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Foreword 

Victoria’s population is projected to grow to more than 11 million people by 2061 with around 9 million living in 

Melbourne.  Melbourne cannot continue to sprawl outwards and soar upwards without a state-wide development 

strategy to maintain Melbourne’s liveability and to enable Victoria’s regional centres to offer viable and attractive 

alternatives to living in Melbourne. 

The Rail Futures Institute (RFI) and the Town and Country Planning Association Inc. (TCPA) see improved public transport 

as essential to the functioning of our society.  Growing Victoria’s Regions (the Plan) is the third in a series of publications 

focussed on regional passenger rail. 

The purpose of the Plan is to propose a strategic target for regional population growth and a corresponding passenger 

rail plan to facilitate that growth.  It is based on a population scenario in which the regions accommodate a more 

ambitious proportion of the State’s anticipated future population growth than in government projections to date. 

Our proposed accelerated and sustained rate of population growth for regional Victoria will benefit all Victorians and 

our proposed rail plan will build upon the substantial investments made in Victoria’s regional passenger rail 

infrastructure, rolling stock and services over the last 25 years.  We see these as critical inputs to Victoria’s future 

planning and infrastructure investment strategies. 

In August 2016, RFI published How Regional Rail Can Rebalance Population Growth and Create a State of Cities in 

Victoria, a 30-year plan for regional rail development to support substantially larger growth in Victoria’s regional cities 

and towns.  However, with increasingly longer term population forecasts from many sources, the need for longer term 

visions for regional growth became apparent. 

In January 2022, RFI and TCPA produced Rail as a Catalyst for Regional Growth that outlined longer term growth 

scenarios for regional growth and the opportunities for the transport network to act as a catalyst, in particular rail 

services.  Valuable feedback from our members and the broader community highlighted the challenges in planning for 

regional growth and transport services and reinforced our calls for a state-wide integrated development strategy. 

Finally, we want to acknowledge the efforts of the joint RFI and TCPA project team, particularly Peter Don, the project 

leader and committee member of both our associations.  

 

John Hearsch  

President 

Rail Futures Institute Inc.  

Marianne Richards 

President 

Town and Country Planning Association Inc. 

 

  



 

ii 

 

Table of Contents 

1 INTRODUCTION .................................................................................................................................................... 1 

1.1 KEY FINDINGS ....................................................................................................................................................... 1 

2 VICTORIA SHOULD DOUBLE ITS REGIONAL POPULATION ..................................................................................... 8 

2.1 VICTORIA’S POPULATION WILL CONTINUE TO GROW....................................................................................................... 8 

2.2 SCENARIOS AND TARGETS FOR POPULATION GROWTH ................................................................................................. 11 

2.3 OUTLOOK FOR REGIONAL GROWTH ......................................................................................................................... 15 

2.4 THE NEED TO PLAN AND PROVIDE CERTAINTY FOR REGIONAL GROWTH ............................................................................ 16 

3 PASSENGER RAIL DRIVES SETTLEMENT PATTERNS ............................................................................................. 20 

3.1 FASTER TRAINS BOOST REGIONAL GROWTH .............................................................................................................. 20 

3.2 REGIONAL  VICTORIA WILL BENEFIT FROM FASTER TRAINS ............................................................................................. 22 

4 A STRATEGIC RAIL PLAN FOR VICTORIA .............................................................................................................. 24 

4.1 A LONG-TERM REGIONAL PASSENGER RAIL PLAN ....................................................................................................... 24 

4.2 BUILDING ON THE STRONG FOUNDATIONS OF PREVIOUS RAIL INVESTMENTS ...................................................................... 26 

4.3 MEETING THE FUTURE TRANSPORT NEEDS OF REGIONAL VICTORIANS .............................................................................. 30 

4.4 ENHANCED RAIL SERVICES BY 2030 ......................................................................................................................... 32 

4.5 2031 – 2040: UPGRADED RAIL SERVICES FOR REGIONAL GROWTH ............................................................................... 33 

4.6 2041 – 2060 WORLD CLASS RAIL SERVICES FOR A REGIONALISED VICTORIA .................................................................... 34 

5 RAIL CORRIDOR INFRASTRUCTURE PLANS ......................................................................................................... 36 

5.1 STRATEGIC OBJECTIVES FOR EACH CORRIDOR ............................................................................................................. 36 

5.2 GEELONG AND SOUTH-WESTERN VICTORIA CORRIDOR ................................................................................................ 39 

5.3 BALLARAT AND WESTERN VICTORIA (HORSHAM, ADELAIDE, MILDURA) CORRIDORS .......................................................... 41 

5.4 BENDIGO, NORTH AND NORTH-WESTERN VICTORIA CORRIDOR ..................................................................................... 45 

5.5 GOULBURN VALLEY, NORTH-EASTERN VICTORIA & SOUTHERN RIVERINA (SYDNEY) CORRIDOR ............................................ 47 

5.6 LATROBE CITY AND EASTERN VICTORIA CORRIDOR ...................................................................................................... 49 

5.7 TRANSREGIONAL PASSENGER CORRIDOR – GEELONG-BALLARAT-BENDIGO ....................................................................... 50 

5.8 HIGH SPEED RAIL CORRIDOR TO NEW SOUTH WALES .................................................................................................. 52 



 

iii 

 

6 ROLLING STOCK PLAN ........................................................................................................................................ 56 

6.1 A LONG TERM PLAN IS NEEDED .............................................................................................................................. 56 

6.2 OPTIMISING USE OF EXISTING FLEET......................................................................................................................... 57 

6.3 FUTURE TRAIN DESIGNS ........................................................................................................................................ 58 

6.4 EXPANDED TRAIN MAINTENANCE FACILITIES ............................................................................................................. 60 

7 AN INTEGRATED TRANSPORT PLAN ................................................................................................................... 61 

7.1 TRANSREGIONAL COACH SERVICES .......................................................................................................................... 61 

7.2 LOCAL / FEEDER BUS SERVICES IN THE REGIONS ......................................................................................................... 63 

7.3 VICTORIAN REGIONAL AIR SERVICES ........................................................................................................................ 63 

7.4 STATION AND PRECINCT DEVELOPMENT ................................................................................................................... 64 

7.5 REGIONAL METRO SERVICES .................................................................................................................................. 66 

7.6 IMPROVING THE PASSENGER EXPERIENCE .................................................................................................................. 74 

ATTACHMENT A: POPULATION SCENARIOS AND TARGETS FOR REGIONAL CITIES AND TOWNS ......................... A-1 

ATTACHMENT B: IMPROVING REGIONAL TRAIN ACCESS THROUGH THE MELBOURNE METROPOLITAN AREA... B-1 

ATTACHMENT C: HIGH SPEED RAIL .................................................................................................................... C-1 

ATTACHMENT D: BENDIGO CASE STUDY ............................................................................................................ D-1 

 

List of Figures 

Figure 1:  Improvement of services will require upgrades to Infrastructure and Rolling Sock ........................................... 2 

Figure 2:  Rail Services needed to support predicted Victoria’s regional population in 2060 ............................................ 3 

Figure 3:  Stage 1: Enhanced rail services by 2030 ............................................................................................................. 4 

Figure 4: Stage 2: 2031 – 2040: Upgraded rail services for regional growth ...................................................................... 5 

Figure 5:  Stage 3: 2041 – 2060: World class rail services for a regionalised Victoria ........................................................ 6 

Figure 6:  Annual Migrant Intake in the Years leading up to COVID ................................................................................... 8 

Figure 7: Economists Views on Migrant Intakes ................................................................................................................. 9 

Figure 8:  Victoria – Population Growth Scenarios ........................................................................................................... 12 

Figure 9: Current Regional Growth Plans across Victoria ................................................................................................. 17 

Figure 10: Transport corridor regions in Victoria ............................................................................................................. 18 

Figure 11:  How transport technology affects settlement patterns ................................................................................. 20 

Figure 12:  Travel time budgets for ad hoc, daily and irregular commuting..................................................................... 21 



 

iv 

 

Figure 13: Potential  Benefits of a Faster Rail Network to Regional Cities ....................................................................... 22 

Figure 14:  Population and productivity changes due to faster regional passenger  rail services .................................... 23 

Figure 15:  Improvement of services requires upgrading of both Infrastructure and Rolling Stock ................................ 24 

Figure 16:  Rail Services - Current and Projected for predicted Victorian regional population in 2060 ........................... 25 

Figure 17: Recent upgrades provide a solid foundation for development ....................................................................... 26 

Figure 18: Shared tracks in the Melbourne metropolitan area (2026) ............................................................................. 29 

Figure 19: Enhanced rail servoces by 2030 ....................................................................................................................... 32 

Figure 20: 2031-2040 - Upgraded rail services for regional growth ................................................................................. 34 

Figure 21: 2041-2060  World class rail services for a regionalised Victoria...................................................................... 35 

Figure 22:  Faster passenger rail shrinks the distance by reducing travel times .............................................................. 36 

Figure 23:  Future Service Patterns for Regional Rail by 2060 .......................................................................................... 36 

Figure 24:  Proposed East–West Metro Rail (MM2) ......................................................................................................... 38 

Figure 25: Service upgrades in the South Western corridor ............................................................................................. 39 

Figure 26:  Service upgrades in the Western corridor ...................................................................................................... 41 

Figure 27:  Service upgrades in the North Western corridor ............................................................................................ 45 

Figure 28:  Service upgrades in the North Eastern corridor ............................................................................................. 47 

Figure 29: Service upgrades in the Eastern Corridor ........................................................................................................ 49 

Figure 30:  Linking Geelong, Ballarat and Bendigo ........................................................................................................... 50 

Figure 31:  Service proposed in the transregional corridor .............................................................................................. 51 

Figure 32: Potential Melbourne-Sydney High Speed Rail Corridor ................................................................................... 54 

Figure 33: proposed Victorian High Speed North Easter Rail Corridor ............................................................................. 55 

Figure 34: Configuration of V/Line Commuter Trains ....................................................................................................... 57 

Figure 35: Configuration of V/Line Intercity Trains........................................................................................................... 58 

Figure 36:  Proposed Victorian Regional Passenger Network - 2030................................................................................ 61 

Figure 37:  Proposed  Victorian Regional Passenger Network - 2040 ............................................................................... 62 

Figure 38:  Proposed Victorian Regional Passenger Network - 2060................................................................................ 62 

Figure 39: Proposed Geelong Metro Rail - 2040 ............................................................................................................... 68 

Figure 40:  Proposed Geelong Metro Rail 2060 ................................................................................................................ 68 

Figure 41:  Proposed Bendigo Metro – 2040 .................................................................................................................... 69 

Figure 42:  Proposed Bendigo Metro - 2060 ..................................................................................................................... 70 

Figure 43:  Proposed Ballarat Metro – 2040 ..................................................................................................................... 71 

Figure 44:  Proposed  Ballarat Metro - 2060 ..................................................................................................................... 72 

Figure 45:  Proposed Latrobe Metro – 2040 ..................................................................................................................... 73 

Figure 46: Proposed  Latrobe Metro - 2060 ..................................................................................................................... 73 

Figure 47: Melbourne’s activity centres: Melbourne Metro 1 and Proposed Metro 2 concepts with V/Line metropolitan 

interchange stations ........................................................................................................................................................B-3 



 

v 

 

Figure 48: South East FASTLine ........................................................................................................................................B-5 

Figure 49: North-East Corridor ........................................................................................................................................ C-6 

 

List of Tables 

Table 1:  Potential Population Growth Scenarios ............................................................................................................. 12 

Table 2: Potential Population Targets - Regional Cities and Urban Centres -  Regional Rail Corridors ............................ 14 

Table 3: Draft Municipal Housing Targets for Victoria's 10 key Regional Cities (July 2024) ............................................. 19 

Table 4:  Comparison of Regional Rail Travel Times in 2000 v 2021 ................................................................................. 27 

Table 5: Target journey times to regional centres – 2030, 2040 and 2060 ...................................................................... 31 

Table 6: South Western corridor - Travel Times and Frequency Targets ......................................................................... 39 

Table 7: Western corridor - Travel TImes and Frequency Targets .................................................................................... 41 

Table 8: North and North Western corridor - Travel Times and Frequency Targets ........................................................ 45 

Table 9: North Eastern corridor - Travel Times and Frequency Targets ........................................................................... 47 

Table 10: Eastern corridor - Travel Times and Frequency Targets ................................................................................... 49 

Table 11:  Travel Times and Frequency Targets................................................................................................................ 51 

Table 12: Primary and secondary stations in regional cities............................................................................................. 65 

Table 13:Regional Cities – Historical population statistics, and Victoria in Future population projections ................... A-3 

Table 14: Victorian Regional Cities - Population Growth Scenarios and Targets ............................................................ A-4 

Table 15: Potential Population Targets for Regional Cities and Urban Centres along Rail Corridors ............................. A-5 

Table 16: Potential Service Enhancements and Traffic Increase in the N.E. Corridor ..................................................... C-5 

 

 



 

 1 

1 INTRODUCTION 

In January 2022, the RFI and TCPA published a Discussion Paper titled Rail as a Catalyst for Regional 

Growth to explore the role of railways in boosting population growth and supporting social and 

economic development in Victoria’s regions. 

The primary conclusion from that Discussion Paper was that managing Victoria’s expected population 

growth will require further investment in regional transport services along with accelerated urban 

development to promote regional growth. 

The purpose of this report is to propose a strategic Regional Rail Plan for Victoria.  The plan is based on 

a population projection where Victoria’s regions accommodate a far more ambitious proportion of the 

State’s anticipated future population growth than current State Government projections.   

Now is the time to implement an enhanced further rail passenger strategy to grow Regional Victoria.  

The COVID-19 pandemic has exposed the vulnerability of Melbourne and increased interest in regional 

living, for the perceived health and lifestyle benefits.  Whilst there has been some return to Melbourne, 

regional  population continues to grow at well above pre Covid levels.  

Further the State Government in support needs to develop new regional plans to meet its Energy and 

Environmental obligations for Regional Victoria. 

1.1 Key Findings 

1.1.1 Victoria should double its regional population 

The strategic plan is based on 2 premises: 

¶ Victoria’s population will continue to grow by around 50%, or even higher, over the next 40 years; 

and 

¶ Rebalancing a larger proportion of this growth into Victoria’s regional areas will produce better 

liveability and higher economic outcomes for ALL Victorians.  The shift to the regions has already 

begun, with the COVID-19 pandemic and government incentives having already facilitated greater 

interest in regional living. 

Our most recent detailed analysis identifies that regional cities can double their populations by 2060. 

1.1.2 Passenger rail drives settlement patterns 

Our contention is that faster passenger rail between Melbourne and regional cities is essential for 

increased population and economic growth in regional areas.  Over the last two decades, faster regional 

trains in Victoria have created small but significant economic uplifts in the connected cities.  A detailed 

analysis by a leading economic institute indicates that Victoria’s economy will increase by 5% simply by 

implementing a faster (200 km/h) rail network to the States major regional cities. 
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1.1.3 A Strategic Rail Plan for Victoria 

 

Figure 1:  Improvement of services will require upgrades to Infrastructure and 

Rolling Sock 

The objective being to provide faster, more frequent services to more regional destinations.  This will 

require upgrading of the infrastructure to support faster services and progressive acquisition of new 

rolling stock to deliver enhanced and additional services. 

This plan builds on the current extensive rail network and upgrades that have occurred over the last 

two decades.   
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Figure 2:  Rail Services needed to support predicted Victoria’s regional population 

in 2060 

Ultimately it is planned to provide world-class services to all regional cities and many other regional 

centres, including a high speed line connecting Melbourne via Canberra to Sydney.  Frequent, fast 

commuter services will provide greater connectivity between Victoria’s major regional cities and 

Melbourne, supplemented by Trans Regional rail passenger services and progressive development of 

Metro rail networks at Geelong, Ballarat, Bendigo and Latrobe City.  Medium term progressive 

development of a high speed interstate passenger corridor between Melbourne – Canberra and 

Sydney.   

1.1.4 A staged implementation plan 

The infrastructure and rolling stock required to realise these objectives have been identified through 

three stages of development: 

¶ Stage 1: Enhanced rail services by 2030 

¶ Stage 2: 2031 – 2040: Upgraded rail services for regional growth 

¶ Stage 3: 2041 – 2061: World class rail services for a regionalised Victoria 
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Figure 3:  Stage 1: Enhanced rail services by 2030 

Stage 1:  Improves the quality and capacity of services to align with regional strategic growth plans.  

Key features are: 

¶ improved scheduling, connectivity, and reliability to reduce travel times;  

¶ infrastructure enhancements to largely eliminate existing long standing speed restrictions so as to 

optimise train speeds, including replacement of out-dated signalling, provision of additional loops 

on single lines and removal of level crossings at key regional road bottlenecks;  

¶ replacement of ageing “classic” fleet locomotive hauled rollingstock on Interurban services; 

¶ restoration of rail passenger services between Geelong and Ballarat; and 

¶ “The Overland” frequency increased to thrice weekly each way, and its service re-scheduled to 

connect at Ararat with existing V/line broad gauge services to and from Ballarat. 
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Figure 4: Stage 2: 2031 – 2040: Upgraded rail services for regional growth 

Stage 2 provides more frequent, faster services to additional regional destinations to accelerate the 

growth of regional cities by upgrading the existing infrastructure and progressive acquisition of 

additional new generation passenger rolling stock.  This Stage includes: 

¶ major improvements in journey times and enhanced service frequencies and overall network 

connectivity through an on-going regional  infrastructure improvement program. 

¶ re-instatement of regular V/line rail passenger services to Horsham. 

¶ on-going separation of suburban and regional trains within the Melbourne metropolitan area. 

¶ progressive introduction of new high-performance rolling stock, transitioning Victoria to a new 

generation fleet of green hydrogen and battery powered trains to meet required zero emissions 

targets.  

¶ elimination of the need for regional trains to also meet outer metro Melbourne suburban travel 

demands through extension of Metro electrification to Wyndham Vale,  Melton and Wallan. 

¶ future proofing of rail projects and safeguarding of future transport corridors for higher speed 

trains in regional rail corridors exiting Melbourne.  

¶ progressive further regional gauge standardisation, based on a strategic plan than maximizes 

benefits for both passenger and freight at optimum cost. 

¶ New modern rollingstock acquired to maintain operation of “The Overland” thrice weekly in each 

direction, with broad gauge connections at Ararat to/from Ballarat.  
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Figure 5:  Stage 3: 2041 – 2060: World class rail services for a regionalised Victoria 

Stage 3 completes the transformation of the Victorian regional network to world-class infrastructure 

and rolling stock standards delivering greater connectivity across regional Victoria and Interstate to 

both South Australia and New South Wales. 

The third stage is a balance of the needs for a more comprehensive standard gauge Victorian freight 

network and a high quality regional passenger network.  Accordingly, the plans for the West and North 

of the state are based on high speed broad gauge passenger services to the regional city hubs of Ballarat 

and Bendigo with same platform standard gauge connections at Ballarat to Horsham and Mildura, and 

at Bendigo to Echuca and Swan Hill. 

“The Overland” moves to daily daylight operation in each direction between Melbourne and Adelaide 

with acquisition of a second modern train set.   

1.1.5 Rail Corridor Infrastructure Plans 

The key objective here is to reduce travel times to enable stronger interaction between cities and better 

integration of the economies of Melbourne and Victorian regional cities.  This includes the above-

mentioned further standardisation largely of existing freight only lines, and of the Goulburn Valley line, 

all passenger services beyond Ballarat to Horsham and Mildura, and beyond Bendigo to and Swan Hill 

and Echuca.  It also involves the separation of V/Line regional and Metro services in the Melbourne 

metropolitan area, and the progressive development of a new High Speed rail corridor linking 

Melbourne and Sydney via Canberra.   

Specific infrastructure projects have been identified to upgrade the track and associated infrastructure 

to deliver enhanced faster and more reliable services in each regional rail corridor out of Melbourne. 

The plan also focuses on the restoration and upgrade of selected rail passenger over the next decades. 

Key objectives are the restoration of daily V/Line rail passenger services to Horsham, and Mildura, and  

re-instatement of regular V/Line rail passenger connection between Victoria’s three major regional 

cities  of Geelong, Ballarat and Bendigo. 

Restoration of quality rail passenger services relies on the completion of the Murray Basin Rail Project, 

transitioning Geelong, Ballarat and Bendigo into major regional passenger rail hubs, well connected to 

both Melbourne and cross country direct with each other. (Effectively Regional Victoria’s Suburban Rail 

Loop. But at a fraction of the cost and largely using existing rail infrastructure.) 

http://ptv.vic.gov.au/projects/rail-projects/murray-basin-rail-project/


 

 7 

Consideration will also need to be given to progressive improvement of interstate rail passenger 

services to both Sydney and Adelaide, which are both well below public expectations of modern long 

distance intercapital passenger tarins.  New plans are required in conjunction with the Commonwealth, 

New South Wales and South Australia to progressively move to services operating with new rollingstock 

offering higher comfort standards at regular frequencies at higher speeds offering reduced travel times. 

At the same time transitioning to zero emission energy sources. 

Current upgrading of Victoria’s North East rail corridor will not generate the transformation which 

genuine high-speed rail could bring, not only to Albury-Wodonga, but also to other cities in the corridor 

including Shepparton and Wagga Wagga in New South Wales.  The population in this corridor is 

expected to grow to over 500,000 by 2060, and rail services will need to make a much stronger 

contribution to both passenger and freight movements. 

The corridor is of national significance, with the Australian Government recently establishing a High 

Speed Rail Authority, and industry players, such as Fastrack Australia , promoting strategies that will 

progressively unlock the regional economic benefits along the Sydney-Canberra-Melbourne corridor by 

staged improvement of sections of high speed track and the progressive introduction of new generation 

passenger rolling stock. 

This can be achieved progressively through staged construction of a new high speed line from Southern 

Cross via Shepparton, Albury-Wodonga, Wagga Wagga and Canberra to Sydney.  As part of a longer 

term National High Speed network, the initial new Melbourne – Sydney line will need to adopt common 

operational, safe working and signalling standards.  It is recommended that planning should commence 

immediately both to establish technical standards and to allow for early reservation of land 

requirements along the future high speed alignments. 

The key to reducing travel times to Victorian  regional cities will be the separation of Regional and 

Interstate services from Melbourne Metro suburban train services.  A major new investment is 

proposed to improve the access of Metro services into Melbourne’s CBD and extend Metro services to 

Wyndham Vale, Melton and Wallan.  This will require a new East-West tunnel diverting the bulk of 

Metro services off lines into Southern Cross, and freeing up capacity for the predicted increase in 

regional passenger services accessing Southern Cross from the South West and West. 

1.1.6 Rolling Stock Plan 

Similarly to the infrastructure plan, a long-term plan is required for the acquisition and deployment of 

Regional and Interstate passenger rolling stock.  

This plan needs to consider optimisation of the existing fleet to provide current and future services over 

the rest of its expected lifetime that may be up to 40 more years.  It also needs to consider  transitioning 

to carbon-neutral power sources.  Battery-electric and green hydrogen are both considered viable 

options with relative merits that need to be examined.  This aspect provides Victoria’s rail 

manufacturing industry  at multiple locations the opportunity to  lead the move to zero emissions 

technology not only within Victoria, but to interstate and also export markets.   

1.1.7 An Integrated Transport Plan 

While rail connectivity is fundamental for the growth of Victoria’s regions, it does not stand alone.  To 

complement regional rail passenger services, inter-connection with a network of high-quality road 

coach services is proposed, based on the existing cross country V/Line “Link” road coach services.   
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2 Victoria Should Double its Regional Population 

2.1 Victoria’s population will continue to grow 

In June 2021, the Commonwealth Government released the Intergenerational Report (IGR)1 which 

projects an outlook for the economy and the Australian Government’s budget over the next 40 years.  

The IGR is based on a 40-year outlook for Australia’s population growth which projects the national 

population to grow by about 50 per cent, to reach 38.8 million by 2061.  This population projection 

assumes a constant net migration at about the same level as the last decade before the COVID 

pandemic, which has been between 160,000 and 190,000 people per year (see Figure 6). 

 

Figure 6:  Annual Migrant Intake in the Years leading up to COVID 

In February 2022, a survey of Australia’s leading economists overwhelmingly endorsed a return to the 

highest immigration intake on record, saying that a larger population would enable Australia to capture 

economies of scale and fill gaps in high skill and low skill jobs caused by labour market rigidities and 

failures in training systems.  More than a third of those surveyed believe 190,000 isn’t enough, arguing 

that a higher level of immigration will help build a more dynamic and interesting society, and give it a 

formidable advantage as it had in the past (see Figure 7).  

 

1 Commonwealth of Australia, 2021 Intergenerational Report: Australia over the next 40 years, June 2021.    

https://treasury.gov.au/publication/2021-intergenerational-report  

https://treasury.gov.au/publication/2021-intergenerational-report
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Figure 7: Economists Views on Migrant Intakes 

In August 2023, the Commonwealth Government (following the change of Government in 2022) 

released the Intergenerational Report 2023: Australia’s Future to 2063, which was based on a projection 

of Australia’s growth broadly similar to that in the 2021 Intergenerational Report.  

In November 2023, the Australian Bureau of Statistics (ABS) released population projections for 

Australia and all states and territories, for the period 2022 - 2071.  In view of the uncertainties in 

immigration (and to a lesser degree in birth rates), ABS has presented three series of projections (High, 

Medium and Low)2.   ABS states that these are not predictions or forecasts, and advises users to assess 

the associated assumptions (concerning births, deaths and migration) that best suits their needs.   

Also in 2023, Victorian Government released its population projections Victoria in Future 2023 (or 

VIF23)3 which extend to 2051 for the State and its regions, and to 2036 for its municipalities.  For 

Victoria taken as a whole, the Victorian Government has chosen to use the ABS projections that are 

midway between the Medium and the High series. 

In this report, we have adopted a 40-year outlook (towards 2061) when the population of Victoria is 

projected to reach 11.4 million (i.e. midway between the ABS Medium and High projections).  

 

ABS Projection Series: Base 

2022 

Low  

2061 

Medium  

2061 

High  

2061 

Medium-High 

(Midway)  

2061 

Population of AUSTRALIA  26.0 M 33.7 37.3 42.1 39.7 M 

Population of VICTORIA  6.6 M 9.0 M 10.5 M 12.4 M 11.4 M 

Victoria as % of Australia 25% 27% 28% 29% 29% 

 

 

 
2 The ABS population projections for Victoria are available at:   

   https://www.abs.gov.au/statistics/people/population/population-projections-australia/2022-base-2071#victoria   

3 The Victorian Government’s population projections Victoria in Future 2023 (VIF23) are available at: 

   https://www.planning.vic.gov.au/__data/assets/pdf_file/0022/703453/DTP0552-Victori-in-Future-2023-report.PDF 

 

https://www.abs.gov.au/statistics/people/population/population-projections-australia/2022-base-2071#victoria
https://www.planning.vic.gov.au/__data/assets/pdf_file/0022/703453/DTP0552-Victori-in-Future-2023-report.PDF
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2.1.1 Re-balancing Victorian population growth - improves Liveability & the 

Economy 

At the 2021 Census, 75% of Victoria’s population lived in metropolitan Melbourne, and 25% in regional 

Victoria.  Moreover, prior to the COVID-19 pandemic, it appeared that Melbourne’s dominance would 

increase even further.  Of the population added to the State in the eight years 2011-2019, 85% was in 

metropolitan Melbourne and 15% in regional Victoria.   

