Build resilience to shocks 

BusVic's submission to the Strategy provides a focus on delivering public transport services and 

infrastructure in an efficient and flexible manner, aligning capacity expansion to support social equity 

across the community, in particular in regional Victoria and Melbourne’s outer suburbs with each step 

in the state's growth.   

This submission is separated into two parts; Section One which provides a general commentary on the 

Strategy, advocating the need for a flexible and adaptive total transport solution that addresses the 

needs of every Victorian. Section Two provides specific feedback to several of the Strategy’s draft 

recommendations.  

If you wish to discuss any of the content of this submission or wish to engage further on bus related 

public transport policy matters, please do not hesitate to contact  on  or 

.  

 
Yours faithfully 
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Section One: General Comments 

Integrated Transport and Land Use Planning Strategy  

The Strategy rightly emphasises the need for a whole of government approach to planning and 

infrastructure provision for Victoria. An integrated transport and land use strategy that will inform long 

term public transport service delivery, infrastructure development, and guide government and industry 

funding, is long overdue for Victoria. The Strategy discusses the need for Victoria to develop and publish 

an integrated transport plan, and the State Government’s obligation to develop one as required under 

the Transport Integration Act. The Strategy notes that the State Government may be in possession of 

such a document, however this is not published nor shared with other stakeholders within the state or 

at a Federal Government level.  

BusVic has continued to advocate for an integrated public transport strategy to inform short and long 

term service delivery and infrastructure delivery requirements across the state (Refer BusVic RNDP 2016 

Submission (Attached) and BusVic 2018 Election Policy Directions for Victoria (Link). BusVic is 

recommending the development and publication of an integrated public transport strategy and 

implementation plan that details not only the short term infrastructure programs, but also service 

upgrades and network expansion plans for the bus network. This should inform a broader integrated 

transport strategy that encompasses not only cars and freight, but also current and emerging personal 

transport modes. The overall integrated transport strategy should align with the Melbourne 2030 and 

regional growth strategies as part of a broader integrated transport and land use strategy to inform 

policy and funding decisions at the state and local level, and to secure funding through the Federal 

government programs.  

These strategies should be recognised within local government frameworks to ensure alignment of 

policy, planning and investment decisions across all levels of government.  

Integrated public transport network 

Melbourne is unique in Australia in that it has an established, integrated public transport network 

across train, tram, and bus. In recent years, funding has significantly increased to improve frequency of 

train and tram services. This has not translated to the route bus sector where there is a need to improve 

the service offering across the state to align frequency and span of operating hours with other public 

transport modes. Through the utilisation of existing assets, this opportunity to further integrate the bus 

network will be at a marginal operating cost, with minimal increase in capital. 

To gain the full benefit of improved route bus service frequency, there is a demonstrated need to 

improve on road public transport priority to ensure a reliable and efficient public transport network to 

encourage continued usage and support modal shift. Infrastructure investment to enhance on road 

priority for bus and tram needs to be a core funding commitment in Victoria.  

Additionally, on-road priority improvements need to be managed across the road network, not just the 

arterial road network or state owned road network. Melbourne’s bus network operates across the 

https://www.busvic.asn.au/sites/default/files/uploaded-content/website-content/Resources/Reports_Articles/moving_people_victoria_-_10_bus_priorities_for_victoria_-_september_2018.pdf
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entire state and local government network and requires a consistent and integrated approach to road 

network management to support reliable service delivery. 

Regional Victoria 

There are several opportunities to improve the connectivity, connectedness, social and economic value 
we derive from our regional and rural public transport network. Victoria's public transport network 
effectively operates as two disparate systems. The public transport task in regional and rural Victoria is 
very different to the public transport task in metropolitan Melbourne. The customer needs, attitudes 
and values differ to those of metropolitan patrons. However, the systems are mostly regulated and 
administered with one set of metro-centric rules, policies and objectives which do not necessarily 
satisfy the needs of the people they serve.  
 
The Regional Network Development Plan (RNDP) stakeholder engagement process in 2016 identified 
that demand for personal journeys in regional and rural Victoria can be generally categorised in the 
following groupings: 

• Within the town, to connect people with services, school, employment, medical, recreation etc. 

• Connect smaller towns with larger regional centres for access to services. 

• Connect regional Victoria with Melbourne.  

In the BusVic submission to the RNDP (2016) and our 2018 Election Policy Directions for Victoria paper 
we strongly advocate for enhanced public transport services in regional Victoria through increased 
route bus, coach services, and off peak school bus use to provide the connectivity identified above. 
These service improvements will be underpinned by increased span of operating hours to align with the 
needs of the community and where practical, increased service frequency to connect with employment, 
education, health, and other services. These outcomes can readily be delivered through increased 
operational funding to improve utilisation of existing assets in regional Victoria.  
 

The school bus proposal centres on improving the utilisation of existing resources and harness latent 

supply to offer greater access to local transport services to reduce social exclusion, improve health, 

increase economic activity, as well as reduce greenhouse gasses through higher utilisation of public and 

active transport.  Some opportunities include:  

 

• Allowing the carriage of non-students on school bus routes; 

• Allowing inter-peak school bus operations to service towns with no bus services (approximately 
9.30am – 2.30pm); and 

• Relaxing the distance criteria for rural students on school bus routes. 

BusVic also recognises that empowering the communities of regional Victoria to make critical 

infrastructure and service investment decisions will secure support for and ownership of these decisions 

at the community level. In our RNDP (2016) submission, BusVic labelled these local decision making 

bodies as Regional Accessibility Committees (RACs), regionally based committees that had power in 

legislation to provide direction and advice to the Department of Transport (DOT) and state and local 

Government on the local needs, values, and attitudes of the community on system and service design. 

These RACs would work across all levels of government to secure investment and funding across several 

integrated and inter-related programs and have the responsibility to make efficient, and community 
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based, economic, and social decisions. For alignment with the Strategy, these RACs can be established in 

a manner to provide this level of direction across all infrastructure and service improvement programs.  

As noted in the Strategy, technology in transport is changing. The ability to use on demand style systems 
to align with public and personal transport offerings creates many opportunities. BusVic is of the view 
that there is a need to effectively utilise the concept of Demand Responsive Transport (DRT) within 
regional and rural communities to identify and implement innovative transport solutions to improve 
mobility and social inclusion. DRT services will be organised and delivered in partnership with local 
government through the RAC. Systems such as the ConnectU community program in Warrnambool 
should be supported to identify avenues to improve local transport opportunities and establish 
parameters for state-wide systems that deliver cost effective and improved mobility solutions for all 
regional Victorians. 

Melbourne’s outer suburbs/growth corridors 

As identified in the Strategy, Melbourne’s growth corridors will be responsible for more than 60% of 

overall population growth to 2051. The ability to provide adequate and reliable bus services to these 

communities as they grow and evolve is predicated on access and priority on a well designed and 

constructed local and arterial road network.  

At present, estate development in these growth corridors is adhoc (in a road delivery context), with 

critical arterial road infrastructure typically delivered once the last of the estates is developed. In 

addition to the significant local congestion issues this delivery approach causes, it also results in the 

substandard implementation of public transport route bus services in new estates that are usually 

underpinned by low frequency (greater than 20 minutes), short span of hours (some services not even 

operating on Sundays), and long and unreliable run times. Often, we end up with meandering, low 

frequency bus services that do not appeal to the local community. By the time the road network is fully 

developed many years later, and the public transport network can be refined, the community has 

chosen the car as their preferred mode of transport.  

To work to address these issues, BusVic recommends that: 

• Key road infrastructure in new development areas is constructed at the start of the development. 

This will allow the public transport network to be established at the commencement of 

development to support use by the community. This can either be undertaken by DOT and funds 

recouped from developers as the estates are delivered, or developers are obliged to deliver the 

core road network of the estate as part of the first stage of the development. 

• Review Outer Suburban Arterial Roads (OSARS) construction and maintenance agreements to 

include road network infrastructure upgrades relating to public transport priority and service 

enhancements (i.e. bus stops, jump lanes, priority signals). 

• The state government allocate funding to accelerate road network development, with funding to be 

recouped from developers through the Growth Areas Infrastructure Charge (GAIC) (or other agreed 

model) as developments progress.  

