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Preface

The Victorian Government is pleased
to provide a written submission to assist
the Legislative Council’s Select Committee
of Inquiry into the provision of metropolitan
and V/Line train services.
The primary focus of this submission is the
period of time since the franchising of the
metropolitan and regional train services in
1999, with more detail provided for recent
events and issues associated with the
supply of train services for metropolitan
and V/Line commuters.
The report also outlines how steps have
been taken, in conjunction with Connex
Melbourne Pty Ltd (Connex) and V/Line
Passenger Pty Ltd (V/Line), to provide more
services in response to the rapid growth in
train patronage across Victoria.

This submission is in four parts:
1.	Setting the scene –
an overview of policy objectives
and strategies for railways in Victoria
2.	Delivering train services –
how the operation of the railways
is changing in response to
rapid patronage growth
3.	Infrastructure and rolling stock –
how assets are being maintained
and better utilised
4. N
 ext steps –
changes planned for the years ahead
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Summary

Melbourne’s train system,
and the rail links between
Melbourne and regional
centres, are critical parts of
Victoria’s transport system and
are crucial to the economic,
environmental and social
wellbeing of all Victorians.

Victoria’s rail network involves a complex
balance between rolling stock, track capacity,
timetabling and operational management. A
number of external factors potentially impact on
the network each day, such as variable station
dwell times, driver availability, minor vandalism
and freight movements. Recognising this, the
network is designed to operate within an inbuilt ‘buffer’, which allows services to continue
relatively unimpeded by such challenges.
Beyond these factors, more infrequent but
significant circumstances can arise that
exceed the capacity of the buffer to absorb
impacts. Examples include extreme weather
events, major vandalism and theft, trespass,
rolling stock failures, and industrial relations
disputes. In such circumstances, temporary
service disruptions may be experienced while
underlying causes are addressed.
In recent years, patronage growth has had a
fundamental impact upon rail service delivery.
Victoria is experiencing unprecedented
patronage growth, with an increase of more than
50 per cent on metropolitan trains and more
than 70 per cent on V/Line trains in the last four
years alone. Melbourne is now Australia’s public
transport capital, carrying more passengers per
head of population than any other city.
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Our networks have expanded in response to
this growth, primarily through better utilisation
of existing rolling stock and infrastructure.
More services have been added through new
regional and metropolitan timetables. Over
the past decade, more than 1,500 new weekly
services have been added to the metropolitan
system, including 290 new and extended weekly
services being added this month. Nearly 250
new weekly V/Line services have also been
introduced in the same period. In addition,
temporary increases in services are used to
cater for special events. More trains are also
in use on both the metropolitan and regional
networks, and the reach of the network has
been extended, with the Watergardens and
Craigieburn Electrifications.
As services have increased to accommodate
patronage growth, the capacity of the network to
absorb disruptions has been affected. Through
The Victorian Transport Plan and proposed future
franchising arrangements, Government has a
strategy to increase the overall capacity of the
network to meet current and future demand,
and restore the network’s ability to recover from
temporary service disruptions. Thirty-eight
new X’Trapolis trains and fifty-four new V/Line
carriages are currently on order to ease the strain
on the current fleet. In addition to this significant
investment in rolling stock, maintenance
spending is being increased by 50 per cent
per annum to ensure an ongoing high level of
performance from our trains.

Track capacity is also being significantly
increased in line with expected patronage
growth. With Commonwealth funding support,
projects such as the Regional Rail Link and
Melbourne Metro Tunnel complement a larger
shift towards a “metro” system. These initiatives
will simplify end-to-end operations, remove
bottlenecks, and reduce delays across the rail
network. Strategic growth in the metropolitan
network, such as Sunbury and South Morang
Rail Extensions, are also extending the reach of
the public transport system to new areas.
The Victorian Government is committed to
ensuring that Victoria’s rail network continues
to provide a safe and reliable transport option,
meeting the needs of current and future
Victorians.
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Part 1: Setting The Scene:
Rail Transport Policy
1 Introduction
Victoria’s rail system comprises a metropolitan railway,
passenger rail links between Melbourne and regional centres
and intrastate and national freight links. This submission
focuses on the metropolitan and regional passenger train
services.
Melbourne’s train system, and the rail links between
Melbourne and regional centres are critical parts of its
transport network and crucial to the economic, environmental
and social wellbeing of the city.

Trains have the capacity to move large numbers of people
which shapes urban form and the environment. Individual train
lines currently carry up to 18,000 passengers an hour. Railways
are therefore particularly critical in delivering large numbers
of people into and out of central Melbourne each day and
therefore, in turn, critical to the wellbeing of Victoria’s economy.
Cities become more and more dependent on their rail
systems as they grow. As Melbourne moves rapidly beyond
a population of 4 million toward 5 million and regional centres
continue to grow, and as we prepare for an even greater
population in the long term, the capacity and performance of
the rail system will become more and more important.
The Victorian Government has a policy objective of increasing
the use of train services and of public transport services more
generally. In 2002, the Victorian Government set a target to
double the share of motorised trips made in Melbourne by
public transport to 20 per cent by 2020. Progress toward this
target is exceeding expectations as shown in Figure 1.1.

FIGURE 1.1 Mode Share

Source: DOT
*Note estimate based on VATS, VISTA, public transport and road use data
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Train services across Melbourne operate as part of an
integrated system of train, tram and bus services. The
ticketing system is fully integrated, offering a two-zone, timebased fare structure on all services.
Further, the development of Melbourne’s train system is
integrated with land use planning. Melbourne already has
more than 370 kilometres of electrified rail network, with 202
rail stations, placing it among the largest rail systems in the
world. Sixty per cent of Melbourne’s population lives within
2 kilometres of a railway line and 78 per cent lives within
3 kilometres. Melbourne 2030, and its subsequent update
(Melbourne @ 5 million), encourages infill development
focused largely on activity centres with existing rail stations
and on-fringe development in existing and new rail corridors.
Melbourne’s electrified, suburban train services are
complemented by V/Line trains, which service travel to and
from Melbourne from commuter towns and regional centres.
V/Line trains currently share track with suburban trains as
they move through Melbourne’s suburbs. As Melbourne’s
population increases regional trains will increasingly serve
growing urban areas, and the Government has committed to
electrify key lines to form part of the suburban system.
The Victorian Government is committed to reducing the
environmental impact of Victoria’s transport sector, in part by
encouraging people to shift to more sustainable transport
modes.

