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Re: Town & Country Planning Association Inc. submission to the  

Victoria’s Draft 30-Year Infrastructure Strategy (December 2020) 

 

 

The Town and Country Planning Association (TCPA) advocates integrated planning of 

land use and transport for ecological sustainability and a healthy living environment.   

The TCPA is a non-profit public organisation, established in Victoria in 1914, and is 

independent of any party political organisation. 

 

Please find on the following pages the TCPA’s public submission in response to the  

Victoria’s Draft 30-Year Infrastructure Strategy (December 2020). 

 

This submission is divided into two parts: 

• Part 1 – Planning for Increased Regional Growth outlining the challenges facing 

growth in regional Victoria and gaps which should be addressed before this 

strategy is finalised and presented to the Victorian Government.  

• Part 2 – TCPA Responses to Recommendations 1 – 95 outlined in the draft strategy, 

including gaps identified as requiring more work. 

The submission also includes a separate document, Appendix 1: Town and Country 

Planning Association response to the Infrastructure Victoria paper ‘The Road Ahead’ (15 

February 2017) and referred to in the submission as “TCPA TNP2017”. 

 

The TCPA commends Infrastructure Victoria on the draft strategy and would be pleased 

to engage further with Infrastructure Victoria on the issues raised in this submission, if 

desired.   

 

Should you have any further queries or wish to arrange more detailed consultations, 

please contact  TCPA. 

 

 

Yours faithfully 
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Introduction 

Infrastructure Victoria is to be commended for its wide-ranging investigation into infrastructure 

needs and priorities throughout Victoria, and for the opportunities it has provided for community 

comment and input through its consultative processes.  

This submission is divided into two parts: 

• Part 1 – Planning for Increased Regional Growth outlining the challenges facing growth in 

regional Victoria and gaps which should be addressed before this strategy is finalised and 

presented to the Victorian Government.  

• Part 2 – TCPA Responses to Recommendations 1 – 95 outlined in the draft strategy, including 

gaps identified as requiring more work. 

The submission also includes a separate document, Appendix 1: Town and Country Planning 

Association response to the Infrastructure Victoria paper ‘The Road Ahead’ (15 February 2017) and 

referred to in this submission as “TCPA TNP2017”. 

General Comment 

Overall, the draft strategy reads well.  It is pleasing to see some demonstration of how the 

recommendations relate to the strategy’s objectives.   

In preparing this submission, the TCPA has identified and flagged in Part 2 a number of 

recommendations that can be cross-linked to others and add value to each other.  The final strategy 

should consider the full range of such linkages. 

 

Part 1 – Planning for Increased Regional Growth 

An issue of crucial importance to Town & Country Planning Association (Vic) (TCPA) is the imbalance 

in population growth between metropolitan Melbourne and regional Victoria, and the associated 

economic and social problems that have become increasingly conspicuous and concerning in recent 

years.  

Given that the growth imbalance has now reached startling proportions (with approximately 85% 

occurring in the metropolitan area, and 15% in regional areas), TCPA believes there is an urgent 

need to change the distribution of Victoria’s growth into the future.   

Problems of Growth Imbalance 

For Melbourne, the consequences of a disproportionately high rate of population growth have been 

apparent for some time: continued urban sprawl such that outer residents have difficulties in 

accessing employment and educational opportunities; unaffordable housing in established areas 

that puts home-ownership beyond the reach of many younger people; worsening traffic congestion; 

crowded public transport; and air and noise pollution.  

The consequences for regional Victorians of a low rate of population growth are different but 

equally serious: limited access locally to specialised services; loss of local skills particularly as young 

people seek employment or educational opportunities in the larger cities; the weak economic 

performance of regional Victoria, other than in agriculture1; vulnerability to decisions by businesses 

 
1 National Institute of Economic and Industry Research (NIEIR) (2020) Stronger, Together: Economic impact assessment of 

fast regional rail on Victoria. 
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to rationalise their regional services, often made remotely without community consultation2, and 

continuation of the socio-economic disadvantage already experienced in numerous regional 

communities3.  

The above issues would be heightened if growth were to continue in accordance with past trends.  

TCPA contends that a concerted effort of intervention is required, to boost regional growth and 

control the rate of metropolitan growth.   

Regional Growth in the Draft 30 Year Strategy 

The discussion of “Regional development or decentralisation?” in Infrastructure Victoria’s paper on 

Growing Victoria’s Potential (April 2019, p 18) indicates that the issue of a more balanced state 

settlement pattern has been raised previously by Regional Australia Institute.  The response in the 

paper highlights “the sheer scale of the task” (e.g. the difficulty of diverting half of Melbourne’s 

future growth to regional areas) and the relative inefficiencies of investing in infrastructure for 

regional communities.   

TCPA has similarly considered a scenario in which half of Victoria’s future growth might be directed 

towards Victoria’s regions: with the population of metropolitan Melbourne growing less rapidly so as 

to reach 7.3 million in 2056 (instead of 8.8 million as in the projected ‘base case’), and that of 

regional Victoria boosted to reach 3.7 million (instead of 2.2 million as in the projected ‘base case’).  

The 1.5 million diverted from Melbourne to Victoria’s regions would mean an average of 

approximately 40,000 extra persons per year.4  For regional Victoria to grow from 1.5 million people 

currently, to 3.7 million in 2056, an overall growth rate of about 2.4 % per year would be required - 

which is challenging but not prohibitive. 

Infrastructure Victoria has not said that promoting growth in regional Victoria is not a worthwhile 

policy objective; rather, it has considered that targeted investments in regional Victoria towards 

building on a region’s competitive strengths, or reducing place-based disadvantage, would likely be 

more productive.   

Based on this approach, the Draft 30 Year Strategy has identified many worthwhile initiatives such 

as: 

• 82. Plan for future investments in regional nature-based tourism infrastructure  

• 83. Develop a Victorian Aboriginal tourism strategy  

• 85. Reform regional public transport to meet local needs  

• 86. Improve resilience of regional telecommunications infrastructure  

• 91. Create climate-adapted facilities for rural communities  

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

and numerous other initiatives which TCPA is pleased to support. 

 
2 Recent examples are the loss of regional newspapers, and the closure of pathology testing laboratories in some towns (both 

announced in the last week of May 2020). 
3 DELWP (2011) Change and Disadvantage in Regional Victoria 
4 In Growing Victoria’s Potential (2019, p 18), a somewhat higher estimate is given (i.e. 65,000 people moving to regional 

Victoria every year between 2017 and 2051).  The main reason for the difference is that that figure of 65,000 includes all 
regional growth in the relevant period, whereas the figure of 40,000 here includes only the extra growth diverted from 
Melbourne. 
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Regional Growth Plans are overdue for review 

Since 2013, Regional Growth Plans (RGPs) and associated strategic plans have been prepared for all 

regions/sub-regions of Victoria, to provide frameworks and broad directions for land use and 

development.  They also provide more detailed planning frameworks for key regional centres.   

The RGPs were developed in partnership with local government and state agencies and authorities, 

through consultation with the community and key stakeholders and were intended to be reviewed 

every four to six years.   

• These plans are available on the Department of Environment, Land, Water and Planning 

(DELWP) website: www.planning.vic.gov.au  

The RGPs together with the new metropolitan planning strategy, Plan Melbourne 2017-2050, 

provide strategic land use plans for Victoria and are incorporated in all Victorian planning schemes. 

The existing RGPs were approved in 2013 and 2014, but there is no indication on the DELWP website 

as to when they will be reviewed.   

Infrastructure Victoria has not addressed the need to update the RGPs even though there have been 

two versions of Plan Melbourne since the last RGP was approved.  This is a significant gap in the 

draft strategy. 

• For example, review of RGPs will be necessary to inform the preparation of a current 

Victorian transport plan as proposed in Recommendation 33. 