There have been adverse consequences in both cases.  For Melburnians, high population growth has 

contributed to urban sprawl, traffic congestion and unaffordable housing.  For regional Victorians, low 

population growth has meant limited access to services, loss of skills available locally, vulnerability of 

businesses, and ongoing socio-economic disadvantage.  If the imbalance in growth is not addressed, 

then these problems will not only continue but will worsen.  NOW is the time to act: it is more urgent 

than ever before to boost the regional share of Victoria’s population growth. 

The quantum shift to the regions has already begun 

The COVID-19 pandemic brought unexpected changes.  Victoria’s population growth effectively halted 

for several years.  The vulnerability of the big city (Melbourne) was exposed.  Suddenly, there was 

increased interest in regional living for the perceived health and lifestyle benefits.  Importantly, working 

from home using digital technology became widely adopted, and many people have welcomed this as 

a normal part of daily life: working remotely, commuting less often, and possibly living further from 

their place of employment.  

During a 12-month period (from April 2020 to March 2021), almost 20,000 people relocated from 

Greater Melbourne to regional Victoria.  The opportunity that now exists, for this upturn in regional 

population growth to be sustained and built upon, should not be missed. 

The Victorian Government is revitalising regional cities with “GovHubs” in Ballarat, Bendigo and Latrobe 

to encourage investment in regional Victoria, diversify local economies, attract new industries, create 

job opportunities and improve liveability.   

The outlook for regional Victoria is very positive.  As we face the challenges of climate change and the 

urgent need to reduce greenhouse gas emissions, it is expected that industries in the regions (e.g. 

renewable energy, targeted manufacturing, agriculture, water supply, disaster management, mining 

and transport) will be at the forefront of this transformation.  

Regional Cities must be the focus for Regional Growth 

Most importantly, it is critical that growth is channelled into the major regional cities (and some 

significant supporting centres) and not widely diffused across smaller towns.  Concentrating population 

and economic growth into regional cities creates opportunities that attract more people and 

businesses.  Initially this needs to be encouraged through incentives.  But eventually regional cities will 

get to a size where they develop their own virtuous cycle of growth.  These cities are able to withstand 

major economic disruptions, such as Geelong’s continued growth despite the loss of manufacturing 

industry over the last decade or so. 

The prime targets to incentivise and accelerate growth should be the largest regional cities – Geelong, 

Ballarat, Bendigo, Shepparton, Albury-Wodonga and Latrobe City.  Five of these cities are within about 

160 km from Melbourne, and may therefore have higher potential for accelerated growth resulting 

from faster rail connections.  The potential of the more distant regional cities in Mildura, Horsham, 

Warrnambool, Wangaratta and Albury-Wodonga, which are all central to extensive population 

catchments, is also fully recognised.  
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Focussing growth in the large Regional Cities will promote the efficient delivery of services and 

infrastructure.  It will also increase agglomeration, which will attract businesses that will promote 

further growth.  It is also expected that promoting growth in the major regional cities will have a flow-

on effect to the economies of their respective regions, including higher growth in other significant 

regional centres.   

2.2 Scenarios and Targets for Population Growth 

The long-term vision is for a more integrated Victoria, where the social and economic benefits come 

from the inter-connection of the regions and their cities both with Melbourne and with each other.   

2.2.1 Recent background  

In our previous Discussion Paper4, RFI and TCPA considered three alternative scenarios to illustrate how 

Victoria’s population growth might be distributed between metropolitan Melbourne and regional 

Victoria.  These scenarios reflect: (A) the continuation of established trends and practices (i.e. No 

Intervention); (B) Moderate Intervention, and (C) Strong Commitment to Regional Development.   

As shown in Table 1, Victoria’s population at the 2021 Census was 6.5 million.  It is projected to grow 

by 4.9 million to reach 11.4 million by 2061 (midway between the ABS’ Medium and High projections) 

meaning a compound annual growth rate of 1.4%.   

Without intervention (Scenario A), the relative size of the regional population would shrink from 25% 

to 22% of Victoria’s population by 2061.  Victoria’s regions would increase by only 800,000 people, 

compared with 4.1 million in Melbourne. 

On the other hand, with strong commitment to regional development (Scenario C), the relative size of 

the regional population could become 28% of Victoria’s population by 2061.  This would be an increase 

of 1.5 million people in regional Victoria, compared with 3.4 million in Melbourne.  It would result in an 

increase of over 700,000 in the regional population compared with No Intervention.  To achieve this, 

there would be, on average, an extra 18,000 people per year, over 40 years, in Victoria’s regions.  This 

equates to an annual growth rate of 1.66%, which is a reasonable and manageable target.   

 
4 RFI and TCPA (January 2022) Rail as a Catalyst for Regional Growth, Discussion Paper Summary 
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Table 1:  Potential Population Growth Scenarios 

 Population  
2021 

Population  
2061 

Population 
Growth  

2021-2061 

Compound 
Growth Rate 

VICTORIA 6.5M 11.4M 4.9M 1.40% pa 

Scenario A: NO INTERVENTION 

Metropolitan 4.9M     (75%) 9.0M     (78%) 4.1M     (83%) 1.52% pa 

Regional 1.6M     (25%) 2.5M     (22%) 0.8M     (17%) 1.04% pa 

Scenario B: SIGNIFICANT INTERVENTION 

Metropolitan 4.9M     (75%) 8.5M     (75%) 3.6M     (74%) 1.39% pa 

Regional 1.6M     (25%) 2.9M     (25%) 1.3M     (26%) 1.44% pa 

Scenario C: STRONG COMMITMENT TO REGIONALISATION 

Metropolitan 4.9M     (75%) 8.3M     (72%) 3.4M     (69%) 1.31% pa 

Regional 1.6M     (25%) 3.2M     (28%) 1.5M     (31%) 1.66% pa 

 

 

Figure 8:  Victoria – Population Growth Scenarios 
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2.2.2 Further development of population growth scenarios for Regional Cities 

In this paper, the population growth scenarios have been further developed, with corresponding 

proposals for population targets for Victoria’s Regional Cities, and for other cities and towns relevant 

to the upgrading of passenger rail services and infrastructure.  

The scenarios and projections are outlined below and detailed more fully in Attachment A. 

The scenarios have been developed using the latest population statistics from the 2021 Census, 

together with population data from the previous four census years, from which growth trends are 

evident.  

The census data provide a solid base for developing scenarios of future growth for the next 40 years 

(2021-2061).  However, to ensure the scenarios are grounded in reality, it is important to consider not 

only the population growth history, but also the growth expectations for each Regional City and its 

capacity to accommodate future growth.  This information has been sought from the Planning Schemes 

of the ten Regional Cities, which are available on the Victorian Government’s Department of Transport 

and Planning website5 and the respective municipal websites.   

In short, this is essentially a ‘bottom up’ analysis to complement the earlier ‘top down’ approach. 

In Attachment A, for each of the ten Regional Cities, brief notes are provided on the municipality’s 

expectations for growth, and the provisions for managing growth.  Two alternative scenarios for long-

term population growth are then postulated. 

The first scenario is essentially a simple linear projection, based on consideration of:  

(i) the amount of growth that has been observed in recent years, and  

(ii) the population growth expectations for each of the Regional Cities.    

The second scenario is concerned with the possibility of more accelerated growth to achieve a higher 

population target.  Rather than setting a fixed amount of growth per year, the focus is on the rate of 

growth, which is then compounded over 40 years.  

The estimates of growth for the two scenarios (linear growth, and accelerated or compound growth) 

are presented in Table A.2 in Attachment A.  

It is seen that the growth rates in the table are all within the range 1% - 2% per annum, as it is assumed 

that growth will be an issue of some priority in all the Regional Cities (hence a minimum growth rate of 

1%) but that high growth may be difficult to sustain over four decades (hence a maximum growth rate 

of 2%).  

The results underpin population targets for 2061.  These are presented in Table A.3 in Attachment A, 

and are reproduced here in Table 2.  The total of the targets for the ten Regional Cities is broadly 

consistent with Scenario C as described in the RFI-TCPA report Growing Victoria’s Regions: Rail the 

Catalyst for Regional Growth (July 2024).  

2.2.3 Potential Targets for Population Growth 

Setting targets is important as it shows commitment to achieve a desired objective.  Regional rail 

corridors have to be a key focus given the importance of faster regional rail services to the growth of 

regional areas.  Therefore, it is appropriate to set population targets for regional cities and other urban 

centres in the main rail corridors.  While the targets presented in Table 2 appear feasible, meeting them 

will depend on a range of factors, including the timing of regional rail upgrades.  

 
5 Planning Schemes for all Victorian municipalities are available at: https://www.planning.vic.gov.au/planning-

schemes/browse-planning-schemes 

https://www.planning.vic.gov.au/planning-schemes/browse-planning-schemes
https://www.planning.vic.gov.au/planning-schemes/browse-planning-schemes
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From Table 2, it can be seen that by 2061 Ballarat and Bendigo will grow to about the size that Geelong 

is now.  At that size they should become self-sufficient, and able to withstand economic shocks and 

continue to thrive – just as Geelong has, despite the closure of major manufacturing centres over the 

last decade.  Latrobe City and the extended linear corridor through the Latrobe Valley will also be close 

to a similar threshold.  Albury-Wodonga will not be far behind, while Shepparton will be well on its way, 

becoming larger than Bendigo is today.  

 

Table 2: Potential Population Targets - Regional Cities and Urban Centres -  

Regional Rail Corridors 

REGIONAL CITIES 
 Urban Areas > 10,000 
 Other Towns > 5,000 

ABS  
Geography 

Type 
Resident Population 

2021 Census  

Potential Target 
Population  

2061 

Rail Corridor:       

     GREATER GEELONG LGA 271,057 550,000 

           Colac SA2 12,756 20,000 

     WARRNAMBOOL LGA 35,406 65,000 

           Portland SA2 11,230 15,000 

           Mt Gambier       SA2s x 2 34,446 40,000 

South Western  - Total   364,895 690,000 

     BALLARAT LGA 113,763 240,000 

                 Ararat SA2 8,500 12,000 

           Bacchus Marsh SA2      ** 24,717 45,000 

                 Stawell SA2 8,504 11,000 

     HORSHAM   LGA 20,429 30,000 

           Hamilton SA2 10,346 14,000 

Western  -  Total   186,259 352,000 

     MILDURA  LGA 56,972 90,000 

                 Maryborough SA2 8,160 12,000 

North Western - Total   65,132 102,000 

           Gisborne       SA2      ** 14,222 22,000 

                 Woodend SA2     7,949 12,000 

           Kyneton SA2 10,562 17,000 

           Castlemaine SA2 11,352 18,000 

     GREATER BENDIGO LGA 121,470 250,000 

           Swan Hill SA2     11,186 15,000 

           Echuca – Moama                SA2s x 2 22,566 35,000 

Northern - Total   199,307 369,000 

           Wallan SA2      ** 22,627 35,000 

           Kilmore – Broadford  SA2      ** 15,563 25,000 

                 Seymour SA2 6,569 10,000 

     GREATER SHEPPARTON LGA 68,409 120,000 

                 Euroa SA2 6,922 11,000 

           Benalla SA2 10,822 15,000 
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REGIONAL CITIES 
 Urban Areas > 10,000 
 Other Towns > 5,000 

ABS  
Geography 

Type 
Resident Population 

2021 Census  

Potential Target 
Population  

2061 

Rail Corridor:       

     WANGARATTA    LGA 29,808 50,000 

     ALBURY – WODONGA                LGAs x 2 99,346 185,000 

           Wagga Wagga                  SA2s x 4 57,010 80,000 

North-Eastern Victoria & Southern 
Riverina -  Total 

  317,076 531,000 

           Warragul-Drouin            SA2s x 2 42,824 60,000 

                 Trafalgar SA2 8,368 12,500 

     LATROBE CITY  LGA  77,318 120,000 

           Sale SA2     15,301 22,000 

           Bairnsdale SA2     15,684 28,000 

Eastern Victoria / Gippsland - Total   159,495 242,500 

TOTAL - All Centres, All Corridors   1,292,164 2,286,500 

** Note: The urban areas and towns marked ** are defined by the Australian Bureau of Statistics to be within 
the Greater Melbourne Capital City region (i.e. not part of regional Victoria).  

2.3 Outlook for Regional Growth  

Clearly, there are uncertainties around how quickly Victoria’s population will grow in the decades 

ahead, and how that growth will be distributed between metropolitan and regional areas.  Nonetheless, 

a strong commitment to regionalisation (as illustrated by Scenario C) should NOT be regarded as an 

impractical fantasy.  On the contrary, there is mounting evidence to indicate that boosting population 

growth and economic development in the regions will be high on the national agenda:  

¶ A significant latent demand for regional living, for a healthier and more relaxed lifestyle, was 

revealed during the pandemic.  This has been enabled by telecommunications technology and is 

unlikely to be suppressed.    

¶ Australians now face the twin challenges of managing the effects of climate change (which have 

become more frequent and disruptive) and steadfastly reducing our greenhouse gas emissions.  

These are no longer just liveability or lifestyle issues: they now constitute a national security 

challenge, in view of the potential risks to food, water, health, housing, energy and infrastructure.  

Given that Australia’s regions are where the effects of climate change hit hardest, and where the 

transformation into a clean energy ‘superpower’ will largely take place, increasing attention MUST 

be given to regional development and capacity building.    

¶ There is a growing realisation that to perpetuate the current imbalance in population growth, 

with slow growth in the regions but continued seemingly frenzied growth in Sydney and 

Melbourne, would not be in the nation’s best long-term social and economic interests.  For 

instance, the costs of infrastructure projects to address Melbourne’s transport problems are now 

commonly in the tens of billions of dollars (and occasionally hundreds of billions of dollars), whilst  

investment in regional cities has been largely overlooked.  Desired outcomes (such as “a 20 

minute city”) are unlikely to be achieved in Melbourne, but are easily achievable at relatively low 

cost in Victoria’s regional cities.  

Both the RFI and TCPA are far from alone in identifying the urgent need to rebalance population growth 

in Victoria.  There is a strong national movement, in which the Regional Australia Institute (RAI) plays a 

leading role, with participation and support of numerous businesses, government agencies, local 

government and community organisations.   
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At its Regions Rising National Summit (held in Canberra, 13-14 September 2022), RAI launched its 

Rebalance the Nation initiative and Regionalisation Ambition 2032 framework6, following six months of 

widespread consultation.  The framework detailed in the report is broad, focussing on five key themes:  

¶ population 

¶ jobs and skills  

¶ liveability  

¶ productivity and innovation  

¶ sustainability and resilience  

The many high-profile speakers at that summit included The Hon Catherine King MP (Federal Minister 

for Infrastructure, Transport, Regional Development and Local Government) and The Hon Bridget 

McKenzie MP (Leader of the Nationals in the Senate).  In a keynote address, Dr Cathy Foley AO PSM 

(Australia’s Chief Scientist) spoke of the needs to respond to the opportunities and requirements 

associated with emerging industries in the regions, and to understand the scale of the issues and tasks 

ahead.  Regional development is no longer a matter of “IF”, but rather “HOW”. 

2.4 The need to plan and provide certainty for Regional Growth 

In Rail as a Catalyst for Regional Growth, we noted that none of Victoria’s planning strategy 

documents, especially Plan Melbourne 2017-2050 (Plan Melbourne) and Victoria’s Regional Growth 

Plans (RGPs)7, has addressed a statewide re-balancing of population growth. 

The population projections underlying these plans have been based mainly on analysis of demographic 

trends and changes in land supply over a sustained period, prior to the pandemic.  However, with the 

arrival of the pandemic and the changes it has wrought (e.g. working from home, changes in trip 

patterns and mode usage, and preferences for regional living), the business-as-usual approach to 

population projections is no longer fitting. 

Plan Melbourne is updated every four years or so and, population projections aside, it is reasonably 

current for a 2050 horizon. 

 

6 Regional Australia Institute. (2022) Regionalisation Ambition 2032 – A Framework to Rebalance the Nation, 

Regional Australia Institute: Canberra. 

https://rebalancethenation.com.au/common/Uploaded%20files/Rebalance-the-Nation/Rebalance-the-Nation-

Report-2022.pdf  

7 State of Victoria, Plan Melbourne 2017-2050: Metropolitan Planning Strategy, (2017) 

https://planmelbourne.vic.gov.au/home 

Each of regional Victoria’s regions is covered by a regional growth plan (RGP). RGPs can be accessed via 

https://www.planning.vic.gov.au/guides-and-resources/strategies-and-initiatives/regional-growth-plans  

https://rebalancethenation.com.au/common/Uploaded%20files/Rebalance-the-Nation/Rebalance-the-Nation-Report-2022.pdf
https://rebalancethenation.com.au/common/Uploaded%20files/Rebalance-the-Nation/Rebalance-the-Nation-Report-2022.pdf
https://planmelbourne.vic.gov.au/home
https://www.planning.vic.gov.au/guides-and-resources/strategies-and-initiatives/regional-growth-plans
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Source: Department of Transport and Planning (VIC) -via https://www.planning.vic.gov.au/guides-and-

resources/strategiesand-initiatives/regional-growth-plans  

Figure 9: Current Regional Growth Plans across Victoria 

RGPs for regional Victoria as indicated in Figure 9 were approved during 2013-2014, but with a time 

horizon of only the early-mid 2030s.  They were meant to be updated every 4 – 6 years, but that has 

not happened.  It is noted that there is not an exact alignment between the RGPs and the regions shown 

in Figure 1.  For example, Golden Plains Shire is split between two RGPs, Loddon Campaspe has two 

RGPs, and Hume region is now divided into the Goulburn and Ovens Murray regions. 

The variations of regional definitions are further exacerbated in the planning for transport networks 

with road and rail networks also having different regional definitions based largely on transport 

corridors radiating from Melbourne.  These corridors weave across several administrative regions.  

Figure 10 shows key centres along the regional public transport corridors. 

https://www.planning.vic.gov.au/guides-and-resources/strategiesand-initiatives/regional-growth-plans
https://www.planning.vic.gov.au/guides-and-resources/strategiesand-initiatives/regional-growth-plans
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Figure 10: Transport corridor regions in Victoria 

All these factors mean that there is great uncertainty for the planning of regional infrastructure and 

services (public or private), not least for rail, and even for regional city development. 

The Victorian Government needs to update its RGPs and regional strategies to match planning 

horizons for metropolitan Melbourne. 

In September 2023, the Victorian Government announced its intention to develop a new plan for 

Victoria outlining a vision and strategies for the state over the coming decades – reimagining the future 

of our cities, towns and regions. 

It will focus on delivering more homes near transport, job opportunities and essential services in 

vibrant, liveable, and sustainable neighbourhoods.  An initial stage of consultations involving councils 

and industry representatives occurred in December 2023.  Through Engage Victoria, a formal broader 

community consultation is occurring between February and August 20248.   

In parallel with this consultation, the Victorian Government provided each of Victoria’s 79 councils with 

a draft target for where the 2.24 million new homes could be built by 20519.  The target for regional 

Victoria is 425,600 new homes of which 289,100 are allocated to the ten key regional cities.   

(See Table 3). 

 

8  Engage Victoria: Developing a plan for Victoria - https://engage.vic.gov.au/shape-our-victoria  

9  Engage Victoria: Statewide draft housing targets -  

https://engage.vic.gov.au/project/shape-our-victoria/page/housing-targets-2051  

https://engage.vic.gov.au/shape-our-victoria
https://engage.vic.gov.au/project/shape-our-victoria/page/housing-targets-2051
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Table 3: Draft Municipal Housing Targets for Victoria's 10 key Regional Cities (July 

2024) 

Municipality Existing 
homes - 2023 

New homes 
target - 2051 

City of Greater Geelong 127300 139800 

City of Warrnambool 16400 6900 

City of Ballarat 53000 46900 

Rural City of Horsham 9800 3100 

City of Greater Bendigo 54900 37500 

Rural City of Mildura 25900 8000 

City of Greater Shepparton 29600 14500 

Rural City of Wangaratta 14000 5700 

City of Wodonga 18900 14400 

City of Latrobe 36400 12300 

TOTAL 258900 149300 

The targets are designed to create more housing choice in areas with existing and planned public 

transport, jobs, and services in Melbourne and regional cities.  Each target was calculated based on: 

¶ An area’s proximity to jobs and services 

¶ Level of access to existing and planned public transport 

¶ Environmental hazards like flood and bushfire risk 

¶ Current development trends and places already identified for more homes (like the Suburban 

Rail Loop Precincts, for example). 

¶ Demonstrated development potential in established regional cities in Victoria 

We support the setting of Municipal Housing Targets in principle, as this presents an opportunity to 

rebalance the distribution of Victoria’s future population growth.  However, it is disappointing to see 

that Victoria’s regions, which currently accommodate 25% of the State's population, are targeted to 

receive only 19% of the proposed New Homes.  As indicated in Table 1, we strongly support 

interventions that would boost the regional share of the State’s growth above 25%, heading towards 

30%. 

The draft housing targets will be finalised after consultation on a new plan for Victoria closes at the end 

of August 2024.  The new plan for Victoria is to be released in late 202410. 

The extent to which the new plan will update Plan Melbourne and the RGPs is unclear.  Nevertheless, 

all these activities need to be underpinned by a new approach to population forecasting (and growth 

management) that seeks to ensure more equitable and sustainable directions for growth across 

Victoria’s regions and metropolitan Melbourne.  Forecasting needs to take into account the challenges 

and opportunities we are facing, current and future, and their geographic context.  To perpetuate the 

pre-pandemic growth imbalance between metropolitan Melbourne and regional areas is not an option.  

Similarly, at the national level, the Australian Government needs to prepare an urban development 

framework that incorporates both regional and metropolitan areas. 

 

10 Further details and links to presentations and consultations with councils and industry are available at the Engage 

Victoria website – https://engage.vic.gov.au/developing-a-new-plan-for-Victoria  

https://engage.vic.gov.au/developing-a-new-plan-for-Victoria
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3 PASSENGER RAIL DRIVES SETTLEMENT PATTERNS 

Settlement patterns – where people live and work – have been dictated by the evolution of transport 

technology.  Rail, in particular, has had a decentralising effect by allowing people to choose where they 

live and work. 

 

Figure 11:  How transport technology affects settlement patterns 

Now, in the 21st century, the next Stage of faster rail is starting to shape regional settlement patterns.  

Faster rail links shrink the distance between cities, allowing people to live in regional areas and 

commute to jobs in the city.  It allows businesses to be based in regional cities while still retaining good 

access to both their customers and suppliers and provides easy connectivity between major cities that 

can be many hundreds of kilometres apart.   

It can be expected these trends will accelerate in this age of virtual connectivity.  The ability to work 

remotely with less frequent need for face-to-face meetings opens up regional cities as alternative 

locations to live and do business – as long as they have good connectivity when physical meetings are 

needed.   

3.1 Faster Trains Boost Regional Growth 

The link between the upgrading of regional rail lines and the growth of urban communities is well 

understood.  For instance, in the decade after the implementation of Regional Fast Rail program in 

Victoria, cities on upgraded lines within 150 kilometres of central Melbourne showed average 2%  

population growth rates, and up to 3% in some cases.  This includes LGAs like Greater Geelong, Ballarat, 

Macedon Ranges and Greater Bendigo.  These numbers are above the Victorian Government's 

projected 1.5% forecast of growth.  On the other hand, regional growth rates only up to 1% were seen 

for cities not affected by the rail upgrades, or between 150 kilometres and 250 kilometres from central 

Melbourne.  This includes LGAs like Greater Shepparton, Latrobe City and Wangaratta. 
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Figure 12:  Travel time budgets for ad hoc, daily and irregular commuting 

Similarly, the rollout of high speed has had a major impact on the time separation between major cities 

rail in countries around the world.  Studies have shown that shrinking travel time has been critical to 

the economic development of regional areas.  New lines have immediately opened regions for 

increased tourism and spurred population growth by increasing the attractiveness of living and working 

in regional cities on the line.  This in turn has increased economic activity leading to greater business 

aggregation in those regional cities, and greater economic output for the region. 
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3.2 Regional  Victoria will benefit from Faster Trains 

The Stronger, Together Alliance of regional local governments and business groups has been advocating 

for upgrades to Victoria’s regional rail network to deliver 200 km/h , higher frequency commuter 

services to Geelong, Colac, Ballarat, Bendigo, Shepparton and Latrobe, to unlock growth and 

opportunity. 

 

Figure 13: Potential  Benefits of a Faster Rail Network to Regional Cities  

The Alliance engaged the National Institute of Economic and Industrial Research to conduct an 

economic analysis of the proposed network.  NIEIR used its comprehensive economic model to predict 

Victoria’s economic growth under two scenarios – a base case where population growth continues on 

the current trajectory, compared with an alternative case where new fast (200km/h) commuter rail 

connections are rolled out to Geelong, Ballarat, Bendigo, Shepparton and Traralgon.   

To determine the economic benefit of faster regional rail, NIEIR assumed the total Victorian  population 

would be the same with or without faster regional rail.  In the faster regional rail case, the population 

gradually moves into the regional rail corridors, mainly from Melbourne suburbs.  NIEIR found that the 

faster regional rail network would increase Victoria’s GDP by 5% over 30 years. 

A new 200kph rail network will:

ÁEncourage greater population growth 
in regional cities

ÁBoost each regional cityΩs economy

ÁGrow VictoriaΩs economy faster

ÁGive more people a better lifestyle

ÁContain MelbourneΩs urban sprawl

Á Increase housing affordability

STRONGER, TOGETHER:  An independent  state-w ide macroeconomic assessment of fast  regional commuter rail netw ork impacts on Victorian set t lement  pat terns, economic growth, fairness and opportunity 5 

Figure 1.1:  The Project   The regional scope 

M ap of stronger, together fast  rail network showing new travel t ime catchments and M elbourne Airport  Rail Link, Sunshine, tunnel use 

 
 

*National Institute of Economic and Industry Research:  STRONGER, TOGETHER - An independent state-wide macroeconomic assessment of fast regional 
commuter rail network impacts on Victorian settlement patterns, economic growth, fairness and opportunity, 2020

STRONGER, T OGETHER  An  ind ependent  s ta t e-w ide  
m a c roec on om ic  assessm e nt  of  

fa st  reg io nal  c om m u t er  ra i l  
net w ork  im pa c t s  o n Vic t o r ian 

se t t l em ent  pat t e rns , ec onom ic  
gro w t h, fai rne ss  and  oppor t uni t y   

 

 

 

 

 

 

 

 

 

A  re po r t  fo r  t he  

S TRON G ER, T OGE TH ER REGI ON AL  V ICT ORIA N  FA S T 

CO MM U T ER R A IL  A L LIA N C E 
 

P repa red  b y t he  

N a t ion a l  I ns t i t u t e  o f  Ec on o m ic  a nd  I nd us t r y Res e a rc h (N I EIR)  

A B N :  7 2  0 0 6  2 3 4  6 2 6  

L o w e r  G r o u n d ,  U n i t  1 A ,  6 6 3  V i c t o r i a  S t r e e t ,  A b b o t s f o r d ,  V i c t o r i a ,  3 0 6 7  

T e l e p h o n e :  ( 0 3 )  9 4 8 8  8 4 4 4 ;    F a c s i m i l e :  ( 0 3 )  9 4 8 2  3 2 6 2  

Em a i l :  a d m i n @n i e i r . c o m .a u  

 

J u ly  2020  

 
P JB1 25 6 VFT Fina l-re v ise d  2207 2 0/ Fa st  Tr a in  r e p o rt / 20 2 0 

άSimply building a faster rail network will increase VictoriaΩs GDP by 5%έ*
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Figure 14:  Population and productivity changes due to faster regional passenger  

rail services 

The NIEIR model confirms that faster regional rail connections would attract more people to live in the 

rail corridors, resulting in additional dwelling construction and further growth in catchment population.  