Social responsibility  
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Public transport is not only an efficient and effective enabler of personal journeys to undertake work 

and education, but it also provides a social safety net for Victorian’s who are unable to drive or use 

other modes of personal transport to undertake necessary journeys such as medical, social, shopping 

etc. Melbourne, and Victoria, have an integrated public transport network. Trains, trams and buses 

work in an integrated manner to ensure connectivity for customers across the state. While train and 

tram services are designed, including vehicle and service frequency, to provide mass transit options for 

customers, the bus network, in its main form, has been designed to provide the cohesive link across the 

state for all Victorians. It typically operates less frequent, shorter routes that are provided over a 

shorter span of hours. Where practical, it is designed to link with train services. In many parts of 

regional Victoria, and in Melbourne’s outer suburbs, it is the only form of transport access for large 

sections of the community.  

The flexible operational nature of a bus, that is a bus can legally operate on any street in Victoria, offers 

DOT network planners the opportunity to introduce low cost, immediate public transport services to the 

community. Accordingly, buses services are: 

• Used to provide local connectivity for the community 

• Used to quickly and efficiently fill the public transport service gaps across Victoria, especially in 

Melbourne’s burgeoning outer suburbs growth corridors  

• Designed to meet the wide and varied service demand: 

o acting as a connector with train stations 

o providing local bus services for the community 

o providing trunk arterial high volume services 

The Strategy rightly recognises that an efficiently planned out bus network in Melbourne’s growth 

corridors can be the vanguard for more effective mass public transport options in the future. The 

current DOT network design approach to ensure Victorian’s are within 400m walking distance of a 

public transport service limits this opportunity. Designing a network with a limited budget with this 

planning approach delivers an operating bus network with widely fluctuating and inconsistent routes, 

low service frequency, and inconsistent span of operating hours, all of which impacts the use of buses 

and ultimately bus patronage figures on the network. 

It is important to recognise that train and tram services are designed to provide mass capacity linkages 

for Melbourne and Victoria. In the current planning paradigm, the bus network provides the support 

and linking facility, providing the public transport social safety net for many Victorians living in regional 

Victoria and Melbourne’s growth corridors where train and tram services do not operate.   

Zero Emissions Buses 

The transition to Zero Emissions Buses for the Victorian route bus and coach sector is a logical step to 

deliver improved community outcomes; environmentally, socially, and economically. The transition 

phase will need to be guided by a strong policy and implementation plan, with the commitment of a 

long term (10+ years) funding program (service, asset, and infrastructure) by the State Government to 

facilitate the transition process.  
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BusVic recommends that the Victorian government commit to securing ZEB that are manufactured in 

Victoria to create a new high value manufacturing capacity within the state that can be diversified to 

support the manufacture of other heavy vehicles. A local manufacturing industry will support the rapid 

training and upskilling of operational and maintenance staff to ensure the capability to maintain an 

effective and efficient operating bus fleet. Additionally, securing locally manufactured refuelling, 

recharging, and energy storage infrastructure will further develop Victoria’s energy technology 

manufacturing capability. 

Key issues that will need to be addressed in delivering a ZEB fleet in Victoria: 

• Appropriate vehicle technology for service requirements  

• Depot and in-route recharging and refuelling infrastructure 

• Depot capacity to operate ZEB fleet 

• Energy availability and security 

• Commercial contracts with energy and vehicle suppliers 

• Commercial arrangements between operators and government  

• Infrastructure funding 

• Network planning – current and future covering route planning, depot locations, and service 

capacity 

• Life cycle costing 

 

  



Page | 8  

 

Section Two: Specific Comments 

Strategy Questions: 
What would make buses more attractive to use? 

• Improved service frequency and span of operating hours to align bus operations with train and tram 
services. Developing a metropolitan bus network that offers a turn up and go service frequency (8-
10 minutes) on the majority of routes, with no more than 20 minutes off peak on all routes. 
Updating the regional route bus and coach network to provide links to key regional centres that 
align with work, health, education, and other services. Linking the regional bus network with all 
train services, in particular first and last services. 

• Accelerate the transition to Zero Emissions Buses to improve the comfort of passengers within the 
vehicle by improving the ride quality and reducing vehicle noise and vibration. Additionally, for the 
broader community, the use of Zero Emissions Buses will reduce tail pipe particulate emissions and 
reduce noise.  

• Implement network wide on-road bus priority improvements to deliver more reliable journeys for 
the customer. 

• Use diesel buses that will be replaced through the transition to Zero Emission Buses as an interim 
resource to rapidly improve service frequency in regional Victoria and increase the rail replacement 
bus fleet to provide a more efficient service to customers during the long term Big Build program. 
 

Environmental Outcomes  

1. Accelerate the uptake of zero emissions vehicles 

9. Specify climate scenarios and carbon value in assessing infrastructure  

Zero Emissions Buses 

BusVic supports the concept of accelerating the transition to Zero Emissions Buses for Victoria’s route 

bus and coach network. This transition needs to be carried out in a planned, and well resourced 

manner, with a key focus beyond the vehicle technology, seeking to determine the training and staff 

upskilling requirements, operational impacts on service delivery, supporting infrastructure needs, and 

securing green energy requirements at depots and in-route.  

A detailed trial of technologies, systems, and operations is needed to support government and industry 

agreement on the adoption of a clear transition strategy that considers the necessary operational, 

infrastructure, energy, commercial, and network planning issues that impact on the operation of the 

bus network in Victoria.  

BusVic is supportive of the State Government’s Local Jobs First Policy. The Zero Emissions Buses 

transition plan needs to ensure that this is a core, non-negotiable parameter to deliver enhanced local 

manufacturing in the vehicle industry and the energy sector. Research1 commissioned by BusVic 

demonstrates that manufacturing of diesel buses in Victoria creates 5 direct jobs per bus, but it also has 

 

1 The economic benefits of local bus manufacture. National Institute of Economic and Industry Research. 

October 2015. 
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a multiplier employment effect for the industries that provide the components to the sector. BusVic is 

undertaking research to identify the employment generation (direct and indirect) of building Zero 

Emissions Buses in Victoria, however, drawing on the current work, transitioning approximately 300 

buses per annum to zero emissions will directly generate approximately 1,500 jobs per annum for the 

next 9 years.  

Other direct employment opportunities will be created through: 

• Manufacturing and maintenance of fuelling and recharging infrastructure 

• Development of green energy systems (including hydrogen) 

• Energy supply chain 

• Training and upskilling of staff at depots to maintain vehicles 

A clear, inclusive, and long term transition plan will encourage industry and financial institutions to 

identify and implement innovative, customer focussed solutions that share the risk and reward across 

stakeholders. BusVic is of the view that industry and government need to agree a long term strategy to 

include infrastructure as part of a broader more energy efficient service offering to the community. 

Investment by industry in infrastructure is underpinned by long term goals and returns. Existing service 

contracts are 7-10 years and do not align with the security and risk profile of long term commercial 

investors. With the need to consider new charging and refuelling infrastructure to support the 

operation of Zero Emission Buses, there will be even greater demand to establish a commercial 

arrangement that balances climate risk mitigation and commercial investment. 

Technology 

17. Prepare for increasingly automated vehicle fleets 

18. Facilitate integration of public transport with new mobility services  

20. Transform road network operations for all current and future modes 

An integrated transport strategy should outline how Victorians will use the road network, including 

public and personal transport, into the future. A whole of network approach that supports and 

prioritises emission friendly journeys, encourages public transport and personal mobility over cars and 

other congestion inducing modal options should underpin the strategy. Automated vehicles will be part 

of the solution, however, should not be seen as the only solution. We need a mix of transport options 

and network access to ensure that all Victorians have transport choice options to suit their personal 

requirements.   

Technology has been used to disrupt the traditional transport model. The capacity of this to transition 

to public transport needs to be considered in a manner that supports the efficient provision of services 

for the entire community. The benefit of public transport is that it provides a service to all Victorians. It 

not only links people with key activity centres and employment, but also community facilities, schools, 

hospitals, and homes, providing an affordable transport option for everyone.  