Commentary 

While TCPA recognises that the approach that has been taken is valid for its time, we offer two 

further comments:  

i. there have been dramatic changes in the past year, and the likely impacts and opportunities 
have yet to be considered assessed, and  

ii. the need to fully consider a population growth strategy favouring Victoria’s regions has not 
diminished. 

These are discussed briefly in the following paragraphs.  

In 2020 the COVID-19 pandemic interrupted the 27-year run of economic growth that Australia had 

enjoyed, and has effectively halted international immigration for the time being. It has provided us 

with an unexpected pause, an extraordinary opportunity to take stock of recent growth patterns and 

to reconsider possible options for better directing growth in future years - a time to reset, rather 

than revert.   

Having witnessed Melbourne stricken by the pandemic (with hundreds of lives lost and many 

months of lockdowns) while the regions were relatively unaffected, Victorians have been reminded 

of the economic risks of having too many eggs in the one basket.  This lesson needs to be borne in 

mind when thinking not only about everyday business activity, but also about potential risks to 

national security, supply chains and critical infrastructure. 

Victorians have also witnessed people adapting in different ways, in different places. For example, 

the pandemic has sparked an increased interest among Melburnians for living in regional Victoria, in 

view of the perceived health and lifestyle benefits.  Having discovered how to work from home using 

digital technology, many people are attracted to the idea of doing more of that in the future - 

working remotely, commuting less often, and perhaps considering the possibility of living farther 

away from their office or place of employment.  

http://www.planning.vic.gov.au/
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Changes in behaviour and attitudes of this kind, coupled with the recognition that across Victoria’s 

regions there are bright prospects for growth in numerous industries (including renewable energy, 

targeted manufacturing, information and knowledge, climate change and disaster management, and 

regional tourism), may provide Victoria with a rare opportunity to divert a significant proportion of 

Melbourne’s future growth to the regions.  

There could well be significant benefits for regional communities stemming from growth diversion - 

but for the benefits to be fully achieved, the changes will need to be recognised and planned for, 

and appropriate incentives and controls introduced.  Otherwise, in the absence of any strategic 

guidance or structure for possible changes in settlement patterns, the outcomes are likely to be 

haphazard, with potentially detrimental effects.  For example, planned growth in and around 

regional cities would be a favourable outcome, as services and infrastructure could be delivered 

efficiently; while on the other hand, low-density growth in peri-urban or semi-rural areas is more 

likely to pose a threat to agricultural land, native bushland, coastal and other environmentally 

sensitive areas, and create demands for services and infrastructure where its provision may be 

difficult or inefficient.  

In short, there appears to be an impetus for regional growth that ought to be built upon; there are 

potential opportunities and risks that need to fully considered, and now is the right time to plan for 

these.  

Conclusion  

While having no illusions about the magnitude of the challenge of boosting growth in regional 

Victoria, TCPA recognises the necessity for substantial change.   The task is complex and will require 

an integrated program - involving various sectors of business and industry, leadership across all tiers 

of government, the coordinated efforts of numerous authorities and agencies, and the sustained will 

of regional and local communities.  Infrastructure Victoria is a key organisation for this challenge.  

As a step in this direction, TCPA urges that the underlying population projections be updated, and 

that consideration be given to alternative growth scenarios5 (e.g. balancing the growth volumes in 

metropolitan Melbourne and regional Victoria, effectively 50/50 or thereabouts6) and the 

implications for the provision of services and infrastructure. 

If a population growth strategy favouring Victoria’s regions were not to be developed and 

implemented, then the fundamental issue of growth imbalance would remain inadequately 

addressed, the problems identified in this paper are likely to continue and even worsen, and 

opportunities to bolster and support growth in Victoria’s regions may be missed.  

 
5 It appears from the paper Problem Definition Modelling Outcomes (Arup, 26 Nov 2020) that the population projections 

adopted by Infrastructure Victoria are essentially based on the continuation of past trends, formed in the pre-pandemic 

years.  While the modelling may take account of the impacts of particular projects on growth in certain areas, it appears 

consideration has not been given to a scenario involving a wholesale boost to regional growth.  

6 This is the same split as suggested by Bracks, Steve and McNamara, Pat (2018) Victoria’s future state: Why 

decentralisation should be our priority, paper prepared for the Balance Victoria online initiative.   
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Part 2 – TCPA Responses to Recommendations 1 – 95  

Recommendation TCPA Comments 

Confront long-term challenges 

1.1 Navigate the energy transition 

1. Accelerate the 
uptake of zero 
emissions vehicles 

Support 

2. Augment electricity 
transmission for 
renewable energy 
and resilience 

No particular TCPA comment. 

3. Identify and 
coordinate priority 
Renewable Energy 
Zones 

This needs to be extended to commit to protecting the zones from 
encroachment by activities and land uses that may prejudice the 
effective and efficient operations of renewable energy infrastructure. 

North west Victoria includes high grade farming land, water irrigation 
areas and ground water.  However, it is also subject to low rainfall and 
salinity issues.  The Australian Bureau of Agricultural and Resources 
Economics and Sciences (ABARES) has also cautioned that the area 
will be subject to increasing detrimental effects of climate change, 
which may impact on its agricultural production. 

• Refer to:  
Hatfield-Dodds, S, Hajkowicz, S, and Eady S 2021 Stocktake of 
megatrends shaping Australian agriculture: 2021 update, Australian 
Bureau of Agricultural and Resources Economics and Sciences, Canberra. 
(February 2021) CC BY 4.0. https://doi.org/10.25814/w3be-an37.  

4. Require 7-star 
energy-rated new 
homes in 2022, 
increasing towards 8 
stars by 2025 

Recommendations 4 & 5 

TCPA notes that general community awareness of the Nationwide 
House Energy Rating Scheme (NatHERS) for homes is not high – even 
amongst those TCPA members who worked in related professions 
during their careers.   

• An additional recommendation should be included to more 
actively promote the scheme across the community. 

5. Mandate a home 
energy rating 
disclosure scheme 

6. Make Victorian 
Government 
buildings more 
energy efficient 

Support 

7. Reduce peak 
electricity use with 
demand 
management pricing 

No particular TCPA comment. 

https://doi.org/10.25814/w3be-an37
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Recommendation TCPA Comments 

8. Allow new gas-free 
housing estates and 
review current gas 
policies 

No particular TCPA comment. 

1.2 Respond to a changing climate 

9. Specify climate 
scenarios and carbon 
value in assessing 
infrastructure 

Support  

10. Strategically review 
climate 
consequences for 
infrastructure 

Support  

11. Consider all water 
supply sources 

Recommendations 11, 12 & 13 

Support with qualification. 

It will be important to be able to clearly and openly identify areas 
where, despite the listed management initiatives, water supply is and 
will be a constraint to urban development and set population/urban 
growth limits in those areas accordingly. 

• E.g. areas to the north of the Great Dividing Range which drain 
into the Murray River.  See also TCPA comments for 
Recommendation 3 

12. Progress integrated 
water cycle 
management 

13. Improve decision-
making for urban 
water investment 

14. Strengthen 
agricultural water 
security by 
modernising 
irrigation 

Support with qualification. 

It will be important to be able to clearly and openly identify areas 
where, irrigation management initiatives notwithstanding, water 
supply is and will be a constraint on agricultural activities dependent 
upon irrigation. 

15. Upgrade Victoria’s 
emergency water 
network 

Support, however this should not be being promoted as a “new 
initiative”.  It should have always been “business as usual” for water 
supply and emergency systems managers.  

16. Invest in protecting 
Victoria’s coasts 

Support, however this needs to include coastal infrastructure, 
including commercial and local ports, safe harbours, marinas and 
aquaculture and fishery infrastructure. 
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Recommendation TCPA Comments 

1.3 Embrace technological opportunities 

17. Prepare for 
increasingly 
automated vehicle 
fleets 

Support 

However, it is not clear as to whether this is intended to cover all 
vehicle travel – personal transport (cars), public transport (buses and 
trams), freight transport (trucks) and even drones.   

