INTRODUCING

InterCity:

HOW REGIONAL RAIL CAN

REBALANCE

POPULATION GROWTH

AND CREATE AGTATE OF
AN VICTORIA

This paper has been prepared IRail Futures Institute in the flic intereg.

Rail Futures Institutés an independent non-parisan groupformed to advocate
cost-effective rail and intermodal solutions for plic transpat and freight
problems basedon sound commercial, economic and social reasoningral

Futures members idade experienced rail profeemals, decision-makers,
engineers and economists.

Rail Futures Institute
July 2016

Secretary:
Dr E W Russell
PO Box 1257, Carlton Vic 3053



CONTENTS

L (=] 2= o =T P PPRRRPPR 4.
EXECULIVE SUMMIAIY ..eiee e i it i e ittt e et e e e e e e e e st e e e e e e eeeesesaa e e et aeeeeeeeeeeeesassanneeebeaneeeeeeaeesssnannntsntnnneeeaaeensens 5.
] =Y (=T (o o o [Ty Yo =T o =R 9..
1.1 T 0o [1 o 1o o AU 10.
1.2 [0 0101 F= LT I | 011, 1 o RSP 10..
1.3 PLANNING POCY ...ttt ettt e s e e e e 12..
1.3.1 Victoria Planning ProVviSioNs (VPPRS)......c.uuiiiiiiit e 12
1.3.2  Regional growWth PlanS........ceiiei oo e e a e e e e e e 13.
1.3.3  Plan MeIDOUINE....cciiiiii ettt ettt e e e e e e e sttt e e e e e e e e e e s e e et bsaeeeeaaaaeeeaeas 14..
1.4 Integrated tranSPOrt PIANNING..........coiiiiiii e 17.
15 Rail strategy and QOVEIMANCE.............cociiuiiiiiieee e eee e e e e e e e e e e e e s e s s rreeeeaeeeesaasnnranes 19.
A Y o] o] o0 1 o] 0 L OO PP PP PP PPPPPPTTPPPPPPPP 22...
[A o= " f e " eZ o dm s e 30..
3.1 FIrm fFOUNOALIONS. ... eeiiiieie ettt e b e e eennneas 30..
3.2 Regional rail FENAISSANCE ... ....cii ittt e e e s aannee e s 32.
3.3 Rail service pattern and frEQUENCIES ......c.oiiiiiiiee e 33
3.4 JOUINEY MBS, ..ttt ettt ettt e e e skt e e e e s bbbt e e e s bb et e e e s abbb e e e e e anbbeeeeeasnbneeeeeans 33..
3.5 Service quality and reliability............c.eeeiiiiiiii e 34.
3.6 Patronage GroWEN..........ei i a e 35..
3.7 N o T 1 =T o = 11T OO PP T PUPPPTROPPPR 36..
3.8 Network capacity and KEY GANS .......iuuuiiieiiiiiie ettt e 38.
3.9 PTV Regional Network Development Plan (RNDR)............ooeiiiiiiiiiiiiee e 39
4. The DIUEPIINTINTEICILY....cei ittt ettt e e et b e e e e e bb e e e s e nnbbee e e e nnnaed A2.
4.1 InterCity- regional rail transformed. ... 42
4.2 Phased iNVeSIMENTt PrOgIraL........cuuii ittt e e e e e e e e e b e e e e e e e e e e aaananes 43.
421 PRhasS@ 1: 10 2026......ccccueeeiiiiieiie e e e e e ettt te e e e e e e e e e e s e raaaaeea e e e e e —rranraraaaaeeeaeaaaanns 43..
4.2.2  PRASE 2: 10 2040......ce ittt ettt bne e nanee e 44.
4.3 SEVICE PALLEINS. ....eeie ittt ettt ettt e e e ettt e e s e et bt e e e st b et e e e e nbb e e e e e annees 46.
4.4 JOUINEY MBS, ..ttt ettt ettt e e e s h et e e e s bbbt e e e e sabb et e e e s abbb e e e e e aabbeeeeeesnbneeeeeans 47..
4.5 MEIDOUINE AINPOIL ...t e e e e e et e e e e e e e e e anbbb b reeeaaaaeeas 48.
4.6 High Speed rail (HSR).....oi ittt e e e sbae e e e e 49.
4.7 CroSS-CoUNTIYRIONAI FOULES. ....cciiiiiiiie ittt e e e enaeeee s 50Q.
4.8 New centres, NEW travel PAtterNS............uueiiiiiiiie e 51
4.9 The regions tranSfOrMEM............iiiiieice e e e e e e st rrreeaaeeeeas 52.
5. InterCityphased iNVESIMENT PrOGraML.........coui ittt e e e e e e e et e e e e e e e e e e e aaaannaees h3.
51 South-West:  Geelong and WarrnambaQl.............cooooiiiiiiii e 53
5.2 West:  Ballarat, Ararat and HOrSham.............ccoovviiiiiiiiiic e 55
5.3 North-West:  Echuca/Swan Hill via BENIg0...........c.coviiiiiiiiiiiicec e 57
54 North-East:  Shepparton/AlIDury via SEYMOUL.........c.uuiiiiiiiiiiiee et 59
5.5 East: Traralgon and Bairnsdale via Dandenong..........cccooviiciiriiiiieeieeee e isssiinieeeeeeeeee e 62
5.6 CrOSS-COUNIIPOULES ...ttt e e e e e e e et e e e et e ettt e ettt e et e e be b s e e s e e e e e e e eeaeeaeeeeeeeeeeesnnnnbnnnnnnan 66.
6. A new strategic POIICY fraMEWOIK..........oviiiiiii i e e e e e e s e s rrreeeeeeesensnnnnnes 69.

Introducing InterCity Rail Futures Institute, July 2016 2



6.1  Roleofgovernmentf et —S3 0'Zfeece%o. b fmmcmBuiiiiiieeee e 69

6.2 o] 0101 F= L1 T T | 011, 1 o RSP 69.
6.3 L= LT T o o] Ty Y/ UEEPPRR 70..
6.4 Rail strategy and gOVEINANCE...........ccceiiiiiieeeiiiiiiee e iiiiee e et e e s eesssnreeeessineee e s nnneee e d
6.5 Integrated transport PlanniNg........cccvveieiiiiee e srrrrrr e e e e e e e e s snnnrnnneeeeeeee s L L
28 L1210 =T 4 1T 1 7= 110 o TSP 12...
7.1 A DOIA UNAEITAKING ...ttt e et e e st e e e e s sabneeeeeaa 12..
7.2 Evaluating the DUSINESS CASE.....ccuiiiii ittt e e e e e e e e e e e e e e e aannns 72.
7.3 A PRASEA PIAIL. ...t 72..
7.4 Funding, growth and vValue CaPLULE..........coiiiiiii et 73
7.5 Long-term, strategic and ENAUING........ccieeeieiiiiiiee e e e e e e e e s s rrreeaaeeeeas 73
Appendix A: Journey time improvements1992 t0 2018.........ccoovvvveeiiiiiiieeiiiiiiee e sieee e 4
Appendix B: Regional Network Development Plan (RNDP) analysis.........cccccccceeeiiiiiieeesiiieeeessninenn e D
Appendix C: RNDP projects COmMPar@aiiherCity..........cuuereeiiureieeeiiiiieeessniieeeessieeeesssstneeesssssreeesssnssnes 77
FIGURES
Figure 1: InterCity blueprint at 2040, Phases 1 and 2 combined.............cccvviiiiiiiiiiiniii e 7.
Figure 2: Population growth ProjECHIONS..........ciiiiiiiiiie ittt e e e e e e e nneees 11
Figure 3: Regional Victoria Settlement Framework Plan.............ccoouiiiiii e 13
Figure 4: Population density of Cities globally...........cooiiiiiii 25.
Figure 5: Victoria's rail NEWOIK tOAY...........cc.uuiiiiieiie e e e e e e s e s rareeeeeas 29.
Figure 6: V/Line reliability and punctuality data..............cooiiiiiiiiiiiii e 35.
Figure 7: Increase in patronage for regional rail over the last twenty years..........ccococeeeiiiiieeiiiiineeens 35
Figure 8: Rail mode share of COMMULING JOUIMEYS........cooiiiiiiiiiiiiiiiie et 36
<Wo—"F al <..—'""cfie co—Ft%"f—1tt "t%o< e fl.fuZ fra T oS8BTV
Figure 10interCityphased iNVESIMENT PrOOIaAIM.........uuiiiiiiiiiiee ettt e sbeee e e e sebeeee e n 43
Figure 11: ProposddterCityregional rail passenger network at the conclusion of Phase 2026............. 44
Figure 12: ProposelterCityregional rail passenger network at the conclusion of Phaséa2in 204Q........ 45
Figure 13: Service frequencies: 2016 compared to indicative InterCity Phasgé1.an.............ccccoeeo..... 47
Figure 14: Typical journey times in 2016 compared to InterCity in 2026 &d.20............cccoeviiiniiviirinneen 48
FIGUIe 15: GEEIONG IMEIIQ.. .....eiiiiiiiiiie ettt ettt ettt e e sttt e e e s abb et e e e et b ae e e e s ansnneee s 54..
Figure 16: Potential Latrobe MELIO SEIVICE......uuiiieeei ettt et e e e e e s e s r e e e e e e s e s sensnnareereeeeaeeaesenanns 63.
Figure 17interCityproposals relating to Murray Basin Project............cccceeeiiiiieiiiiiiieec e 68
BOXES
BOX 12 PIaN MEIDOUIME ...ttt ettt e e s st e e e sk e e e e s aabr e e e e e s abreeeeenanes 17..
BOX 2: HOW raiil BUIIE VICTOTIAL.......oo ittt n e s 31.
Box 3: Gauge standardisation: Lessons from a failure in future-proofing........ccccccceveeeevviiicciiinennnnnn 41
‘S NA SEUfT—teB o S R e 62
Box 5: Planning failure: How the noose is tightening on the Dandenong corridor.............cccccvvvvveeeennen.. 65

Introducing InterCity Rail Futures Institute, July 2016 3



PREFACE

This report has been prepared by a team of transport and planning exaette Rail Futures Institute. It
provides a blueprint for the next thirty years of regional rail development iroviat to support projected
population growth.

Our contention is that the challenges of population growth will require fundamesitélts in strategic policy,
and that regional Victoria should play a much greater role in terms of growth and afaweint.

Our rail blueprint shows how such development, through phased investmantntake a significant
contributionto et f—<e% —St ‘"feefe—je e f_— "5 ' 7 %o f—¢bydedding AAdf ce<* %o ‘', E T
supporting substantially larger growth in Victorian regional cities and towns thaniigently projected.

Achievement of these outcomes will require complementary policies prodjrams beyond rail strategy. .

Government also needs to take a strong strategic lead in terms of pignpolicy, economic development,
reshaping of the housing market and re-evaluating mechanisms of public and pfinatece  This report
presents a robust strategy for regional rail within this broader context.

STRUCTURE OF THE REPORT

Section 1 explores the strategic policy gaps in terms of population growth, plannimgypisitegrated
transport under the terms of the Transport Integration Act (2010), and therstategy and governance. In
Section 6, we identify the strategic policies and institutional changesessary to address these gaps, as a
pre-requisite to the delivery of our blueprint for regional rail.

By way of three Propositions, Section 2 develops the argument for re-distributing up &mlditional 1 million
R Z,t—"etie T —Zf—<te %" ™S ' pfiltertdvifes in pefi-urban aeasf « YWe show
how better and faster rail expands both the economic basis and geogragglaich of regional development.

Section 3 presents an overview of the regional rail network today, providing comte&trns of service
patterns, journey times, travel demand, performance and key capacity gaps.

Section 4 introduces our blueprint for regional rail, which welcadirCity ~ This represents a step-change
from the current network. It aims to transform how people regard the regions aace pb live and work.

In Section, we present thénterCityinvestment plan in more detail, route by route.

The report concludes in Sections 6 and 7 with the strategic policy angrgance arrangements required, and
implementation considerations.

Introducing InterCity Rail Futures Institute, July 2016 4



EXECUTIVE SUMMARY

1. STRATEGIC POLICY GAPS

Victoria's population is projected to grow to Jdmillion in 2051, and Melbourne will grow 82% to over8
million.  This growth is almost unprecedented in Victoria's history. The scal@arel of development
required will not have been seen since the gold rush period from the 1860s @s ii&# gave rise to
'‘Marvellous Melbourne'.

T2, —"ef <o fZ27Ff1> 8 F"¢te. <%0 —St T "< FELZ—<"PETE oL 8 PicTt. oIV
continue to sprawl, or soar, without a robust development strategy to keep the citgliiee

Our analysis, however, uncovers major gaps in strategic policy and gawveen

Firstly, the recent growth projections for Victoriaveal that the population imbalance between Melbourne
and regional Victoria will be greater by 2051 than now. This outcome duiaseet the Government's
statutory planning and strategic planning objectives, which require thatdria's population be rebalanced
from Melbourne to regional Victoria.

T..'etZ>4 —SF Tf7eete—_Qe¢ 'ZfoeeceYo "fef™ Ve f7e' o j 7 f Heeb&T ...V f—<
Successive Victorian Governments are yet to demonstrate that they have an adeqoatept of what this
might look like, or how they will integrate o <‘s fZ feot et —""""Zc—fe "Zfoeoce% —* .."ff-%1 f O
capable of accommodating the projected population growth.

Thirdly, the Government is not clear how it will integrate planning amehéport strategy. The 201B8lan
Melbourne Refrestliscussion paper provides no indication how transport strategy can suppotiyaeguaric

we=> " f 0 —f-% ‘7 «<«—<fe0a so—Fft 0 EE 2 I Ef 0T 2 faof L o pE LS F b
Plan Melbourne Refresixplicitly excludes it.

The Victorian Government is therefore not meeting its obligations under thegpart Integration Act 2010
(TIA) which requires integration of planning and transport strategy, expregsadiransport Plan.
Responsibility for producing the Transport Plan rests with the Departmeitcmihomic Development, Jobs,
Transport and Resources (DEDJTR), but there has been no such Plan in ithelpotain since 2008 despite
this being mandatory under the Act.

Fourthly, the Government needs to resolve significant issues oftrailegly and governance. Recent reports
by the Victorian Auditor-General's Office (VAGO) indicatetttieese problems are deeply embedded and, to
date, their resolution has been elusive.  Critical problems in the transpottgtio include:

X an absence of strong central leadership and a dearth of strategjicy;

x alack of clarity in role and responsibilities between the D&pant and agencies such as Public
Transport Victoria (PTV); and

x problems of co-ordination given the proliferation of agencies respondibitesarious elements of
transport.

It is unclear the extent to which the recently announced formation oh$pmrt for Victoria (TfV) will address
these issues

These strategic policy gaps and governance issues need todresskd in ordermee —St ‘"1 eefe—je
obligations on regional development and growth.
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2. KEY PROPOSITIONS

In this report, we outline a blueprint for regional rail to enable and suppoibred growth.  This blueprint is
based on three key propositions:

I Population growth needs to be rebalanced from Melbourne to regional Victoria.
I 0 —f—1 7 «—<te06 ‘dbfired develdPrmenpolicy integrated with transport strategy.

Il Investment in faster, more frequent and more reliable rail servicesdential to enable and lead
regional growth.

The current projected regional growth for Victoria is 693,900 or around 51% to 205dew Bolder strategy
could set targets for additional growth of 1 million in the regions.  Further aisaiyay show that an even
more ambitious target is feasible.

What is required is strategic policy that clearly links transport lEmdi-use planning. A suite of planning,

Zfet —eof fol —"foee’ "= o fo—ofo "7 <t PS¢ 28 F kYot d—F ">
obligations under the Victoria Planning Provisions (VPPs) and the Trankpegration Act 2010, and to plan
effectively for population growth.

The role of transport infrastructure in shaping settlement patterns is veglbgnised, and rail provides a

powerful and effective tool for redirecting growth to regional centres. A much oved regional rail

oF—T™ e fe "ft— . f "Vfee—"F e F7 ‘—Tedie '—_MPIIf Gt B Sk %" fFT H X
quality jobs, and help distribute economic and social benefits actbe State.

A networked city model would link regional centres with Melbourne, witbteather through hubs, and with
smaller towns through buses and other transport integrated with the rail network.  Suclwsoriewould be
—St "Soec.. fZ fe,ttcoete— T f O —f—F " <—<feO0& —" SLe—F TNEf IUTMHE GFE beff7 B

3. T ORK TODAY

Victoria has a strong rail foundation on which to build a hew regional netwoskipport growth.  This ralil
legacy would cost billions of dollars to build today. It is aalimable asset.

The V/Line regional network is multi-modal: rail provides a radial backlofrservices, connecting to
coordinated road coach services to smaller towns, in most cases with inteyfates and ticketing.  This
integration is a positive feature on which to build.

There has been a regional rail renaissance in the last 35 years, with three magiment programs, most
recentlyRegional Rail LIfRRL).  Service frequency has been enhanced for most regular commuters.  Ye
despite these investments, journey times overall have not improved, with tlegton of commuter services

on the Bendigo and Ballarat routes.

Perceptions of unsatisfactory service reliability are widespread amongst Waste users.  Service quality,
as measured by punctuality and reliability, has not improved. Furthermore, punctualityeiability
measures used by V/Line are extremely generous by international standardararah inadequate tool for
managing the level of operating discipline required to operate a rediaigtwork.

Despite this, demand growth has been remarkable: V/Line patronage has more than daunlilee last
decade. Key factors include population growth, rising costs and congestidrdibeourage car travel, and
new service provision under various investment programs.

Rail demand is projected to continue to grow, but significant capacity gapsmitlthe ability to provide
additional services. Expansion of regional rail is severely hampsrediegacy of underinvestment in
Melbourne metropolitan rail infrastructure. Major new investment is requik@dégional and express
services to be segregated from slower metropolitan services, to increaslbeapacity of the rail system.

Introducing InterCity Rail Futures Institute, July 2016 6



4. THE BLUEPRINTINTERCITY
InterCity<e *—" ,Z—1'"co— """ "fe— "fcZ <o "t1%o<‘ ofEek,ZE"FY O S ML Z 4t fO
regional growth, and provide a regional rail network for thé' Zeentury.

InterCityinvolves a phased program of investments: Phase 1 to 2026 and Pha2020. The key features
include:

x faster, regular rail services linking major regional centres, with clear route pattern

X a major new Melbourne Airport hub new line served by regional rail, rporaishuttle and designed for
future High Speed Rail (HSR);

X new fast lines on the Geelong, Bendigo and Seymour routes, fully segrefraedthe metropolitan
rail network;

X removal of impediments to fast running through the metropolitan area for Ballarat aipg<tand
services by track quadruplicatiand provision of long passing loops;

X Cross-Countryegional rail routes directly linking regional cities to each other; and

X much-improved service reliability, through more robust infrastructure, newnglktock, institutional
changes and greater proficiency in operational and engineering management.

The new network means that regional centres will be better connected to Melbotwregch other and to
their rural hinterlands.  This transforms how people and businesses rebasa regional centres as
desirable places to live and work.

Figure 1: InterCity blueprint at 2040, Phases 1 and 2 combined

Inter-City blueprint - at 2040
Phases 1 and 2

ALBURY
75 minutes from
Melbourne,

3 tph off-peak

Horsham-Ballarat-Geelong SHEPPARTON

service extends to Melbourne
via new fast Geelong line

BENALLA

EAGLEHAWK
EPSOM
New Cross-Country route =
Standard gauge 60 minutes from Melbourne
BENDIGO 3 tph off-peak
HORSHAM
MARYBOROUGH CASTLEMAINE SEYMOUR
ARARAT
Metro rail extended
[ ———New lines via Melbourne Airport]
Sunbury
BALLARAT MELBOURNE AIRPORT -
WENDOUREE 15 minutes from Southern Cross

Bacchus Marsh 6 tph minimum plus regional services

[60 minutes from Melbourne

SOUTHERN CROSS
3 tph off-peak 105 minutes from Me\boume]

Flinders St 3 tph off-peak

Metro rail
extended

90 minutes from Melbourne
2 tph off-peak

BAIRNSDALE

Pakenham

. GEELONG

WARRNAMBOOL COLAC TRARALGON

35 minutes from Melbourne
4 tph off-peak
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5. INTERCITYHASED INVESTMENT PROGRAM

The phased program has been carefully designed to allow projects to be progredsivalyht on stream over
a 25-year period. It is ambitious but achievable.

The phased investment program proposes incremental improvements in Phase Q28 &hich will yield
significant benefits in improved journey times, service frequency afidbiity. These improvements involve
infrastructure enhancements, smarter scheduling and better interchangiategration with other transport
modes.

Major improvements in journey times and frequencies and overall network odivity will be achieved in
Phase 2 (by 2040) through a rolling program of new fast regional lines anepligbrmance rolling stock.

6. A NEW STRATEGIC POLICY FRAMEWORK

Our analysis shows that Government needs to take leadership in addgessategic policy gaps in relation to
growth, planning policy, rail strategy, governance and integrated transpatping.

Stet o—"f—t%<... *Z<..> %of'e f"F [ "1t cludihg d Sefious @gence Sbpalidy <...<—04a <o
integration, an erosion of in-house capability and a weakening of theabgg@vernment.

In particular, the Victorian government needs to:

X assess the potential for population growth across the State, clearly define growth aapdset
targets and measures;

X Thetee— fof §'™ (- ™77 "tf-% f 0 —f-1f ' theVARHA4 —' <tf- -5t ‘&

x develop a Transport Plan for Victoria integrated with land-use plagnincluding Plan Melbourne as
refreshed, to address its obligations under the TIA 2010; and

X assign clear institutional roles and responsibilities for transportegnance.

Core capabilities also need to be rebuilt in government, particularly irsti@itegy, planning, engineering and
operational management.

7. IMPLEMENTATION

Providing for a population of 10 million in Victoria by 2051, while maiirtg overall livability, will require a
step-change in expenditure on infrastructure and services. Achidghisgvill require a fundamental shift in
terms of the role of government, holistic design and collaborative &xatip.

Each component in thénterCityblueprint will require a comprehensive business case, but the prograsn as

whole is likely to have a positive benefit-cost ratio, especiatijnpared to the alternatives”™ 7, —ecefee f o

e 2T T —eco%o %o” ™S ‘e 7. '—7efd nottdinveshininterGity’ < f ... fee'— f°°°7

InterCityneeds to be part of a strategic program that goes well beyond the provisioaildhfrastructure and
services. It will therefore require very significant ongoing commitment fromméBnment, preferably on a
bi-partisan basis. The policy and governance challenges posed by groejttions for Victoria require this
long-term strategy to become embedded and enduring.

A blueprint such amterCitycan then become an effective enabler of growth and help creatbrant Victoria
that is proactively meeting the challenges of tBé" Century.

Introducing InterCity Rail Futures Institute, July 2016 8



1. STRATEGIC POLICY GAPS

SUMMARY

Victoria's population is projected to grow to 101 million in 2051, and Melbourne will grow b¥2% to over
8 million.  This growth is almost unprecedented in Victoria history. The scale and pace of
development required will not have been seen since the gold rush period from the 186@s1890s that
gave rise to 'Marvellous Melbourne".

Melbourne is already experiencing the difficulties of such rapid growth.  Melbourneannot continue to
sprawl, and have its population soar, without a robust development strategy to keep th city liveable.

Our analysis, however, uncovers major gaps in strategic policy and governance.

Firstly, the recent growth projections for Victoriareveal that the population imbalance between
Melbourne and regional Victoria will be greater by 2051 than now. This outcome does nokeet the
Government's statutory planning and strategic planning objectives, which require that Vioria's
population be rebalanced from Melbourne to regional Victoria.