The ability to improve the use of technology in today’s public transport market to better inform the 

customer on their journey options is critical in providing the next level of service offering to the 

Victorian community. Technology should be used to improve the offering of personal transport journey 
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options to the customer. Where customers seek to use public transport, they should be continued to be 

offered a high level of access to the service to ensure that they are not disadvantaged based on 

location, income, contracts, or time of day.  

A structured, integrated, and open source technology roadmap within the transport (including public 

transport) sector is supported by BusVic. Providing industry the opportunity to innovate service 

offerings, is critical in enhancing customer service across the entire community. It is recommended that 

the State Government adopt an open source data format for public transport, as used in Europe 

through the ITxPT (Information Technology for Public Transport) platform, which defines the data 

output required from interoperable hardware systems and enables easy data integration across 

transport services and online platforms. Continuing to pursue current State Government closed box IT 

procurement practices will prohibit any meaningful long term data and systems integration to support a 

more mobile and connected transport offering. 

As has been demonstrated recently in NSW, and through various global programs, in order to integrate 

new mobility services into an existing public transport offering, it is important for strong industry and 

government collaboration to ensure a full and integrated service offering for customers, continuity of 

social support across all communities, and the necessary oversight of service provision to ensure fair 

and equitable offerings are available to the community. As has been shown in a number of last mile 

mobility service augmentation trials and programs, once the government subsidy is removed from these 

augmented services, the commercial viability of these services usually fails.  

Infrastructure 

32: Produce public plans for priority infrastructure sectors 

33. Publish Victoria's transport plan 

34. Review Victoria's infrastructure contribution system to cover gaps 

“Victoria needs a coordinated transport and land use response to effectively shape its cities, and to 

prepare for growth and change” and “transport and land use plans, including Plan Melbourne, to align 

with each other” 

BusVic supports the need to create and publish a coordinated transport and land use strategy for all of 

Victoria. The strategy should be supported by an appropriate Public Transport Plan that is embedded in 

legislation and recognised within the local government planning framework. The City of Greater 

Bendigo’s Integrated Transport and Land Use Strategy is a good example of this being achieved 

effectively within Victoria2. 

BusVic supports the need for infrastructure contribution schemes to be consistent and be used as a 

mechanism to deliver efficient local area infrastructure outcomes. An integrated contribution scheme 

should be linked to an approved local government infrastructure plan and be managed through an 

independent body to facilitate outcomes for the community. In addition to contribution schemes, new 

 

2 https://www.bendigo.vic.gov.au/About/Document-Library/connecting-greater-bendigo-integrated-transport-and-land-use-strategy 
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estates should be made to deliver key infrastructure projects, in particular arterial road corridors, at the 

commencement of the development to support efficient local journeys and facilitate the introduction of 

an effective public transport network to the region. There are many significant gaps in the road network 

while estates in an area are being developed, resulting in excessive pressure on surrounding 

infrastructure and communities, and creating inefficient, meandering local bus routes that do not 

support the local community. 

At present the introduction of public transport services in Melbourne’s growth areas, usually via route 

bus services, is planned and funded by DOT, at an arbitrary point in the development timeline of the 

region. The timing and associated funding for the introduction of services does not form part of the 

development approval process nor is there an obligation on DOT to provide bus services to a new estate 

at any given point along the development timeline. Some developments have taken it upon themselves 

to provide short shuttle services to communities to link them with the local station or shopping 

precinct. This has been done in collaboration with DOT and other departments through the use of 

Growth Area Infrastructure Contribution (GAIC) funding. This approach does not actually guarantee 

ongoing funding for the service to the community and is usually a stop gap measure that does not 

provide the frequency and capacity of public transport services that are needed in the growth corridors. 

In saying this, those services introduced in Melbourne’s outer north suburbs have proven significantly 

successful for the local community and demonstrate the need for early public transport services during 

estate development to link isolated estates to their community3. 

BusVic is of the view that approvals of estates by government departments should ensure that 

appropriate budgetary funding is made available to introduce route bus services at the commencement 

of development. GAIC funding should focus on providing the necessary road, cycling, parks, education 

etc infrastructure.  

35. Support more homes in priority established places 

36. Deliver very low income housing with inclusionary zoning 

BusVic supports low income housing and increased housing density within established areas of 

Melbourne as a means to reduce housing costs and mitigate urban boundary growth. Housing 

intensification needs to be done hand in hand with improved community services and public transport 

outcomes at the time of development. State and local governments need to commit planning resources 

and funding to enhance public and personal transport in these areas to reduce reliance on personal car 

use. An integrated public transport network, where service frequency across all three modes 

encourages and facilitates the use of the service is needed to underpin this concept and to mitigate 

against localised traffic congestion. The concept of the 20 minute city/neighbourhood which underpins 

the Plan Melbourne 2030 strategy document should be used as the template in developing these 

transport networks. 

 

3 https://www.mab.com.au/news/mab-insights-series-delivery-of-merrifield-connect-creates-sustainable-results-part-two/ 
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Road Space 

41. Reallocate road space to priority transport modes 

BusVic continues to advocate for the repurposing of road space to enhance public transport and 

personal mobility options for the community. As noted in the Strategy, the current road network 

planning approach is car centric and is at the detriment of other road users. The current road network 

planning approach places too much emphasis on concentrating all road users onto the arterial road 

network, leaving significant sections of the road network underutilised. The opportunity exists for the 

state and local governments to work together to identify personal mobility corridors across Victoria 

that, properly designed and supported with the appropriate priority and infrastructure upgrades, can 

provide significant journey benefits for all road users.  

45. Adopt peak and off-peak public transport fares 

46. Price each public transport mode differently 

BusVic supports the need to encourage users onto the public transport network and to use pricing as 

one method to facilitate spreading of peak loads. To achieve this, there needs to be an improvement in 

the commensurate bus service levels across the public transport network, in particular the off peak, to 

provide like for like service for off peak users. For example, at present most metropolitan bus routes 

operate at 20-40 minute intervals in the off peak period whilst the majority of train and tram services 

operate at 10 minute or better service intervals.  

BusVic supports in principle the proposal to price each different public transport mode differently, 

however, there needs to be a thorough and detailed review of the impact of this on the community 

prior to implementation of any option to ensure that there is an appropriate safety net in place for 

those users most at risk by this approach. Additionally, flexible pricing options need to be simple and 

easy for the customer to understand overall journey costs, in particular for those customers who 

undertake journeys on multiple modes as part of their regular commute and should not disadvantage 

those sections of the community who are solely reliant on public transport as their only means of 

transport. The combination of peak/off peak, mode, and location pricing scenarios may complicate 

journey matters and any future ticketing solution needs to have the capacity to manage this. 

Pricing should not be used as a mechanism to encourage customers to move from one form of public 

transport to another as typically these services tend to complement each other rather than offer a 

competing service. As noted above, the key to supporting a modal shift to public transport, and 

encouraging peak spreading, is providing an integrated network that offers seamless connectivity across 

the day, across all modes, all day and week, offering connectedness across Melbourne and regional 

Victoria. 
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Congestion Pricing 

52: Trial full-scale congestion pricing in inner Melbourne 

54. Price parking at major public transport hubs, all train stations and park-and-rides 

55. Phase out fixed road user charges and introduce user pays charging 

BusVic supports the move to introduce congestion pricing/road user charging in Melbourne to support a 

more liveable city. As demonstrated in London and Singapore, any congestion pricing/road user 

charging system needs to be supported by increased public transport services across the day and 

enhanced on road public transport priority to provide a reliable, viable transport alternative for the 

community.  

BusVic recommends that investment in new car parking at trains stations be stopped. Larger carparks 

result in greater demand for parking, increased local road congestion, and increased loading on early 

morning train services. BusVic advocates for improved bus/rail interfaces, improving the physical 

connectivity between the station and the bus interchange to support a safe and efficient transition 

between modes. Increased service frequency to align with train timetables will also provide customers 

with an alternative to driving to/from the station. Walking and cycling facilities to and from trains 

stations should also be improved to encourage personal transport modal options.   

