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ABOUT THE VICTORIAN TRANSPORT ACTION GROUP 

This submission is made by the Victorian Transport Action Group (VTAG), an independent forum 

of transport experts that meets monthly to discuss the challenges of transport in Victoria.  

The members have a range of expertise across transport, planning, State and Local Government, 

IT and the environment, including past employment with Government, Government Agencies, 

the Department of Transport, VicRoads and academia.  

VTAG has an extensive network of connections in local government, planning and public 

transport that it can access for insights into the complexity of transport issues and provide 

options for equitable, practical solutions.  

Members are familiar with the challenges of developing and implementing transport plans across 

all transport modes and understand the difference between blue sky ideas and the reality of 

funding, political interest and community support.  

We are particularly conscious that limits on funding necessitate placing priorities on projects; and 

that in turn leads to communities competing to achieve outcomes that satisfy their needs.  

 

Contact 

  
 

Victorian Transport Action Group 
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SUMMARY 

Infrastructure Victoria’s draft 30-year strategy covers a wide spectrum of Victoria’s infrastructure 

needs and aims. The linking thread between its 95 draft recommendations, is the goal of 

achieving a more prosperous, inclusive and sustainable Victoria.   

The Victorian Transport Action Group (VTAG) strongly supports the State Government’s record 

on major investment in public transport infrastructure, including new and extended railway lines, 

station upgrades, and level crossing removals.  

The 2000’s were the decade of Renewal and Rebranding public transport.  

The 2010’s have been the decade of Infrastructure. 

The focus for the 2020’s needs to shift to vital low-cost improvements in services. 

Service upgrades maximise the benefits from investing in new infrastructure and make trains and 

buses more useful to more people, seven days per week. The public transport network needs to 

move from a purely radial rail system to a more useful integrated web, operating frequently and 

reliably. It needs to be better coordinated, with on road priority and the right pricing. 

This does not mean that infrastructure is not important. We just need to turn away from mega-

projects that soak up available funding for years and invest in more modest (up to $100 m) 

projects that get the best value from these assets. Electric buses, redesign of bus and tram routes, 

coordinated links into development precincts and improved interchanges are examples. 

Over the last year, VTAG has produced ten substantive reports and submissions dealing with 

specific infrastructure issues – ranging from cost effective bus network redesign to precinct 

developments at Caulfield and along the proposed Suburban Rail Link. 

These can be accessed at : Victorian Transport Action Group | Facebook 

This submission is set out for simplicity to focus on: 

• eight proposals that VTAG welcomes and hopes the government will quickly respond to  

• four issues where we think the final Strategy should be strengthened. 

It includes comments on 30 of the 95 recommendations in the draft Strategy. 

It also highlights the overall context that climate change is the greatest global challenge. Whilst 

a lot of focus has been on energy production and the shift to renewable sources, far too little 

attention has been paid to the need to transition to zero emission for public and private transport. 

  

https://www.facebook.com/victoriantransportactiongroup/
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OVERVIEW: CLIMATE CHANGE 

The IV Strategy starts with the theme of Confronting Long Term Challenges and appropriately 

identifies the most urgent of which is the challenge of global warming and climate change.  Given 

the scale and complexity of the climate emergency we are facing and the changes in the 

biosphere that are increasingly critical in determining climate and liveability outcomes and more 

immediate needs such as food and water, there is a need to act quickly and effectively to address 

our global environmental challenge instead of relying on incremental change.  

Scientists are telling us we have almost run out of time if we are to avoid a climate calamity 

and humanity may have only a few years left – or even less to get its act together. Traditional 

approaches are not working – they take too long and have a poor track record, so a new 

approach is needed. Time has run out for incremental change; the switch needs to be turned 

on now, but success will require action on many fronts driven by fundamental system change.   

Roger Taylor “The Future We Must Plan For”,  

Summary of Transport for Everyone’s annual forum 4 December 2020 

VTAG argues that IV should therefore be giving even greater prominence to climate change 

Priority should be given across all sectors to urgent actions that will help meet Government 

targets for reduction of greenhouse gases but also to care for the whole human environment in 

a more sustainable way. 

This is especially relevant to the transport sector in which carbon emissions continue to increase 

even while they are reducing in the energy sector.  As the IV draft reports on page 34:  

Emissions from electricity generation have declined since 2005, gas emissions have stayed 

relatively stable, and transport emissions have increased.  

The only way that Government can achieve the reduction in greenhouse gas emissions in the 

transport sector that it needs to help meet its emissions targets, is to actively encourage modal 

shift away from private vehicles and accelerate the move to active transport and freight on rail. 

The need to reduce emissions runs through like a constant thread through the recommendations 

that VTAG supports in the IV submission. Our concern is that the Commonwealth is not pulling 

in the same direction with the way it sets transport policy and funding. The positive intentions of 

the State Government are clear – but there is a gap between what is said and what is being done 

in the transport space. 

VTAG’s comments in this submission are focussed on our main area of interest – transport., which 

plays a critical role in climate change, how our city operates and our quality of life. 
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EIGHT IV PRIORITIES THAT VTAG SUPPORTS 

VTAG supports the following draft IV recommendations relating to transport infrastructure. These 

should be presented to the Victorian Government as priority initiatives which need early attention 

to adjust the current priority settings for spending on infrastructure. 

1. Zero emission vehicles 

IV recommendation 1. Accelerate the uptake of zero emissions vehicles.  

Within the next five years, require all new public transport buses and coaches, and 

government vehicle fleets, to transition to appropriate zero emissions vehicles where 

available. Incentivise zero emission freight vehicles, and develop design standards and 

payment principles for charging infrastructure. Consider other policy levers to phase out 

all internal combustion engine vehicles during the next 30 years. 

The 2020/21 Victorian Budget announcements in December 2020 included $20 million to be 

invested in a state-wide trial to investigate solutions to achieve a zero-emission bus fleet. The 

Zero Emissions Bus Trial will be run over three years, trialling different technologies on buses.  

Whilst this appears a step in the right direction, there is abundant evidence that zero emissions 

bus fleets are operating successfully around the world and another trial suggests that this is 

only an unreliable technology, many years off. 

Earlier this month Michael Lord of Beyond Zero Emissions said at the 2020 Electric Vehicle 

Vision e-Conference "As a thinktank we don't like to be too political, but I find it funny we keep 

trialling technology that has already become established technology,"  

This is particularly so when Government in September 2019, announced that the Transdev run 

Volgren electric bus trial “will continue until January 2021 and will be reviewed to determine the 

potential to roll out fully electric buses across Victoria”1 

There is no doubt that the State Government is actively pursuing a low emission agenda. In 

September 2020, Minister for Energy, the Environment and Climate Change, Lily D’Ambrosio 

announced a market sounding process that will test industry interest and capacity for new solar, 

wind and other renewable energy projects. It is understood that the process will test the 

capacity of industry to deliver enough to power Melbourne’s train network and a range of other 

Government infrastructure and services. It is hoped this will include provision of renewable 

power resources for electric buses. 