2 A brief history
The history of Melbourne’s railways falls into four broad
periods.
In the late 19th and early 20th centuries, many of the rail lines
in use today were built and subsequently electrified. This
period is characterised by strong patronage growth, peaking
at 182 million per annum prior to the 1940s.
After World War II, car ownership became increasingly
popular and new suburbs grew that were distant from the rail
network. Patronage declined in the period to 1980, and there
was limited investment in new infrastructure.
The 1980s were a period of consolidation as the patronage
decline was halted through new investment (e.g. the
Underground Loop and the replacement of the “red rattlers”
with Comeng trains) and the introduction of a multi-modal
ticketing system.
The 1990s was a period of under-investment, including the
closure of lines, a massive decrease in staff numbers and a
substantial decrease in Government subsidy for operations
and maintenance of the system.
The 21st century has seen a rebirth of the railway, with
unprecedented patronage growth and the commencement
of major new investment programs. Not only are passenger
numbers growing, but trips are also longer. The metropolitan
rail system is now providing for nearly 3 billion kilometres
of passenger travel each year: 25 per cent higher than
experienced at its previous peak in the 1950s (as shown in
Figure 2.1).
Many of these changes have also been mirrored in V/Line train
services. The rebirth in the 21st century has been even more
pronounced, accentuated by the Regional Fast Rail project
(completed in 2006) that saw an unprecedented upgrade in
services and unprecedented patronage growth.
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Figure 2.1 Metropolitan train travel (billions of passenger kilometres per annum)

Source: DOT
Note: data not available during Second World War

Between 1959 and 1985, there was a small overall increase in
the number of services arriving in the CBD during the peak,
from 138 to 144. More recent growth has seen that number
grow to 165 services. In addition, more than 60 of these
services are now running from more distant stations such as
Sydenham, Epping, Glen Waverley, Pakenham, Cranbourne
and Frankston rather than inner stations such as Essendon,
Heidelberg, East Malvern, Oakleigh and Cheltenham.
The combination of more services, and longer trips, means
that the train-kilometres of service run have been rising
steadily throughout the past decade.
Melbourne now has Australia’s busiest railway, with more train
arrivals and departures in central Melbourne in the morning
peak hour than Sydney.
Since 1999 metropolitan train services have been delivered
through a franchising arrangement. The roles and
responsibilities of both the State and operators are clearly
outlined in the franchise agreements.

Under the agreements, rail operators have control of the day
to day operation of trains to standards set by Government.
Responsibilities include customer service, employment and
management of staff and the maintenance and cleaning of
vehicles, tracks, and stations.
The State is responsible for the long term strategic policy and
planning of the network, safety regulation, sustainable funding
and the coordination of timetables between trains, trams and
buses.
Infrastructure and rolling stock are predominantly owned by
the State, through Victrack, and leased to franchise operators
for the duration of their franchise.
Similar franchising arrangements were set up for V/Line in
1999. Following the withdrawal of National Express in late
2002, and with the imminent delivery of the Regional Fast Rail
project, the State decided to retain V/Line in public operation
at that time.
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Figure 2.2 Metropolitan train kilometres: 1959 - 2009

Source: DOT

3 Patronage growth
Train patronage is growing at unprecedented rates on
metropolitan and V/Line train services. Patronage on
metropolitan trains has grown rapidly since June 2005.
Patronage on V/Line trains has grown strongly since the
completion of the Regional Fast Rail project.

Figure 3.1 Annual Metropolitan patronage growth rates

Source: DOT
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Figure 3.2 Annual V/Line train patronage growth rates
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Figure 3.3 Annual public transport use per capita in Australian cities

Source: D
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Melbourne is now Australia’s public transport capital,
with higher per capita patronage than any other city (see
Figure 3.3).
Melbourne’s train patronage has grown by more than 70 per
cent in the last decade, including more than 50 per cent in the
past four years, and is at its highest ever level with the number
of trips estimated to have exceeded 220 million in the last
12 months. As shown in Figure 3.4 below, the rate of growth
experienced on the metropolitan train network is leading
Australia.
In the decade before 2005, public transport patronage was
typically growing at a rate of 1 per cent – 3 per cent each year
as the city, and its travel needs, changed slowly. Population
growth was the biggest driver of increased patronage in this
period. Since 2005, growth has clearly been of a very different
order of magnitude and represents a clear break from these
trends. Current levels of patronage growth reflect significant
mode shift towards public transport, partly as a result of
strong CBD employment growth in the past three years.
Major improvements and an expansion of Victoria’s regional
rail services over the past decade have led to unprecedented
growth in the number of passengers carried by V/Line.
Patronage increased by more than 70 per cent in the past four
years. This has driven regional rail patronage in Victoria to a
60-year high.
The introduction of significant additional V/Line rail services in
September/October 2006 – followed by the removal of zone 3
from the metropolitan ticketing system and an average 20 per
cent V/Line fare reduction from March 2007 – made regional
rail travel much more convenient and affordable.

DOT’s continuous program of market research sheds further
light on why this growth is happening. A typical survey (in
2006) asked 5,009 Melburnians whether they had changed
their travel behaviour in the previous 12 months. Of these,
27 per cent reported that they had access to a car but had
reduced their car use (see Figure 3.5).
Reduced car use took a variety of forms. The most common
(reported by 46 per cent of those who had changed their
behaviour) was to increase their use of trains.
The reasons for this change in travel behaviour were surveyed
in 2006 and again in 2008 and 2009. Figure 3.7 indicates that:
• In 2006 and 2007, petrol prices were the main driver of
change, accentuated by concerns about car parking and
personal health and fitness
• More recently, as petrol prices fell in late 2008, petrol
prices were still a major factor but “health and fitness” and
“environmental concerns” had risen to the point that they
were of similar significance
The global financial crisis (GFC) may have an effect on train
patronage growth. Firstly, slower employment growth may
lead to a reduction in overall travel growth. Secondly, as
household disposable income is tightened, households may
search for more economical travel modes, which will often be
trains. At this stage, the latter effect appears to be the more
dominant, and ongoing growth is forecasted.
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Figure 3.4 Growth in use over three financial years to 2007/08 (%)

Source: Connex

Figure 3.5 Changing travel choices in Melbourne (2006)
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Figure 3.6 Form of transport switched to instead of private vehicle (2006)

Source: DOT

Figure 3.7 Reasons for reduced vehicle usage (2006-2009)

Source: DOT
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4 Rail network
capacity strategy
The Victorian Government has embarked on a program to
progressively transform Melbourne’s rail system into a “metro”,
characterised by simpler end-to-end operations, the removal
of bottlenecks and fewer delays at stations.
The Government is delivering a staged program to increase
the capacity of the metropolitan rail system to cater for
ongoing patronage growth on metropolitan and V/Line trains.
Funding has been provided, in successive State Budgets
and in the 2009 Commonwealth Budget, in support of this
program.
The first stages are well underway and are designed to
maximise the utilisation of the existing system through a
series of operational changes and targeted, medium-sized
investments. More than 430 new and extended weekly
metropolitan train services have been added through these
initiatives.
Operational and timetable changes – this has involved
ensuring the maximum utilisation of existing rolling stock
(see Section 10.2) and moves to simplify the operation of
the metropolitan rail network by removing conflicting train
operational patterns. For example, in November 2008,
Werribee line service patterns were modified to operate
directly to Flinders Street in the morning and evening peaks,
removing the need for these trains to cross other lines in
accessing the City Loop. The removal of points of conflict
increases the capacity of the network and also prevents
delays on one part of the network affecting other parts. At
the same time the direction of operation of the Clifton Hill
Underground Loop was reversed in the mornings to remove a
conflict between trains entering and leaving the Loop.