Road and communication infrastructure upgrades will not only affect 
vehicle travel, international experience (e.g. Los Angeles) suggests 
that they will also require: 

• redesign of street landscapes  

• changes to urban planning and design 

• complex series of changes to local laws and regulatory 
frameworks (State and federal) 

GAP: 
Automation is also increasingly a feature of rail transport. 

18. Facilitate integration 
of public transport 
with new mobility 
services 

Support.   

In addition to “new” mobility services, there should be no reason that 
existing privately operated timetabled transport services cannot be 
integrated within the myki ticketing system, particularly airport bus 
services.  This concept is no different to the NSW Opal ticketing 
system that allows for charging a premium for access to Sydney 
Airport’s domestics and international terminal stations. 

19. Incorporate personal 
mobility devices in 
regulation 

Support. 

These frameworks will also need to consider how such mobility 
devices use existing roadways, footpaths and share paths and, even 
where necessary, the circumstances where restrictions may need to 
be applied to ensure that safe separation of all user traffic is 
maintained. 

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

Support 

GAPS: 

• Shared pedestrian/cycle paths do not always sit within the “road 
network”, often utilising open space networks to provide 
pathways. 

• What about rail operations?  The National Fast Rail Authority is 
(apparently) liaising with State/Territory governments on 
upgrades to rail networks to deliver “Faster Rail “services in the 
short to medium term and potential High Speed Rail into the 
future. 

21. Use innovation to 
deliver better models 
of health care 

No particular TCPA comment. 
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Recommendation TCPA Comments 

22. Modernise courts 
through digitisation 
and contemporary 
shared facilities 

No particular TCPA comment. 

23. Improve technology 
and infrastructure for 
a responsive police 
service 

In the next 10 years, 
invest  

No particular TCPA comment. 

1.4 Stay connected to global markets 

24. Optimise capacity at 
the Port of 
Melbourne 

Support, with qualification 

Infrastructure Victoria’s Advice on Securing Victoria’s Ports Capacity 
was published in 2016 and its Terms of Reference dealt only with 
future port capacity for containerised trades at Victoria’s commercial 
ports (Melbourne, Hastings, Geelong, Portland and a potential site at 
“Bay West”).  Other key bulk trades through our existing ports were 
given scant mention. 

25. Act now to protect 
the future Bay West 
Port option 

Concern. 

It is not only landside connections and port operations buffers that 
need protection.  Like Hastings, the Bay West area of interest includes 
a UNESCO Ramsar Wetland – respectively Western Port and Port 
Phillip Bay (Western Shoreline) and Bellarine Peninsula.  The 
protection of the biodiversity roles and values of these internationally 
recognised wetlands is critical and should be the highest priority for 
any future developments. 

26. Purchase land for 
Melbourne’s future 
freight terminals 

Support with qualification  

It is not only the terminal sites and precincts that need to be secured, 
it is also: 

• The road and rail network that will prioritise 24/7 freight access 
by road and rail to/from those terminals. 

• Buffer areas that can prevent encroachment of uses that are 
sensitive to the operations of the terminals and transport 
networks (e.g. noise, emissions. 24/7 access, etc.) 
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Recommendation TCPA Comments 

27. Construct an outer 
metropolitan road 
and rail corridor 

Support with qualifications: 

It is assumed that this refers to the Outer Metropolitan Ring (OMR) 
Transport Corridor  

It is not only the corridor development staging that needs to be 
determined, it is also: 

• The road and rail network that will prioritise 24/7 freight access 
by road and rail to/from intermodal terminals, particularly to the 
proposed Truganina terminal, from the corridor. 

• Links to Melbourne Airport from the rail and road components of 
the OMR corridor.  A link via the airport has been noted by the 
National Fast Rail Authority, and presumably is part of its 
consultations with the Victorian Government. 

GAP: 

The strategy has not addressed for the role and staging of the 
Suburban Rail Loop (SRL) and how that may impact on movements 
around the metropolitan area. 

1.5 Build a circular economy 

28. Facilitate improved 
recycling 
infrastructure for 
priority materials 

Support 

29. Strengthen end 
markets for recycled 
materials 

No particular TCPA comment. 

30. Address barriers to 
recycling and 
reducing waste 

No particular TCPA comment. 

31. Minimise waste and 
improve residual 
waste infrastructure 
planning 

Support 
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Recommendation TCPA Comments 

Manage urban change 

2.1. Integrate land use and infrastructure planning 

32. Produce public plans 
for priority 
infrastructure sectors 

Support, but it needs to adopt a statewide approach. 

The strategy discusses the need for such plans only in the context of 
metropolitan areas, drawing comparisons with integrated land use 
and infrastructure planning authorities/commissions in Sydney and 
Vancouver.  

The need for such plans is a statewide issue for Victoria, not just 
metropolitan Melbourne.  There is discussion in relation to Plan 
Melbourne, but nothing in regard the urgent need to update Victoria’s 
Regional Statement: Your Voice, Your Region, Your State (2015) and 
the eight Regional Growth Plans approved during 2013-14. 

GAP: 

While the infrastructure sectors identified are appropriate, the 
strategy fails to identify a management framework to undertake the 
work, to ensure the expected integrated outcomes and then to 
deliver the infrastructure investments. 

33. Publish Victoria’s 
transport plan  

Support, but this should be more strongly portrayed as a long overdue 
action. 

Integrated land use and infrastructure planning has been much more 
than a “Victorian Government goal”.  It has been a specific 
requirement in the Transport Integration Act 2010 since the Act was 
passed into law.   

It is poor reflection on Victorian governments since that planning 
policies, such as both iterations of Plan Melbourne and the 2013/14 
approved regional growth plans, have not been accompanied by a 
Victorian transport plan.   

• As noted in Part 1 of this submission the regional growth plans are 
well overdue for review – reviews that will be needed to inform a 
new Victorian transport plan. 

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

Support.   

2.2 Create thriving urban places 

35. Support more homes 
in priority established 
places 

Support, but it needs to adopt a statewide approach. 

This is a statewide issue for cities and towns across Victoria, not just 
metropolitan Melbourne. 
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Recommendation TCPA Comments 

36. Deliver very low 
income housing with 
inclusionary zoning 

Support, but it needs to adopt a statewide approach. 

This is a statewide issue for cities and towns across Victoria, not just 
metropolitan Melbourne. 

“Rules” themselves do not “provide affordable housing”.  The wording 
needs to reflect that rules (or zoning) provide a framework to 
facilitate or require development of affordable housing as part of 
developments. 

37. Develop an 
interconnected open 
space network 

Support, but it needs to adopt a statewide approach. 

This is a statewide issue for cities and towns across Victoria, not just 
metropolitan Melbourne. 

38. Partner with local 
governments to fund 
pedestrian 
infrastructure 

Support, but it needs to adopt a statewide approach. 

This is a statewide issue for cities and towns across Victoria, not just 
metropolitan Melbourne. 

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

Support, but it needs to adopt a statewide approach. 

This is a statewide issue for cities and towns across Victoria, not just 
metropolitan Melbourne. 

• Recent media in March 2020 regarding Victorian Government 
intervention in protecting separated cycle ways in Malop Street, 
Geelong, would suggest there are immediate priorities to be 
determine for Geelong as well. 
https://www.bicyclenetwork.com.au/newsroom/2020/03/20/hope-for-
geelongs-bike-lanes/  

Such interventions would be unlikely to engender cooperation 
from any council.  

• It would be better to require all councils to prepare active 
transport plans for their city. 

40. Improve walking and 
cycling data to better 
estimate travel 
impacts and benefits 

Support 

This action should be implemented in the context of informing an 
approved Victorian Transport Plan 

41. Reallocate road 
space to priority 
transport modes 

Support, but not immediate.   

This action should be implemented in the context of an approved 
Victorian Transport Plan 

42. Redesign tram routes Support 

This action should be implemented in the context of an approved 
Victorian Transport Plan 

43. Activate urban 
renewal with new 
tram links 

Support, but not immediate.   