The most recent 2016 data shows that this imbalance is now projected to be even great In 2015 the
CET . —ctee ™METE _Sf T 7 =t fie U —Zf—<te ™M 7% f <o FZ7 '—"ef
expects this to be 80%, which willt“te ~—"—-S$” fe—"%e .S $Z ‘—7efie trecefe. . t4a

t..'e1Z54 =St *"f"eete—_Qe "Zfeeco%o “Vfet™ Ve fZe e —7fk—%keH8F ..."Lf—<
Successive Victorian Governments are yet to demonstrate that they have an adequatoncept of what

—Sce <% S— Z''e Zcotd " S'™ _St> ™MZ7 <o—F%"f—-F "T%o< FfF Podfett""Zc—
<—<ted .. f f.Z%F " f... ‘ee'tf—<o% —St " EF..—FtT T —Zf—-<'s %" ™-_Sa

Thirdly, the Government is not clear how it will integrate planning and transport stratgy. The 2015

Plan Melbourne Refresldiscussion paper provides no indication how transport strategy can support a

7> Fe=T¢. <= " f 0 —f—-1 " «—<tebd ce—FfT 0 1§ Z4ice% £SH L T7c—<..
transport strategy, Plan Melbourne Refreslexplicitly excludes it.

The Victorian Government is therefore not meeting its obligations under the Transport Intgration Act
2010 (TIA) which requires integration of planning and transport strategyexpressed in a Transport Plan.
Responsibility for producing the Transport Plan rests with the Department of EconoraiDevelopment,
Jobs, Transport and Resources (DEDJTR), but there has been no such Plan irptildic domain since 2008
despite this being mandatory under the Act.

Fourthly, In terms of rail strategy and governance, the Government also needs to resolvegsificant
issues, some of which have become more evident following the recent major problems with V/Line and
the widespread withdrawal of services. Recent reports by the Victorian AuditeGeneral's Office (VAGO)
indicate that these problems are deeply embedded and, to date, their resolutiomas been elusive.

Critical problems in the transport portfolio include:

X an absence of strong central leadership and a dearth of strategic policy;

x alack of clarity in role and responsibilities between the Department and agencies such as Public
Transport Victoria (PTV); and

X problems of co-ordination given the proliferation of agencies responsible for various elements of
transport.

Regional Victoria can play a significant role in helping to resolvet Z , * — ” «qgfdwth impasse.  Strong
leadership in population distribution, land use and transport planning will reduce growth pressuseon
Melbourne, grow our regional cities and ensure a more equitable spread of economic asdcial benefits.

Introducing InterCity Rail Futures Institute, July 2016 9



1.1 INTRODUCTION
This report focuses on the challenges of population growth and, in this conteptores the nexus between
regional development policy and transport strategy.
We therefore start by analysing strategic policy, in terms of
X population growth;
x planning and development;
X integrated transport planning; and
x rail strategy and governance.

This critique uncovers major strategic policy and governance gaps, whisth tocbe addressed.  The report
returns to these themes in section 6, where we propose a new strategic oilidygovernance framework.

1.2 POPULATION GROWTH

Our analysis indicates that Victorian Government policies are inadiquemeet the challenges of population
growth.

Victoria's population is projected to grow 82% to.1nillion in 2051. This will be a massive change in the
number of people who call Victoria their home, where they want to work, and whengrteed to travel.
The scale of this change is unprecedented in Victoria.

Melbourne is already experiencing the difficulties of rapid growth, urairawland traffic congestion choking
the city.  Building more roads will not solve the problem.

The most recent growth projections for Victoria were published in 206" Thesereveal that the
population imbalance between Melbourne and regional Victoria will be greate2d®i than now.

This outcome does not meet the Government's own statutory planning and strafggiming objectives
which require that Victoria's populatiooe rebalanced from Melbourne to regional Victoria.

Moreover, the projected imbalance is even greater now than was forecastamdyyear ago , in 2075. In
ZXY] =St " EL...—ctee ™METE _Sf_ Vo 7 L —""cfie COMparefltx TSN 204 T ,f <o
The Government now expects this , 3 “X-4 ™MS¢...S ™77 $"fe¢ ~—"_St” te_"%e... S 17, ‘—

Figure 2 provides a summary of projected growth in Greater Melbourne compared tegiens. The data
shows that:

X 85% of the population growth is expected to be accommodated in Greater Melbournguah@5% in
regional Victoria, with the Geelong, Ballarat, Bendigo and Latrobe/Gippsland regiccmunting for
around three-quarters of regional growﬂq.

X The annual forecast growth rates will be higher in the decade to 202¥q2@reater Melbourne,
1.8% for Victoria) compared to the period to 2051 overall (1.6% for Greater Melbousere fdr.

DO e =t f e ———"t ZXYRE C—Zf—c'e fEXING6A TS ZEXY@RE . —ctee —°

20 .= ""<f <0 ———"F ZXY]A T—Zf—<‘'s fAXEYHALTS ZIZXYEE ... —c o0 "

3 ABS data released in April 2016 shows that Melbourne metrapolirowth between June 2014 and June 2015 accounted for 92% .of - * « fie
——fZ 0 —Zf—<'e %" ™M_S fet ot f el a7 P N[ T ENEA-TCP TUho< o f Jserigs—Z f—<c's "M _S§

Introducing InterCity Rail Futures Institute, July 2016 10



Victoria).

This indicates that population increase cannotibesnplayed as a long-term problem,

but must be addressed now: forecast annual growth rates are highest in the neyeses.

The Victorian Government does not propose any targets for population growth. yPodised on
‘business as usual' therefore helps determine that population growth witldneentrated in Melbourne.

Figure 2 Population growth projections 4

Year of Total population Population growth Percentage Average annual
forecast 2011-2051 population growth | percentage growth
Ak, A, 2011-2051 2011-2051
Greater 2015 | 4,169,400 | 7,849,400 3,680,000 88.3 1.6
Melb
IPOUME | 5016 | 4,160,400 | 8,024,100 3,854,700 92.5 1.65
All Regional | 2015 1,368,500 2,158,100 789,600 57.7 1.1
areas
2016 1,368,500 | 2,062,400 693,900 50.7 1.0

The recent RMIT repoftlelbourne at 8 milliofinds that:

O ' .='Tcfe %o'"h"eete— Sfe —ett—fete St Vi IV fdfZ, Fatete o
8 million people. Strong State government leadership will be required to successiuthodat® such an
increased population. Clear roles should be delineated for State and local gové?nment.

The report also observes that the Regional Growth Plans:

0 &éed revision to better and specifically address future housing demanddagsriticrelation to
Melbourne and a Staté¥ «t £ ef ™ "e ° 7" feo  fe_"1e4d0

The potential for regional areas of Victoria to absorb a proportion of the projeptagallation growth of
metropolitan Melbourne has never been fully evaluated. Comparative scenefiemd supply and demand
between Melbourne and regional cities have never been proposed. Sunhrszgare necessary in order to
plan for future regional employment and population growth, and corresponding irfuasure provision
including improved regional public transport.

Regional planning was instigated by the former Hamer government in the &8s for environmentally
sensitive areas, while the former Melbourne Metropolitan Board of Workediuiced a regional plan for the
Melbourne Statistical Division in 1971. However, true regional plannitending in a cross-sectoral manner
across extensive regional areas has never been practiced in Victoria

Regional population increases are therefore occurring unguided byState strategy. In particular, the
major regional centres of Geelong, Ballarat, Bendigo, together with Drouin/Warraguést Gippsland, are
expanding through sprawl on their fringes, while large amounts of developiaie exist within the
boundaries of these centres.

Towns along major transport corridors, particularly the Bendigo corridor, areldgireg in a similar manner
with many of these towns experiencing population and long distance commuting dr@agtial to the highest
Melbourne rates.  Such growth requires coordinated planning, particularly improvelicgunsport
connections to Melbourne, along with major new employment opportunities.

* |bid, page9.
® o F7,‘—"e«milfien: Matching land supply to dwelling demamRMIT University Centre for Urban Research, October 2015.
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1.3 PLANNING POLICY

In the sections below we explore planning policy in terms of:
X the Victoria Planning Provisions (VPPSs);
X regional growth plans; and
x Plan Melbourne, which provides the strategic policy framework.

The focus of the critique is whether strategic policy is effectiaelgiressing the challenges of population
growth, and the extent to which it supports the role for regional Victoria.

1.3.1 Victoria Planning Provisions (VPPSs)

The Victoria Planning Provisions (VPPs) provide the statutory frameworkrtegic policy such aBlan
Melbourneand the regional growth plans.

In the VPPs, two clauses in particular provide an important mandate for reggmowth and a powerful
rationale for the blueprint for regional rail presented in this report.  The \@sestablish the key concept
of a &tate of Cities)

Cluse 11.042&State *~ <—<F+04 «'f..<"¢te —-St * EF..-<t4&

O of8cocet —St %" ™_S ""—te_cfZ ‘“State ofctitieg which deligets chobée, ppportunity
and global competitiveness.

It identifies the following strategies:
x deliver a permanent boundary around Melbourne
"FofZfe. f L =tUcfie T —Zf—<'e %"t ™M_S "Vte F7 ‘—Tef —t " _Vf7 fet ”

x

X integrate metropolitan, peri-urban and regional planning implementation
X improve connections between cities.

Despite the above, the Government's population growth projections show a decraake proportion of
Victorians living in the regions.  This does not align with the VPRegy to rebalance population growth
away from Melbourne.
Zf—e<f YYAX]4 0 1% e fofecifiésitie bbjeetivé:a
(\)_x 1111.(_:!: _éi ._._f<.f”z¢ %o"(TM—é f.T TiN:tZ‘”i‘—TMM""i%0<i‘f—zifi-‘—‘J'<f
identified in the Regional Victoria Settlement Framework &lan.

This Plan (see Figur¢identifies a hierarchy of 10 regional cities and 17 regional centréhe aim is to
redirect urban growth, provide services for increasing populations and promatesport links.

Strategic planning policy needs to clearly identify how the obligationthe VPPs will be achieved. The
following sections question whether the regional growth plans &tan Melbourn@rovide the necessary
clarity and objectives.
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Figure 3 Regional Victoria Settlement Framework Plan
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1.3.2 REGIONAL GROWTH PLANS

In 2011, the Victorian Government established a process to develgipnal growth plans for each of eight
regions in Victoria. The growth plans provide broad direction for landamskedevelopment at a regional
level, to plan for future growth.  They are aligned with strategic planninglatal and regional level and are
built into the planning framework through the VPPs.

There is bi-partisan politicad —'"*"— " e — e—fe—<fZ "t %o<'*fZ %" ™ —-Sa « ZXYZ&a -S4

Planning Minister was quoted as saying:

0
almos— "$%oc‘sfZcof—c'o > ot . teec—a ™MSc . & o %o‘co% — ,F "t"> <o

The current government announced on 15 December 2015, thét¥ <ZZ —fef f ot™ f'7 f .S
" — 7 f—<'s f—="If doing Segitistatd that:

0-St e'e— °7F . —<"f T E7e 7 tural ArfdregionaRVictgria.are jabs; good infrastructure,
acCtee —* of""<..fe fit Z<"te—>72%t4aé

The regional growth plans, while useful documents, do not seek to rebalgroseth from Melbourne. They
are primarily descriptive and continue busineasusual approaches instead of interventions to achieve
alternative futures. While the policy objectives are sound, the plansat constitute regional policy; the
implementation measures are vague and unmeasurable and there are no populatgetda The plans are

® Statement by Matthew Guy, former Planning Minister, reportadrhe Age, 25 November 2012.

" Announcement by Hon. Jaala Pulford MLC, Minister for Redibeaelopment, 18 December 2015ttp://www.premier.vic.gov.au/arew-
approach-for-regional-population-attraction/
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heavy on principles, but light on actions. They rarely make specific recomntienddor improved
passenger rail links, or other implementation measures to support rebalancing growth.

1.3.3 PLAN MELBOURNE

In October 2015, the Victorian Government releasdan Melbourne Refrestie latest step in a very long
journey to deliver a clear strategic policy for planning. The recent histoRfasf Melbournés outlined in
Box 1 below.

Plan Melbourne Refregha discussion paper for public consultation that will lead to a &@i#ion. It has
been informed by the Plan Melbourne Ministerial Advisory Committee (MAC®weréleased in June 2015.

ThePlan Melbourne Refresionsultation reports were published in May 201&nd the large number of
submissions reflects significant community interest and concern.  For exampeyitters

Oe—""e% 7> o—""*"—1 toktkeipolycentrich «2> feT& efct <o Fo—efo <o ' Zc.. —"feos

<‘"¢—>a0
They also made specific observations on governance and implementation:

dubmitters felt that bipartisan support and a whollggovernment approach were vital. It was also noted
that partnership with local government and clarification of the roles of thepdigan Planning Authority
and Infrastructure Victoria are requiré](ﬁ.

There is marked resonance between many of the submissions and the positeteke in this report.

Relevant to this paper and the essential nexus between regional growttirandport, we identify six critical
guestions forPlan Melbourne Refresh

(1) What are the targets and implementation measures?

(2) What is a polycentric city?

(38) Howdoyou<s—1%0 " f—% "$%o<'efZ 'Zfoeco% —' ..."Ff—-F f 0 —f—-1F '~ <—<ctebé
(4) Why has transport planning been excluded?

(5) Who is in charge?

(6) O 'Zfescoe% TI <...<—08 <o —Sce fo o™ "fort "V ZIFE" ZFe " f %' "L ef

These are explored below, and are themes that recur throughout this report.

1. What are the targets and implementation measures?

Plan Melbourne Refresbcognises the challenges of planning for growth and outlines a rangetiminspto
increase the provision of new housing including: to better define mugseeds, set targets and provide
clearer direction on new development locations. It also seeks to loalndhe urban development
boundary, in order to limit Melbourne's spread into peri-urban areas. Howevermiins weak on targets
and implementation measures.

8 Seehttp://refresh.planmelbourne.vic.gov.au/plan-melbournefresh-discussion-paper

° Seehttp://www.planmelbourne.vic.gov.au/plan-melbourne-refrefitan-melbourne-refresh-submissions/refresh-submissions

10 & Zf' IZ"‘—"Oi 17183 —eef"> e ._GOVHHMmMay201@‘,y(f.
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2. What is a polycentric city?

Fundamental taPlan Melbournés the concept of thepolycentric cityéas a core design principle. However,
Plan Melbourne Refrestow recognises that further work is required on the key principle of a

0 Z>. Fe—"c.. <=> Zcoott —' "t %o<'ofZ ...<—<Fe0
Critically,Plan Melbourne Refreghbased on a core design principle which is poorly defined or undekstoo

3. How do you integrate regional planningto... "ff—% f 0 —f—-% ‘° <—<fe06é

There is affirmation that:
O'Zfeeco%o "7 FZ, —"et L fei— ,F o fUf—11 "7'e "Zfesceabho. 0 waSfte "o T -
‘7 «—Jdrkthé same way Melbourne is a polycentriccity.

This implies that strategic policy should be seeking similar patterrdeotlopment in the both the city and
regions.

Planning strategy for the regions is inextricably linked to the strat@ddmning process for Melbourne. The
strategy should require thaPlan Melbournand the regional growth plans, which are due for a refreshén th
next 2-3 years, should together identify how they will provide for pafiah growth.

4. Why has transport planning been excluded?

There is no indication iRlan Melbourne Refrest how transport policy can support the development of a
polycentric city, letalonea —f—-1 ‘" . <indeedjt devolves transport network plannirtg:

"other government strategy or policy reviews currently underway."
The Government believes that the Plan should:

"outline strategic transport links and options, but aside from those comtuijtstbuld not include specific
transport initiatives for the medium term".

It makes it clear that policy should be:

"guided by Victoria's transport planning obligations under the Trahgpgration Act 2010and in the
context of advice from Infrastructure Victoria."

Yet whilePlan Melbourn&efreshonly refers to periodic revisions of transport planning, it fails sxidise that
the Government is required under the Transport Integration Act (S.68at@ a Transport Plan with:

Oeftc—e —* Z'e% -1 ectiond fpridriies.andtactioddand] a short term action plan that is
regularly updateds™

The June 2015 MAC review made a number of detailed recommendatiot#s miore connected Melbourne”
but the Government considers that these are already underway as part of a contproeess. The
Government refers these recommendations:

"for consideration as part of transport network planning."

The Government also rejects the MAC proposal to considler” f .e.<'2" < 1, But dnstead, suggests that the
Plan should update the Principal Public Transport Network (PPTNyithout saying why. The PPTN is a

! Section 63 of the Transport Integration Act 2010 (TIA) was aieein 2011 by the incoming Government to provide for teblishment of
Public Transport Victoria.  In doing so, the Victorian Transptah (VTP) was re-badged a®a” fee''"— 'Zf+e6 —Sf— 0 St f'f"—efe— o—
AT fet TETc T fzz) "EY et 87" 8t <eco—1"6

2 |n 2002, a Principal Public Transport Network (PPTN) waslipitiefined inMelbourne 203and updated in 2010.  Its purpose was to identify
high quality and direct public transport connections betwestivity centres.
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relatively crude planning tool that, at best, collates existing transportidors. It is arguably too static and
simplistic to inform the fundamental reshaping that population growth requires.

5. Who is in charge?

Public Transport Victoria (PTV) is the State agency responsible for frdotisport strategy, but is not
mentioned inPlan Melbourne Refresh.

Responsibility for the implementation d?lan Melbournés likely to be led by the Metropolitan Planning
Authority (MPA). The MPA is a relatively new agency on a steep learaixg to grow from its previous
incarnation as the Growth Areas Authority, which oversaw large strategic develofsme the metropolitan
area. Itis not clear how the MPA will transform its capability ortatiia developments into a collaborative
leadership role in development strategy: the two roles are very different.

The new agency Infrastructure Victoria (1V) is likely to influgplemning for transport and other major
investments, but at this stage it is unclear how this might dovetail withwloek of other agencies and
government departments.

More broadly, there are emerging concerns over consultation fatigue and thayafoifithe community to

provide a timely and informed response to a series of lengthy, detajtacdtrnment reports.  For example,

the publicis now faced with a short consultation period fall things const "3 t&8 §'Z'"<e%0 ‘'—<See "7 .
30year infrastructure strategyeleased by IV in May 2016 and comprising three volumes totallingG@

pages. Laudable though the aims of public participation are, it cannot suppltegrated planning and a

strong strategic lead from government.

NG O 'Zfeeco%o T <...c—08 <o —Sce fo o™ fe " —_"F " Zte " f %ot "E"efo..
A 2015 ACOLA repoRelivering sustainable urban mobifityidentifies f 0'Z feece% t1 <...<=6 fo f " ‘=
in governance frameworks for planning.Its research identifies:
Of Zf ..o ' %o "f7eete— . f'f..<=> =" 'Zfea fet —' t1 Z'impleniénttheske—-27> "', —
72 fedh6

This planning deficit has unexpected yet familiar outcomes, which have péaticelevance to large-scale rail
investment programs:

0 ST $77F...—e " —Sce T <= o —e_fZcfe <—<TESfrIdlHE HTME(S.
Zc—<. <fee SFTE o' —%S— —* "te'etdA T <% —<.mefSifTFEL eF—a" W Zcooft%o
%o “t"eete—ie T7Zfeec Ui £ T " —040

Transport and planning strategy equally depend on a clear strategid $et by government, with transparent
and coherent governance arrangements. In the absence of this:

O_" ‘A_:to e _o_"fZ(fé o:t_"”‘Z(_fc 'zfoo Z“c Z(o:t":t'_f"'_l:jsﬂate"\ (cA"fo_”_
%o ' “Feete—e —f . ett ‘e —' ftatgments inseridl'arhdngst lavish displays of coloured
photos.d°

We address these issues around the planning deficit in our new steapedjicy framework in Section 6.

B e "fZcfe ‘—e..<Z " ff"e1 Delivefifgtoustainatiedivan mobilitittp:/www.acola.org.au/index.php/projects/securing-
australia-s-future/8-sustainable-urban-mobility

¥ _tet f- fZ ZXY]4a O of 0% —e T f dhitt:/Mwww fchla. erg-atiiniléx. php/gaf08-contributing-reptsr

> ACOLA (2015) p94
B m_e fet ™M ZXYZ O ee—<———c'ofZ [ fUROt"e — e—e_fof ZF —T"fee’
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Box 1: Plan Melbourne

In 2014, the former Coalition government released its metropolitan strategic plan, Plan Melboursgit®©some
reference to regional planning, this was a metropolitan strategic plan, concentrating mostly on the Melboume

Plan Melbourne sought to reposition Melbourne towards integrated planning with its hinterlandthinireg the
productive agriculture, biodiversity, water resources and landscapes of its peripheral area. It aimedrd expa
metropolitan planning to include regional planning by redirecting some metropolitan growth into regional town:
Unfortunately, like so much else in the strategy, there was no discussion of the necessatyeinleen regional
growth, transport access, amenity, types of regional employment, education, improved infrastructure and othe
services.

Sf'—-t” _a o —f-1 ' candlteinative grdwth scenario whereby regional centres take a greater s|
c _8f " Ef.. -t —f—f " —Zf—<'e %" ™_S " YX ecZZc¢'e "tZF > ZX]Yi
develop regional settlements by encouraging further regional employment and relocation of businessegaios;e
and improving transport connections between regional cities and metropolitan Melbourne.

The plan designated Ballan, Bacchus Marsh, Kilmore, Broadford, Warragul-Drouin and Wonthaggi as further
0% " ™M_S . Fe—"%e0 fot «o'Z¢tT <o "Ffodt " —Zf—coe "7 ofE'” "t %< of]
“«ZZ2f%t e—>Z1t6 TITtZ" furtheriafilfdevelspni¥nt-asd increased residential densities within existil
regional cities to optimise infrastructure use.

The Government proposed integrating metropolitan, peri-urban and regional planning, but the plan contained
specific implementation measures to achieve the stated objectives. It emphasised the furthelogment of

road connections but made no specific commitments on the necessary high quality public transport connectiol
No targets were proposed on desired regional growth rates as a proportion of future State growth, or for alterr
regional city sizes.

1.4 INTEGRATED TRANSPORT PLANNING

The Transport Integration Act 20{0IA), Victoria's principal transport statute, aims to provide a common set
of objectives and decision-making principles, which all transpod land use agencies must consider as part
of an integrated and sustainable transport systemHowever, the opaque nature of current planning and
transport policy-making does not appear to meet the requirements of Aoe

Rather than integratingPlan Melbourne Refreshf e £§...Z —T11 e‘e— *° —Sf —7"fee’ " ‘e’'efe_
—etEr ™t fr— T f el It refefstonly 0 periddie tevisions of transport planning and

presents little information on what such transport planning involeediow it is integrated with development

or growth strategy

It is mandatory under the TIA to have a Transport Plan that makes éxbicmedium to long-term strategic
directions, priorities and action¥. Yet since the 2008 Victorian Transport Plémere has been no Transport
Plan in the public domain prepared in accordance with the statutory requirdsnef the Act.

The Act states that the Departmei'*ﬁ has responsibility for preparirgTransport Plan for the Ministéf. It
determines requirements for the Plan, including the need for it tostedtegic policy, to set the planning
framewaork within which transport bodies are to operate, a@oddemonstrate an integrated approach to
transport and land use planning.

' Transport Integration Act 2010 S.63, as amended by the Transpoislaign Amendment (Public Transport Development Authorifydt 2011

8 Currently this is the Department of Economic Developmelatbs, Transport and Resources (DEDJTR), a mega-department created inyJanuar
2015 in the reorganisation by the incoming Labor government.

' Transport Integration Act 2010 S.63(1), as amended.
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There is no public indication to date that the Department has identifiedspecific needs and challenges of
developing a Transport Plan, and indeed, whether the Departmentthasapacity and capability to
effectively perform this function. Departmental expertise in public transganning has been largely
migrated into PTV, and also shifted to the private sector.

There is also no clear portfolio responsibility for rail freight, a sector ltlaa significant impacts on the
planning and operations on regional rail routes.

These are major weaknessthat must be rectified in order to address major challenges such as population
growth.

The Municipal Association of Victoria (MAV), the peak body for local Glsyrecclear about the implications
for local government planning:

0 Z-5'— %S —8t Zt%oceZf—c'o " TctEe T <ot %" f—tH EZEVET T 2T re x oI %o
—"fee’ " fet Zfet —et "Zfeece%Aa ‘+esponsibii§ prepares plgns for-thé delivery of

council infrastructure, community services, land use and development. These plaoes iwqurtolved if

there was more clarity of State Government transport planning and better communicationakith

government.¢™°

Victoria urgently needs a new Transport Plan, which should be infdriyesuccessful examples elsewhere of
managing growth and integrated planning, for example, in Hong Kong and Londdmdeed, other
jurisdictions also offer a wealth of experience on integrated transpomipilag.