It also expands the range of employment choices for residents and expands the catchment area for 

employers to recruit workers.   

These effects spread out from the areas near the rail line.  The end result is that faster passenger rail 

benefits not only regular rail travellers, but also a great many people who may rarely patronise the 

trains at all.  As a result, productivity along the rail corridors increases rapidly compared to the no 

enhanced rail case, with an increase of about 15 per cent after 30 years. 

Initially some of this increase is offset by productivity growing less rapidly in other parts of the State, 

but after a decade the shift in population improves the productivity of these regions and the State as a 

whole.  After three decades, the economies in the faster rail corridors are projected to have increased 

by 20 per cent, compared to the overall Victorian economy at 5 per cent. 

STRONGER, TOGETHER:  An independent state-wide macroeconomic assessment of fast  regional commuter rail network 
impacts on Victorian set t lement pat terns, economic growth, fairness and opportunity 
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Figure 5.4:  Local populat ion difference from Base, 2060 (number) 

 

 

Figure 5.5:  Local populat ion difference from Base, 2060 (per cent ) 

 

Population shifted to regional cities

STRONGER, TOGETHER:  An independent  state-w ide macroeconomic assessment  of fast  regional commuter rail netw ork 
impacts on Victorian set t lement  pat terns, economic grow th, fairness and opportunit y 
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Prima facie this implies that the FTP will inflict considerable economic damage on these SA2s. However, 
the damage is less worrying if it is subtracted from a high level in the base case and leaves a final 
positive result. By and large this is the case, and the actual outcome by 2060 is that only 50 SA2s 
experience a fall in catchment productivity either in dollar terms per hour worked or in percentage 
terms.  This implies that 413 SA2s experience an increase in catchment productivity.  The redistribution 
of population and activity as a result of the FTP accordingly increases productivity for Victoria as a 
whole. 

It can be seen from Figures 5.7 or 5.8 that the majority of SA2s in metropolitan Melbourne experience 
an increase in productivity, while in non-metropolitan Victoria the SA2s that experience a fall in 
productivity relative to Baseline are in Far Eastern, Far North Eastern and Far Western Victoria. 
Primarily this outcome reflects the role of working age population growth in suppressing productivity 
growth in regions with excess working age population.  It also implies that a high majority of regions 
experience a positive change in GRP per capita of working age population.  It will be seen below that 
this is indeed the case. 

 

Figure 5.7:  Catchment  product ivity  Difference from Base, 2060 ($2018) 

 

 

Productivity increased across the state

*Source: National Institute of Economic and Industry Research:  STRONGER, TOGETHER - An independent state-wide macroeconomic assessment of fast 
regional commuter rail network impacts on Victorian settlement patterns, economic growth, fairness and opportunity, 2020
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4 A STRATEGIC RAIL PLAN FOR VICTORIA 

4.1 A Long-Term Regional Passenger Rail Plan 

Faster and more frequent rail services are fundamental in accelerating growth of regional cities, but 

there are long lag time between implementation of enhanced services and the growth of the regional 

cities.  This lag may even extend to one or two decades for some regional cities.   

So, we need to consider what is inherently a multi-decadal issue.  The plan needs to contain short-, 

medium- and long-term infrastructure and rolling stock enhancements. It needs to identify things to do 

immediately, and things which need to be planned and finalised over the next few years, and others 

which will only come to full fruition in the longer term, but which will influence our short and medium 

term plans (so they need to be scoped early). 

 

Figure 15:  Improvement of services requires upgrading of both Infrastructure and 

Rolling Stock 

Developing a long-term plan over decades in the rail industry requires that several key challenges need 

to be considered.  Investments in rail infrastructure have very long lifetimes.  But the pace of change is 

not slowing, with major changes occurring in the rail industry, rail technology and consumer 

expectations.  As a result, the timing for new investments (and the write-off of previous investment) 

requires careful consideration to maintain contemporary services and not simply let the asset degrade 

and become obsolete. 

With transport and settlement plans we need to think about futures up to 40 years out.  People in 

previous generations certainly could, and did, think and plan for the long term.  Indeed, they had much 

longer timeframes.  The reality is that population distributions only change slowly, so it takes some 

decades for decentralization to work.  Similarly major rail infrastructure takes time to design and build, 

while passenger rolling stock typically has an economic life of 30 - 40 years. 

This requires investment over an extended period of time, starting from the current extensive rail 

network and the upgrades that have occurred over the last two decades.   
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Figure 16:  Rail Services - Current and Projected for predicted Victorian regional 

population in 2060 

Ultimately it is planned to provide world-class services to all regional cities and many other regional 

centres, including a high speed line connecting Melbourne via Canberra to Sydney.  Frequent, fast 

commuter services will provide greater connectivity between Victoria’s major regional cities and 

Melbourne.  Local regional passenger rail services will provide greater connectivity between regional 

centres within Victoria and interstate.   

The infrastructure and rolling stock required to achieve this objective has been identified through three 

stages of development: 

¶ Stage 1: Enhanced rail passenger services by 2030 

¶ Stage 2: 2031 – 2040 Upgraded and extended services to support regional growth 

¶ Stage 3: 2041 – 2060 World class rail services to support a regionalised Victoria 
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4.2 Building on the strong foundations of previous rail investments 

Railways have played a pivotal role in Victoria’s settlement and development, providing a catalyst for 

settlement and the movement of people and goods around the State.  This investment cannot be 

ignored.  It has dictated where settlement is now and defines where growth will occur in the future. 

 

Figure 17: Recent upgrades provide a solid foundation for development 

Today V/Line trains provide a radial backbone of services while contracted road coaches service many 

regional centres beyond the limits of rail services.  Private bus services provide local connections within 

the larger towns and between nearby towns.   

4.2.1 The Regional Rail Revival is Already Well Under Way  

Over the past two decades, there has been a rail revival as Victoria has had first-hand experience of the 

benefits of restoring and improving through major upgrading programs including: 

¶ Regional Fast Rail (RFR) Project (2002-2005); 

¶ Regional Rail Link (RRL) project implemented (2014-2015); and 

¶ Regional Rail Revival Program, a joint Victorian and Australian government funding program 

to upgrade every main regional line in the State (ongoing). 

These rail investment programs have each resulted in significant changes to rail operating practices and 

have delivered enhanced service frequencies.  

But More Is Needed 

However, despite these rail improvement programs, many regional rail journey times have barely 

improved over the last two decades, in fact many trips actually take longer.  Travel time targets set in 

the Regional Fast Rail (RFR) Project (2002-2005) have NOT been achieved, and fall well short of 

expectations.  Table 3 outlines typical actual travel times to/from Southern Cross in 2000 and 2021 

against RFR target times. 
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Table 4:  Comparison of Regional Rail Travel Times in 2000 v 2021 

City 2000 Actual  

hr:min 

RFR Targets 

hr:min 

2021 Actual 

hr:min 

Geelong 1:00 0:45 1:05 

Ballarat 1:30 1:00 1:25 

Bendigo 2:00 1:20 2:10 

Traralgon  2:05 1:30 2:45 

The Victorian regional passenger rail network is still slow by world standards and connectivity between 

many regions is very poor.  Poor perceptions of accessibility, reliability and punctuality are widespread. 

4.2.2 Minimising the impacts of Different Rail Gauges 

Gauge conversion in Victoria has proceeded sporadically since 1962 when the Albury – Melbourne 

standard gauge (SG) line was completed.  It was not until the mid-1990s when the Melbourne – 

Adelaide line was converted to standard gauge that the gauge fracture really started to become an 

issue within Victoria.  This coincided with separation of the State’s network into Urban, Regional and 

Interstate components under the twin drivers of Competition Policy and Privatisation Ideology.  

The lack of ongoing network planning in Victoria has resulted in all but two of the remaining national 

breaks of gauge being in Victoria.  The State does not have a connected intrastate regional network but 

rather a dysfunctional mix of broad and standard gauge lines.  Unlike the original state-based breaks of 

gauge, the impact is no longer end-to-end, but results from the creation of two independent but 

overlapping networks that, as a consequence, are both sub-optimal. 

The Murray Basin Project (MBRP) has converted a number of North Western lines to standard gauge, 

but some lines originally planned to be standardised are no longer scheduled for conversion.  

Completion of the MBRP as originally scoped would be a significant step in creating an enhanced 

network of regional passenger and freight services.  There is now the opportunity to resolve long-

standing issues relating to track gauges and to finally overcome the lack of earlier future proofing for 

subsequent further regional gauge standardisation in Victoria. 

Gauge differences remain a major issue in Victoria.  Currently services to Albury/Wodonga (and beyond 

to Sydney) operate on standard gauge track as does the interstate Melbourne-Adelaide train, The 

Overland.  All other Victorian passenger services operate on broad gauge. 

The need for and pace of further gauge standardisation in Victoria will primarily be driven by 

opportunities to develop seamless rail freight services.  However, there are some instances where 

conversion from broad gauge to standard gauge would improve the efficiency of freight services whilst 

enabling passenger services to be upgraded and some former services to be reinstated. 

¶ Provision of standard gauge between Maryborough – Ballarat – Gheringhap (connecting with the 

existing dual gauge tracks at Gheringhap) would facilitate the restoration of a through Melbourne-

Mildura passenger service from Melbourne via North Shore (Geelong) and Ballarat. 

¶ Conversion of the Wendouree to Ararat line (with separate broad and dual gauge tracks between 

Ballarat and Wendouree) would enable restoration of daily V/Line passenger services to Stawell 

and Horsham.  With this conversion The Overland would then operate not only via Geelong 

(North Shore), but would also run via Ballarat to Ararat, Horsham, the Wimmera region and 

Adelaide. 

¶ Re-activation and standardisation of Inglewood – Marong (with Marong into Bendigo as dual 

gauge) will enable medium term provision of a Ballarat – Bendigo interregional standard gauge 

passenger services. 
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¶ Standardisation of the Goulburn Valley (Seymour - Shepparton) and discontinuation of broad-

gauge services beyond Wallan will enable more effective north-east passenger services (to 

Seymour, Shepparton, Wangaratta, Wodonga, Albury and Wagga Wagga). 

¶ Standardising Bendigo – Swan Hill and Bendigo – Echuca (with broad gauge passenger still 

operating beyond Bendigo on dual gauge track to both Marong and Huntly).  Although this will 

necessitate passengers changing trains at Bendigo, the Swan Hill and Echuca lines would benefit 

from more frequent services with convenient same platform transfer to faster intercity trains at 

Bendigo. 

Proposed staging for standardisation is shown in Figures 19  - 21 (See Section 4.4, Pages 30 - 34). 

Currently, there is no significant advantage in standardising the Warrnambool or Bairnsdale lines. 

All future regional track upgrades and sleeper renewals should be undertaken using gauge convertible 

sleepers to facilitate low cost future conversion to standard gauge. 

4.2.3 Regional and Metro Services Need to be  Separated 

The Regional Rail Link project, completed in mid-2015, provided separate tracks for Geelong, Ballarat 

and Bendigo line regional passenger services between Southern Cross and Sunshine where they had 

previously shared trackage with stopping all stations Metro tarins.  This has substantially increased 

capacity and reliability for both V/Line and Metro services, while allowing regional trains to operate at 

much higher speeds between Southern cross and Sunshine. 

Despite improvements in some parts of the network, where regional and suburban passenger services 

(and sometimes freight trains) use common infrastructure, the outcome has become increasingly 

fraught as additional services have been added without corresponding increases in track capacity.  

Furthermore, the different acceleration and braking characteristics of metropolitan and regional trains 

results in poor use of the limited available track capacity. 

Enabling regional and metropolitan passenger and freight trains to all operate efficiently will require 

further major infrastructure investment in a number of metropolitan corridors.  Progressive 

segregation of faster and slower trains within the suburban network will result in reduced travel times, 

increased overall network capacity and improved operational reliability and resilience. 

The opening of the Melbourne Metro (Metro 1) tunnel in 2025 will allow more metropolitan trains on 

the network and benefit many suburban lines.  However, without some additional track enhancements 

in the metropolitan area regional trains will continue to be impeded as outlined above.  
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Figure 18: Shared tracks in the Melbourne metropolitan area (2026) 

 

Currently, there are track sharing issues on the Bendigo line between Sunshine and Sunbury (26 km), 

the Seymour/Shepparton line between Southern Cross and Craigieburn (26 km), and along the 

Gippsland line between Southern Cross and Pakenham East (59 km).  The extent of track sharing by 

regional and suburban trains following the opening of the Metro 1 tunnel and associated projects is 

illustrated in Figure 18.  Proposed changes to suburban services will worsen the situation for regional 

trains if not resolved because: 

¶ Geelong line – When a majority of Geelong trains are diverted to operate between Southern 

Cross, Newport and Werribee instead of the Regional Rail Link via Sunshine, new conflicts will 

occur. 

¶ Ballarat line – The proposed extension of metropolitan electrified services to Melton will 

potentially introduce new conflicts between Sunshine and Melton 

¶ Bendigo line – Increased Sunbury line train frequency will further impede the pathing of Bendigo 

trains. 

¶ Seymour/Shepparton line – Increased Craigieburn line train frequency will further impede the 

pathing of Seymour/Shepparton trains.  Subsequent extension of metropolitan services to Wallan 

will further impede V/Line trains between Craigieburn and Wallan. 

¶ Gippsland line – Increased service frequencies for the Cranbourne/Pakenham lines will further 

impede the pathing of Traralgon and Bairnsdale trains. 
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This report supports several key projects that have previously been proposed by RFI primarily to 

improve metropolitan train services and that will also benefit regional train services. It is recommended 

that these projects be progressively implemented by 2060.  The projects are listed below and in 

Attachment B. 

¶ All North-Eastern Regional trains (beyond Wallan) to be on standard gauge. 

¶ A standard gauge platform to be re-instated at Sunshine to enable transfer between regional 

trains and Metro 1, also from North-Eastern trains to Melbourne Airport trains. 

¶ Express service train paths in the inner west. 

¶ Additional tracks between Sunshine and Melton, Sunshine and Sunbury, and in the Altona 

Junction –Werribee corridor 

¶ An underground South-East FASTline between Southern Cross and Dandenong. 

 

Rail freight movements that once serviced numerous sidings and terminals within the Melbourne 

metropolitan area no longer operate wholly within the metropolitan area.  Current rail freight 

movements are mostly for containerized and some bulk commodity exports from regional Victoria and 

Interstate to the Port of Melbourne or for interstate domestic freight moving between Melbourne and 

other capital cities, particularly Brisbane and Perth.   Virtually all other freight moving within 

metropolitan Melbourne is handled by road transport with consequential impacts on road congestion 

in the metropolitan area.  The principal opportunity for changing this situation lies with the 

development of Rail/Port shuttle trains.  Containerized freight comprises the largest volume of cargo 

handled at the Port of Melbourne. 

Much of this freight traffic could be handled by dedicated Rail/Port shuttle trains operating between 

the Port and Metropolitan hub terminals strategically located in Melbourne’s West, North and South-

East.  The shuttle trains could operate on existing rail infrastructure.   Other potential rail freight flows 

that could be developed to operate within or through the metropolitan rail network include building 

materials (sand, stone and gravel and cement) and containerised household garbage destined for 

recycling or re-processing. 

The proposed Melbourne Metro 2 project detailed in Attachment 1 will benefit trains on the Geelong, 

Ballarat and Bendigo lines. Improving access for North-East trains is described in Section 5 while a 

proposed South East Fast Rail line will significantly improve regional access to and from Gippsland.  

4.3 Meeting the Future Transport needs of Regional Victorians 

Transforming the current rail network into a world class service to meet requirements of future Victoria 

can be achieved through a three-stage implementation plan which reflects updated national, 

metropolitan and regional growth strategies.  Target Travel times between Melbourne and regional 

centres are shown Table 5. 

The target travel times assume the broad regional initiatives outlined in this paper and some specific 

line changes.  The changes proposed in the metropolitan area are included in the RFI Rail Plan (part of 

a proposed Melbourne Public Transport Plan to be issued in 2025). 
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Table 5: Target journey times to regional centres – 2030, 2040 and 2060 

REGIONAL CENTRE  

Current  By - 2030  By - 2040  By - 2060 

Average  

Off Peak 

Target  Target  Target 

  hr:min  hr:min  hr:min  hr:min 

Geelong  1:05  1:00  0:55  0:50 

Ballarat  1:25  1:20  1:10  1:05 

Kyneton  1:15  1:15  1:10  1:05 

Bendigo  1.55  1.50  1:45  1:30 

Seymour  1:25  1:25  1:20  1:15 

0:30 HST 

Shepparton  2:40  2:30  2:25  2:20 

0:55 HST 

Traralgon  2:25  2:25  2:15  2 00 

Warrnambool  3:40  3:35  3:30  3:20 

Ararat  2:25  2:20  2:15  2:10 

Horsham  3.55#  3.50#  3.30  3:20 

Maryborough  2:30  2:25  2:15  2:10 

Mildura (via Donald)  9:00#  8:50#  8:30  8:30 

Echuca  3:15  3:10  3:05  3:00 

Swan Hill  4:35  4:25  4:05  4:00 

Mildura (via Swan Hill)  7:30  7:20  7.00  6:55 

Wangaratta  3:00  2:50  2:30  2:25 (Note) 

Albury – Wodonga  3:55  3:45  3:20  3:15   

1.25 HST 

Wagga Wagga  5:05  5:00  4:35  4:30   

1:55 HST 

Bairnsdale  3:55  3:40  3:35  3:20 

Geelong – Ballarat  1:40**  1:10  1:05  1:00 

Ballarat - Bendigo  >>>>>>>>>  >>>>>>>>  2:45  2:30 

Key: 

**  Road coach time 

#  Train / Coach time 

HST  High Speed Train time 

Note: 

Further travel time saving possible with some Wangaratta 

trains using Melbourne – Seymour section of the HST line 
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4.4 Enhanced Rail Services by 2030 

Stage 1 (between now and 2030) aims to improve the quality of services. 

By 2030, Victoria’s metropolitan and regional strategic growth plans should align to 2060 time horizons 

and be complemented by integrated transport plans.  This will require committed action by the 

Victorian Government. 

Figure 19 below shows the key infrastructure, services and rolling stock features to 2030. 

Infrastructure 

¶ Track upgraded for restoration of passenger services between Geelong and Ballarat 

¶ Track and signalling enhancements to improve train speeds and service reliability 

¶ Stations and Interchanges upgraded to improve service integration and to meet Disability 

Discrimination Act (DDA) standards 

¶ Opening of Melbourne Metro 1 in 2025 

¶ Extension of MYKI ticketing across the entire regional rail network 

Services 

¶ VLocity trains on the Shepparton line with speed increased to 130 km/h and 9 weekday services  

¶ Fine-tuning timetables to remove any excess margins in the schedules and taking whatever 

advantage is possible from the Rail Revival projects that should be completed by then, including 

Bendigo line works (not currently funded). 

¶ Selected Geelong trains to progressively revert to operating direct via Werribee 

¶ The Melbourne - Adelaide “The Overland” service increased to three services per week and re-

timetabled to co-ordinate at Ararat with existing V/Line Ararat -Melbourne trains 

¶ Selected Bendigo services extended to Marong 

¶ 4th weekday Echuca return service 

Rolling Stock 

¶ Additional VLocity trains to provide more frequent services and replace remainder of the 

locomotive hauled “classic fleet” 

¶ Reconfigure VLocity trains to 3 and 4 car sets to enable better matching of fleet capacity with 

demand 

¶ Melbourne - Sydney XPT trains replaced with new generation trains 

 

Figure 19: Enhanced rail servoces by 2030 
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4.5 2031 – 2040: Upgraded Rail Services for Regional Growth 

Stage 2 (between 2031 and 2040) aims to provide more frequent, faster services to new destinations 

to reinforce our regional cities as key transport hubs by upgrading the existing infrastructure and 

acquiring some new rolling stock. 

By 2040, Victoria’s metropolitan and regional strategic growth plans should align to 2070 time horizons. 

However, it does require a strong commitment by the Victorian Government to have new Regional 

Growth Plans in place well before 2030. 

Figure 20 below shows the key infrastructure, services and rolling stock features between 2031 – 2040. 

Infrastructure 

¶ Dual gauging of tracks – 

- Ballarat – North Geelong 

- Marong – Eaglehawk Junction – Bendigo 

- Ballarat – Wendouree 

¶ Track conversion to standard gauge 

- Wendouree – Ararat 

- Ballarat – Maryborough 

- Seymour – Shepparton* 

- Wallan-Seymour 2040 including standard gauge duplication in sections Wallan to 

Broadmeadows, South Dynon Junction to Flyover Junction 

- Dual gauge second track Albion to Jacana 

¶ Ballarat trains to be fully separated from metropolitan services as far as Melton, and Geelong 

trains to be partially separated from metropolitan services between Altona Junction and south-

west of Werribee. This could be achieved as an early stage of the construction of Melbourne 

Metro 2 (Refer to footnotes in Appendix 2) 

¶ Extension of metropolitan Upfield services to Roxburgh Park, including quadruplication between 

Roxburgh Park and Craigieburn, in order to free up short term paths for additional Seymour / 

Shepparton services to operate via Essendon 

¶ By 2040, 1st stage of the high speed train line Southern Cross to Shepparton developed on a new 

high speed alignment (1st stage of Melbourne - Sydney high speed train) 

¶ Ballarat to be developed progressively as a hub for standard gauge passenger services to/from the 

Western and North Western lines 

Services 

¶ Majority of Geelong services to operate direct via Spotswood and Werribee 

¶ Rail passenger services reinstated to Horsham 

¶ Bendigo line – introduction of regular stopping all-stations Kyneton services enabling most 

Bendigo trains to operate with limited stops south of Kyneton 

¶ Introduction of VLocity trains on the Swan Hill line 

¶ Introduction of regular stopping all-stations Warragul services enabling most Traralgon trains to 

stop Warragul, Drouin and Pakenham only to Dandenong 

¶ All North Eastern V/Line trains moved from metropolitan lines to standard gauge south of Wallan 

to operate via Sunshine and non-stop between Wallan and Broadmeadows*  

¶ By 2040, High speed train operating Southern Cross to Shepparton.  Also, Albury trains using the 

high speed line between Southern Cross and Seymour realising significant travel time reductions 

¶ Wagga Wagga served by a new daily V/Line return service to Albury, supplementing NSW 

TrainLink’s Sydney – Melbourne twice daily return services, giving Wagga Wagga 3 daily trips each 

way to Albury and Melbourne 
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¶ “The Overland” to operate daily services in each direction via North Shore (Geelong) ad Ballarat 

to Ararat and Adelaide 

¶ Commuter services extended to Winchelsea and Sale 

Rolling Stock 

¶ Introduction of hybrid electric/hydrogen/batters powered trains to progressively replace diesel 

powered trains 

¶ Additional rolling stock for “The Overland” to enable increase to daily frequency. 

*  EXPLANATORY NOTE 

Optimal timing of Wallan-Seymour-Shepparton standardisation will depend on timing of changes to 

rail freight infrastructure and terminals in Melbourne. 

 

Figure 20: 2031-2040 - Upgraded rail services for regional growth 

4.6 2041 – 2060 World Class Rail Services for a Regionalised Victoria 

Stage 3 (between 2041 and 2060) completes the transformation of the network to world-class 

infrastructure and rolling stock standards delivering greater connectivity across regional Victoria and 

interstate. 

The third stage would balance the needs for a more comprehensive standard gauge freight network 

and a high quality  passenger network.  Standardisation of several lines is proposed to serve freight 

requirements whilst enabling restoration of passenger services to Horsham and Mildura via Ballarat. 

By 2060, Victoria’s metropolitan and regional strategic growth plans to align to end-of-century time 

horizons.  

Figure 21 shows the key infrastructure, services and rolling stock features between 2041 - 2060. 

Infrastructure 

¶ Electrified Melton metropolitan services extended to Bacchus Marsh 

¶ Maryborough-Dunolly-Marong converted to standard gauge 

¶ Midura line upgraded for direct standard gauge passenger services 

¶ Bendigo - Echuca and Bendigo - Swan Hill lines converted to standard gauge 

¶ Bendigo developed as hub for standard gauge Northern lines and Bendigo - Ballarat line 

¶ Intercity lines upgraded for reduced travel times including Bendigo line upgraded for 200 km/h 

operation 
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Figure 21: 2041-2060  World class rail services for a regionalised Victoria 

¶ Stage 2 of the high speed train line, Shepparton - Albury - Canberra - Sydney 

¶ Construction of the South-East FASTline from Southern Cross to Dandenong 

Services 

¶ Reintroducing rail passenger services Ballarat - Bendigo 

¶ Mildura passenger services reinstated operating on standard gauge (Melbourne - North Shore - 

Ballarat - Maryborough - Mildura) 

¶ Following opening of South-East FASTline, V/Line services diverted to stop Caulfield, Monash, 

Dandenong and Pakenham only 

¶ High speed trains between Melbourne, Canberra and Sydney  

Rolling Stock 

¶ Progressive replacement of diesel trains with carbon neutral hydrogen/battery/electric 

alternatives 

¶ New high speed trains for Melbourne - Canberra – Sydney high speed services 
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5 RAIL CORRIDOR INFRASTRUCTURE PLANS 

5.1 Strategic Objectives for Each Corridor 

5.1.1 Delivering reductions in travel times 

The strategic objective is to significantly improve the travel times to Victoria’s major regional cities.  

This will be achieved through the staged upgrading of existing rail infrastructure plus the addition of 

infrastructure enhancements to deliver faster services of increased frequency operating to higher 

reliability.  The outcome being an integrated regional rail passenger network connecting all regional 

cities in Victoria, plus key cross country rail links and enhanced Interstate services to South Australia 

and New South Wales.   

 

Figure 22:  Faster passenger rail shrinks the distance by reducing travel times  

5.1.2 Future Service Patterns 

It is envisaged that within each corridor services will be scheduled with three overlaid service 

patterns, with a fourth pattern added in future when a high-speed line is implemented between 

Melbourne , Canberra and Sydney.  (This plan assumes that the Melbourne electrified suburban 

network will be extended to Melton, Wyndham Vale and Wallan and thus eliminate the need for 

regional passenger trains to continue to serve these metropolitan locations). 

 

Figure 23:  Future Service Patterns for Regional Rail by 2060 

Commuter: Services to meet the needs of frequent commuters to Melbourne and its outer suburbs 

from nearer regional cities and centres.(e.g. peak services to and from Geelong, Ballarat, Bendigo and 

Traralgon).  Commuter services travel up to about 90 minutes from Melbourne.  These would offer 

frequent services (e.g. 3 to 6 trains every two-hour cycle off peak, and 3- 6 trains per hour in peak 

periods).  
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Intercity: Services to meet the needs of longer distance travellers between Melbourne and regional 

cities and major centres beyond the commuter belt. (e.g. Warrnambool-Geelong-Melbourne, 

Bairnsdale-Traralgon- Melbourne).  Intercity services will provide much improved journey times, 

predominantly running express through the commuter area with progressively increased service 

frequencies.  Speeds up to 200 km/h. 