Legislation is already in place to achieve the commitment of net zero emissions by 2050. The 

Government already acknowledges that zero emissions in the public bus fleet is critical to 

achieving that target. 

The Minister of Public Transport, Ben Carroll has demonstrated support for zero emission 

transport and is quoted saying that Victoria should become a global leader in sustainable 

 

1 Australian Bus Corporation, ABC Bus Magazine Issue 386, September 2019, Cover Story 
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transport. But talking the talk is not walking the walk, if another three years will elapse before 

serious commitments are made to adopt zero emissions buses. 

The reality is that a transformation in the industry will occur over the next five years. At 

the recent UITP Zero Emissions Bus seminar attendees were asked to say when authorities 

should commit to stopping the purchase of fossil-fuelled buses. 37% of these experts 

thought the changeover should occur by 2022 and another 44% by 2025. 

In other words, an overwhelming majority of participants believed no new diesel buses 

would be ordered within five years, which is less than the contract renewal period for 

most bus purchases. The implication is that any current bus reform or new contracts 

should be heavily weighted to the assumption that it will require electric bus operation. 

Globally, 80.1 per cent of municipal bus fleets are forecast to be electric by 2040, according to 

charging infrastructure supplier Hitachi ABB. With more than 400,000 e-buses already in service 

today, that number is expected to grow to 2.3 million e-buses by 2040.  

Victoria needs to get on board the E-Bus. 

The next step is for Victoria to develop an electric bus transition plan and engage with more 

bus companies to commence using electric models and assist local manufacturers, the capacity 

to transition to building electric buses at scale within the next three years.  

IV recommendation 48. Remove annual charges while introducing distance-based 

pricing for electric vehicles.  Remove annual up-front charges, such as registration 

fees, while introducing a distance-based road user charge for electric vehicles in the 

next two years. Consider extending this to other types of vehicles on an opt-in basis, 

allowing for expansion over time.  

Although the introduction of charges on new electric vehicles has attracted negative comment, 

the IV recommendation is supported as it is inevitable that as excise charges on petrol and diesel 

decline there will be a cross subsidy to road traffic, unless alternative taxes are introduced to 

offset the huge spending committed to maintenance and improvement of roads. 

The income from the new levies on electric cars, should in the first instance be directed to 

expanding the network of fast charging outlets to provide a secure alternative network built 

around service stations becoming multi-purpose recharge/ refuel/ shopping outlets. 

Victoria should force the pace on national goals for adoption of electric vehicles and support a 

faster changeover to hybrid or battery electric vehicles with interim goals for 2030 and 2035. This 

will give confidence to the market and create opportunities for Australian manufacturers to get 

back into the car industry.  

The new sector of battery replacement and recycling will be a major growth activity over the next 

decade and government should plan for this sector to grow.    
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2. Integrated Transport and Land Use Planning 

IV recommendation 33. Publish Victoria’s transport plan.  

Immediately develop and publish Victoria’s integrated transport plan. Require transport 

and land use plans to align with each other. 

This is possibly the most important of IV’s recommendations . The emphasis on “immediately” is 

welcome recognition that the preparation of a proper Transport Plan is now long overdue. 

The failure of successive governments to comply with section 63 of the Transport Integration Act 

2010 is an underlying cause of some of the poor judgements made in the last decade over 

transport priorities. Technically the 2009 Victorian Transport Plan remains in force -which 

preceded the requirements set out in the Act. This has long since lost its relevance and does not 

include several of the multi-billion projects that make up Victoria’s current transport pipeline. 

The TIA actually specifically requires that a new Transport Plan must be “periodically prepared 

and revised”.  Moreover, it states a Transport Plan must: 

• be prepared having regard to the vision statement, transport system objectives and 

decision making principles of the Act;  

• include medium to long term strategic directions, priorities and actions; 

• include a short-term action plan that is regularly updated; and 

• demonstrate an integrated approach to transport and land use planning.   

There are key long term integrated transport planning issues that are critical if better urban 

design, transport and value capture outcomes to occur in future, include planning for: 

1. The necessary transition to zero emission public and private transport; 

2. Integrated land use and transport planning and decision making; and  

3. Getting value for money from new projects. 

Victoria has a poor record of planning for urban growth alongside the delivery of infrastructure 

– an issue which has drawn repeated negative comments from the Auditor General. 

Sydney has by contrast a strong record of integrated land use and transport planning. The Sydney 

Urban Plan and the Sydney Transport Plan were released on the same day with a common vision 

and a direct linkage between investment and growth of new communities. 

The North West metro project started from a vision of new communities developed around 

transport-oriented activity centres with integrated rail stations at their heart. The project was 

envisaged and designed as a whole end to end service.   

In contrast, the Melbourne Metro has been pieced together for numerous separate projects which 

have resulted in much rework and design problems. (see box) Rather than integrated stations, 

the norm in Melbourne has been new stations in isolated locations surrounded by acres of car 

parking – Tarneit, Williams Landing, Mernda and Caroline Springs being recent examples. 

This should be the change template here in Victoria so opportunities for value creation are 

maximised and many not lost as is currently happening.    

http://www.austlii.edu.au/au/legis/vic/consol_act/tia2010274/s3.html#vision_statement
http://www.austlii.edu.au/au/legis/vic/consol_act/tia2010274/s3.html#transport_system_objectives
http://www.austlii.edu.au/au/legis/vic/consol_act/tia2010274/s3.html#transport_system_objectives
http://www.austlii.edu.au/au/legis/vic/consol_act/tia2010274/s3.html#decision_making_principles
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Box 1:   Fragmentation of transport and land use planning 

The disconnected planning for Melbourne’s Metro –  

Unlike the Sydney Metro, the MM1 Tunnel was not conceived as the upgrade of an entire line and there 
are a series of separate projects intended to deliver the overall outcome. Several of these commenced 
late and exposed problems with previously committed elements, requiring rework. 

Very limited work was done to plan urban growth around the Metro project – despite many of the major 
centres served by the combined projects being subject to urban planning processes (including Sunbury, St 
Albans, Ginifer, Sunshine, Footscray, Arden, Parkville, Domain, Caulfield, Clayton, Noble Park, Dandenong, 
Pakenham and Cranbourne). These plans were drawn up by half a dozen different entities. 