Bus Network Design 

62. Reshape the metropolitan bus network 

63. Connect suburban jobs through premium buses and road upgrades 

Victoria’s public transport network is designed to be a fully integrated, complementary service offering 

across all modes that seeks to provide walkable access to as many Victorians as practical, connecting 

the community with where they need to go. The rail network is designed to provide high frequency and 

capacity services linking with the CBD. The tram network in Melbourne is predominantly inner 

Melbourne focussed, providing high frequency services within these established areas. The bus network 

fills in the gaps not covered by train and tram services. It provides the cross town services, it provides 

the local services that support personal mobility for the broad cross section of the community, and it 

provides the connectivity for Melbourne’s growth corridors. In regional Victoria buses are usually the 

only mode of local public transport available to the local community. Across Melbourne, the bus 

network has evolved to deliver three key service offerings: 

• Local services (i.e. connecting with local train stations, shopping centres, schools) 

• High frequency services along major corridors linking with activity centres (i.e. SmartBus) 

• High capacity shuttle style services linking key activity centres that are not services by trains (i.e. 

university shuttles) 

As identified in the Strategy, the bus network is currently designed by DOT network planners with the 

objective of having 95% of the community within a 400m walk of a bus stop. As noted earlier, this can 

lead to the meandering routes that are highlighted as an issue in the Strategy, however what should be 

noted is that these route services directly connect 95% of Victorians with essential services.  
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Operationally, in response to the local bus network plan developed by DOT, bus operators design their 

service offering to maximise utilisation of the bus fleet whilst meeting key service delivery objectives 

(i.e. budget, service frequency, span of hours, and train connections). This is achieved by interlining 

services at key interchanges, that is, the bus enters the interchange as a Route 475 service, but leave as 

a Route 476 service, eliminating layover (downtime) of buses at the end of the route. What this means 

is that buses do not operate the same route, all day every day. This outcome delivers a more cost and 

operationally efficient network to the community and government.  

Bus service reliability is heavily influenced by its interaction with other vehicles on the road network. 

The bus network, like much of the tram network, shares road space with cars, trucks, bikes, and other 

vehicles. The impact of traffic during the peak period on bus run times for some corridors results in 

buses taking twice as long to complete a route service than in the off peak. As has been shown with the 

tram network, and on some sections of the bus network (DART)4, where there is targeted, structured 

investment for on road priority infrastructure to support the operation of the bus service, there is not 

only an uplift in service reliability but also patronage.  

BusVic supports the need to review and reshape the bus network to deliver an enhanced service to all 
Victorians. The key actions required to deliver on this outcome are: 
 

• Have a published, integrated public transport strategy and implementation plan 

• Create an integrated turn up and go network where the longest wait during peak period will be 
less than 10 minutes.  

• Improving bus frequency and span of operating hours to align with train services. 

• Low frequency and low span services do not encourage patronage nor encourage people to 
consider modal options, in particular in Melbourne’s outer suburbs.   

• For Metropolitan Melbourne, ensure off peak frequencies do not exceed 20 minutes. 

• For Regional Victoria, ensure that off peak frequencies do not exceed 30-60 minutes (depending 
on the location). 

• Invest in simple on road bus priority measures now to enhance reliability where practical. 

• Create high capacity rapid bus transit style trunk services in Melbourne’s growth corridors to 
ease reliance on the car and to help mitigate congestion (Refer BusVic 2018 Election Policy 
Directions for Victoria). These services can be developed in a staged manner to align with 
population growth in the region and where practical, provide the longer term footprint for a rail 
based solution.  

• Commence planning now across all stakeholders to secure corridors, infrastructure funding, and 
to establish an enabling commercial environment to support transition now to Zero Emissions 
Buses. 

• Identify and secure operational and infrastructure funding requirements to support the overall 
network upgrade. Aim to improve the overall service offering across the network, do not focus 
on improving trunk services at the expense of local areas services.  

• Improve bus / rail interchanges.  

 

4  https://transport.vic.gov.au/about/transport-news/news-archive/bus-stop-works-improving-dart-journeys 
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64. Increase suburban rail corridor services and capacity  

66. Prepare for Melbourne Metro Two: Draft recommendation 

69. Expand rail access in outer suburbs 

BusVic supports expanding the capacity of the suburban rail network. To ensure that access 

requirements are maintained for the local community, there is a need to support enhancement of the 

local bus services that feed the rail network. As noted by the Strategy, car parking at stations is already 

at a premium. The existing approach of building more car parking will deliver an adverse outcome for 

the local community and exacerbate local area congestion.  

BusVic also supports the Strategy recommendation to introduce premium bus services along the 

proposed MM2 and Suburban Rail Link corridors to manage existing demand and develop future 

demand. This needs to be supported by appropriate infrastructure investment and enhanced local bus 

network to provide appropriate links with the premium bus service. 

70. Expand and upgrade Melbourne's outer suburban road network 

BusVic supports the need to expand and upgrade the road network in Melbourne’s growth corridors. 

This should be planned with the key objective of enhancing local journeys and providing trunk public 

transport options. This program needs to be carried out in partnership with local councils to ensure the 

local council owned road network can effectively integrate with the longer term performance objectives 

of these corridors. The arterial road network in the growth corridors needs to be delivered at the 

commencement of, or prior to, the development of new estates. This will support the early introduction 

of new, reliable bus services early into the area and readily be expanded in line with population growth.  

Regional  

77. Deliver funding certainty for regional road maintenance and upgrades 

82. Invest in regional nature-based tourism infrastructure 

85. Reform regional public transport to meet local needs 

89. Deliver multipurpose shared social service facilities in the regions 

94. Expand social housing in regional centres, in locations with good access 

Public transport is a core enabler for the community in regional Victoria. People rely on public transport 

to travel across the region for education, employment, social, medical, and retail activities. Rail links to 

Melbourne are important but are not the core function of much of the public transport network in 

regional Victoria. This requirement was quite clearly articulated by the community in regional Victoria 

during the RNDP engagement process led by the State Government in 2016. It was during this process 

that the community clearly articulated that it not only wanted existing transport assets to be used more 

efficiently, but also new assets to improve connectivity across the state.  

A key regional issue that BusVic continues to advocate for is the increased funding to maintain the 

regional road network at a safe and efficient capacity. The process of reducing speed limits along road 

corridors in place of road network maintenance is not an acceptable long term solution. Poor road 
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condition not only has severe safety impacts on road users, but it also impacts on service reliability and 

service operating costs for the local bus and coach network.  

Accordingly, BusVic supports the recommendations from the Strategy to improve road infrastructure 
and support services in regional Victoria to enhance liveability and drive economic growth. To deliver 
this, these is a need to enhance transport connectivity across regional Victoria, delivering improved 
connections to facilitate movement: 

• Within towns 

• Between regional centres and satellite towns 

• With Melbourne. 

From a transport investment perspective, improved connectivity is driven by: 

• Better roads 

• Better connectivity for public transport 
• Better public transport services, coverage, frequency, and span of hours to meet the needs of 

the community 

 

The Strategy identified a key issue in regional Victoria: the ability to coordinate projects and strategies 

across governments (local, state, and federal) and distribute funding efficiently to where it is needed 

within the local community. In its submission to the RNDP consultation process, BusVic recommended 

that decision making for transport related programs be devolved to the local community through a 

Regional Access Committee (RAC) structure. These committees would be comprised of local industry, 

community and government representatives and be responsible for the delivery of transport, services, 

and infrastructure projects at the community level. 

The RAC would work on behalf of the community and identify local based solutions that meet the needs 

of the broader region. The effect of this approach is to de-politicise funding as much as possible and 

focus on the actual service needs for the region. The committee would have the remit to use funding for 

like services across different streams (i.e. local, state, and federal government) to provide a holistic 

solution to the community. For example, the introduction of new hospital services in a regional centre 

can have part of the funding redirected to the bolstering of local public transport services to provide 

better connectivity with the regional train and coach services. The operating remit for the RAC can be 

expanded to broaden the scope of its oversight to incorporate all regionally focused infrastructure and 

service programs. 

As noted earlier in this submission, the use of school bus services to provide connectivity between rural 

communities and regional centres will deliver significant benefits to regional Victoria. The opportunity 

to utilise these existing vehicles through a demand responsive model will be able to provide essential 

transport services to isolated communities at an efficient price point.  