This action should be implemented in the context of an approved 
Victorian Transport Plan. 

https://www.bicyclenetwork.com.au/newsroom/2020/03/20/hope-for-geelongs-bike-lanes/
https://www.bicyclenetwork.com.au/newsroom/2020/03/20/hope-for-geelongs-bike-lanes/
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Recommendation TCPA Comments 

44. Plan for public 
transport 
accessibility, 
including tram stop 
upgrades 

Support.   

This action should be implemented in the context of an approved 
Victorian Transport Plan. 

It needs to adopt a statewide approach. 

This is a statewide issue for cities and towns across Victoria, not just 
metropolitan Melbourne.  Regional Victoria is served by a vast 
network of bus services both connecting and within regional cities 
and towns.  The elderly and disabled already experience difficulties 
getting on and off those buses and discomfort for longer distance 
travel. 

2.3 Steer changes in travel behaviour 

45. Adopt peak and off-
peak public transport 
fares 

Support, but not immediate.   

This action should be implemented in the context of an approved 
Victorian Transport Plan. 

TCPA’s response to the first draft research and policy paper The Road 
Ahead (Infrastructure Victoria, 2016) proposed that the actual 
formulae for time-based fares should be based on a demand-
determined pricing formula.   

• See Appendix 1 Town and Country Planning Association response 
to the Infrastructure Victoria paper ‘The Road Ahead’ (15 February 
2017), referred to in following points as “TCPA TNP2017”, is 
attached as Appendix 1 to this submission  

46. Price each public 
transport mode 
differently. 

Not supported 

This is a statewide issue for cities and towns across Victoria, not just 
metropolitan Melbourne.  Regional Victoria is served by a vast 
network of bus services both connecting and within regional cities 
and towns.  Couching the entire argument in terms of metropolitan 
bus operations does regional Victoria a huge disservice.   

Even in terms of metropolitan services the strategy seems to 
differentiate between types of bus services (e.g. bus trips connecting 
with railway stations and those to the “local shops”), suggesting lack 
of detailed analysis. 

Again, Infrastructure Victoria is referred to TCPA TNP2017 in Appendix 
1 for some of the guiding principles in modal pricing 

This needs much more work and analysis, which rules out immediate 
action.  This action should be reconsidered in the context of an 
approved Victorian Transport Plan. 

47. Abolish the free tram 
zone 

No particular TCPA comment. 
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Recommendation TCPA Comments 

48. Remove annual 
charges while 
introducing distance-
based pricing for 
electric vehicles 

Support, but not immediate.   

This action should be implemented in the context of an approved 
Victorian Transport Plan. 

• For example, road user charges could be implemented by taxing 
electricity supplied to electric vehicle charging stations. 

Recommendation 48 is contradicted somewhat by Recommendation 
55.   

• A better approach would be to introduce dynamic wide-area road 
pricing to all vehicles (“DWARP”), as described in TCPA TNP2017 
in Appendix 1, to all vehicles and, with agreement with the 
Federal government, to wind down and abolish federal petroleum 
excise tax on road vehicle-use fuels. 

49. Appoint an 
independent 
transport pricing 
adviser 

Not an immediate priority. 

This action should be reconsidered in the context of an approved 
Victorian Transport Plan. 

There is no need to appoint an independent adviser.  That role is 
within the charter of the Essential Services Commission. 

• “We regulate Victoria’s energy, water and transport sectors, and 
administer the rate-capping system for the local government 
sector. We also regulate the Victorian Energy Upgrades (VEU) 
program, which aims to reduce greenhouse gases by making 
energy efficiency improvements more affordable for consumers.” 

• See https://www.esc.vic.gov.au/about-us/what-we-do  

50. Increase and extend 
the Melbourne 
Congestion Levy on 
parking 

Support, but not an immediate priority 

This action should be reassessed in the context of an approved 
Victorian Transport Plan. 

It needs to adopt a statewide approach.  This is a statewide issue for 
cities and towns across Victoria, not just metropolitan Melbourne. 

• Not all regional cities and towns have good public transport 
alternatives.  This policy is likely to cause shoppers to desert 
town/city centres in favour of suburban drive-in shopping centres 
(which is happening already without the financial disincentive). It 
will only work for city centre workers who cannot move their 
place of work out of the centre. Melbourne is a unique case in 
Victoria. 

A better approach would be to introduce increased parking fees on a 
temporal demand basis as part of DWARP (refer to TCPA TNP2017 in 
Appendix 1).  The potential uptake of fully autonomous vehicles (so-
called “Level 5” guidance system, not requiring a human to physically 
control the vehicle in any emergency), will confound current meter-
based parking restriction pricing methods. 

https://www.esc.vic.gov.au/about-us/what-we-do
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Recommendation TCPA Comments 

51. Incorporate 
congestion pricing for 
all new metropolitan 
freeways 

Support, but this action should be considered in the context of an 
approved Victorian Transport Plan. 

A better approach would be to introduce temporally and spatially 
dynamic and differentiated road user pricing on all roads as per 
DWARP (refer to TCPA TNP2017 in Appendix 1) 

52. Trial full-scale 
congestion pricing in 
inner Melbourne 

Support, but this trial should be considered in the context of an 
approved Victorian Transport Plan as the trial itself will need to take 
some years. 

A better approach would be to introduce increased parking fees on a 
temporal demand basis as part of DWARP (refer to TCPA TNP2017 in 
Appendix 1).   

53. Trial demand-
responsive pricing on 
parking in inner 
Melbourne 

Support, but this trial should be considered in the context of an 
approved Victorian Transport Plan as the trial itself will need to take 
some years. 

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

Support 

It is noted that this recommendation seems counter to 
Recommendation 46. 

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

Support, but this action should be considered in the context of an 
approved Victorian Transport Plan as the trial itself will need to take 
some years. 

The TCPA recommends the DWARP strategy and mechanisms, which 
are consistent with the desired outcome for IV in its recommendation 
55 (refer to TCPA TNP2017 in Appendix 1) 

2.4 Adapt infrastructure for modern needs 

56. Require accessible 
buildings for public 
services 

Support 

57. Rapidly renew old 
public housing 

No particular TCPA comment. 

58. Upgrade and rebuild 
public hospital 
infrastructure 

This action needs to adopt a statewide approach.  This is a statewide 
issue for cities and towns across Victoria, not just metropolitan 
Melbourne. 

59. Build back better 
after emergencies 

No particular TCPA comment. 
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Recommendation TCPA Comments 

60. Expand the legislated 
definition of critical 
infrastructure and 
improve information 
flows 

No particular TCPA comment. 

61. Incorporate lessons 
of emergency 
reviews 

No particular TCPA comment. 

Harness infrastructure for productivity and growth 

3.1 Shape the transport network for better access 

62. Reshape the 
metropolitan bus 
network 

Support, but this action should be considered in the context of an 
approved Victorian Transport Plan. 

63. Connect suburban 
jobs through 
premium buses and 
road upgrades 

Support, but this action should be considered in the context of an 
approved Victorian Transport Plan. 

64. Increase suburban 
rail corridor services 
and capacity 

Support, but this action should be considered in the context of an 
approved Victorian Transport Plan and needs to recognise and 
account for regional rail services using metropolitan train corridors. 

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

Support, but this action should be considered in the context of an 
approved Victorian Transport Plan. 

66. Prepare for 
Melbourne Metro 
Two 

Support, but this action should be considered in the context of an 
approved Victorian Transport Plan. 
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Recommendation TCPA Comments 

67. Protect a future 
option for a new 
cross-city motorway  

Not supported. 

This action should be reconsidered in the context of an approved 
Victorian Transport Plan which could address the following ideas. 

• Given that the West Gate Tunnel will be congested within 8 years 
of its opening, surely a higher priority would be linking Port of 
Melbourne/CityLink to the M80 Western Ring Road as originally 
proposed.  The same corridor could even include rail freight 
operations to the proposed intermodal terminal at Truganina.  