• The MM1 Tunnel itself is defined as an $11 billion project that only runs from South Yarra to 
Kensington . All the contracts and design works focus on just this one section of line.  

• A different organisation (LXRA) was given the job of removing the related level crossings. The 
$1.6 billion CD9 project between Caulfield and Dandenong, was separate to other removals on 
the Sunbury, Pakenham and Cranbourne lines – all under different contracts and conditions. 

• The $2 billion upgrade of power and signalling was delivered alongside CD9 but the works on 
other sections were not coordinated. Additional track changes required at Caulfield were 
bundled into the Glenhuntly grade separation. Multiple additional line closures were needed. 

• The $2.3 billion High-Capacity Metro Trains (HCMT) has struck problems with the specifications 
not being met when tested, requiring an upgrade to the power supply. The concept that they 
could be lengthened to 10 carriages has also run into trouble due to the large number of 
suburban station platforms that need to be extended. 

• The duplication of the Cranbourne line was a further $700-1000 m “add on” project which was 
combined with additional grade separations and power upgrades to enable the line to be 
compatible with Metro trains and run at the required frequency.  

• The overdue $500 m+ extension to serve new housing estates around Clyde has been deferred. 

• The new Pakenham East PSP has been approved – despite the recently added station being 
outside the development area with poor access. The new station was only added to provide for 
the turnback of trains after a new level crossing removal project was announced for Pakenham  

• The late addition of the West Footscray “turnback” – at an undisclosed cost - added a platform 
to enable trains to terminate and return to the city. The new platform has a separate entrance to 
the existing ones. This turnback will become redundant after Airport rail goes into MM1. 

• The Sunbury line needed a similar power and signalling upgrade along with new stabling and 
platform extensions. This was not announced as part of the Metro but separately packaged as 
the $2.1 billion Sunbury line upgrade, after discovering it would not support the Metro trains.  

• Finally, the concept was again dramatically changed by the decision to use half the Metro trains 
to feed into the Melbourne Airport Link at Sunshine (avoiding the need for a new tunnel ). There 
will now not be MARL trains with a layout to accommodate airport travellers 

• The announced MARL travel times and stopping patterns have huge implications for train paths 
on the Metro and fitting in freight and VLine services to Gippsland. This late decision uses  up the 
spare capacity that was intended to improve services to Wyndham and Melton.  

When combined the total cost of the upgrades for the entire MM1 line from Sunbury to Pakenham and 
Cranbourne has amounted to nearly $25 billion with another $10 billion for MARL.  

Despite all these “catch up” projects there remains a key unresolved problem that will be immediately 
apparent on opening – the lack of interchange capacity at Caulfield and South Yarra. 
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3. Plan for growth areas and underprovided areas 

IV recommendation 68. Prioritise infrastructure delivery in growing communities.  

Within two years, empower an appropriate government body to monitor infrastructure 

delivery in new growth areas and priority urban renewal precincts, and proactively 

advise on delivery sequencing and funding. In the next five years, develop program 

business cases for growth areas and precincts that consider the timing, sequencing and 

funding of necessary infrastructure.  

The common view about urban development is that Victoria is too centralised, population is 

growing too fast, urban sprawl is continuing unchecked and soulless housing estates are being 

allowed to develop with no access to public transport.  

There are complicated answers to these views but they each have an element of truth. The most 

obvious issue is the lag between the development of new communities and the delivery of public 

transport. Despite the production of detailed precinct plans for each of these new communities, 

the houses appear long before the schools and public transport. 

In fact bus shelters are often required to be provided by developers only to lie unused and 

vandalised because there is no bus service commenced. There have been some improvements in 

recent years but there are still numerous new communities, particularly in the west and north of 

Melbourne where promised bus routes and train stations only exist on maps. Developers 

exaggerate planned commitments and homebuyers move in with false expectations. 

A process is needed to collect developer contributions earlier and to lock in the government 

share of funding early enough to allow the timing of construction to be synchronised with the 

development of new communities. Too often transport is the last service to be provided. 

Government should take a much more active role and IV has a critical role to play in pointing out 

the priorities and to highlight when the system fails to deliver what has been promised. 

IV recommendation 69. Expand rail access in outer suburbs.   

In the next five years, complete plans to progressively expand access to rail services in 

growth areas and purchase remaining land required for rail corridors and stations. 

Immediately introduce premium bus services toward Clyde, Wollert and the Mornington 

Peninsula. Develop business cases to improve the Melton, Wallan and Wyndham Vale 

corridors, and conduct a feasibility study for a Wollert public transport corridor. 

This is another critical recommendation that IV should pursue. It is inherently linked to the 

lack of a transport plan and the impact that megaprojects have had on drawing funding away 

from  smaller projects which are of higher priority. 

The long-awaited electrification of services to Melton and Wyndham are as far off as ever. 

Extensions to Clyde, Baxter and Wollert remain only as long distant plans whilst the communities 

they are intended to serve have already sprung up and are developing rapidly. Over ten 

communities need train stations within five years including: Cloverton, Beveridge, Jacksons Hill, 

Mt Atkinson, Thornhill Park, Black Forest Rd, Tarneit West, Truganina, Cranbourne East and Clyde.  

All have GAIC funding available but do not appear in the DOT forward planning. 



VTAG Submission to IV 30 year infrastructure strategy Page 11 of 25 

At Mernda, the rail line extension came far too late, resulting in the town developing away from 

the station leaving it marooned in a car park – just as previously happened at Tarneit and Caroline 

Springs. The standard model for DOT planners appears to be that stations should be isolated 

rather than integrated into their communities, in order to provide more parking space. | 

This reflects the lack of connection between land use and transport planning.  

It also reflects the prevailing anti-bus attitudes of transport planners, who fail to see the 

importance of locating bus interchanges at stations located in the heart of the activity centre in 

order to enable efficient collector routes. Historically, this pattern is well established at Victorian 

stations – as recently as the 1980 with the redevelopment of Box Hill. Since then new communities 

have failed to follow this effective model. 

IV recommendation 85. Reform regional public transport to meet local needs.  In 

the next five years, gradually redirect some regional transport funding to redesigned, 

integrated local transport services, based on regional needs assessments, and 

incorporating flexible services that meet local needs. 

The focus on metropolitan development has taken a lot of attention away from the need for 

improved services to regional Victoria. The investment over the last decade in Regional Fast Rail 

has revitalised links between Melbourne and the major regional cities. More recently the current 

Regional Rail Revival projects are boosting capacity and improving frequency for cities further 

away from Melbourne. 