Transregional: Services to meet the needs of local travellers between larger regional cities and 

intermediate centres. (e.g. Maryborough- Ballarat, Echuca- Bendigo, and Geelong- Ballarat (currently 

by coach)).  They would typically offer multiple return trips daily and stop at intermediate centres 

along the way. 

Interstate: Very Fast services for travellers between Melbourne, Canberra and Sydney with limited 

stops at major intermediate cities enroute Shepparton, Albury/Wodonga, Wagga Wagga, Goulburn.).  

They will run at speeds up to 350 km/h either express or stopping at major regional cities enroute. 

While a dedicated new high speed line between Melbourne and Adelaide is not envisage in the time 

period of this plan, the service should be upgraded to at least the proposed Intercity specification 

with more frequent services operating at speeds up to 200km/h. 

Initially, the Intercity and Regional Commuter services would both be delivered using the existing 

VLocity fleet.  But over time with the combination of upgraded and new infrastructure together with 

new and faster trains acquired to provide improved services on selected routes. 

 

 
 

 

5.1.3 Improving Access through the Melbourne Metropolitan Area: Melbourne 

Metro 2 

Rail Futures has developed a transformative project to overcome poor transport connections from 

Melbourne’s outer western suburbs and to provide a new east–west cross-city corridor, helping redress 

imbalanced public transport availability between Melbourne’s east and west.  The project combines 

the best features of the Government’s stalled Western Rail Plan and the previously proposed first stage 

of a Melbourne Metro 2 (MM2). 
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Figure 24:  Proposed East–West Metro Rail (MM2) 

MM2 will provide metropolitan style railway from both the Melton and the Werribee/Wyndham Vale 

areas, crossing Melbourne’s CBD via new underground stations at Fishermans Bend, Sandridge, 

Docklands, Flagstaff. Parkville and Fitzroy.  Stage 1 of the project envisages a terminal at Flagstaff 

while Stage 2 will extend to connect with the  Mernda line and the proposed new line to Wollert. 

Although designed primarily to meet suburban travel needs the proposal also delivers significant 

benefits for regional travellers accessing Melbourne from the Geelong, Ballarat, and Bendigo Lines.  

(See ATTACHMENT B). 

5.1.4 Implementation of a National High Speed Passenger Rail Network 

The long-term strategic objective is to connect the capital cities on Australia’s Eastern seaboard with a 

new high-speed passenger line.  The timing will be dictated/determined ideally by the National High 

Speed Rail Authority recently set up by the Federal Government,  with the States also playing a key role  

in the initial establishment of, and on-going operation of the National High Speed Rail Passenger 

network. 

Such network would primarily be on all new high-speed alignments with gentle curvature and minimal 

intermediate stops achieving BD to CBD travel times competitive with end to end air travel times. 

Medium term the focus should be on staged construction of a new high speed  line linking Sydney – 

Canberra and Melbourne, followed medium term by a similar high speed line linking Melbourne and 

Adelaide. 

As in Europe, once the new High Speed Interstate routes are operational the existing inter-capital 

routes would be most likely retained in full or part providing local feeder services to complement the 

Fast Interstate services by feeding from to/from other intermediate cities.  

The initial development of a new Melbourne - Shepparton- Albury – Canberra - Sydney high speed line 

is described in Section 5.8 (Pages 53 – 56) and ATTACHMENT C. 
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5.2 Geelong and South-Western Victoria Corridor 

Table 6: South Western corridor - Travel Times and Frequency Targets 

TRAVEL TIMES AND FREQUENCY TARGETS 

Commuter Services 

Service 

To/from 

Southern 

Cross 

2024 Actual By 2040 By 2060 

Frequency 

Typical 

journey 

time 

Frequency 

Typical 

journey 

time 

Frequency 

Typical 

journey 

time 

Peak Offpk  Peak Offpk  Peak Offpk  

Tr/hr Tr/hr Hr:mn Tr/hr Tr/hr Hr:mn Tr/hr Tr/hr Hr:mn 

Geelong 5 3 1:05 6 3 0:55 6 4 0: 50 

Colac nil nil 2:10 1 1 2:05 2 2 2:05 

Intercity Services 

 Wkdy Wknd  Wkdy Wknd  Wkdy Wknd  

 Tr/dy Tr/dy Hr:mn Tr/dy Tr/dy Hr:mn Tr/dy Tr/dy Hr:mn 

Warrnambool 5 3 3:40 5 5 3:30 5 5 3:20 

 

 

Figure 25: Service upgrades in the South Western corridor 

 

5.2.1 Projects 

Stage 1:   

¶ Modify track layout Geelong station to allow for 65 km/h departure for Melbourne trains from 

platform 3 

¶ Provide Intermediate signals in both directions in the following single line sections, Waurn 

Ponds – Warncoort, Warncoort – Boorcan and Boorcan – Warrnambool to increase track 

capacity and deliver greater operational reliability for both passenger and freight services 

¶ Geelong Metro rail network extended to Bannockburn, Werribee. 
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Stage 2:   

¶ Duplicate track over Barwon River viaducts. 

¶ Selected track amplification between Altona Junction – Werribee and Manor Junction for 

Geelong trains (signalled for 160 km/h in both directions). 

¶ Allow VLocity Intercity type trains to operate from Waurn Ponds to Warrnambool at 130 km/h. 

¶ Alterations and overnight stabling at Colac to support extension of selected  VLocity commuter 

services from Waurn Ponds. 

¶ New Corio Parkway station to replace existing Corio station.   

¶ Replace existing South Geelong single track tunnel single double track or re-line existing tunnel 

plus new single bore parallel tunnel. 

¶ For improved access through the Melbourne Metro area, see Section 4.10. 

¶ First stages of Geelong Metro Light Rail to Deakin University Waurn Ponds, Drysdale and 

Mount Duneed 

¶ Geelong Metro Rail extended to Winchelsea.  

Stage 3:   

¶ Evaluate options for enhanced passenger services beyond Warrnambool to Port Fairy, and 

Portland. 

¶ Extension of Geelong Metro Light rail network to Ocean Grove and Torquay North. 
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5.3 Ballarat and Western Victoria (Horsham, Adelaide, Mildura) 

Corridors 

Table 7: Western corridor - Travel TImes and Frequency Targets 

TRAVEL TIMES AND FREQUENCY TARGETS 

Commuter Services 

Service 

To/from 

Southern 

Cross 

2022 Actual By 2040 By 2060 

Frequency 

Typical 

journey 

time 

Frequency 

Typical 

journey 

time 

Frequency 

Typical 

journey 

time 

Peak Offpk  Peak Offpk  Peak Offpk  

Tr/hr Tr/hr Hr:mn Tr/hr Tr/hr Hr:mn Tr/hr Tr/hr Hr:mn 

Ballarat 3 1.5 1:25 3 1.5 1.10 6 3 1:05 

Intercity Services 

 Wkdy Wknd  Wkdy Wknd  Wkdy Wknd  

 Tr/dy Tr/dy Hr:mn Tr/dy Tr/dy Hr:mn Tr/dy Tr/dy Hr:mn 

Ararat 5 3 2:25 5* 5 2:15 6 5 2:10 

Horsham 0.1 0.1 3.55 3* 3 3:30 4 3 3:20 

Maryborough 2 2 2:30 2 2 2:15 3 3 2:10 

Mildura 

(via Swan Hill) 

Train / Coach 7:30 Train / Coach 7:00 Train / Coach 6:55 

 

 

Figure 26:  Service upgrades in the Western corridor 
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5.3.1 Projects 

Stage 1: 

¶ Extend existing duplication from Maddingley by 1 km to and incorporating the existing Rowsley 

Loop. 

¶ Provide a turnout at the Down end of Wendouree allowing Ararat trains to cross at 

Wendouree. 

¶ Provide a high speed crossover at Warrenheip so broad gauge trains to Melbourne can use the 

South Line, with trains ex Melbourne continuing to use the North Line as now.  (The South line 

to be fitted with bi-directional signalling, Geelong line diverging off the South Line at 

Warrenheip as now.) 

¶ Improve the effectiveness of “The Overland” to serve western Victoria.  (See below) 

¶ Investigate the costs and benefits of restoring passenger trains beyond Maryborough.  (See 

5.8 below) 

Stage 2:   

¶ New Dunnstown Parkway Station between Ballarat and Ballan, (also servicing Gordon) 

¶ Progressively restore duplication between Ballarat station – North Ballarat Junction – 

Wendouree. 

¶ Standardise Wendouree – Ararat (Ballarat – Wendouree one line dual gauge, one line broad 

gauge) to enable effective restoration of regular/Line passenger trains to Horsham.  (See 

Section 5.8) 

¶ Provide standard gauge Ballarat North – Maryborough. 

¶ Dual gauge Ballarat – Warrenheip (South Line), and dual gauge Warrenheip to Gheringhap. 

¶ Restore passenger trains between Maryborough and Mildura. 

Stage 3.   

¶ Single track by-pass of Bacchus Marsh from Parwan Loop to Rowsley Junction bi-directionally 

signalled 160 km/h. 

¶ Investigate the costs and benefits of staged construction of a new high speed rail line between 

Melbourne and Adelaide. 

¶ Improve regional train access through the Melbourne suburban area as part of East -West 

Metro Rail/MM2 Project  (See notes in Attachment B) 

 

5.3.2 Restoring Passenger trains services to Horsham and Mildura 

Mildura is the largest regional city in Victoria without a passenger rail service.  Horsham is also one of 

Victoria’s largest regional centres.  From an economic perspective alone, the restoration of passenger 

trains to these cities is a costly exercise but the social cost and matter of equity for those regions 

however have not yet been fully quantified.   

The Victorian Government has previously referred to the need to ensure social equity when it comes 

to the provision of passenger transport throughout the State, particularly in terms of connectivity to 

Melbourne from regional areas and those with lower socio-economic profiles. 
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Short Term Options 

It is possible that limited passenger train services could be reinstated on these lines in the 

short/medium term.  They would be loco-hauled standard gauge trains using surplus aged carriages.  

With current infrastructure and availability of suitable rolling stock these train services could replace 

some, but not all, existing road coach services in the short to medium term. 

To restore daily passenger trains to Horsham in the short term the investment required would include 

upgraded track connections and signalling at Ararat on the standard gauge interstate track to 

facilitate the turning back of Horsham trains.  There would need to be further investment in 

infrastructure to stable a train and fuel the loco hauled train set overnight at Horsham. 

Passenger trains could be re-introduced to Mildura based on a thrice  weekly (each way) service with 

a change of trains at Maryborough.  The service would be a VLocity train (broad gauge) between 

Melbourne and Maryborough and a (standard gauge Loco hauled train) between Maryborough and 

Mildura.  This potential short-term option for Mildura would not be a replacement for the current 

faster option train/coach service already operating  via  Swan Hill, or air travel.  

Medium/Longer Term Options 

As both the rail lines beyond Ararat and Maryborough are standard gauge, restoration of quality 

passenger services raises issues of preferred interchange locations (currently Ararat for Horsham and 

Maryborough for Mildura services) and the opportunity to provide at least some through services to 

Melbourne.   

In the longer term, the most satisfactory arrangement would be based on further standardisation of 

the Victorian regional  network focussing on Ballarat as an interchange location with completion of 

the Murray Basin Project and additionally standardisation of the existing line between Wendouree 

and Ararat.(See Figure xxx) 

The proposed arrangement would have the following benefits for Horsham and Mildura  line 

travellers: 

¶ No change required for Mildura and Western line passengers travelling to Ballarat – the major 

regional centre. 

¶ Same platform transfer at Ballarat to/from fast frequent broad gauge VLocity trains to/from 

Melbourne. 

¶ The potential for some through standard gauge services to Melbourne from both Horsham 

and Mildura to operate also via Geelong (North Shore).  

¶ Significant advantage for train servicing and maintenance overcoming problems with 

“isolated” standard gauge lines. 

¶ “The Overland” would be re-routed via Ballarat increasing inter and intrastate market 

opportunities.  

5.3.3 Melbourne – Adelaide (“The Overland”) 

The Overland uses locomotive-hauled rolling stock with most carriages dating from the 1950s and 

1960s.  Buffet services are provided on the train for the full interstate trip.   

The future for “The Overland” operating a very limited service between Melbourne and Adelaide is 

more uncertain as there are no long-term plans for its continuation as an inter- or intrastate service.  

Continuation of the train as an Interstate and/or Victorian only service will require acquisition of new 

rollingstock in the short term. 
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Although operated by a private company, it receives substantial subsidies from both the Victorian & 

South Australian Governments which ensures it is available for travel by Victorian passengers to and 

from Ararat, Stawell, Horsham, Dimboola and Nhill at V/Line fares.   

The train operates on a circuitous route via Geelong and Cressy resulting in a travel time between 

Melbourne and Ararat of 3hr 35mins which compares unfavourably with car travel and with the direct 

V/Line broad gauge Melbourne –Ararat services (average 2 hr 30 min). 

Due mainly to its relatively long travel times, poor scheduling and aged passenger comfort  the 

current train cannot be recognized as a realistic travel option for most potential travel markets except 

tourism. 

The decision by the Victorian Government to continue subsidizing the current aged train and its 

outdated operations is a rare chance for a complete review of the role, travel markets, service 

characteristics, and passenger experience associated with a train that supposedly attempts to serve 

both Inter-capital (Melbourne- Adelaide) and Intrastate (Western Victoria) travellers. 

This plan proposes The Overland service be upgraded in stages: 

¶ Initially, the service frequency is increased from two to three return services per week 

operating to revised co-ordinated schedules so as to connect at Ararat with existing broad 

gauge V/Line services to / from Ballarat. 

¶ The existing aged train set is replaced with new modern passenger train set operating 3 times 

weekly to accelerated schedules, maintaining broad gauge V/Line Ballarat connections at 

Ararat. 

¶ Provision of standard gauge from Ararat via Ballarat and Warrenheip to North Geelong (as part 

of further gauge standardisation) then allowing ”The Overland” to be re-routed via both 

Ballarat and Geelong to Melbourne. . 

¶ Finally, a second new train set is acquired allowing service to increase to daily daylight services 

in each direction. 
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5.4 Bendigo, North and North-Western Victoria Corridor 

Table 8: North and North Western corridor - Travel Times and Frequency Targets 

TRAVEL TIMES AND FREQUENCY TARGETS 

Commuter Services 

Service 

To/from 

Southern 

Cross 

2022 Actual By 2040 By 2060 

Frequency 

Typical 

journey 

time 

Frequency 

Typical 

journey 

time 

Frequency 

Typical 

journey 

time 

Peak Offpk  Peak Offpk  Peak Offpk  

Tr/hr Tr/hr Hr:mn Tr/hr Tr/hr Hr:mn Tr/hr Tr/hr Hr:mn 

Kyneton 3 1.5 1:15 3 1.5 1:10 3 1.5 1:05 

Bendigo 3 1.0 1:55 3.0 1.5 1.45 3.0 1.5 1.30 

Intercity Services 

Service 

To/from 

Southern 

Cross 

Frequency 

Typical 

journey 

time 

Frequency 

Typical 

journey 

time 

Frequency 

Typical 

journey 

time 

Wkdy Wknd  Wkdy Wknd  Wkdy Wknd  

Tr/dy Tr/dy Hr:mn Tr/dy Tr/dy Hr:mn Tr/dy Tr/dy Hr:mn 

Swan Hill  2 2 4:35 3 3 4:05 3 3 4:00 

Mildura  

(via Swan Hill) 
2 2 7:30 3 2 7:00 3 3 6:55 

Echuca 1 2 3:15 4 3 3:05 5 4 3:00 

 

 

Figure 27:  Service upgrades in the North Western corridor 
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5.4.1 Projects 

Stage 1:  

¶ Restore duplication 2.5 kms on the Bendigo side of Kyneton, extend existing Castlemaine Loop 

2.5 kms towards Harcourt, and restore second track between Golden Square and Bendigo 

stations. 

¶ Re-active track between Eaglehawk and Marong and extend Eaglehawk passenger services to 

Marong, with intermediate station at Maiden Gully. 

Stage 2:   

¶ Selective third trackage with bi-directional signalling for VLP trains between Sunshine and 

Sunbury. 

¶ Increase Echuca line speed between Goornong and Echuca to 115 km/h for DMU trains. 

¶ Swan Hill Line – track class upgrade to allow faster speed for DMU trains to achieve 2 hour trip 

time between Bendigo and Swan Hill. 

¶ Restoration of second track as required on remaining single track sections between Kyneton 

and Kangaroo Flat.  With the two tunnels restore the second track (in the original double track 

tunnel) and reduce train speeds as previously to 90 km/h (to accommodate a kinetic envelope 

for passing trains in the two tunnels). 

¶ Between Sunbury and Kangaroo Flat ease curvature and maximize applied cant on curves 

within existing rail alignment including locations where an extended track base can be realised 

within the rail existing corridor at marginal cost. 

¶ Increase line speed on both tracks between Sunbury and Kyneton to 160 km/h, and beyond 

Kyneton on single track sections to higher where achievable. 

Stage 3: 

¶ Improve Access through the Melbourne suburban area for Bendigo services as part of East -

West Metro Rail Project 

(See notes on the EWRT (Section 5.2 above) and Attachment 2)  
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5.5 Goulburn Valley, North-Eastern Victoria & Southern Riverina 

(Sydney) Corridor 

Table 9: North Eastern corridor - Travel Times and Frequency Targets 

TRAVEL TIMES AND FREQUENCY TARGETS  

Commuter Services 

Service 

To/from 

Southern 

Cross 

2024 Actual By 2040 By 2060 
Stage 3 

2060 

Frequency 

Typical 

journey 

time 

Frequency 

Typical 

journey 

time 

Frequency 

Typical 

journey 

time 

Potential 

journey 

time with 

HSR 

Peak Offpk  Peak Offpk  Peak Offpk   

Tr/hr Tr/hr Hr:mn Tr/hr Tr/hr Hr:mn Tr/hr Tr/hr Hr:mn Hr:mn 

Seymour 1.5 <1 1:25 2 2 1.20 6 3 1.15 0:30 

Shepparton* See 

below 

See 

below 

See below 1 0.5 2:25 1.5 1 2:20 0:55 

Intercity Services 

Service 

To/from 

Southern 

Cross 

Frequency 

Typical 

journey 

time 

Frequency 

Typical 

journey 

time 

Frequency 

Typical 

journey 

time 

Potential 

journey 

time with 

HSR 

Wkdy Wknd  Wkdy Wknd  Wkdy Wknd   

 Tr/dy Tr/dy Hr:mn Tr/dy Tr/dy Hr:mn Tr/dy Tr/dy Hr:mn Hr:mn 

Shepparton* 5 3 2:40 See 

above 

See 

above 

See above See 

above 

See 

above 

See above See above 

Albury* 5 5 3:55 7 5 3:20 7 5 3:15 1:25 

Wagga 

Wagga* 
2 2 5:05 3 3 4:35 3 3 4:30 1:55 

 

 

Figure 28:  Service upgrades in the North Eastern corridor  
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5.5.1 Projects 

Stage 1:  

¶ Complete current Shepparton Line upgrade project 

¶ Install an appropriate basic CTC unidirectional signalling system between Craigieburn and 

Seymour on both existing broad gauge tracks, and with bi-directional signalling on between 

Seymour and Shepparton with intermediate signals to accommodate higher frequency MTM 

services as far as Wallan. 

¶ Maintain both tracks between Melbourne and Albury / Wodonga to support VLocity train 

operations at 130 km/h with  4 – 5  V/Line passenger services each way on Weekdays. 

¶ Replace Melbourne-Sydney XPT services with new trains (see below).   

(It is envisaged that NSW TrainLink will continue to operate the Melbourne -Sydney services 

in the foreseeable future as part of its regional network.  Different arrangements are likely if 

high speed services eventuate between the two capitals.  Under the “Regional Rail Project” 

the NSW Government is replacing the ageing regional rail fleet, including the of XPTs, which 

provide the service between Sydney and Melbourne.  The first new trains are expected to be 

running from 2025). 

Stage 2:   

¶ Standardise Wallan – Seymour – Shepparton -Tocumwal and Toolamba – Echuca – Deniliquin. 

(Optimal timing of Wallan- Seymour- Shepparton Standardisation will depend on timing of of 

changes to rail freight infrastructure and terminals in Melbourne) 

¶ Convert all services beyond Wallan to standard gauge.  Wallan will become the interchange 

station between Metro and standard gauge V/Line regional train services,  

¶ Albury and Shepparton services diverted onto the standard gauge line via Jacana and Sunshine 

with restoration of a standard gauge platform at Sunshine for interchange with Metro – 1 and 

other V/LINE South Wester, Western and northern services. 

¶ Daily – extend one PM service to Albury to terminate at Wagga Wagga, and originate one 

existing am morning service from Albury to originate from Wagga Wagga.  

Stage 3:   

¶ Progressively develop a High Speed Inter-capital route Melbourne - Seymour- Shepparton 

Albury - Wagga Wagga – Canberra – Goulburn - Sydney (See Section 4.11 below).    
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5.6 Latrobe City and Eastern Victoria Corridor 

Table 10: Eastern corridor - Travel Times and Frequency Targets 

 Commuter Services 

Service 

To/from 

Southern 

Cross 

2024 Actual   By 2040 By 2060  
Stage 3 

2060 

Frequency 

Typical 

journey 

time 

Frequency 

Typical 

journey 

time 

Frequency 

Typical 

journey 

time 

Potential 

journey 

time with 

HSR 

Peak Offpk  Peak Offpk  Peak Offpk   

Tr/hr Tr/hr Hr:mn Tr/hr Tr/hr Hr:mn Tr/hr Tr/hr Hr:mn Hr:mn 

Warragul 2 1 2:00 2 1  3 2 0:  

Traralgon 2 1 2:25 2 1.5 2.15 2 1.5 2.0  

Intercity Services 

Service 

To/from 

Southern 

Cross 

Frequency 

Typical 

journey 

time 

Frequency 

Typical 

journey 

time 

Frequency 

Typical 

journey 

time 

Potential 

journey 

time with 

HSR 

Wkdy Wknd  Wkdy Wknd  Wkdy Wknd   

Tr/dy Tr/dy Hr:mn Tr/dy Tr/dy Hr:mn Tr/dy Tr/dy Hr:mn Hr:mn 

Sale   3:00   2:45   3:10  

Bairnsdale 3 3 3:55 4 3 3:35 5 4 3:20  

 

 

Figure 29: Service upgrades in the Eastern Corridor  

5.6.1 Projects 

Stage 1:   

¶ Upgrade track between Traralgon and Sale to allow for 115km/h VLocity operation. 

¶ Alterations and overnight stabling at Sale to support selected extensions of Traralgon VL 

commuter trains to Sale. 
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Stage 2: 

¶ Duplicate Hearnes Oak – Morwell Loop. 

¶ Followed by duplication from Hearnes Oak – west end of Moe. 

¶ Maximize line speed for VLocity trains between Moe and Morwell within existing formation 

by, easing curvature where possible and maximizing applied cant. 

¶ At Moe, provide a new second platform with a new second track on the southern side. 

¶ Provide a crossing loop on the Melbourne side of Sale around Fulham 

Stage 3: South-East FASTline 

¶ New South East FASTline11 from Southern Cross via Caulfield, Chadstone and Monash to 

Dandenong for V/Line services, shared with limited stop outer metropolitan train services to 

Pakenham East and Clyde. (See Attachment B) 

   

5.7 Transregional Passenger Corridor – Geelong-Ballarat-Bendigo 

 

Figure 30:  Linking Geelong, Ballarat and Bendigo 

Our proposal is for a core network of cross-country rail passenger routes North and West of Ballarat 

and connecting at Ballarat with fast frequent broad-gauge services to Melbourne via Ballan, and at 

Geelong via Meredith.  Geelong, Ballarat and Bendigo will essentially become super regional rail hubs, 

well connected to each other and, also, to Melbourne.  Additionally, allowing travellers from Swan Hill 

and Echuca to travel via Ballarat and Geelong to Warrnambool, and from Geelong and Ballarat to Ararat, 

Horsham, Bendigo, Swan Hill and Echuca. 

 

11 In the Melbourne Rail Plan 2020-2050 (September 2019), RFI proposed construction of the South-East FASTline 

(SEFL) from Southern Cross to Dandenong.  https://www.railfutures.org.au/category/the-melbourne-rail-plan-

2o2o-2o5o/  

Although upgraded recently, the Caulfield-Dandenong corridor still only comprises two tracks between South 

Yarra, Caulfield, Dandenong and Pakenham to accommodate all Regional, Metro and freight services.  SEFL 

overcomes a serious deficiency in the existing the Dandenong Rail Corridor by enabling much faster travel to 

Melbourne’s CBD from its outer south-eastern suburbs and Gippsland.  It will allow Gippsland trains to overtake 

stopping Metro trains on a section of bi-directional third track between Dandenong and Pakenham. 

https://www.railfutures.org.au/category/the-melbourne-rail-plan-2o2o-2o5o/
https://www.railfutures.org.au/category/the-melbourne-rail-plan-2o2o-2o5o/
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The objective is to progressively reinstate rail passenger services between Victoria’s three major 

regional cities of Geelong, Ballarat and Bendigo.  It also offers the opportunity for controlled residential 

growth at intermediate centres such as Batesford, Bannockburn, Meredith, Lal Lal, Creswick, Clunes, 

Maryborough, Dunolly, Llanelly, Inglewood, and Bridgewater.  These places would then all be within 40 

minutes of either Geelong, Ballarat or Bendigo.  In addition, with just one change of train at either North 

Geelong, Ballarat or Bendigo brings those same intermediate townships within commuting distance of 

Melbourne.  

Indicative travel times would be 75 minutes Geelong to Ballarat, and 100 minutes Ballarat to Bendigo.  

Linking these three major centres by passenger rail will open up the economies across South-Western, 

Western and Northern Victoria.  It offers a range of cross regional travel options from Warrnambool in 

the South-West to Horsham in the West, and to Swan Hill and Echuca in the North, without having to 

travel via Melbourne.  It will effectively link what are currently three disparate individual regions into a 

combined regional powerhouse in a giant arc from the South-West right around to Victoria’s North. 

Table 11:  Travel Times and Frequency Targets 

Service 

 

2024 Actual By 2040 By 2060 

Frequency 

Typical 

journey 

time 

Frequency 

Typical 

journey 

time 

Frequency 

Typical 

journey 

time 

Wk dy Wknd  Peak Offpk  Peak Offpk  

Tr/dy Tr/dy Hr:mn Tr/dy Tr/dy Hr:mn Tr/dy Tr/dy Hr:mn 

Geelong- 

Ballarat 
Coach Services 1:40 4 3 1:05 5 4 1:00 

Ballarat- 

Bendigo 
Coach Services 1:50 Coach Services 1:50 4 3 2:00 

 

 

Figure 31:  Service proposed in the transregional corridor  

5.7.1 Projects 

Stage 1:   

¶ Introduce 2 car Sprinter broad gauge shuttle between Geelong and Ballarat at 100 km/h – 

stopping stations initially being North Geelong, Bannockburn, Lethbridge, and Meredith.  