• Including a (standard gauge) freight rail tunnel alongside the 
proposed Metro 2 tunnel from Fisherman’s Bend to Newport, to 
get containers from Webb Dock to Truganina. 

• The former Napthine Government promoted the link as providing 
improved access to Melbourne Airport.  Current Victorian 
Government TV media is now promoting the North East Link as 
the new link to Melbourne Airport from Melbourne’s east and 
south-east – avoiding existing congestion on CityLink in peak 
periods. 

3.2 Plan for growth areas 

68. Prioritise and oversee 
infrastructure 
delivery in growing 
communities 

Support 

69. Expand rail access in 
outer suburbs 

Support, but this action should be considered in the context of an 
approved Victorian Transport Plan. 

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

Support, but this action should be considered in the context of an 
approved Victorian Transport Plan. 

71. Target 30% tree 
canopy coverage in 
new growth areas 

Support 

3.3 Align social infrastructure with better service delivery 

72. Co-design an 
Aboriginal 
Community-
Controlled 
Infrastructure Plan 

Support 

73. Set targets to grow 
social housing 

Support 
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Recommendation TCPA Comments 

74. Build new hospital 
capacity. 

This action needs to adopt a statewide approach.  This is a statewide 
issue for cities and towns across Victoria, not just metropolitan 
Melbourne. 

75. Deliver infrastructure 
for a better mental 
health system 

No particular TCPA comment. 

76. Plan and consistently 
deliver corrections 
and youth justice 
infrastructure while 
managing demand 
with policy settings 

No particular TCPA comment. 

Develop Regional Victoria  

GAP: 
Review regional growth 
plans 

As noted in Part 1 of this submission, Regional Growth Plans approved 
in 2013 and 2014 are now overdue for review.  The RGPs provide the 
planning context for development across regional Victoria.  They need 
to be current in order to properly inform implementation of all 95 
recommendations in the draft strategy. 

Preparation and approval of up-to-date RGPs should be of high 
priority. 

4.1 Enhance market access and productivity 

77. Deliver funding 
certainty for regional 
road maintenance 
and upgrades 

Support, but this action should be considered in the context of an 
approved Victorian Transport Plan. 

78. Revise the Murray 
Basin Rail project 
plan 

Support, but this action should be considered in the context of an 
approved Victorian Transport Plan. 

79. Fund an ongoing 
regional rail freight 
maintenance 
program 

Support, but this action should be considered in the context of an 
approved Victorian Transport Plan. 

80. Continue to address 
regional Victoria's 
digital connectivity 
gaps. 

Support.   

4.2 Unlock regional economic growth opportunities 

81. Upgrade power 
supply for agriculture 
and regional 
manufacturing 

Support 
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Recommendation TCPA Comments 

82. Plan for future 
investments in 
regional nature-
based tourism 
infrastructure 

Support, but this action should be considered in the context of an 
approved Victorian Transport Plan which identifies the roles of all 
transport modes and operators in supporting and promoting all 
regional tourism investments. 

• For example, the operator of The Overland rail service Between 
Melbourne and Adelaide, Journey Beyond, is subsidised by the 
Victorian Government.  However, unlike its The Ghan Expedition 
package, Journey Beyond has no package that addresses or links 
with regional tourism in western Victoria and the Geelong region. 

83. Develop a Victorian 
Aboriginal tourism 
strategy 

Support. 

84. Boost tourism 
infrastructure by 
allowing more 
national parks to 
grant long leases 

Not supported with strong concerns: 

• 49 year leases could involve some fairly serious infrastructure.  
Lesser lease periods, would more likely see a lighter touch in 
proposals (e.g. permanent residential buildings v removable 
cabins, etc.). 

• TCPA does not in favour building significant infrastructure in 
national parks, although existing buildings such as the Chalet at 
Mt Buffalo should be maintained and used. 

• An alternative approach would be to apply “light touch” tourism 
within parks supported by tourist facilities outside nature parks 
and in local towns protecting the values of the national park and 
supporting the economies of local towns and communities. 

4.3 Connect the regions to help strengthen wellbeing 

85. Reform regional 
public transport to 
meet local needs 

Support strongly 

This action should be considered in the context of an approved 
Victorian Transport Plan that not only addresses “local needs”, but 
also considers the need for links between the ten key regional cities 
identified in Plan Melbourne 2017-2050 – not just their links to 
Melbourne. 

• For example, a train service restored between Werribee and 
Geelong, connecting with suburban services at Werribee.  If this 
were terminated at Waurn Ponds, it would also serve intra-
Geelong travel.  No new infrastructure would be required. 

86. Improve resilience of 
regional 
telecommunications 
infrastructure 

Support strongly 

87. Fund regional 
libraries to provide 
better internet access 

Support  
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Recommendation TCPA Comments 

88. Use rural schools for 
children’s specialist 
and allied telehealth 
services 

No particular TCPA comment. 

4.4 Foster regional Victorians’ health, safety and inclusion 

89. Deliver multipurpose 
shared social service 
facilities in the 
regions 

Support  

90. Support regional 
councils to update, 
repurpose or retire 
outdated community 
infrastructure 

No particular TCPA comment. 

91. Create climate-
adapted facilities for 
rural communities 

Support strongly 

92. Build regional 
residential alcohol 
and drug 
rehabilitation 
facilities 

No particular TCPA comment. 

93. Fund more Youth 
Foyers in regional 
Victoria 

No particular TCPA comment. 

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

Support 

95. Make social housing 
suitable for changing 
local climates 

Support 
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ASSESSMENT OF THE ISSUES RAISED IN THE IV STRATEGY PAPER 

 

We are in general agreement with the comments by Infrastructure Victoria (“IV”) in its 

Summary (pp.6 & 7).  We note IV’s view that road pricing (a state prerogative) should 

complement federal road pricing (“RP”) programs.  We agree that state and federal RP should 

be complementary, however the difficulty is in getting the right integrated formula.  We demur 

from IV’s focus only on non-freight road traffic pricing.  Urban freight traffic is not 

insignificant, especially in and near freight ports (i.e. intermodal transfer points – road-marine, 

road-air, road-rail, air-road, air-rail) and concentrations of road warehousing (road-road vehicle 

transfers). 

 

We raise the issue that public transport (“PT”) and rail pricing strategies should be cognizant 

of and integrated with RP.  The balance between RP and public transport user-pays pricing (the 

trip fares or “PTP”) needs careful strategic thinking.  To the extent that road-users pay more 

than the “direct” costs, i.e. the full recovery of total infrastructure, operational and maintenance 

costs of road, i.e. pay for road-traffic-generated external costs, which include health impacts, 

and PT users “underpay” the direct costs of PT, will need careful and very detailed analysis 

and design. 

 

“Property-accessibility” value-capture taxation:  the IV policy research paper contains no 

reference to "betterment" or "value capture" taxation from what we call “non-user 

beneficiaries”, i.e. those property-holders or occupiers who obtain enhanced capital gains or 

business profitability from the heavy investment in roads or public transport to which their 
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properties have high-quality user-access.  As a source of revenue to fund the transport networks 

(road and PT), we think transport-related value-capture or betterment levies must be integrated 

into the road pricing equation.  Inner city property levies were a major funding mechanism for 

the Melbourne Underground Loop. 

 

Road pricing should not be an additional tax.  We strongly agree with IV (p.7) here.  There is 

much scope to replace fixed road-use charges (vehicle registration and trauma insurance 

funding (TAC in Victoria) with travel-related charging.  The revenue stream from federal 

excise on refined fuels faces downward pressure with the prospect of substitution by electric 

vehicles, thus a move away from fuel-consumption taxing towards travel-related charging has 

merit, even with a component for carbon-emissions charging through fuel excise.  As IV 

correctly observes, petroleum fuels excise is not hypothecated to funding the Australian road 

transport networks. 

