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Inquiry into Expanding Melbourne’s Free Tram Zone
Background Report from Keolis Downer

Executive Summary
Keolis Downer is the franchise operator of Yarra Trams.
Keolis Downer’s submission to the Inquiry into Expanding Melbourne’s Free Tram Zone broadly
consists of evidence related to the impacts of the existing Free Tram Zone (FTZ) and discussion
regarding each of the other topics listed in the Inquiry’s Terms of Reference (TOR).
Evidence shows that the FTZ has created many unforeseen problems for tram passengers,
particularly for those who have already paid a daily fare for public transport by reaching the CBD by
train, tram or bus. The FTZ has encouraged short trips (often one stop only), and made the tram
network less efficient in the location where service efficiency is most important.
It should be noted from the outset that Keolis Downer do not lose (or gain) financially from the FTZ
existing. The reduction in farebox revenue is calculated and Government reimburses Keolis Downer
for the fares revenue that would otherwise be paid to Keolis Downer through the franchise
mechanism. The views expressed by Keolis Downer in this document are based on fundamental
principles of public transport operations, passenger experience, safety, and efficiency.
Keolis Downer would appreciate the opportunity to present and answer questions regarding these
matters at a committee hearing.
Inquiry Terms of Reference
The Victorian Legislative Council requires the Economy and Infrastructure Committee to inquire
into, consider and report, within 12 months, on Melbourne’s public transport, in particular:
1. The expansion of the free tram system to include —
• Wellington Parade to Powlett Street, East Melbourne;
• Swanston Street to Elgin Street, Carlton;
• Royal Parade to College Crescent, Carlton;
• Flemington Road to Abbotsford Street, North Melbourne;
• St Kilda Road to Commercial Road, Prahran;
2. Providing free fares for all full time students;
3. Removing fares for all Seniors Card holders;
4. New technologies that enable intelligent transport systems that improve the performance
of the networks; and
5. The effects and benefits of dynamic public transport pricing.
Keolis Downer’ submission is structured to match the order provided by TOR, and the ordering
does not imply any weighting or importance.
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Current Fare Policy Objectives
The extent to which the proposals meet with the Objectives of Transport Planning in Victoria and
Principles of the Transport Integration Act, the relevant overarching legislation, should be relevant
in the context of this inquiry. Specifically, it is not clear that the principle of equity (between
persons irrespective of location, including whether in an urban or remote area) and Principle of
triple bottom line assessment (full consideration of costs and benefits) are adequately addressed
by the current FTZ arrangements. The existing situation does not seem to align well with other key
government fare policy or economic objectives and in many cases undermines other government
aims and objectives. For example:
•

•

While the government is seeking to reduce traffic congestion around inner Melbourne
through the Congestion Levy, the FTZ benefits people who drive a car through this
congested area, find cheap parking near the city and then use a free tram service for the
last part of their journey.
Across all of Victoria the fare system is integrated in a manner that makes it easy for
passengers to understand and has the same fare regardless of mode. It has been this way
since 1983 (well ahead of other major cities around the world). Since the early 1980s many
cities have followed Melbourne’s lead to integrate fares across modes. The FTZ moved
away from that policy by creating a cheaper mode in one specific area (the CBD) that is
differentiated from the other modes by pricing (passengers in the same geographic area
still need to pay to use a bus or train).

Impact of the Existing Free Tram Zone
The existing FTZ covers the CBD and some fringe CBD areas like Docklands and Queen Victoria
Market as shown in Figure 1 below.

Figure 1:

Source:

Extent of the Free Tram Zone

Public Transport Victoria, 2020
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exceeded dwell time savings from passengers not needing to touch on, and trams were
available to amend the timetable (Source: Yarra Trams journey time analysis unpublished
data, 2017). For example, extra time was included on sections of Elizabeth Street and
Collins Street.
Yarra Trams data prepared in early 2015 found that dwell time, as estimated from the
vehicle monitoring system, generally increased on many corridors. There was considerable
variation between routes, which may partly depend on the class of tram on the route.
o On Bourke Street routes the increase was between 7 to 21 per cent during the
peak and by 5 to 9 per cent during the day;
o On Collins Street the increase was between 7 to 14 per cent during the peak, but
with little change during the day;
o On Elizabeth Street the increase was 8 to 38 per cent in the peaks and 12 to 17 per
cent during the day; and
o

On William Street the increase was 16 to 21 per cent in the peaks and 9 per cent
during the day. (Source: Yarra Trams internal report, 2015)
On these streets, the FTZ extends further from the Hoddle Grid (to Docklands and
Queen Victoria Market). Gradual erosion of tram travel times reduces the
effectiveness of the tram network for facilitating high economic value business to
business trips and ultimately leads to more trams being required to provide the
same level of service.