These investments have not been matched by improvement to local transport in regional areas. 

The full benefit of the rail improvements has therefore not been obtained. Despite the economic 

impacts of links to Melbourne, the social benefits of greater access from outlying areas to the 

facilities in regional towns and cities have not kept pace. This preferences the growth of these 

areas as commuter satellite cities rather than growing the local economies in a sustainable way. 

This will become increasingly important as Victoria adjusts to the post COVID world and the shift 

to higher levels of “working from home” generates a sustained growth phase for attractive 

regional centres. 
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4. The tram network 

IV recommendation 47. Abolish the free tram zone.  Immediately abolish the free tram 

zone to improve safety and access for those who need it most. 

VTAG made a detailed submission to the Parliamentary Inquiry advocating abolition of the Free 

Tram Zone. We were gratified that the Committee recommended against any substantive 

expansion of the Zone but disappointed that the strong arguments for abolition were not heeded.  

IV should press the case for abolition with government. There is potential to package this 

with making off peak fares a permanent feature and abolishing the “early bird” free travel. As 

recognised by IV there has been too much election promise interventions skewing fare policy in 

the wrong direction and being counterproductive to an efficient public transport system. 

IV recommendation 41. Reallocate road space to priority transport modes. 

Immediately begin delivering road space reallocation initiatives to assist with COVID-19 

recovery, including projects to better support and enforce priority movement through 

streets and places. Adopt a 5-year target for delivery of further road space allocation 

initiatives. Legislate for faster, simpler, and more consultative road space reallocation in 

government decision-making.  

This is a self-evident recommendation, that repeats what numerous transport experts have said 

for decades. Melbourne lags dramatically on tram and bus priority measures and both networks 

operate at distressingly slow average speeds – a major drag on passenger enthusiasm for trams. 

The issue is why has so little been done? Will the merger of VicRoads result in a more rational 

position within the Department of Transport? Or will external lobbying from motorists’ 

organisations and the car lobby continue to resist simple technical solutions like traffic light 

priority and prevent progress? We hope the authority of IV will see a sea change on priority. 

IV recommendation 42. Redesign tram routes.   

In the next 10 years, redesign tram routes, including short shuttle routes, and reserve 

land for future tram depots, for more capacity in fast growing inner Melbourne areas. 

It is well known that the operator, Yarra trams has repeatedly proposed to government relatively 

low-cost proposals to adjust the historic tram layout and accelerate the purchase of new trams 

to enable the system to keep up with demand and to meet the DDA requirements  

These proposals have only been accepted in small parts by the government. If it had not been 

for COVID-19 the tram network would have been in a crisis of overcrowding by now. 

Funding has now been provided for the Next Generation Tram – but the rationale for this project 

is confused between increasing capacity of the system or simply replacing the Z and A class trams 

which are well beyond their practical operating life. A strategy is needed to rapidly bring these 

trams into operation and plan for an overall increase of 25% in capacity. 

The strategy needs to include a mix of small and large trams to serve the different functions. 

Melbourne really has two networks – light rail where trams operate separate from traffic and the 

“on road” trams which provide a much slower service, absent of proper tram priority measures. 



VTAG Submission to IV 30 year infrastructure strategy Page 13 of 25 

The objective should be to get all tram routes up to a longer span of hours and a minimum of 10 

minute off peak frequency (with peak frequencies and the size of trams on each route set to 

comfortably manage demand). 

IV recommendation 43. Activate urban renewal with new tram links.   

Immediately fund the northern Fishermans Bend tram connection for delivery by 2026. 

Within two to five years, commit to delivering a tram extension to Arden, and to the 

former defence site at Maribyrnong, if required.  

This is also strongly supported. The lack of progress on providing this tram link is a massive drag 

on the development of Fishermans Bend. It is now a decade since the area was given an overnight 

rezoning, but progress has been painfully slow – mainly because no plans were put in place to 

pay for the required infrastructure – despite the opportunity for developer, State and Federal 

funding to commence a logical extension of the Collins St services from Docklands.  

This is a “shovel ready” project which is critical to plans to open the Melbourne University/ RMIT 

Engineering School and activate the former GMH site which the State purchased four years ago 

with great hopes for early development by attracting high technology manufacturing to the 

precinct. But there is no tram! 

Stirring the government into action to fund the 48-tram extension to Fishermans Bend in the next 

budget would be a demonstration that IV’s role is not just theoretical but actually is taken 

seriously as an adviser on infrastructure priorities. 

The introduction of tram extensions and new routes will also be important to major activity 

centres – including Sunshine, Dandenong and the long promised light rail from Caulfield to 

Chadstone and Monash. These must be closely integrated with land use planning to be effective. 

IV recommendation 44. Plan for public transport accessibility, including tram stop 

upgrades.   Release a new Accessible Public Transport Action Plan within one year and 

fund public transport accessibility upgrades, including priority tram stops, to achieve the 

legislated 2032 accessibility targets.  

Disability access is a significant issue for trams, due to the traditional mode of operation from 

street level stops and high floor trams requiring steps to board. The roll out of Superstops and 

purchase of low floor trams is slowly closing this gap.  

However, as the Auditor General has highlighted the pace of change is far short of what would 

be required to achieve the compliance targets (including full compliance by 2032). The idea that 

some routes could be forced to close and be replaced by accessible buses is simply untenable. 

A new strategy is required which includes enabling low floor trams to be fully accessible from 

street stops (by driver activated ramps etc) and speed up the phase out of Z and A class trams.  

One strategy which should be re-examined is to extend the life of B class trams to 2040 and fit 

them with low floor central carriages. This would both expand capacity and quickly make 128 

more trams disability accessible.   
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5. The Bus network 

IV recommendation 62. Reshape the metropolitan bus network.  

By 2025, reshape the metropolitan bus network in Melbourne’s north-west and south-

east in time for the opening of the Melbourne Metro tunnel, including by delivering 

premium bus services that offer increased frequency and faster travel times. In the next 

10 years, continue these reforms elsewhere, including revising the coverage standard 

and using more flexible bus services in lower demand areas.  

A large part of the work of VTAG over the last year has been to argue the case for revitalisation 

of Melbourne bus networks which have suffered from neglect and a failure to undertake regular 

reviews of bus routes. This included a detailed review of the Northern Suburbs buses showing 

how to straighten routes, extend hours and implement a “Useful network” 20-minute frequency. 

This work has drawn heavily on the extensive writing of Peter Parker in his blog 

Melbourneontransit which has progressively analysed many Melbourne bus routes to highlight 

opportunities to realign bus routes, improve frequencies and better link key passenger 

generators. This work should be done within DOT and implemented with budget funding. 