Importantly, this does not necessarily require major infrastructure investmentratiter a fundamental shift
in culture and approaches to planning.

Of critical importancas for planners to take a network-based approach to serve multiple origin-destinatio
patterns and travel markets, through regular and frequent services on oteges with ease of interchange:

O fof e——tTcte "7 —7F oS ™ _Sf_ (— <o ''eefigatduslanning ptdcEgsesior Z> e <o’
improve the effectiveness and efficiency of public expenditure on urban pubplictirpagicularly in
...”if—<'%o .:t,,N(---:!: ’f__:t".. _éf_ .:t:t_ _é:t .:t:tT%ln'\ f Zf”%oi nf.%o:t [
In Victoria, previous plans and current policies remain largely fexlss radial routes rather than networked
multi-modal solutions the key to significantly reducing car dependency. Understanding ihetworks can
achieve such good investment returns is a core capability that neelie developed within government:
0 é:t “_fZ(_) e f oi_TM‘". T:t':to"‘o ‘o _éi 'chci"c'[ .o(ZZof(-T_A’JiJ'%O.#;'_f(Z
connections between bus, tram, and train lines to link the largest number of posisiblaratigestinations
™ —Sce f —"f 17 —<of —=Sf— terf—fe ™77 ™M_§ _§f Zfrg ‘te'ed ttea
The 2015 ACOLA repoltelivering sustainable urban mobiti#kes its lead from Europe and the institutional
process of integration. It identifies some clear pre-requisites in terngrafegic policy and governance
arrangements:
O o—F%"f—FT fol feo,c—c<'—e Z ... fZ o' «Zc<—> "Zfoe"fSH sSTtefSEeHWs <6F2
needed. These are best located within an environment of strong strategic planciogrdimétion from

? Municipal Association of Victoria (MAV@n examination of the key transport challenges facing Viigt@nd the role of local, State and
Australian Governments in addressing thefransport Position Paper, 2013.

2L John Stone (2013planning for affordable transit infrastructure and service expansiom: European case studigsAustralasian Transport
Research Forum 2013.

2 Quoted in: Whitzman et al (2014ylelbourne: What Next?Melbourne Sustainable Society Institute, p89
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national and regional governments able to provide enabling legal frameworks and policies iaatecoord
—rfeett o et fe "t FET 72 et e—B —S—e fee—"co% F "c..<fe..>86

In summary, the Victorian government has to take a lead and establish a retragtgic policy framework in
order to deliver on the objectives of the Transport Integration Act 2010. rdlsea clear role for government
and an urgent strategic imperative.

RAIL STRATEGY AND GOVERNANCE

The leadership role in rail strategy, governance and co-ordinatiots n@gh the Departmemn It is becoming
increasingly clear, however, that an absence of strong centraldestdp and a dearth of strategic policy have

become critical problems in the transport portfolio.Thisis also-St ...'s...Z—ec's *° —SF ‘“d7eefe_je
General, as we note below.

Responsibility for transport planning and operations is shared betwe@umber of entities, including Public
Transport Victoria (PTV), V/Line, VicTrack and VicRoads. Howheeg is a lack of clarity in roles and
responsibilities between these and with the Department.

This lack of clarity is then compounded by the complex web of relationstijisa myriad of players,
including other government departments, local authorities, franchisees amdractors.

On27 —ef ZXYN =St <ceco—f” "7 — 7. ithples, more foortinated transpord system
for Victoriad — S — %stblisBriient of a new agency: Transport for Victoria)If  TfV may indeed be a
positive step in terms of integration and collaborative planning, yet there iseatly nothing to substantiate
this and, crucially, there is no further clarity on the relationship between the rgamey and the Department
in terms of strategic policy and planning.

Core capabilities on rail strategy, planning, engineering and openationanagement need to be rebuilt and
facilitated by government to overcome the fragmentation of rail plamg and management that has been
ongoing for the best part of two decadés.

For example, in the first half of 2016 ... —*"<fie "f<Z™ f>e feoft cof <o fr—c.«Zf" Sf7t %
controversy, with many train cancellations due to excessive wiveglr and problems associated with safe

operation through level crossings. The investigative report by rail engiregdvtonash University identifies

three critical issues relating to implementation that, in combination, have resuligoart of a new railway

that is not compatible with the current rolling stock design and requiregomaemedial works® These

setbacks have helped highlight the imperative for good governance, theonmapmce of high engineering and
maintenance standards and the need to avoid false economy iesinvent decisions.

There has also been inadequate future-proofing of rail projects or safeguaafifuture transport corridors.
An example of serious planning failure has been the lack of provisionifgatage standardisation,
particularly on the Regional Fast Rail (RFR) program (see Bo3e®tion 3.9 A current example is
emerging on the Dandenong rail corridor in the failure to provide for trackdgugalication (see Box 5 in
Section5.5).

Ibid p.15

Seehttp://www.premier.vic.gov.au/a-simpler-more-coordinateftansport-system-for-victoria/

Significant fragmentation of the integrated rail network bag in the late 1990s during the lead-up to full privatisatiod®99. This pattern has
been well documented in countries such as the UK that has pdrsuch a privatisation model.

0
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There is also little evidence to show that project proposals are tested to ensupliance with the TIA.
This is symptomatic of the planning deficiencies discussed iptheeeding section of this report.

A series of reports by the Victorian Auditor-General's Office (VA@diate that these problems are deeply
embedded, and that their resolution appears elusive=or example, in a 2014 VAGO report, the Auditor-
General States that:

0 'blic transport services are poorly coordinated, and progress to improve teenhslsw. The
longstanding difficulties | identified in the planning and management of coordinatiitreadrie particularly
concerning. These shortcomings have been identified in previous audlis whpsport undertaken by
o> "2t a6
Examining the role of agencies such as Rifid the Department in strategic planning, VAGO found a pressing
need for the Department to:

"develop clearly defined statewide coordination objectives, performance measures, and governance
arrangements to monitor achievement of coordination outcémes

®ngoing delays in addressing existing barriers to coordination will impadeigvement of related
transport system objective$®

These fundamental issues relate to transport strategy and governance. ihgdileyond this to the
integration of transport and land-use strategy, and focusing on the new metitan growth areas, VAGO is
clear:

"Over many years, the State has failed to deliver the transport infrastructuseraites needed to support
rapidly growing communities.  This is adversely impacting accessibilitgkahlerifuture liveability of
metropolitan Melbourne.

Urgent action is required to address this serious problem. Inadequategndgart and growing gaps in the
road network in these communities are creating barriers to mobilitying@adess to critical services,
education and employment opportunitie2§."

The lack of clarity on roles and responsibilities that VAGO idiestifand the lack of progress on integrated
transport and land use planningave since been exacerbated by the introduction of mega-departments.
The former Department of Transport, Planning and Local Infrastructure (DjTttas now become
Department for Economic Development, Jobs, Transport and Resources (DEdpate from an equally
substantial Department of Environment, Land, Water and Planning (DELWP).

Mega-departments can make it harder to discern or manage the roles and medglties within them.
They can also mask the important debate around policy trade-offs, taedeby dilute the transparency and
accountability that underpin robust Cabinet decision-making.

In Plan Melbourne Refreghe transport components have been extracted into a poliack boximarked:
OA‘" ___‘QI(T:t”f_(‘. f. 'f"— s —"f.._"‘"— .:t_TM‘". 'Zf..(.%o

The implication appears to be that public transport is considered peripttertiie development of planning
strategy, as is the lead government agency responsible for it.

27

"AT<cA 0 ‘'"tcef—<e% —, Victarian Afiditor-Gederal's Office (VAGO), August 2014.
% p.x, VAGO (2014).
P UATcA O FTEZ 0% Mfee’t— ot fen 0P frefM 18T Victofiad Additor-Genheral's Office (VAGO), August 2013.
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which it has described as:

O <..—‘"<fie "<"e— t71" oS teémshdtegy forfoetteZreghénal public transpott.

Publication of the RNDP was deferred for some months while the recent majorgimshon the networkvere
being resolved. In its absence, we distilled three key questietmay by which we have asseskthe extent
to which the RNDP is strategic and addresses the key challenges:

1. Does it identify the fundamental issues and challenges, and presenharent long-term plan?

2. Does it address Victoria's growth projections and, if so, does it expllgityforecast demand to rail
investment and service plan§1?

3. Isitintegrative? Does it explicitly embed rail planning into trors planning overall, and does it
link transport planning with development and planning strategy?

The RNDP was finally released in late May 28160ur assessment of the RNDP is that it fails to sufficiently
address the questions above. This assessment is presém#sppendix B.

There is now a sharp public focus on rail operational performance, on rafmgvce arrangements and on

the capability within government to specify and deliver major investmentShere are clear strategic policy

gaps in terms of rail and public transport.  There is also a percéaoidf clarity on roles and responsibilities
on who is in charge.

Victoria sorely needs a public transport strategy, as part of a fiamsport Plan that meets the objectives of
the Transport Integration Act 2010. The Transport Plan needs to adtimegsopulation growth projections,
demonstrate integration with development policy, and present a robust progadnransport investment,
including for regional rail It also must identify the key governance changes necessarglioed the plan.

In Section 2, we develop the argument for fleee —" ¢, ——<e%0 —' —* fo fttc—<'ofZ Y e<ZZce *°
population growth to regional cities and smaller towns in peri-urban areas. ¥desalow how better and
faster rail expands both the economic basis and geographic reach of reglemelopment.

Section 4 outlines our blueprint for a transformed regional rail network, whichallénterCity — This is
further detailed, region by region, in Section 5.

In Section 6 we identify the policy framework and institutional changesessary to deliver this blueprint, and
which address the strategic policy gaps identified above.

% Minister for Public Transport media release, 12 June 2015. h8pe&liwww.premier.vic.gov.au/preparations-rampp-for-regional-public-
transport-plan/

Boovtferef 2% te..Sef"e fRofcoo— ™MS . S — o@D "e—FT§2f eofflrec L fod t—"""'7<2¢12, which6a ‘~“fe, 1"
presents a comprehensive multiPfett *Zfes "7 FZ, —"efis ot """ Z - fhtty:fiptd vicigeat/akibut-pt/dtédata-and-
reports/network-development-plan-metropolitan-rail/

¥ Seehttp://www.premier.vic.gov.au/blueprint-for-better-reginal-public-transport-released/30 May 2016.
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2. KEY PROPOSITIONS

SUMMARY

In this Section, we outline a blueprint for regional rail to enable and support regional growth.  T6
blueprint is based on three key propositions:

I Population growth needs to be rebalanced from Melbourne to regional Victoria.
I A0 —f-1% '~ requitesiwell-defined development policy integrated with transport strategy.

Il Investment in faster, more frequent and more reliable rail services is essential to enable andde
regional growth.

The current projected regional growth for Victoria is 693,900 or around 51% to 2051 A new bolder
strategy could set targets for additional growth of 1 million in the regions. Further angkis may show
that an even more ambitious target is feasible.

What is required is strategic policy that clearly links transport and land-use planning. A suite of

planning, land use and transport investment policies should be integrated td —Z"<Z —St ‘" f"eete_je
statutory obligations under the Victoria Planning Provisions (VPPs) and the Transport Integrationdk

2010, and to plan effectively for population growth.

The role of transport infrastructure in shaping settlement patterns is well recognised, and rail proges a

powerful and effective tool for redirecting growth to regional centres. A much improved regnal rail

ef—T™ e fe it — . Miee—"1 o FZ ' —Tetie (M FTE % TM_SE " Tt f L
high quality jobs, and help distribute economic and social benefits across the State.

A networked city model would link regional centres with Melbourne, with each other through hub, and

with smaller towns through buses and other transport integrated with the rail network.  Such a network
™7t ,f =St 'Srec...fZ fe, tcete— " Fhidiswhatiwe propesetin@iémterCity

blueprint for regional rail.

PROPOSITION ONE - POPULATION GROWTH NEEDS TO BE REBRIED FROM
MELBOURNE TO REGIONAL VICTORIA

The present laissez-faire approach to population growth in metropolitan Melbourne is untenable

The current population increase in suburban areas is already taking them towlgisfisnction. The
continued outward growth and low density sprawl of Melbourne has created itdtde problems such as the
loss of high quality agricultural land for food production, inadequate pubdingport and infrastructure in
outer growth areas leading to social isolation, poor access to employment and cluamiependency.

The outcomes have been unacceptably long commuting times, steadily worseniffg ttangestion and high
infrastructure costs.

Planning failures in the outer urban growth corridors have directly led to theseomes. The high-rise
development model in the CBD and inner suburbs is negatively toamsfig Melbourne's character and
functionality. Together these factors are eroding: Z ,,* — ” fepisation as a liveable city.

TZ, —"eFie "f'<t %" ™S fet ’$eas hyestors hisalsd confributed to a significant housing
affordability problem.

A radically new development model is required, as a report by tisrAlian Council of Learned Academies
(ACOLA) makes clear:
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of ,— easthsual approach will not work. As the Australian population continues to inciedses
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Regional Victoria provides an opportunity to hegsolve this growth impasse, but government needs to take
a strategic lead to rebalance growth from Melbourne to regional centres.

St 17 Z——<c'e T . ="cfie "t%o<'ofZ ...<—cte fot—&AterdEphdes dffminirdlt f ——"e
or negative growth, the last 10 to 15 years have seen significant population iesr@asth in sheer numbers
and rates of growth) in some regional cities and towns. Factors driving this tnethee:

X unprecedented population growth in Melbourne, prompting some to seek alternatives toested
city life;

X rising metropolitan house prices driving a search for more affordable housing;

x improved lifestyle, social and cultural amenities in regional cities;

x the attraction of historic township environments;

X improved services such as telecommunications and health; and

x improved road and rail links, especially to regional centres withint$oeach of Melbourne.

The latter factor demonstrates the potential for improved transport links teate new travel demand and to
shift patterns of growth.  Transport experts have long understood this: providing newsprart supply, such
as building a new road, will induce new travel demand. Thiseikey reason why building new roads rarely
solves traffic congestion and is counter-productitfe.

Further acceleration of the growth trend in regional Victoria is likelydotimue, driven by the momentum of
agglomeration or clustering, particularly in larger regional cities.

Some State Government policies may be already supporting this, for instAonasing grants, improvements
to services, and relocation of government offices.  Currently this isskeagegic, more piecemeal. Much
more could be achieved if strategic planning and transport polignalil around regional growth targets.
Recent advice commissioned by the State Government clearly undsrtime significant net benefits to be
gained by providing incentives t@-balance population growth between Melbourne and regional Victoria:

&-ostering regional growth could allow Victoria to better balance its populatidh getween Melbourne
and the regions.  This would deliver an important efficiency dividend: the cosgesfion and adding
new infrastructure in Melbourne are high when compared to regional Victoriahefrers already
considerable infrastructure and land to absorb greater population at a lowéi’cost.

A 2012 report for Regional Cities Victoria providedteoenefit analyses on infrastructure and resource needs
in regional Victoria for different population growth scenarios. It found that:

0 <%oSt” "Fho< ofZ " —Zf—c'e ZFTEZe L fe Ttec—TiZoc 0wl Sgate " f ot
in Victoria, recognising that many regional centres have established and welhifug@tonomies, with
ccYoo< < foe— L f'fc—> = £E fet T—"—SE” <o f o—e—fcof ZF ofest”40

% “Delivering sustainable urban mobilityreport by Australian Council of Learned Academies (ACOLApI®¢t2015.  See
http://www.acola.org.au/PDF/SAF08/SAF08_FullReport_web.pdf

% The Lewis-Mogridge Position was defined in 1990 and posits that texffiands to meet the available road space. The transport system needs
to be considered as a whole, including public transport.

% External Advisory Board Review of Regional Economic Dewsdopand Services, , Final Report, July 2015, Department afdtoiz
Development, Jobs, Transport and Resources.(DEDJTR), p.4.
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Regional centres have ample capacity to provide new housing at affeedaides but housing availability

needs to be complemented by diverse housing options within towns, affordable hotsiogter for lower

income groups otherwise disadvantaged by location, and high qualitysipart links to ensure access to jobs.

Such links also provide much wider access for those wishing to travel for emefdyeducation, health

services or retail activity. Population growth in regional centres will generate beneficial economic

multiplier effects that will create additional jobs locally.

Better land utilisation could enable significant population increageegional centres such as Bendigo,
Ballarat, Geelong and the Latrobe Valley, and some smaller towns such ar,Bajtgeton, Kilmore, Seymour
and Warragul. This could be achieved without expanding town boundariesnimidhing heritage values.

This is supported by a recent RMIT repdfglbourne at 8 milligrwhich:

Offetoe—fote § ™M 7 "ef fe T e, ZF <—o 78" et ZKf Yot T — %0 &
within existing urban boundaries while preserving the existing hishbanicfabric and maintaining lifestyle
amenity.6*’

The report notes that regional urban centres:

Of "% eofZZ2%” <o o fZF ,—— Sf % ececZf” —" f+ ~“iState§dvefnmentshoudck ... o —*
examine the potential to divert a proportion of the planned increase in metrgpaitdation to regional

centres, and how such an objective should be achieved... Regional developmelne shiegichted with fast

"fCZ —Tfeet— —ece%o [ oet—TM'"e (—> «'T1Z46

Atypical Australian city houses half the population in the same area of lardtggical European cit§}3. The
implication is that there is significant potential to increase the concentratioAustralian cities and regional
centres within their existing boundaries.  This increased population densiityhen improve the viability of
public transport services.

For example, an RMIT-Latrobe University study recently applied six alterngtw@th scenarios to Bendigo
as a case study. This demonstrated that a substantial oversupply oflests to provide an additional
62,161 diverse dwelling types to meet all future housing needs in Bermigond 2040 without expanding the
growth boundary®

The study finding also aligns with emerging research considering what sustairsattilements might look
like. For example, medium-sized towns of around 15,000 may offer a sodidllgcnomically viable
alternative to larger cities. Networks of such towns, linked by regionalaailld provide a more attractive
and resilient option to the maladaptive growth of big citiés.

% gmplications of population growth on infrastructure and rescesdn regional citie$ report prepared for Regional Cities Victoria by Essential

Economics Pty Ltd., October 2012.

37 Melbourne at 8 Million: Matching Land Supply to Dwelling Demand| RWhiversity Centre for Urban Research, October 2015.

% geehttp://chartingtransport.com/2015/12/06/howle-australian-and-european-cities-compare-for-population-and-area/

39 _&—te  fet SEZfe F- fZ ZXY\ O Z—t"efoFicTfo 2t %o "$BATZ, —"HTec—>4 tZ,'—"e%a tta
http://www.periurbanfutures.com/

“° Nick Sharp (20163Vhy medium-sized towns are the key to a sustainable futisee, ABC Ockham's Razor, 18 Jan 2016:

http://www.abc.net.au/radionational/programs/ockhamsrazpillion-year-town-nick-sharp/7095060
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The website Charting Transpdftprovides a useful analysis of the population density of 43 major dities
Europe and Australia.  In the comparison, it locates the five main Alatraities at the bottom of the
density table (see Figure 4).

Figure 4: Population density of cities globally*

Population-weighted density using kilometre grid data, 2010-13
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The current projected regional growth in Victoria is 693,900 or around 51% to 2@5holder strategy could
set targets for additional growth of 1 million in the regions. The population 8istion in 2051 would
become 69% in Melbourne (instead of almost 80%) and 31% in regional Victoteadraf 200). Further
analysis may show that an even more ambitious target is feasible.

The Government could then meet its objectives under the VPPs, andaehienuch more balanced outcome
with significant economic, social, environmental and housing affordgbiienefits.

It would also allow an achievable population target for Melbourne in 20%tound 7 million.

“1 Seenttp:/ichartingtransport.com/

42 Seehttp://chartingtransport.com/2015/11/26/comparing-the-denstief-australian-and-european-cities/
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PROPOSITION TWO A &GTATE OF CITIEBREQUIRES WELL-DEFINED DEVELOPMENT
POLICY INTEGRATED WITH TRANSPORT STRATEGY

Without integrated planning, it will not be possible to achieve the patibjectives ofPlan Melbournand the
regional growth plans. «<... = ‘gr@Wwth will continue to be imbalanced, with significant economic, social
and environmental consequences.

Plan Melbourn@eeds to provide much greater clarity on the concept of the polycentiyc @nd define how
this will be implemented. Melbourne will not be able to recreate itaslfa polycentric city without a
strategy to progressively reshape and re-balance its urban form, and prawidgh-improved public transport.

Similarly, the Government needs to define wht 6 —f —F *“looks fikee@nd how it will be implemented.

Planning and transport stratdgs need to be developed together, whereby planners can visualisarsport
network for a polycentric cityf * ¥ f 0 —f —1 ahd describeits function and form Melbourne and
regional Victoria bothhave aradial passenger rail network focused on the CBD, with poor linkage letwe
transport modes. Fundamental restructuring is required.

This will require a step-change in public transport provision, basedtegrated planning. There is a
considerable body of research that identifies how integrated transgainning can be implemented:

O ‘Z«ofrt’e <o To— . .. Toee " —7Z7 "t%o< oo $3S ¢, <— f ¢ 'Scoérqtoftd tF™MEU St
which improvements to public transport can be achieved. These indllidg palitical support, securing
long-term funding, finding practical mechanisms to integrate land-use and trgplaportg, and assigning
Coo—<———c'ef7 "felteec «Zc—> """ effe—"fe Tt T =y = " Z<... = fee

The Australian government should also provide a leadsrel$earch consistently emphasises the importance
of integrated planning, particularly integrating transport and land use plagn
O SE"f <o f %" ™ce% ... ‘e3chhes MUMAIAI-hIGRE FTEZ "Zfeeco%o o>o—F% f"1 off 111
This research also identifies the transport policy challenges resulting fragmilption growth:
0 "<—<...fZZ>4 —S<s ™McZ7 «f frermPlanning erdérte anticipate «id address growing
demand and avoid unnecessary additions to transport tasks, nedfiangnt use of existing transport
(.'\nf._n_.“__u:t f.T (T:‘:.—(A)('%O f.1£1512f..(.%0 A '\___n:t ':t:tT.aé

In 2014, the RACV published a blueprint for regional transport to impconaectivity and maintain
liveability, drawing upon an extensive consultation with its memb&rs. The report calls for an integrated
investment approach, noting that:

b f<z_"¢ e Tifz TM(_é _nf'.y(n_ (.'\nf._u_“.__ﬂ:t <"—AA¢“’T°fT,"’ZfoZf Z:th
coo—"eo' —ef 7% f..0Z2'% ‘" V' ELT..—46
In Victoria, regional growth plans are helping to align policy, and the stalkieln approach supports the

relationship building which integrated planning requires. However, thesesptib not show how growth can
be transferred from Melbourne to the expanded regional centres, nor prouigepalicy levers to do so.

43 Whitzman et al (2014Melbourne: What next®Melbourne Sustainable Society Institute.

“ o - fof Australian Cities 2014-20880ommonwealth Department of Infrastructure and Regional Depeient, July 2015.

5 |bid.

46
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What is required is strategic policy that clearly links transport Emdl-use planning. It should integrage
suite of planning, land use and transport investment policies tfil fille Government statutory obligations
under the VPPs and the Transport Integratioct 2010, and to plan effectively for population growth.

PROPOSITION THREE - INVESTMENT IN FASTER, MORE FREENJLAND MORE RELIABLE
RAIL SERVICES IS ESSENTIAL TO ENABLE REGIONAL GROWTH

Investment in a polycentric regional rail network is essentideta and enablef State ‘= < — «anddhis will
relieve growth pressure in Melbourne.

Rail provides powerful and effective tool for redirecting growth to regional centres. A mingproved

regionaZ "f<Z et—TM "o  fe it f "tee—"F ‘e H7 o Tediet FITMP AT Go" ™M _ S

housing and high quality jobs, and help distribute economic anda$heinefits across the State.

