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RAIL  FUTURES  INSTITUTE  INC   

RESPONSE  to 

INFRASTRUCTURE VICTORIA – 30 YEAR REVIEW - February 2021 

Section 01:  Confront long-term challenges. 

Draft Recommendation 18.  Facilitate integration of public transport with new mobility services 

RFI supports the recommendation to develop open access ticketing platforms to facilitate integration of public transport modes 

with new mobility services, incorporating better data sharing and collection.   

The current paucity of publicly available data is limiting opportunities when selecting services and participating in forward 

planning. 

Draft Recommendation 20. Transform road network operations for all current and futures modes 

RFI supports the need to develop an integrated, multi modal road operations system that can maximise infrastructure efficiency, 

improve safety and reliability while reducing travel times. 

RFI notes that there are currently separate systems to manage Melbourne’s train, tram and bus networks and recommends 

amalgamation as one overall public transport network.  This includes a huge opportunity to provide better real time information 

to operators and passengers and intelligent software to assist management of scheduled connections between modes. 

Draft Recommendation 24.  Optimise capacity at the Port of Melbourne 

RFI is of the firm view that rail has an important part of play, both in providing enhanced capacity at the Port, but also in 

strengthening the Port’s “social license to operate” by significantly reducing truck numbers that would otherwise need to operate 

near the Port precinct and through Melbourne’s inner suburbs.  The wider benefits of the proposed Port/Rail shuttle network (PSRN) 

are such that its use needs to be maximized, even if modest government support is required in the start-up phases. 

Draft Recommendation 25.  Act now to protect the Future Bay West Option 

RFI supports the Immediate identification and securing of land and applying planning protections for future transport corridors and 

buffers for a future Bay West Port, especially future rail and road links within the Urban Growth Boundary and to commence 

environmental monitoring. 

Recommendation 26.  Purchase land for Melbourne’s future freight terminals. 

RFI strongly supports early land acquisition and business case completion for the future WIFT rail freight terminal at Truganina, 

and to deliver the terminal in time to be available for both road and rail access in parallel with completion of the Inland Rail Project. 

However, the recommendation (purchase of land) really represents a singular action with no follow up.  In our view, the 

recommendation should include land acquisition, construction, operation and maybe enhancement or adaptation over a 30-year 

timespan that lines up with the IV time horizon.   

The recommendation doesn’t seem to deal with the ‘why’ – to provide a new interstate rail freight terminal capable of handling 

double stack container trains located centrally in an area that currently sees around 60% of Melbourne freight activity   It is 

therefore suggested that this recommendation be strengthened in relation to WIFT, but in the case of BIFT, the meeting of these 

objectives is substantially muted by its location remote from any centre of existing or future freight activity.  Hence RFI has 

reservations regarding the land at Beveridge.  The recommendation in regard to BIFT should be reservation of the land on a ‘just 

in case’ basis. 

While there is a need for large terminals (such as WIFT), there is also a need for sidings and small terminals running directly into 

or easily accessible from customers premises.   The sort of facility that can generate modest size trains or part trains, relying on a 

close physical and commercial alliance with the rail operator to get a quality transport product.   

In such situations, the biggest drawback is often the cost and difficulty of connecting to the operating railway (turnouts and 

signalling) as well as the actual rail track at the premises.  There is a strong case to be made for a siding / terminal funding 

arrangement where the Government would contribute to the cost of the connecting infrastructure on its land, with suitable offset 

benefits being derived from “traffic on rail” guarantees, and offsets on environmental and trauma costs compared to the 

alternative of road.  



It is suggested that a new recommendation be formulated “that provision of a system of financial incentives for provision of 

rail sidings to customers premises or local terminals be implemented, with a view to facilitating use of rail for freight as a 

viable alternative to road freight.” 

Recommendation 27.  Construct an Outer Metropolitan Rail / Road corridor (OMR) 

RFI considers staging and related planning for the OMR rail and road corridor needs to be completed within two years. It will then 

need to be progressively constructed over the following decade in order that it can provide rail and road connectivity for Inland 

Rail, particularly to the Truganina (WIFT) terminal (see 26 above) when it opens. All subject to detailed feasibility studies and 

business cases.  