¶ Weekdays 4   trips each way, (Fridays 5), Weekends 3 trips each way. 

¶ Remote control of existing broad gauge crossing loops at Gheringhap, and Warrenheip, 

¶ Initially moving to Electronic Train Orders replacing the existing Manual Train Orders. 
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¶ Ballarat East South Line – Warrenheip – Gheringhap becomes dual gauge, with an allowable 

passenger speed of  80 km/h on broad gauge and up to 100 km/h on standard gauge. 

¶ Extend the existing broad gauge passenger service from Eaglehawk to Maiden Gully and 

Marong. 

Stage 2: 

¶ If required for the total passenger and freight traffic task re-activate crossing loop at Meredith 

¶ Introduce a basic CTC signalling system with remote control of crossing loops and intermediate 

signals allowing follow-on moves, in each line section between Ballarat East – Warrenheip – 

Meredith – Gheringhap.  (With existing crossing loops becoming dual gauge too.) 

¶ Re-activate the Inglewood – Bridgewater – Marong line and extend selected Maryborough 

passenger services via Inglewood and Marong into Bendigo. 

¶ Reinstate junction at the Melbourne end of Inglewood, then Ballarat – Bendigo Sprinter 

shuttles simply reverse direction at Inglewood. 

Stage 3: 

¶ As the combined total passenger and freight traffics on both gauges requires, restore 

duplication between Moorabool and Gheringhap.  One track as dual gauge, one track as 

standard gauge only. 

5.8 High Speed Rail Corridor to New South Wales 

The issues associated with a proposal to develop a High-Speed Corridor to NSW are outlined below and 

detailed in Attachment C. 

While there have been some upgrades completed or underway in the N.E. corridor, these will not 

generate the transformation which genuine high-speed rail could bring, not only to Albury-Wodonga 

but to other cities in the corridor including Seymour, Shepparton, Wangaratta and beyond to Wagga 

Wagga. This corridor is expected to grow to over 500,000 people by 2060, and rail services will need to 

make a much stronger contribution to both passenger and freight movements in this key Interstate 

corridor in the future. 

Currently the North-Eastern corridor is constrained by a number of factors, including: 

¶ Two different gauges, with broad gauge serving local passenger services to Seymour, as well 

as passenger and freight services to Shepparton (and beyond). 

¶ Poor alignments between Seymour and northern Melbourne limiting train speeds. 

¶ A slow and indirect entry into Melbourne via Dynon, with standard gauge passenger services 

subject to delays approaching Southern Cross, and with broad gauge passenger services 

subject to congestion and delays on their route into Southern Cross, in having to share tracks 

with Metro suburban services. 

¶ Lack of connectivity, for example to the Airport or to suburbs in the North and East of 

Melbourne. 

¶ Potential worsening congestion between Melbourne and Illabo (NSW) from additional long-

distance freight traffic with progressive implementation of  the Inland Rail project between 

Melbourne, Parkes  and Brisbane. 
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Past attempts to upgrade the North-Eastern Corridor have been spasmodic, un-integrated and 

wasteful. The following are examples.   

¶ While the line to Albury has been standard-gauged, the line to Shepparton has not. 

¶ The quality of the rail infrastructure on the Seymour – Albury line has been very poor and has 

resulted in on-going speed restrictions and other issues. It appears that even the most recent 

ARTC upgrades on both lines have not entirely overcome these issues. 

¶ The advent of double-stack container movements once the Inland Rail project is completed 

may not be compatible with the use of overhead catenary, which would be highly desirable if 

not essential for future high-speed rail passenger services longer term. 

¶ The planning to date for the Melbourne Airport Rail link has totally ignored longer-term or 

longer distance considerations, focusing only on the connection from Melbourne to the 

Airport itself. 

¶ No corridors for longer distance passenger rail to access the Melbourne CBD efficiently from 

the North-East have yet been identified or reserved, and no long-term planning has been done 

for station facilities at Southern Cross or elsewhere, to accommodate a serious upgrade of the 

North-Eastern  Corridor and future high speed passenger services to Canberra and Sydney. 

 

Current upgrading of Victoria’s North East rail corridor will not generate the transformation which 

genuine high-speed rail could bring, not only to Albury-Wodonga, but also to other cities in the corridor 

including Shepparton and Wagga Wagga in New South Wales.  The population in this corridor is 

expected to grow to over 500,000 by 2060, and rail services will need to make a much stronger 

contribution to both passenger and freight movements. 

The corridor is of national significance, with the Australian Government recently establishing a High 

Speed Rail Authority, and industry players, such as Fastrack Australia12, promoting strategies that will 

progressively unlock the regional economic benefits along the Sydney-Canberra-Melbourne corridor by 

staged improvement of sections of high speed track and the progressive introduction of new generation 

passenger rolling stock. 

 

12 Fastrack Australia via https://www.fastrackaustralia.net/  

https://www.fastrackaustralia.net/
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Figure 32: Potential Melbourne-Sydney High Speed Rail Corridor 

A Staged Approach as part of a Long-term Plan 

The long-term strategic objective is to connect the capital cities on Australia’s eastern seaboard by 

means of a high-speed line.  The ultimate network would primarily be on new high-speed alignments 

with gentle curvature with minimal intermediate stops achieving travel times competitive with CBD-to-

CBD end-to-end travel times currently made by air. 

Current and anticipated budgetary constraints for both Federal and State Governments suggest that 

any high-speed rail network for south-eastern Australia will likely take three or more decades to fully 

implement.  Consequently, a staged approach is required with incremental benefits but consistent with 

a long term vision. 
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Figure 33: proposed Victorian High Speed North Easter Rail Corridor 

Ultimately the corridor is expected to require: 

¶ A double track electrified high-speed line from Melbourne to Albury, connecting and integrated 

with an electrified double track high-speed electrified line between Albury, Canberra and Sydney 

¶ A double-track non-electrified freight line between Melbourne’s main intermodal terminals via 

Albury and Illabo in New South Wales, where it will connect with Inland Rail to Brisbane and the 

existing standard gauge rail line to Sydney.  This line would be designed for heavier axle loads and 

double-stacked container trains, and would also accommodate regional passenger trains between 

Melbourne, Albury and Wagga Wagga. 

¶ The existing standard gauge line between Southern Cross and Beveridge (via Dynon, Sunshine and 

Broadmeadows) being utilised for North-East corridor regional passenger trains and for freight 

trains requiring access to the Port of Melbourne. 
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6 Rolling Stock Plan  

6.1  A Long Term Plan is Needed 

On-going rolling stock procurement is essential in realising increased train capacity, replacement of 

outdated rolling stock and increasing train speeds.  As the fleet of Diesel Multiple Unit (DMU) trains 

increases and outer metropolitan electrification is extended, slower life expired locomotive-hauled 

train sets will need to be progressively phased out from all Victorian regional operations.    

Our analysis indicates a doubling of population in regional cities is achievable in Victoria by 2060.  This 

suggests overall patronage demand for regional services to and from Melbourne will at least quadruple, 

compared to pre-COVID numbers over the next forty years, assuming an increased rail mode share 

driven by higher speeds, higher service frequencies reduced travel times and greater road congestion.    

The challenge will be to meet demands from a dramatic increase in regional services along with a 

transition to carbon-neutral power sources.  Including proposed extensions of services to places like 

Mildura, Wagga Wagga etc, it is likely that within forty years, a quadrupling of the current rolling stock 

fleet will be required.  All the current VLocity trains would be retired by then, including any more 

acquired in the next few years, as diesel powered trains will be unacceptable after 2050 (net zero 2050).  

Diesel may be very expensive by then anyway, and maintenance costs will be even more problematic. 

Currently there are 122 3-car VLocity sets in service, and a further 21 x 3-car sets on order.  So, the 

potential size of a future regional rolling stock fleet for Victoria will be of the order of 1200 cars.  

Assuming these would need to be delivered by 2060, starting seriously in 2030, it suggests a delivery 

rate of at least 40 cars p.a.   

Rolling stock has an investment lifecycle of 30 – 40 years , and alternative technologies are only in their 

infancy.  Therefore, a plan is needed to carefully consider and evaluate options, and then to deploy new 

rolling stock while phasing out outdated stock across the network.  Converting the diesel mechanical 

Vlocity trains to alternative power is unlikely to be realistic and economically viable exercise. 

With Melbourne’s electrified services train services to be being extended to the outer areas currently 

served by diesel trains, future intrastate services could be operated by a single type of of multiple unit 

train capable of sustained running at speeds up to 200 km/h with different types of passenger 

facilities(e.g. seating) for shorter distance (commuting and interregional) services and the longer 

distance  intercity routes.  Critically future train consists need to be flexible to enable them to be 

tailored to demand.   

The Government should develop a regional/long distance rolling stock plan to integrate with the 

regional  infrastructure plan for Victoria and including longer distance Interstate routes. This plan would 

identify which corridor(s) or parts of corridors should be electrified at 25 kV AC, when gauge 

standardisation should optimally occur on different corridors, likely patronage numbers, service 

frequencies, train capacities and travel times for each corridor, and the number and type of trains to 

be acquired over time, together with associated infrastructure (re-fuelling/recharging facilities, 

maintenance and stabling facilities etc.).  This should also identify requirements to upgrade Southern 

Cross to accommodate both increased service frequencies and also Regional and Interstate trains of 

greater length than today. 

The plan should also identify the opportunities for local manufacture of regional and longer distance 

rolling stock, including the Australia-wide market, and the potential for Victoria to develop a larger  

rolling stock manufacturing and maintenance base.  Subsequently, acquisition of the first, new “green” 

rolling stock fleet could commence, and the phasing out of orders for diesel powered trains. (Ideally, 

no more diesel-powered trains should be received after 2025). 
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The objective is to begin a major new rolling stock acquisition program by 2030, to be rolled out in 

conjunction with the medium- and long-term regional infrastructure plan.  Only green hydrogen, 

battery-powered, electric overhead powered or hybrid green rollingstock to be purchased in future.   

6.2 Optimising use of Existing Fleet 

The first priority in efficiently providing for the needs of in the immediate future is to optimise use of  

the existing train fleet, in particular, the fleet of  Vlocity  trains. 

6.2.1 Commuter Zone Fleet  

V/Line services to the “commuter zone” can be optimised by:  

¶ the introduction of a new generation high-capacity Green Hydrogen train 

¶ re-configuration of the existing H car fleet to a mix of 5, 6 and 8 car sets 

¶ selective lengthening of existing VLocity 3 car commuter sets to 4 car sets 

 

Figure 34: Configuration of V/Line Commuter Trains 

6.2.2 Regional Intercity Velocity Trains 

Currently most of the oldest rolling stock operate on the longer distance Inter City services with 

locomotive hauled carriages having been in operation between 32 and 60 years.  Early retirement in 

Stage 1 (by 2030) is desirable, although some units could be temporarily retained for additional capacity 

in the short term.  

Released N class locomotives could then be made available for Victorian broad gauge freight 

operations. 

V/Line’s current practice of operating DMU trains as multiples of three car consists of Intercity services 

is not cost effective.  More flexibility in train consists would enable train sizes to be tailored to demand 

while reducing both operating and maintenance costs.  This can best be achieved by re-configuration 

of the existing planned fleet of Vlocity trains, and acquisition of initially Intermediate trailer cars as 

shown above and below. 
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Figure 35: Configuration of V/Line Intercity Trains 

6.3 Future Train designs 

Initially the Intercity and Regional Commuter services will both be delivered using the existing Vlocity 

fleet, but over time new and faster trains will be acquired to provide improved services on selected 

routes.  The Alstom green hydrogen iLindt train already in wide use on multiple railways in Europe 

would appear to be a good fit for Victorian regional operations with green hydrogen being available 

from the Aviva Geelong refinery from 2024, and with the potential to manufacture this proven Alstom 

train either at Dandenong or Ballarat.  

6.3.1 Improving the Passenger Experience 

Travellers’ expectations for new trains include:  

¶ Comfortable reversible direct of travel seating with aeroplane-style overhead luggage 

storage and seat pockets. 

¶ Charging ports for mobile devices and tray tables suitable for laptops. 

¶ Improved accessibility including accessible toilets on every train, wider doors, single-deck 

carriages, priority seating and accessible help points. 

¶ Improved on-board passenger information through digital information screens and 

announcements, and enhanced security with CCTV throughout the train. 

¶ Modern buffet modules on all longer distance Inter City services to Warrnambool, Swan Hill, 

Albury/Wagga Wagga and Bairnsdale. 

Regional services are currently delivered by Alstom VLocity trains in two configurations to provide 

commuter and long distance regional services.   

Given their extended build duration (2005-2023) and long physical life, replacement of the current 

Vlocity fleet may only be partially complete by 2050 which is the proposed target for a totally zero 

emission V/Line fleet.  Decisions will be needed within the next decade as to whether some of the 

Vlocity fleet will be prematurely retired ahead of physical life expiry or whether it will be economically 

viable to re-power some units, notwithstanding the major structural and other modifications this would 

entail.  Irrespective, these units, or their replacements, will be needed to provide Interurban and 

Intercity regional services throughout regional Victoria. 
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6.3.2 Moving Towards Carbon-Neutral Power Sources 

Like the rest of Australia, Victoria has long distances between relatively small population centres by 

world standards.  As a result, it is very unlikely that electrification of most Victorian regional rail lines is 

going to be a viable option.  This means that an alternative to diesel power has to be found. 

The two leading options are hydrogen fuel cells (HFC) and battery power.  An Alstom green hydrogen 

train type has been in wide use in several European countries since 2018, with the train type having 

proved inherently reliable over 5 years of operation.  Potentially this train type could be adopted for 

regional Victoria, and manufactured at either Dandenong or Ballarat in both broad and standard gauge 

variants in multiple train lengths for Commuter and Intercity services.  Green hydrogen fuel will be 

available from the Aviva Geelong refinery from 2024. 

Helping businesses switch to renewable hydrogen is the aim of the Victorian government towards trials, 

pilots and feasibility studies as Victoria works to halve its current greenhouse gas emissions by 2030. 

6.3.3 Battery Power is rapidly advancing 

It is important to recognize that batteries are a generic technology, with very widespread applications 

and crucial to the electric car revolution as well as in areas like household-based and grid-scale energy 

storage.  There is a huge volume of research underway globally.  Consequently, railways will be able to 

benefit from this but won’t drive the research.  But railways could stand to benefit from big reductions 

in infrastructure and maintenance costs. 

It is possible, or even likely, that battery technology may develop sufficiently to enable pure battery 

powered trains to operate on shorter distance services (e.g., to Bacchus Marsh and Kyneton etc) by 

2030.  Recharging could occur in the suburban system, from either the existing 15Kv DC overhead or 

new 25Kv AC.  For longer distance services (e.g., to Wagga Wagga or potentially even to Sydney), it may 

be possible to have some sections of track electrified at 25 kV AC, where traffic densities are high and/or 

gradients require high power outputs. 
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6.3.4 Hydrogen Fuel Cells may be superior for rail in Australia 

Alternatively, hydrogen power using fuel cells may prove the superior technology for passenger rail.   

Alstom produced the world’s first HFC powered passenger trainset to enter revenue service in 2018. 

The train has a passenger capacity of 300, top speed of 140 km/h, and an 800 km (497 mile) range 

before refuelling is needed.  It is operational in (or planned for) Germany, Austria, Poland, The 

Netherlands, United Kingdom and Italy.  Stadler, Siemens and Talgo have, or will have, similar HFC trains 

in service Overseas within the short term.   

Conversion of existing diesel electric to HFC is also possible.  The first conversion of an existing trainset 

from diesel-electric propulsion to HFC was in the UK in 2020.  Many more conversions are now planned 

to be completed there by 2040.  Similar conversions are also being conducted by operators in the USA 

and Estonia. 

The current V/Line Vlocity trains are diesel hydraulic and do not appear to be easily converted to green 

hydrogen, whereas DMU tarins with diesel electric transmissions as outlined above potentially can be 

converted to green hydrogen operation at a cost. 

The combined use of battery and HFC is also a potential option.  Several manufacturers in the USA are 

working on battery-dominant hydrogen/electric propulsion systems.  The battery banks are charged by  

in service regenerative braking and by an on-board HFC electric generator set to keep the batteries 

within a predetermined rate of charge.  Overhead power could also be used to charge the batteries. 

While it is still too early to be sure, green hydrogen will be available locally from Aviva at Corio (Vic) 

from 2024, potentially at low cost to both road and rail transport operators.  This could well  make HFC 

the preferred technology for the rail industry, especially in regional Victoria. 

The options for new trains in Victoria are discussed in Section 5.3. 

6.3.5 An opportunity for the rail industry in Australia 

While the railways won’t drive these energy revolutions, they need to get much more pro-active in 

capitalizing on them.  Otherwise, they will find themselves on the wrong side of the environmental 

debate, as trucks, buses, cars and even planes move to 100% renewable energy.  In addition, there will 

be pressure soon to limit diesel pollution, such as at Southern Cross station, which will drive the early 

need to convert to carbon-neutral power sources. 

Victoria has an opportunity here in leading the rail revolution in Australia towards batteries / hydrogen 

for passenger rolling stock.  NSW and Queensland already have electrified Inter-city / Regional trains, 

and so they have much less incentive to do so than Victoria, which has an extensive fleet of VLocity and 

Sprinter DMU trains. 

It is recommended that the State Government should immediately start a review of developments in 

rail traction technology, including battery-powered, hydrogen-powered and hybrid trains. 

6.4 Expanded Train Maintenance Facilities 

New Maintenance facilities will be required at both Waurn Ponds and Ballarat West to address a current 

serious shortfall in V/Line’s fleet maintenance capacity.  There is also a need to modify some existing 

maintenance pits at CMD (Dudley St), Ballarat East & Dynon to accommodate 4 car sets. 
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7 An Integrated Transport Plan 

While this paper focusses on the potential for railways to stimulate growth in regional centres, it is 

acknowledged that trains are only one component of an integrated transport network.  The rail plan  

needs to be part of a strategic overall plan that goes well beyond the provision of rail infrastructure and 

services. 

Developing a strongly connected Victoria requires taking a holistic approach including supporting, 

services to ensure smooth journeys from end to end.  It will therefore require significant ongoing 

commitments from all levels of Government in guiding the creation of regional transport plans.   

In parallel these plans must integrate with urban development strategies and plans in regional cities in 

ensuring that their economies along with the expected population growth from better connectivity are 

delivered by faster rail connections. 

7.1 Transregional Coach Services 

Currently transregional coach services are sub-optimal and intercity journey times compare most 

unfavourably with private car travel.  In reality, these services in their current guise cannot be deemed 

as attractive intercity services, but rather as slow local services.  

Transregional interregional rail services should be complemented by a network of high quality road 

coach services based on the existing V/Line “Link” services.  Many towns would then be within 40 

minutes of Geelong, Ballarat or Bendigo and would be provided with access to Melbourne with a single 

change of mode at Geelong, Ballarat or Bendigo.  

The re-instatement of Inter - Regional train services can be undertaken in stages with the Maryborough 

– Bendigo leg initially being operated by limited stop high quality “V/Line “Regional SmartBus” network.  

Other services would provide links across Victoria that are not connected by rail.  

 

Figure 36:  Proposed Victorian Regional Passenger Network - 2030 
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Figure 37:  Proposed  Victorian Regional Passenger Network - 2040 

 

 

Figure 38:  Proposed Victorian Regional Passenger Network - 2060 
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7.2 Local / Feeder Bus Services in the Regions 

The public transport network needs to be viewed as one inter-connected network.  Regional passenger 

lines provide strong links to major regional hubs and Melbourne and suburbs as well as inter-town links 

along most corridors.  Along these rail lines, connecting coaches generally serve hinterland towns as 

well as some interstate connections from Ballarat and Warrnambool to Mt. Gambier (SA), from 

Wodonga to Canberra (ACT), and from Bairnsdale to Canberra (ACT) and Batemans Bay (NSW).  

Coach services to surrounding towns are of critical importance and serve the following roles: 

¶ They support the survival of smaller towns in  enabling residents to access the core passenger  

rail network and through it access to major regional centres in addition to Melbourne. 

¶ These coach services allow residents to access medical services, schools, tertiary education 

institutions, shopping and employment within the regions.  The extent of such access by non-

car drivers depends on the adequacy of the public transport offering and its attractiveness 

(including frequency, journey time, reliability and convenience). 

¶ These local coach services are critical to the social inclusion of citizens residing in smaller 

regional townships across Victoria. 

¶ Additionally, these services are capable of supporting regional tourism if the services are 

appropriately scheduled and operate to adequate frequencies. 

With an ageing population, effective coach services are, to some extent, a prerequisite of the ability of 

citizens of such smaller to “age in place”, while retaining the ability to visit friends and relatives, shop 

and get medical treatment within the region, without depending on community services.   

In addition to such local coach services, taxis, school buses and community mini-buses also play 

important roles in providing intra-regional and local connections. 

Urban bus services also operate in major regional centres and towns providing the opportunity to 

deliver passengers to and from the mainline rail passenger services from the suburbs of larger regional 

centres. 

This network of supporting country bus services are greatly affected by the efficiency and reliable 

operation of the core mainline rail passenger services.   

Development of well supported local coach networks requires services to take full account of the  social 

and economic issues associated within each region, the overall smooth functioning of small towns, and 

with the needs of both citizens and businesses for public transport services.   

A further important issue is that the type of service provided needs to be cost-effective.  Cost 

effectiveness in some instances may mean the provision of a scheduled (or even available) taxi services; 

the provision of mini-bus services; or the provision of a full size coaches.  In many instances, full size 

coaches (between school runs) will already be available at Off Peak times to provide additional local 

connections within centres of medium size.    

7.3 Victorian Regional Air Services 

Typically, self-sustainable air services are feasible for regional cities beyond 4 hours travel time from 

major cities (e.g. Melbourne) by car, bus or train.  Lesser surface travel times have shown air services 

to not be financially sustainable, particularly where there are acceptable alternative transport mode 

choices. 
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Regional cities within Victoria or just across its borders, including Mildura, Wagga Wagga, Albury and 

Mount Gambier service Victorian, South Australian and New South Wales’ markets where travel times 

by train, bus or car exceed 4 hours.  That is not to say that other regional cities cannot support air 

services, however, they tend to target interstate rather than Melbourne markets, e.g. air services from 

Bendigo focus on the Sydney market (avoiding the need for Bendigo residents to travel via Melbourne 

Airport). 

In the aviation industry, aerospace companies and research institutions are developing, building and 

testing quieter, more agile and emission-free aircraft technologies.  They are focused on alternative-

propulsion systems – powered by electric, hydrogen and/or solar technology – to enable the aviation 

industry to disruptively reduce the CO2 emissions of commercial aircraft, helicopters, satellites and 

future urban air-mobility vehicles. 

These developments in the aviation industry are exciting and are evolving quickly, but are unlikely to 

detract seriously from the need to develop the Victorian regional land-based transport networks. 

7.4 Station and Precinct Development 

7.4.1 Regional City Train Stations/Precincts as Gateways to Activity Centres/ 

Regional City Metros 

Victoria is a relatively compact state.  With the combination of increased population and faster rail, 

regional city train stations can be expected to function both as major transport hubs and as core  urban 

activity precincts.  As regional cities continue to grow and secondary stations emerge these, too, can 

and should become the foci of local activity centres serving the needs of commuters and facilitating 

associated residential and commercial development opportunities.   

Regional Councils, as planning authorities, will need to lead in locality and precinct planning and, in 

conjunction with the State Government, in identifying, promoting and developing such opportunities. 

Each of Victoria’s 10 key regional cities is served by a major train station and, with the exception of 

Wodonga, each station is situated within or very close to the city’s major activity precinct and are 

connected to local public transport bus services.  They are co-located with activities including business 

and civic functions, commercial and retail developments, short-term accommodation and medium-

density housing.  Horsham, Mildura, Wangaratta and Wodonga have only one station each. 

Primary stations and regional city centre precincts 

Victoria’s regional city councils have largely recognised the significance of their primary stations being 

well-connected to their central activity districts, especially at Geelong, Ballarat, Bendigo, Traralgon, 

Mildura, Shepparton and Warrnambool.  In these cases , the primary station precinct development is 

an integral part of the overall planning for the Central Activity Districts.  With  Horsham and Wangaratta, 

the Central Activity Districts are separated from the stations by 250 to 500 metres., but are served by 

connecting local bus routes.  At Wodonga, the distance to the Central Activity District is more than 2 

kilometres, with the nearest connecting bus stop being over 1 kilometre from the train station. 

Secondary stations and urban precincts 

Several cities also have secondary stations, some of which are located near local activity centres and 

others around which future urban development or regeneration could occur. 
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Table 12: Primary and secondary stations in regional cities 

Primary Station Secondary Station 

Geelong  North Geelong, South Geelong, Marshall and Waurn Ponds. 

Bendigo  Kangaroo Flat, Eaglehawk and Epsom  
In future additionally: Maiden Gully, Marong, Huntly.  

Ballarat  Wendouree  

Shepparton  Mooroopna  

Warrnambool Sherwood Park (Deakin University – Warrnambool Campus) 

Traralgon (Latrobe City) Moe and Morwell  

While councils have recognised the potential for secondary railway stations in stimulating urban 

development, Sherwood Park Station, located at the Deakin University Warrnambool Campus on the 

Eastern edge of Warrnambool, is somewhat unique.  It is a case where a new specialised land use 

(University Campus) was the catalyst for establishment of the station in 2006.  Since that time, the 

Warrnambool City Council’s urban growth strategies have nominated areas directly to the west and 

north of the University as major activity precincts, with an already developing Warrnambool Eastern 

Activity Centre, and hub for future residential, commercial and employment areas.  So, while today 

Sherwood Park is a relatively quiet station, its future potential is promising as the Eastern Activity 

Centre and future growth areas near to the station are developed. 

Existing Bendigo Metro Rail Network 

Recognising the need to support forecast population growth and a community desire for increased use 

of public transport to commute within the Greater Bendigo area, the State Government has in recent 

years developed the concept of Bendigo Metro rail, based on existing rail infrastructure on 3 of 4 lines 

radiating from Bendigo.  

Mainline Melbourne V/line services currently provide limited services to Eaglehawk, Epsom and 

Kangaroo Flat.  New stations have been completed recently at Goornong, Raywood and Huntly. 

Raywood is served by Swan Hill trains, and Goornong by Echuca trains.   

Medium term the potential is there to extend selected Melbourne services from Epsom to terminate 

at Huntly, and from Eaglehawk to Maiden Gully with a new terminal station at Marong.  This would 

extend the Bendigo Metro to extend Melbourne services in servicing  termini at Marong and Huntly via 

Bendigo to Kangaroo Flat or even Castlemaine.  These developments would be progressively expanded 

under the ITLUS with the new/planned stations at Huntly, Maiden Gully, Marong and further reinforces 

the central Bendigo station as the major transport hub in Victorias North. 