The need for bus reviews goes much further than just the areas that need to be better linked to 

the Melbourne Metro (although that again highlights the lack of integration of Metro planning 

with land use planning and feeder services for the surrounding areas). 

The program of progressive review of all bus routes should be put on a regular five-year 

repeating cycle covering regional Victoria as well as Melbourne. The efficiencies from better use 

of existing resources and the ability to target the injection of increased funding is central. 

IV recommendation 63. Connect suburban jobs through premium buses and road 

upgrades.  I n the next five years, create new premium bus services and better roads to 

connect outer and new growth suburbs to National Employment and Innovation 

Clusters and major employment centres. Consider using a better premium bus service 

instead of trams on the Wellington Road corridor to Rowville.  

This is a highly desirable outcome which should be embedded in the proposed Bus reviews. 

The existing Stud Park bus needs a significant upgrade if the tram project is abandoned. 

IV recommendation 64. Increase suburban rail corridor services and capacity. 

Develop and progressively deliver a prioritised, 15-year network service upgrade 

program for Melbourne’s suburban train corridors, including track, signalling and train 

carriage projects that expand services and help encourage development in locations 

able to manage extra population growth. Continue to improve service frequency 

towards a turn up and go service for more of the day.  

The oft stated DOT objective of “turn up and go” 10-minute off-peak frequencies for all rail 

lines remains distant. The Dandenong and Frankston lines demonstrate the dramatic benefits of 

achieving a level of service that makes timetables redundant.  Longer hours are also important. 

However, such levels of service are only available in the eastern suburbs and places such as 

Sunbury still suffer 40-minute gaps between trains – despite being the destination for Metro.  

https://melbourneontransit.blogspot.com/
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6. Rail network development 

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

Immediately after the Melbourne Metro opens in 2025, reconfigure the city loop to 

allow for more cross-city train services.  

The reconfiguration of the loop has an intermediate level cost but it would further substantially 

boost the capacity of the city rail lines, which are underutilised for half of each trains journey 

around the Loop. The efficiency of running services “end to end” and the more efficient use of 

the Loop tunnels and the Flinders St viaduct would greatly improve the rail network. 

Reconfiguration would create a true Metro experience where people become more used to 

changing trains to reach their destination. Importantly, it would also end the peculiar 

Melbourne issue of trains travelling in different directions at different times or having to do a 

tour of the Loop before leaving the city. Creating a “northern” and “southern” corridor would 

mean each pair of lines would pass through stations in both directions, making it a true Metro. 

This issue has been discussed in greater detail by Rail Futures Institute and they make clear that 

the only window to construct this option would be immediately after the new Metro 1 creates a 

surplus of capacity for 2 or 3 years which would enable the disruption to some loop services to 

be accommodated. This is an opportunity that must not be let slip. 

IV recommendation 66. Prepare for Melbourne Metro Two.   

Within five years, complete the Melbourne Metro Two business case to protect the land 

required to construct it. To manage and grow demand along the proposed corridor, 

introduce premium bus services between Newport and Fishermans Bend, and between 

Victoria Park and Parkville, within five years.  

Metro 2 is a soundly based plan to deal with the remaining major capacity issue on the Geelong, 

Mernda and Hurstbridge lines which will become acute after 2030. This recommendation is also 

central to putting in place a pipeline of major works which are planned well enough ahead and 

properly scrutinised before construction commences – avoiding the problems that the Westgate 

Tunnel project has been beset by. 

However, the business case should be prepared sooner than 2025 and the issue of reserving the 

remaining gaps in land that would be required should be addressed in parallel. Construction 

should ideally be scheduled to come after the Loop reconfiguration – in the window 2028-2033, 

by which time the need for the fourth corridor linking lines through the city will be urgent. 

Suburban Rail loop 

The unusual thing about the IV strategy is that there are a handful of references to the Suburban 

Rail Loop – and not a single recommendation – despite it being Melbourne’s biggest project ever. 

It is likely to take 30 years to deliver, consuming at least half the available capital to 2050.  

Suburban Rail Loop has the potential to suck available funding away from many other worthwhile 

projects.  IV should therefore promote other lower cost solutions for cross-suburban public 

transport, including a revamped bus network, tram extensions and light rail. 
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The proposal to Improve service levels on existing bus routes and introduce new routes that 

mirror the entire Suburban Rail Loop (SRL) project, to start building demand in advance of that 

project is an excellent one that VTAG has been actively lobbying for. 

It is not directly included as a recommendation with the draft Strategy and IV is urged to add this 

recommendation to directly draw its importance to government attention. This is essential to 

start influencing land use patterns and build patronage demand on the planned corridors. 

The level of consultation on SRL is not adequate for a project of this size and duration.  

There has been no proper public discussion of the proposed route and the choice of the 

interchange hubs. The lack of intermediate station (to collect patronage) and the options for the 

technology all need a proper public airing. To date there have only been surveys to find out more 

about public views of the chosen specific locations for stations. 

The absence of a detailed business case and some research to demonstrate the validity of the 

improbable prediction of 400,000 passengers a day should be a pre-requisite before work 

charges ahead with a design of unclear provenance or substance. 

The whole purpose of establishing Infrastructure Victoria (and its national equivalent 

Infrastructure Australia) was to provide independent advice to government on priorities and 

dispassionately assess projects to test their merits.  The fact that SRL came as a surprise in the 

midst of an election campaign without any background research or consultation highlights its 

unexplored merits compared to MM2 (the subject of a decade of development and planning.) 

The IV 30-year Infrastructure Plan is strangely silent about SRL despite the fact it will represent at 

least 50% of transport infrastructure spending for the next decade or two. The matter should be 

addressed, despite government sensitivity on the topic, and recommendations made both about 

process and the merits of this huge, proposed investment. 

Melbourne Airport Rail Link (MARL)  

The Melbourne Airport Rail Link has been negotiated between the State and Federal 

Governments, again without any effective public consultation. The last-minute decision to use 

normal Metro trains from the Pakenham and Cranbourne Line is regretted as it will provide a 

poorer service than could have been. This appears to be a done deal and current consultation is 

focussed on minor aspects.  Given that $10 billion is committed to the project – this is remarkable. 

Even major issues like the promised “transport hub” at Sunshine remain very opaque. It would 

seem this has been reduced to just a modest upgrade which may not even include additional 

platforms. The merits of these late changes have not been tested and no explanation given why 

a significantly downsized project is still being quoted as costing the same $10 Billion 

The flow-on implications from integrating MARL into MM1 are serious and it has removed the 

capacity for MM1 to service an electrified Melton corridor, It may be possible to fit in up to four 

trains per hour to Melton, but this is only half of the forecast 2030 requirement and would come 

at the expense of services to Sunbury – another rapidly growing community. 