The OMR rail route would take all the domestic (non-export) rail freight off the existing standard gauge railway south of Wallan, 

facilitating further progress toward a standard gauge regional rail network.   Once the OMR and WIFT are functioning it would 

be practicable to gauge convert the Goulburn Valley lines (Wallan – Seymour – Shepparton – Tocumwal along with Toolamba to 

Echuca and Deniliquin).   

Effectively the OMR rail route would directly and indirectly create a significant amount of regional rail capacity into central 

Melbourne –largely overcoming a serious problem for rail freight operators and V/Line regional passenger trains. 

Section 02:  Manage urban change. 

Draft Recommendation 33. Publish Victoria’s Transport Plan. 

The publication of a Melbourne Metropolitan Plan and a plan for Regional Victoria are considered critical by RFI. 

While Greater Melbourne has a land use plan, Plan Melbourne 2017-2050, there is no complementary integrated long-term 

transport plan.  This is despite such a plan being mandated under Section 63 of the Victorian Government’s Transport Integrat ion 

Act (2010) (TIA).  Moreover, development of a comprehensive transport plan is critical to the success of Plan Melbourne 2017-2050, 

-particularly the Plan objectives to achieve a polycentric city, to reduce reliance on private cars and alleviate the need for extended 

commuting travel.  In practice however, the requirements of the TIA have been largely disregarded by successive governments. 

Draft Recommendation 35.  Support more homes in priority established places 

While supporting the above principle, RFI has concerns that unplanned urban intensification across the metropolitan area is leading 

to extensive lot-by-lot redevelopment of land often distant from public transport, even in established suburbs.  This practice is 

particularly problematic, as increasing densities in established suburbs not well served by public transport will lead to significant 

further road congestion.  The mechanism in Plan Melbourne 2017-2050 for identifying appropriate infill in established suburbs is 

to identify areas of minimal, incremental and high change residential development.  However, this policy does not adequately 

integrate higher levels of residential development with access to adequate public transport, or with a plan to provide public 

transport to such areas. 

Draft Recommendation 38.  Partner with local governments to fund pedestrian infrastructure. 

RFI supports this recommendation because as well as health benefits, walking is easy and convenient for local trips, or to connect 

other forms of transport.   

Development of high-quality walking routes to stations covering a catchment area of walkable distances to a station are needed.  

The identification and delineation of Principal Pedestrian Networks enables effective planning for pedestrians in the broader 

context of transport and land use planning. 

Draft Recommendation 39.  Transform cycling in Melbourne, Ballarat, Bendigo and Geelong 

Cycling to stations is handicapped because cycle networks are not continuous and do not adequately protect cyclists. Required are 

continuous, low-stress routes that connect directly and conveniently to stations and major interchanges.  Cycling can also be 

encouraged through facilities such as lockers, bicycle parking and an expanded Parkiteer cage network.  On-demand bike services 

such as bike share including e-bikes available at rail stations enable passengers to extend how far they can travel once they end 

their public transport trip. 

Draft Recommendation 41.  Reallocate road space to priority transport modes 

RFI supports this recommendation to improve to better support and enforce priority movement through streets and places. 

About 80% of Melbourne’s tram network operates ‘on street’ with ROWs located on arterial and local roads.  This means average  

operating speeds on the network are relatively low, around 16 km/h, compared to other Australian and overseas systems which 

feature greater separation from road traffic.   



Critical actions are to improve tram ROWs and tram priority to increase speed, reliability and improve tram utilisation, including 

measures such as re-allocation of existing road space with a focus on key locations where the impact is greatest.  The current 

situation results in everyone losing - motorists are delayed, tram passengers are delayed, and capacity of the tram infrastructure 

is seriously compromised - perpetuating a very inefficient system of competing modes sharing the limited available road space. 

Ongoing delays to trams and current low average tram speeds make for poor utilisation of available street space, extend passenger 

travel times and imposes ongoing cost imposts on operation of the system.  As the travel time along any route extends, more trams 

are required to maintain the same service frequency at extra capital cost.  Additional trams also require additional drivers, consume 

additional energy and incur added labour and maintenance costs. 

A concerted and renewed ongoing joint effort is required by Government, Councils, VicRoads and Yarra Trams to tackle tram 

prioritisation so that the existing and extended network can reach its optimum and full passenger carrying potential in coming 

years.  The issue is one of moving people, NOT cars, and the most efficient use of the limited available road space. 