Tourism 

Tourism in regional Victoria is a critical economic driver. Coach and Charter bus services provide a vital 

conduit for local and international tourists to access these regions across Victoria. To further enhance 

the value that these services bring to regional Victoria, BusVic recommends that state and local 
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governments implement a regional strategy to support infrastructure investment to increase access to 

tourism spots and provide services to support tourists staying within an area. Additionally, there is a 

need to create efficient transport (road) links between tourism areas across the state to support 

movement of tour groups to diversify the experience and provide exposure across Victoria. 

Regional Services and Housing  

The delivery of enhanced social services, medical facilities, and housing in regional centres needs to be 

underpinned by a reliable and connected public transport network to provide access for the local 

community. Investment in these services should be complemented by increased funding for the 

provision of better rail and bus services to ensure accessibility for the broader region.  

As noted above, the provision of different services can be managed through multiple departments with 

varying budgets, project deliverables and timeframes. A RAC would be well suited in this situation to 

provide guidance and local engagement to facilitate a coordinated, structured, and community focused 

outcome, minimising waste, producing a community focused program, and reducing the need to secure 

future funding to upgrade program gaps. 
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1. Executive Summary  

Victoria has several opportunities to boost the degree of connectivity, connectedness, social and 
economic value we derive from our regional and rural public transport network. Victoria's public 
transport network effectively operates as two disparate systems. The public transport task in regional 
and rural Victoria is very different to the public transport task in metropolitan Melbourne.  The 
customer needs, attitudes and values differ to those of metropolitan patrons.  However, the systems are 
mostly regulated and administered with one set of metro-centric rules, policies and objectives which do 
not necessarily satisfy the needs of the people they serve. This submission makes several 
recommendations to change this.   

To support the transition away from the current metro centric approach to planning for public transport 
services in regional and rural parts of Victoria, BusVic recommends that a new governance mechanism 
be implemented state-wide: a series of locally-based Regional Accessibility Committee's (RAC).  This new 
mechanism obliges the Authority (PTV) to consult with each RAC, a voluntary committee that comprises 
key local stakeholders within the regional community, when considering matters relating to the 
provision of local transport services.  Implementing such a governance mechanism would see a balance 
of 'bottom up' and 'top down' processes implemented to improve network design and service delivery.    
 
Each RAC can work with the local PTV representatives, local government, local stakeholders, other 
government agencies (such as Regional Development Victoria) and government departments such as 
the Department of State Development, Business and Innovation and the Department of Economic 
Development, Jobs, Transport and Resources to provide whole-of-government direction for transport 
services within the region, to ensure transport is enabling the objectives of other government 
disciplines, such as health, education, aged care, retail and importantly, employment. This would ensure 
that transport planning is fully integrated within the broader planning process across all government 
and community services.  
 
This proposal also centres on improving the utilisation of existing resources and harness latent supply to 
offer greater access to local transport services, in order to reduce social exclusion, improve health, 
increase economic activity as well as reduce greenhouse gasses through higher utilisation of public and 
active transport.  Some 'low hanging fruit' opportunities include:  
 

• Relaxing the distance criteria for rural students on school bus routes; 

• Allowing the carriage of non-students on school bus routes; 

• Allowing inter-peak school bus operations to service towns with no bus services.  

The existing ticketing and fare regime in regional and rural Victoria is unnecessarily complicated and 
causes confusion to users and stakeholders. Different ticketing systems and variable pricing structures 
between regions is difficult for many students, parents, school coordinators, seniors and people with a 
disability. For students seeking to access the education system in regional Victoria, a single ticketing 
system that eliminates the need for people to have to purchase up to three (3) different tickets with 
variable pricing structures to travel within the state for one continuous journey would provide some 
relief to the current system.  
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Negotiating bus-service contracts, rather than tendering, is a tried-and-tested method of bus-service 
procurement by governments of all persuasions since the introduction of government financial support 
for services approximately 40-years ago. Leading international research shows that this approach is 
transparent and efficient. Most importantly, historical procurement regimes have been developed to be 
part of a government’s strategy for improving various social, economic and environmental imperatives 
such as congestion and social inclusion. Given that approximately 90% of the state’s bus operators are 
located in regional and rural areas, sustaining the negotiated method of bus-service procurement 
creates a positive correlation between bus procurement and community prosperity due to the sense of 
community responsibility and embeddedness commonly found with the incumbent operator.  
Operators' are mainly trans-generational family firms that have established an identity over generations 
as a local transport leader in the communities they service. This unwavering commitment to community 
service is a result of the extent of networks, trust and reciprocity developed over these years and new 
research has proven that the value of this community interaction would be greater than any private 
saving to government if a school bus service was terminated. Such an outcome would not be assisting 
the endeavours of Regional Development Victoria, nor the Department of State Development.   

This submission recommends the following action items: 

• Re-establish regional Public Transport Victoria Officers that focus exclusively on regional and 
rural public transport planning (system design) and service delivery matters; 

• Establish a Regional Accessibility Committee in each region to provide direction and advice to 
PTV on the local needs, values and attitudes of the community on system and service design; 

• Apply whole of government thinking to public transport network planning across all levels of 
government so transport can enable greater social prosperity and economic activity; 

• PTV to devolve some of the decision making responsibility to the RAC to support regional 
outcomes; 

• Expand the concept of Demand Responsive Transport within regional and rural communities to 
identify and implement innovative transport solutions to improve mobility and social inclusion;  

• Fund the continuation of the ConnectU Warrnambool trial to continue to identify avenues to 
improve local transport opportunities and establish parameters for state-wide systems that 
deliver cost effective and improved mobility solutions; 

• Improve utilisation of existing resources through providing greater access to non-students on 
mainstream school buses, relaxing the mainstream school bus eligibility criteria for students and 
allowing for the operation of otherwise idle school buses in non school periods to connect 
isolated communities with regional centres;  

• The State government establishing a formal committee with Industry to work through the costs 
and benefits of establishing a state-wide ticketing and fare system to provide improved and cost 
effective options to rural and regional Victoria; 

• That regional and rural route, school and intercity V/Line marketed contracts be renewed via 
negotiation prior their expiry and ensure that social values, as well as transport values, are built 
into the contracts to contribute toward the achievement of whole-of-government objectives, 
not just transport objectives.  
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2. Terms of Reference 
 

The absence of short, medium and long term public transport plans for regional and rural Victoria has 
held our great state back for far too long.  Metropolitan Melbourne has had countless land use and 
transport plans and most of these plans only last one term of government.  But long term public 
transport plans for regional and rural Victoria are rare.   
 
In 2015, the Victorian state government announced it would develop a Regional Network Development 
Plan (RNDP) in order to plan for the short, medium and long-term development of public transport in 
regional Victoria.  The RNDP intends to move Victoria away from ad hoc service improvements, towards 
a more coordinated regional public transport network.  This is an extremely important initiative and 
BusVic members are exceptionally well placed to lend their expertise to the process, be key contributors 
to the process and help shape outcomes.  

 
BusVic has mobilised its membership and ensured they participate in the stakeholder workshop 
consultations.  BusVic appreciates being able to make a submission on this very important initiative.  

3. Bus Association Victoria Inc. (BusVic) 
 
BusVic (Bus Association Victoria, Inc.) is a member-owned, voluntary professional association for 
Victoria's private, accredited bus and coach operators. Member operators offer bus and coach services 
across the route, mainstream school, special school, long-distance coach and charter and tour sectors 
throughout Victoria and other parts of Australia. Since 1944, BusVic has represented the best interests 
of members in a variety of ways, most importantly in respect of their relationship with Government and 
its Agencies, including contract negotiation and legislative and regulatory compliance.  

 
BusVic extensively and strategically invests in research and development on procurement, and social, 
economic, environmental, governance and safety factors on behalf of a ‘community of interest’, a 
collective of like-minded (mainly family) businesses that form the Victorian bus and coach industry. 
BusVic fosters, formulates, performs and evaluates society’s policies that are in the furtherance of the 
public good.  Inherent in this relationship is the concept of BusVic acting as an agent of public policy.  
BusVic facilitates collective action for government by using its networks, norms, interactions, trust and 
reciprocity of its members.  BusVic also promotes State Government policy initiatives and regulatory 
reform by holding training seminars and information sessions at conferences and events. This ensures 
bus operators and the bus service network remains evolutionary and up to date with best practice from 
other national and international public transport networks.   