These operational changes have been supported by initiatives
such as the “Early Bird” ticket initiative, providing free travel
on trains before 7am to encourage passengers to travel
before the morning peak and spread passenger numbers
more evenly across the morning. This has been effective in
shifting the equivalent of three train loads of passengers out
of the peak as well as encouraging new early morning travel.
Additionally, a direct bus link was established between North
Melbourne Station and Melbourne University to supplement
inner rail network capacity and ease congestion in the City
Loop. These buses are carrying more than 3,500 passengers
per day during University terms.
Targeted investments – this involves targeted investments at
key congestion points:
• Track duplication between Clifton Hill and Westgarth
• Reconstruction of North Melbourne station
• Laverton rail upgrade
• Craigieburn track upgrade
• Westall rail upgrade
The Government has ordered 38 new metropolitan trains,
which will enter service progressively from late 2009, as
part of a commitment to purchase a total of up to 70 new
metropolitan trains.
Sunbury electrification – this involves the electrification of
the Sunbury train line to allow high capacity metro trains to
replace low capacity V/Line trains whilst providing Sunbury
residents with greatly improved service frequencies.
The separation of regional and metropolitan trains – this
involves the construction of the Regional Rail Link (RRL):
a joint project between the Victorian and Commonwealth
Governments involving two new tracks between West
Werribee and Southern Cross Station to provide a dedicated
railway for V/Line trains on the Geelong, Ballarat and Bendigo
lines, separate from suburban trains. The frequency and
reliability of both V/Line and suburban trains will be greatly
enhanced by this initiative. Figure 4.1 shows the new RRL and
Figure 4.2 shows the services that will operate on the Link.

15

Figure 4.1 Regional Rail Link
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Figure 4.2 Regional Rail Link: train operations
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Melbourne Metro 1 – this involves the construction of the
Melbourne Metro 1, a new rail line under Melbourne between
Dynon and the Domain to double Underground Loop
capacity for the western and northern lines (Figure 4.3). The
Commonwealth Government has provided funding for preconstruction work for Stage 1 of the Melbourne Metro.

Figure 4.3 The Melbourne Metro
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Melbourne Metro 2 – this involves the extension of the
Melbourne Metro 1 tunnel to Caulfield and additional tracks
on the Dandenong line (as shown in Figure 4.3). This will
meet long term needs in the south-east, one of Melbourne’s
major growth corridors.
The ultimate objective is to create a true metro for Melbourne,
comprising eight independent lines, operating in a similar way
to the Paris and London metros. (See Figure 4.4).
Melbourne Metro 2020

Figure 4.4 Long term operating strategy
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5 Interactions with
rail freight

7 Rail network
extensions

Interstate freight trains operate on the national Standard
Gauge network and therefore run separately from the Broad
Gauge passenger rail network.

Melbourne’s rail network is being extended as the city grows
in order to complement sustainable land use planning.
However, passenger rail network extensions need to be
carefully prioritised in light of:

Regional Victorian freight trains operate on the V/Line and
Connex networks to gain access to the Ports of Melbourne
and Geelong, the Dynon freight terminals and various other
metropolitan terminals (Brooklyn, Sunshine, Kensington and
Springvale). They provide an important economic link for
regional exporters and other industries.
Freight trains generally operate outside peak periods and are
scheduled to fit in with passenger train operations without
delaying passenger trains.

6 Rolling stock
Growing patronage means that the capacity of the train fleet
needs to be expanded. The strategy is to:
• Maximise the utilisation of the existing fleet (e.g. 15
additional metropolitan trains from the existing fleet have
been made available for daily service through more efficient
maintenance practices, taking the available peak period
fleet from 134 in April 2004 to 149 in July 2009)
• Maximise the life of the existing fleet, refurbishing and
upgrading them as required
• Maximise the capacity of existing and future trains through
better internal layouts
• Purchase new rolling stock
The rolling stock strategy is described in more detail
in Section 10.2.

• The direction of new growth
• The capacity of new transport infrastructure to shape a
sustainable urban form
• The capacity of the existing network to accommodate
additional train movements
• The value for money afforded by a rail extension compared
to alternatives such as new bus links. In low density areas,
buses (such as SmartBus) are often the most cost effective
means of delivering public transport
Two extensions to the metropolitan train network have been
completed in recent years: the electrification from St Albans to
Sydenham (Watergardens) in 2002 and from Broadmeadows
to Craigieburn in 2007. Both were successful in doubling
train patronage in the newly serviced areas. The Victorian
Government has also restored and reopened lines for V/Line
passengers, including reopening of the Ararat and Bairnsdale
lines in 2004 and restoration of the railway to Echuca in 2006.
Since the release of The Victorian Transport Plan (VTP),
the Victorian Government has provided for the restoration
of passenger train services to Maryborough in 2010,
electrification from Sydenham to Sunbury (expected
completion in 2012) and a new line from Epping to South
Morang (2013). The RRL includes 30 kilometres of new
railway between Deer Park and West Werribee to serve the
rapidly developing western suburbs including Tarneit and
Wyndham Vale.
The VTP also commits the Government to subsequent
duplication and electrification from Sunshine to Melton/
Bacchus Marsh and a new line from Cranbourne to
Cranbourne East.
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8 Value for money
In most countries, governments subsidise their rail systems to
enhance the economic, environmental and social wellbeing
of their cities. Governments subsidise either the ongoing
operating costs of their rail services or the costs of new
investment or (in most cases) both.

The efficiency of the Melbourne railway compared to Sydney
was examined in more detail by the NSW Independent
Pricing and Regulatory Tribunal in 2008. The Tribunal’s report
concluded that efficiency levels in Melbourne are markedly
higher than Sydney’s in all aspects of service delivery.

The most recent Commonwealth Grants Commission review
of subsidies paid around Australia shows that Victoria has
the lowest subsidy requirement for urban public transport
in Australia relative to its assessment of need, being only
50 per cent of the national average. In part this reflects the
franchising model for the delivery of services that has been
developed in Victoria. A review by the State’s Auditor
General in 2005 demonstrated the value for money delivered
by this model.

State investment in rail is rising rapidly (see Figure 8.1).
Levels of new investment had doubled by 2003/04 compared
to earlier years. Funding commitments by the State and
Commonwealth governments will see further increases during
the next five years.
It is difficult to compare fare levels between cities because
of the variety of ticket types, discounts, concessions and
conditions that apply, (e.g. whether a ticket is available not
only for train travel but also for other modes or is for rail only),
and heavily discounted weekend fares in Melbourne that
provide unlimited travel for $3 per day. DOT considers that
Melbourne’s fare levels are commensurate with those in other
Australian cities.

Figure 8.1 Capital Expenditure on rail ($millions): Metropolitan and V/Line (1999-2009)
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9 Legislative reforms
Victoria’s transport legislation is undergoing a comprehensive,
generational reform to support the strategies described
above. Recent reforms have been undertaken in the critical
area of rail safety, and important legislative changes have
been introduced to support on-the-ground delivery of
integrated and sustainable services.
An important and well-advanced stream of the reform
program is modern safety regulation. Contemporary best
practice safety regulation focuses on identification and
mitigation of risks. The first major safety reform was the Rail
Safety Act 2006, in which Victoria led the nation with new best
practice legislative provisions.
Two important pieces of legislation are due to be introduced
to Parliament in the second half of 2009: the Major Transport
Projects Facilitation Bill and the Transport Integration Bill.
The Major Transport Projects Facilitation Bill will establish a
streamlined approach to facilitate the delivery of critical road
and rail infrastructure projects, creating greater efficiency in
delivering major transport projects, enhancing our capacity to
build a world-class transport network for all Victorians. The Bill
will provide greater certainty, timeliness and cost-efficiency.
It will ensure appropriate rigour in assessments of projects
to achieve sustainable, quality outcomes with appropriate
planning and environmental safeguards. And it will establish
appropriate levels of transparency of process without
reducing opportunities for community consultation.
The Transport Integration Bill will set a strong new direction
for transport policy and legislation in Victoria, aimed at
building an integrated and sustainable transport network. It
will establish new overarching principles to provide transport
decision-makers with a clear legislative framework and
enable more effective planning and coordination of transport
services, as well as consolidating existing legislation and
removing duplicate and redundant provisions.
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Part 2: Delivering Train Services