Draft Recommendation 42.  Redesign tram routes 

The recommendation to redesign tram routes is supported by RFI as the existing tram network suffers from inbuilt factors deriving 

from its history as a largely radial, but incomplete network.  As such, re-structuring is needed to offer a partial grid network that 

maximizes interchange opportunities, both with other tram routes and the rail network.  Extensions to logical termini at activity 

centres or rail stations are also proposed.  Their purpose is to provide new travel opportunities and, where relevant, to encourage 

increased patronage at outer ends of the tram routes concerned, including for counter-peak direction travel.  Bus routes will 

complete the ultimate grid. 

Draft Recommendation 43.  Activate urban renewal with new tram routes 

RFI supports the recommendation for the development of new tram connections to Fishermans Bend, Arden and potentially 

Maribyrnong as proposed in the IV report.  

RFI also believes there are also other tram extensions that are required in Melbourne, particularly to improve interchange with 

other modes - the best performing tram systems are tightly connected with bus and heavy rail to form an integrated grid network, 

multiplying the range of possible destinations and providing a credible travel alternative to the car. 

Additionally, it is important that the CBD tram network be extended along Spencer Street  to North Melbourne station and 

subsequently to Arden station by the time of Metro 1 completion in 2025.  

Draft Recommendation 44.  Plan for public transport accessibility including tram stop upgrades 

RFI agrees with the recommendation for a Public Transport Action Plan to fund public transport accessibility upgrades. 

The Commonwealth Disability Discrimination Act (DDA) specifies a target date of 31 December 2032 for all public transport services 

to fully comply with relevant standards.  A vastly accelerated program of tram stop upgrades and new low floor tram acquisitions 

is required if tram services are to comply with the Act.  It will require a concerted commitment of Federal, State and Local 

Governments to create a tram system that is accessible to all Melburnians by 2032. 

Melbourne still has about 300 older high floor trams with steps.  Replacing these older trams and meeting passenger growth 

predictions will require a tripling of the current annual procurement rate for new trams. 

Currently only about one quarter of tram stops are DDA-compliant and at the current upgrading rate it will be many decades before 

the remaining 1300 are fully accessible.  The current rate of construction needs to be greatly accelerated, along with an ongoing 

program of rationalization of closely spaced stops. 

Given that DDA transport requirements are set by Federal legislation and Melbourne’s unique tram network, Victoria should be 

seeking Federal funding to assist in meeting DDA compliance in terms of low floor trams and accessible platform stop construction. 

Draft Recommendation 45.  Adopt peak and off-peak public transport fares 

RFI is pleased that IV initiated a review of public transport (PT)  pricing and fare structures in Melbourne and reported in  Fair Move: 

Better Public Transport Fares for Melbourne.   

RFI agrees that there are opportunities in Melbourne to use pricing and fare structures for more efficient utilisation of public 

transport services  and infrastructure while supporting economic, social and environmental objectives. The adoption of peak and 

off-peak pricing can make a significant contribution to achieving those objectives and RFI supports this IV recommendation. 

Draft Recommendation 46.  Price each public transport mode differently 

RFI acknowledges that fares are a powerful tool for addressing many of the issues confronting Melbourne’s transport provision – 

including congestion, peak/off peak imbalance and optimising the use of roads and public transport services.  However, the thrust 

https://www.infrastructurevictoria.com.au/project/fair-move-better-public-transport-fares-for-melbourne/
https://www.infrastructurevictoria.com.au/project/fair-move-better-public-transport-fares-for-melbourne/


of the IV report that fares should be related directly to the marginal cost of providing the public transport – with fares varying 

according to time period, geographical area, transport mode, direction of travel  etc. is not supported. 

RFI acknowledges that while the price of fares can influence travel patterns, it is not the final arbiter in deciding which PT service 

to use as recommended by IV.  There are many other factors that influence choice of transport particularly reliability and frequency 

followed by others like connectivity, staff claimed behaviour, safety, condition of vehicles etc. Fare reform can only rationalise 

access to public transport, it cannot create more services or improve the image of public transport.  The IV idea that fare reform 

would drive the improvement of services, but especially buses, is not supported.    

The primary objective of public transport policy should be increasing utilisation and the frequency of services to achieve a level of 

service that is more inherently attractive. This is only possible with additional funding, and some of that should come from fares.  