•

Reduced farebox yield and revenue, with:
o

the average tram passenger contributing 18 per cent less to the farebox (that is,
yield per passenger)

o

month-to-month comparative farebox receipts were down about 10 per cent after
the change (Source: Yarra Trams internal report, 2015).

•

Risk of increased traffic congestion in inner Melbourne due to people being encouraged to
drive to the edge of the FTZ during the morning peak to take advantage of city fringe
parking (Source: The Age, 2015). These motorists potentially delay trams where they are
operating in shared traffic and at intersections. Increasing volumes of traffic in shared
running is one of the most important causes of delays to trams (Source: Yarra Trams
operational performance model).

•

Investment in the core facilities required to meet basic human rights is still required in the
FTZ, so the FTZ is not equitably available to all users. There are no platform stops on some
streets in the FTZ and no regular low floor trams on some FTZ corridors.

Further expansion of the FTZ would be expected to lead to further deterioration on all of these
measures, particularly worsening tram performance on corridors where the FTZ replaces walking
trips.
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Expansion of the Free Tram Zone
The Inquiry TOR refers to five specific locations that the FTZ could be extended to.
A.
B.
C.
D.
E.

Wellington Parade to Powlett Street, East Melbourne (Stop 11 on Routes 48 & 75)
Swanston Street to Elgin Street, Carlton (Stop 112 on Routes 1 & 6)
Royal Parade to College Crescent, Carlton (Stop 13 on Route 19)
Flemington Road to Abbotsford Street, North Melbourne (Stop 19 on Routes 58 & 59)
St Kilda Road to Commercial Road, Prahran (Stop 25 on Routes 3, 5, 6, 16, 64, 67 & 72)

These are highlighted in Figure 3 below.

Figure 3:

Source:

Free Tram Zone Extension Suggestions put by the Legislative Council

PTV base map with M&PC Analysis, 2020

There are a range of anomalies evident in the proposed extensions put forward for investigation,
for example:
•

Proposal A would provide for free travel to the MCG on Tram Routes 48 & 75, but not on
Route 70 (which is closer to the ground) or on the train to Jolimont or Richmond. The
Inquiry should note that high capacity E-Class vehicles are only operated to the MCG via

8 of 17

LC EIC Inquiry into Expanding Me bourne Free Tram Zone
Submission 387

•

•

•

•

•

•

Route 70 and only for special events. Infrastructure and accreditation constraints currently
prevent operation of those vehicles on Routes 48 & 75.
Proposal B seems to extend to Elgin Street, beyond the main terminus at Melbourne
University but then finishes a couple of stops prior to a major student housing
development.
Proposal C finishes further north than the Proposal B, but is still one stop short of
International House, two stops short of Whitley College and three stops short of the
Monash University Parkville Campus and Princes Park – used by AFLW for high attendance
matches.
Proposal D extends the FTZ to the Royal Children’s Hospital, but is restricted to only one of
the three tram routes that serve the hospital. This proposal would make the network more
complex and introduce cost anomalies. It would seem logical to include the section of
Route 58 along Peel Street, as otherwise there will be a paid section between Queen
Victoria Market and Flemington Road, and discrimination by excluding the more accessible
route to the hospital precinct (Route 58 has some low floor trams whereas Routes 57 and
59 do not). It could also be logical to include the section of Route 57 operating in North
Melbourne along Abbotsford Street up to Flemington Road, otherwise the confusing
messages for passengers in the CBD would get even worse (for example “passengers can
take tram 57, 58 or 59 to get to the Children’s Hospital; you must pay the fare on Route 57
and 58 but it is free on Route 59”). This would provide free service to a large residential
area, however, which would distort behaviours. The inquiry may wish to note that only
small non-accessible trams are available to operate Route 57. Service improvement will
require supporting investment (i.e. new trams, substations, termini redevelopment,
platform stops and additional depot capacity), and there are similar constraints to run
accessible trams on Route 59.
Proposal E extends the FTZ to Commercial Road but not to the Alfred Hospital or Vision
Australia (both of which are one additional stop down the road). This proposal also
introduces another cost anomaly based on which route is taken. Someone in the CBD
trying to get to Domain/Anzac would travel for free if using a route on St Kilda Road, but
would have to pay if travelling from William Street (Route 58) or on bus Route 605. This
would also seem to undermine the Park Street tram connection between Clarendon Street,
South Melbourne and Domain which has been included in the Metro Tunnel project
business case assumptions.
None of the extensions include a range of other significant features around the CBD such
as the Epworth Hospital, St Vincent’s Hospital, Melbourne Museum, Melbourne Park or
Melbourne Convention Exhibition Centre (all of which are closer to the CBD than the Royal
Children’s Hospital or Commercial Road).
Proposals B, C, D and E undercut the business case of the Metro Tunnel project by offering
free surface transit. Uptake of this would mean less capacity relief for the tram network,
which is one of the benefits identified in the Metro Tunnel business case (Melbourne
Metro Business Case, February 2016, page ii), and may prevent the other benefits such as
new connections to Anzac Station from South Melbourne mentioned above from being
delivered, as trams may not be able to be freed up and services redistributed. To realise
these projects and associated benefits (if the FTZ is extended) would likely require
additional trams and depot capacity.
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There are still inaccessible tram stops in many of the proposals, specifically:
•
•
•
•