VicTrack 

Across Victoria, Local Councils have worked with VicTrack to deliver station precinct developments with 

a focus on sustainable development and delivering upgraded and improved transport and community 

infrastructure, including:  

¶ Residential apartments 

¶ Retail shops and cafes 

¶ Landscaping and parklands 

¶ Improved passenger/waiting facilities at stations  

¶ DDA compliant passenger access at stations 

¶ Enhanced bus interchanges at stations 

¶ Additional  car parking, bicycle storage at stations  
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Integrating strategic land use and transport planning 

In other areas, Councils have recognized the importance of integrating strategic land use and transport 

planning to deliver a vision and benefits to the broader community and across all transport modes for 

the short, medium and longer terms.  One such example is the City of Greater Bendigo.  (Further detail 

on Bendigo’s integrated transport and land use planning is outlined in ATTACHMENT D) 

Bendigo is one of the fastest growing cities in regional Victoria and plays a central role in providing high 

level services and facilities to the region, including health, education, arts and tourism.  It is one of the 

State’s key transport hubs – not just for rail.  Bendigo Station is a hub for local and regional bus services 

and Interstate air services to/from Sydney operate from Bendigo Airport.   

As well as rail passenger services to and from Melbourne, Bendigo is a hub for passenger rail services 

to/from Kerang and Swan Hill, and to/from Goornong, Elmore, Rochester and Echuca.  Bendigo station 

is a hub for many of Bendigo’s urban bus services and for connecting regional coach services.   

The City of Greater Bendigo strategies provide a framework for encouraging higher density 

development around train stations and transport corridors and ensuring that new residential 

developments have good walking, cycling and public transport access that link with existing networks. 

The development of Connecting Greater Bendigo: Integrated Transport & Land Use Strategy (ITLUS) 

(City of Greater Bendigo, 2015) sought to understand how Bendigo could manage growth and 

development to benefit the broader community.  The ITLUS does this by building on existing 

infrastructure and services, and an emerging concern about health, and community enthusiasm for 

increased cycling and walking.   

The ITLUS and the Bendigo Metro Rail initiative align by supporting 20 minute peak and 40 minute inter 

peak services to and from Bendigo, Epsom, Eaglehawk and Kangaroo Flat.  However, the Bendigo Metro 

Rail project only deals with the existing railway stations in Bendigo.  The ITLUS looks further into the 

future.  For example, the Strategy includes advocacy for:  

¶ Investigating land use and urban development opportunities as well as productivity, liveability 

and health dividends associated with provision of additional stations at Maiden Gully, and 

Marong.  

¶ A ‘stand-alone’ urban rail system to provide for high-capacity movement of people to and from 

the Bendigo City Centre and to activity centres along the railway network. 

 

7.5 Regional Metro Services 

7.5.1 Introduction  

The future projected populations at the four major regional centres of Geelong, Ballarat, Bendigo and 

Latrobe Valley (in most cases combined with enhancements to the existing heavy rail infrastructure) 

allow for the development of individual Metro rail networks at Geelong, Ballarat, Bendigo and the 

Latrobe Valley.  It is noted that the concept of the Regional Metro rail network has already been 

initiated at Bendigo. 

In the cases of Geelong, Ballarat and Bendigo, the expected future population disposition also lends 

itself to adding key spinal Light Rail routes to the regional Metro rail networks at those three these 

regional hubs. 

Development of the proposed regional Metro rail networks at Geelong, Ballarat, Bendigo and Latrobe 

Valley is outlined in two stages below.  Firstly between 2023 and 2040, and secondly between 2040 and 

2060. 
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These key standalone regional Metro rail networks will be complemented by the mainline rail radial 

routes linking Geelong, Ballarat, Bendigo and Traralgon to Melbourne.  Also including restored cross 

country rail passenger services linking the three largest regional centres of Geelong, Ballarat and 

Bendigo. 

In addition to these regional Metro rail networks at Geelong, Ballarat, Bendigo and Latrobe Valley, 

enhanced and totally revamped local urban bus services would be introduced.  These services would 

be co-ordinated with the regional Metro heavy rail and light rail networks offering enhanced service 

frequencies, expanded hours of operation and “turn up and go” service frequencies between 0700 and 

2100 daily.  The above also applying especially to connecting bus services serving the Bellarine 

Peninsula and Surf Coast, co-ordinated with the new spinal light rail routes proposed as part of the 

Geelong Metro network. 

The following sections detail the staged introduction of Regional Metro Rail Networks: 

7.5.2 Geelong 

¶ Heavy rail serving stations between Lara and Waurn Ponds, between Winchelsea and 

Bannockburn, and between Geelong and Werribee. 

¶ Light Rail serving Geelong CBD to Drysdale and Ocean Grove, and Deakin University (Waurn 

Ponds) via Marshall to Armstrong Creek, continuing to Mt. Duneed and Torquay North. 

Stage 1 – by 2040 (Refer Figure 39) 

Key developments include: 

Heavy Rail 

¶ Extension of selected Waurn Ponds services to Winchelsea with restoration of 100m platform, 

car parking and passenger shelter at Moriac, initially offering frequency to Winchelsea of 80 

mins Off Peak and 40 mins Peak (including through Warrnambool trains.) 

¶ New service between Geelong and Bannockburn with stops at North Geelong and potentially 

Bell Park with a new 100m platform at Bannockburn, passenger shelter and car parking 

¶ Initial service frequencies: 80 minutes Off Peak and 40 minutes Peak (including through 

Geelong – Ballarat passenger services).   

Light Rail : 

¶ Route – 1: GEELONG – WATERFRONT via Yarra Street, SOUTH GEELONG station, East Geelong, 

Moolap, LEOPOLD, Curlewis to DRYSDALE (sharing the former Queenscliff rail reservation re-

location of the existing Bellarine cycle trail.) 

¶ Route – 2: GEELONG – WATERFRONT via Yarra Street, SOUTH GEELONG station, Moorabool 

Street, Settlement Road to Waurn Ponds Shopping Centre, Colac Road and Pigdons Road to 

DEAKIN UNIVERSITY (Waurn Ponds Campus) 

¶ Route – 3:  DEAKIN UNVERSITY (Waurn Ponds Campus) – Pigdons Road, Colac Road – WAURN 

PONDS Shopping Centre – Pioneer Road – Surf Coast Highway – MARSHALL station – 

Armstrong Creek – MT. DUNEED  

¶ Light Rail Initial Frequencies:  On all three routes minimum Off Peak (0700 – 2100) every Off 

Peak 20 mins and Peak 10 mins 
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Figure 39: Proposed Geelong Metro Rail - 2040 

Stage 2 – by 2060 (Refer Figure 40) 

Key developments include: 

Light Rail: 

¶ Route – 1:  From CURLEWIS on the Drysdale light rail line a branch extension via Wallington 

and Grubb Road terminating in the OCEAN GROVE town centre. 

¶ Route – 3:  Extended from the initial terminus at MT. DUNEED to NORTH  TORQUAY. 

 

Figure 40:  Proposed Geelong Metro Rail 2060 

 

7.5.3 Bendigo 

Key developments include: 
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¶ Heavy Rail - Covering Castlemaine to Marong / Huntly 

¶ East/West spinal Light Rail route plus Bendigo – Strathfieldsaye as Light Rail 

Stage 1 – by 2040 (Refer Figure 41) 

The core heavy rail Bendigo Metro network would extend from CASTLEMAINE via Harcourt, Kangaroo 

Flat, BENDIGO to Eaglehawk, Maiden Gully, MARONG / Epsom and HUNTLY. 

Services would be provided between Castlemaine and Bendigo primarily by Melbourne trains with 20 

minute frequency at peak times and 40 minutes at all other times. Additional Castlemaine – Bendigo 

trips to be operated on Weekdays at peak times to cater for local travel demands. 

Between Bendigo – Eaglehawk Maiden Gully at Off Peak times every 80 minutes, Peak times every 40 

minutes. 

Between Bendigo – Epsom – Huntly at Off Peak times every 80 minutes, Peak times every 40 minutes 

(including services to/from Echuca.) 

 

Figure 41:  Proposed Bendigo Metro – 2040 

Stage 2 – by 2060 (Refer Figure 42) 

Key developments include: 

Light Rail: 

Here we supplement the key North/South heavy rail corridor with a new high capacity Light Rail route 

linking CBD West (Bernard Street) via Pall Mall and Bendigo Station to STRATHFIELDSAYE, providing a 

high capacity WEST/EAST light rail route across Bendigo, complementing the North / South heavy rail 

route.  

Light Rail frequency indicatively would be 10 minutes at Peak times, and minimum 20 minutes at all 

other times with daily operations between 0600 and 2300.  
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Figure 42:  Proposed Bendigo Metro - 2060 

7.5.4 Ballarat 

Stage 1 – by 2040 (Refer Figure 43) 

Key developments include: 

Heavy Rail: 

¶ Would see heavy rail services operate from Ballan with a new Parkway station at Dunnstown, 

and Ballarat to Wendouree. 

¶ The section between Ballan and Wendouree would be served by all Melbourne trains offering 

a minimum 40 minute frequency, 7 days a week at all times. 

¶ At the same time, the second track would be restored between Wendouree and Ballarat 

station for broad gauge commuter services. 

¶ Additionally, a 180 m basic platform and passenger shelter would be provided at Mars Stadium 

(North Ballarat) (by early 2030) on the Maryborough line to cater for AFL and other sporting 

events.  This new platform would be served by both Maryborough trains (as required) for 

events, and extension of selected Ballarat services to originate/terminate at Mars Stadium on 

event days. 

Light Rail: 

¶ In the period between 2023 & 2040 a new light rail  route from the Ballarat station via Lydiard 

Street South, Sturt Street, Doveton Street South and the Glenelg Highway to terminate at the 

DELACOMBE Town Centre at Cherry Flat Road. 

¶ At the same time a branch off the above light rail at Albert Street via the Midland Highway to 

SEBASTAPOL SOUTH at Morgan Street.   
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Figure 43:  Proposed Ballarat Metro – 2040 

Stage 2 – by 2060 (Refer Figure 44) 

A key need will be for a higher capacity mode route linking Ballarat Station and Central Ballarat via 

Bakery Hill, Sovereign Hill, Mt Helen, and the University precinct to BUNINYONG.  However, neither the 

existing street network in inner Ballarat, nor the road network between Sovereign Hill and Buninyong 

appears to be conducive to introduction of light rail operations.  In any case, a higher capacity Medium 

Capacity Transport (MCT) passenger solution will be needed as part of the Ballarat Metro network to 

serve this key corridor.  

At the same time the initial Light rail route to the DELACOMBE TOWN CENTRE would be extended 

further west along the Glenelg Highway potentially to a new terminus at Masada Boulevard 

DELACOMBE WEST. 
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Figure 44:  Proposed  Ballarat Metro - 2060 

7.5.5 Latrobe Valley  

Key developments include: 

¶ Enhanced Heavy Rail Drouin – Warragul – Yarragon – Trafalgar – Moe – Morwell – Traralgon  

Stage 1 – by 2040 (Refer Figure 45) 

¶ Here the existing core heavy rail network between DROUIN – WARRAGUL – Yarragon – 

Trafalgar - Moe – Morwell – TRARALGON  – Rosedale and SALE will form the Latrobe Metro. 

¶ Existing Traralgon and Sale trains combined with selective extension of Traralgon services to 

Sale would provide the basic timetabled service of minimum frequency between Drouin and 

Traralgon of 40 minutes at all times, and between Drouin, Warragul, Moe, Morwell, Traralgon, 

Rosedale and Sale of average 80 minutes (including Bairnsdale services). 
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Figure 45:  Proposed Latrobe Metro – 2040 

Stage 2 – by 2060 (Refer Figure 46) 

Here in Stage 2, we supplement the service frequencies shown in Stage – 1 by the introduction of local 

shuttle services at peak Weekday times between Warragul – Yarragon – Trafalgar – Moe – Morwell and 

Traralgon, coupled with selective extension of additional Traralgon services to Stratford and Sale. 

 

Figure 46: Proposed  Latrobe Metro - 2060 

 



 

 74 

7.6 Improving the Passenger Experience 

Travel decisions will be strongly influenced by the “passenger experience” associated with journeys 

previously undertaken and perceptions of the service that will be provided by the transport provider.  

These factors come into play at an early stage when an individual is considering a journey.  The 

passenger must be helped navigate throughout their entire trip, which often begins at home and may 

terminate at an office, school, shopping centre or medical facility.  For many people, particularly 

newcomers, using a public transport system is an intimidating experience.  In future the main challenge 

will be to make the complete end to end public transport offering far more user friendly and service 

focussed system.  

Most public transport journeys require a change of vehicle and/or mode of transport.   This may include 

the regularly scheduled modes (trains and buses) but can also involve taxis, hire cars, community buses 

or private cars.  The aim must always be to offer a seamless and integrated total journey.  There is a 

particular need to facilitate movement for people with special needs – the elderly, people with children 

(and strollers) luggage, bikes, bulky items, wheelchair users.  Spaces need to be uncluttered, easy to 

navigate, with clear aesthetics to help customers feel at ease.  While much has been done to apply the 

requirements of the Disability Discrimination Act and the State Disability Plan to Victorian train and 

coach rolling stock and infrastructure, there is still much more to be done as all travellers should 

reasonably expect that they can use the public transport system in an efficient way without 

encountering obstacles or barriers that impinge on their mobility or dignity. Full DDA compliance in 

respect of stations, stops, interchanges and rollingstock is required by Federal Law with a deadline of 

late 2032. 

In recent years travel experiences have improved generally throughout Victoria with the re-instatement 

of regional trains, introduction of VLocity trains and more comfortable and frequent services on many 

routes.  Compared to the image and perceptions of using a private car, those of using public transport 

are still relatively poor.  Public transport services must at least achieve parity with the private motoring 

experience if public transport is to be regarded as a genuine alternative and thus motivator in 

supporting a major increase in population over Victoria’s ten key regional cities. 

Improving the individual travel experience with regional train services requires not only improvements 

to service frequencies and journey times discussed previously, but also attention to:  

¶ Enhanced service reliability and punctuality 

¶ Enhanced timetable, journey planning and real time service information, particularly at 

interchange locations 

¶ Improved utilization of the rolling stock fleet to increase carrying capacity  

¶ On-board comfort and amenity 

¶ On train catering – on intercity services to Warrnambool, Mildura, Swan Hill, Albury/Wagga 

Wagga and Bairnsdale 

¶ User friendly fares, ticketing and seat reservation 

¶ Early extension of MYKI to ALL regional rail stations, and medium term also to all connecting 

V/Line coach services 

¶ Adequate on-board provision for passenger luggage and cycles 

¶ Fully DDA compliant accessibility to all stations, coach stops, interchanges and fleet by late 

2032 

¶ Further on going upgrading of stations and interchanges 

¶ Enhanced passenger safety and security at stations, interchanges, and on-board trains and 

coaches 
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The relative importance of each factor depends on: 

¶ the characteristics of the individual traveller - age, sex, able-bodied, locals, visitors, tourists 

(Australian and overseas) 

¶ the purpose of the trip – work, business, education, shopping, tourism, visiting friends and 

relatives 

¶ the options available to the traveller – (real or perceived) 

There is a particular need to facilitate movement for people with special needs – the elderly, people 

with children (and strollers) luggage, bikes, bulky items, and wheelchair users.  Spaces need to be 

uncluttered, easy to navigate, with clear aesthetics to help passengers feel at ease.  While much has 

been done already to apply the requirements of the Disability Discrimination Act and the State Disability 

Plan to Victorian train and coach rolling stock and infrastructure, there is still much more to be done as 

all travellers should reasonably expect that they can use the public transport system in an efficient way 

without encountering obstacles or barriers that impinge on their mobility or dignity. 

Fuller exploration of these issues is beyond the scope of this report; however, it is important to 
advocate for further accelerated action on these issues.  Whilst some issues are system wide, others 
are specific to  particular lines or services.   

Note: On-Train Catering 

Under current plans of V/Line, catering on all Victoria’s regional trains will be eliminated except for the 

standard gauge Albury services.  This policy is being progressively implemented as locomotive hauled 

trains are replaced with VLocity trains.  

On-train catering is a critical factor in the “customer experience” especially for longer duration journeys 

(exceeding two hours).  It can even be a health issue for some vulnerable travellers.  

It must also be recognized that many of the above train services have connecting road coach services 

(e.g. Warrnambool to Mt. Gambier, Swan Hill to Mildura, Wodonga to Canberra, Bairnsdale to 

Batemans Bay and Canberra) with total end to end journey times up to 7 hours without any appropriate 

refreshment service in the vehicles or at the interchanges.   
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ATTACHMENT A: Population Scenarios and Targets 

for Regional Cities and Towns 

INTRODUCTION 

The purpose of this Attachment A is to develop population growth scenarios and to propose population 

targets for Victoria’s key Regional Cities, and for other cities and towns relevant to the upgrading of 

passenger rail services and infrastructure.  

The analysis in this Attachment aims to provide more detail about the scenarios for boosting regional 

population growth than were presented in the earlier RFI-TCPA discussion paper, Rail as a Catalyst for 

Regional Growth (January 2022).    

This updated paper starts with population statistics from the 2021 Australian Census, together with 

population data from the previous four census years, from which growth trends are evident (see Table 

A.1).  

The table also shows the Victoria in Future population projections for 2036, which were prepared 

within the Victorian Government following the 2021 Census and published in November 2023 (Victoria 

in Future 2023, or VIF23).  At the time of the 2021 Census, Victorians were impacted by the COVID-19 

pandemic and there was a significant shift in both overseas and internal migration: Melbourne’s 

population decreased at first, but since 2022 has grown strongly.  VIF23 is the most recent edition in 

the series of Victorian Government population projections.13   

FUTURE GROWTH SCENARIOS 

The historical series of census data provides a solid base for developing scenarios of future growth for 

the next 40 years (2021-2061).   

However, to ensure the scenarios are grounded in reality, it is important to consider not only the 

population growth history but also, for each Regional City, the growth expectations and the capacity to 

accommodate future growth.  This information has been sought from the Planning Schemes of the ten 

Regional Cities, which are available on the Department of Transport and Planning website14 and the 

respective municipal websites.   

In short, this is essentially a ‘bottom up’ analysis to complement the ‘top down’ approach in the earlier 

RFI-TCPA discussion paper.  In cases where the future land supply is not specified, estimates have 

sometimes been made based on inspection of maps in the respective Planning Schemes.   Such 

estimates are yet to be confirmed with the respective local planning authorities.   

 

13 The Victoria in Future population projections are available at:   

    https://www.planning.vic.gov.au/__data/assets/pdf_file/0022/703453/DTP0552-Victori-in-Future-2023-

report.PDF       

14 Planning Schemes for all Victorian municipalities are available at:  

   https://www.planning.vic.gov.au/planning-schemes/browse-planning-schemes  

https://www.planning.vic.gov.au/__data/assets/pdf_file/0022/703453/DTP0552-Victori-in-Future-2023-report.PDF
https://www.planning.vic.gov.au/__data/assets/pdf_file/0022/703453/DTP0552-Victori-in-Future-2023-report.PDF
https://www.planning.vic.gov.au/planning-schemes/browse-planning-schemes
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In addition, data on the land supply in several regional cities are now published in Regional Greenfield 

2022, a component of the Urban Development Program (UDP) of the Victorian Government. 15 

In the text that follows, for each of the ten Regional Cities, brief notes are provided on the municipality’s 

expectations for growth, and the provisions for managing growth.  Comments on the outlook for growth 

have been added. 

Two alternative scenarios are then postulated. 

The first scenario is essentially a simple linear projection, based on consideration of:  

(i) the amount of growth that has been observed in recent years, and  

(ii) the population growth expectations for each of the Regional Cities.    

The second scenario is concerned with the possibility of more accelerated growth to achieve a higher 

population target.  Rather than setting a fixed amount of growth per annum, the focus is on the rate of 

growth, which is then compounded over 40 years.  

The estimates of growth for the two scenarios (linear growth, and accelerated or compound growth) 

are presented in Table A.2.  

It is seen that the growth rates in the table are all within the range 1% - 2% per annum, as it is assumed 

that growth will be an issue of some priority in all the Regional Cities (hence a minimum of 1%) but that 

high growth may be difficult to sustain over four decades (hence a maximum of 2%).  

POPULATION GROWTH TARGETS 

The results of the “accelerated growth” scenario underpin population targets for 2061.  The total of the 

targets for the ten Regional Cities is broadly consistent with “Scenario C” which is described in Section 

2.2 of this document and in the RFI-TCPA report Growing Victoria’s Regions: Rail the Catalyst for 

Regional Growth (July 2024).  

The population projections and targets are potentially subject to consultation with urban planners in 

the respective local governments.  

Scenarios / targets have also been produced for other significant urban centres or towns, particularly 

those that may be affected by, or relevant to proposed rail improvements.  These are included in Table 

A.3.  The methodology is similar to that described above. However, at this stage, the supporting analysis 

is not as advanced as that for the Regional Cities.   

 

 

15 Regional Greenfield 2022 UDP provides data on land supply in six Regional Cities (Ballarat, Bendigo, Geelong, 

Horsham, Latrobe and Mildura) as well as some peri-urban areas showing strong rates of urban development 

(Baw Baw, Macedon Ranges and Surf Coast).  The data are available at:  

https://www.planning.vic.gov.au/guides-and-resources/Data-spatial-and-insights/discover-and-access-

planning-open-data/urban-development-program/greenfield-land-supply-in-regional-victoria-2022     

 

https://www.planning.vic.gov.au/guides-and-resources/Data-spatial-and-insights/discover-and-access-planning-open-data/urban-development-program/greenfield-land-supply-in-regional-victoria-2022
https://www.planning.vic.gov.au/guides-and-resources/Data-spatial-and-insights/discover-and-access-planning-open-data/urban-development-program/greenfield-land-supply-in-regional-victoria-2022
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Table 13:Regional Cities – Historical population statistics, and Victoria in Future population projections 

LGA  
ABS CENSUS        GROWTH HISTORY -  Annual Average  VIF23 PROJECTION to 2036      

 
Population  

2001  

Population  

2006  

Population  

2011  

Population  

2016  

Population  

2021  

 
Last 20 

years  

Last 10 

years  

Last 5 

years  

VIF Proj ectio n 

Population  

2036  

Growth needed 

to meet 2036 

Proj ectio n  

Annual Growth  

Greater Geelong  183,530  197,479  210,875  233,429  271,057  Linear p.a.  4,376  6,018  7,526  367,670  96,613  Linear p.a.  6,441  

            Compound p.a.  1.97%  2.54%  3.03%      Compound p.a.  2.05%  

                            

Warrnambool  28,574  30,392  32,039  33,655  35,406  Linear p.a.  342  337  350  38,580  3,174  Linear p.a.  212  

            Compound p.a.  1.08%  1.00%  1.02%      Compound p.a.  0.57%  

                            

Ballarat  79,794  85,196  93,501  101,686  113,763  Linear p.a.  1,698  2,026  2,415  144,730  30,967  Linear p.a.  2,064  

            Compound p.a.  1.79%  1.98%  2.27%      Compound p.a.  1.62%  

                            

Horsham  17,745  18,492  19,279  19,642  20,429  Linear p.a.  134  115  157  21,080  651  Linear p.a.  43  

            Compound p.a.  0.71%  0.58%  0.79%      Compound p.a.  0.21%  

                            

Greater Bendigo  85,781  93,252  100,617  110,477  121,470  Linear p.a.  1,784  2,085  2,199  149,490  28,020  Linear p.a.  1,868  

            Compound p.a.  1.75%  1.90%  1.92%      Compound p.a.  1.39%  

                            

Mildura  48,201  49,815  50,979  53,878  56,972  Linear p.a.  439  599  619  62,990  6,018  Linear p.a.  401  

            Compound p.a.  0.84%  1.12%  1.12%      Compound p.a.  0.67%  

                            

Greater Shepparton  55,082  57,089  60,449  63,837  68,409  Linear p.a.  666  796  914  78,730  10,321  Linear p.a.  688      

 
Compound p.a.  1.09%  1.24%  1.39%  

  
Compound p.a.  0.94%  

                            

Wangaratta  25,608  26,390  26,815  28,310  29,808  Linear p.a.  210  299  300  32,260  2,452  Linear p.a.  163  

            Compound p.a.  0.76%  1.06%  1.04%      Compound p.a.  0.53%  

                            

Wodonga  30,921  33,010  35,519  39,351  43,253  Linear p.a.  617  773  780  53,670  10,417  Linear p.a.  694  

            Compound p.a.  1.69%  1.99%  1.91%      Compound p.a.  1.45%  

                            

Latrobe  66,819  69,329  72,396  73,257  77,318  Linear p.a.  525  492  812  84,780  7,462  Linear p.a.  497  

            Compound p.a.  0.73%  0.66%  1.08%      Compound p.a.  0.62%  

                            

TEN VICTORIAN 

REGIONAL CITIES  622,055  660,444  702,469  757,522  837,885    10,792  13,542  16,073  1,033,980  196,095    13,073  

 
Note: This table is best viewed on an A3 sized page 
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T a b l e  1 4:  V i c t o r i a n  R e g i o n a l  C i t i e s  -  P o p u l a t i o n  G r o w t h  S c e n a r i o s  a n d  T a r g e t s 

L G A  B A S E  C O N T I N U I N G  G R O W T H  2 0 2 1  ï 2 0 6 1  

A s s u m e :  L i n e a r  G r o w t h  

R F I - T C P A  S C E N A R I O  

A s s u m e :  A c c e l e r a t e d  ( c o m p o u n d )  

g r o w t h  

 

T A R G E T  

2 0 6 1  

  

P o p u l a t i o n  

2 0 2 1  

A n n u a l  

I n c r e a s e  

P o p u l a t i o n  

2 0 4 1  

P o p u l a t i o n  

2 0 6 1  

G r o w t h  

R a t e  

P o p u l a t i o n  

2 0 4 1  

P o p u l a t i o n  

2 0 6 1     

G r e a t e r  G e e l o n g  2 7 1 , 0 5 7  6 , 0 0 0  3 9 1 , 0 5 7  5 1 1 , 0 5 7           

          1 . 8 0 %  3 8 7 , 2 7 2  5 5 3 , 3 1 4   5 5 0 , 0 0 0  

W a r r n a m b o o l   3 5 , 4 0 6  5 5 0  4 6 , 4 0 6  5 7 , 4 0 6           

          1 . 5 0 %  4 7 , 6 8 7  6 4 , 2 2 7   6 5 , 0 0 0  

B a l l a r a t  1 1 3 , 7 6 3  2 , 4 0 0  1 6 1 , 7 6 3  2 0 9 , 7 6 3           

          1 . 9 0 %  1 6 5 , 7 6 2  2 4 1 , 5 2 9   2 4 0 , 0 0 0  

H o r s h a m  2 0 , 4 2 9  1 6 0  2 3 , 6 2 9  2 6 , 8 2 9           

          1 . 0 0 %  2 4 , 9 2 7  3 0 , 4 1 6   3 0 , 0 0 0  

G r e a t e r  B e n d i g o  1 2 1 , 4 7 0  2 , 0 0 0  1 6 1 , 4 7 0  2 0 1 , 4 7 0           

          1 . 8 0 %  1 7 3 , 5 5 0  2 4 7 , 9 5 9   2 5 0 , 0 0 0  

M i l d u r a   5 6 , 9 7 2  7 0 0  7 0 , 9 7 2  8 4 , 9 7 2           

          1 . 2 0 %  7 2 , 3 2 2  9 1 , 8 0 8   9 0 , 0 0 0  

G r e a t e r  

S h e p p a r t o n  6 8 , 4 0 9  1 , 0 0 0  8 8 , 4 0 9  1 0 8 , 4 0 9           

          1 . 4 0 %  9 0 , 3 3 8  1 1 9 , 2 9 8   1 2 0 , 0 0 0  

W a n g a r a t t a  2 9 , 8 0 8  3 3 0  3 6 , 4 0 8  4 3 , 0 0 8           

          1 . 3 0 %  3 8 , 5 9 4  4 9 , 9 7 0   5 0 , 0 0 0  

W o d o n g a  4 3 , 2 5 3  8 0 0  5 9 , 2 5 3  7 5 , 2 5 3           

          1 . 7 0 %  6 0 , 5 9 5  8 4 , 8 9 0   8 5 , 0 0 0  

L a t r o b e  7 7 , 3 1 8  7 5 0  9 2 , 3 1 8  1 0 7 , 3 1 8           

          1 . 1 5 %  9 7 , 1 8 5  1 2 2 , 1 5 6   1 2 0 , 0 0 0  

T E N  V I C T O R I A N  

R E G I O N A L  C I T I E S  8 3 7 , 8 8 5    1 , 1 3 1 , 6 8 5  1 , 4 2 5 , 4 8 5    1 , 1 5 8 , 2 3 2  1 , 6 0 5 , 5 6 7   1 , 6 0 0 , 0 0 0  
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Table 15: Potential Population Targets for Regional Cities and Urban Centres 

along Rail Corridors 

       

** Note:   

The urban areas and towns marked ** are defined by the Australian Bureau of Statistics to be within the Greater 

Melbourne Capital City region (i.e. not part of regional Victoria). 
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THE OUTLOOK FOR REGIONAL GROWTH  

Clearly, there are uncertainties about how quickly Victoria’s population will grow in the decades ahead, and how 

that growth will be distributed between Metropolitan Melbourne and Regional areas.  Nonetheless, a strong 

commitment to regionalisation (as illustrated by Scenario C) should not be regarded as an impractical fantasy.  