Again we are seeing a $10 billion project being waived through with minimal public discussion 

of the design and no comment within the IV draft strategy.   
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7. Active transport (walking and riding) 

IV recommendation 38. Partner with local governments to fund pedestrian 

infrastructure. Partner with local government to fund pedestrian infrastructure 

upgrades to connect people to priority places, including central Melbourne, the 

Monash National Employment and Innovation Cluster, other activity centres and 

railway stations. 

IV recommendation 39. Transform cycling in Melbourne, Ballarat, Bendigo 

and Geelong. In the next five years, deliver separated cycle ways and invest in 

train station bicycle parking facilities to expand the cycling network in Melbourne, 

Ballarat, Bendigo and Geelong. Immediate priorities include connections within 

and between Melbourne CBD and surrounding suburbs, and connections to the 

Monash, Latrobe and Sunshine National Employment and Innovation Centres. 

IV recommendation 40. Improve walking and cycling data to better estimate 

travel impacts and benefits.  Immediately begin developing better walking and 

cycling information and data. In the next three years, incorporate this data and 

information into Victorian Government transport models used for strategic and 

project planning, and project appraisal.  

Advocacy for active transport modes is nothing new, there have been positive noises 

from government for at least four decades. Officially there is a commitment to  

“20-minute neighbourhoods” which should be driving the structure of all local activity 

centres to ensure a wide range of community services are accessibly located. 

The reality is that not a lot has changed and investment in pedestrian and cycling 

facilities has been modest, poorly planned and often resulting in disconnected networks 

that fail to offer the convenience that is claimed. 

A striking failure has been the low profile and scant record of achievement of the Active 

Transport branch of DOT. The Unit, established as an election promise over 10 years 

ago, has little internal leverage and apart from some general statements of intent, the 

government level of investment has actually declined. 

IV recommendation 19. Incorporate personal mobility devices in regulation. 

In the next two years, incorporate nationally consistent rules for personal 

mobility devices in Victorian legislation, develop a standard and state-wide 

regulatory framework for shared mobility schemes, and update existing active 

transport design standards to better accommodate devices.  

The failure of government regulation to keep up with the rapid advance of technology 

for personal mobility devices – including electric bikes and scooters, hover boards and 

motorised wheelchairs is striking. The result has been the failure of the first generation 

of rental bike schemes and a proliferation of devices that create hazards to pedestrians, 

yet are unsafe to use on roads. Speed limits for these devices are essential to protect 

pedestrians, as they are inevitably used on paths not intended for fast moving vehicles.  
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8. Improving freight services 

IV recommendation 26. Purchase land for Melbourne’s future freight terminals.  In 

the next five years, buy the land and develop business cases for new intermodal freight 

terminals and precincts at Truganina and Beveridge to deliver a terminal in time for the 

completion of the Inland Rail project. 

There is a lack of clarity about the overall freight strategy and the issue of whether Melbourne 

needs, or can support, two major terminals. The reality is that the strategy first adopted over 30 

years ago to develop inland terminals at Altona, Dandenong and Somerton is still in the process 

of being implemented. Rail links to the Port of Melbourne have only recently been funded. 

A fundamental problem is that for all the merits of the Truganina site, it is dependent on a multi-

billion new freight line to make it work. A proper, transparent public process is needed to assess 

the two sites to resolve how they will work with the existing three terminals and the Port . A 

freight plan is needed including a realistic staged strategy to develop the most effective location. 

This needs to be closely related to the Ports Plan, which still maintains Bay West as a long-term 

option. However, changes in the economic outlook and trade may have pushed Bay West far into 

the future, given the potential to make the existing port more efficient. 

IV recommendation 78. Revise the Murray Basin Rail project plan. Immediately 

revise the Murray Basin Rail project plan, informed by the project's business case review.  

This project is a demonstration of why more public transparency is needed in project planning. 

The numerous mistakes and misjudgements have resulted in repairs being ripped up and 

replaced. The issues need to be fixed, but the underlying problem of how Victoria’s transitions 

to mostly standard gauge outside of Melbourne remains unresolved.  

IV recommendation 79. Fund an ongoing regional rail freight maintenance 

program.  Immediately fund an ongoing periodic regional freight rail maintenance 

program, informed by a publicly available network asset management plan. 

The issues with the Murray Basin project reflect just how far the regional rail network was 

allowed to deteriorate over decades. There is a need for a step change in the level of spending 

if the system is to be lifted to a reliable level for increased freight movements.  

This requires increased spending and can’t all be recovered from increased freight charges. 

There is a high level of cross subsidy to trucks which do not pay their way in terms of damage 

to roads. Fixing the funding balance and providing fast, regular freight services (including the 

opportunities opened by Inland Rail) should see tens of thousands of trucks replaced with trains 

for long distance haulage.   
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FOUR IV PRIORITIES THAT VTAG HAS CONCERNS ABOUT 

9. Fares 

IV recommendation 46. Price each public transport mode differently.  Immediately 

introduce different fares on each public transport mode to reflect their different costs 

and benefits and to encourage their best use. 

VTAG is strongly opposed to this recommendation .  As explained in our submission on fares 

to IV at the time. Melbourne has a good fare system – albeit one of the flattest charges in the 

world. The path to increasing patronage and maximising the benefits from investments in public 

transport infrastructure is to increase frequency and reliability, not making the ticket system more 

complicated. Or needlessly reduce the farebox revenue. 

Fares structures are not an 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.  

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 a multi-leg, multi-modal system was 

essential in Melbourne if public transport were to attract a higher mode share.   

Most public transport trips in a dispersed city with such a diversity of origins and destinations, 

require either a change of vehicle or change of mode. Previously, fares for multi modal journeys 

included a flag-fall and distance-based charge for each leg of the journey.  Not only was the need 

to change modes a discouragement, but there was a price penalty too. 

The IV 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. The changes being made to 

the design of the rail network are predicated on passengers being more willing to change trains. 

One of our greatest assets in Melbourne, has been the introduction of multi-modal ticketing 

systems – Metcard, and then myki . These enable people to travel seamlessly around the whole 

network as much as they want or need to with fares capped at a daily price.  

The adoption of swipe card technology has enabled a simple, system wide system that is easily 

understood and simple to use (despite some of the idiosyncratic variations in rules). Moreover, 

myki provides an ability to adjust fares automatically and could support a much more 

sophisticated fare structure than currently used. 