 

RP revenue should be re-invested into the operation, maintenance and construction of the 

transport network: roads, on-road and rail PT, and non-motorised transport (“NMT”, i.e. 

cycling and walking) infrastructure (IV, p.7).  We strongly agree with full hypothecation of the 

revenue into these networks and into funding of human injury trauma treatment (currently met 

by TAC). 

 

Adequate public transport is in place first.  “Road pricing should work if there are transport 

choices which support people shifting to public transport or taking alternative routes.  This 

cannot be achieved without adequate public transport infrastructure and services in place first.” 

(IV, p.7).   

Whilst it is a truism that adequate PT must be available for RP to succeed in driving modal 

shift away from cars to PT, in the major transition programs of road pricing and PT expansion, 

there would necessarily be some synchronization of these two.  Why?  Because the sheer scope 

of financial outlays to build and operate the expanding PT services will require part of the RP 

revenues to finance PT, and to provide financial incentives for travelers to use PT.   

 

We also see the opportunity for part of the RP revenue paid by each motorist to be credited to 

that motorist’s RP account as a credit redeemable upon usage of that person’s PT automated 

fare payment account (currently Myki in Victoria) for PT travel.  Refer to our description of 

(dynamic) wide-area road pricing concept (“WARP” or “DWARP”) further on p.8. 

 

About IV’s viewpoint on p.10: “The main objective of a transport pricing regime should be to 

manage demand rather than recover costs. This will inform how a pricing regime is designed 

and set.”   

We disagree with the IV position, and note that it at least partially contradicts IV’s stated 

support for returning RP revenue to the road transport system to fund its development and 

operation (ref. IV, p.7).  Cost recovery, demand management and financing trauma recovery 

are the comparable main priorities of transport pricing regime.  We believe, a priori, that RP 

and PTP user-pays revenues should be 100% returned to the financing of road, NMT and PT 

systems expenditures, even if the chosen policy settings do not require user-pays pricing 

revenues to provide 100% of all investment and operating costs. If RP is effective as a demand 

management tool then the need for road network expansion is reduced and the revenue can be 

skewed towards expanding the capacity of the PT and NMT alternatives. 

 

IV p.14, 15 & 16:  supported, with the reservation that the complementarity of federal and state 

RP should not project state RP upon general traffic as a subordinate “follower” strategy to 

federal RP on heavy vehicles.  IV’s statement of intent (p.15) to include PT user-pays pricing 

(fare restructurings) and integrate this with RP is supported in principle. Note that we do not 
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advocate that a PT fare system would recover the full cost of providing the PT services. 

 

Unfairness and inefficiency of current financing and pricing mechanisms of road- and PT 

usage (IV pp. 18-22) – the dilemma of the “public good”: 

We agree with the comments made by IV.  A fundamental issue is in the traditional policy and 

public expectation that the road and PT systems are “public goods”, which they should be, 

rather than privately controlled and regulated assets, which was common in parts of Europe 

and North America up to the 18th century (thus, the origin of the term “turnpike”).  The dilemma 

of the “public good” policy is that unhindered access is a corollary of a government-provided 

public good, yet such unhindered access leads to inappropriate and excessive use, thus 

congestion.  A challenge in developing transport system pricing models is how to balance 

efficiency with universal opportunity of access (a criterion of a public good). 

 

[A definition: In economics, a public good is a product (or service) that one individual can 

consume without reducing its availability to another individual, and from which no one is 

excluded. Economists refer to public goods as "non-rivalrous" and "non-excludable."] 

 

Of course, PT is far from being a true public good, due to its very uneven geographic access.  

Yet it is treated as a public good and subsidized accordingly.  Obviously, the concept of a 

“public good” is not identical to the virtue of that commodity or service.  IV correctly identifies 

the lack of universal reliable and regular access to PT by residents in outer suburbs and non-

metropolitan regions.   

 

In light of the lack of fairness in accessibility and the coinciding free-rider gains by those with 

access to good PT, we assert that the argument for an “accessible” and “efficient” transport 

systems pricing model that encompasses road users, PT users and property owners, addresses 

and compensates for such inequalities is very pertinent.  

 

What is the congestion problem? 

(IV, chapter 4, pp.24-31) 

 

Definition of congestion:  The IV paper lacks clear quantitative definitions of traffic 

congestion, and any discussion of criteria of public acceptability vs. unacceptability of degrees 

of congestion (p. 23 onwards).  IV has referenced Victoria Transport Policy Institute’s TDM 

encyclopedia at http://www.vtpi.org/tdm/  

 

What research-based policy settings can or should be put in place to decide trade-offs between 

pricing measures vs. infrastructure $ investment vs. acceptability of some measures of 

congestion?  An aside: transport congestion in a region can also be a measure of that region’s 

socio-economic success!  We believe this aside is pertinent in assessing a weakness in 

geographic-cordon congestion pricing, and the potential for counterproductive outcomes of 

congestion pricing in promoting dispersal of population and economic activity to less-dense 

regions. For examples, peri-urbanisation, etc. 

 

The congestion problem is complex.  Whereas most of the transport literature commentary 

considers traffic and transport congestion to be a transport problem, it is also a consequence of 

the quantity and spatial distribution of correlating land uses (including the home). 

 

We suspect that road pricing has to include both factors of discouragement (e.g. pricing to 

deflect congestive levels of roads onto PT and active transport modes) and factors of attraction, 

http://www.vtpi.org/tdm/
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that is, where to encourage land uses to gravitate towards.  Deflecting strategy alone could 

cause dispersal of land uses into regions ill-served by trunk rail or other supply infrastructure 

such as water and energy conduits.  The dual components of strategy could be considered as 

“carrot and stick”. 

 

Obviously transport pricing cannot act alone as a successful “gravitator”, but would need to 

complement deterministic land-use zoning for re-gravitating land-uses towards districts that 

can be readily connected by PT and roads and other supply infrastructure. 

 

We are in general agreement with the observations and commentary by IV in projecting the 

problems of road and PT service congestion (assuming the continuation of established transport 

technologies) in the future timeframe to 2046 (IV pp. 24-31). 

 

How can Melbourne address the congestion problem?  

(IV, chapter 5, pp.32-37) 

 

We view IV’s central argument (a) that building more infrastructural capacity without any 

pricing deterrent (as the main method of travel demand management (“TDM”)) will induce 

more demand for travel as misunderstanding the causes of travel.  Transport – the movement 

of people or goods – is a derived demand or activity which is undertaken to achieve other 

(transcending) aims which can be described as activities or material needs-satisfaction which 

are geographically-based.  That is, we move ourselves or freight from one place to another to 

satisfy some need or aim. 

 

An alternative interpretation (b) of what is referred to as additional travel “induced” by extra 

transport service “capacity” which improves the level (quantity) or quality of transport service 

(transport “LoS” or “QoS”), is that the increase in transport “capacity” meets unmet demand 

for travel to achieve desired land-based activity goals. 

 

We believe that both (a) and (b) interpretations of travel demand are valid explanations of the 

quantity of travel made, with (b) being preponderant.   

 

Transport and land-use planning policy should seek least-cost (or lesser-cost) optimal outcomes 

of mixes of transport modal shares and land-use structures.  We agree that IV is heading broadly 

in the right strategic direction in its development of a roads-, thence transport systems pricing 

strategy.  We broadly agree with IV in its view (IV, p.37) that transport pricing can effectively 

manage demand. 

 

A challenge for strategic planning of transport is to explore other interactive factors which 

determine transport demand, e.g. land-use structuring, density and co-location of activities, and 

communications technology to substitute for some of the land-based activities that generate 

travel, e.g. tele-commuting, and home-based shopping and work.  

 

Road pricing benefits and limitations 

(IV, chapter 6, pp.38-43) 

 

Social impacts should be managed fairly yet efficaciously (IV, p.38). We stress that RP should 

comprehend the different levels of affordability of travel (whether by road or PT) for people 
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on low incomes compared to higher incomes.  RP, without some socio-economic transfer 

mechanisms, will favour travel by richer people, simply in light of their greater ability to pay. 