10 Operational
performance
A long term strategy for developing the rail system to meet
existing and projected patronage growth was outlined in
Section 4. The operational challenge over the past four
years has been to commence delivery of that strategy while
continuing to provide reliable services on a daily basis in the
face of rapidly rising patronage.
The unprecedented scale of the increasing load on the rail
system in recent years has put an increasing strain on the
system’s performance. Patronage on metropolitan trains has
grown by more than 50 per cent in the last four years. This has
meant an increase of 26,000 passengers being carried into
central Melbourne every morning peak period (and home in
the evening). At the same time V/Line patronage has grown by
more than 70 per cent.
Substantial increases in patronage have resulted in increases
in crowding on many services. Metropolitan services are
deemed to be overcrowded if the average passenger load
per six-carriage train over an hour exceeds 798. The average
number of services operating above this figure grew steadily
to 48 per day by May 2008. By May 2009 the number of load
breaches had fallen from 48 to 40 per day (see Figure 10.1) as
new services were introduced.
The “798” standard provides for all seats to be full and for
passengers to be standing at an average of 1.6 passengers
per square metre. This is not a safety measure, it is a comfort
measure.
The overriding priority is to carry all passengers safely.
The second priority is to run services reliably. Cancellations
and on-time running performance for metropolitan and
V/Line trains are shown in Figure 10.2, including preliminary
estimates of performance in June 2009. Compensation to
passengers holding periodical tickets is deemed payable
if cancellations rise above 2 per cent on metropolitan trains
(4 per cent on V/Line trains) or if on-time running falls below
92 per cent.

Figure 10.2 shows periods where service delivery has been
badly affected by train shortages, driver shortages, extreme
weather events and other factors. These are discussed in
Sections 10.2 to 10.9.
Avoiding cancellations is critical because of their impact
on crowding and therefore on delays to other trains.
Cancellations have been brought down to a level of 0.5 per
cent recently, broadly in line with average performance over
the last 10 years. At the same time, on-time performance
has improved to 92 per cent for metro trains and 90 per cent
for V/Line trains. When V/Line trains are cancelled they are
replaced by road coach services in most cases.
The underlying driver of operational performance
(cancellations and on-time running) has been the growth in
patronage, which causes increasing congestion and delays.
Heavy loads on trains increase the length and variability of
“dwell times” at stations (the time for passengers to board and
alight). In addition, as more trains are added to the network,
there is less spare capacity in the system and therefore less
opportunity to recover from service interruptions.
Figure 10.3 shows the increasing significance of “knock-on”
effects. When the system is operating near the limits of its
capacity, any delays rapidly cause knock-on effects for other
services. The number of incidents causing disruption to
services has remained stable over recent years, but delays
measured in Passenger Weighted Minutes (PWMs) have more
than doubled. An incident on the system now has a greater
“cascading” effect on services across the system than it did
when the system was less heavily used.
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Figure 10.1 Rolling hours above load standards 2004 to 2009: metropolitan trains

Source: DOT
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Figure 10.2 Cancellations and On-Time Running of Metropolitan and Regional (V/Line) Trains

Source: DOT
*Note: Figures for June 2009 are based on preliminary data for the period 1-28 June 2009. This
information is subject to change
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PWMs are a measure that combines both incident frequency
and the impact on passengers that results from any
particular incident. PWMs thereby provide an indication of the
performance of the network in terms of both the likelihood and
severity of various incidents and their impacts on passengers.
It is international best practice to maintain a gap (typically 20
per cent) between the theoretical capacity of a track (which
assumes an incident-free operating environment) and the
amount of capacity actually used.

Operational performance over the past four years has
been affected not only by the surge in patronage but also
by a number of compounding events that have further
challenged service delivery. The challenges to crowding and
to operational performance, and the actions taken to address
those challenges, are discussed in the following sections.

Without an adequate margin for recovery, service reliability
deteriorates as more and more trains are run. Many
metropolitan lines are now operating at or near the limits of
their practical capacity.

Figure 10.3 Total metropolitan network PWM’s of delay and incidents

Source: DOT
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10.1 New Services
With new services being introduced this month, more
than 1,500 new weekly services have been added to the
metropolitan system over the past 10 years to enable the
railway to carry more passengers.
New metropolitan train services have been added steadily
since franchising began in 1999 including:
• As a result of two extensions of the metropolitan network –
to Watergardens (2002) and to Craigieburn (2007)
• Introducing late night services on Friday and Saturday
nights (2006)
• Replacing three-carriage trains with six-carriage trains on
weekends (2007) and during inter-peak periods (2008)
• In 2008 alone, introducing a total of 362 additional weekly
services as a result of timetable changes to deal with
crowding
• Introducing a further 290 new and extended weekly services
with the new timetable being introduced in July 2009

Figure 10.4 Number of weekly metropolitan train services

Source: Connex

The November 2008 timetable incorporated significant
changes to the way trains operate on some lines on the
network. Werribee services were removed from the City
Loop during peak times and now run directly to and from
Flinders Street via Southern Cross Station. A similar initiative
was implemented to remove conflicts between trains at
Jolimont, with all Epping and Hurstbridge services arriving
at Flinders Street Station before travelling around the City
Loop. These changes were implemented to simplify operating
arrangements and untangle the network in order to improve
train performance and increase network capacity. The full
benefits were not realised immediately because of other
issues discussed below, but are contributing to improved
performance more recently.
V/Line services have also been expanded considerably:
• 1,214 weekly services were operating in 2000/2001
– rising to 1,462 in 2008/2009
• Train services were returned to Bairnsdale and to Ararat
(2004)
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Figure 10.5 Number of weekly regional train services

Source: DOT

Figure 10.6 Number of carriages – metropolitan trains

Source: DOT
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10.2 Availability and capacity of rolling
stock
10.2.1 Metropolitan fleet
The additional services described above could only have
been delivered with more trains in service, each running more
kilometres each year. The increasing number of carriages in
the metropolitan fleet is shown in Figure 10.6; the extra unitkilometres is shown in Figure 10.7.
Metropolitan train unit-kilometres have increased by 15 per
cent over the past three years alone. Unit-kilometres refer
to the combined distance travelled by each unit in the fleet,
thereby reflecting the numbers of services, the length of the
services run and the number of carriages per train.
Given that it takes at least three years to manufacture, deliver
and commission a new train (and longer for trains that cannot
slot readily into existing production lines), a fleet management
strategy has been developed to ensure fleet availability can be
expanded quickly.