A (at Fitzroy Gardens);
C (along Royal Parade); and
E (in St Kilda Road south of Toorak Road), as well as along Clarendon Street and Kingsway
which may also be relevant to Proposal E.
In addition, the lack of access for Proposal D is exacerbated by the remaining nonaccessible stops on Route 58 at Haymarket.

These would be added to a list of tram stops in the existing FTZ that are not compliant in terms of
access for people with a disability. The equity implications of further expanding a non-inclusive fare
policy require careful consideration given the large backlog of other accessibility improvements
required by Commonwealth legislation.
Put simply there does not seem to be any clear logic for extending the FTZ to the specific locations
mentioned in the TOR.
The key questions that the committee should focus on are:
•
•
•

•

Exactly how would expansion aid transport network objectives, noting the negative
impacts the FTZ has had to date?
What evidence is there that trips currently made by car in the expanded area, would
switch to public transport if the FTZ were extended?
What is the overall business case for spending millions of dollars per year on reducing fares
around Melbourne’s CBD, compared to:
o the many other competing priorities for investment in the tram network in the FTZ
area, to improve safety, travel times, reliability, and comfort. These investments
include better separation, improved stops and better signal operations; and
o the many other alternative investment options across Victoria?
How does providing bonus free transport for tourists in a small part of the city impact on
the wider tourism economy and reduce overall visitor spend in Victoria?

Specifically on alternative investments to improve tram services in the FTZ:
•

Passenger safety in the FTZ is of great concern to Keolis Downer and our stakeholders.
Considering it is the most intensively used section of the tram network, prevention of
safety incidents should be prioritised in the FTZ area given the high exposure to potential
incidents.
The high number of passenger falls are a particular concern, given that in the FTZ many
passengers don’t need to use the ticketing system and trams are crowded (both factors
that help reduce falls). As it is, 27 per cent of the tram network operates in the FTZ but 47
per cent of passenger falls occur in this area.
Many of these falls are caused by emergency braking due to turning vehicles and could be
prevented by more effective separation of trams from traffic. In the FTZ alone 70 per cent
of the track uses the designs of Full Time Tram Lanes and mountable separation kerb that
motorists can easily turn across and 86% of FTZ falls happen in these areas. By contrast,
well separated track makes up 22 per cent of the FTZ and has 10 per cent of the FTZ falls
(Source: Yarra Trams report, “Separation and Tram Safety”, 2020).
Provision of bluestone kerbing separation in the FTZ has been estimated to cost $17
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million. Provision of these safety improvements on the expansion corridors in the Terms of
Reference is estimated at $12 million, assuming the St Kilda Road bike project addresses
safety issues for trams on St Kilda Road. (Source: Yarra Trams, “Tram Lane Upgrade
Preliminary Business Case”, 2018)
The figure below contextualises the safety record of the FTZ with the rest of the network.