 
BusVic is owned and controlled by its members and it applies ‘co-op’ principles and values as part of its 
modus operandi; it is perceived as a co-operative by members and the public alike. Although classified as 
an incorporated association, its remit is aligned to that of a co-operative. A co-operative is a social 
enterprise that aims to generate and reinvest profits necessary to sustain or grow the business while 
also providing low prices and improved services to members, which in turn engenders high levels of 
loyalty and commitment.  
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BusVic's unique modus operandi sees it deliver benefit to two sets of stakeholders: member operators 
and government. BusVic has historically acted, and other State-based Voluntary Professional 
Associations (SBVPA's) are looking to act, as a conduit between bus operators and the procuring 
government authority. The benefit to government in using this method is that they need only engage 
with one organisation to renew bus-service contracts, rather than engage with every contracted 
operator or their commercial and legal representatives.  This keeps Government transaction costs 
associated with bus-service procurement under control.  The benefit to the operator is that they receive 
a template bus-service contract, the rights and obligations of which are thereby the same for each 
operator. In this circumstance, BusVic actually has reciprocal obligations. First, as a representative of the 
operator, BusVic can ensure government affords the operator contractual fairness and operating 
continuance, which enables the operator to sustain or improve their community interaction and other 
non-economic goals of the firm.  Second, as an agent of government, BusVic can marshal contracted bus 
operators in order to realise contract compliance and the achievement of public policy outcomes.  

 

4. Two Disparate Systems  
 
Victoria's public transport network is effectively two disparate systems. Melbourne has a mass-transit, 
rail centric, public transport network, where services between home and work or home and school 
generate most patronage.  Metropolitan bus-services provide the web that link the rail network with the 
public. These bus services are operated by one dozen medium and large, family, public/private and 
multinational enterprise route bus operators.   
 
In the outer suburban and regional and rural context however, public transport has a social-transit 
centric focus, serviced by a network of some rail services, but where coach, bus and school bus services 
predominate.  These services are operated by 400 small-to-medium, mainly family business bus 
operators, ranging from school bus operators with one bus to regional town bus operators whose 
operation is akin to a metropolitan operation.  
 
Public Transport Victoria (PTV) is responsible for public transport planning across Victoria. Industry is of 
the view that policy development, in particular as it relates to bus route network reviews, occurs within 
a silo environment. Planning is Melbourne centric with little consideration of the needs, attitudes and 
values of regional and rural users and stakeholders.  Continuing on such a methodology will surely see 
the achievement of government objectives deferred. As much as the Regional Network Development 
Plan attempts to address our regional and rural transport needs and identify opportunities for 
improvement, little will occur until the government addresses the fact that the philosophy and approach 
to system (planning) design in metropolitan Melbourne will not work in regional and rural centres.  This 
has been proven time and time again: an unsuccessful Warrnambool route bus review; a Geelong route 
bus service review which is still attracting negative media; the termination of school buses from 
areas/school bus centres where there was ample opportunity for the school bus to provide other 
transport services to boost rural connectedness and connectivity.  Both transport systems are mostly 
regulated and administered with one set of rules, policies and objectives which do not necessarily satisfy 
the needs of the people they serve. This is unsustainable.   
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5. Authority Governance  
 
To support the transition away from the current metro centric approach to planning of the regional and 
rural public transport system, BusVic is recommending the implementation of a regional governance 
approach, whereby PTV are advised on network planning by a Regional Accessibility Committee (RAC) 
that comprises key local stakeholders within the regional community.  The RAC, a voluntary member 
based committee, would represent a particular region within Victoria, understanding the particular local 
needs, values and attitudes of the community that drive public and personal transport choices.  The RAC 
would consist of local transport providers, including bus, taxi, community transport and local welfare 
groups, local government and education groups.    
 
The RAC can work with the local PTV representatives, other government agencies (such as Regional 
Development Victoria), and government departments such as the Department of State Development, 
Business and Innovation and the Department of Economic Development, Jobs, Transport and Resources 
to provide whole of government direction for transport services within the region. By adopting this 
approach, the RAC would consider provision of services that support activities such as  such as health, 
education, aged care, employment, and retail, not just transport services. This would ensure that 
transport planning is fully integrated within the broader planning process across all government and 
community services - and satisfying whole-of-government objectives.  
 
The RNDP consultation process is a great example of a community based engagement program. Apart 
from improving links between regions and Melbourne, the stakeholder and community sessions have 
consistently identified the following public transport service issues within regional Victoria: 
 

• Intra-regional connectivity - connecting rural and regional towns with major regional centres to 
access services and provide social connectedness. 

• Service span and frequency - provide regional public transport services that link with the 
provision of social and education services including hospital, banking, and TAFE facilities. 

• Economic Development - link bus services with education and employment precincts.  
 
The current PTV bus route review process seeks to achieve metropolitan network system outcomes, that 
is, establishing direct, trunk routes, that link bus services with rail stations to facilitate commuter 
movements. This network review approach has been applied recently to key regional centres in 
Warrnambool and Geelong. Feedback from the two communities, and as reiterated through the RNDP 
process, has identified that focusing on trunk infrastructure to link commuters with the rail network fails 
to meet the expectations of the majority of the users of the bus network who access the system for 
social connectivity (i.e. shopping, services, social, education).  
 
Taking into consideration the above discussion, BusVic is of the view that there is an opportunity to 
pursue a paradigm shift in the provision of regional and rural public transport policy and services. PTV is 
currently charged with the responsibility of providing public transport services, often competing with 
the provision of transport services from other agencies, departments and local government and health. 
PTV also engages in the development and implementation of some public transport policy and 
overarching philosophy as to how services should be planned and provisioned. It shouldn't.  In the 
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context of current government process of separating policy from service provision and implementation, 
the opportunity presents to focus PTV as a pure implementation and contract administration agency for 
public transport services. Overall, transport policy, this includes public transport, roads, personal 
transport, freight and ports - should be centralised through the Department of Economic Development, 
Jobs, Transport and Resources (DEDJTR), which would be responsible for coordinating whole of 
government planning for the development of integrated transport solutions. 
 

6. Enhance Public Transport Governance to Give the Locals a Say 
 
The route bus serves two very different purposes: mass transit and social transit. As the mass-transit 
arterial-trunk services, such as Melbourne's SmartBus and Doncaster Area Rapid Transit (DART) services, 
traverse the entire city on arterial roads, taking people in and out of their immediate communities, a 
centrally coordinated regime will continue to satisfy regulatory and planning needs. However, local-
route bus services in regional and rural parts (and urban fringe parts of Melbourne) typically provide a 
social, or local service for those needing to get around their neighbourhood, as well as provide access to 
connecting trunk services. Local-route bus services mostly serve major community activity centres 
within neighbourhoods, for example, schools, shopping centres, medical facilities, other modal 
connection points and sporting venues. These local-route bus services might be more effective if local 
input were sought and harnessed so the services were more adaptable to the needs and wants of the 
locals.  
 
Current public transport planning is delivered via a "top down" approach via a Melbourne centric 
agency. Prior to the current RNDP stakeholder engagement process, the public transport consultation 
process has been almost tokenistic at a regional level. The removal of PTV and DEDJTR staff from 
regional areas, further weakened the interface between regional Victoria and Melbourne.  
 
Central decision making on regional based matters is an unsustainable approach, and as identified 
within 'Labor's Plan for Victoria's Bus Network' (PVBN), the establishment of transport forums based 
around local government areas and regions are the preferred direction of the government to work with 
communities to deliver transport planning outcomes. This the basis for our next recommendation.  Point 
5 on page 4 of PVBN identifies the need to develop bus networks within regional Victoria in consultation 
with the regional community and local government. Therefore, the establishment of a series of Regional 
Accessibility Committees will give effect to the government's policy. This policy initiative should be 
pursued as a matter of priority.    
 