The first fleet initiative was to increase the availability of
trains in the existing fleet. This has been achieved through:
• Increased maintenance workshop utilisation and efficiency
• Additional maintenance staff employed to support higher
train availability
• The introduction of an additional shift at the Epping depot
• The delivery of targeted project works such as stabling
sidings
• The strict control of trains released for projects, limiting the
operational impact to the loss of three trains at any given
time
• Targeted programs aimed at improving vehicle reliability,
reducing reactive maintenance e.g. Comeng traction units
and doors
• A review of the Fault Management Protocol, which focuses
on retaining trains in service which do not have safetycritical faults
• Improving the efficiency of the Newport maintenance depot
(the major base for Siemens train maintenance)

Figure 10.7 Annual unit-kilometres – metropolitan trains

Source: DOT
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The present metropolitan fleet is made up of 165.5 trains
(six-carriage sets). The July 2009 timetable will require Connex
to have 149 trains available at the busiest time of day, the
morning peak.
Prior to the commencement of the current franchise in April
2004, rail operators provided 134 trains for the morning
peak and 132 for the evening peak. Our ability to provide the
current levels of 148 and 144 trains for the AM and PM peaks
respectively, and to meet the required 149 for the AM peak in
the July 2009 timetable, stems from a significant improvement
of maintenance practices by Connex and from investment by
the State.
The second fleet initiative was to purchase the seven retired
Hitachi trains that were capable of re-entering service.
The third fleet initiative was to place orders for 38 new trains
at a cost of $1.2 billion, taking advantage of the established
X’Trapolis production line so as to minimise lead times.
The fourth fleet initiative is to re-engineer the internal
design of existing trains to make them easier to use by larger
numbers of passengers.
In May 2009, Connex announced the installation of new
overhead ceiling handrails in the doorways of 40 Comeng
trains (around a quarter of the Comeng fleet). The 720
handrails – 7,600 metres of railing in total – are being installed
at a rate of one six-carriage train per day. A crew of 10 is
working between peak hours to minimise the impact of the
modification works on train services.

10.2.2 Siemens trains
In November and December 2006, several train overshoots
occurred due to problems with the braking system on
Siemens trains. Overshooting of trains is an issue world-wide
and has occurred in rare instances on the Melbourne network.
It may be caused by dust and other material accumulating on
tracks when a period of dry weather precedes a light shower.
However, there is also the possibility that there is a brake issue
and, accordingly, a number of trains were withdrawn from
service while the overshoots were investigated. In order to
allow the remaining Siemens trains to continue operating on
the network, Connex and Siemens implemented a number of
operational measures to maintain the safe operation of the rail
network. These included:
• Speed restrictions, to slow trains as they approached those
stations where there was a risk of entering a level crossing
should the brakes not perform properly
• Activating some level crossing controls sooner, to ensure
that motor vehicles would not be in the crossing should an
overshoot occur
• Operating Siemens trains as six-carriage sets instead of
three-carriage sets to maximise braking capacity

Following an investigation into the performance of the
Siemens fleet braking system, various modifications to the
fleet were made. In particular, the train braking system was
modified to ensure a higher braking effort was achieved by
ensuring service braking on all carriages, not just motorised
carriages (previously brakes on non-motorised carriages had
been applied only in emergencies). This work was completed
in June 2008.
Following a period of testing and certification, the restrictions
previously introduced were removed (other than operation as
six-carriage trains).
There were no overshoots between June 2008 and February
2009.
In February 2009, several train overshoots occurred within a
few days of each other – a total of six incidents involving five
Siemens trains. All five trains were immediately impounded
and put through the approved testing procedure. They have
since been returned to service.
As a result of the February overshoots, Connex introduced
30 kilometre per hour speed restrictions at all platforms and
fixed signals where Siemens trains operate. The main cause
of poor punctuality in March and April was the impact of these
speed restrictions.
With the endorsement of Public Transport Safety Victoria
(PTSV), the number of sites with speed restrictions has been
reduced from 300 (all platforms and fixed signals on the
network) to 62 (where there is a level crossing or pedestrian
crossing within 100 metres of the end of the platform). Speed
boards have been put in place as a visual reminder to drivers.
While this has greatly improved performance, the restrictions
continue to affect service and Connex, in consultation with
PTSV, is continuing to investigate ways to address this
situation.

10.2.3 Regional fleet
On the regional network, 54 VLocity carriages are currently
on order and are being progressively delivered at the rate of
one a month, and are being allocated to highly-patronised
services. Fourteen carriages have already been delivered.
The additional carriages are detailed in Table 10.1.
At the same time, more carriages have been added to many
services to increase their carrying capacity.
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Table 10.1 New V/Line rolling stock
Number of carriages

Orders
placed

Scheduled
completion

Carriage
type

Number of
seats per
Carriage

Number of
seats per
order

14 intermediate carriages

October 2006

July 2009

TM

76

1,064

8 intermediate carriages

January 2008

April 2010

TM

76

608

32 carriages
(mixture of intermediate
carriages and driving cars)

December
2008

December
2012

TM x 10

76

760

DMD x 11

66

726

DM x 11

74

814

Total: 54 carriages

3,972

Notes: Four of the carriages are being purchased as part of the North-East Rail Revitalisation Project. These will go towards
replacing seating capacity lost on the broad-gauge network due to the reallocation of 15 N-class carriages to the standardgauge north-east line. The four carriages will provide 280 seats on broad-gauge services.

Source: DOT

Figure 10.8 Number of carriages – regional trains

Source: DOT
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Figure 10.9 Annual unit kilometres – regional trains

Source: DOT
Note:
– The above graph represents total kilometres scheduled for a standard week - annualised to a financial
year (x365/7) based on the timetable in effect 30 June
– 2008/09 – In November 2008, rail services were replaced with coaches between Seymour and Albury,
because of major upgrade works along the north-east rail line.
– Services prior to 2006 were significantly affected by RFR. These rail services were often replaced with
coaches.
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A program to refurbish 21 Sprinter trains and upgrade 55
H-class carriages by the end of 2009 is currently underway,
with 10 Sprinters and 15 H-class carriages completed to date.
V/Line has refurbished a further 25 N-class carriages as part
of ongoing maintenance works.
The VTP includes provision for another 20 V/Line train
carriages, which will bring the order to 74, adding around
5,400 seats to the regional network.
It also provides for the refurbishment of a further 56 existing
N-class carriages, including air conditioning upgrades.

10.4 Dwell times
The performance of the metropolitan train network depends
significantly on dwell times.
Passenger congestion on trains and platforms increases the
length and variability of dwell times.
The City Loop was designed for dwell times of 20 seconds,
but it can now take up to 90 seconds for passengers to alight
and board at Loop stations. With trains often scheduled at
3 minute intervals, dwell times of up to 90 seconds severely
disrupt on-time running.

10.3 The availability of metropolitan
train drivers

Increased dwell times reduce the amount of leeway in the
timetable to enable trains to recover if they experience delays.

Between early 2003 and mid 2005, driver shortages had
severe impacts on metropolitan service delivery. This can
be traced back to a freeze on driver training implemented by
National Express (M>Train) in the lead-up to its withdrawal
from Victoria in December 2002. This freeze exacerbated
a driver age profile heavily weighted towards drivers close
to retirement age. One of the first actions the Government
took after appointing receivers to the insolvent business
was to approve funding for the receivers to reinstate a driver
recruitment and training program. During the period that the
receivers operated M>Train, 43 drivers commenced training
and over 300 metropolitan train drivers have become qualified
since the current franchise began in April 2004. Cancellations
caused by driver shortages are now rare. Recent shortfalls
have been managed through driver overtime.