The role of transport infrastructure in shaping settlement patterns is veslbgnised:

O —e—"fZ<fe f—=S'""e fZZefe fot '<Z7%” ZXYZ PP Le™fI_Fat. Z4£TE"

types. The provision of essential infrastructure such as electricity and whleast as important as
transport for productivity; but is generally a follower of urban development. tEgtaertain transport
infrastructure investments can determine the physical shape of cities, leadingq@opnldtemployment

fomtes THET Zie%he TEUc e fot $TZ7co% <o f——tretiSFFAGFe f T C

Higher population densities are likely to increase the viability ghHrequency public transport services.
Interestingly, the argument can be reversed: given that transport supplydes@rmine the pattern of
settlements, providing new public transport can then lead to more concentratgullation densities, which
will then support the viability of the services.Strategic policy should seek to create this virtuous cycle.

Fast regional rail transforms the proposition of living in or working in the regionsis well understood that
increasing transport supply will invariably induce new transmientnand, particularly with provision of fixed
infrastructure such as heavy rail or tramsPeople change their work and housing decisions based on ease,
availability and the time involved in travel

Overseas experience confirms that a high quality fast rail service, wbenbined with implementation of
other inducements, is an effective tool for regional integration and ecomodgvelopment and can help
shape more sustainable land use patterns. In particular, the introdicf high-speed rail (HSR) services in
Japan, France and Germany supports the correlation between improved raiteg and population and
employment growth rates.

High-speed rail (HSR), 300km/h+, is not necessary to achieveedegsilicy outcomes in Victoria. HSR
invariably requires complete new build, whereas faster rail at 1504200 can largely be achieved on existing
alignments. Nevertheless, as we propose in loterCityblueprint in section 4, some fast regional rail in
Victoria can be developed with future interstate HSR in mind. Inddede are significant co-benefits in
planning faser regional rail in conjunction with HSR.

HSR to Canberra, Sydney and beyond will drastically sho#teonomic distancéand will inevitably stimulate
rapid growth and development in the regional centres it serves, for examip&hepparton and Wodonga.

In regional Victoria, the provision of faster (150-200km/h) rail servicesdem Melbourne and regional cities
will open up significant new lifestyle and employment opportunitéa®l induce population redistribution
through reduced travel times. For example, a one-hour rail journey from Ballarat equates to the current

4" State of Australian Cities 2014-205
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suburban train journey time from Frankston or Belgrave and is faster than a trip fronbbQuene or
Pakenham.

Recent advice commissioned by the State Government strongly supportsitis

O e.."tfeco% .00t —<Tc—> F-™MIte F7 et fot —o Sttt "2 o M OLE &
Greater connectivity reduces transport costs for businesses located in #®sndiincreases labour

mobility. More people will be able to live in regional Victoria and still accesscandaucial

opportunities in the metropolitan area. In addition, local or internationestéocmming from Melbourne
willhaveg $ f—-1" f ... ... foe fof focZc—> =™ coce "t%oc o fZ2 <..—"<fab

The Marchetti Constant travel time budgef just over an hour on average has been found to apply universally
across all citied?

O ‘of "FUZE fe %' ,f>'et fe S'—" fet avetage-evenBvhéreds an heur ThiS Has
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Recent research by the Federal Government on long-distance commuting reitettagedarchetti effect and
finds that the direct effects of long-distance commuting are negative. In general, commuters adapt by
reassessing their location and commuting optionsA high-quality service proposition for regional rail will
increase long-distance commuting because the journey time can be used pradlycti Equally, a much-
improved regional rail network will support the economic development of regia@eatres, and will increase
commuting flows into those centres.

Of all the Australian Stated «<...—'"<fis et ——ZFeto— "f——1"e o'e— [ 7'ef7> 91 if 7te -S
network of connected cities within reasonable distance of each othed improved viability of public

transport services, including rail Victoria has a unique advantage in having radial rail corridors extgndi

south-west (Geelong), west (Ballarat), north (Bendigo), north-east (Seymour/SheppartordamtdLatrobe

Valley), each of which can be further developed to offer viablg attractive travel alternatives.

There is considerable potential to build oretBtateie S <« — fait legad, recent growth momentum and the
past investments ifRegional Fast RahdRegional Rail Linto progress a sustainable, multi-city model of
urban settlement.

Required is a formal adoption of a netwexkcity model.  This would link regional centres with Melbourne,
with each other through hubs, and with smaller towns through buses and other transport integnatedhe
rail network. The key is to have a clear regular service pattern that consistentlgaes reduced travel
times along each corridor.

— .S f oef—™re ™74+ St 'Srec...fZ te,*iThistiswhat we propgsein 60r <—<te o
InterCityblueprint for regional rail.

External Advisory Board Review of Regional Economic Dexsdop and Services, p.16, Final Report, July 2015, Victorian Bepat of
Economic Development, Jobs, Transport and Resources.

See: http:/www.cesaremarchetti.org/archive/scan/MARCHETTI-Q%2.p
0 F oce%o =SS VP —Z3F0 "7 <> ="fTEZA =7 p 5§ 1 dePdid Rewthart, TheiCorvetsation, 15 January 2016.

BITRE (2016)hengthy commutes in Australié Bureau of Infrastructure, Transport and Regional Economics (BIRBgort 144
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ThelnterCityblueprint for a transformed regional rail network is outlined in Section 4.

1771 —Sced <o =St 13— F..—<'ed ™I T HZ fAT RS AN O f Qe T e Pff— <o
growth. We also note the key performance, reliability and capacity issubih thelnterCityblueprint aims
to resolve.

Figure 5: Victoria's rail network today
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3. VICTORIAI Y

SUMMARY

Victoria has a strong rail foundation on which to build a new regional network to support growt.  This
rail legacy would cost billions of dollars to build today. It is an invaluable asset.

The V/Line regional network is multi-modal: rail provides a radial backbone of services, connectitm
coordinated road coach services to smaller towns, in most cases with integrated fares andkiting.
This integration is a positive feature on which to build.

There has been a regional rail renaissance in the |a% years, with three major investment programs,
most recently Regional Rail Link (RRL). Service frequency has been enhanced for most regular
commuters. Yet despite these investments, overall journey times have not irmpved, with the
exception of commuter services on the Bendigo and Ballarat routes.

Perceptions of unsatisfactory service reliability are widespread amongst most V/Lingsers.  Service
quality, as measured by punctuality and reliability, has not improved. Furthermore, purtaality and
reliability measures used by V/Line are extremely generous by international standards arade an
inadequate tool for managing the level of operating discipline required to operate a reliable network.

Despite this, demand growth has been remarkable: V/Line patronage has more than doubléd the last
decade. Key factors include population growthrising costs and congestion that discourage car travel,
and new service provision under various investment programs.

Rail demand is projected to continue to grow, but significant capacity gaps will limithe ability to provide
additional services. In particular, expansion of regional rail is severely hampered by a legaof
underinvestment in Melbourne metropolitan rail infrastructure.  Major new investment is requiredor
regional and express services to be segregated from slower metropolitan services, to increase ale
capacity of the rail system.

3.1 FIRM FOUNDATIONS

Victoria has a strong rail foundation on whitthbuild. ~ This rail legacy would cost billions of dollars to build
today. It provides an invaluable, under-utilised asset to support regideeelopment.

Figure 5 shows the network today, with its mix of standard and broad gauge linéise passenger routes
currently radiate from Melbourne, around which freight lines hint at a much more extessistem.

Most of the key rail arteries and stations remain in place to prothgefoundation for a 21 Century network.
Even abandoned rail routes around regional cities and elsewhere aweragiéy still in public ownership and
capable of regeneration as demand warrantsExamples include South Geelong to Drysdale, Bendigo to
Heathcote and the former South Gippsland lines from Cranbourne to Leongatha ao Ny Wonthaggi.
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Box 2: How rail built Victoria

St "f<Z™fre "Zfo¥t f <= fZ "ZF <o c=cfie f72> of-denfireiStatef + T T34
connecting the hinterland with the capital Melbourne, providing access to ports for export of agricultural produc
fot " "ctco%o o < f2 fol fotetoc. Zeooo fo™ite —™Mes fot c—cfed ot
lines reaching nearly every town.
Given the need for selb—""<...<fe...> <o Ste—fFrgis Ya‘era -8t "f<Z™f>e F..fe
industrial undertaking. The Victorian Railways, with almost 30,000 empeley its peak soon after World War
was a major institution in the life of Victorians.

Maryborough Station in its heyday, c1898S’ f <Z ™ f> e—f —<‘e ™ (_ S fatiribifted fo-Mafk TSajnt $895.

This station has recently undergone a major refurbishment to provide a new tourist and community hub.  Our
blueprint would recreate it as a transport hub.

The advent of mass-produced motor vehicles from around the 1930s and subsequent development of the road
network combined with changing transport economics and to some extent, the failure of the railways to innovatt
adapt to change triggered a slow but steady decline of the rail system, punctuated by occasional advacas the
1962 Melbourne-Sydney standard gauge project.

By the late 1970s, country passenger train service quality and patronage had declined to an historical low,
characterised by ageing equipment, antiquated operational practices and a perceived irrelevance by tbe publ

When it reached its peak in 1942, the overall route network covered 7668km, and there were 870 &teyiond the
(then) metropolitan electrified area with rail passenger services. Today there are 1762 route km withsexigeas
services served by 89 V/Line stations and a further 2041 route km of freight-only lines although someeddirthe
currently non-operational.

The Victorian Railways non-metropolitan network at its maximum extent in 1942
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3.2

REGIONAL RAIL RENAISSANCE

Victoria now enjoys the most comprehensive and heavily patronised regasdenger rail system in
Australia, providing a strong base for further improvement.  This turnaround caattoduted to three
significant injections of funds and operational reforms over the last 35syemch providing improved and
revitalised services:

1.

TheNew Deal for Country Passengéngtiated by the Hamer Government in 1981 and significantly
accelerated by the Cain Government and Minister Crabb from 1982 to 1988r winich faster services
with new air-conditioned carriages and locomotives replaced veryadden carriages, combined with
major operational and network reforms.

The 2002-200Regional Fast RAIRFR) project under the Bracks Government, introducing 160 km/h
operation, new VLocity trains, more frequent services and much rebuilt tradksagnalling, transforming
the role of services to regional centres (particularly within the two-hour reachedbddirne) resulting in
major increases in patronage not seen in other States.

TheRegional Rail LinfRRL) project implemented during 2014-15, the first and largest transport
infrastructure project to face full Infrastructure Australia scrutiny apgproval. RRL has greatly
increased network capacity by separating regional from suburban trains on therraigioutes heading
west from Melbourne through Sunshine.

Welcome though these investments are, their implementation has sometimes been daveécomplete.
One example relating to gauge standardisation is outlined in Box 3. Otlhensaded in Section 1.5.

The following sections will explore the extent to which these investmentgall/eave improved regional rail,
or otherwise.

A 1982 VicRail,” ...5—"% ""'et—co% 0 SF F™ FfZ "7 ‘—e_"> feete%et’el
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3.3

3.4

RAIL SERVICE PATTERN AND FREQUENCIES

The passenger rail network has five radial routes from Melbourne, on whigbresently serves three general
travel zones:

x Commuting zone including peri-urban towns, e.g. Lara, Geelong, Ballan, Ballarat, Gisborne,
Woodend, Kyneton, Castlemaine, Kilmore, Broadford, Seymour, Drouin and Warragul;

X Regional Dne, the area potentially within two hours but currently beyond reasonable commuting
distance of Melbourne, e.g. Colac, Winchelsea, Bendigo, Nagambie, Shepparton Mboeell and
Traralgon; and

x Long-distance to Warrnambool, Ararat, Swan Hill, Echuca, Shepparton, Albury/Wodonga, Sale and
Bairnsdale.

Services to Albury/Wodonga currently operate on standard gauge track. All other@fpassenger services
currently operate on broad gauge.

Service frequencies in the commuting zone have generally improved in ghéda years. On the Geelong
line, off-peak frequency on weekdays following opening of RR20-60 minutes, and peak hour frequency is
every 10 minutes. On the Ballarat, Bendigo, Seymour and Traralgon linegealkf frequencies are 60-90
minutes, with 2-3 services per hour in the peak.

In comparison, there has been no improvement in service frequencies to Warrnansveenh, Hill, Albury or
Bairnsdale since thslew Deal for Regional Passengar§981. On weekdays, there are three return trips
from Warrnambool, Ararat, Shepparton, Albury/Wodonga and Sale/Bairnsdale, two from Sivgamand one
each from Echuca and Maryborough.

In 1993, rail passenger services to Horsham/Dimboola, Mildura, Cobram and lteangare discontinued.
Services beyond Ballarat to Ararat and beyond Sale to Bairnsdale wayenéthdrawn at this time, but were
reinstated in 2004. In 2010, passenger services from Ballarat to Maryborouglalsereintroduced.

JOURNEY TIMES

In 1992, the maximum speed of passenger trains in Victoria was 115km/hraost alll services were
operated using locomotive-hauled carriages. Today, many regionalcEare operated with high-
performance VLocity diesel multiple unit (DMFL?J)trains at up to 160km/h.  However, the current maximum
speed of 160km/h is only achieved on certain parts of the network witldrcommuting zone. DMUs have
greater acceleration and perform better on steep gradients than locomotive-hatbgds, such as on the
Bendigo and Ballarat routes.

The three periods of rail investment described in Section3.2 eestlted in significant changes to rail
operating practices, improved commuting service frequency and, often, reduced jgummes. However,
our analysis of journey times in 2015 compared to 1992 shows that, in general, jaumesyhave not
significantly changed. In fact, since 1992 some journey times have incréssedppendix A

%2 Diesel Multiple Units (DMUs) are diesel-powered trains that are seffglled and do not involve haulage with a conventional fnotive.  The
multiple unit designation refers to the ability to coupt@o or more of these trains (or units) together and be operasd single unit under the
control of one driver.
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3.5

There has been negligible improvement in journey times on the
Geelong and Seymour linesn the Traralgon line they are mostly
slower. Despite major investment, other than the Ballarat and
Bendigo lines, benefits in terms of Melbourne-oriented journey
times have not been achieved.

Long-distance services have seenimprovement. Overall, in
terms of travel time, rolling stock provision, frequency and general
service quality, there has been no improvement for 30 years to
Warrnambool, Swan Hill, Shepparton, Albury and Bairnsdale; in
several cases, journey times have actually increased.

The story for regional centres is equally unsatisfactory as peak
counter-flow journey times into these centres have also increased.
If rail is to be an enabler to support major regional centres as
economic attractors, not just as dormitory suburbs, then rail
services into these centres needs to be markedly improved.

90 years on how much faster?

SERVICE QUALITY AND RELIABILITY

Perceptions of unsatisfactory service reliability are widespread amongst Wb#te users.  This was
generally confirmed during the recent consultation process to inform preparadfahe impendingRegional
Network Development Plgsee Section 3.9 and Appendix B).  This manifests itself through latess and
train services being replaced by road coaches, mostly due to rolling stoitkrastructure defects.

More recently, serious problems with wheel condition on the VLocity fleetafailure to actuate level
crossing protection on the Dandenong linggve resulted in considerable reputational damage due to
extensive service cancellations and road coach substitution over manyhmaont

Performance of V/Line rail services is measured by two criteria: riyahie. that the scheduled service
actually operated as a train, and punctuality, measured by actual arrivaldomgared to schedule at the
destination®® More subjective performance measures are assessed by periodic surveys.

Reliability - has a target that at least 96% of scheduled rail services will betgukfor both Commuting
Zone and Longer Distance services.

Punctuality - has a target that 92% of Commuting Zone services will arrive at the destinatioinvéitminutes
of schedule, and 92% of longer distance services will@ksithin 11 minutes of schedule.

These performance criteria are extremely generous by international stedgland are an inadequate tool for
managing the level of operating discipline for a reliable network inneneasingly constrained train path
environment. Tighter margins coupled with accurate scheduling are needed to inceetivianagement and
staff to rigorously address and rectify all controllable issued thgpact upon trip times and reliability.

More appropriate on-time performance margins would be £2 minutes for commuter seraitg@s5 minutes
for long distance services, monitored at major intermediate stations and giroand destination locations.

*% These statistics are misleading as they exclude planned substitutiingins with road coaches. See for examfif.ine scores perfect
performance ... after cancelled trains are cut from figuée S+ %ota f,"—f"> Y_ ZXY" &
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Furthermore, V/Line measures the punctuality indices as within 5 minutes and 59 sefmr@ommuting
Zone services, and 10 minutes 59 seconds for longer distance servicésebueports the results incorrectly
as arriving within 5 and 10 minutes respectively. This has the effect ofesitfaating poor punctuality.

The data in Figure 6 shows that V/Line has not met its punctuality targets in thBMagtears. This excludes
the recent widespread service cancellations due to wheel issues aritylumits.

Figure 6: V/Line reliability and punctuality data

Historical trend:  2010/2011 to 2014/2015

Commuter zone rail service

Financial Year 2010/2011 2011/2012 2012/2013 2013/2014 2014/2015

Servicesun 98.7 % 97.6 % 97.4 % 98.2 % 98.6 %

Service punctuality 84.3 % 87.3 % 87.6 % 87.5 % 89.4 %

Long distance rail services

Financial Year 2010/2011 2011/2012 2012/2013 2013/2014 2014/2015

Servicesun 98.7 % 99.4 % 97.4 % 98.2 % 98.7 %

Service punctuality 84.9 % 81.1 % 77.1 % 87.6 % 91.3 %
RED denotes target NOT achievg

PATRONAGE GROWTH

Over the last ten years, V/Line patronage measured by passenger journeys has more thasddoubl
Projections for the next ten years are for continued patronage growth.

Growing commuter demand has been driven by service improvements togetharpeipulation growth the
rising cost and inconvenience of car travel, including fuel ¢aatsl parking and traffic congestion.  Rising
employment in central Melbourne has generated demand from a larger traxsslork area.

Further substantial patronage growth (beyond that below in Figure 7) has occurredtsaagroduction of

full RRL services in June 2015, particularly to dormitory areas with newgafsac Currently, the Geelong,
Ballarat and Seymour corridors are experiencing above average growth from stations serviAgrk&ong
Creek growth area, Wyndham Vale and Tarneit (Geelong Line), Deer Park, MetldBaamchus Marsh (Ballarat
Line), and Donnybrook and Wallan (Seymour Line).

Figure 7 Increase in patronage for regional rail over the last twent years.

‘ Regional rail patronage growth since 1994/95

‘ 1994/95 2004/05 2014/15 % increases

V/Line rail passenger journeys* 5.7 million 6.4 million 13.6 million |First 10 years: 12.2%
Second 10 years: 112.5%
Over 20 years: 138.6%

* Excludes scheduled road coach journg

Data provided by V/Line and VicRoads in Figure 4 shows the modabigéily commuters to Melbourne by
car and rail from four major regional centres and intermediate peri-urban tow2013/14.  Rail is the higher
mode on three of the fouRegional Fast Raibrridors, with the fourth not far behintf.

% Source: V/Line Annual Reports.
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Figure 8 Rail mode share of commuting journeys

Daily commuters to Melbourne from regional centre2013/14

Geelong Ballarat Bendigo Traralgor?®
[Total numbers 16,050 7,389 4,042 5,610
Rail mode share % 54.5% 67.1% 75.1% 44.5%

Off-peak, there is strong all-day demand for rail travel to Melbournediscretionary purposes. There is
significant weekend traffic both to and from Melbourne, driven primarijydxpanded retail hours, leisure and
sporting activities/events, reduced working hours and more part-time employment.

Demand for long-distance journeys is also growingrThis is for day-return trips from outer regional centres
both to Melbourne and into regional centres, largely for business, medstapping, entertainment and
sporting events.  There is also tourist traffic especially to Warrnambdalrat (for the Grampians), Ballarat,
Bendigo, Maryborough, Swan Hill and Echuca. On weekends there is stegngetlrn traffic between
Melbourne and regional centres in both directions.

There is also growing counter-flow commuter traffic from Melbourne, particularly tel@®y, as well as
commuter travel from intermediate locations to nearby regional centreDemand is particularly strong
within the Latrobe Valley, between Castlemaine and Bendigo, and betweea and Geelong. Day return
trips are increasingly made to regional centres for education, shopping, raktéasons, visiting friends and
relatives and for work. Such counter-flows significantly improve the econonfiicieficy of rail operation,
because services in both directions are being patronised.

NETWORK INTEGRATION

. (o""_fo_ A:tf__":t S =
than 30 years, in most cases with integrated fares and ticketing.
integrated transport planning statewide.

7 tfanspottdretvefkds that,izhas been multi-modal for more
Thisde®a solid foundation for

Rail provides a radial backbone of services, connecting to coordinateticoach services to smaller towns
(see Figure P V/Line also provides non-radial coach services between regional centr®ther country bus
services also coordinate with trains at major regional stations, for example from Balenszlhakes Entrance.

Many V/Line coach services are replacements for former rail routes, for example Madhbaongatha-
Yarram, Melbourne-Yea-Mansfield and GeeloBallarat. Other routes provide a more direct and faster
alternative to a previously circuitous rail route; for example, Ballarat - Hamilton. Téwseh services are
mostly coordinated at major regional stations to provide connections with trairenm from Melbourne, and
are better patronised than the slower rail services they replaced.

In comparison, integration with local bus services at regional centres is pataBgelong has provided a lead
with its total revamp of urban and Bellarine Peninsula bus services, regittibetter frequencies and
timetabled coordination with trains, if not always achieved in practic®&endigois now following this lead;
however such changes are still to occur in Ballarat and the Latrobe Valley.

%% See External Advisory Board Review of Regional Economic @eveht and Services, Final Report, July 2015, DEDJTR.

% Lower market share on the Traralgon corridor is likely taattdbutable to uncompetitive trip times and relatively unradile service on the
Gippsland line, largely due to the interface with Metraitr services between the CBD, Dandenong and Pakenham.

Introducing InterCity

Rail Futures Institute, July 2016 36



t Z ' — " 8bithern Cross Station is a major coach terminal where regional rail passengerge@hange
with coach services, including Skybus to Melbourne Airport, as well as wittoMains and trams, and Bike
Share Flinders Street Station is also a key interchange with Metro traiass and Bike Share.

Regional rail services interface with other travel modes at mangtions:

x cycle parking facilities are provided at most V/Line stations espgaidthin the commuter area, and
facilities range from racks, to cycle lockers and secure Parkieges

x car parking is provided at most stations, although the demand for car parking quasdtipply at
many commuter zone locations;

x set down bays and taxi ranks are located at major stations.

Overall, there are some exemplary features of the current regional multi-moetalork. Nevertheless,
improvements are needed. Aside from timetable co-ordination, there is n@arehing network monitoring
and control system to ensure that actual performance (particularly at modalfates) matches planned
service.

There is a clear need to improve network-based planning, as we outli8ection 6.5. This is fundamental
to integrated transport planning and to meet the requirements of the TIA 2010.

Network connectivity in practice -Bairnsdale Station interchange and bus route signage (photasGeoff Mann)
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Figure 9: «...—“"<fie <o—f% " f—FT "$%oc'ofZ "< fot " ft ..0f..S ef—m"s

NETWORK CAPACITY AND KEY GAPS

Following completion of the RRL project, the regional network has largely bentabimeet the growth in
demand. However, infrastructure capacity constraints and peak pesiercrowding are now being
experienced. The situation will inevitably worsen.

Ongoing rolling stock procurement is essential for providing increased tapacity, replacing outdated
rolling stock and increasing train speeds. As the fleet of DMU tiatreases and outer metropolitan
electrification is extended, slower locomotive-hauled servicesdt be progressively phased out from all
commuting zone and regional services. DMUs also have superior acceleratiomeiragbcharacteristics,
which can considerably reduce journey times.

Some of the oldest rolling stock operates on the longer distance servicex,valiich are presently
locomotive-hauled. These carriages have been in operation for betweem820 years with minimal
enhancements. Unless completely replaced in the near future with newstthat meet contemporary
standards of comfort and passenger amenity, this rolling stock should nowngadgubstantial refurbishing
and updating as part of a life extension programme.