Figure 4: Road safety incidents on the tram network

•

There is an urgent need to increase the length, width and number of access points of some
tram stops (such as the Federation Square stops in Swanston Street and Town Hall stops in
Collins Street). The need to widen and lengthen these stops has been brought forward by
crowding caused by the FTZ and would be worsened on some corridors by expanding the
FTZ – for example, free travel to destinations on St Kilda Road is not feasible without
expanding the Federation Square stops in St Kilda Road. This specific location has tangible
safety consequences for operations, and could lead to a need to close the tram stop at
busy times of day if it cannot be used safely.
Many tram stops along Collins Street and Bourke Street also need to be lengthened to
cater for the passenger demands increased by the FTZ (Source: Yarra Trams CBD Tram
Stops: Road Safety Audits, 2018). This will have a direct impact on the function of these
streets for other road users, including taxi access to specific locations and pedestrian
access across the road.
There are still tram stops in the FTZ that are not accessible, along Latrobe Street, William
Street, Elizabeth Street and Spencer Street corridors. Completion of CBD tram stops, and
safety upgrades of existing stops, has been estimated to be over $65 million to deliver
(Source: Yarra Trams internal unit cost estimates).

•

Improved traffic signal operation within the FTZ including shorter traffic signal cycles and
active tram priority where appropriate are low cost initiatives that improve tram flow
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through the network. Revenue lost to the FTZ in 2019 could have made a significant
difference to the speed of trams across the network if the funding was directed towards
these types of traffic signal improvements.
There are a number of car parking operators who are using the FTZ to market cheaper parking to
CBD commuters. This highlights a direct contradiction of the FTZ program in that it is encouraging
people to drive to and from the CBD fringe during peak periods. Expansion of the FTZ would likely
encourage more of this marketing behaviour and further exacerbate peak period congestion issues
over a wider area of inner Melbourne. It would also impact negatively on parking availability
around the hospitals (including The Alfred Hospital, Royal Children’s, Royal Melbourne, Royal
Women’s and the Victorian Comprehensive Cancer Centre) and along St Kilda Road.
Below is a series of images promoting driving to inner Melbourne and “free-loading“ on the FTZ. In
some cases people are making $2,500 p.a. on the back of the government subsidy of the FTZ.

Figure 5: Car parking marketing of the FTZ, encouraging driving to the CBD fringe

What should be considered with relation to free fares for students?
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The Inquiry should keep in mind that the fares system has fixed costs associated with the
equipment and revenue protection activities. Increasing the availability of free travel means these
costs are spread across a smaller revenue pool.
We recommend that the Inquiry undertake a detailed study of free travel for educational purposes
compared to improving public transport service levels that provide access to educational
opportunities. Recent research into access to education precincts show that slow travel times and
lack of service are significant barriers (i.e. changing the price does nothing to promote a service
that does not operate at the right times). There are bus routes serving the eastern suburbs school
precinct that operate only five trips a day, which are not well-timed for school students. Reducing
the cost of these services, that do not meet passenger needs, will not increase patronage or
improve student access to educational opportunities.
The Inquiry should also consider evidence regarding why so many school trips are now undertaken
by car, and whether price is a critical factor (compared to other factors such as perceptions of
student safety, journey times, flexibility, and parental trip linking considerations).
Reducing the number of school-related car trips could improve tram operational performance
through the inner eastern schools precinct in particular where school related delays are significant.
There is very little capacity within the existing fleet to operate additional tram services for school
students, as their travel needs coincide with the peak when trams are already fully utilised.
Growing peak period capacity is likely to require significant investment in additional fleet, depot
and drivers and other supporting infrastructure, as well as initiatives to improve the productivity of
the existing fleet through shorter journey times enabling more services. These initiatives include
signal priority, road space allocation and tram stop improvements. Keolis Downer would be
uncomfortable with school students unable to board trams because they are too crowded, and
being forced to wait for later services. Such an influx of passengers occurred in Vancouver when a
similar student fares policy was introduced. The resulting rebalancing of fleet requirements would
likely lead to a shortage of trams in other parts of the network that have fewer student demands,
such as the CBD.
Operationally Melbourne’s tram timetable is complex, so any additional services would best be
incorporated year round to avoid adding further complexity to rosters and service planning.