As patronage continues to grow and additional services are
introduced to expand capacity, congestion on the tracks
becomes more difficult to manage.
Various actions have been taken to reduce dwell times
including deploying additional staff on to platforms to help
expedite loading and unloading.
As part of the November 2008 timetable, Connex employed
an additional 32 station staff in the CBD to provide
passengers with information and manage disruption –
including 20 highly visible “Gold Coat” staff. Funding for a
further 24 platform staff has been committed as part of the
VTP.
Customer service staff at Flinders Street Station use handheld displays with real-time train departure and arrival
information to update passengers about platform and service
changes. Work has begun to enable these devices to be
rolled out at Richmond and North Melbourne. Additional
platform staff have also been deployed at these two stations.
In addition, remote microphones are used to enhance
communication with passengers during service disruptions.
Various types of infrastructure pinch-points, where structures
or passenger flows can restrict passenger flows, have been
identified. Frontline and control room staff monitor passenger
flow, and in circumstances of heavy crowding, staff are placed
at the top of the escalators to control passenger movements
and flow on to the platforms.
Connex is trialling one-way traffic flows to ease congestion
at escalators and barriers at Flinders Street Station on
platforms 6 and 7 (following an initial trial on platforms 2 and
3). Initiatives for easing congestion on platforms at Parliament
and Flagstaff stations are also being trialled.
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Figure 10.10 Daily Metropolitan Train Performance and Daily Maximum Temperature January 2009

Source: Connex

Figure 10.11 Average weekly V/Line Interurban train service weekly cancellations (3 Jan. 2009–28 Feb. 2009)

Source: DOT
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10.5 Impacts of extreme weather
Train services are designed to operate in a range of weather
conditions; but infrastructure and rolling stock can be affected
by extreme weather conditions.
At high but not extreme temperatures, most services continue
to operate but with some delays.
Temperatures of 43oC and above have been very rare in
Melbourne’s history and some components of the system
(such as carriage air conditioners) were not designed for
optimal performance in extreme conditions. When those
temperatures did occur in January/February 2009, with
consequent failures in the power grid, widespread delays
and cancellations occurred. The existence of an underlying
shortage of trains made the situation worse.
Extreme weather includes not only high temperatures but
also severe storms (including lightning strikes), high winds
and increased frequency and severity of bush fires. Each
has the potential to significantly impact train service delivery.
For example, on 2 April 2008, over 1,000 train services were
cancelled, delayed or otherwise disrupted, as a direct result
of a severe storm.
Decisions have already been made to specify air-conditioning
performance up to 45oC on new trains and to accelerate the
installation of concrete sleepers, which reduces risks of track
buckling.
Figure 10.10 shows the overall performance of metropolitan
services in terms of delivery and on time running on a daily
basis, together with the maximum temperatures recorded in
metropolitan Melbourne during January/February 2009. At the
same time, many V/Line train services were cancelled though
most were replaced by road coach services (see Figure 10.11).
Increased expenditure on maintenance and renewals will
commence from 1 December 2009 as part of the new
metropolitan rail franchise, building greater resilience to the
impacts of extreme weather.

10.6 Industrial relations
Since 1999 the industrial record of Victoria’s rail industry has
been generally one of co-operation. The only major disruption
to network operations occurred in late 2008 and early 2009.
The genesis of the industrial problems arose in June 2008
when Connex entered into a Memorandum of Understanding
(MOU) with the Rail Tram and Bus Union Locomotive and Rail
Operations Divisions.

The MOU was intended to provide a framework for finalisation
of a new Union Collective Agreement to take effect when the
then current Enterprise Bargaining Agreement expired on
30 June 2009.
Connex expected that a number of efficiency measures that
were contemplated under the MOU would be implemented
early to support the November 2008 timetable changes.
However, there was disagreement with the Locomotive
Division as to whether early implementation was agreed and,
when the timetable was implemented in November, some of
the planned work practice changes were not implemented.
A condition of the agreed wage rise in December 2009
was that the efficiencies that Connex had believed were
agreed were implemented. The efficiencies related to the
management of non-critical faults reported by train drivers
– in particular the period of time trains with non-critical faults
would remain in service before maintenance.
In December 2008 and January 2009, minor issues that would
not previously have prevented trains from being returned
to service from maintenance or projects were identified by
drivers who were demanding more rigorous interpretation
of agreed protocols. Consequently, Connex began to suffer
a severe shortage of trains and during the extreme weather
in late January 2009 a lack of spare vehicles was a major
contributor to the poor service delivery.
On Wednesday 18 February 2009, a dispute between a driver
and a Metrol operator stranded a Sandringham line train at
Richmond for several hours.
The impact this and other events on service, and the intraunion nature of the issues led Connex to refer a range of
matters to the Australian Industrial Relations Commission
(AIRC) on 18 February 2009. The need for the involvement
of the AIRC was emphasised the following week when, on
23 February, a Belgrave line train was stranded for four hours
at Flinders Street Station.
Over the succeeding months, all elements in dispute were
resolved. The interpretation of operating protocols was
agreed and the efficiency measures agreed as part of the
MOU in June 2008 were implemented. The Union Divisions
agreed to maintain the work arrangements previously in place
regarding the roles of drivers and operations staff in Metrol.
Consequently, train service delivery increased progressively
to historically very good performance (99.6 per cent in June
2009). In June and early July 2009, union members voted to
accept the Union Collective Agreement that had been the
subject of the MOU the previous June.
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10.7 Impacts of major projects

10.9 Suicides/trespassers

The delivery of capital works in and around Victoria’s rail
system can cause significant operational impacts, requiring
the diversion of services from their normal operating paths
and resulting in an increasing number of conflicting train
movements.

Trespassers on the network also significantly impact on train
operations.

The Middleborough Road Grade Separation project trialled
a new approach to project delivery on rail infrastructure. The
project was achieved through extensive pre-planning that
allowed the physical works to be completed within a short
timeframe, during the summer holiday period, with a minimal
impact on passenger services. The knowledge gained from
this project has established new benchmarks as to how such
projects can be delivered.
Projects which might previously have created months of
service disruption are now being successfully completed
within a much shorter timeframe.

10.8 Vandalism
Graffiti attacks and vandalism, including theft of copper
wire, can have an instant impact on train fleet availability.
Depending on the severity of the vandalism, trains may be
taken out of service immediately – with a consequential effect
on service delivery.
The Government and Connex have implemented a number
of initiatives to reduce graffiti and vandalism on the network.
New equipment and facilities have been installed at train
stabling locations to assist with the quicker removal of graffiti.
Increased patrolling of sidings by security contractors, along
with the creation of Connex’s Asset Protection Unit (APU), has
seen positive results in the apprehension of offenders.
While the number of incidents of vandalism has been
declining over the past two years, it still has a significant
impact on fleet availability, particularly if an incident occurs
prior to or during peak periods.
There has been less vandalism recorded on V/Line trains
than on metropolitan trains. However, V/Line services tend to
experience vandalism through the throwing of objects, such
as rocks, which results in broken windows, which need to be
replaced prior to the train resuming service.

Unfortunately, this may include suicide, which has profound
impacts across the community. Government is committed to
suicide prevention and is renewing its document Next Steps:
suicide prevention action plan, to strengthen our ability to
identify and respond to risk factors and emerging trends in
suicide behaviour and suicide prevention.