Fares structures are not a particularly effective economic tool for fine adjustment.  

The primary issue is to have an efficient way of collecting a reasonable passenger contribution to costs, within a simple and easy 

to navigate and understand fare system.  

It is an over simplistic application of economic theory when applied to transport pricing where fare box revenue recovers only about 

one third of the cost of providing services.  Governments (at least in Australia) have deemed that paying a significant part of 

operating cost from other sources, notably taxation, is warranted because of the external benefits from PT use, including reduced 

road congestion costs, as well as social, environmental and economic benefits – such as easier access to jobs.  In the longer-term 

PT can also play a key role in city shaping.   

The price charged to the passenger by Government (the fare) is not the cost of carrying the passenger – it is a complex assessment 

of what portion of the cost can be recovered, without deterring usage and taking into account the benefits for the community at 

large. 

Abandoning the Multi Modal Fare System 

The recommendation in the IV report to abandon Melbourne’s multi-modal fare system and price each mode separately assumes 

that people will pay more to use a more expensive faster mode (typically a train rather than a bus) if they are time sensitive and 

can afford the higher fare.  Less affluent travellers will choose a cheaper bus.  This is not usually a choice in the Melbourne context 

where public transport services can and should form an integrated network of services with each mode playing complementary, 

not competitive roles in attracting travellers from cars to PT.  

When Melbourne changed from a mode based fare structure to a multi-modal zonal structure (in the 1980s), the Government of 

the day was convinced that an integrated, multi-leg, multi-modal system was essential in Melbourne if PT was to attract a higher 

mode share.   

The public transport option for many trips in a dispersed city with such a diversity of origins and destinations usually requires a 

change of vehicle and often mode. (Previously fares for multi modal journeys included a flagfall and distance-based charge for each 

leg of the journey.  Not only was the need to change vehicles a discouragement but there was a price  penalty too). 

The Infrastructure Victoria Fair Move report fails to recognise the importance of having a single fare for travel, regardless of the 

mode and the need for changing services mid-trip.  

An attractive integrated PT system requires service co-ordination, convenient transfer facilities and the elimination of onerous fare 

penalties for transferees.  The fundamental principle is that in a seamless network people are not charged extra simply because 

they need multiple modes of public transport to complete their trip.  It is the responsibility of the transport provider to provide the 

appropriate PT technology to meet trip demands.   

In a carefully planned and efficient network buses feed into train stations.  They should not run parallel service to other modes 

offering a (theoretical) choice as if in competition. Equally trains serve many functions. Although trains have a critical role in peak 

hour travel to the inner city, they also serve a local transit role, linking to major activity centres, often as part of multimode trips.  

The one choice individual travellers can most easily control is whether to use public transport or use a car. That decision is primarily 

dependent on  the quality of public transport service available, rather than the finer details of fare calculations. 

Equity Issues 

Modelling work for IV claims that low income people use buses, while higher income people  choose trains and trams.  This 

conclusion ignores the service options available across the suburbs. For example, in areas that do not have a train or tram service, 

notably the newer many suburbs with lower socio-economic demographics, there isn’t a train or tram option, so residents requiring 

PT must use buses, unless they can afford to use cars.  By contrast, the residents of North Balwyn/Doncaster/Templestowe, that 



most would classify as more affluent commuters also use buses because there is no other option.  Determinant of PT mode is usually 

dictated by availability not the income of the traveller. Pensioners, children and low-income people in rail served areas would be 

required to pay a higher fare than areas with bus services.   

Current train users have higher incomes on average, but lower-income people use trains too, including in peak hour.  

The abolition of zones  undermined the distance-based element of Melbourne’s ticketing system and has reduced fare 

revenue.  Money that could be spent on improving the system. 

The IV report does not go into detail on the key feature of Melbourne’s fare structure compared to other cities – the very flat fare 

structure which allows travel for two hours regardless of the distance travelled. The implication of Recommendation 4 is that this 

should also be abandoned. 

RFI supports the retention of a time-based fare system – partly because it is well embedded from years of experience and change 

would be very difficult.  However, it is recognised that effective removal of the zone system by successive Governments has resulted 

in disproportionate cost of travel for inner Melbourne residents when compared to longer distance travellers.  This needs to be 

addressed. 