On the contrary, there is mounting evidence to indicate that boosting population growth and economic 

development in Victoria’s regions will be high on the national agenda:  

¶ A significant latent demand for regional living, for a healthier and more relaxed lifestyle, was revealed 

during the pandemic.  This has been enabled by enhanced telecommunications technology and is 

unlikely to be suppressed.    

¶ Australians now face the twin challenges of managing the effects of climate change (which have 

become both more frequent and disruptive) and steadfastly reducing our greenhouse gas emissions.  

These are no longer just liveability or lifestyle issues: they now constitute a national security challenge, 

in view of the potential risks to food, water, health, housing, energy and infrastructure.  Given that 

Australia’s regions are where the effects of climate change hit hardest, and where the transformation 

to a clean energy ‘superpower’ will largely take place, increasing attention must be given to regional 

development and capacity building.    

¶ There is a growing realization that to perpetuate the current imbalance in population growth in Victoria, 

with slow growth in the regions but seemingly frenzied growth in Melbourne, would not be in the 

nation’s long-term social and economic interests.  For instance, the costs of infrastructure projects to 

address Melbourne’s transport problems are now commonly in the tens of billions of $  (and 

occasionally hundreds of billions $) , while investment in Regional Victorian cities is largely overlooked.  

Desired outcomes (such as “20 minute city”) are unlikely to be achieved in Melbourne, but are 

achievable at relatively low cost in Victoria’s regional cities.  

The RFI and TCPA are far from alone in identifying the need to rebalance population growth in Victoria.   There 

is a strong National movement, in which the Regional Australia Institute (RAI) plays a leading role, with the 

participation and support of numerous businesses, government agencies, local government and community 

organisations.   

At its Regions Rising National Summit (held in Canberra, 13-14 September 2022), RAI launched its Rebalance the 

Nation16 framework, following over six months of widespread consultation.  The framework detailed in that 

report is broad, with five key themes:  

¶ population 

¶ jobs and skills  

¶ liveability  

¶ productivity and innovation  

¶ sustainability and resilience  

The many high-profile speakers at the summit included The Hon Catherine King MP (Federal Minister for 

Infrastructure, Transport, Regional Development and Local Government) and The Hon Bridget McKenzie MP 

(Federal Leader of the Nationals in the Senate).  In her keynote address, Dr Cathy Foley AO PSM (Australia’s 

Chief Scientist) spoke of the needs to respond to the opportunities and requirements associated with emerging 

industries in the regions, and to understand the scale of the issues and tasks ahead.  Regional development is 

no longer a matter of “IF”, but of “HOW”. 

 

16 Regional Australia Institute. (2022) Regionalisation Ambition 2032 – A Framework to Rebalance the Nation, Regional 

Australia Institute: Canberra. https://rebalancethenation.com.au/common/Uploaded%20files/Rebalance-the-

Nation/Rebalance-the-Nation-Report-2022.pdf  

https://rebalancethenation.com.au/common/Uploaded%20files/Rebalance-the-Nation/Rebalance-the-Nation-Report-2022.pdf
https://rebalancethenation.com.au/common/Uploaded%20files/Rebalance-the-Nation/Rebalance-the-Nation-Report-2022.pdf
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REGIONAL CITIES:  PLANNING FOR GROWTH 

City of Greater Geelong 

Growth expectations:  

According to the Strategic Directions section of the Greater Geelong Planning Scheme: “Geelong is expected to 

grow by an additional 152,000 people by 2036 based on an average annual growth rate of 2.5 per cent.”   

Although this statement may have been written before the release of the 2021 Census results, it demonstrates 

a clear expectation that Greater Geelong will continue to grow at a strong rate, as it has for well over a decade. 

Accommodating growth:  

Greater Geelong is set to direct and contain future growth within identified locations, through a range of 

strategies including: 

¶ Urban Growth Areas at Armstrong Creek (current) and Northern and Western Geelong (in the medium to 

long term) which collectively will have the capacity to accommodate 167,000 - 177,000 people;  

¶ encouraging higher density development in Central Geelong, and medium-to-high residential density in the 

West Fyans - Fyans Street precinct, as well as urban renewal in established areas such as Corio - Norlane, 

and  

¶ managing urban growth within the boundaries of other existing centres (such as Lara, and townships on the 

Bellarine Peninsula) and urban renewal of Moolap - Point Henry. 

According to the Regional Greenfield 2022 UDP, in Geelong there is capacity for 18,900 residential lots (8 to 9 

years supply) on zoned land and an additional 42,700 residential lots (19 to 21 years supply) on land planned to 

be rezoned. 

Comments: 

¶ For nearly 50 years Geelong has played a leading role in planning for regional growth in Victoria, and the 

growth of Greater Geelong may appear to be almost self-sustaining.  With now over 270,000 people, a 

future population exceeding 500,000 by 2061 appears both probable and manageable.  

¶ However, the very high rate of growth (averaging 2.5% per year across the last 10 years) ought not be 

expected to continue indefinitely, in view of environmental constraints and emerging competition from 

other regions to attract economic and population growth. 

City of Warrnambool  

Growth expectations:  

In 2021, the City of Warrnambool’s population reached 35,400.  According to the Warrnambool Planning 

Scheme (02.03 Strategic Directions), Warrnambool is expected to grow at 1.4 per cent per annum until 2040, 

requiring about 250 new dwellings per year.  

Accommodating growth:  

Most of the growth will be directed to identified growth areas:  

¶ North East Warrnambool Growth Area, Central Hopkins Growth Area and North Dennington Growth Area 

collectively will yield around 2,620 lots.  

¶ North of the Merri River Growth Area has potential for an additional 2,200 lots over the next  

15 -20 years.  

¶ Other future Growth Areas (east of Aberline Road and at South Dennington) comprise over 400 hectares of 

land. 



 

 A-8 

Comments: 

¶ 250 new dwellings could mean an additional 500 - 550 persons per year.  

¶ Although the expected growth rate of 1.4% per annum is greater than the growth rates observed in recent 

years, it is a positive target, and Warrnambool appears to have the required land supply for the next 20-30 

years at least. If the growth rate were raised to 1.5%, Warrnambool’s population would approach 65,000 

by 2061. 

City of Ballarat 

Growth expectations:  

Ballarat’s population was 101,686 in 2016, and according to the Ballarat Planning Scheme, it was expected to 

grow to 160,000 by 2040 (i.e. by approximately 58,000 in 24 years, or about 2400 persons per annum on 

average).  In 2021, the population reached 113,763 - meaning growth of 12,000 over 5 years (i.e. averaging 2,400 

per annum, which is consistent with the earlier expectation). 

Accommodating growth:  

Most of the growth referred to above is planned to be accommodated through:  

¶ infill in established areas with the convenience of living close to public transport, thereby maintaining a 

compact city form and reflecting the ’10 Minute City’ concept;  

¶ urban renewal in areas with potential for higher density development, and  

¶ properly planned greenfield development, particularly the Ballarat West Growth Area; 

¶ planning for sufficient land supply for economic growth, and 

¶ protection of long-term growth opportunities. .  

For growth in the medium-to-long term (e.g. beyond 2040), the Housing Framework Plan in the Ballarat Planning 

Scheme identifies several greenfield investigation areas and two strategic investigation areas.  With Ballarat 

West as the predominant growth area, rezoning of extra or alternative greenfield land is discouraged until the 

market requires additional supply. 

According to the Regional Greenfield 2022 UDP, in Ballarat there is capacity for 11,000 residential lots (7 to 8 

years supply) on zoned land and an additional 24,000 residential lots (16 to 19 years supply) on land planned to 

be rezoned.  

Comments: 

¶ The Ballarat Planning Scheme is concerned with maintaining strong population growth while containing the 

physical form.   

o Objective 1 is to support a pattern of growth that reinforces the ’10 Minute City’.   

o Objective 2 is to establish a sufficient number of residents in ‘convenience living’ corridors to 

support a high frequency public transport network.  

¶ The plan envisages housing development will be within 8 km of the CBD and focused along public transport 

corridors.  The area within a circle of radius 8 km is approximately 200 sq km, and if the gross density were 

similar to that of Melbourne’s middle suburbs (e.g. 2500 persons per sq km), it could feasibly accommodate 

500,000 people in total. 

¶ With these features, and its relative proximity to Melbourne, Ballarat ought to become a strong attractor 

for people seeking to live in Victoria’s regions.  
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Rural City of Horsham  

Growth expectations:  

The Rural City of Horsham has a population of 20,429 (Census 2021) and covers an area of 4,267 sq km.   Recent 

growth appears healthier than that anticipated in the Victoria in Future projections (VIF23) but is still modest. 

Accommodating growth:  

While the Horsham Planning Scheme does not express expectations of strong growth, it sets out the strategic 

directions for future settlement which include:  

¶ encouraging development that capitalises on Horsham’s location and character;  

¶ focussing growth opportunities in Horsham’s Central Activity District, the existing urban area, strategic infill 

sites, and growth areas to the North and West, and 

¶ supporting development in Haven (on the outskirts of Horsham) and in Natimuk and other small 

settlements.  

The growth areas to Horsham’s North and West (shown in the Horsham Regional City Framework Plan) comprise 

about 180 hectares - with the potential to accommodate about 4,500 people.   

According to the Regional Greenfield 2022 UDP, in Horsham there is capacity for 1,300 residential lots (24 to 33 

years supply) on zoned land.  

Comments: 

¶ Considering the growth areas and allowing for infill, and given that one quarter of the municipal population 

live outside the Horsham urban area, there would appear to be capacity to accommodate an additional 

6,000 - 8,000 people.  

¶ With some uplift in growth (e.g. to 180-200 persons per year, or a compound annual growth rate of 1.0%), 

Horsham’s population could be around 30,000 by 2061. 

City of Greater Bendigo  

Growth expectations:  

In 2021, the population of Greater Bendigo was 121,470.  According to the Greater Bendigo Planning Scheme, 

the population is projected to increase by over 2,000 persons per year for the next 20 years (which is consistent 

with increases in recent decades) and to exceed 150,000 by 2036.  There is an aspiration for Bendigo to grow to 

a population target of 200,000 by 2041.  

Accommodating growth:  

In 2021, the population of Greater Bendigo was 121,470.  According to the Greater Bendigo Planning Scheme, 

the population is projected to increase by over 2,000 persons per year for the next 20 years (which is consistent 

with increases in recent decades) and to exceed 150,000 by 2036.  There is an aspiration for Bendigo to grow to 

a population target of 200,000 by 2041.  

Accommodating growth:  

The strategic objectives for settlement include: 

¶ containing most of Greater Bendigo’s future growth within the Urban Growth Boundary, and  

¶ facilitating ’10 Minute’ neighbourhoods that will enable people to spend less of their income on 

transport and housing, and promote a healthier lifestyle as well as other social and environmental 

benefits. 



 

 A-10 

The Urban Strategic Framework Plan (in the Greater Bendigo Planning Scheme) shows a hierarchy of activity 

centres that are integral to these objectives, and several residential growth areas within the existing Urban 

Growth Boundary (e.g. at Maiden Gully, Jackass Flat, Strathfieldsaye and Huntly) that collectively provide 

approximately 15 sq km of land for greenfield development, possibly accommodating 35,000 - 40,000 people in 

total.  Looking to the longer term (e.g. beyond 2041), the Urban Strategic Framework Plan indicates a number 

of future urban investigation areas outside the existing Urban Growth Boundary - to the North-West of Maiden 

Gully, North of Jackass Flat, East of Huntly, and South of both Strathfieldsaye and Big Hill. 

The strategic directions for future housing in Greater Bendigo also include infill and redevelopment within 

established areas, recognising that the current stock of housing is dominated by large family houses, and that 

other housing types, better suited to the needs of smaller households, are required.  It is intended to increase 

residential density around the city centre and inner suburbs, to provide different housing options and foster a 

more dynamic area.  

Compact growth around suburban activity centres and rural townships is envisaged, and rezoning of additional 

land to Rural Living Zone is to be avoided.  

According to the Regional Greenfield 2022 UDP, in Greater Bendigo there is capacity for 6,400 residential lots 

(16 to 17 years supply) on zoned land and an additional 4,100 residential lots (10 to 11 years supply) on land 

planned to be rezoned.  

Comments:   

¶ The projected increase in population (a linear progression of 2,000 persons per year for 20 years) would 

lead to a population of over 160,000 by 2041.  The aspirational target of 200,000 would not be achieved 

until 2061.   

¶ However, population growth can be accelerated if the focus is upon maintaining a strong rate of growth, 

rather than simply adding a constant amount of growth.   

¶ If, instead of simply adding 10,000 people every 5 years, Greater Bendigo’s population were to grow at a 

compound rate of 1.8% per annum (which it has achieved in the recent past), then the aspirational target 

of 200,000 would be reached in the late 2040s - and more significantly, by 2061 the population would be 

close to 250,000.  

Rural City of Mildura   

Growth expectations:  

According to the Mildura Planning Scheme (02.01 Context), Council expects a population of approximately 

62,500 by 2036 (almost the same as the VIF23 projection of 62,990). This equates to growth of about 400 persons 

per year. However, the actual growth in recent years appears to be closer to 600 persons per year.  

Accommodating growth:  

Key strategic directions for housing include:  

¶ facilitating a diversity of housing to meet anticipated future needs; 

¶ directing the majority of housing development to established urban areas, and  

¶ accommodating the demand for low density development in planned rural residential estates that will 

not compromise long-term agricultural production.  

The settlement strategy includes:  

¶ a focus upon urban expansion in the Main Urban Area comprising Mildura, Irymple to the South, and 

Nichols Point to the East;  

¶ facilitating a new Urban Transition Area (with a range of education, health, tourism and community 

uses) between Mildura and Irymple, and  
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¶  avoiding reliance on a single development front by defining growth areas at Mildura South and a new 

growth area in Mildura East. 

Consistent with a high growth strategy, the plan involves adding 370 dwellings per year. Approximately 85% of 

new dwellings will be accommodated in the Main Urban Area, with the Mildura South Growth Area as a 

particular focus.   

The plan also aims to ensure there is at least a 15-year supply of vacant zoned residential land able to access the 

required infrastructure. Given the amount of land currently available, there is no need for additional rezoning 

for residential development in the short term; however, it will become important prior to the next stage of 

Mildura’s planned long-term growth, to avoid delays in the release of land in the Main Urban Area.  When 

considering an application for a new dwelling in the Farming Zone identified as a future growth area, this will 

not be supported if it will compromise horticultural or agricultural use.  

According to the Regional Greenfield 2022 UDP, in Mildura there is capacity for 3,600 residential lots (18 to 20 

years supply) on zoned land and an additional 7,600 residential lots (39 to 43 years supply) on land planned to 

be rezoned.  

Comments:    

¶ A high growth strategy, adding around 700 persons per year, appears potentially attainable.   This would 

take Mildura’s population to over 70,000 by 2041. 

¶ Given the current population, 700 additional persons equates to a growth rate of 1.2% per year.  If this rate 

of growth could be sustained year-on-year for the longer term, the population could reach 90,000 by 2061.  

City of Greater Shepparton  

Growth expectations:  

In the period 2001-2021, Greater Shepparton grew by 13,300 people, to reach a population of approximately 

68,400.  It appears from the Greater Shepparton Planning Scheme (02.03 Strategic Directions) that expectations 

of future population growth are consistent with the Victoria in Future projections (i.e. VIF 2016).  

Council’s residential development target of 9,100 dwellings across the municipality is consistent with an 

expected population increase of 20,000 persons or more, over 20 years.  

Accommodating growth:  

Most of the new residential development will occur in the urban areas of Shepparton, Kialla and Mooroopna.  

Four investigation areas, where land with the potential to be rezoned to a higher density for residential use due 

to the proximity of services, have been identified. However, these areas have significant constraints: 

environmental, flooding, and infrastructure or land use conflicts. 

Council is committed to:  

¶ providing for expansion of Shepparton, Kialla and Mooroopna without impacting negatively on agricultural 

land;  

¶ containing growth to the identified growth areas to achieve a more compact built-up area;  

¶ meeting the residential development target of 9,100 dwellings - of which 10% will be infill in existing areas, 

and 90% in greenfield locations, and  

¶ providing a mix of housing types in the greenfield development (e.g. 60% conventional living, 20% medium 

density, 15% low density, and 5% rural living). 

Comments:    

¶ Population growth in Greater Shepparton has accelerated over the past 20 years: the intercensal growth 

has moved from approximately 400 persons per year (in 2001-2006) to over 900 persons per year (in 2016-

2021).  
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¶ Future growth of 1,000 persons per year would appear achievable.  This would raise the population of 

Greater Shepparton to approximately 110,000 by 2061 (and if growth continued to accelerate, to around 

120,000 persons).  

¶ The likelihood of flooding of the Goulburn River must be regarded as a major constraint. 

Rural City of Wangaratta 

Growth expectations:  

The population of the Rural City of Wangaratta was 29,808 in 2021, and the Victoria in Future (VIF 23) projections 

indicate a population of 32,260 for 2036 (i.e. an anticipated growth of about 165 persons per year).  Actually, 

over the past decade, growth has averaged 300 persons per year.  According to the Wangaratta Planning 

Scheme, the population is expected to reach 33,000 in 2031 (suggesting growth will continue at a slightly higher 

rate, of about 320 persons per year),   

Accommodating growth:  

There is significant provision of land for the growth anticipated over the next 20 years. The North Western 

Growth Area (215 hectares) is expected to yield 1670 lots accommodating 5000 residents, and the Southern 

Growth Area (71.5 hectares) should yield 615 lots to accommodate 1800 residents.  The planning of land for 

6800 residents over 20 years is consistent with population growth of at least 300 persons per year.  

Looking to the longer term, there is provision for a substantial extension to the North Western Growth Area, 

plus a Future Investigation Area adjoining the Southern Growth Area, as well as scope for intensification in 

established areas and some urban renewal (e.g. in South Wangaratta). 

Comments:    

¶ In view of the existing Growth Areas and the additional long-term land provision, Wangaratta has the 

potential to accommodate over 20,000 additional residents.  

¶ Population growth exceeding 300 persons per year is very probable, and if the annual growth rate could be 

sustained at a slightly higher rate (e.g. around 1.3% per annum), the population would reach approximately 

50,000 in 2061.   

City of Wodonga  

Growth expectations:  

The population of the City of Wodonga reached 43,253 in 2021, while the City of Albury reached 56,093 – giving 

a combined total of 99,346 persons.  

According to the Wodonga Planning Scheme, Wodonga’s population is projected to reach approximately 57,000 

by 2036, whereas in Victoria in Future (VIF 23) the projected population is 53,670 for that year.  

Accommodating growth:  

Also, according to the Wodonga Planning Scheme (02.03 Strategic Directions), the municipality comprises a 

range of settlement types including established suburbs, emerging communities in designated growth areas and 

small townships, with ample land supply able to accommodate a population of approximately 100,000 people.  

Comments:    

¶ Albury - Wodonga has a long history of planning for sustained growth.  

¶ Wodonga has been growing at just 800 persons per year, and if that were to continue, its population would 

approach 75,000 in 2061.  With extra efforts to generate stronger growth (e.g. an annual growth rate of 

1.7%), the 2061 population would be closer to 85,000 - and this could be readily accommodated.  
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¶ Across the border, Albury has been adding 1,000 persons per year; if this were to continue, its population 

would reach 96,000 by 2061.  With extra efforts towards stronger growth (e.g. an annual growth rate of 

1.6%, given that Albury’s growth rate has been lower than Wodonga’s), the population of Albury could be 

around 105,000 by 2061.  

¶ The combined population for Albury - Wodonga could reach approximately 170,000 by 2061 if current 

trends were to progress at a linear rate. However, with more concerted attention towards the growth of 

regional cities, a target population of 190,000 may well be achievable.  

City of Latrobe 

Growth expectations:  

According to the Latrobe Planning Scheme (Strategic Directions, 02.03-6 Housing), Council aspires to grow the 

municipal population to 100,000 by 2050.  Given the 2021 population of 77,318, this expectation will require 

growth of about 750 persons per year.  

Up until a decade ago, growth was sluggish at under 500 persons per annum; however, in recent years it has 

progressed at just over 800 persons per year. 

Accommodating growth:  

The population is ageing and a shift towards smaller households is expected, indicating a greater role for urban 

renewal and housing intensification to achieve diversity in housing choice, accommodate growth and ensure 

access to infrastructure and services.  

Traralgon, Morwell, Moe-Newborough and Churchill form a networked city, with transport corridors as key 

elements.  According to the Strategic Framework plan, future growth is promoted in all four urban centres. 

Gradual development of the Morwell - Traralgon employment corridor over the next 20 years will link these two 

centres together to form a continuous urban area.  As shown in the Traralgon-Morwell Growth Framework Plan, 

this corridor includes substantial areas of land zoned Residential Supply, Future Residential, and Long Term 

Future Residential.  Given this potential land supply together with infill and renewal activity, the corridor might 

be expected to accommodate an additional 25,000-30,000 people. 

According to the Regional Greenfield 2022 UDP, in Churchill, Moe, Morwell and Traralgon there is capacity for 

9,500 residential lots (26 to 42 years supply) on zoned land.  

Comments:    

¶ Population growth of 750 persons per year (which is reasonably consistent with Council’s aspirations of a 

municipal population of 100,000 by 2050) seems appropriate and achievable.  This level of sustained linear 

growth would result in Latrobe’s population reaching 107,500 by 2061. 

¶ With more accelerated growth (e.g. at a compound annual rate of 1.15%), the population of Latrobe could 

exceed 120,000 by 2061.  

¶ The potential importance of the Victorian government’s GovHub (located in Morwell, and supporting and 

promoting economic growth in the City of Latrobe) needs to be recognised. 
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ATTACHMENT B: Improving regional train access through 

the Melbourne Metropolitan Area  

With the new and upgraded services proposed in this report and efficient interchanges, there will be increased 

opportunities in the Melbourne metropolitan area to integrate regional and metropolitan train services.  

Regional Victorians will be better able to reach destinations in central Melbourne, its Metropolitan Activity 

Centres and National Employment and Innovation Clusters throughout its suburbs.  The integrated network will 

also provide Melbourne residents with easy access to regional trains. 

METROPOLITAN ACTIVITY CENTRES AND PRECINCTS 

Plan Melbourne 2017-2050, (2017) 

Central City 

Melbourne    

National Employment and Innovation Clusters 

Monash Parkville Fishermans Bend 

Dandenong Latrobe Sunshine 

Werribee   

Metropolitan Activity Centres 

Box Hill Broadmeadows Dandenong 

Epping Footscray Fountain Gate-Narre Warren 

Frankston Ringwood Sunshine 

Future Metropolitan Activity Centres 

Lockerbie  Toolern  

Plan Melbourne 2017 - 2050 Addendum, (2019) 

Suburban Rail Loop Precincts 

Cheltenham Clayton* Monash 

Glen Waverley Burwood Box Hill 

Doncaster Heidelberg Bundoora 

Reservoir Fawkner Broadmeadows* 

Melbourne Airport Keilor East Sunshine* 

Werribee   

* Transport super hub 

Victoria’s Priority Precincts 

Arden Fishermans Bend Footscray 

Parkville Richmond to Docklands Sunshine 
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MAJOR RAIL SERVICE INTERCHANGE LOCATIONS IN METROPOLITAN MELBOURNE 

V/Line trains to Metropolitan trains 

Bacchus Marsh  Flinders Street  Southern Cross 

Broadmeadows  Footscray  Spotswood 

Caulfield  Melton   Sunbury 

Chadstone  Monash  Sunshine 

Craigieburn  North Melbourne  Wallan 

Dandenong  Pakenham  Werribee 

Deer Park  Richmond  Wyndham Vale 

V/Line trains to Melbourne Metro 1 (MM1) 

Caulfield  Footscray  Pakenham 

Dandenong  Sunshine  Sunbury 

V/Line trains to Melbourne Metro 2 (MM2)17 

Melton   Spotswood  Werribee 

Southern Cross  Sunshine  Wyndham Vale 

V/Line trains to Suburban Rail Loop (SRL) 

Broadmeadows  Sunshine Werribee 

Monash   

 

V/Line to V/Line trains 

Ballarat  Geelong  Sunshine 

Bendigo  Dandenong  Warragul 

Deer Park  North Geelong  Traralgon 

Footscray  Seymour  Southern Cross 

 

Interstate trains: 

To Metropolitan trains 

Southern Cross  Sunshine Broadmeadows 

To V/Line trains 

Southern Cross  Sunshine  North Shore 

Ballarat  Ararat  Horsham 

Seymour  Shepparton Albury 

 

 

17 In a separate 2022 planning investigation , the Rail Futures Institute proposed the progressive construction of an electrified 

east-west metro rail corridor, Melbourne Metro 2 (MM2) from Melton and Wyndham Vale in the west to Mernda and Wollert 

in the north-east.  Although designed primarily to meet suburban travel needs, the MM2 would have significant benefits for 

regional travellers accessing Melbourne from the Geelong, Ballarat, and Bendigo Lines.  MM2 would provide greater 

connectivity between the western and north-eastern suburbs and improve their access to regional rail services.   

More details of the proposal will be available into 2025 at the Rail Futures website: www.railfutures.org.au  

http://www.railfutures.org.au/
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Figure 47: Melbourne’s activity centres: Melbourne Metro 1 and Proposed Metro 2 

concepts with V/Line metropolitan interchange stations 

Source: Department of Environment, Land, Water and Planning (2019), Plan Melbourne 2017 – 2050,  

Map 14: Metropolitan and major activity centres, p52 
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INFRASTRUCTURE IMPROVEMENTS FOR REGIONAL TRAIN PERFORMANCE IN THE 

METROPOLITAN AREA 

The following solutions are recommended to be implemented by 2060.  . 