Rationalisation of the network from the 1970s, with elimination of some crossiogsl and some double
tracked sections rationalised to single lines, has resulted in redltreek capacity and less flexibility in

5" Seehttps://www.vline.com.au/Maps-stations-stops/Network-Maps
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timetabling. These are now becoming bottlenecks as service frequeheies increased, and/or are
inhibiting future service improvements.

Examples of past reductions in track capacity that now need to be revenshae:
x elimination of former crossing loops on the Warrnambool, Ballarat and Gippdiaes;
X Warrenheip-Ballarat East: conversion to single track; and
X Kyneton-Bendigo: conversion to single track.

More urgently, current passenger volumes are already introducing operational camistrand impacting
service reliability on a number of corridors that have single track sectiorighe following now require early
track amplification in the form of duplication or long crossing loops:

X South Geelong-Waurn Ponds;
x Deer Park West-Melton-Ballarat; and
X Bunyip-Longwarry and Moe-Traralgon.

In addition to capacity issues on the actual regional rail network, exparef regional services is severely
hampered by a legacy of underinvestment in Melboufmaetropolitan rail infrastructure. Demand growth
in Melbourne is necessitating a far more intensive Metro operation.  Regioihgkraices still share Metro
tracks on three of the five routes into Melbourne, and ongoing increasbkeino services are slowing or
crowding out regional services. For example:

x the Dandenong corridor comprises two tracks between South Yarra, Caulfielddandenong, which
have to accommodate regional, Metro and freight services;

X RRL between Southern Cross and Sunshine will be at or near capaci®gbdyl@e to the growth of
suburban and regional services;

X by 2035, the Metro lines through Sunshine will be fully utilised by swsugervices from
Melton/Bacchus Marsh and Sunbury, with significant impact on Bendigo servitegée Sunshine
and Sunbury; and

X Seymour/Shepparton line services currently have to dovetail into the busy €Ebaigi Metro line.

Clearly, the success and growth of regional rail has and will continue to hly liigpendent on major
investment in new infrastructure to provide capacity within metropolitanibtirne. Regional and express
services need to be segregated from burgeoning metropolitan services in tydecrease overall capacity for
the rail system and to segregate express from slower stopping services.

3.9 PTV REGIONAL NETWORK DEVELOPMENT PLAN (RNDP)

The Victorian Government released its Regional Network Development Plan BRMDVay 2016 We have
outlined the inadequacies of the RNDP in Section 1.5 and Appendix Be nélw investments contained in

the RNDP represent but a modest fraction of tingerCityPhase 1 program that we propose in Sectioti 4.
The far-reaching challenges that underlie our proposals forltiterCityPhase 2 program are not discussed in
the RNDP.

Much more is required to address existing issues and demand growth, and a stepedlsaegyuired for rail to
enable and not hinder regional growth.

8 See Appendix C for more detail on the comparison bemvthe RNDP and thimterCityblueprint.
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PTV undertook a comprehensive stakeholder patrticipation to inform its RegiNealvork Development Plan.
The findings of that participation were released in November 2015 a€tinvversation Reportt.

The issues raised in the RN@Bnversation Repgstovide an invaluable reflection of community perceptions
in much of regional Victoria:

0’1t ZF <o "t%oc'ofZ <..—"<f "fZ—F —SF<" —, Zc... ="fee’ "~ ese_FedA4
0-St> ™' — 7% Zcef —' —eF «— o'"f Larer —St efce [ f""c¢f"e —* —Sce

x frequency of services

X connectivity (services getting people to where they need to go, when they geed t

X capacity (particularly overcrowding on trains)

x reliability of services

X timetablinga

0 ZZ "T%oc'ee ™Mfoe_tt o't o7 . Te -elbrligrandfinishitdlaef;-and-biis ant train
timetables that corresponded

O of@E'” ..'e...f"¢ > 'foeefeY%ot e f.." e fZ7 "t%oc'os <bofZoestfo—"Fe—fpot ot”
small towns. Residents felt that the connections between trains and buses could be iamtaked;

services both around towns and between towns were very limited. If local connectionsroproddue

this would definitely lead to greater use of public transport in regional Victoria

0 f..<Z<—<ted <+ " f eortbeard servitk werd oth& key factors that people across regions were

Lo ekt fLt——& <of TR —f—F L f” fVeco%o [— oafesTed fpartiedlanfyl ... e "
for the long distance services that feature older rolling staeke common areas of feedback
0 ..'eece—te— —Sfet —S" —%S‘'—— —St "t%hoc<'de-MfH S SEkticeof o FITT £,
on improving public transport within and between the regidns

The latter point is core to understanding the transport networe & ... feef”> “*" f 0 —f—-F ‘7 <—<feb -
We aim to provide this through ounterCityblueprint.

The capacity issues outlined above are also addressed imtrCityblueprint.

90 teThMefoc'e FR%eciefZ H—TMe FTEZ0efe— Zfe0a I ETsfe TErea$d4-a Tfe 1" ZXY]A
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Box 3: Gauge standardisation: Lessons from a failure in future-prdiag

A key policy of the Bracks Government when it came to power in Victoria in 1999 was to progressively owmmy of
Con—""<fie "F%oc e fZ "f<Z Zeoto — o—fotf T %of—%ota eofip kT hedé—Yo.. st &)
Of o Sco—""c... TH..cocte =% e feff "FTcod «...—T"cfie .. t—e="> "fcZ of_M'"s
This decision is about giving Victoria a rail system for the 21st century instead of one for the 19th century.
Batchelor [Minister for Transport] said [the] program would provide funding over the next five years to stand
M tMe—> Zcote <o < -west,’rgtriirern; herth-east and western corridors that link rural industries with e
ports and interstate marketé’

That program faltered because the lessee of the then-privatised regional rail network, Freight Aastefilised to co-
operate with the Government on implementing the projeeét. Nevertheless, it set a clear policy objective.

Within months of the 2001 announcement, the Government initiatedRiegional Fast R4IRFR) project to buy new
VLocity trains and significantly upgrade the rail corridors to Geelong, Ballarat, Bendigo and Traiadhating new
signalling, heavier rail and concrete sleepers. The devil, here, lies in the detail

Sleepers are the supports or ties for the rails, laid perpendicular and resting on stone ballast. Normrnetecon
sleepers can only support one gauge, i.e. two rails, whether broad or standard gauge. The conversion of the
Melbourne-Adelaide line from broad to standard gauge in 1995 deployed special gauge convertitieteateepers.
Based on the success of this, many transport advisers advocated the same application for the RFR project in rec
of the inevitability of further gauge standardisation being required in future.

Gauge convertible sleepers have a special fastening system that can accommodate rails of either gauge arid,onc
facilitate a very fast and cost-effective completion of the gauge conversion process. Theadtitost to the RFR
project to install gauge convertible sleepers at that time was an estimated 2% of the total project cost. Concretg
sleepers also have an economic life or at least 50 years. Despite this, the Government detitease gauge
convertible sleepers.

More lines will require conversion to standard gauge to fulfilltiterCityprogramme. The implementation of this
would be far quicker, cheaper and less disruptive if the original upgrade programs had made provision for it.

Section 4 introduces this transformed regional rail network, integrated with HSRMlthourne Airport.
Additional detail by each route is provided in Section 5.

In Section 6, we outline the strategic policy and institutional changes thateqeired to deliver this blueprint
and achieve the broader benefits in terms of regional development and growth.

09 "f.ee TEreste_ fete YZX >Ef"e 0 IStitdBddget 2000/media selé@sks 65 May 2001.

® Privatisation of the regional rail infrastructure ended irdZdollowing re-purchase of the network lease by the Stateernment.
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4. THE BLUEPRINTINTERCITY

SUMMARY

InterCity is our blueprint for fast rail in regional Victoria ~ S<e ™<ZZ7 |t f «t> Bagfe Zf"«“cfe0
and regional growth, and provide a regional rail network for the 21 Century.

InterCity involves a phased program of investments. Phase 1 (to 2026) delivers significanhbfits in
capacity, frequency, journey time and reliability, through institutional changesand relatively
straightforward infrastructure and service improvements.

Phase 2 (to 2040) provides a step-change in terms of capacity and journey timesthifaster trains and
new lines fully segregated from the metropolitan network, including a major Melbourne Airprt hub.

The new network means that regional centres will be better connected to Melbourne, to each oén and
to their rural hinterlands.  This transforms how people and businesses regard tke regional centres as
desirable places to live and work.

4.1 INTERCITY- REGIONAL RAIL TRANSFORMED

InterCityis a blueprint for a regional rail network for the*QIentury, to lead and support regional growth and
development. It aims to significantly improve connectedness and support new econontiitgc

InterCitywill create a European-style rail network with greater service intensityiategjration between
transport modesThe main features are:

x faster, regular rail services linking major regional centres, with clear route patterns;

X a major new Melbourne Airport hub new line served by regional rail, a @p&rtashuttle and
designed for future High Speed Rail (HSR);

X new fast lines on the Geelong, Bendigo and Seymour routes, fully segrédiadm the metropolitan
rail network;

x removal of impediments to fast running through the metropolitan area for Ballarat apgp&and
services by track quadruplication and provision of long passing loops

X Cross-Countryegional rail routes linking regional cities to each othaargd

X much improved service reliability, through more robust infrastructure, new rolitegk, institutional
changes and greater proficiency in operational and engineering management.

The route maps below show that more regional towns and cities are brought within 90 miontitdelbourne.
The maps also show how regional centres are better connected to each other aneitoutral hinterlands.
This transforms how people and businesses regard these regional cemtidssaable places to live and work.

Faser regional rail will be competitive with travel times by car and will expthe area of regional Victoria
with good access to jobs and services. TriterCitynetwork will significantly improve commuting journeys
to Melbourne and, most importantly, journeys into regional centres.

The regional rail service proposition is highly dependent on qualityelsas speed and reliability.  Journey
times of up to 90 minutes can still be attractive to some commuters if the jousegrinfortable and the time
can be used productively. The Marchetti Constant (noted in SectiomapoBition 3 above) will still apply, as
commuters realise the new potential offered by theerCityblueprint and adapt accordingly.
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4.2 PHASED INVESTMENT PROGRAM

InterCityinvolves a phased program of investments:

X

X

Phase 1(to 2026) delivers significant benefits capacity, frequency, journey timeeliability and
passenger amenity through relatively straightforward infrastructure and servigaavements, and

essential changes to institutional and governance arrangements.

Phase 2(to 2040) provides a step-change in capacity and journey times, with fastestand new
lines, including a Melbourne Airport hub.

Key investments and benefits are shown in Figl@aind described in more detail in Section 5.

The strategic policy and governance changes necessary to delivee thiee set out in Section 6.Assessment
of the business case and implementation issues are discussedtioiSéc

Figure 10: InterCity phased investment program

Phase |[By Key investment Key benefits
| 2026 |Incremental improvementso the existirg New services, greater frequency, increased
network, with a new service pattern and new capacity, reduced journey timeand much
rolling stock. improved reliability and passenger amenity.
2 2030 |New line: CBD to Melbourne Airport, built to HSH Melbourne Airport rail shuttle.
standards.
2035 | New lines: Melbourne Airport to the Bendigo and Faster and more frequent services on the Bendi
Seymour routes. Seymour/Shepparton and Albury routes.
2040 |New fast line to Geelong. Faster and more frequent regional services to
Geelong, Colac and Warrnambool.
4.2.1 PHASE 1: TO 2026

Significant benefits in capacity, journey time and reliability can be eatd in the short-term, through
relatively straightforward infrastructure and service improvements. Theshide:

X

Introducing InterCity

line speed upgrades, improved signalling and level crossing proteetimhcapacity/reliability
upgrades including duplication of some single track sections;

new timetabling with regular clock-face departures and clear paths for rediexpresses;
increased frequency on most lines with alternate fast and stopping efflgservices;

additional rolling stock for commuter zone services and new trains for thstgnce services, coupled
with improved rolling stock utilisation, enabling greater passenger capad additional services
on most corridors;

quadruplication of the Caulfield-Dandenong line, which is criticaldfggroved regional services and is
explored in more detail in Sectidh5and Box 3;

standard gauge conversion of lines from Geelong (Gheringhap) to Ballarat angbdtaugh as part
of the Murray Basin Rail Project and from Ballarat to Ararat, enabling aGregs-Country network of
regional services between major regional centres in the west, includiredoBg-Ballarat and
restoration of services to Horsham (see Sectib);

improved interchange and integration with local bus services and difagsport modes, including
major new ®arkwayastation developments at Corio, Warrenheip and Kangaroo Flat; and

upgrading of station facilities, amenities and accessibility, antivoek-wide updating of MYKI
ticketing system.
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Figure11: ProposedinterCity regional rail passenger network at the conclusion of Phase 1o 2026

Phase 1 provides incremental changes through affordable investmentsaot6ryear period. It can be
achieved relatively quickly, within election cycles.

During Phase 1, electrified Metro operation would be extended from Sunshietmn and Bacchus Marsh
including rail/rail grade separation at Sunshine and quadruplicaftiom Sunshine to Deer Park.  This would
remove Melton/Bacchus Marsh trains from the RRL lines between Southern Cross, Sunshbeeaaritark
West, but would still involve interaction with Ballarat trains betwd2eer Park West and Bacchus Marsh.
This new infrastructure will be sufficient in Phase 1 but will requirdér investment early in Phase 2.

Capacity constraints elsewhere in the Melbourne metropolitan area will pageasing limits on reliability,
frequency and journey timesée Section 3.83)8 These are addressed in Phase 2.

Phase 1 also includes a fundamental shift in transport governanceititoely integrate planning across
transport modes and to deliver on the objectives of the TIA 2010.

4.2.2 PHASE 2: TO 2040

Major improvements in capacity, journey times and frequencies will beeaekliin Phase 2 by building new
lines, largely in the Melbourne area, and introducing new trainmbée of 200km/h.  The staged program
ensures a progression of major infrastructure projects to 2040.

InterCityprovides an outstanding opportunity to create an integrated design for fast redicaibon the
Bendigo and Seymour routea new Melbourne Airport linind future HSR to the Riverina, Canberra and
Sydney. TIs synergy will improve return on investmerthrough economies of scale, and boost rail travel
demand as a result of integrated network planning.
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Figure 12 ProposedInterCity regional rail passenger network at the conclusion of Phase 2o in 2040

Importantly, the new route via Melbourne Airport to the Seymour line at Wallan wibuik to HSR standards,
but this investment is not dependent on the full HSR route to Sydneyather, the new line through
Melbourne Airport to Wallan would become the first phase of a future HSR linegpgginton, Albury and
beyond.

Principal Phase 2 works include:
x further line speed upgrades, including 200km/h operation where achileyab

x anew fast line from Southern Cross to Melbourne Airport shared between regionatsg, an
Airport Shuttle and eventually HSR, with an inner-suburban interchange asldoa (see Sectiod.5
below);

x anew line for Bendigo trains, extended from the new transport hub dbblane Airport to re-join
the existing Bendigo line near Clarkefield;

X anew line for Seymour, Shepparton and Albury trains, built to HSR standffamsMelbourne Airport
to an interchange with Metro services at Wallan;

X anew fast line to Geelong connecting to the Phase 1 Cross-Country routes to Batldidbesham;

X additional tracks on parts of the Ballarat and Gippsland lines shargtdmetropolitan trains to
enable fast regional trains to operate without being impeded by slower stuppiains;

X connecting Bendigo into the network of Cross-Country services; and
X progressive conversion of additional lines from broad gauge to standard gauge

Concurrent with Phase 2, changes to the metropolitan network would include an estenthe Melbourne
Metro (MM) tunnel from South Yarra to Caulfield, electrified Metro operation onRlegional Rail LinfRRL)
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lines from Southern Cross to Wyndham Vale, a new connecting line from Werrib®gridham Vale and
extension of electrification from Craigieburn to Wallan.

The new lines in Phase 2 will alltnterCityservices on the Geelong, Bendigo and Seymour lines to become
fully independent of Metro services. Additional long loops on sectmiithie Melton and Pakenham lise

will allow unimpeded running of Ballarat and Gippsland trains retpely, by overtaking stopping Metro
trains.

While beyond the scope of this paper, it is assumed that the proposedatsiiork will be supported by closely
connected road coach, local bus services and improved walking atidg@yonnections which together will
“tve St e f—ft™MctE T — Zc.. <o—F% " f—FT —"fee’ - e —WiiG dOGATe—<fZ —°

ThelnterCityphased investment plan is described in greater detail, region by regiddection 5.

4.3 SERVICE PATTERNS

InterCityfeatures three overlaid service patterns:

X Regional commuter. up to 90 minutes from Melbourne, frequent services (at a minimum of 2 tph
(trains per hour) off-peak) and

X Long-distance: destinations beyond the commuter ring with much-improved journey times, express
running through the commuter area and progressively increased service frequeedies
Warrnambool, Swan Hill, Shepparton, Wodonga/Albury, Sale and Bairnsdale; and

x  Cross-Country routes into and between regional centres, e.g. direct Geelong-Ballarat-baough-
Bendigo service.
Service frequency is a key determinant of perceived sergigality and is often a factor in reducing actual
door-to-door journey times, especially where inter-connecting services are involvétds a particularly
important factor in increasing the attractiveness of rail as a viathlernative to car travel.

InterCityprovides minimum service frequency levels on all regional commuter routepragtessively
enhanced service frequency on long distance services, consistenkmadtivn and anticipated travel patterns
and efficient rolling stock utilisation.

IndicativelnterCityservice frequencies are shown in FigdBe

InterCityalso provides for the progressive introduction of local metro railworks within regional centres,
such as Geelong, Ballarat, Bendigo and within the Latrobe corridor, genetijhed to population growth
within these centres. InterCityservices would dovetail with local metro services, integrated with baseks
other modes including cycling. These major improvements in connégtivithin regional centres will
further improve their strength as economic hubs.

A further benefit of theinterCityroute pattern is that it allows for regional centres to be connected directly
across Melbourne, often without the need to change trains. For example, the Traradgonal service at
2tph could extend alternately to Bendigo via Melbourne Airport and to Ballarat.
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Figure 13: Service frequencies: 2016 compared to indicative InterCity Phases 1cha

Regional commuter services (trains per hour)
2016 (actual) Phase | (by 2026) Phase Il (by 2040)
Corridor Service Peak Off-peak Peak Off-peak Peak Off-peak
South-West | Melbourne-Geelong 5 3 6 3 8 4
Melbourne-Colac nil nil 1 1 2 2
West Melbourne-Ballarat 25 1 3 2 4 3
North-West | Melbourne-Bendigo 3 1 3 2 4 3
North-East | Melbourne-Seymour 15 <1 3 2 4 3
Melbourne-Shepparton | see below | see below 1 0.5 2 1
East Melbourne-Warragul 15 1 3 2 4 3
Melbourne-Traralgon 15 1 3 2 4 3
Long distance services (trains per day in each direction)
2016 (actual) Phase | (by 2026) Phase Il (by 2040)
Corridor Service weekdays | weekends| weekdays| weekends| weekdays| weekends
South-West | Melbourne- 3 3/2 5 4 7 5
Warrnambool
West Melbourne-Ararat 3 2 5* 3* 5 4
Melbourne-Horsham nil nil 3* 3* 5 4
North-West | Melbourne-Echuca 1 2 3 3 4 4
Melbourne-Swan Hill 2 2 3 3 4 4
North-East | Melbourne-Shepparton 3.5 2 see above| see above| see above| see above
Melbourne-Albury 3 3 5 4 7 5
East Melbourne-Bairnsdale 3 3/2 5 4 7 5
Cross- Geelong-Ballarat nil nil 8 4 10 6
Countty | g allarat-Bendigo nil nil nil nil 6 4
* originating at Ballarat (with connections ex Melbourr|
** Saturdays/Sundays

4.4  JOURNEY TIMES

InterCityrecognises that, other than to Ballarat and Bendigo, regional rail journey times barely improved
since 1992, despite major investment programs and new VLocity traideurneys from all long distance
centres are actually slower than in 1992 (see Appendix A).

Therefore Phase 1 delivers track upgrading for full 160km/h operation on commuter lines (to centipée
earlierRegional Fast Rairoject), coupled with selective track duplication and signaltmgl level crossing
protection upgrades. This will provide necessary route capacity, further reduce yptimes and
significantly improve service reliability.
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Phase 2 will deliver 150-200km/h speeds on commuter services, anthABAkross much of the extended
regional network and thus achieve a step-change improvement in journey times antiligliacross Victoria.

Improved journey times are shown Figurel4.

Figure 14: Typical journey times in 2016 compared to InterCity in 2026 arzD40

Service Current ail Typical journey times (Minutes) Percentage
dizi?nr;ce 2016 Phase | (by Phase Il (by gﬂ?\sr;g:é
Corridor 2026) 2040)
South-West Melbourne-Geelong 81 60 55 35** 42%
Melbourne-Colac 161 130 110 90** 31%
West Melbourne-Ballarat 115 75 65 60 20%
Melbourne-Ararat 207 135 125 115 15%
North-West Melbourne-Bendigo 162 110 95 75* 32%
North-East Melbourne-Seymour 99 85 70 60* 29%
Melbourne-Shepparton 182 155 120 110* 29%
Melbourne-Albury 317 230 185 165* 28%
East Melbourne-Warragul 100 100 85 70 30%
Melbourne-Traralgon 158 145 120 105 28%
Cross-Country | Geelong-Ballarat 83 - 55 50
Ballarat-Bendigo 179 - - 120
Interstate High Speed Rail (HSR¥ubsequent to Phase Il
North-East Melbourne-Shepparton - - 48*
Melbourne-Albury - - 72*
* via Melbourne Airport
** via new proposed Geelong fast lir

While it is not viable to raise speeds beyond 130km/h on the lasiguite network, substantial time savings
can be achieved through modest track upgrades, utilising the higher perfooagotential of new trains and
new service patterns, including re-introduction of limited express sesvic There may be potential to further
increase speeds in the longer term with new technology, for example in ratogk and signalling, and
selective track upgrades.

Increasing line speeds will require an expansion of the existingdesssing protection program.  200km/h
operations on selected corridors will require grade separation of roadaihtb improve safety and reliability,
andto reduce road delays as rail services become more frequent. isiEimsgh priority component in the
InterCityprogram, and will also deliver major benefits to road users.

4.5 MELBOURNE AIRPORT

Melbourne Airport is a trip generator comparable to existing regional cities butrigwtly not connected to

the rail network. It generates unsustainable levels of car congestioighattas prompted the $1.3 billion

CityLink Tullamarine Freeway widening.
0 SE"f <o <o "t fece% FTcTte. it — o— %0 %o fraitlink$ofMelBourn&AirpotardS T "7 “cecte
based transport constraints associated with congestion on CityLink and the Tullamewag Bral the lack
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of alternative transport modes, has the potential to negatively impact on Melbstahessas a global
62 . <
=80

Melbourne Airport, carrying 33 million passengers per annum currently andgbeoje¢o increase to 63 million,
is a major employment and activity centre, providing very strong poterdihand for rail services.
However,  1+2012 proposaf for a rail link was flawed:

X journey times were not competitive with taxis, private cars or Skybus;

X service reliability would be questionable with Airport trains viallM@rne Metro originating 80+ km
away at Pakenham or Cranbourne/Clyde and competing for constrainedar&tcapacity with Metro
services facing burgeoning demand to/from Sunbury and Melton/Bacchus Marsh; and

x dedicated, purpose built trains would not be provided, and suburban dMegrvices would be
unattractive to most Airport users.

InterCitytransforms the proposition by providing a new fast routeassegregated line from Southern Cross to
Melbourne Airport, to be shared with future interstate high-speed rail (H8#®l InterCityservices (see Figure
12). The Airport then becomes a major multi-modal transport hub.  City airlinelcireand luggage drop
facilities would also be provided at Southern Cross station.

Beyond Melbourne Airport, new lines will extend northwards to the BendigoSeygmour routes, the latter
built to HSR standards. In addition, a dedicated airport servidegwalide a reliable 15-minute journey time
to the CBD, with 10-minute frequenciggtopping only at Sunshine for interchange with Metro and other
InterCityservices.

Major synergies will be achieved by co-designing and buildingwanaé corridor combining HShnterCityand
a new Airport link.  The route from Southern Cross Station would be partiatlyninel and partially on the
surface or elevated, with line speeds of 160 to 200 km/h.