Because small coins are no longer necessary, there is no longer a need to stick with rounded 

fares. In fact, with myki a lot of people pay little attention to the exact fare charged but focus on 

the broad costs and ensuring they maintain a positive balance. This is even more so for the 

significant proportion of people using automatic top up arrangements or a myki pass. 

This makes the fare less “front of mind” and passengers fairly price insensitive and inelastic in 

demand, unlikely to change their travel mode due to ticket prices. Creating a system with complex 

calculations for the combined fare for multi-leg trips will make it even less transparent to the 

traveller who will only know at the end how much has been deducted from their card. 
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Differential pricing by mode would kill the viability of the Suburban Rail Loop as currently 

proposed. Because there are no collector stations between the proposed interchanges, it would 

depend heavily on many multi-mode trips to it, mostly involving bus. Separating the fares for 

different modes would therefore make it an unattractive option. 

Lower income groups would be disproportionately hit with pricing of fares by mode. It is 

unacceptable to argue that it would be a better social outcome to deter pensioners, children, 

and low-income people to use a (theoretical) alternative bus route on the basis of a significant 

price difference in the fare.  

There is no gain from discouraging people using trains for no sound reason. Maximising the 

use of public transport infrastructure has major benefits for society on environmental and social 

grounds. To the extent that services are crowded, then additional services are required if we are 

to meet objectives – including emissions reductions and greater social equity. 

A 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. Uniform fares trade off two 

opposing considerations: 

• Outer suburbs cost more to service, which could be reflected in higher fares  

• However, the service provided is worse, longer distance against less frequent service    

• Inner suburbs benefit from historic investment, which understates the true cost 

• The marginal cost of expanding inner city travel is very high, but benefits both groups. 

IV recommendation 45. Adopt peak and off-peak public transport fares.  Introduce 

permanent peak and off-peak fares on public transport and discontinue payment 

options that undermine their demand management effects. 

The prime reform needed is the adoption of off-peak fares on a permanent basis with some 

refinements that keep the public-facing elements simple and well understood. There needs to be 

more transparency in how fares are set and indexed.  

The government recently introduced Off-Peak fares on a temporary basis, with a 30% discount 

on all weekday trips, except those wholly in Zone 2 (which are already effectively discounted). 

This discount matches the existing 30% on V/Line services. 

Having made the initial jump due to COVID, the government needs to find a way to fund a 

permanent shift to off-peak fares. Abolition of the FTZ and the Early Bird discount are obvious 

offsets, as they are not effective measures. (Early bird travellers would still get off peak discounts) 

Careful adjustment of fares provides another option for maintaining the fare box revenue (and 

available funds for service improvement). 

VTAG proposed to the Parliamentary Inquiry a scenario to achieve a 20% off peak differential 

over 4 years without reducing the farebox total revenue by 5% differential increases on peak hour 

fares. This proposal was referred to in the Committee report and could be significantly improved 

given the subsequent developments.   
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10. Inequity in transport access 

VTAG sees one of the bigger issues facing the government and community is the seemingly low 

priority given to the principles of Equity and Access to transport service provision  

Instead, it seems there is an active principle of “political advantage” that has been used as the 

basis for choosing transport priorities for decades. If this continues for the next 30 years, the 

transport service system will end up even more biased and inequitable than it is currently.  

A quick look at service provision in the west of Melbourne compared to other parts of the city 

shows the inequitable outcomes of prior decisions.  

• The frequency of train and bus services is lower and overcrowding more pronounced 

• Fewer stations, trams and slower bus routes than in the east 

• The bulk of rail upgrades and level crossing removals have been in the east 

• The grid of arterial roads in the west is nearly half the density and of poorer standards 

than in the east 

RFI’s Melbourne Rail Plan 2020-50 (Figures 57 on pp151,) based on the SNAMUTS Accessibility 

index data for 2016, shows visually how that inequity results in much worse accessibility in the 

west and north, where red and dark red predominate. The Outer East also suffers poor access. 

 

This is likely to continue for 30 more years without conscious intervention to Improve equity and 

access for Western region communities where there are comparatively fewer stations, tram or 

light rail services to name a few Gaps. 
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The need for recommendations on equity 

The word “equity” is used 12 times in the draft IV Strategy – which indicates the significance of 

social equity is at least recognised. However there are no recommendations which directly 

address the inequitable distribution of services and the social biases in the way public transport 

services are framed as a “poor cousin” to more affluent motorists. Roads nevertheless get the 

lion’s share of infrastructure spending when this only further widens the equity gap. 

The draft strategy should be sharpened by directly addressing this issue and recommending: 

• Remedial action to redress the geographic imbalances in service provision; 

• Development of performance measures to track the relative provision of services in 

different localities and measures to rectify these imbalances; 

• Redressing the bias in favour of roads, given the gap opened up by decades of 

preferential funding; 

• Further measures to address the special needs of low-income people, the aged and 

disadvantaged in terms of access to services;  (This should not be seen solely through 

the prism of disability – even given that aspect of inequality is very poorly addressed). 
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11. Precinct development 

The lack of coordination between transport and land use planning shows up most dramatically 

when one considers the disconnect between rail projects and the precincts they serve. 

Despite the billions invested in level crossing removals, there has been minimal work planning 

for the re-development of the surrounding precincts – with the focus almost entirely on adjacent 

beautification works as part of selling projects to the local community. 

Of the more than 20 precincts with new grade separated stations, it would appear that Gardiner 

is the only one in which a related apartment development has actually commenced as a result of 

government planning. A deck was built for a development at Ormond that never proceeded, a 

plaza at South Yarra was blocked and many new stations stand incongruously with unused land 

and car parks surrounding them. 

The private sector has not been slow to see advantages in places like Carnegie where unplanned 

development has occurred. Part of the failing is that DOT has only considered developments on 

VicTrack land as “within scope” and not taken a precinct-based view. 

Caulfield station 

A classic example is Caulfield station – where no fewer than three studies are happening in parallel 

about the surrounding precinct – with no connection to the rail improvements and no 

consideration of the blockage that the station creates between the north and the south. 

The VTAG paper on Caulfield sets out the problem for Metro passengers due to the lack of 

interchange capacity. It proposes a new concourse (similar to those at North Melbourne, 

Ringwood or Footscray) which could solve both problems at a cost of around $50 million. 

The DOT answer to this paper was to highlight additional trackwork to improve train movements 

– ignoring the difficulties passengers will have to get on those trains. 