10.10 Special Events
Additional V/Line and metropolitan services are provided for
commuters for special events such as football, the Spring
Racing Carnival and the Melbourne Show, as well as regional
events such as the Avalon Airshow, Geelong Cup, Bendigo
Show, Great Victorian Bike Ride and various food festivals.
General increases in train patronage in recent years have
been mirrored by the increased use of trains to access special
events.
As illustrated in Figure 10.12, a total of 1,615 additional
services were provided in 2008/2009 – an increase of
33 per cent since 2006/2007.
Generally, the train services provided for special events
operate with high standards of efficiency, clearing platforms
within 30 minutes of the event concluding if the crowd is
up to 50,000 (and within an hour for bigger crowds), as
specified in Franchise Agreements. Performance during the
Commonwealth Games was outstanding. The only major
failure occurred on Oaks Day in 2008. The events of that day,
and subsequent investigations and remedial measures, are
discussed below.
On 6 November 2008 (Oaks Day) a relatively minor disruption
at a set of points at Kensington led to a train (at about 5:00pm)
on its way to Flemington Race Course being held at a stop
signal. The train came to a stop with one of its pantographs
bridging the small air-gap in the train overhead power
supply. This caused arcing between the pantograph and the
overhead wire which resulted in the overhead wire breaking,
thereby severely disrupting the operation of outbound trains
on the Broadmeadows and Showgrounds lines.
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A failure of a set of points near Macaulay at about the same
time compounded the impact on services, including severely
disrupting trains on the Upfield and Broadmeadows lines.
The occurrence of the two events during the evening peak
period and at a time the Oaks Day race crowd was exiting the
course led to a major impact on many passengers.
A review by Public Transport Safety Victoria (PTSV) did not
identify any safety breach by Connex. Subsequently, a review
performed for Connex by a former Director of the PTSV
concluded that none of the failures were due to inadequate
maintenance. However, the Connex report has identified a
number of measures which will be put in place to reduce the
probability of a similar occurrence in future and to manage
such an occurrence should one occur.
Connex is in the process of working through the
recommendations and has been implementing changes
which have been recommended (e.g. removal of the air-gap
in question on the day and a survey of all other places on the
network where the proximity of an air-gap to a signal could
result in a similar failure).

Figure 10.12 Special event passenger trips on the metropolitan network

Source: DOT
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Part 3: Infrastructure
and Rolling Stock
11 Maintaining and
better utilising assets
Infrastructure and rolling stock assets need to be maintained
to standards consistent with the performance required of them
(“fit for purpose”).
In addition, in a period of rapidly growing patronage and
expanding services, assets need to be utilised more heavily.

11.1 Rail infrastructure
The heavy rail network in Victoria is owned by the State and
predominantly managed by three operators on the State’s
behalf:
• Connex manages the metropolitan network that broadly
includes all electrified lines as well as the track between
Frankston and Stony Point, and carries all metropolitan
passenger services and all V/Line services when they travel
in the metropolitan area to complete their journey into and
out of Melbourne
• V/Line manages the non electrified intrastate network that is
predominantly broad gauge, and carries virtually all country
intercity and interurban services beyond the metropolitan
boundary
• The Australian Rail Track Corporation (ARTC) manages the
defined interstate rail network and some other Victorian
lines. This primarily consists of the standard gauge tracks
from Melbourne to Wodonga on the New South Wales
Border and Melbourne to Serviceton on the South Australian
Border. This network is predominantly for freight services
with the only passenger services at present being the
Melbourne-Sydney daily service and the MelbourneAdelaide service that operates three times per week

Each operator leases its respective network from the Director
of Public Transport and in so doing is responsible for the safe
and reliable operation of its respective network. Included in
this responsibility is the day to day maintenance and renewal
of the network, the cost of which is met by the operator as
part of its contractual obligations. The role of DOT, in these
arrangements is to ensure that the operator is meeting its
obligations within the framework of the agreed leases.
These obligations, in the case of V/Line and Connex, are
funded through the subsidy that these operators receive.
Works performed by V/Line and Connex are agreed each
year as part of the Asset Management Plan and Annual
Works Plan submitted to the Director of Public Transport for
review to ensure that the plans are in accordance with the
operators’ obligations. When agreed, the plans are executed.
Notwithstanding the content of the plans, nothing within
the plans can reduce the operator’s ongoing obligation to
ensure that the network performs safely on a day to day
basis.
In 2007 the Auditor General published a report on the
condition of Victoria’s rail infrastructure. With regard to the
metropolitan infrastructure, the Auditor General concluded
that:
The condition and performance of the metropolitan
infrastructure is “fit-for-purpose” at the current level of
operation. Infrastructure-related incidents were responsible
for around 10 per cent of all metropolitan passenger
delays in 2005. Signal failures accounted for most of the
infrastructure-related delays and DoI recognised the need
to improve infrastructure maintenance and renewal as part
of the 2004 rail refranchising.
The arrangements, agreed in April 2004, incorporated
an improved approach to maintenance and renewal
and included programs to resolve problems directly
attributable to past neglect. To provide assurance that the
new arrangements would maintain the infrastructure as
fit-for-purpose, DoI commissioned an infrastructure review
in April 2004. The review made recommendations in 2005
to further improve the maintenance and renewal of the
signalling system and other rail assets.
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DoI has reviewed these recommendations and agreed
a comprehensive set of actions with the infrastructure
manager to address the most important issues. DoI and the
infrastructure manager have agreed timelines for the shortterm actions and will agree deadlines for completing the
longer-term actions by the end of 2007. A focused program
of preventative maintenance and renewals within a firm
timeline promises improved performance of the signalling
system. DoI has provided additional funding to expand the
program of preventative maintenance and the infrastructure
manager has started to implement these actions.
Although the metropolitan maintenance and renewal
arrangements work well, they could be further improved by:
• better documenting the rationale for the planned
maintenance and renewal of rail
• assets as part of a long-term, asset management strategy
• ensuring that the infrastructure manager also better
documents the basis for prioritising maintenance and
renewals in the asset management plan by drawing on
the detailed working documentation it generates to inform
priorities
• completing the current review of key performance
indicators (KPIs) and implementing the improvements
from this review.
With regard to national infrastructure, the Auditor General
concluded that :
The national, interstate infrastructure in Victoria is fit-forpurpose at the current level of operation. While we found
the 1999 maintenance arrangements to be adequate,
we identified areas where DoI should look to improve or
better apply the arrangements with the cooperation of the
infrastructure manager. These include:
• demonstrating more clearly how the infrastructure
manager’s plans for maintenance and renewal works are
consistent with a life cycle approach
• developing a more systematic approach to verify that the
infrastructure manager has completed the activities set
out in the maintenance and renewal plans agreed with
DoI
• defining KPIs that measure the effectiveness of
infrastructure maintenance and renewal

• agreeing with the infrastructure manager formal
mechanisms to review
• performance and implement agreed improvements.
The fall in the percentage of the interstate network
covered by temporary speed restrictions since mid-2004
indicates that the infrastructure manager has appropriately
responded to the concerns raised by Public Transport
Safety Victoria (PTSV) relating to the non-metropolitan
network. Maintaining ageing signalling equipment between
Melbourne and Albury, however, remains a challenge. This
will be addressed by the planned renewal of equipment on
this corridor over the next 4 years.
With regard to regional, intrastate infrastructure, the Auditor
General concluded that :
In contrast to the metropolitan and interstate infrastructure,
the regional, intrastate arrangements established in 1999
did not provide for the adequate maintenance and renewal
of the infrastructure. This situation was not substantially
changed when the lease was transferred to a new
infrastructure manager, Pacific National, in 2004.
However, since 2004, the combined actions of DoI,
the infrastructure manager and the finalisation of new
access arrangements for the regional freight network
have improved the maintenance and renewal regime. For
example, the new access arrangements better define
service levels on the freight network and DoI has made
sure that additional, essential renewals were completed
on the passenger network. There, however, remains a
need to further improve the planning and monitoring
of maintenance and renewal so that they conform to
the government’s better practice asset management
principles. The condition of the intrastate infrastructure had
deteriorated because levels of maintenance and renewal
have not been sustained at the 1999 levels of service. This
has contributed to an increase in safety-related incidents
up to the middle of 2004.