The proposed Melbourne Airport corridor is the first major component in Phase 2. edsésntial that

detailed planning commences as soon as possible, to determine aedwsaifd its final alignment. Finalised

rail alignments within the Melbourne Airport boundaries must also be corditme —S3 <"’ *"—je ¢18§— ZX > %
Masterplan, due for release in late 2018.

4.6 HIGH SPEED RAIL (HSR)

Australia has been among the slowest of developed nations in adopt®g8. The Commonwealth
Government has recently put consideration of a new HSR line built to 30kr8BQinking Melbourne,
Canberra, Sydney and Brisbane back on its agenda.

There is an ongoing debate over the perceived high costs relative to Syslletbourne air traveland on the

potential for value capture along the route. However, equally important istthiesformative effect HSR will

have on regional centres along the route.  The new line will transformZgte e — ' f——f"e¢ ‘e —oe_"f7f]
coast including in Victoria.  For example, journey times to Melbourne from Alburydwpal would be 72

minutes, from Shepparton 48 minutes, and from Seymour 30 minutes.

St Tfveete—ie ZXY[ <% S 'tit eflalcost efHll4tbilliar (2012 dollars), of which the
more viable Melbourne-Canberra-Sydney component was estimated to cost $50 billion.

%2 delbourne Airport Rail Link: The key to a glpty. ... dscussiort paper by Essential Economics Pty Ltd, 21 July 2010.

9 ™ me 717 eiMetropdiitanrf <264 —,Z<... "fee’t"— «..—'"<f&04f . THis piopoE Was &xtersively promoted
by the then Victorian Government prior to the Novemberl20State election, with completion expected in 2026/27.
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Another detailed study undertaken in early 2014 for Beyond Zero Emis¥ioastimated the total project cost
at $84.3 billion, inclusive of rolling stock.  This study estimated théibMene-Sydney HSR infrastructure
component at $37.0 billion. However, unlike the Government study, tbidysadopted the Melbourne HSR
exit route via Melbourne Airport, as also proposed in thigrCityblueprint.

The entire Melbourne-Brisbane project has recently been costed by Aurecon Cantsufiba the Australasian
Railway Association (ARA) at $63 billiGh. If achievable, this would suggest that a competitively tendered
Melbourne-Canberra-Sydney project cost might be nearer $30 billion.  Thecan study involved extensive
benchmarking with other HSR projects worldwide.

It now seems more likely that Australia will be building HSR within & two decades. This provides an
opportunity to co-design with new lines serving regional trains on the Seymoup&mon/Albury and
Bendigo lines. Regional services would share part of the HSR route dnelfurne approaches.

HSR could be considered a Phase BtdrCity,but it requires strong leadership and commitment from the
Federal Government. In this sense, the HeterCityline through Melbourne Airport would demonstrate a
commitment to HSR by Victoria at the Melbourne end.

It is now vital that the Commonwealth Government establishes engineeringdsteds for national HSR so
that Victoria can build the route section via Melbourne Airport to Wallan to HSRatals.

It is also essential that State-owned land in the Dynon area be safdgddor future use by HSR.Proposed

designs for the Western Distributor freeway indicate include that major roadtjons are being planned for

this area. These need to be urgently reassessed in the context of stratégggdted planning, and

inappropriate road designs rejected. S«<e <o "f"— " —SF —f—fie e—f——ct> * Z(%of—c'0e —
integrate transport decision making.

4.7 CROSS-COUNTRREGIONAL ROUTES

Btate of Cc—<F 0 "I“— <"t f —" fthat'provides difdct’lmks between major regional centres,
without necessarily having to travel via Melbourne.  Currently, the passeaagleretwork is radial from
Melbourne, butinterCitywill create newCross-Countryoutes directly linking regional centres.  For example:

X services that run from one region to another through Melbourne, e.g. Bendigo to the LatrokeyVall
via Melbourne Airport;

X re-introducing services to Horsham from Ararat and Ballarat; and

X a Geelong-Ballarat service would benefit both cities and towns betweefydimg the rapidly
growing populations of Batesford and Bannockburn in Golden Plains Shire.

® &ero Carbon Australia: <%0 S 't 7 1 refforZhy Beyond Zero Emissions, Melbourne Energy Institute agin@n Aerospace Centre, April
2014.

0 8% —fe—<fZ f.=0 " %S THET feeteYotcefuZ s of f O FLCP ee—T—foe—e "7 e f7f
Association, October 2014.
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4.8

Much depend®on the Murray Basin Rail Proje@1BRP), which will upgrade and standardise freight routes

from Geelong north to the Murray. In August 2015, the Victorian Government comantigtéunding $220

million of the full $416 million package of the MBRP works and sougbné&ibution from the

Commonwealth for the balanc® Subsequently, in April 2016 the Commonwealth agreed to match the
—f—tie et ——cte W te 8§t " EL .-

InterCityprovides the opportunity to resolve long-standing issues relating to track gaagel to finally
overcome the lack of earlier future proofing for subsequent gauge stansatidin (see Box 3J. The MBRP
offers potential synergies to provide an initial step in creatingev network for passenger and freight
services.

Our proposal is for a core network Gfoss-Countryoutes centred on Ballarat, operating on standard gauge,
and connecting at Ballarat with fast frequent broad gauge services to Melbourne vanBalNew Phase 2
lines built to standard gauge will include the new lines to Mealime Airport and Wallan, and the Geelong
express route. Phase 2 would also include additional gauge standardisatipriram Wallan to Seymour
and Shepparton, and Bendigo to Inglewood (linked to Dunolly, MaryboroughBatiidrat). These rail routes
would be complemented by an extensive network@ross-Countryoad coach services linking other key
centres, e.g. between Bendigo and Shepparton.

Restoration of passenger rail services between Geelong and Ballardatando Bendigo exemplifies the
network benefits thatinterCitywould bring. Geelong, Ballarat and Bendigo will essentially become regional
rail hubs, well connected to each other and to Melbourne.

NEW CENTRES, NEW TRAVEL PATTERNS

InterCitywill create new travel patterns based on new rail services. redisnal centres grow, they will
generate inward travel flows.  This will help balance the flows fteose centres outwards to Melbourne.
Routes like Geelong to Ballarat, with a potenti@minute journey time, will generate significant concurrent
flows. These counter-flows improve the economic efficiency of radrappon as maximum use is made of
assets. They will represent journeys to medical, educational and employopportunities in regional
cities, as well as cultural and sporting events.

As regional travel increases into major centres such as Bendigo, Ballarat aothé &ity, including from
intermediate peri-urban areas, local rail networks will be used more iftelys There are opportunities to
increase capacity on radial routes into regional centres, with addition&ises, new stations and reopened
rail routes, integrated with local buses and light rail.  This is preciseljutluee for regional centres that
InterCitywill help create.

% Seehttp://www.premier.vic.gov.au/labor-government-backs-feurray-basin-rail-project/  However, media reports indicate a further

Jtesc—efe— “"'e St Obliver ttthé MBRP projectke "—2Z2Z7 ,> =St fet T ZXY A t7te ™M—S'—— f1i"fZ ‘Tf7eet

&7 Seehttp://minister.infrastructure.gov.au/chester/releases/2016#\faic040_2016.asx

% Track gauge refers to the distance between the rails.  Incorhjiéi between differing track gauges has bedevilled Austfalie "f<Z™ fre oco . f
the mid-19" Century.  In Victoria, almost all lines were originkdig as broad gauge.  Since the 1960s, various lines have begrepsively
converted to standard gauge to allow compatibility with linedlie other States.
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4.9 THE REGIONS TRANSFORMED

InterCity ™ <ZZ & f %> ISHIeZE” (<t feoT 71 % <mutiobahichwile induced to
better balance growth in metropolitan Melbourne.  This will bring multiple Haae

X

Regional population change- Improved rail services will expand the reach of the Melbourne
commuting area and result in faster than forecast population growth in areas serveddrZity.
There will be a net benefit to the State as a whole because growth in regiceed aan be achieved
more efficiently and at lower cost than growth in Melbourne.

Business development Population growth in regional locations will generate multiplier effeats, i
turn creating further investment in a wide range of business aatigjtleading to new enterprises and
employment.

Strategic Integration Improved passenger rail service will facilitate closer integratiotnef

economies of regional centres and Melbourne, generating synergies and inmgréivé potential for
tZ,' —7+F —* ,t..'«1 leading tpidtreffis international finance, trade and communications.

A reduction in travel times will encourage more daily business alutational travel as people find it

more convenient to attend meetings, seminars and courses in Melbourne and regiontedse

More intensive communications within and between businesses hagfiisrin terms of faster

dissemination of information and intelligence about new techniques andketaconditions.

Services sector growth Regional population growth will stimulate the development and expansion
of major medical and educational institutions, each with significant amenity, emplaynaad wider
economic benefits. These services are highly significant for reterimhexpansion of regional
populations.

Labour market efficiencies Improved rail travel between Melbourne and regional centresopitin
up access to a much wider labour pool for business in regional cemkriés access to jobs in
Metropolitan Melbourne will be improved for regional residents.  Skill shorsapen become less
of an impediment to business and economic development.

Tourism growth Travel time is a key determinant of the level of visitatioridorism attractions.
Improved rail services will increase the flow of visitors to theayturist and cultural attractions in
Victorian regional cities and towns, and the market for new attractiensepional locations will be
increased. This will lead to further investment.

Safety benefits - Any shift from road to rail travel will reduce the potential for deattd trauma from
road accidents, since rail travel is vastly safer than trayedds.

Environmental benefits Rail is more fuel efficient per passenger kilometre than car travél.shift
from road to rail travel will reduce the overall energy requirements favet, and reduce motor
vehicle-related pollution effects including carbon emissions.

In the following section, we will introduce olmterCityblueprint in more detail, and show what is required to
address the rail capacity gaps highlighted in Sectiondr@l improve journey times, performance and the
overall rail travel experience.

Introducing InterCity
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5. INTERCITYPHASED INVESTMENT PROGRAM

5.1

SUMMARY

The InterCity phased investment program has been carefully designed to allow projects to be
progressively brought on stream over a 25-year period. It is ambitious but achievable.

The program proposes incremental improvements in Phase 1 (to 2028/hich will yield significant
benefits in improved journey times, service frequency and reliability. These improvemestinvolve
infrastructure enhancements, smarer scheduling and better interchange and integration with other
transport modes.

Major improvements in journey times and frequencies and overall network connectivity will be achiede
Phase 2 (by 2040) through a rolling program of new fast regional lines and high performanmlling stock.

This section describsthe phased investment program in more detail. It looks in turn at each of the five
radial routes from Melbourne and the proposedCross-Countryservices that will directly connect regional
centres.

SOUTH-WEST: GEELONG AND WARRNAKBL

Rail investment is barely keeping up with demand growth in the Geelong corridRRL has delivered a new
rail line segregated from suburban traiasd has improved the service frequency to Geelong but, being 8 km
longer, has not improved journey times.

For Geelong, the gains from RRL will be short-lived as metropolitaretrdemand rapidly grows along the
new route through Tarneit and Wyndham Vale and starts to overwhelm regionalkstdasigned for longer
trips. The RRL route through Tarneit will therefore needezome an electrified Metro route withn
intensive suburban service. Werribee suburban services adlltad extended to Wyndham Vale via a new
link, withaninterchange at Black Forest Road.

By 2030, RRL capacity will be fully utilised from Southern Cross to Sundbe to demand growth from the
western suburbs and Ballarat and Bendigo line$n Phase 2 this will trigger the need fanew fast line to
serve the Geelong region, as detailed below.

In Phase 1, at Corio, the present poorly patronised station would be replaced wigjor new Parkway
station near the junction of the Princes Freeway and Geelong Ring Road h&itbotential to provide up to
3,000 park and ride spaces and a majorambus interchange.

South of Geelong, the main limiting factor is the single track from South Geelong tpthsent commuting
zone terminus and planned stabling facilities at Waurn Ponds.  Thisresgduplication in the short-term
(Phase 1) bringing immediate benefits in terms of service frequamdyreliability.

The short, single-track tunnel immediately south of Geelong Stationheilproblematic and expensive to
duplicate, but will become bottleneck as services intensify. This should be addressed irePhbsfore
services intensify, most likely in conjunction with grade-separation eélierossings around South Geelong.

Phase 1 will also see the introduction of new trains to service the Walroal line, with immediate benefits
to trip times, service frequency and passenger comfort.

The population of Geelong is likely to exceed 500,000 by mid-centuBefore then, a new fast rail line will be
required from Geelong to the Melbourne CBDThis new line will allow greater frequency wig200km/h
alignment to achieve 85minute journey time. It will transform Geelong as a regional centre, and have a
ripple effect through its hinterland. It will also allow extension of regular comms#evices beyond Waurn
Ponds to Winchelsea and Colac.
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The new Geelong fast line would incorporate parts of the existing rail infretre beyond the
Werribee/Little River area and be constructed to standard gaugeasisof a wider network reconfiguration
which would progressively flow from the MBRP (see Sechi@h

There are various route options for the new fast line, for example:

x underground from Southern Cross via Fishermans Bend to Newport, then on the existing cerador
Laverton and Werribee;

x from Southern Cross on a new alignment to South Kensington, beneath Footscray then via the
Princes Highway corridor and the Old Geelong Road to near Williams ngyrttien on the existing
corridor via Werribee; or

x from Southern Cross on a new alignment to South Kensington, beneath Footscray then via the
Princes Highway, Somerville Road, Middle Road and Outer Metropolitan Rimiglars to Little River.

Under the first two options, Werribee would become a key interchange with metitgn services and
potential links to the proposed East Werribee Employment PrecincQuadruplication would also be
necessary to fully segregate Werribee/Wyndham Vale suburban servaresttie new Geelong fast line.  All
of these options have the potential to be routed via Avalon Airport, if justifigghassenger throughput.

Standard gauge conversion of the Geelong to Warrnambool line would besegubnt stage in Phase 2.
This would ideally be undertaken at the same time as line upgradesCknif on the Geelong-Colac section
and to 130km/h for the new trains on the Colac-Warrnambool section.

As Geelong edges towards a population of half a million, there is an opptrtiandevelop a rail-based
Geelong Metrgervice. This could include a new line from South Geelong to Dry@dkiley the protected
former Queenscliff line reservation) whic
would serve (with connecting buses) the
entire Bellarine Peninsula.  Another new
line from Marshall to Torquay would serve
the popular Surf Coast region and rapidly
growing suburbs of Armstrong Creek and
Mount Duneed. With regular services tq
Lara, Bannockburn, Drysdale and
Torquay Geelong Metrovould dovetail
into InterCityservices to Waurn Ponds,
extended to serve Moriac, Winchelsea
and Colagsee Figurdh).

Geelong Station will become the hub of
this new network in the south-west. It
will need to expand, with an additional
platform on the west side and additioha
standard gauge running tracks provided
at the north end, providing a four-track
approach beneath the LaTrobe Terrace
flyover.

Figure15: Geelong Metro
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5.2

South West: Geelong and Warrnambool lines - phased investment progm

Phase| Key investments Journey tire (Minutes)

1 |Development of Corio Parkway station. Geelong-Melbourne: 50

New standard gauge track North Geelong to Geelong Station for Geelong-
fZZf"f— Zc<od fiiZ" <% —soavidés.

Duplicate/rebuild tunnel beyond Geelong station (completed in Phase 2). Colac-Melbourne: 105
Duplication South Geelong to Waurn Ponds.

Upgrading of Waurn Ponds to Colac line section for VLocity operation at
130km/h and new VLocity services to Colac extended from Waurn Ponds.

Warrnambool line - additional crossing loops to support increased service
frequencies to Colac and Warrnambool.

New long distance trains operate Melbourne to Warrnambool. Warrnambool-Melbourne: 18(

2 | New direct 200km/h standard gauge line Melbourne to Geelong. Geelong-Melbourne35

RRLIines electrification Southern Cross to Wyndham Vale, and Werribee to
Wyndham Vale extension for Metro services.

Development ofGeelong Metraand expansion of Geelong Station including &
additional west side platform.

Standard gauge conversion of Geelong to Warrnambool line including furthg Colac-Melbourne90
upgrade of Waurn Ponds to Colac section to 160km/h for regular commuter | \n/arrnambool-Melbourne: 16(
services to Melbourne, and Colac to Warrnambool line section upgraded for
130km/h operation.

New long distance trains provide new service Melbourne to Horsham via Horsham-Melbourne:220
Geelong, Ballarat and Ararat. Geelong-Horsham: 180

WEST: BALLARAT, ARARAT AND HORSHAM

Significant improvements should be delivered to the Sunshine-Ballarat corridor eaRfiase 1 and be
completed before 2026, not least because the existing alignment meandatdsamostly comprised of single-
track sections. Such investments will rapidly yield benefits in terms of journey times, sefvezjuency and
reliability.

Infrastructure works are required to progressively duplicate the single-temtkions, and to remove the
circuitous deviation at Bungare®. In Phase 2, construction of a new alignment from Parwan to Rowsikey w
provide further improvements to journey times and allow express regional traingpads Bacchus Marsh.

The route through Sunshine and Melton to Bacchus Marsh will become an intensoigfigld Metro

suburban line within Phase 1 with at least three additional intermediate gtatio This will require significant
works to segregate regional and suburban trainsluding quadruplication between Sunshine and Deer Park
West and in Phase 2, overtaking loops between Deer Park Weshi@itdn for Ballarat trains to have an
unimpeded journey.

% The 2016/17 State Budget provided $517 million over four yeammence these works. The funded projects include track duptingtom
Deer Park West to Melton, new crossing loops at Ballan, Bungaméenear Warrenheip and removal of the circuitous Bungareeatieni
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eI ™ o f ®drtedheip Pf "« ™ f > e« —ilf be estdlflished, most likely on an 8ha site adjoining the former
Warrenheip Station with potential to provide up to 2,000 park and ride spaces anda orhan bus
interchange.  With modest local road improvements, this would provide gaagkss to rail from the eastern
and southern suburbs of Ballarat, address restricted parking availahtliBallarat Station and complement
Wendouree Station that serves the western side of the city.

Ararat is the gateway to a large hinterland in the Wimmera and western \i&Gtas well as the popular

Grampians and Pyrenees tourist areas. These areas are poorly serval] bgddeel distant from

Melbourne. A much improved rail service is essential to reconnecthidorsMurtoa and Stawell to Western
C.="cfie of> of"7 . F .’ Thisds 4 key fafmpriehtin theterCityblueprint.

Through Phase 1, the gauge standardisation program will result in conversionesbéres to standard
gauge, including the Geelong to Maryborough and Mildura corridor passing through Ballafde detail of
these works will be partly determined by the MBRP which proposes preysy upgrading the existing
freight routes from Geelong north to the Murray (see earlier Sectiatand Figurel?).

Ballarat wouldbecome the hub of a standard gauge network linking to the west, north and sdutther
reinforcing its role as the major service centre for the Central Goldfigliimmera region and Western
Victoria. Passengers will change at Ballarat onto frequent fast sertickkelbourne on the existing broad
gauge line via Ballan, with the Ballarat to Ararat corridor converted to standandggandservices radiating
from Ballarat to Maryborough, Bendigo, Ararat, Stawell, Horsham and Geelong (s¢e$B®). Ballarat
station will be upgraded to facilitate passenger interchange.

The short Ballarat to Wendouree section of line would be converted to catplicdual-gauge track.  This will
allow most broad-gauge regional commuter services from Melbourne to continue to terminate atitieee,
where an additional platform will be required.

Looking ahead to Phase 2, the population of Ballarat is likely to ex@90,000.

The new standard gauge fast line from Melbourne to Geelong will dbbogy distance services to travel

directly from Melbourne to Horsham via Geelong, Ballarat and Ararat. This wilhnect Horsham, one of
C..—'"<f9e —1fe 0 1%vithefditeck pasbernigér service to Ballarat, Geelong and Melbourne without a

change of train

At this stage, Mildura would remain the only defined Regional City without gesisenger service. nA
operationally feasible option for restoration of a rail passenger servim® Melbourne to Mildura could also
be considered as an addition to Phase 2. However, it would refyutteer substantial upgrading of the
386km Maryborough/Dunolly to Mildura corridor to fast passenger train stadgléo be competitive with car
travel times or to provide a faster service than would be possible usingpgraded version of the existing
coordinated rail and road coach service via Swan Hill.

™ The Grampians and Wimmera regions including Stawell, Murtoa ansttam have been without any rail service to Ballarat or a dilg to
Melbourne since the Melbourne-Adelaide line was converted flwoad to standard gauge in 1995.
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5.3

West: Ballarat, Ararat and Horsham - phased investment program

Phase| Key investments Journey time (Minutes)

1 |Track upgrades to Increase line speed to 160km/h over the entire Sunshine to |Ballarat-Melbourne65
Ballarat route.

Reconfigure junctions at Sunshine and Deer Park.

Quadruplication Sunshine to Deer Park West (in conjunction with Metro
electrification Sunshine to Melton and Bacchus Marsh).

Duplication Deer Park West to Melton and restoration of double track operation
between Warrenheip and Ballarat East.*

Elimination of the existing circuitous Bungaree deviation.*
New extended crossing loops near Ballan, Bungaree & Warrenheip.*

Separate third track (standard gauge) Warrenheip to Ballarat East.

Development of Warrenheip Parkway interchange.

Ballarat Station upgraded to facilitate passenger interchange.

Standard gauge conversion of Ballarat to Ararat line with dual gauge Ballarat to| Ararat-Melbourne: 125
Wendouree.

Restoration of double track between Ballarat and Wendouree and additional
platform at Wendouree.

Ballarat-Ararat services extended to Stawell and Horsham. Horsham-Melbourne: 195

2 |Overtaking loops Deer Park West to Melton for regional services. Ballarat-Melbourne60
Duplication Melton to Parwan (excluding Melton Weir bridge).
New direct line Parwan to Rowsley to bypass Bacchus Marsh.
Progressive duplication Rowsley to Warrenheip.

New long distance trains provide new standard gauge service Melbourne to Ararat-Melbourne: 115
Horsham via Geelong, Ballarat and Ararat Horsham-Melbourne: 185

* These projects were announced and funded in the 2016/17 State By

NORTH-WEST: ECHUCA/SWAN HILL VIA BENDIGO

In the shorter term (Phase 1), significant travel time savings can thiexad by completing the former
Regional Fast Rdilack upgrade project to allow near continuous 160km/h operation over most of the route
between Sunbury and Bendigo. Capacity for more frequent and more relgariéces would be achieved by
progressively restoring the original double track between Kyneton anddign Phase 1 will also see the
introduction of new trains to service the Swan Hill line, with benefitirifptimes, service frequency and
passenger comfort.

By 2035, suburban lines through Sunshine to Sunbury will be at capacityslgrimpeding regional services
to Bendigo and beyond. The only robust long-term solution is to segregate subabdmegional services
by building a faster, more direct route via Melbourne Airport diverditogn the RRL lines near Sunshine

™ Horsham-Melbourne journey time: 185 minutes with changéraihs at Ballarat; or 220 minutes direct via Geelong.
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This new would be built by 2035 (Phase 2) with a 200km/h alignment nottie éfirport to join the existing
railway near Clarkefield, thereby bypassing Sunbury.

Within the same timescale, track, signalling and level crossing protection upgradaveen Clarkefield and
Bendigo would allow 200km/h capability where feasible for the operationesi higher performance trains.

Within the Melbourne Airport precinct, the new route will be shared with Seymour, Sheppartdn
Wodonga/Albury regional trains and, in future, interstate HSR trains; the two rowtadd diverge just north
of the Airport.  Synergies in the design and build will yield a more integrptegect whereby the
connectivity benefits are maximised and build costs are shared.

The new Melbourne Airport hub will provide interchange with other regional railises, interstate high-
speed rail and an Airport rail shuttle to the CBD. In this respect ibavitbmparable with many overseas
airports that provide integrated local and regional rail stations.