Sunshine 

The Victorian Planning Authority produced a detailed structure plan for the Sunshine National 

Employment and Innovation Cluster (NEIC) which was promptly shelved. The government has 

declared Sunshine a “priority precinct” but no public process for development. It is also identified 

in Plan Melbourne as a Metropolitan Activity Centre – with no consequence as to what this means. 

The DOT focus has been solely on the station and how it might be redesigned to accommodate 

all the different future services. Ultimately, it seems the plan has been scaled back to a minimal 

upgrade that shares the Sunbury line trains with the Airport. 

The Council and community groups have produced three separate plans for their vision for 

Sunshine as a community, consolidating development around the station and turning the current 

acres of car park into a complete community with a full range of services. 

IV should make specific recommendations about the need to consolidate precinct plans 

with rail upgrades and cite Caulfield and Sunshine as two locations where this has failed.  

https://l.facebook.com/l.php?u=https%3A%2F%2Fdrive.google.com%2Ffile%2Fd%2F1expKrdEfooNsP3CVb_W24wgI52Cs5zSY%2Fview%3Fusp%3Dsharing%26fbclid%3DIwAR0fohADgnX34-ooz8yQc0ztfv0SI0koOtDrzvquhLoe9jASE3yOPeUAZog&h=AT18AczXECMZuI7vh0xxAJ5D1O-byY3htMr9AE_D_9XQGFlx3usfP6FtsXsxz4zqWA3zCjrEv9rjMQBTIuoCXM1vJPI7dBkEAl3Aub7ffyaAg4CFs-esifyQfMFGhHP3gQ&__tn__=-UK-R&c%5b0%5d=AT3uB1S_i2v-LnadA94t3lDD2A6_BPK1kwZh_L9kaIe33rNyuvD4JQiKxUpcwYAEcc3a5EQxevHk_1ra7xkR_Hkn_LpbV8GJIJZ1MCz9YGQfefA4PXYz8cPuyfqa8DGr-8dwRSPYPIL5U1fXp4FiSqN2gYghw5-xYXlygWYR8Ujp7Q
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12. Parking and Congestion Pricing 

IV recommendation 50. Increase and extend the Melbourne Congestion Levy on 

parking.  In the next two years, review the Melbourne Congestion Levy on parking to 

increase its value, expand the properties it applies to, and cover a wider area including 

Richmond, South Yarra, Windsor and Prahran. Consider applying a similar levy to other 

highly congested parts of Melbourne which have good public transport alternatives.  

IV recommendation 53. Trial demand-responsive pricing on parking in inner 

Melbourne. Trial demand-responsive pricing on street and council-controlled parking in 

inner Melbourne in the next five years.  

IV recommendation 54. Price parking at major public transport hubs, all train 

stations and park-and-rides.  In the next five years, introduce pricing of parking at major 

public transport hubs, followed by all train stations and park-and rides, to help encourage 

using public and active transport for access. 

Whilst the costs of parking to the community are substantially under-recovered, this is not 

widely understood by the average driver who feels the escalation in parking costs in recent 

years is already intolerable and unjustified. 

The provision of additional free parking has been a popular political promise in recent years, 

but the funding allocated to it are quite disproportionate to the lesser amounts needed to 

upgrade feeder bus service frequency and span of hours to serve many more people.  

There would be strong resistance to the introduction of fees for existing parking spaces and 

there does not seem to be any appetite to even introduce fees for newly provided spaces. 

In this climate recommendation 54 seems unrealistic but it would further public debate on the 

subject if it were to be reworded as follows: 

Over the next five years, introduce parking fees for newly provided car parks at stations, 

and where parking for train passengers at major hubs is adjacent to commercial parking. 

The revenues should be directed to upgrade feeder bus services to demonstrate this is 

not a “new tax”. This will encourage use of public and active transport for station access. 

IV recommendation 51. Incorporate congestion pricing for all new metropolitan 

freeways.  Apply congestion reducing tolls to all new metropolitan freeways, including 

the North East Link.  

IV recommendation 52. Trial full-scale congestion pricing in inner Melbourne.  

In the next five years, trial full-scale congestion pricing in inner Melbourne 

IV recommendation 55. Phase out fixed road user charges and introduce user pays 

charging.  In the next 10 years, replace fixed road user charges with variable distance-

based and congestion charges. Ensure user pays charging reflects the relative costs of 

providing roads, and encourages drivers to change their behaviour. 
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The introduction of congestion charging is another difficult topic – despite the inevitability to 

this occurring in the medium to long term future. Its application in other cities, notably London, 

show what is possible but there are many issues in how it is applied, including equity. 

It is the classic “political hot potato” that no-one wants to touch, and as IV’s own work 

demonstrates there are divided opinions and a low level of understanding about the concept 

across the general public – who have high degrees of scepticism about any “new tax” 

The positive signs is that tolling of freeways is now widely accepted as appropriate – a long way 

from the anti-toll campaign over EastLink, some 15 years ago. Recommendation 51 therefore 

now sits as uncontroversial – and is actually a condition for Federal funding. 

Recommendation 52 is unrealistic as there is no way to “trial full scale” congestion charging as 

the technology required is substantial and can’t be easily turned on and off.  One option might 

be to have differential peak tolls on the major freeways leading to Melbourne and potentially 

surcharges on the offramps leading to central Melbourne.  

However this would be difficult under existing contracts and inequitable, given the absence of 

tolls on the Eastern and Westgate freeways. 

VTAG believes this is a debate on congestion pricing to achieve a similar shift in views. IV and 

the City of Melbourne are probably the best placed to lead it. Possibly the most productive way 

to address the “public understanding problem” is a community engagement process over 2 or 3 

years to explore the concept of congestion pricing, and how it might apply in Melbourne.  

Accordingly VTAG suggests that Recommendation 52 be replaced by one focussing on the path 

to achieving congestion pricing in Melbourne by 2030 – hopefully through bipartisan 

community engagement. 

 

CONCLUSION 

VTAG looks forward to further engagement with Infrastructure Victoria, the Department of 

Transport and other agencies of government to discuss the many issues raised in the draft  

30-year infrastructure strategy. 

There are many good things in the strategy, which the government needs to act on. 

There are also gaps which need to be highlighted. 

The urgency of these issues is underpinned by the challenge of climate change. A thirty-year 

strategy is mapping the path to 2050 – by when (and probably before) Australia needs to have 

achieved nil net emissions if the world is to remain manageably liveable in a similar state to today. 

Infrastructure Victoria is one of the few agencies looking this far ahead.  

IV needs to constantly remind the rest of government not to continue planning the same way 

they have in the past but to recognise the challenges and act on the messages that have been 

loudly resonating for years. New implementation of new policies and priorities is urgent. 

 