Consideration must also be given to consistency in fares and conditions between Metropolitan services and V/line operated 

commuter services.  

Draft Recommendation 47.  Abolish the free fare tram zone (FTZ) 

As submitted at the recent Parliamentary Inquiry, RFI strongly supports abolition of the CBD free tram zone.  RFI supports the IV 

recommendation and the reasons given. 

Trams are now slower than ever, more crowded, with queues to board. They struggle to keep up with the avoidable demand created 

by people who previously walked short distances.  

Inner suburban densification is already creating capacity issues on trams without adding additional free travellers outbound in the 

CBD creating serios CBD overcrowding.    

Abolishing the Free Tram Zone would reduce current overcrowding on CBD trams, improve tram running speeds, and boost revenue.   

Abolishing the free tram zone would also have the positive effect of encouraging people to again walk for short CBD trips. 

 

Draft Recommendation 49.  Appoint independent transport pricing advisor 

RFI does not support creation of a new independent body to monitor and advise on fares. It would put undue emphasis on pricing 

when it is a relatively minor variable in the overall demand for public transport. Designing a fare system should be undertaken as 

part of  the strategic planning of the entire public transport system and  be undertaken by those with appropriate subject-matter 

expertise. There are already numerous departments, such as the Department of Transport which has access to all necessary 

information to advise on fare levels. Also, the Public Transport Ombudsman is professionally qualified to monitor fares and 

ticketing.  

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

RFI agrees that the current practice of providing free parking at train stations should be critically reviewed.  There are many 

negative impacts including discouraging people from using other modes for access, lack of value capture from property at stations, 

inequitable distribution of benefits, and undesirable distortion of travel patterns. However, introduction of parking charges at train 

stations needs to be closely linked to improved cycling infrastructure and much better feeder bus services. 

Draft Recommendation 55. Replace fixed road charges with user pays charges 

RFI strongly supports this recommendation.  For a long time, this issue has been raised at COAG and similar forums but 

has never been implemented.  In fact, introduction of road user charges has often been deliberately stalled, further 

exacerbating the inequity of the current road user charging system. 

A secondary issue that feeds off this recommendation is that a mass/distance charging regime would automatically 

gather data on road freight activity, albeit without much in the way of commodity data. 

For too long freight transport policy has been developed in a complete data vacuum.  There is some data regarding 

commodities (sourced from producers rather than transporters) and there is some less definitive data about origins, 



destinations and to a lesser degree origin-destination flows.   But there is next to nothing about the composite (and 

rather complex) mix of the lot. 

Rail, sea and air do keep records of freight movement, partly as a by-product of charging for haulage of those flows, 

but road freight activity is so disaggregated that it is virtually impossible to find any meaningful data.  The tendency to 

‘commercial in confidence’ information firewalls (however spurious) is a significant blocker to acquisition of modal data 

from those places that should have good data.  In the rail freight domain, the highly competitive North American rail 

industry reports weekly with ‘car-loads’ (a proxy for freight activity) for the week prior (i.e. within a few days of 

occurring).  In Australia (or Victoria) up to date data is unavailable at all and data which is made available is 18 months 

to two years old when it is released.  Even then, it is dumbed down to meet “commercial in confidence’ strictures. 

There is an urgent need to publicly report timely and consistent freight data which can be used to reveal volumes and 

trends across all modes. This would enable an understanding of total freight, modal shares, routes and their capacity 

needs and would facilitate post audit assessment of high value projects.      

RFI therefore proposes an additional recommendation “that a conceptual freight activity data base be developed 

that would draw from existing data and look to capture the large proportion of data that is not currently captured 

(predominantly road related) and which in time could be extended via inter-governmental forums to become a 

model for a national freight data base. State and national freight initiatives would then be better served with policy 

and activity clarity.” 

Section 03:  Harness infrastructure for productivity and growth 

Draft Recommendation 62.  Reshape the metropolitan bus network 

RFI strongly supports the IV recommendation to reshape the Metropolitan bus network, particularly in line with the opening of 

Metro 1.  RFI also supports the need for reforms to bus services across Melbourne to provide increased frequencies, faster travel 

and extended hours of operation . 