This major rail project would need to be constructed in stages:
By 2030: Melbourne Airport to CBD - launctaofew rail shuttle service to the CBD;

By 2035: Melbourne Airport north to the Bendigo line at Clarkefield, allgandigo services to take the
faster, more direct route to Melbourne; and

By 2040: Melbourne Airport to the Seymour route at Wallan (see Seétibbelow), providing the full
interchange benefits of the new Airport hub.

Phase 2 would see an upgradithe Bendigo to Swan Hill line to 130km/h to gain the full bendfihe new
trains.  This will enable further reductions in trip time and improvelling stock utilisation.

Bendigo commuter trains would terminate alternately about 10km beyond Bgodit Epsom and Eaglehawk
(potentially extending to Huntly and Marong, respectiveligrming the core of theBendigo Metraail

project.72 These services would be integrated witloss-Countrgervices from Ballarat and Maryborough
via Inglewood (see Section 5.6).

TheBendigo Metrpwhen tightly co-ordinated with a comprehensive bus and/or light reflwork, has the
potential to be a key enabler of the city's growth, with a potential populatiggll in excess of 200,000 by mid-
century. It would also become a model for other regional centres, inmuju@eelong (see Section 6.1) and
potentially the Latrobe Valley corridor.

2. Seehttp://ptv.vic.gov.au/projects/rail-projects/bendigo-metreail-project/
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5.4

North-West: Echuca/Swan Hill lines via Bendigo - phased investment pgoam

Phase| Key investments Journey time (Minutes)

1 |Selective track upgrade for line speed Increase to 160km/h over the entire Sunk Bendigo-Melbourne90
to Bendigo route.

Restoration of double track between Kyneton and Bendigo.
Expansion of Kangaroo Flat interchange to become a major parkway.

Bendigo-Echuca line speed increased to at least 100km/h. Echuca-Melbourne: 160

Upgraded crossing facilities to support higher service frequency.

Swan Hill line: upgraded crossing loop for higher service frequency. Swan Hill-Melbourne: 235

New long distance trains operate Melbourne to Swan Hill.

Development ofBendigo Metro.

2 |New line from Melbourne CBD to new Melbourne Airport hub, built to HSR Bendigo-Melbourne: 75
standards.

New fast line from Clarkefield via Melbourne Airport to join the existRegional Rai
Linkbeyond Sunshine (shared with North-East corridor through the Airport
precinct).

New trains for Bendigo corridor, with track, signalling and level crossing protecti
upgraded for 200km/h operation where alignment permits.

Bendigo to Swan Hill line section upgraded for 130km/h operation. Swan Hill-Melbourne: 200

NORTH-EAST: SHEPPARTON/ALBURY VIA SEYMOUR

Regional trains on the broad gauge Seymour/Shepparton route must share congested trackSouthern
Cross to Craigieburn with Metro suburban trains.

In the short term (Phase ,Iegional trains from/to Seymour and Sheppantwill be re-routed at Roxburgh
Park to run via Upfield and Coburg. At best, this is an interim solutioS8déymour commuter services and
would provide only temporary relief for much needed enhancement of Sheppartoncesry Rapid demand
growth will require a significant service increase at places within the metrigpolirban Growth Boundary
such as Wallan, Beveridge and Donnybrook

Electrification of the route beyond Craigieburn to Wallan by 2030aldlv Metro to extend its suburban
services, but track capacity in the Melbourne suburbs is very limitéithis is a fundamental problem. The
only robust solution is to segregate regional/express services from Metro/suburban serviddis would be
extremely challenging on the existing route, hence the need to integrate with the new $pgled route via
Melbourne Airport.

Current journey times from Shepparton and Wodonga/Albury are slower than in 1992.  Wyistdthe
practical commuting zone, both cities and intermediate centres such as Nagarmhi®a, Benalla and
Wangaratta have growing populations and significant economic development potethizlshould be
supported by faster and more frequent rail servicesoth for journeys to Melbourne and inbound travel to
these centres. By mid-century, with improved rail access, both SheppartdWardonga/Albury could have
populations approaching 150,000.

In Phase 1 (to 2026), upgrading the existing broad gauge lines from Seymour to Wallallow 160km/h
operation.  Express running south of Seymour and 130km/h operation of VLocity tramsSeymour north
to Shepparton, will enablatwo-hour journey time and a minimum two-hourly service frequency from
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Shepparton to Melbourne.  This will require integrated track, signalling anel lerossing protection
upgrades. Regular services originating from Seymour will continue to serve intertaedaions south of
Seymour.

Albury line services now travel on the standard gauge lines through Seymadutatian diverging via Albion
in Melbourne's north.  This mainly freight route adds 10km and often incurs seyntifielays on the single
line sections between Melbourne and Seymour.

In Phase 1, new trains will be introduced onto the Melbourne-Albarkidor, potentially in conjunction with
the proposed replacement of thegeing XPT trains that currently operate Melbourne to Sydney services.
Completion of the ARTE track improvement program and minor modifications to existing signalling should
allow these services to be cleared for 160km/h operation, with likelyetrime savings averaging 45 minutes.

In Phase 2, a new line will be needed. The Craigieburroraiiors via Essendon/Broadmeadows and
Coburg/Upfield will be at capacity by 2035, soon after electric Metro ces\are extended to Wallan.
Similarly, with the anticipated growth in rail freight traffic on the ARTC standard gziaiumge74 the existing
single standard gauge line south of Seymour will become increasingly sbag@nd unsuitable for the
reliable operation of scheduled passenger services.

The proposed HSR route north from Melbourne intersects the existing Seymour line at Wallars prdvides
an opportunity to integrate planning for HSR with regional and metropolitan nadl eo-develop an efficient
solution which maximises the synergies.

Leaving Melbourne Airport, the new line will be developed in conjunctiith the new line to the Bendigo
route at Clarkefield. Through the Airport precinct, it would share the corridor with gve Bendigo line for a
short distance. The two routes will diverge north of the Melbourne Airport hub.

The new Seymour line would be built to HSR standards. It would use the Matsspolitan Ring
reservation, joining the existing north-eastern rail corridor at Beveridge and treallel the existing (by then
electrified) line to Wallan.

HSR will be built to standard gauge, so this gauge will become the ddtautiterCityservices from Seymour
and Shepparton via Melbourne Airport.  This requires staged gauge conversimtothe
Shepparton/Tocumwal line and the previously upgraded pair of broad gauge tracks &etWallan and
Seymour.  When completed, AlbutgiterCitytrains will benefit from a double track standard gauge litle a
the way from Melbourne.

These changes will complement the gauge conversion of the western routes radiatimgHallarat.
Together, they are expected to deliver significant operational bendfitspecially higher speeds) and
economies of scale.

Wallan will become a major interchange between Metro amterCityservices. It will provide direct
connections between the Seymour, Shepparton and Albury routes via Melbourne Airpoitlatd services
operating to the CBD via Craigieburn.

™ Australian Rail Track Corporation (ARTC) is a Federal Governmgmtration that manages most of Australia’s interstate rail netwolrk.
Victoria, it has a long-term lease on the Albury routdjeh it has upgraded and converted to double track standard gauge éatvEeymour
and Albury.

™ Much of the projected growth in freight traffic on thisrridor is linked to the development of the proposed MelbwerBrisbane Inland Railway
that is expected to become operational during the 2030s.
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«I™ ofE'" 0 fatiity il de developed on a large site adjoining Wallan statioprtavide up to
1,500 park and ride spaces and an expanded bus interchange. Thispvouide good accessibility to rail
from the nearby Hume Freeway, Northern Highway and surrounding growth areas.

North-East: Shepparton/Albury lines via Seymour - phased investment pgram

Phase| Key investments Journey time (Minutes)

1 |Track and signalling upgrading of broad gauge lines from Wallan to Seymouy Seymour-Melbourne65
160km/h operation, including duplication restoration Dysart to Seymour.

Duplication of Goulburn River bridge between Dysart and Seymour.
Diversion of Seymour/Shepparton services to operate via Upfield.

Upgrade of Seymour to Shepparton line for VLocity operation at 130km/h ar| Shepparton-Melbourne:120
introduction of two-hourly Shepparton services operating express south of
Seymour.

Upgraded crossing loop at Murchison East to support two-hourly Shepparto
service frequency.

New trains for Melbourne-Albury standard gauge corridor cleared 6@kin/h | Albury-Melbourne: 185
operation on existing ARTC track.

2 | Metropolitan electrification extended from Craigieburn to Wallan.

Development of Wallan Parkway interchange.

New high speed line from Wallan/Beveridge via Melbourne Airport to Southg Seymour-Melbourne: 60*
Cross.

Conversion of Wallan to Seymour and Seymour to Shepparton and Tocumw Shepparton-Melbourne: 110*
broad gauge lines to standard gauge.

Albury trains operating on former broad gauge lines Wallan to Seymour. Albury-Melbourne: 165*

* via new high speed line between Wallavielbourne Airport and Southern Cro
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reach 78000 and its catchment area is likely to have over 110,000 people. By mid-century, Shepparttiatact
could support a population of 150,000 if incentivised by a much improved passergiees both in terms of frequency
and reduced travel time.

Although currently categorised as a long distance rail service, Sheppartolt $feseen as a special case because it ig
only 182km from Melbourne and the corridor, if upgraded, has the potential to offer a salivwnr journey time to
Melbourne.

Patronage on the corridor north of Seymour is modest, around 400-500 trips per dagmieBton. By comparison
Bendigo alone (163km from Melbourne), with a population of around 105,000, sees an average of over 360§qras
per day.
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morning one-way service to Melbourne was added. By comparison, Bendigoasol®heturn services to Melbourne
on weekdays. Typical journey times to Bendigo are 110 minutes (average speed 88 km/hphagdparton 155
minutes (average speed 71 km/h). The fastest Bendigo service takes 92 minutes (apeealy£d6 km/h) while the
fastest to Shepparton takes 145 minutes (average speed 75 km/h). Shepparton has s|Beaidigo has modern
VLocity DMUs. Clearly a vast difference exists in rail service between ifiese c

On a proportional current population basis, Shepparton could justify at@ireturn trips to Melbourne on weekdays.
A wholesale change of service type from relatively infrequent long distancieegie a clockface two-hourly service
would generate large patronage increases. Off-peak trip times will beceelio around two hours in Phase 2 (averag
speed 91 km/h), which is comparable with typical off-peak trip times by private car.

The rolling stock and infrastructure improvements to achieve this are propmsdehase 1 of the InterCity investment
program (see Section 5.4

EAST: TRARALGON AND BAIRNSDALE VIA DANDENONG

As Melbourne grows, the key limitation on the rail network is where local andeeggrains share the same
tracks, such as on the Dandenong line. RRL has segregated the Geelong, BaithBendigo regional
trains from Metro services from Sunshine into the CBD. However, the currerdild track lines remain a
critical bottleneck on other routes shared with Metro services such as Damdeand Craigieburn.

Gippsland regional services in recent years have been slow and ineedia the Dandenong rail corridor.
Regional and Metro trains jostle along a single pair of tracks on then8krney from Pakenham via
Dandenong to the city, with most Metro trains stopping at all 18 stations betwldakenham and Caulfield.
From Caulfield, most Dandenong line trains only stop at South Yarra and Ridhivefore the CBD.

A key objective ofnterCityis to improve service frequency asgnificantly reduce travel times. This
requires the separation of metropolitan and regional services, enaléggnal trains to transit the
metropolitan area at a reasonable average speedBy the late 2020s, the existing iwtrack corridor
between the eastern end of the Melbourne Metro (MM) tunnel at South YarraCemtlenong will see Metro
services alone absorbing most of its train path capacity.

A four-track rail corridor between South Yarra, Caulfield and Dandenstigerefore a critical medium term
requirement for effective operation of Gippsland passenger (and freight)ises. This will also provide an
opportunity to operate semiast Metro services from Pakenham or Cranbourne.

Government decisions on the Dandenong corridor are a litmus test for integratedtategic decision-
making. As this report goes to press, the state of play does not bode well.

The ongoing debate on future proofing this critical corridor is outlined in Bosl&w.
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Phase 1 (to 2026) ¢riterCityrequires active provision for quadruplication of the line from Dandenong to
South Yarra. Quadruplication would commence in Phase 1 and be completare®iyase 2. The scope of
this project depends on various factors:

X the need to redesign the MM tunnel to provide for its extension or altereftj\a separate new
tunnel beyond South Yarra to Caulfield, which will allow segregation of esspiiees between South
Yarra and Caulfield;

X the extent to which quadruplication can be viable in discretdisas between Caulfield and
Dandenong, e.g. where this can be done within the existing rail reservation awitlwut the need
for extensive property acquisition; and/or

X alternative options to construct a new tunneler elevated line, e.g. between Caulfield and Oakleigh
or Springvale, including the potential to serve other major destinations, su¢thea€hadstone
shopping precinct and Monash University.

Given the recent decisions made by the government, the alternative swlati a new route for express trains
may become the only viable option.  This is clearly a less distemt option than making strategic
provision now for additional tracks on the existing corridor.

The cost per kilometre of underground construction using tunnel boring masshis becoming less
prohibitive, hence tunnelling may be a more attractive option where ated or at-grade solutions are not
deliverable. The cost of new sub-surface rail stations is generallythe most expensive component of
underground rail, a cost that will be minimised with an express tunnel thadefipition, will have few or no
stations.

Other important Phase 1 works for this regional corridor include track upgrading aplicdtion of some
single line sections beyond Pakenhatrack, crossing loop and signalling upgrading between Traralgon and
Sale for higher service frequency and VLocity operation at 130kamt,replacement of the old Avon River
bridge at Stratford.  This bridge has a long standing 10 km/h speed restrictiwisaro longer capable of
supporting freight trains.

In Phase 2, further intensification of Metro Pakenham services will requirégioovof a minimum 5km length
of bi-directional third track between Beaconsfield and Cardinia Rhrbugh Officer) to facilitate overtaking
of Metro trains by exprestterCityservices. Full duplication between Moe and Traralgon will also be
required by this time, as will track upgrading between Sale and Bairnsdaleable faster running by the new
long distance trains.

In terms of connectivity within the Latrobe Valley, theterCityblueprint also provides faLatrobe Metro
service to cater for local travel needs between Drouin/Warragul atel Sae Figurd6). As in Geelong and
Bendigo, locaLatrobeMetro trains would dovetail with regional services.

Figure 16: Potential Latrobe Metro service

Introducing InterCity Rail Futures Institute, July 2016 63



Other works may also be needed to facilitate the operationndérCityand freight services within the core
CBD area. This will depend partly on the PTV infrastructure program for the Metag garticularly
potential changes to the City Loop lines in the CBD.

The key limiting factor in relation to Eastern regional services is tipacigy of the viaduct between Flinders
Street and Southern Cross stations and the extent to whidh Will be utilised by Metro services.The
planners have safeguarded the alignment for an additional two-traeklivct between Flinders Street and
Southern Cross.  Thisilprovide a segregated route for regional services and allow all Trarakywitss to
become scheduled cross-city services to Ballarat and Benditpe latter via Melbourne Airport.  This
significantly improves connectivity between the major regional centres. Italsb increase the efficiency of
rail operation and platform capacity of Southern Cross Station, bec#ntseCityservices will then be able to
run straight through.

East: Traralgon and Bairnsdale line via Dandenong - phased invegnt program

Phase| Key investments Journey time (Minutes)

1 |[Selective track upgrade for line speed increase to 160km/h over the entire Pakel Warragul-Melbourne: 85

to Traralgon corridor. Traralgon-Melbourne: 120
Quadruplication Caulfield to Dandenong.

Duplication of single line section between Bunyip and Longwarry.
Partial duplication through Moe towards Hernes Oak.
Additional platforms at Moe and Traralgon.

Upgrading of Traralgon to Sale for VLocity operation at 130km/h and extending | Sale-Melbourne: 150
some VLocity services from Traralgon to Sale.

Replace Avon River bridge at Stratford. Bairnsdale-Melbourne: 19

New long distance trains operate Melbourne to Bairnsdale.

2 | Extension of Melbourne Metro tunnel South Yarra to Caulfield.

Overtaking loop (bi-directional third track) between Beaconsfield and Cardinia F Warragul-Melbourne: 70

Full duplication Moe to Traralgon and new crossing loop near Rosedale. Traralgon-Melbourne: 110
Sale-Melbourne: 140

Sale to Bairnsdale line section upgraded for 130km/h operation. Bairnsdale-Melbourne: 18|
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Box 5: Planning failure: How the noose is tightening on the Dand®ng corridor

The Department (DEDJTR) has responsibility for safeguarding the necessary capacity ahiityuitithe critically
important rail corridor between South Yarra and Dandenong. Diffused roles and a lack of stratefgicsigp mean
that responsibility for planning track quadruplication on this critical corridor also lies with fiE\MLevel Crossing
Removal Authority (LXRA) and the Melbourne MefMM ) rail project.

PTV has maintained that demand growth projections can be met by additional capacity provided through its
Cranbourne Pakenham corridor program. This program includes new high-capacity trains, level crossing remova
and signalling and power upgrades with an expectation of 42% additional capacity.

The assumption is that, with the proposed Melbourne Metro (MM) tunnel from South Yarra through the CBD, the
government is providing infrastructure with sufficient capacity and the capability of supporting a high quality servi
for the medium to long term in that area.

However, the MM tunnel through the CBD will surface at South Yanstead of Caulfield as presented in the original
Metro tunnel scheme. The proposed merging of MM and existing tracks at South Yarra will not endoeasstream
line capacity and will create reliability issues. Extension of the MM tunnel grasizge new tunnel between South
Yarra and Caulfield is essential.

The LXRA's proposed elevated solution along the Dandenong corridor has been populariskgrai.'S Its particular
configuration design and accelerated program for level crossing removal between Caulfield and Dandenongimaiss
opportunity to segregate stopping aktations Metro trainfrom regional/express services by provision of two
additional tracks.  Express trains would save commuters up to half an hour travelling time per\déthout them,
people living in Melbourne's booming south-east and Gippsland are at a significant disageanompared with those
from the west and north who now benefit from Regional Rail Link.

At best, the current project only makes passive provision for quadruplication.  Confirmation of this approach inc
a letter from the Minister for Public Transposthich states:

"Bidders have been required to demonstrate that, wherever practicable, allowances have been made for the
provision of an additional two tracks on the Cranbourne and Pakenham line

As reported in The Age:

dhe level crossing project does not include extra tracks, but the Level Crossing Removal Authority has said
will be wide enough to build two extra tracks in the future, when nééded

The plans released by LXRA confirm that quadruplication cannot be accommodated within the existiggeaiation,
at least between Caulfield and Oakleigh, and would therefore involve extensive property dicogyias well as the
major costs and disruption of a further period of construction.  Creation of high quality parkland beneath the ele
tracks, even within the wide reservations through Clayton and Noble Park, while otherwise commenddiiiely to
further inhibit provision of additional tracks in the present rail corridor.

Contracts for the project are now in place and construction is under way, so this is essentially a fait accompli

It therefore seems that a tunneled solution or adoption of a completely new alignment will be required for the
additional tracks.  Arguably, the costs of quadruplication under these scenarios will beigficant and may even
be prohibitive. The implication is that this has been deferred to the long-term.

Growth projections for Melbourne's south-east and Gippsland indicate that rail capacity will be ckbgi2930. By
mid-century, the combined population of Drouin/Warragul, Latrobe City and East Gippsland is likely taled@@@00.
Meanwhile, travellers from these areas seem destined to still suffer slow and inatiegervices on the Dandenong ra
corridor.

St ""Zc...> ‘" 0’ f e Has'¢lealy beed inadequate. It fails to integrate the project with proper planning
T2, —"efie %" ™M_-S4 o' —™c_Se_foetco¥%o —St e—f———*"5 "t —"tefediga’” —S1
significant planning failure with long term policy and operational implications.

™ "Melbourne sky rail: Many questions remain about Andrews gavemt plan”, The Age, 8 February 2016.
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5.6 CROSS-COUNTRROUTES

InterCitywill bring regional centres closer together. It is also designed to@aamtensification of local
services in regional centres by dovetailing with nigstro networks, for example in Bendigo, Geelong and the
Latrobe Valley.

The existing rail passenger network is radial from Melbourne, along the fiie ovaridors discussed in the
sections above. But regional growth also depends on connectivity between mejidres, not just proximity
to Melbourne. This is the role of the proposgtbss-Countryail passenger services.

The key route proposed is Geelong-Ballarat-Bendigo, but much depends on the gpegification under the
proposed MBRP. The current MBRP specifica(ﬁanoposes dual gauge track on the Gheringhap-Ballarat-
Maryborough sections. Dual gauge track combines standard and broad geneh offers operational
flexibility but at the cost of a lower speed limit (80km/h maximum) for broadggatrains and substantially
greater capital and ongoing maintenance costs.

Lower train speeds do not support the goal of regional city connectivity proposéusrpaper. Therefore,
InterCitywill create a standard gauge network centred on Ballarat, Witbss -Countrgervices making
connections at Ballarat with fast broad gauge services to Melbourne via Ballan.

In Phase 1, the dual-gauge line from Gheringhap to Ballarat and Maryborough propgdbd Government
would instead become standard gauge only, permitting 130km/h speeds ondesitieis restored to a
suitable standard. Coupled with a 2¥2 kilometre section of new staddjauge line between Geelong and
North Geelong, this would enable introduction of regular Geelong-BallaratydaroughCross-Country
services, with interchange at Geelong to the propos&eelong Metrand Colac/Warrnambool services.

Phase 1 would also see conversion of the Ballarat-Ararat line to standard (@duejegauge from Ballarat to
Wendouree).  This would result in a new service pattern, @itbss-Countrirains from Ballarat also
extending to Ararat and Horshanajso serving Stawell and Murtoa.

In Phase 2, standard gauge would extend north to Bendigo via Dunudlyraglewood. There are two
existing disused rail routes that could be rehabilitated for this purpose: via Mapyigbr and Castlemaine, or
via Maryborough and Inglewood. There are pros and cons for each route, ioéiddry decisions as to
broad vs standard gauge in the MBRP.

Although longer in distance and time than via Castlemaine, Maryborough to Beniigimglewood is
considered to have better patronage potential, especialiythe western side of Bendigo, where there is
urban and industrial development between Marong and Eaglehawk. Moreagethe line between
fe—Ztofcot fof Fetc%o' ™' —Z1 "toefce "' fT %of—%oot@SZTO"¢pRgRBEZfeofcoT
to change trains at Castlemaine. It would also deny standard gaugesate@&endigo industry for rail
freight.

TheCross-Countmetwork essentially makes direct connections between regional emntr This transforms
the significance of these centres in terms of links with each other, rather Hudely with Melbourne.  This
increased connectivity is intended as a key driver of their growth.

Cross-Countrgervices will also include regional services that cross Melbourne. Some Sérinees
presently operate in this way, but none is advertised as such.

As part ofinterCity,it is proposed to operate scheduled through services at regular intervalgelbe Bendigo
and Traralgon via Southern Cross and Melbourne Airport.  This will be of evalsid benefit to the

® See page 4 of MBRP summary brochuinétp://ptv.vic.gov.au/projects/rail-projects/murray-basirai-project/

Introducing InterCity Rail Futures Institute, July 2016 66



Dandenong area, Latrobe Valley and the Gippsland region. These areas sapaaye population and a
diverse manufacturing communifyout have great difficulty in accessing Melbourne Airport compared to
other regions.

Cross-Countryrail - phased investment program

Phase| Key investments Journey time (Minutes)

1 |Ballarat station expanded as a major interchange between standard gaugss-
Countryservices and broad gauge services to Melbourne.

Maryborough-Ballarat-Gheringhap converted to standard gauge (part of Murray B
Rail Project).

New third track (standard gauge) Geelong to North Geelong.

Gauge standardisation program upgrades Geelong-Ballarat for a reopened passe

service at 130km/h with four intermediate stations, and converts Ballarat-
Maryborough to standard gauge.

Initial Cross-Countrgervices introduced on standard gauge: Geelong-Ballarat- Geelong-Ballarat: 55
Maryborough. Geelong-7,'"‘a YY]

Gauge standardisation program converts Ballarat-Ararat to standard gauge (dual | Geelong-Ararat: 115
gauge between Ballarat and Wendouree).