BusVic envisages the state government, the LGAs, the local bus operators and other local transport 
stakeholders (e.g. community-transport, taxi providers, peak welfare bodies  etc.) forming a voluntary 
Regional Accessibility Committee (RAC) to discuss and improve the effectiveness of the local public and 
community transport services as they relate to each LGA, and the manner in which they interface with 
their neighbouring LGAs. RAC boundaries would be set based on the catchments of urban service 
centres. 
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Each stakeholder brings a unique skill set and interest to the table: government for funding and 
interconnectivity with other modes; operators for local knowledge and operational expertise; and local 
government for community-stakeholder views and patron sentiment to an extent. This approach does 
not envisage the establishment of another agency or contemplate any new costs. This would simply be a 
voluntary forum for existing resources to meet periodically to ensure local services satisfy the continuing 
changing nature of user demand.  
 
The advancement of a RAC provides a purpose specific, place based mechanism to facilitate these 
outcomes, supporting the devolution of decision making, to balance the current top down process. 
BusVic recommends that PTV be obliged to consult with regional RACs during the review process for 
public transport services, to ensure all policy decisions have consideration of a whole-of-government 
impact and are grounded in local needs. This consultation process will still leave ultimate decision 
making with the government, however, it will receive broad input from the local level.  
 
We believe the RAC will improve the demand responsiveness of local service delivery by lessening the 
extent of ‘ivory-tower’ thinking, that tends to come with centralised planning authorities. A growing 
interest in the importance of neighbourhoods is also linked with a growing international trend for a shift 
from centralised systems to decentralised systems of service provision in sectors such as energy, water, 
health and welfare services and more recently, transport (where it includes a growing interest in active 
transport and local initiatives such as the successful ConnectU social enterprise in Warrnambool). 
 

7. Rethink Demand Responsive Local Transport 
 
There are lots of different forms of ‘public transport’ in regional areas and they are not well co-
ordinated, leading to waste and poor meeting of travel needs. In rural and regional areas, Demand 
Responsive Transport (DRT) is usually more expensive than conventional public transport, but if DRT is 
integrated into a pooled, ConnectU model, it would be cost effective.   
 
Different agencies, authorities and private entities are responsible for the administration, procurement 
and planning of various passenger transport services. The search for a co-ordinated, cost effective 
approach to meet the challenges of this situation has resulted in the evolution of Demand Responsive 
Transport (DRT). Changes in technology, tight government budgets, and innovative thinking, has opened 
up the market for the implementation of DRT (ITF, 2015).  
 
DRT is considered an alternative transport solution for providing cost effective flexible public transport 
services that are adaptable to local community needs. DRT seeks to adapt the collective transport 
service to the need of the customer; for buses this includes the routes travelled, the stops and the 
timing of the service adapts to meet local customer demand. The success of DRT is drawn from its 
development in consultation with users and the broader local community. DRT is not a single solution, 
but part of an overall multimodal package of solutions that complement existing public transport 
services. DRT services are typically provided by smaller buses, taxis, vans and cars. The implementation 
of DRT within a rural or regional area should be part of a broader transport strategy linking with local 
transport plans and implemented at a local level (ITF, 2015).  
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The coordination of public transport services (bus, special transport services, taxis etc) through DRT 
provides efficiency gains through the grouping of passengers, increased utilisation of existing vehicle 
stock and economies of scale. The effectiveness of a DRT system is linked to the level and sustainability 
of funding by government and the community. The International Transport Forum has found that DRT in 
rural and regional areas supports local economic activity and promotes social equity (ITF, 2015).  
 
ConnectU is already DRT.  The trial of the ConnectU social enterprise (offered as a new way to meet 
travel needs) commenced in Warrnambool in October 2012 as a result of the determination by the local 
RAC. The Warrnambool RAC has been offering innovative transport solutions to Warrnambool and its 
surrounds for more than a decade.  It is successful but would benefit from Government legitimisation of 
its role and function.  
 
Research demonstrated that there existed substantial unmet demands for travel from people who were 
largely unable to use public transport and had no other means of transport. At the same time, there was 
a range of underutilised transport assets in the community, particularly community buses and cars.  
ConnectU has provided a means of transport for isolated people by familiarising them with public 
transport or utilising vehicles owned by local agencies and a pool of volunteers. Through ConnectU, 
passengers are assessed for need and book the service at least 24 hours ahead to receive a door-to-door 
service, with additional support if required.    
 
The ConnectU model arose from a RAC in which transport stakeholders collaborate to improve local 
transport options. The trial is demonstrating significant success. Passenger growth is averaging 17.5% 
per month up to August 2014, limited only by available resources. If additional vehicles were available, a 
target of 1,000 trips per month is in reach over the next year, dependent on the availability of secure 
sustainable funding. This funding will need to be new funding in the short term while the program 
moves to a system of better utilisation of existing transport funding on a longer term basis. The program 
provides transport services in line with the Multi Purpose Taxi Program (DEDJTR) however it has not 
historically received direct funding from government. Current funding for the Warrnambool program 
has been through BusVic, the Bus Industry Confederation, and the local bus operator (Warrnambool Bus 
Lines). This funding will be exhausted before the end of 2015, with BusVic having made an application to 
DEDJTR for additional funding under the Multi Purpose Taxi Program. BusVic recommends that 
Government agree to continue with the Warrnambool program and expand the trial in two more 
regional settings and two urban fringe settings with a view to eventually implementing the model 
throughout Victoria.  
 

8. Improve the Utilisation of Existing Resources 

BusVic submits there are three immediate opportunities available that will improve the utilisation of 
existing resources, thereby yielding an immediate productivity improvement to regional and rural public 
transport.  
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8.1 Relax the Distance Criteria for Rural Students 
 
The criteria of a 4.8 kilometre distance from school should be relaxed for students attending non-
regional-city rural schools. The conditions that isolated non-regional-city school buses work under are 
starkly different to metropolitan and regional city school-bus services. Many of them operate on rough 
roads; many have no formal bus stops; many drive down farm driveways for student safety and security 
reasons; many of the roads have no shoulders, which makes driving difficult when negotiating the road 
with log trucks, mining trucks and farm machinery. As many of these roads are not designed for safe 
walking, students who travel further than a reasonable walking distance should be entitled to access a 
rural dedicated free school-bus service, even if they reside within 4.8 kilometres of their school. 
Principals should be afforded the decision making authority to allow students who live within 4.8 
kilometres  to access the rural school bus.  This assistance will recognise the local availability of 
appropriate educational opportunities and ensure the service is at least as safe as private transport.   

8.2 Carriage of Non-Students 
 
For too long, many rural and regional school buses have lain idle outside of school travel times. Further, 
many school buses have spare seats available when they do operate. Some social interaction and 
economic activity is foregone because of strict eligibility requirements of non-student use of school 
buses. The ‘opening up’ of the school bus to non-students would see more efficient use of scarce 
resources and improved mobility options provided to many isolated residents, and continue the 
tradition of the school bus being the lifeblood of the local community. This is seen as particularly 
important for youth who have left school and, for example, may be doing an apprenticeship and who 
find it very difficult to get to the TAFE college for training. 
 
A current trial in Colac allows non-students to ride on the school bus as a means to facilitate social and 
economic activity. The marketing of this initiative has been inadequate and is probably contributing to a 
poor uptake level. However, the model should be refined and trialled in more rural parts, supported by a 
sophisticated communications campaign.  The community also needs re-assurance that the trial will last 
over quite a few years, as people need to have confidence if they change their existing arrangements 
(e.g. working hours) then the new trial won’t disappear in a short time leaving the person stranded. The 
carriage of non-students on school buses will break down the exclusionary nature of school buses and 
introduce access to more transport options. Unlocking latent supply will see more latent demand 
satisfied, so long as it is marketed correctly.   

8.3 Inter-peak School Bus Operations 

As well as utilising the school bus during peak periods to carry passengers other than students, within 
particular regional environments there exists the opportunity to provide additional inter-peak services, 
between major regional centres and communities not presently serviced by public transport. These bus 
services would essentially provide limited connectivity to regional centres for people with poor mobility 
options. BusVic interprets the first point on page 4 of PVBN as an incentive for bus operators in regional 
Victoria to identify spare and idle capacity in their assets and offer these new services to the community. 
These services have the potential to be provided to the community at marginal costs on top of the 
existing contractual arrangements.  
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9. Simplify Ticketing and Fare Regimes 
 
The existing ticketing and fare regime in regional and rural Victoria is unnecessarily complicated and 
causes confusion to users. Different ticketing systems and variable pricing structures between regions is 
difficult for many people, in particular students, seniors and people with a disability. For students 
seeking to access the education system in regional Victoria, the state’s arrangements for student fares 
and conveyance are unnecessarily complicated and cause students, their families and schools confusion. 
Having different eligibility criteria and fares between modes and geographic areas makes understanding, 
administering and complying to such regimes problematic. In addition, the existing zone fare structure 
has underpinned many of the perennial problems of the ticketing system.  The current arrangements are 
unsustainable.    
 