(IV, p.42:  refers to this). 

 

Potential for distorting impacts of cordon-entry or fixed-area pricing upon geographically-

based businesses: 

 

Wikipedia quotes the following (as at January 2017) regarding the London cordon boundary 

pricing system:  “The effect of the congestion charge zone on local businesses is a contested 

issue. The TfL estimates that the effect on business has been overall neutral. However, the 

effect on business differs significantly between stores. Some shops and businesses are reported 

to be heavily affected by the charge, both in terms of lost sales due to reduced traffic and 

increased delivery costs, as recognised by the London Chamber of Commerce…..” 

 

For this and other reasons, we favour a dynamic wide-area / whole-of-network continuous 

pricing system (hence “DWARP”), instead of a point- or boundary-crossing (“PBC”) price 

charging system (such as cordon, tollgate or toll gantry-point systems).  See p.8 of this 

submission. 

 

Managing the impact of driverless cars (IV, p.41): 

 

IV is right in addressing the effect of driverless cars (or autonomous vehicles (“AV”) upon 

traffic patterns (IV, pp.36, 39 and 41).  We believe that the large-scale uptake of AV transport 

technology has the potential to unleash strategically discontinuous change-trends to road traffic 

patterns that have been observed and modelled over much of the preceding century.  Thus, 

research and modelling of traveler behaviours and decision-making warrants a top priority by 

governments and the private sector. 

 

UITP’s strategic assessment of autonomous vehicles 

 

The Brussels-based International Union for Public Transport (UITP) recently released an 

excellent strategy/policy analysis ‘Autonomous vehicles: a potential game changer for urban 

mobility’ (UITP, 2017) about the prospects of AV technology and its impact on transportation.  

We recommend that IV assess this document (see References) and any background research in 

its compilation.  We support the strategic findings by the UITP and believe that these trends 

will become relevant in the strategic design of an effective RP for Victoria. 

 

Some imaginative speculation about the impacts of AV vehicles: - 

 

a) Analysis of AVs journeys will require extra terminology. For freight vehicles, the 

present dichotomy between “laden” vs “un-laden” trips or movements will be 

complemented by “empty vehicle” trips, i.e. when a freight vehicle moves without 

either freight or people on board.  For passenger vehicles, whether private cars, taxis 

(or their equivalents) or other road-based PT vehicles, the “empty vehicle” 

classification of trips will be added. 

 

b) Passenger AVs will enable more distance to be driven without increasing personal time 

commitments.  Only the direct material costs of the vehicle travel (petrol, pro-rata 
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maintenance) will be incurred.  These direct distance costs are much less than 

commercial or metered public parking fees, PT fares, taxis or Uber-type services.  For 

example, commuters could be driven to work in their AVs, then program their AVs to 

return home or else to some selected on-street parking space until required to return to 

pick up the same commuters for the return trip, or else pick up other passengers in 

informal car-share arrangements.  There would be a significant increase in traffic during 

and next to the conventional commuting peak times.  There could be a loss of patronage 

carried by conventional taxis and pay-for-ride service such as Uber. 

 

c) Reduced demand for end-of-passenger-trip parking:  A consequence of (b) could be 

increased car travel thence reduced PT travel to inner city areas and other intensive 

activity centres, if the current lack of supply and cost of parking can be avoided by 

commuters who would decide to dispatch their empty cars to car parks distant from 

their personal trip-ends.  A knock-on consequence could be increased use of free, time-

unrestricted on-street parking in districts closer to such activity centres.  Also, the high-

capacity commercial carpark operators could lose much business. 

 

d) A further consequence of (b) could also be an increase in travel by radial rail services, 

once the barrier of rail commuter off-street parking congestion could be avoided by 

parking AVs in unregulated kerb-sides in remote streets.  This would result in increased 

remote AV parking in predominantly residential streets. 

 

e) Surprisingly, even in spite of (d), the economic justification for expanding free off-

street parking for rail commuters will likely worsen even further.  The direct and 

indirect return on investment in commuter parking is much less than the alternative of 

current feeder bus routes, and the prospect of lower-cost demand-responsive transit 

(DRT), say, on a continuous multi-hire or “flexi-bus” platforms, utilising small 

driverless buses, will render any economic recovery of sunk costs in rail commuter 

parking unachievable. 

 

f) The is likely to be major loss of jobs from commercial road transport and PT as robotics 

in AVs displace manually-driven vehicles 

 

Road pricing models and mechanisms 

(IV, chapter 7, pp.44-51) 

 

IV’s three principles for inspiring and assessing candidate designs of a RP system for Victoria 

are supported. These principles are Efficiency, Fairness, and Sustainability and simplicity. 

 

IV’s eight draft criteria are: 

 

1. Economic efficiency 

 

2. Beneficiary alignment 

 

We recommend that the application criterion be extended to incorporate, where 

relevant, the complementation of travel-movement pricing with value-capture taxation 

or levies from non-user beneficiaries of program-induced increases in property values.  

A question: would or should the “flipside” also apply, i.e. where transport infrastructure 

building and RP-induced changes in commercial activity create the legal grounds for 
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compensation of disaffected private parties? 

 

3. Fairness 

 

We would expand this heading to read as “fairness and equity”.  This could provide 

consistency with the principles of equity already enshrined in the Transport Integration 

Act (Victoria, 2010) (“TIA 2010”) 

 

4. Environmental impacts 

 

5. Other infrastructure impacts 

 

6. Land use impacts 

 

7. Revenue potential and funding sustainability 

 

8. Simplicity 
 

 

We suggest that IV consider two additional assessment criteria: - 
 

9. Defensibility  

 

Consideration must be given, when formulating an RP model, to the legal precedents it 

might create or else breach upon its inauguration thence implementation of subsequent 

changes, and the risk of application of estoppel in litigation by other parties. 

 

10. Strategic risk and redundancy 

 

Consideration must be given, when developing an RP model, to the capacity for making 

practical changes to that RP system during its lifetime of operation.  We invoke the 

concepts of Igor Ansoff’s strategic-environment “turbulence” model and conceptual 

matrices (Ansoff & Sullivan, 1993), and the strategic methodologies evolving from 

Michael Porter’s 5-Forces model (Wikipedia, 2017).  For example, SWOT analyses 

will be one of the essential methods of research. 

 

For example, coping with the threats associated with technological change, or else the 

opportunity to evolve the RP system to exploit further technological advances.  

Consider, for example, the risk of technical obsolescence in the Victorian myki card 

and card reader infrastructure and software in the face of new cellphone payment 

platform apps.   

 

Another example is the major improvement in vehicle GPS technology, both in its 

cheapness and its locational precision in recent years.  GPS technology opens the door 

to robust and comprehensive dynamic whole-of-network RP, whereas over a decade 

ago, gantry or pavement detector point-detection technology was the only practical 

option for RP operations. 