Ararat to Horsham passenger service re-instated with two intermediate stops, Ballarat-Horsham: 125
allowing a Horsham-Ararat-Ballarat-Geelong 130km/h service on standard gauge| Geelong-Horsham: 185
connections at Ballarat to Melbourne.

2 | Upgrade track Maryborough-Dunolly-Inglewood for re-instated passenger service| Geelong-Bendigo: 180

Gauge standardisation program re-opens and converts Inglewood-Eaglehawk to
standard gauge and dual gauge Eaglehawk to Bendigo.

Ballarat-Maryborough passenger service extended to Bendigo via Inglewood and| Ballarat-Bendigo: 120
Marong with five intermediate stations. i, ”Bendigo: 75

Figurel7presents the proposals in thisterCityblueprint, based on an annotated version of the map taken
from the Murray Darling summary brochure (footnoté).
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Figure 17: InterCity proposals relating to Murray Basin Project
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6. ANEW STRATEGIC POLICY FRAMEWORK

6.1

6.2

SUMMARY

This report presents &25-year blueprint for rail to enable and support regional growth and development
thereby creating the basis forf 0 —f—1 ‘" thatrebalances f e<%os< <...fe— "f"—= *°~ =St —f—Fie
population growth from Melbourne to regional Victoria.

To achieve these outcomes, our analysis shows that Government needs to take leadership @deessing
strategic policy gaps in relation to growth, planning policy, rail strategy, governance and irggrated
transport planning.

fof%co%o <..—""cfie £8'F...—FT "t1%o<'sfZ %orbilireiSiproved deSisior-inaking ™ «Z Z
processes and fundamental changes in institutional arrangements to ensure thatansport is integral to
strategic policy on development and growth.

ROLE OF GOVERNMENT 0 0

Government must take leadership in addressing strategic policy gapslation to population growth
planning policyintegrated transport planning and rail strategynd governance.

These strategic policy gaps are a result of what has been identifiedtasZ f « « <+ %o T iThis deficii &
entalls:

X a serious absence of policy integration, for example Plan Melbourne Refesses transport
strategy from planning policy, and there is no specific policy to delivethe transport provisions of
the Transport Integration Act (2010);

X an erosion of the role of government, typified by a lack of strong strat@tanning leadership,
resulting in poor planning and infrastructure outcomes; and

X a capability deficit, for example in rail planning, managemesgerations and engineering.

These weaknesses need to be addressed in new strategic pddicgegovernance arrangements in order to
deliver proper planning for Melbourne, regional growth and theerCityblueprint.

POPULATION GROWTH

The Victorian Government needs to set targets or measures for population growth statearidehereby to

specify and influence the scale of growth across the regions andatie of growth in each region relative to
Melbourne. These targets need to demonstrate how strategic policy is meetinglfective in the VPPs: to

0"F, fZfe..f <oo=""cfie " —Zf—c'e %" ™M_S e (L "ef 8 - "—"fZ fot "1 %<

Growth must be focused on areas where it is most sustainable and ablesigpperted by efficient
infrastructure investment, such as regional cities and towns with existindntdus.

This requires careful evaluation of the potential for each region and centedsorb specific levels of
population growth.  This research needs to be informed by comparative scenariasc$upply and
demand, which will help clarify the ability for regional towns and citeeprovide for future employment,
services and infrastructure provision including public transport.
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The role of the regional growth plans also needs to be clarified. Theisholéld not just be to consolidate
planning across the different jurisdictions and policy realms to presenti@giated approach, but to set the
strategic policy lead with clear priorities and measurable actions, whichdvwingin be embedded in the VPPs.

Reinforcing this strategic role will allow regional growth plans to supgee requirements of the VPPs,
<o Z—1<co% —St TiState " Ttec—<tod Fet %" ™S fe'<"f—c'oe <o —St FTU%o<‘ofZ <«
Framework Plan (see Section 1.3).

The - f —regtonal growth plans are also weak on the strategic role of rail.  They must bedewigeclude
specific recommendations on regional rail, as a key facilitator of growth.

6.3 PLANNING POLICY

Planning policy needs to clearly identify how the- f — %7+ *, GErktheVPPS will be achieved in terms of
LT f-Ste f Oc—<ted fot "E, fZfe..<o% %" ™S —* "t %< ofZ frEfed "t.. %o

x planning strategy for regions is inextricably linked to the strategimplag process for Melbourne;

X transport infrastructure investments can determine the physical shapeitees and regions, defining
population and employment patterns over long periods; and

x afast, frequent and reliable passenger rail service providesveerful and effective tool for
redirecting growth to regional centres.

Plan Melbourne Refresloes not adequately deal with the spatial impacts of transport. vitgiak in defining
what polycentrism looks like and how transport, including rail, b&fp shape urban and regional settlement
patterns.

It is essential thaPlan Melbourne 201@vert to core principles to:

x clarify what a@olycentric cityéand f Shate ‘'~ <—<ted Z'‘e Z<ok

x define the strategic policy objectives required to delivelS £ e—f—ft1 ‘,Et..—<"fe *° f 0" Z>...:
fetT O —f—-F '7 <«—cfebd fof

x demonstrate how transport strategy and planning policy will be integtaéend mutually-supporting.

The 2016 iteration oPlan Melbournshould link align in detail with an updated Transport Plan fotdria that
sets out a specific phased investment plan. The Transport Pladsneepresent regional rail development in
at least as much detail as this Rail Futures paper, and in much more detaih#isabeen the case to date in
Plan Melbourn@and associated documents.

This will provide firm policy foundations féan Melbourne 2016 identify locations and targets for regional
settlement growth, the type of development in these settlements (particuldrop settlements will grow
within existing township boundaries) and the elements to support this such as empldyinéastructure

and transport.

This then needs to align with an updated Transport Plan that speciffggaaed investment plan, in which
regional rail development is described in detail.

Introducing InterCity Rail Futures Institute, July 2016 70



6.4 RAIL STRATEGY AND GOVERNANCE

Core capabilities in rail strategy, planning, engineering andraflenal management need to be rebuilt in
government, to address the fragmentation of rail planning and management that leas lbngoing for the
best part of two decades

Key governance issues that also need to be resolved include:

x the need for clear and exclusive Ministerial responsibility for public parisand rail freight, allowing

a focus on a singleortfolio which has major responsibilities in terms of financial resourcebits
economic and social impact;

simplification of the current unwieldy mega-Department arrangements to addrasdtiple layers of
diffused responsibility at the top of departments alongside meagre andidieg technical capacity
at middle levels; and

overcoming the current fragmented institutional arrangements under which thereaarexcessive
number of public agencies involved in public transport managementjltieg in both strategic and
regulatory uncertainty.

It is unclear the extent to which the proposed formation of Transport for Victd@i®) will address these issues
(see Section 1)5

6.5 INTEGRATED TRANSPORT PLANNING

The Government needs to develop strategic policy that explicitly éetithe mandated objectives in the
Transport Integration Act 2010. These objectives are comprehensidenati framed, and are required
under the Act to guide all transport decisions and investmentgiatoria.

This strategic policy framework will require a deep review of governan@ngements to assess how these

can bett

need to clarify and implement collaborative processes between departts to create and deliver integrated

policy.

The government then needs to prepare a Transport Plan for Vigtattiéch embeds this thinking.

er support holistic policy-making and 'joined-up government'. particular, there is a fundamental

needs a long-term horizon and should be informed by the wealth of expeegief other jurisdictions in
managing growth through integrated transport planning.It particularly needs to demonstrate how it
supports planning policy and the implementation of the VPPs, spedijital

X

X

create ad’‘Z>...fe—"¢... ...<—>06 fefaml —f—1% ‘'~ <—<te0
0"t fZfet o=t fie U —Zf—c'e %o ™M_S “Mie 17 ¢ 8Bet - "

The Transport Plan also needs to demonstrate how the government will budlore capability in network
planning,to enable a network-based multi-modal approach to transport plannirrgated at significantly
reducing car dependency This core... f'f,<Z<—> <o fTeete—_Sfale = k$ %5 Gooffchdidic cityd
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7. IMPLEMENTATION

7.1 A BOLD UNDERTAKING

The growth in population projected for the next 35 years is almost unprecedentédtria’s history. The
scale and pace of development required will not have been seee $she gold rush period from the 1860s to
1890s that gave rise to 'Marvellous Melbourne'.

Providing for a population of 10 million in Victoria by 2051, while maiitg overall livability, will require a
step-change in expenditure on infrastructure and services.  Achidhisgwill require a fundamental shift in
terms of the role of government, holistic design and collaborative tatip.

While the development of regional rail is its centerpieti@erCityhas a much broader purpose in seeking to

lead and support the re-balancing of population growth from Melbourne to regivietbria. The desired

‘e — . feF <o =St %ote—<ot fef"%oFe...t T f O —f—1F A <(—ctedF b, ofoF fEET cock
the population growth challenge and provides widely distributed econonicjad and environmental

benefits.

7.2 EVALUATING THE BUSINESS CASE
Each of the components in tHaterCityprogram will require a comprehensive business case based on
rigorous economic analysis.

Importantly, these business cases should also be evaluated following full implememiatd assess the extent
to which it was robust and delivered on strategic policy objectives.

Overall, thelnterCityblueprint is highly likely to have a positive benefit-cost ratio, esglgccompared to
strategic options:

1. tolead and support growth in the regions, which is the option enabled byriteeCityprogram;

2. to focus growth on Melbourne, where it is will be significantly more expensidechallenging to provide
necessary infrastructure; or

3. 'business as usual' whereby a lack of foresight or strategy leagg&ecemeal responses which become
increasingly ineffective as the scale of the governance aggigh challenge becomes clear.

Comparative economic analysis of the three options above is likely to prés@rCityas a viable and
preferred alternative.

7.3 A PHASED PLAN

InterCityis a blueprint for implementation of a substantial program of projects. The pthasegram has
been carefully designed to allow projects to be progressively brought @astrover a 25-year period. Itis
ambitious but achievable.
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7.4

7.5

FUNDING, GROWTH AND VALUE CAPTURE

Phase 1 investments to 2026 should be within the funding capacity of thie &overnment, within normal
budgetary and electoral cycles. Phase 2 to 2040 is more ambitious with a pralaanvill entail new and
innovative funding sources, including significant private sector inswignt.

The investment described in this paper will require a combinatiomfling sources including:

X sustained investment from the Victorian Government, based on revestisams continuing to grow
with population growth (particularly in relation to property taxes), along with new revenue streams
such as value capture;

x a fair and sustained share of Commonwealth infrastructure investmehighvin recent years has
been denied to Victoria, partly because of a prejudicial reluctandend rail-based public transport
projects; and

X private sector participation where it is appropriate, for example in high cost advhtezshnology
projects such as HSR but also in property development around rail hubs froch gbvernment can
benefit from value capture.

The role of transport connectivity in stimulating development and econonaiivéty is becoming better
understood, and this evidence base should help provide pgliggance on best practice, the role of
government, and options for value capture that could further improve the tess case of programs such as
InterCity

LONG-TERM, STRATEGIC AND ENDURING

InterCityneeds to be part of a strategic program that goes well beyond the provisioailahfrastructure and
services. It will therefore require very significant ongoing commitment f@avernment, preferably on a
bi-partisan basis.

Along-term strategy is a vital prerequisite for meeting the unprecedented chghsrof population growth.

Sco o f—F%> oftte — T <ok MSfo f 7> ZteTeodad —[— 45— P oo I EZZE

of a new Transport Plan and be fully integrated with planningtstgy as stipulated in the Transport
Integration Act 2010. The Transport Plan should align with the framewonkfiafstructure currently being
prepared by Infrastructure Victoria.

The policy and governance challenges posed by growth projectionsidtrria require this long-term strategy
to become embedded and enduring. The scale of investment requigetscends decision-making within
election cycles. Victoria's growth strategy needs to be understood and ovayethe community and across
the political spectrum.

A blueprint such amterCitycan then become an effective enabler of growth and help creatbrant Victoria
which is proactively meeting 21Century challenges.
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APPENDIX AJOURNEY TIME IMPROVEMENTS1992 TO 2016

Commuting zone journey time improvements1992 to 2016

Range of typical trip timg
to/from Southern Crosg
(Fastest-slowest)

Corridor 1992 2016 Explanations

Geelong 55-75 5370 Negligible improvement in journey times, despite major investments and VLocity
trains running at 160km/h over much of the route. The new RRL route via Tarn
8km longer, with most services making two additional stops (Tarneit and Wyndhg
Vale). There are now very few express services, hence average journey times
minutes are similar to those 20 years ago.

Ballarat 98-100 66-107 Significant improvements resulting from the combination of RRL, VLocity DMUs,
route straightening and partial 160km/h route capability. These benefits have &
flowed on to the Ararat and Maryborough services. However, the current timetz
only provides one express service in each direction, so the potential fastest time
rarely achieved with most journeys being 75 to 80 minutes. Counter-peak direg
services remain very slow, due to the limited capacity of the single line beyond D
Park West.

Bendigo 120-144 92-122 Significant improvements resulting from the combination of RRL, VLocity DMUs
partial 160km/h route capability. These benefits are yet to flow to the Echuca li
However, the current timetable only provides one express service in each directi
the potential fastest times are rarely achieved with most journeys being 105-115
minutes.

Seymour 90-100 78100 Slower journey times than 1992, other than off-peak trains that are mostly opera
using Sprinter DMUs.  There have been no track improvements on this line. N
peak services are slower at 95-100 minutes due to suburban capacity constraint
between North Melbourne and Craigieburn.

Traralgon 135-160 128-164 | Mostly slower journey times than 1992, despite VLocity trains and sections of
160km/h track between Pakenham and Traralgon. Trip times vary widely with 1
in the range of 140-150 minutes because of increased suburban services on the
Dandenong/Pakenham corridor.  Other factors are the single line between Bun
and Longwarry and single platforms at Moe and Traralgon prevent trains passing
these stations.

Long distance trip time changes 1992 to 2016

Warrnambool 184203 206-212 | All services slower due to up to 9 additional stops within commuter zone and
additional distance via Wyndham Vale that loco-hauled trains cannot offset.

Swan Hill 242-257 259-267 | All services slower due to up to 5 additional stops within commuter zone and
scheduling constraints within the Metro area between Sunshine and Sunbury.

Shepparton 136-150 145-164 | Almost all services slower due to up to 8 additional stops and scheduling constrg
within the Metro area between Southern Cross and Craigieburn.

Albury 215-240 225260 | Almost all services slower due to scheduling constraints on ARTC standard gaug
and additional distance via Albion which loco-hauled trains cannot offset.

Bairnsdale 215-250 | 224-242 | Most services slower due to 3 additional stops within commuter zone and sched
constraints within the Metro area between Flinders Street, Dandenong and
Pakenham.
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APPENDIX B REGIONAL NETWORK DEVELOPMENT PLAN (RNDP) ANALYSIS

See Sections 1.5 and 3.9.

Assessment question

Assessment

RNDP content

Analysis

1. Does it identify the
fundamental issues
and challenges, and
present a coherent
long-term plan?

No

The Regional Network Development Plan (RNDP) identifies some
fundamental issues and challenges such as a growing and changing
regional population, meeting diverse transport needs and constraints o
the existing rail network.

The Plan sets out three strategic priorities:

X Building a better public transport network

x  Putting passengers first

x  Developing local transport solutions
Under these strategic priorities the Plan proposes initiatives under then
such as more trains, better passenger information and improving local
transport.  These are variously identified as short term (up to 5 years)
medium term (5 to 10 years) or long term (10+ years).

E i, T E = T e f e fF Zeo—tt —et it
five regions. The document also underlines the specific initiatives
contained in the 2016/17 State Budget.

‘et 0 —Sit ie o'7F ec%oec <. foe— "V efZe U]

x  Procure and roll out the next generation of regional trains
x  Provide a mixture of stopping all stations and limited express
trains to get people where they need to go as quickly as possib

X  Work toward a minimum 20 minute peak frequency, 40 minute
inter-peak frequency across the commuter rail network

x  Provide five services, five days a week to Warrnambool,
Bairnsdale, Albury-Wodonga, Echuca, Swan Hill and Sheppartd

x  Develop a strategic plan for the metropolitan and regional rail
interface

* 0 FS— e—F'¢0 -
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The RNDP is essentially a tactical rather than a strategic plan. Its foc
relatively short term, primarily focussed on outputs over the next 5 to 1|
years.

While the challenges it lists are real, they are understated and the plan
fTT":I:oo(o%o _é:to foo_o:to f '|'”_o(o:t.o fo _o_f
context of official population forecasts.

The document notes some broad principles but does not show how the
are derived and does not methodically develop them.

While the project proposals are generally sound, they are essentially
incremental and mostly derived from current user and local perceptions

The Plan is vague in terms of project timelines with some initiatives shc
as spanning between 5 and 10+ years.

—¢ 0 f&— o—F'e0 f..e0 ™MZFt%F 0-SF <o’ " —fo..
"Zfeeco% 0 fot O0—" %o<"F Z'...fZ %o'"f eetoe—e fot
voice in planning and delivering future regional trariSp- 6 &

However, the Plan does not propose any strategic policy changes, or
actions to address the more serious challenges expected to emerge wi
the next 10 to 15 years.

Its one concession to the need for more fundamental work is a proposg
underthetSfet 0 £™ . ‘eof . —c'oe§ —* 0 £ 12 f o
ef " Zc—fe fot "t%o<‘'efZ "f<Z <o—%t""f ... %16
What is required is an integrated transport strategy for Victoria, which
addresses the metropolitan-regional interface and conforms to the
requirements of the Transport Integration Act 2010. Such a Plan sho|
draw heavily on thisnterCityblueprint for regional rail.
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Assessment question | Assessment | RNDP content Analysis
2. Does it address No The RNDPres—f—fe¢ —S% «...—'"<fes ‘"f”eetfe—_je "1 The RNDP does not recognise how rail provision can influence growl
Victoria's growth The Plan reports that regional growth is uneven with the forecast tha| patterns as a core component of strategic policy.
projections and, if so, O\X '1” ... tregioral hibith to 2031 will be in the cities of St Zfe fo. .. froe =8t —f—fie "t%h<'ofZ ' —
does it explicitly link . Greater Geelong, Bendigo and Ballarat. At the same time, son| for its proposals. However, it does not attempt to quantify or sugge|
forecast demand to r.all smaller towns are maintaining stable populations while others ar¢ how these forecasts, if correct, might translate into additional demanq
investment and service 11 ... Z50<*% 0 for regional public transport services.  The implicit assumption is th
plans? The Plan acknowledges that: demand will grow proportionally to population increases.
O ‘"t 't Zt fri -7 f" i kfiomstonhs aMdcities for The RNDP does not account for qualitative factors such as journey ti
™Mre g Zied? —t FZ et A eofes "fctZ> %ot | OF service frequency, nor acknowledges the experience of induced
et "t > ol fot thefet "7 —Stet of demand with projects such d@egional Fast Raf Regional Rail Link
The Plan provides a general response to demand growth by acceptiry Hence projected demand is not quantified in the Plan, nor is there an
that: description as to how growth might manifest itself in terms of pressur
. . . he rolli k fl inf . Rolli k i |
0 1"+t ne ot ks ) e v | 198 0108 S8k et s Rolng o aureren
‘Ni”.'i'_ Ce onifT) ,,—>(’%Oé éé :t TM(ZZ q y g .
we add more services as we receive more trains and new Listings of specific infrastructure enhancements are shown for the
e fe—r  ——"164 various regions. However, apart from those included in the 2016/1]
. . I State Budget, no specific timelines are indicated for implementation f
The Plan goes to on list a range of proposed rolling stock acquisition allare listed at & U UE ]E §]}ve X
and infrastructure enhancements, both network-wide and region by HSH -
region.
3. Is it integrative? No The RNDP notes that: The RDNP misses the opportunity to explicitly link regional public

Does it explicitly
embed rail planning
into transport
planning overall, and
does it link transport
planning with
development and
planning strategy?

dransport policy and planning in Victoria is guided by the Victori

“Tfreete—je TETFY  Scoe%o ,EL..—<"Fe -
development and social inclusion, and to coordinate land use an
—"feett "7 feece %A

It also notes

0-S1 <o’ —fe. 7 <oe—T%"f -1 Tand ase its diths
10 0% —<tt "———"1F "Zfeeco%o "' <o Fe—ofe_
rail network, with a focus on encouraging economic development

E*, .."ff-<'6

transport and regional growth, and does not recognise passenger rai
a potential driver of growth and development strategy.

Although stated as an objective, the Plan does not demonstrate how
transport strategy and planning policy should be integrated and how
that might affect the desired outcomes. The integration function is
instead demoted to a coordination and consultation role through
partnerships and local transport forums.
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APPENDIX C: RNDP PROJECTS COMPAREDINODERCITY

RDDP proposed Part of RDDP proposed Part of RDDP proposed Part of
project InterCity? project InterCity? project InterCity?
Build new train Implicit only Continue station Yes see Ballan and near Yes see
stabling accessibility program | Section 4.2.1 Bungaree new Section 5.2
passing loops
Procure additional Implicit in Integrate walking and| Not explicitly Train stabling at Implicit in
VLocity carriages Phase 1 cycling networks Melton & Rowsley Phase 1
Procure next Yes see Upgrade regional Yes see New station at Yes see
generation regional | Section 4.2.1 level crossings Section 4.3 Toolern Section 5.2
trains
Retire older trains H | Yes see Warrnambool line Yes see Shepparton station Implicit in
and N cars Section 3.8 passing loops Section 5.1 upgrade Phase 1 see
Section 4.2.1
Modernise/refurbish | Yes see Warrnambool line Yes see Restore Upfield to Yes see
older trains Section 3.8 track upgrade Section 5.1 Somerton connection| Section 5.4
for Seymour trains
Improve service Yes see South Geelong to Yes see Shepparton line Yes see
frequencies Section 4 Waurn Ponds track | Section 5.1 passing loops Section 5.4
duplication
Station amenity Yes see South Geelong, Implicit in Shepparton line track| Yes see
improvement Section 4.2.1 Marshall & Waurn Phase 1 see upgrade Section 5.4
program Ponds second Section 5.1
platforms
Add car parking at Yes see Warrnambool station | Implicit in Seymour line Yes see
stations Section 5 upgrade Phase 1 see upgrade track to Section 5.4
Section 4.2.1 160km/h
Improve interchanges, Yes see Longwarry-Bunyip Yes see Train stabling at Implicit in
at major hubs Section 5 duplication Section 5.5 Shepparton Phase 1 see
Section 5.4
Develop a strategic | InterCityis the || Gippsland line Yes see Use of VLocity trains | Yes see
plan for metropolitan | plan. See passing loops Section 5.5 to Shepparton Section 5.4
and regional rail Sections 4 &5
interface
Further rollout of Yes see Replace Avon River | Yes see Bendigo and Implicit in
MYKI in regional Section 4.2.1 bridge at Stratford Section 5.5 Eaglehawk stations | Phase 1 see
Victoria upgrade Section 4.2.1
Murray Basin Rall Yes see Gippsland line Yes see Kyneton to Bendigo | Yes see
Project Section 5 upgrade track to Section 5.5 increase track Section 5.3
160km/h capacity
Upgrade rall Yes - Train stabling at Sale | Implicit in Bendigo line track Yes see
infrastructure comprehensivel Phase 1 see upgrade to 160km/h | Section 5.3
Section 5.5
Statewide real time | Yes see Upgrade signalling to| Yes see Echuca and Swan Hill Yes see
PT tracking Section 3.7 allow more trains to | Section 5.5 lines track upgrade | Section 5.3
Sale
Better on-board Implicit in new || Gippsland line station| Implicit in Echuca and Swan Hill Yes see
information trains -see upgrades Phase 1 see lines passing loops | Section 5.3
Section 4.2.1 Section 4.2.1
Implement train Not explicitly Bacchus Marsh and | Implicit in Investigate extra Yes see
cleaning Ballan second Phase 1 see stations in Central Section 5.3
improvement platforms Section 5.2 Victoria
Improve mobile data | Not explicitly Deer Park West- Yes see
connectivity Melton duplication Section 5.2
Review on-board Implicit in new || Warrenheip - Yes see
catering trains -see extended passing Section 5.2
Section 4.2.1 loop
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