¶  Geelong line  – As some  Geelong trains operate via Newport and Werribee, additional V/Line track will be 

needed between Altona Junction and Manor Junction to remove conflicts with metropolitan Werribee 

train services.  Improved paths for V/Line trains between Southern Cross and Altona Junction will also be 

needed.  (see Section 8.2). 

The proposals for the Geelong line may need to be revised depending on final specifications for the 

recommended Melbourne Metro 2. 

¶ Ballarat line  – To remove conflicts between regional and metropolitan train services, particularly when 

the line to Melton is electrified, the following infrastructure improvements are recommended: 

quadruplication from Sunshine to Caroline Springs, a third track from Caroline Springs to Melton, and a 

four-platform station at Melton. 

The proposals for the Ballarat line may need to be revised depending on the final specifications for the 

recommended Melbourne Metro 2. 

¶ Bendigo line (subject to further analysis) – To minimise the conflicts with Sunbury train services, a new 

third track is recommended between Sunshine and Diggers Rest.   

¶  Seymour/Shepparton line – Diversion of some metropolitan Craigieburn trains via Upfield will provide 

more train path opportunities for Seymour/Shepparton services via Essendon.  Later, standard-gauge 

conversion of the broad-gauge lines from Wallan to Seymour, Shepparton and Tocumwal would enable 

Seymour/Shepparton trains to join Wodonga services operating on standard gauge using an enhanced 

ARTC corridor from Southern Cross to Wallan via Sunshine and Broadmeadows. 

¶  Gippsland line – To improve Gippsland train access the Melbourne metropolitan area, a new South East 

FASTline is proposed from Southern Cross via Caulfield, Chadstone and Monash to Dandenong for V/Line 

services, shared with limited stop outer metropolitan train services to Pakenham East and Clyde. 
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South East FASTline  

 

Figure 48: South East FASTLine 

In the Melbourne Rail Plan 2020-2050 (September 2019), RFI proposed construction 

of the South-East FASTline (SEFL) from Southern Cross to Dandenong.  

https://www.railfutures.org.au/category/the-melbourne-rail-plan-2o2o-2o5o/   

Although upgraded recently, the Caulfield-Dandenong corridor still only comprises 

two tracks between South Yarra, Caulfield, Dandenong and Pakenham to 

accommodate all Regional, Metro and freight services.  SEFL overcomes a serious 

deficiency in the existing the Dandenong Rail Corridor by enabling much faster travel 

to Melbourne’s CBD from its outer south-eastern suburbs and Gippsland. It will allow 

Gippsland trains to overtake stopping Metro trains on a section of bi-directional third 

track between Dandenong and Pakenham. 

This Plan proposes construction of the SEFL from Southern Cross to Dandenong, with 

intermediate stations only at Caulfield, Chadstone and Monash University, enabling 

both Gippsland trains and Metro express trains to by-pass the busy MM1 corridor 

between the CBD and Dandenong.   

It should be noted that, in light of Victorian Government announced rail projects, RFI 

is undertaking further work to update the Melbourne Rail Plan that will be finalised in 

2025. 

 

 

https://www.railfutures.org.au/category/the-melbourne-rail-plan-2o2o-2o5o/
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ATTACHMENT C: HIGH SPEED RAIL 

INTRODUCTION 

Australia has been discussing the possibilities of introducing High - Speed rail for almost three decades, but has 

so far not made the decision to invest in this technology. The most recent detailed study in Australia was 

completed in 2013 by the Federal Government, and proposed an East-Coast high speed line linking Brisbane,  

Sydney and Melbourne, with branches to Canberra and the Gold Coast.  

Meanwhile. more than twenty countries have introduced or are introducing high - speed train services, some 

with similar or smaller populations than Australia (such as Taiwan, Sweden and Finland) and some with much 

lower per-capita incomes (such as Turkey, India and  Indonesia). 

While Australia is yet to build a high-speed line, there has been investment in faster rail projects in Victoria, NSW 

and Queensland. The most significant developments include: 

¶ The Melbourne-Geelong rail upgrade project, currently under construction 

¶ The Brisbane – Gold Coast line upgrade, also under construction 

¶ Allocations of $500m each by the NSW and Federal Governments recently to upgrade the line between 

Sydney and Newcastle. 

All of these projects will provide additional capacity and / or better alignments, enabling more and faster 

services. However, at this stage there are no plans to aim for speeds of over about 160 km/hr, and so these 

projects are not strictly high-speed when judged by international standards.  

A CHANGING ROLE FOR HIGH-SPEED RAIL 

High Speed rail in Australia was originally primarily envisaged as a way to reduce air travel, especially between 

Sydney, Melbourne and Brisbane, which are some of the busiest domestic air routes in the world. This was seen 

as requiring travel times of three hours or less between capital cities. However, the modelling work done as part 

of the 2013 study showed that High - Speed Rail would also benefit regional cities along the whole East Coast 

Corridor by providing faster connections to the adjacent major capitals. 

Experience since the COVID outbreak has highlighted the desire by many people to live in these regional cities, 

especially those within about two hours of the three big East Coast capital cities. An East-Coast High Speed Rail 

corridor can thus help achieve decentralization along the whole corridor, reducing congestion and housing 

affordability problems in Sydney, Melbourne and Brisbane.  

This can be achieved with somewhat slower top speeds than envisaged in the 2013 study, for example with 

travel times between Sydney and Melbourne closer to four hours. Including regional rail links to cities such as 

Geelong, Ballarat, Bendigo, the Sunshine Coast, Toowoomba, Wollongong and Maitland, this would mean 75% 

of Australia’s population would live within 2 hours of a major capital by 2060. This would still be fast enough to 

replace many air trips as well as much long-distance car-based travel. 

High Speed passenger rail is also seen as a way to reduce greenhouse gas emissions, as it is five times more 

energy efficient than flying, and because the energy can come from renewable electricity (or in the future, green 

hydrogen).  

Finally, the development of high-speed rail lines will free up capacity on the existing Interstate rail corridors, 

enabling more freight to be shifted from road to rail, where rail is three times more energy efficient than trucks. 
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VICTORIA’s NORTH EASTERN RAIL CORRIDOR 

Of the five regional rail corridors out or Melbourne, the one most likely to benefit from high-speed rail in the 

future is the North-East corridor towards Albury and continuing to Sydney. 

Research into the impact of fast rail and high-speed rail on decentralization and regional development has shown 

that travel times of two hours or less to a major city from a regional city can stimulate growth in the latter. While 

this can be achieved on the corridors to Geelong, Ballarat, Bendigo with faster services, the North Eastern 

corridor will require introduction of high-speed rail to fully benefit from developments in rail technology, with 

top speeds of 250 km/hr and above needed to enable travel times of two hours or less to cities like Albury / 

Wodonga, as well as to enable travel times of four hours or less between Melbourne and Sydney. 

While there have been some upgrades completed or underway in the N.E. corridor, these will not generate the 

transformational change required to realise the benefits that genuine high-speed rail could bring, not only to 

Albury / Wodonga but also to other cities in the corridor including Seymour, Shepparton, Wangaratta and 

beyond to Wagga Wagga.  This corridor is expected to grow to over 500,000 people by 2060, and rail services 

will need to make a much stronger contribution to both passenger and freight movement in this key interstate 

corridor in the future. 

Currently the North-Eastern corridor is constrained by a number of factors, including: 

¶ Two different gauges, with broad gauge serving local passenger services to Seymour, as well as 

passenger and freight services to Shepparton (and beyond) 

¶ Poor alignments between Seymour and the northern suburbs of Melbourne which limit tarin speeds 

¶ A slow and indirect entry into Melbourne via Dynon, with standard gauge passenger services subject to 

delays approaching Southern Cross, and with broad gauge passenger services subject to congestion and 

delays on their route into Southern Cross by having to share tracks with Craigieburn suburban services. 

¶ Lack of connectivity, for example to the Airport or to suburbs in the North and East of Melbourne. 

¶ Potential worsening congestion between Melbourne and Illabo from additional long-distance freight 

traffic with the completion of the Inland Rail project between Melbourne, Parkes and Brisbane. 

Past attempts to upgrade the North-Eastern Corridor have been spasmodic, un-integrated and wasteful. For 

example: 

¶ While the line to Albury has been converted to standard gauge, the line to Shepparton has not. 

¶ The quality of the rail infrastructure on the Seymour – Albury line has been very poor, and has resulted 

in on-going speed restrictions and other issues. It appears that even the most recent track upgrades by 

the ARTC have still not entirely overcome these issues. 

¶ The advent of double-stack container movements once the Inland Rail project  in completed will not be 

compatible with use of overhead catenary, which would be highly desirable if not essential for high-

speed rail passenger services in the corridor. 

¶ Planning to date for the Melbourne Airport Rail link has ignored longer term or longer distance 

considerations, focusing only on the connection between the CBD and the Airport itself. 

¶ There is currently a steadfast refusal to re-instate a standard gauge platform at Sunshine for the benefit 

of Albury/Wodonga line travellers. 

¶ No future corridors for High Speed passenger rail to enter into Melbourne efficiently from the North-

East have yet been identified or reserved, and no long term planning has been done for station facilities 

at Southern Cross or elsewhere, to accommodate a serious upgrade of the North-East Corridor and 

future High Speed Interstate services to Canberra and Sydney.  
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An integrated, long-term approach to the North-East Corridor is therefore needed, rather than piecemeal 

upgrades which have occurred since the initial addition of the standard gauge line from Albury to Melbourne 

some 60 years ago. There is still only limited understanding that the North-East corridor is the main link between 

Melbourne and New South Wales and beyond, and hence part of an interstate system rather than just an internal 

Victorian system.  

FUTURE HIGH SPEED RAIL CORRIDOR ALIGNMENT 

The 2013 High Speed Rail Study completed for the Federal Government examined potential high-speed rail 

alignments between Albury / Wodonga and Melbourne as part of an overall Brisbane-Sydney-Melbourne route. 

The preferred corridor went from Albury / Wodonga to Shepparton on a new route, thence re-joining the  

existing standard gauge line near Wallan to the North of Melbourne, then via Broadmeadows to a new tunnelled 

entrance into Southern Cross Station, avoiding the existing slow and indirect surface route via Dynon.  A review 

of this corridor confirms it as the most appropriate long term high speed rail alignment for the following reasons: 

¶ Albury / Wodonga and Shepparton are the two largest cities in the North Eastern  corridor, and will 

remain so, and any new route should ideally serve both cities en route to Sydney 

¶ The existing Interstate route via Benalla and Wangaratta will need to accommodate double-stack 

container trains which will utilize the Inland Rail route to Parkes and Brisbane, which is currently under 

construction. The height of double stack container trains and their speed mean that a separate corridor 

will be needed for high-speed passenger trains in future, which will almost certainly require overhead 

AC electric power. 

¶ A proposed northern suburbs Interchange Station on the High Speed line at Broadmeadows remains 

the best location for such a facility. This would provide excellent access to both Melbourne Airport and 

also to other Northern suburbs via the future Suburban Rail Loop. 

¶ The future development of WIFT (Western Intermodal Freight Terminal) will mean that most freight 

trains in future from the North Eastern corridor will leave the existing standard gauge route at 

Beveridge, providing space for the existing corridor South of that point to accommodate an increased 

number of passenger services to and from the North-East. 

¶ The current standard gauge passenger route into Southern Cross from the North East is indirect and 

ultimately unsuited for  high speed rail entry into Melbourne. Instead the high speed entry to Southern 

Cross should ultimately be via a tunnel taking as short a route as possible south of Broadmeadows into 

new platforms at Southern Cross. Recent tunnelling experience in Melbourne with the Melbourne 

Metro One project has confirmed the suitability and cost -effectiveness of modern tunnelling 

technology. 

A Staged Approach as Part of a Long Term Plan 

Current and anticipated budgetary constraints for both the Federal and State Governments suggest that any 

high -speed rail network for South East Australia will likely take three or more decades to be fully realised. 

Consequently, a staged approach to construction and progressive introduction of higher speed services, and 

hence rollingstock, will be required. However, this must be part of a co-ordinated long term plan based on a 

clear vision of what will make sense in 30 years and how this will set up the East Coast corridor for the next 

century.  

The most appropriate timing and staging of the construction of a high  speed passenger line between Melbourne 

and Albury/Wodonga will need to consider such factors as: 

¶ The costs and constructability of various segments of the line, taking into account budgetary constraints 

on Governments 

¶ The build up of passenger services over time, as well as anticipated increases in rail freight traffic 

¶ The timing of future standard  gauging of the existing line to Shepparton and beyond 
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¶ The timing of upgrades to the Interstate rail line to Canberra and Sydney within NSW, and its 

implications for longer-distance Interstate services 

¶ The development of hydrogen-powered and hybrid rollingstock Overseas, including high-speed trains, 

which could affect the timing of any electrification of the line. 

¶ The desirability for a connection between the existing Interstate line and the new High Speed line in 

the vicinity of Seymour, to allow some trains serving Wangaratta and Benalla to utilise the high-speed 

entering and leaving Southern Cross, and to provide flexibility in the staging of construction and 

subsequent operations. 

Need for a National Approach 

It is not possible at this stage to identify the ideal staging plan for the North-East Corridor, pending the 

establishment of a national approach to high-speed rail, which recognizes its importance as part of a National 

Rail Network. However, some conclusions can be drawn on what this approach to the North-East corridor should 

entail. 

In particular, it is suggested that: 

¶ The North Eastern Corridor be designated as part of a National Interstate Rail Network linking 

Melbourne with NSW and Queensland for both long distance freight and long distance passenger 

movements.  

¶ This implies that the corridor needs to be standard gauge throughout and adopt nationally agreed 

technical standards, power supply systems, loading gauges, signalling systems, irrespective of what 

applies elsewhere in Victoria. 

¶ The overall corridor will in future need to accommodate both double stack container freight trains 

(operating at 125 km/h, with 6,000 tonne loadings, and with 25 tonne axle loads), and High Speed 

passenger services (operating potentially longer term at 300 km/h), as well as fast regional Intercity  

services (at up to 200 km/h). 

¶ This implies that the corridor will need ultimately a double-track freight line (no overhead catenary) 

and a double-track high-speed passenger line (electrified).  These lines may share the same corridor 

where relevant, but in other locations are expected to require different corridors – e.g. between 

Wallan, Seymour and Albury. 

¶ Fast Regional and Commuter passenger services should be configured so as to utilize both lines where 

relevant.  For example, there will be a need to service smaller communities with some services; some 

of these may utilize the freight lines for parts of their route.  

¶ In some instances, new high-speed rail stations may be built in new locations; in others, regional fast 

rail services may diverge off the high-speed lines and onto other lines to reach existing stations where 

they are well located in relation to the cities they serve. 

¶ The high speed line should also be designed to accommodate special fast Intermodal freight services 

(predominantly at night) such as piggy back and single stack container trains.  These may operate at up 

to 160 km/h, but would have lower axle loads than the double stack container trains. 

¶ Interchange from the North East Line to Melbourne Airport and to Melbourne’s Northern and Eastern 

suburbs should be part of the design, utilising the Suburban Rail Loop and a Northern Melbourne 

Interchange Station at Broadmeadows. 

¶ The proposed Melbourne Passenger Terminal for the North Eastern and interstate high speed lines  

should be located at Southern Cross, with at least four platforms to accommodate the volume and  

variety of services envisaged longer term. 
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Accommodating Future Traffic Growth 

The long term growth of regional cities such as Shepparton, Albury/Wodonga and Wangaratta suggest at least 

a doubling of rail passenger demand in the North Eastern corridor over the next thirty years, assuming no 

improvements in travel times. However, the introduction of faster services, and eventually high-speed rail, will 

further significantly increase demand, with many more regional and long-distance services expected in the 

future. 

In addition, rail freight traffic is expected to grow from a combination of population increase, the opening of the 

Inland Rail route to Parkes and Brisbane, and improvements in rail freight infrastructure (such as new Intermodal 

rail terminals in Sydney, Melbourne and key regional centres), and the development of new and more time and 

cost competitive rail freight services.  These include new types of piggy back services allowing rail to provide 

door to door Intercapital freight services which will be  time competitive with road trucks. 

The table below illustrates how this might develop over the next decades, and how this will require significant 

upgrading in the North Eastern corridor.  Both passenger and freight traffic could potentially quadruple by 2060 

with appropriate investment in the rail system. 

Table 16: Potential Service Enhancements and Traffic Increase in the N.E. Corridor 

 

Access for HSR into Central Melbourne 

Three potential options for High Speed Passenger Rail to access Southern Cross within the Melbourne CBD: 

¶ Using the existing standard gauge corridor via Jacana, Sunshine and Dynon. 

¶ Widening the existing access route , or creating new, surface corridors. 

¶ Bore new direct tunnel pair from Southern Cross to the Northern suburbs near Broadmeadows.  

Previous HSR investigations in Melbourne proposed to use elements of the existing rail network for access.  

However, the capacity of the existing corridors is unlikely to be adequate to accommodate long-term HSR 

operations. A reduction in travel speeds and / or reliability would affect patronage demand for HSR services.  

Existing surface rail alignments are available and there may be opportunities to widen these corridors and 

establish HSR operations alongside existing suburban rail services.  However, widening surface corridors may 

require land acquisition, have potential impacts on communities and require adaptation of infrastructure.  The 

long term expectation is that a dedicated corridor will be required to cater for HSR operations.  Determining a 

separate corridor is beyond the scope of this RFI / TCPA Plan. More detailed will be required to identify capacity 

relief provided for regional rail services, both in terms of track capacity and optimizing the use of existing 

infrastructure. 

PASSENGER FREIGHT

SERVICE CURRENT 2026 2040 2060 ROUTE CURRENT 2026 2040 2060

MELB - SEYMOUR 1.4 1.25 1.0 0.7 MELB - NE (REGIONAL) Varies Varies Varies Varies

MELB - SHEPPARTON 2.5 2.3 1.5 1.1 MELB - SYDNEY 14 13 12 10

MELB - ALBURY 5.0 4.0 2.5 1.5 MELB - BRISBANE 27 18 16 16

MELB - SYDNEY 11.0 9.0 6.0 4.0 MELB - SYDNEY (FAST) 9 6

PASSENGER SERVICES FREIGHT SERVICES

SERVICE CURRENT 2026 2040 2060 ROUTE CURRENT 2026 2040 2060

MELB - SEYMOUR (existing) 9 12 20 30 MELB - NE (REGIONAL) 6 8 10 12

MELB - SHEPPARTON 5 8 10 15 MELB - SYDNEY (Conv) 3 3 6 12

MELB - ALBURY (high Speed) 3 5 4 6 MELB - BRISBANE via ILR * 2 4 6

MELB - ALBURY (existing) 4 6 MELB - SYDNEY (FAST IM) ** 5 10

MELB -  CANBERRA 0 0 2 4 TOTAL (FREIGHT) 9 13 25 40

MELB - SYDNEY 2 3 6 20 * Double-Stack Container Trains

TOTAL (PASSENGER) 19 28 46 81 **  Special Piggy-Back Trains

MAXIMUM SPEEDS TOTAL NORTHBOUND TRAINS /  DAY

Max Speeds (kph) LD PASS COMMUTER FAST FT OTHER FT CURRENT 2026 2040 2060

HIGH SPEED LINE Up to 330 Up to 180 Up to 160 Up to 130 TOTAL (FREIGHT) 9 13 25 40

OTHER LINES Up to 250 Up to 150 Up to 125 Up to 115 TOTAL (PASS) 19 28 46 81

CURRENT Up to 150 Up to 130 Up to 115 Up to 115 TOTAL 28 41 71 121

TRAVEL TIMES (HRS)TRAVEL TIMES (HRS)

TRAINS /  DAY TRAINS /  DAY
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Development of the North Eastern Corridor 

Figure 57 shows schematically how an integrated North-East Corridor could be achieved by 2060, designed to 

cater for substantial future increases in both passenger and freight train volumes. 

 

 

Figure 49: North-East Corridor 

 

RECOMMENDATIONS 

¶ The Victorian Government should set up a special joint task group with the Federal Government and NSW 

Government to design a future Victorian North Eastern Rail Corridor and to identify a staged approach to 

its construction and operation, for both passenger and freight services 

.  

¶  The corridor is expected to require in the longer term: 

o A double track electrified high speed line from Melbourne to Albury, connecting with and integrated 

with an electrified double track high speed line between Albury and Sydney 

o A double-track non electrified freight and local passenger line between Melbourne’s main Intermodal 

terminals and Albury and Illabo (NSW), where it will connect with the Inland Rail Line to Parkes and 

Brisbane, and continue as the existing standard gauge rail line to Sydney. As part of the Inland rail 

corridor the would be designed for heavier axle loads and double stack container trains. The line would 

also accommodate local passenger trains between Beveridge and Albury. 

o The existing standard gauge line between Southern Cross and Beveridge via Dynon, Sunshine and 

Broadmeadows would be utilized for local passenger trains and for freight trains requiring access to the  

Port of Melbourne. 

 

¶ The Victorian Government should also set up a special joint task group with the South Australian 

Government to progressively upgrade ”The Overland” passenger service between Melbourne and Adelaide 

as outlined in section X.X (page XX), and also in conjunction with the Federal Government for the potential 

viability of upgraded passenger and rail freight options in the Melbourne – Adelaide rail corridor. 
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¶ The Victorian Government should work jointly with the Federal Government and the NSW, SA, Queensland, 

WA and ACT governments, under the co-ordination of the Federal Government’s High-Speed Rail Authority, 

to establish appropriate technical standards for an East Coast and ultimately National High Speed rail 

network. This would include physical standards (track and loading gauge, platform heights, speeds, 

curvature, gradients etc); electrification standards; axle loads; safety, signalling control and communication 

systems; maintenance regimes; noise and other environmental standards; industrial arrangements, which 

would ensure future  compatibility of rollingstock and operating regimes.
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ATTACHMENT D: Bendigo Case Study 

Bendigo is one of the fastest growing cities in regional Victoria and plays a central role in providing high level 

services and facilities to the region, including Health, Education, Arts and Tourism. 

Bendigo is one of Victoria’s  key transport hubs – not just for rail.  In addition to being the main hub for rail 

services to and from Melbourne (including corridor towns such as Castlemaine and Kyneton), Bendigo is the hub 

for rail services to / from Kerang and Swan Hill, and to/from Goornong, Elmore, Rochester and Echuca/Moama.  

Bendigo station is also one of the major taxi ranks for the city and the existing ‘Parkiteer’ bicycle storage facility 

for commuters.  However, the role is more than rail and train services.  The railway station is a hub for many of 

Bendigo’s urban bus services and for connecting V/Line regional coach services.  The total number of passenger 

services will further increase in future.   

City of Greater Bendigo strategies provide a framework for encouraging higher density residential development 

around train stations and transport corridors and ensuring that new residential developments have good 

walking, cycling and public transport access that link with existing networks. 

Integrated Transport and Land Use Planning 

The development of Connecting Greater Bendigo: Integrated Transport & Land Use Strategy (ITLUS) (City of 

Greater Bendigo, 2015) emerged from a community which rejected ‘a big new road’ as the fix for an emerging 

problem.  There was a real appetite for thinking differently, for innovation and for capturing ideas that had 

worked in other places.  The ITLUS grew from a set of ideas and actions to progressively change how to move 

around the city and to design and build the future Greater Bendigo. 

The ITLUS sought to understand how Bendigo could manage growth and development to benefit the broader 

community.  The ITLUS aspires to and charts directions and the future for Bendigo, but it does this by building 

on existing infrastructure and services, an emerging concern about health, community enthusiasm for cycling 

and walking.  Importantly ITLUS recognized that these changes will build on momentum in the community and 

a shared desire for change. 

Rail Passenger Services Beyond Bendigo 

New stations have been provided recently on the Echuca line at Goornong and Huntly, and most recently at 

Raywood on the Swan Hill line.  

Around 2018 Swan Hill line services were doubled to two return services daily. 

More recently from December 2022, Echuca line services were increased to three return trips on Weekdays, 

complementing the existing two return trips on Saturdays and Sundays. 

Bendigo Metro Rail Network 

Recognising the need to support forecast population growth and a community desire for increased use of public 

transport to commute within the Greater Bendigo area, the State Government has progressively implemented 

the early stages of a Bendigo Metro Rail network.  Melbourne - Bendigo V/line train services now extend beyond 

Bendigo to Eaglehawk and Epsom, and service frequencies have expanded at Kangaroo Flat.  

These developments will be progressively expanded under the ITLUS with initially planned stations at  Maiden 

Gully and Marong, and existing Epsom services extended to terminate at Huntly.  

A Community Consultative Taskforce and Technical Working Group was formed to develop a recommendations 

report.  The Taskforce considered activities and strategies underway in Bendigo that support the Bendigo Metro 

Rail initiative, such as the ITLUS. 
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The taskforce shaped its recommendations to support an integrated approach to public transport and land use 

planning and behavioural change that encourages alternatives to car use by improving co-ordination and 

connectivity between rail, bus and coach services and marketing and promotion of public transport.  (ITLUS, 

pp48-49) 

The ITLUS and the Bendigo Metro Rail initiative align by recognising and supporting the community’s aspirations 

for 20 minute Peak and 40 minute Off Peak services to and from Bendigo, Huntly, Marong and Kangaroo Flat.  

Bendigo Metro Rail adopts a 3 stage approach with immediate service improvements and looks to progressively 

improve the V/Line train network through Bendigo to encourage additional local travel.   

While the Bendigo Metro Rail terms of reference only deal with the existing railway stations in Bendigo, the 

ITLUS aspirations go beyond this and further into the future.  For example, the Strategy advocates for the:  

¶ Investigation of the critical success factors including land use and urban development opportunities as 

well as productivity, liveability and health dividends associated with providing additional railway 

stations at Huntly, Maiden Gully, and Marong, as identified by the Residential Strategy.  

¶ The ultimate long term goal being the development of a ‘stand alone’ urban rail system to provide for 

rail passenger  movement of people to and from the Bendigo City Centre and to activity centres located 

along the passenger rail network on the three rail lines radiating from Central Bendigo. 

Further reading: 

City of Greater Bendigo, Connecting Greater Bendigo: Integrated Transport and Land Use Strategy, (2015) 

https://www.bendigo.vic.gov.au/About/Document-Library/itlus-adopted-260815-pdf  

The following Greater Bendigo City Council projects complement the ITLUS and can be accessed via the council’s 

Strategic Planning Projects webpage – https://www.bendigo.vic.gov.au/Services/Strategic-Planning-Projects  

¶ Greater Bendigo Residential Strategy (2014) 

¶ Commercial Land and Activity Centre Strategy (2015) 

¶ Greater Bendigo Housing Strategy (2018) 

¶ Plan Greater Bendigo (2018) 

¶ Bendigo City Centre Plan (2020) 

¶ Industrial Land Development Strategy (2020) 

¶ Maiden Gully Precinct Structure and Development Contributions Plan (2020) 

¶ Marong Structure Plan (2020) 

¶ Golden Square Structure Plan (2022) 

https://www.bendigo.vic.gov.au/About/Document-Library/itlus-adopted-260815-pdf
https://www.bendigo.vic.gov.au/Services/Strategic-Planning-Projects
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