What should be considered with relation to free fares for Seniors Card holders?
Older users are more vulnerable to injuries occurring on or around trams. In 2018, around 80 per
cent of all public transport injuries in Victoria happened on the tram network (Source: RACV);
Around 49 per cent of hospital admissions from tram related injuries were to persons over 75 years
old, and another 25 per cent were to persons aged 60 to 74 years (Source: Monash University).
The Inquiry should consider whether measures to prevent these injuries are of greater social value
than cheaper fares. Keolis Downer estimates that around 270 collisions a year and a much greater
number of near misses (which also lead to falls) could be prevented by upgrading full-time tram
lanes and mountable separation kerbs across the network with effective separation kerbing, a low
impact initiative that upgrades existing sections of road that are already allocated to trams (Source:
Yarra Trams, Tram Lane Upgrade Preliminary Business Case).
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Other issues covered by the Inquiry - Dynamic pricing models
Dynamic pricing (more commonly referred to as temporal pricing when relating to time of day) can
be as simple as offering different prices across time periods and/or days of the week for the same
travel. Typically this might be via offering discounted fares outside of peak times. Smartcard
ticketing technology (such as myki) enables off-peak fares to be automatically adjusted without the
need to purchase a separate fare product in advance; as such, this media is most commonly
associated with prices that vary with time.
Varying fares by time of day can typically have one of the following objectives:
•

Alter the behaviour of existing customers by helping to manage or spread demand at the
peak periods;

•

Attract new customers at those times when excess capacity is available; or

•

Reduce traffic congestion around specific events such as the Australian Open, Dawn
Service or AFL Finals Series.
Melbourne is unusual in having prices that are essentially the same all day. An application of
dynamic pricing to the FTZ would see prices increased during peak periods and free travel retained
at times when the tram services are not busy.
Many cities have prices that vary in some way by time of day, particularly for rail-based modes. For
example: London has peak and off-peak fares and time-restricted off-peak day passes; New York’s
commuter rail lines also use peak fares with generous discounting for committed users and offpeak use price incentives, and Washington DC has a sophisticated (or complex) peak pricing regime
(Source: transit authority websites). Keolis Downer agree that having fares that vary by time of day
is sensible for several reasons including better matching supply with demand, increasing revenue
from which to provide more services and linking service level to price (times with better service
levels have a higher price).
Ironically, it is clear that the blanket application of the FTZ (fares are free all day every day, and do
not vary) is not helping to achieve the community’s objectives or use tram resources efficiently. In a
similar manner the application of Free Trains before 7AM is having unintended consequences by
reducing bus patronage (the train is not free if you have already caught the bus) and results in
commuter car parking at stations becoming full earlier than before (while buses serving the station
are relatively empty). A logical approach to dynamic pricing would ensure consistency across
pricing various modes at each time of day, dependant on the relative demand for each mode.
Temporal pricing would enable pricing to reflect the demand peaks of the tram network; for
example, prices might be higher in the morning and afternoon peak to maximise revenue whilst
moving demand to the shoulders of the peak, whilst lower prices between the peaks encourage
new customers or offer a cheaper alternative to those customers who can shift the time of their
trip. One challenge in Melbourne is that trams have a strong interpeak patronage base as well
(Source: myki touch on data), more so than trains and buses, but there is generally spare capacity
available at this time except during the lunchtime peak in the CBD.
However, application of temporal pricing would rely on an understanding of how customer
behaviour is likely to respond to fares that vary by time of day; this is typically captured in price
elasticities. The Inquiry should seek to establish if such elasticity information is available in a
Melbourne context and if not, whether a program of research is warranted.
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The long established multimodal fare structure is a considerable strength of the Victorian public
transport network – one that has been replicated across many other global cities over the past 40
years. This multi-modal approach should continue to be a feature, with dynamic pricing applying to
all public transport modes. It should be noted that the existing FTZ is one of very few instances of
Victoria’s multi-modal pricing approach being compromised.
Other issues covered by the Inquiry - New technologies to ‘improve the performance of the
networks’
The tram network currently has no real-time data collection of loads on board or at stops. Network
operation relies on a 1980s computer system to monitor vehicle location and status. The system is
so constrained that it can collect data, or allow our operations centre to talk to drivers, but not
simultaneously – clearly not a capability that meets modern needs. New technologies could
potentially provide a range of customer benefits, independent of fare policy, such as being able to
show customers how crowded an approaching tram is.
The impact of the FTZ has been to reduce revenue and increase operational costs at a time when
that financial resource could be used to invest in technology that improves performance of the
network. Some key areas for the deployment of new technology that would improve the
performance of the network are:
•