RFI proposes a substantial re-structure and mass investment in the metropolitan bus network so that it more effectively 

complements the train, tram and MCT networks, and in doing so becomes a core enabler in the transformation of Melbourne’s 

public transport network from a largely radial network to a grid network of multi-modal public transport services. 

Draft Recommendation 63.  Connect suburban jobs through premium buses and road upgrades 

High frequency bus services, using the already well recognised SmartBus branding, should be further developed and/or 

implemented to provide services that match the frequency and span of hours of the rail and tram services with which they 

interconnect.  Ideally, they would operate on dedicated lanes at “turn up and go” frequency, other than early morning and late at 

night.  Such services would: 

• complete the principal network where rail-based modes are unsuitable or unviable 

• enhance cross-town connectivity necessary to properly integrate the overall grid network of public transport services.   

Draft Recommendation 64.  Increase suburban rail corridor services and capacity 

RFI fully supports proposals to optimise the use of Melbourne’s public transport assets and to expand both the network’s capacity 

and reach.  Melbourne’s radial heavy rail services are currently constrained in the following ways: 

• Peak period trains fill before reaching the inner suburbs and become overcrowded by the middle to inner suburban interface. 

• Peak flow is concentrated on city-oriented weekday peak services although peak periods are expanding into mid-morning 

and mid-afternoon services. 

• Rail routes with older signalling systems result in longer headways between trains. 

• Flat junctions and converging/diverging routes create conflicts between train movements which reduce corridor capacity 

by comparison with corridors not constrained in this way. 

• Routes with sections of single track have far lower capacity for accommodating train movements than corridors with twin 

tracks. Similarly, routes with three tracks (with two used in the peak direction) tend to have overall capacity constrained by 

the single track used for counter-peak movements. 

The capacity for various lines to take additional trains, be they more of the same or of a different type, depends very much on the 

line configuration and its method of safely handling trains (safeworking).  In the MTM area where higher frequency train services 

are becoming the norm (tending to a 10-minute off peak frequency – a walk up timetable) the ability to weave regional passenger 



trains between them is becoming not only harder but slows everything down to stopping train speeds.  Freight trains are becoming 

increasingly hamstrung in finding any capacity at all.  

In these cases, a combination of track amplification, refuging (sidelining) facilities to allow overtaking, higher capacity signalling 

or alternate routes (where available) are some of the strategies. As far as freight is concerned, separation of freight and passenger 

tracks is highly desirable where high frequency passenger services of any sort are contemplated.  

Elsewhere, Melbourne’s train network must be converted to a more intensive operation to maximise passenger carrying capacity, 

initially within the limits of existing infrastructure.  Options to increase capacity include: 

• increasing train frequency by reducing train headways within the limitations of the signalling system 

• increasing train size (by length or height) within the limits of platform lengths and other infrastructure 

• accelerating procurement of higher capacity trains to make better use of the infrastructure in a transport corridor 

• reducing station dwell times by more effective management of passenger flows on platforms, through ticket barriers and/or 

on vertical transport within station environs. 

• electrification of existing rail lines to major growth suburbs 

• duplication of remaining single line sections 

• re-configuration of the Melbourne Underground Rail Loop 

• adding middle suburban turnback locations for better fleet utilization 

• providing additional tracks and/or platforms on existing corridors 

Draft Recommendation 65.  Reconfigure the city loop for cross-city train services 

RFI fully supports this recommendation to allow for more cross-city train services.  Furthermore, RFI stresses the need for that 

project to be completed immediately following the opening of the Melbourne Metro so at minimize service disruption. 

The achievable benefits from City Loop reconfiguration are very significant , enabling an additional 36 trains per hour to be routed 

directly between North Melbourne and Richmond. 

Draft Recommendation 66.  Prepare for Metro Two  

IVs recommendation for the progressive development of the corridor for Metro 2 (MM2) is welcome and should follow on 

immediately after City Loop re-configuration.  

This new cross-city mass transit corridor will potentially link the Black Forest Road/Werribee line with the Mernda line, providing a 

major north-east to south-west corridor across Melbourne, and interchanging with other lines at Black Forest Road, Laverton, 

Newport, Southern Cross, Flagstaff, Parkville and Croxton. 