A single ticketing system that eliminates the need for people to have to purchase up to three (3) 
different tickets with variable pricing structures to travel within the state for one continuous journey 
would provide some relief to the current system. For too long, rural parts of Victoria and some regional 
centres have been on separate ticketing systems to metropolitan and regional centres, enduring second 
class service based on their location. Further, an equitable fare regime would reduce compliance costs 
and decrease customer confusion.   
 
BusVic recommends that the government establish a committee to work through the costs and benefits 
of establishing two things: a state-wide ticketing system and; equitable fare structure.  

10. Sustain Local Procurement for Regional and Rural Prosperity 
 
Negotiating bus-service contracts, rather than tendering, is a tried-and-tested method of bus-service 
procurement by governments of all persuasions since the introduction of government financial support 
for services approximately 40-years ago. Leading international research (which is available on request) 
shows that this approach is transparent and efficient provided certain conditions are met, such as open 
book approach in respect of operating costs, and benchmarking. Most importantly, historical 
procurement regimes have been developed to be part of a government’s strategy for improving various 
social, economic and environmental imperatives such as congestion and social inclusion. Given that 
approximately 90% of the state’s bus operators are located in regional and rural areas, sustaining the 
negotiated method of bus-service procurement creates a positive correlation between bus procurement 
and community prosperity. Government is sometimes perceived to prefer to contract with large, public, 
multinational entities because of their ability to discount and government’s requirement to procure 
using price as the only determinant. Large multinationals have two primary competitive advantages in 
pricing: access to (shareholder) capital, and transfer pricing. This enables multinationals to move profit 
between tax jurisdictions with differential tax rates, minimising total corporate tax. These are 
capabilities that small-to-medium family firms generally do not possess, thus creating an uneven playing 
field. Further, the public, multinational firms remit concerns dividends to shareholders, whereas, smaller 
family entities invest in their own communities and often concern themselves with returns other than 
profit.  
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It is a fact that all but a handful of bus operators in Australia are small, medium and large family 
businesses that are motivated more by the continuity of the family’s business and reinvestment in the 
family’s community where they have established an identity over the years, rather than profit. This 
reinvestment results from the embeddedness of the small-to-medium family bus operator, because they 
typically reside in the community in which their bus service operates. These operators have developed 
networks, trust and reciprocity with their community stakeholders over generations, which sees them 
consciously endeavour to buy locally, which among other things, sustains local employment and 
consumption. This behaviour positively correlates with community and regional development.  
 
Research is being completed that investigates a bus operator’s interaction with their community. These 
local contributions have value that directly accords with our collective initiatives in community and 
regional development, as they maintain economic activity in towns that might be at risk of population 
and economic decline. Such contributions ensure that town services are delivered to the townsfolk by 
the townsfolk. This research reveals that the governance characteristics of bus and coach operators that 
contribute the most toward community and regional prosperity are those belonging to family firms.   
 

 

Figure 1: Community Interactions by Operator Type 

Figure 1 shows that school bus operators interact with their community more than route and charter 
operators (Source: Lowe (2015)).  
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Figure 2: Community Interactions by Operator Location 

Figure 2 shows that regional and rural bus operators interact with their community on a per-staff-
member basis more than metropolitan operators (Source: Lowe (2015)).  
 

 

Figure 3: Community Interactions by Method of Contracting 

 
Figure 3 shows that operators who live in the community in which they provide a transport service 
interact with their community on a per-staff-member basis more than operators that do not live in the 
community where the transport service is provided (Source: Lowe (2015)).  
 
In light of these results, the small to medium family firm bus operator governance model needs to be 
sustained in order to ensure a greater likelihood of achieving community and regional development 
objectives. By negotiating the renewal of performance based contracts every decade or so, we are 



Bus Association Victoria Inc 
 

 
 www.busvic.asn.au 

15 
 

contributing to the sustaining of local businesses, community viability and prosperity. Metropolitan bus-
service contracts expire in 2018, and contracts for school, country-route, V/Line-marketed, and special 
school-bus services expire between 2018 and 2021. Consultation will need to commence in 2015 for 
service continuance after these dates.  
 

11. Conclusion 
 

This submission suggests that Victoria has opportunities available to it in the short, medium and long-
term that will boost the degree of connectivity, connectedness, social and economic value we derive 
from our regional and rural public transport network.  
 
Victoria's public transport network is effectively two disparate systems. The public transport task in 
regional and rural Victoria  and some outer suburbs of Melbourne is very different to the public 
transport task in metropolitan Melbourne and the customer needs, attitudes and values differ to those 
of metropolitan patrons.  However, the systems are mostly regulated and administered with one set of 
rules, policies and objectives which do not necessarily satisfy the needs of the people they serve. This 
submission makes several recommendations to change this.   
 
BusVic has recommended that we transition away from the current metro-centric service planning 
approach for regional and rural parts and institutionalise a new governance mechanism: a Regional 
Accessibility Committee (RAC) in each region.  This would see PTV obligated to consult with the RAC, a 
voluntary committee that comprises key local stakeholders within the regional community, when 
considering matters relating to local public transport services.  The RAC would represent the needs, 
values and attitudes of a particular Victorian region to PTV.  This would see a balance of 'bottom up' and 
'top down' processes implemented to improve for network design initiatives.    
 
The RAC can work with the local PTV representatives, other government agencies (such as Regional 
Development Victoria) and government departments such as the Department of State Development, 
Business and Innovation, the Department of Economic Development, Jobs, Transport and Resources and 
the Department of Health to provide whole-of-government transport direction so as to ensure the 
provision of transport services that will enable improved public health, education, aged care, 
employment, social services, disability and retail. This would ensure that transport planning is fully 
integrated within the broader planning process across all government and community services - and 
satisfying whole-of-government objectives. It would integrate transport with other planning and land 
use objectives in order to maximise good community outcomes. 
 
Improving the utilisation of existing resources is an opportunity to secure quick community wins through 
access to low hanging fruit (opportunities) previously identified by BusVic in Moving People Victoria 
(2014) which includes:  
 

• Relaxing the distance criteria for rural students on school bus routes 

• Allowing the carriage of non-students on school bus routes 

• Allow inter-peak school bus operations to service towns with no bus services 
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This submission also calls for the establishment of a Committee to simplify the entire state's public 
transport fare regime and the consolidation of the various ticketing systems into one.  A 
recommendation is also included to sustain local incumbent operators to provide local transport tasks in 
order to keep our communities prosperous.  

12. Action Items: 
 

• Re-establish regional Public Transport Victoria Officers to focus on regional public transport 
planning outcomes; 

• Establish a Regional Accessibility Committee in each region to provide advice to PTV and 
government on the local mobility needs, values and attitudes of the community during public 
transport planning; 

• Devolve some of the decision making responsibility to the RAC to support regional outcomes. 

• Apply a whole-of-government approach to transport network planning so it crosses all levels of 
government and multiple department and agency strategy objectives; 

• Expand the concept of Demand Responsive Transport within regional and rural communities to 
identify and implement innovative transport solutions to improve mobility and social inclusion; 

• Fund the ConnectU Warrnambool trial to continue to identify avenues to improve local 
transport opportunities and establish parameters for state-wide systems that deliver cost 
effective and improved mobility solutions; 

• Improve utilisation of existing resources through providing greater access to non students on 
rural school buses; 

• Relax the travel distance criteria for students to access the free rural school bus services to 
improve public safety ; 

• Free up the school bus network and allow the operation of school buses in non school periods to 
connect isolated communities with regional centres;  

• Establishes a committee to work through the costs and benefits of establishing a consolidated 
state-wide ticketing system and equitable fare regime. 
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