•

•

•

Safety and security: Many trams lack modern communication and data collection systems
such as video cameras with analytics capabilities and radar to support improved safety and
security. These tools could provide collision avoidance, vigilance and health monitoring
tools, and incident detection.
Passenger counting. The combination of existing ticketing system business rules and free
travel mean that reliable data on tram service and tram stop use is poor or non-existent.
Modern counting techniques could be installed to estimate estimate crowding on trams
and at stops, provide operational alerts when overcrowding is occurring to allow crowd
management to be initiated in real time, thus improving service and safety of the network.
They could also be used to generate rich origin-destination data insights that would allow
DOT and Keolis Downer undertake our respective roles in important measures to improve
the transport network, such as better allocation of road space, new tram service plans, and
more dynamic operation of overcrowded tram stops.
Vehicle location technology: a modern vehicle location system is the key enabler of more
accurate real time information, more effective disruption management and a better
passenger experience during disruptions, and smarter ‘internet of things’ digitalisation of
tram movements around the city by having tram vehicles digitally communicate with other
transport network assets. It can potentially enable the network to shift from a timetablebased service to a ‘turn up and go’ or headway based service where it’s the even flow of
trams that is measured, providing more even, regular services for passengers.
Tram priority: Melbourne’s traffic signal system can provide higher levels of tram priority
without new technology if backed with policy and clarity of operational objectives.
Nevertheless, new technologies that Keolis Downer has recently worked with ARRB and
DOT to trial offer opportunities to make tram priority more reliable, easier to implement,
more transparently operated, more adaptable to changing traffic conditions, and less
reliant on hard-to-access infrastructure assets. When priority is consistently provided,
planned journey times can be reduced. This saves passengers’ time, makes the network
more attractive, and can allow more efficient use of vehicle assets to provide better
services.
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•

•

•

On-stop passenger experience improvement: A level access tram stop is not ‘new
technology’, but given the backlog of investment in platform stops in the FTZ, they are
worth highlighting. Platform stops are essential to the passenger experience. New
technologies like smart poles, touch screens, remote public address systems,
environmental and consumption sensors (as well as more ‘low tech’ improvements like
adequate weather protection and access for all) are critical to improving the network and
complying with Commonwealth legislation. They also offer the opportunity to deploy new
materials technologies that can improve the constructability of tram stops and contribute
to the environmental performance of the network, such as energy capture and storage and
greening features. This would improve the performance of the network from the
passenger experience and environmental perspectives.
Further ticketing experience improvements: although Keolis Downer doesn’t operate
Melbourne’s ticketing system, our Keolis international networks are making increasing use
of off-vehicle ticketing and ‘contactless’ ticketing. The former can improve safety and
reduce boarding times, and the latter removes the barrier of needing to get a city-specific
ticketing medium, allowing use of credit or debit cards to travel.
Asset management: many of Melbourne’s tram network assets are old and experience
significant issues with obsolescence and asset failure. The network also has a large
footprint covering over 250km of track. New technologies such as additive manufacturing
(3D printing) can potentially enable obsolete parts to be recreated, improving reliability of
old technical systems. Modern communications technologies also support remote
condition monitoring, providing early warning of emerging asset issues that lead to
disruptions to services. These tools can also be passenger-facing, enabling users to report
asset issues on the network.

Conclusions
The FTZ has had a range of unintended or unplanned negative impacts, in particular over-crowding
and slowing the tram services in the inner city.
The inner city tram network has a number of urgent challenges including accessibility, safety at
crowded stops, and reducing the number of preventable collisions and falls that lead to injuries,
delays and disruptions to tram passengers. Expanding the FTZ is likely to worsen some of these
challenges, and reduces the budget available to address them. The FTZ expansion proposals as
framed in the TOR are not inclusive of all users, are complicated to communicate, and potentially
would adversely affect tram service levels.
Dynamic pricing is worthy of consideration particularly to reduce over-crowding in peak times.
Impacts on the tram network would need careful consideration due to trams’ more even patronage
profile and the ongoing use of small vehicles in the inner city pending future asset investment
decisions.
New technology offers many opportunities to improve the transport network; there are many
applications for new technology on trams specifically. Filling the strategically significant gaps in
patronage data, introducing a modern operational control system that supports better passenger
information, improving safety, and better managing the old assets of the iconic network we
operate on behalf of the State are potential areas of focus.
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