 

The potentially discontinuous, even surprising levels of change to transport systems 

posed by AVs (TCPA, p.5 above, and IV, pp.36, 39 & 41) is another example of the top 

priority of continuous strategic forecasting in developing transport pricing systems that 

are highly adaptable to change. 
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Dynamic Wide Area Road Pricing (“DWARP”) 

 

From the preceding, there are multiple issues inherent in transport resourcing and impacts, and 

we have cross-related them to 4 headings, according to their predominant aims.  The issues 

include: 

• investment costs,  

• operating costs,  

• externalities generated,  

• value of non-user benefits not contributed to PT provision,  

• land use impacts 

• inequitable access and asymmetrical social benefit (inner urban areas vs other 

regions), 

• motorists’ aversion to payment of RP, 

• increased PT provision, and thus public budgetary costs, 

• Overcoming the inherent unattractiveness of PT travel versus private motoring 

within most regions 

• Increased uncertainty and unpredictability of transport technology and people’s 

preferences (e.g. AVs, switch to EVs), 

 

And their relation to major objectives of an RP program: 

 

Issues Cost 

recovery 

Equity 

& 

fairness 

Sustain-

ability 

Road user 

behaviour 

change 

investment costs     

operating costs     

externalities generated     

value of non-user benefits not contributed to PT 

provision 

    

inequitable access and asymmetrical social 

benefit (inner urban areas vs other regions 

    

land use impacts     

motorists’ aversion to payment of RP     

increased PT provision, and thus public budget 

costs 

    

Overcoming the inherent unattractiveness of PT 

travel versus private motoring within most 

regions 

    

Increased uncertainty and unpredictability of 

transport technology and people’s preferences 

(e.g. AVs, EVs) 

    

 

In light of these, we advocate an RP model that can fulfill the objectives and needs to satisfy 

these issues.  Let’s call this Dynamic Wide-Area Road Pricing.  We envisage an RP system 

that would incorporate effectively all of the attributes of coverage (4 pricing models) and 4 

mechanisms summarized in IV’s very informative Table 4 on p.47, with its defining emphasis 

as a dynamic whole-of-network system.  The algorithm would consist of several or many 

mathematical functions which together would add up and/or multiply together to yield the RP 



  

Town and Country Planning Association                   February 2017                    page 9 

paid by that vehicle’s controller for a particular trip. 

 

We envisage that a DWARP system would operate across all or much of Victoria, probably 

with many of its demand management functions operating at low intensity levels.  For example, 

RP charging to encourage modal shift to PT would not work within most of regional Victoria 

as there are very few high-quality PT services!  A state-wide coverage could provide an 

interface with future analogous RP systems in NSW or South Australia. 

 

Within the foreseeable future, the in-vehicle RP GPS and vehicle ID technology would be 

cheap and easy to install into vehicles, whether retro-fitted into already-registered vehicles or 

into vehicles produced after DWARP’s start-up.  Installation and registration of the in-vehicle 

units would be compulsory for renewal of vehicle registration.  Once the entire fleet is fitted, 

DWARP charging program could start. 

 

We illustrate below the major, but not all of the component functionalities of DWARP (and 

not alternative RP models as such), and the reasons for them: 

 

Vehicle ID definition and registered uses:  Mass, energy propulsion type, energy 

consumption/distance rating. Required for pricing of emissions, wheel load upon road 

pavement, comprehension of trip purpose, thence modal substitutability. 

 

Latitude and longitude position of vehicle via GPS: locating the vehicle for application of 

appropriate RP charging rate in estimation of local congestion, and other position-specific 

charging components. 

 

Distance-related: proxy for emissions released (energy cost is privately paid), road space 

occupied per trip (thus infrastructure space taken).  Measured from GPS tracking. 

 

Time-related:  a component variable (timing of trip or vehicle movement) as a proxy for 

determining the charge rate according to congestion conditions measured against clock time 

and calendar. 

 

Premium-priced lanes: We recommend that DWARP include this functionality, as it would 

enable more efficient utilization of traffic lanes on the arterial road network, assuring high QoS 

movements of PT, emergency services and other preferred vehicles, whilst gaining traffic 

utilization of the valuable infrastructure.  Bus-only lanes, where, say, there is a bus every 5 

minutes or so a waste of infrastructure.  The pricing algorithm would dynamically determine 

the price according to experienced demand levels and a system of space auctioning by aspiring 

premium-lane users.  The premium lane-access price, thus algorithmically determined, thence 

advertised, would assure the desired high QoS of traffic movement. 

 

Corridor-related:  Behavioural modal shift to PT (“MSPT”) could also be encouraged by 

dynamically setting differing distance X time-of-day charge rates according to the orientation 

of a particular vehicle trip with respect to the “degree of ease” of substitution of that trip’s 

origin-destination (“O-D”) geography by available PT service(s).  A set of “modal 

substitutability” coefficients (“MSC”) could be set up, ranging from zero (0%, for no substitute 

PT) up to 1 (100%: the car trip fully substituted by proximate PT).  A research-based $ rate (or 

rates) (likely to be based on distance) would be set up to provide behavioural incentive to switch 

from car travel, and this would be multiplied by the applicable MSC.  For example, a commuter 

chooses to drive on a weekday from his Brighton Beach home (say, some 400 metres walk 

from Brighton Beach station) to a car park in Melbourne’s CBD where he works.  This trip is 

fully substitutable by train travel, thence walk (or a short tram trip).  The RP algorithm would 
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calculate the applicable charge rate (function of distance/km, calendar time and geographic 

congestion) distance and congestion level) then multiply this by a MSC of, say, 1.  Part or all 

of the revenue from this MSPT component of RP should be credited as a “loyalty credit” to 

one or more PT fare payment account(s) (e.g. myki) pre-designated by the vehicle owner, say 

in the name of that driver/commuter, thus further encouraging modal shift.  Thus, the MSPT 

RP surcharge and the PT loyalty credit would function as “stick and carrot” incentives. 

 

Trip purpose:  A complex issue, requiring much research to produce an RP design that would 

be efficacious and not meet with widespread public objection.  We will only illustrate the 

importance of trip purpose in designing DWARP in light of the broad goals of RP.  In shifting 

travel from private vehicle to PT or NMT (“active transport”), many vehicle trips simply cannot 

be substituted, thus behavioural change components of a DWARP should not be applied to 

them.  Dedicated freight trucking is obvious. 

 

For example, light commercial vehicle trips for transporting materials (or services), such as 

tradespeople, parcel couriers, cleaners, franchisee dog-groomers and gardeners, etc.  As the 

requirements of end-of-trip activities render these trips not substitutable by PT, could these 

trips be distinguished from purely passenger trips by their timing and positional movement 

patterns?  Also, could these vehicle operators apply for certain DWARP certificate 

classifications that would exempt them from MSPT behavioural charging? 

 

Another example might be paramedical and homecare (e.g. RDNS Australia) vehicle 

operations.  Would emergency vehicles would be exempt from most components of a DWARP 

or RP? 

 

Parking behaviours: 

 

Complex and perhaps difficult to forecast into the longer-term future, given the prospective 

roll-out of large fleets of AVs.  Behavioural changes could be surprising (Ansoff context). 

 

The need for policy-makers to modify or change vehicle parking behaviours depends on the 

following:   

• Is there a localized excess parking demand for available public spaces, and if so, what 

are the reasonable priorities (social and economic utility or disutility) for allocating 

access to (use of) available spaces? 

• What is the economic cost to the public purse of providing parking spaces, or of 

alternative facilities for trips serviced (e.g. by switching to PT or NMT modes)? 

• Given that parking is part of the vehicle journey, consideration of the economic and 

social utility (or disutility) of each vehicle road trip thus facilitated 

 

We recommend that a DWARP system incorporate public parking supply and pricing strategies 

for completeness of pricing the vehicle trip, given that vehicle parking is part of the vehicle 

journey, and the potentially surprising trend changes resulting from switching to AVs. 

Obviously, this will require coordination and integration of state government and municipal 

parking management strategies. 
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GLOSSARY OF ABBREVIATIONS USED 

 

AV  autonomous vehicle, i.e. driverless vehicle 

CBD  central business district 

DWARP dynamic wide area road pricing (or WARP wide area road pricing) 

EV  electric vehicle 

GPS  global positioning system 

IV  Infrastructure Victoria 

LoS  level (quantity) of transport service 

MSC  modal shift coefficient 

MSPT  modal shift to public transport 

NMT  non-motorised transport (active transport, such as cycling and walking) 

PBC  point- or boundary crossing 

PTP  public transport pricing 

QoS  quality of transport service 

RDNS  Royal District Nursing Service 

RP  road pricing 

SWOT  strengths, weaknesses, opportunities and threats (used in strategy analysis) 

TAC  Transport Accident Commission of Victoria 

TDM  travel demand management 

TfL  Transport for London 

UITP  International Union for Public Transport 
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