MM2 is a critical element in providing efficient access to the 480 hectares Fishermans Bend development precinct which, based on 

Victorian Government projections, is expected to be home to approximately 80,000 residents and provide employment for up to 

80,000 people by 2050.  MM2 will also provide speedy access from Melbourne’s growth suburbs to job rich areas in the CBD and 

inner Melbourne, including the Carlton/Parkville NEIC and major activity centres. 

Draft Recommendation 69. Expand rail access in outer areas 

IVs recognition of the need to extend Melbourne’s conventional heavy rail network is welcome. 

The need to extend the network is primarily driven by a combination of very large increases in CBD and near-CBD employment and 

Melbourne’s continuing sprawl into outer metropolitan areas that are not currently provided with frequent electrified Metro 

services.   

Such extended coverage can be provided by electrification and/or duplication of existing lines, some of which are presently 

inadequately served by V/Line regional trains.  Other cases involve re-opening and re-building closed lines which, fortunately, have 

corridors that have been retained in public ownership – excellent examples of future proofing not always so evident in some more 

recent cases. 

Extensions of existing metropolitan lines and/or electrification of inner parts of regional lines to service designated metropolitan 

growth areas are an urgent requirement.  Rail extensions into outer metropolitan growth areas are directed to overcoming 

identified deficiencies in access to effective public transport by provision of frequent services using high-capacity electric trains.  

Ideally, these projects should be used to guide development of new growth areas and to encourage a culture of reduced car 

dependency in new sub-divisions from the outset.  However, in most cases the developments will largely be in place by the time 

these projects can be implemented. 

  



 

Section 04:  Develop regional Victoria. 

Draft Recommendation 78. Revise the Murray Basin Rail Project plan 

In RFI’s view, this recommendation is wrongly focussed and is now largely outdated with the current round of additional funding.   

The real issue here is broken gauges – the fact that Victoria now has almost all of the national break of gauge problem contained 

within its borders.  Until 1962, Victoria was a single gauge state with northern breaks of gauge at Albury and to a lesser extent 

Tocumwal (both on the NSW side of the border).  Since then, Victoria has become the state with a significant internal break of 

gauge problem, much of which can be traced to a lack of longer-term planning towards either total gauge conversion or some 

acceptable middle ground.  The existing situation has been driven by a spasmodic Commonwealth desire to remove cross-border 

breaks of gauge (some of which had to involve state-based gauge conversion in order to retain otherwise isolated parts of the 

network), but there has been no consistent planning for anything beyond that.   

The largest single state-based attempt at gauge rationalisation was the Murray Basin Rail Project (MBRP), which in the end was 

crippled by inadequate scoping and below standard execution.  Victoria is now in the unfortunate position of being stuck with the 

worst of all worlds when it comes to rail gauge.   

The suburban (MTM) passenger network is in the fortunate position of being entirely broad gauge (and should remain so). The 

regional passenger network and freight networks are both spread over two gauges, with the passenger activity predominantly on 

broad gauge and freight mainly on standard gauge.    

In an ideal world, freight activity would be standard gauge only while regional passenger (which can be more flexible – changing 

trains or modes is often part of passenger journeys) could probably remain as a divided activity.   At present 61% of the freight-

only network is standard gauge.  It covers a significant portion of the state from the Portland line in the south west to the Albury 

line in the north east.  Within that part of the state, the Sea Lake, Manangatang, Piangil (Swan Hill), Deniliquin (Echuca) and 

Tocumwal (Shepparton) lines remain as broad gauge.   Completion of the Murray Basin project to its original specifications, along 

with the Goulburn Valley/Deniliquin group to standard gauge would complete standardisation of that part of the state, except for 

Piangil and Echuca.  The residual lines with freight activity that would remain as broad gauge (Warrnambool and Bairnsdale) are 

rather more difficult to connect to the standard gauge network at the present time. 

RFI proposes an additional recommendation “that a specific rail network plan be developed that (inter alia) deals with the 

projects that are required to get the state rail system to an optimum configuration in regard to gauge and a timeline to achieve 

that outcome”. 

Draft Recommendation 79. Fund an ongoing regional freight maintenance program 

RFI agrees with this recommendation but considers there are two issues that need resolution rather than one – firstly, there needs 

to be an Asset Owner with specific responsibility for Regional Freight infrastructure (a champion for freight) and secondly, the Asset 

Owner must have a specific freight infrastructure maintenance budget with a remit to create a lower cost, fit for purpose, 

sustainable freight network using long life infrastructure components and configurations. 

Management of the freight network in Victoria is divided between the Australian Railway Track Corporation (ARTC) and V/Line 

(the intrastate passenger rail and infrastructure manager).  ARTC is largely associated with the interstate routes which in general 

have reasonable freight volumes.   The V/Line freight network is mostly associated with state-based export produce (containerised) 

and bulk grain (highly seasonal).  Possibly as a consequence of the Regional Passenger Operator having control of both the regional 

passenger and regional freight infrastructure, the freight lines are generally underfunded and badly maintained.  As at late 2020, 

50% of the 1755 km of freight-only lines had a normal operating speed of 50 km/h or less, with no less than 27% of the whole 

freight only network (around 475 km) subject to some form of temporary reduced speed restriction, largely due to its degraded 

condition. 

Based on experience in New South Wales there is considerable scope to progressively move the Victorian freight-only lines to a new 

low maintenance model using long life gauge convertible concrete or steel sleepers with built in fixings allowing the track to be 

configured for either broad or standard gauge. The end result would be a regional freight network delivering higher speeds and 

greater carrying capacity, but at much lower ongoing maintenance cost.  

RFI therefore proposes that recommendation 79 be replaced with two new recommendations that would (in our view) better deal 

with the need to achieve medium term a lower cost track maintenance model, delivering improved outputs that would significantly 

contribute to improved rail productivity and competitiveness, thus maximizing potential for more freight traffics on rail.   



Recommendation 1 would be “Establishment of a Regional Rail Freight Network Asset Owner with explicit 

responsibility for maintenance and progressive improvement of the Victorian rail freight network infrastructure and 

to achieve a lower cost sustainable network, potentially along similar lines to the NSW CRN”, and secondly 

Recommendation 2 “Provision of annual maintenance funding for infrastructure to the Regional Freight Asset 

Owner, including initially to restore the freight network to its pre-defined standard condition and thereafter to 

achieve a progressive reduction in real annual cost of maintenance by using good contemporary long life practice. 

Draft Recommendation 85.  Reform regional public transport to meet local needs 

RFI welcomes IVs understanding of the infrastructure needs of regional Victoria and the opportunities for infrastructure to improve 

access to jobs, education, health, and social services. 

In recent years, around 85% of Victoria’s population growth has been in metropolitan Melbourne, and only 15% in regional Victoria.  

Metropolitan residents are experiencing a range of problems associated with the city’s size and rapid growth, while regional 

residents are experiencing a different set of issues owing to low population and slow economic growth.   

RFI supports measures to rebalance growth towards the regions. 

Key needs in these areas are not only efficient frequent key radial rail services to Melbourne, but also in major regional centres 

improved local transport services linking with train services, coupled with development of local Metro rail networks in the major 

regional centres of Geelong, Ballarat, Bendigo and Latrobe. 

Further enhanced intra-regional travel links should also be provided between major centres using existing rail lines between 

Geelong – Ballarat and Bendigo; and in other cases by Regional V/Line Smart Buses. 

On the regional trunk routes (mostly shared between passenger and freight trains), such as Geelong or Bendigo, the issue is the 

inadequate facilities that are provided beyond the immediate need for passenger services.  Provision of additional train refuging 

facilities on single track and bi-directional running on double lines with crossovers at regular intervals are strategies that can 

enhance capacity to allow coexistence of mixed traffic types.  A special case here is the Seymour line which is double track (broad 

gauge) but because of safeworking peculiarities has a lower capacity than the adjacent single track standard gauge main line. 

Gauge conversion should ultimately resolve this issue. 

On the freight only lines, the main issue is the limited number of sidings (for either train running or freight loading) coupled with a 

very rule driven and inflexible safeworking system.  Some of the longer Mallee lines have an effective capacity of around one train 

per day.  This is a contributor to the rail market share for bulk grain being little more than 50%. 

RFI proposes an additional recommendation to do with regional public transport and rail freight reform “that all rail 

‘change’ projects take due account of the needs of all rail users and provide genuine stakeholder consultation 

regarding their projects which allow, at a minimum, for existing and prospective future freight and passenger service 

operators, all relevant rail users and other stakeholders to be involved in ensuring this is achieved”. 

 