38

Victorian Government Submission: Select Committee on Train Services

Since August 2004, the infrastructure manager has
increased the number and duration of temporary speed
restrictions in response to the condition of the infrastructure.
It has flagged that further extension of these restrictions
would be required if additional, major track renewals did
not occur. In 2005-06, DoI funded $59 million of additional
renewals to avoid widespread speed restrictions affecting
passenger services.

The Rail Maintenance and Renewal Program is performing
better than at any time in the past 10 years. Expenditures
on rolling stock and infrastructure maintenance have risen
significantly in recent years as shown in Table 11.1. The bar for
rail infrastructure maintenance has been raised further under
the new metropolitan train franchise beginning in December
2009, with a dramatic increase in the volume of renewal works
required of the incoming operator on an annual basis.

Between late 2005 and the middle of 2006, the government
completed the major upgrade of rail infrastructure on the
Ballarat, Bendigo, Geelong and Latrobe Valley lines through
the Regional Fast Rail project. This involved upgrading 500
kilometres of track, the installation of more than 460,000
concrete sleepers and the upgrading of the railway
signalling system. These upgrades will benefit passenger
and freight traffic using these corridors.

Across such a vast metropolitan and regional network (for
example, almost 2,000 metropolitan services operated on a
typical week day), there will be some parts of the system that
are ageing or are nearing their “life expiry”.

The government’s recent buyback of the regional
infrastructure lease provides the opportunity to reassess
practices and to define service levels consistent with
established policies and objectives, and to reconcile the
level of resources necessary to meet agreed service levels.
The Auditor General made nine recommendations. In
summary, the recommendations involved:
• Preparation of a long term asset management strategy
• Improved documentation
• Review of key performance indicators and monitoring
• Development of clear protocols
The DOT accepted all recommendations and these have
been completed, or are nearing completion.

However, this does not mean the system is unsafe and there
are many measures that can be taken to manage safety
(such as speed restrictions) while ensuring the ongoing
maintenance and improvement of rail infrastructure.
In addition, the substantial increase in new investment being
put into the system (as referenced in Figure 8.1) is allowing the
replacement of old control systems. The major new control
systems are summarised below.
Train Radio: This project is to replace the existing unreliable
and unsupportable Urban Train Radio System. The
Metropolitan Train Safety Communications System will be
the replacement system, and will provide reliable voice and a
platform for future provision of data communications across
the Melbourne metro rail network.
Metrol: Replacement of the existing Metrol signalling control
system with a Core Train Control and Monitoring System
(TCMS).

Table 11.1 Annual expenditure on Network Maintenance ($’000)
Financial Year

Metropolitan (Connex)

Regional (V/Line)

TOTAL

2005/06

$145,443

$129,620

$275,063

2006/07

$156,999

$163,746

$320,746

2007/08

$170,083

$180,164

$350,247

2008/09

$205,398

$196,224

$401,621

Source: DOT
Note:
(1) 2008/2009 estimate based on March 2009 Forecast
(2) Includes Rolling Stock (Train) Maintenance and Infrastructure Maintenance Operating Costs and excludes
Infrastructure Project Costs
(3) V/Line figures are inclusive of above and below rail maintenance costs
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VICERS: Trial and install a vigilance control system as an
addition to the existing deadman system. Vigilance devices
operate on the principle that a period action taken by the
driver, or driver response to a system prompt such as a visual
or audible warning, provides confidence in the awareness (or
vigilance) of the driver. The main business objective for the
VICERS project is to improve metropolitan rail safety.

11.3 Access for people with disabilities

CCTV: Upgrade analogue CCTV equipment at metropolitan
railway stations to digital recording technology to address
equipment obsolescence.

Victoria’s initial Action Plan for Accessible Public Transport
was released in 1998. This plan was part of the Victorian
Government’s commitment to meeting the Federal Disability
Discrimination Act 1992 and the Federal Disability Standards
for Accessible Public Transport which were subsequently
approved in 2002.

The Government is currently introducing a new smartcard
ticketing system known as myki. This will replace Metcard
and V/Line ticketing systems as well as those for some
major regional bus services. Passengers will touch on and
off with their myki card each time they travel and the system
will automatically calculate the best fare. Benefits reported
from other smartcard systems around the world include
fewer queues at station ticket office windows and improved
passenger access at stations. Myki is now operating on bus
services in Geelong, Ballarat, Bendigo, Seymour, Warragul
and the Latrobe Valley. It will be introduced in Melbourne in
late 2009 and on V/Line services in 2010.

11.2 Train stabling and maintenance
Key considerations for the management of the train fleets into
the future include:
• The expanding fleet size
• The number of kilometres operated by the fleet continuing
to increase
• More modern trains having different maintenance and
operating requirements from the older fleet
Maintenance and stabling facilities are being improved to
meet future demands.
Connex and MainCo have undertaken a comprehensive
review of the maintenance facilities required to support the
expanding timetable, which operates more than 35 million
fleet kilometres per year (as against 30 million kilometres four
years ago). New facilities are being located so as to maximise
the efficiency of the discrete operating groups identified in
Section 4. The operation of the system will be progressively
simplified as a result.
Additional carriages have been accommodated to date
through better utilisation of existing stabling and maintenance
facilities. Planning is proceeding to identify future needs.

It is important that all Victorians can access public transport
including people with disabilities, the elderly and frail and
parents with prams. Almost 20 per cent of Victorians have a
disability and ageing patterns show that this figure is expected
to increase in the years ahead.

In the years since, the Government and public transport
operators have made good progress towards complying with
the Act and standards.
Specific notable achievements for improving public transport
accessibility include:
• Introducing new fully-compliant trains on the metropolitan
rail system (X’Trapolis and Siemens trains) and on the
regional rail network (VLocity railcars). Other than the
remaining seven Hitachi trains, the metropolitan rail fleet is
fully compliant
• All new works and services coming into operation since
2002 comply in full with the Disability Standards for
Accessible Public Transport
• Jolimont, Southern Cross, Flinders Street and North
Melbourne stations have been upgraded or are undergoing
refurbishment including providing Disability Discrimination
Act (DDA) compliant infrastructure
• Upgrades of metropolitan and regional bus/train
interchanges
• Rolling out a major DDA compliant signage program
throughout the Melbourne metropolitan area
• Rolling out significant annual works programs of other
DDA compliance projects such as improved handrails and
non-slip surfaces on station ramps, installing tactile ground
surface indicators at railway stations and marking of priority
seats at railway stations
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Part 4: Next Steps

12 Our plan
Collectively, the many improvements outlined in the previous
sections have enabled the rail system to cope in very
challenging circumstances. Those circumstances arise from
a massive increase in the usage of the system. People are
flocking to the railway not away from it.
The Government has a comprehensive plan to deal with the
current difficulties and ensure that they are not repeated in the
medium to longer term. Key elements of the plan have been
described in Part 1 above. Other elements are described
below.
Our plan is being, and will continue to be, implemented as
quickly as possible – bearing in mind that it takes two to three
years to construct new infrastructure or bring the first of a new
rolling stock order on stream.

13 The refranchising
process
The current franchise to operate Melbourne’s suburban
train network commenced in April 2004 and expires on 30
November 2009.
The current arrangements have been independently reviewed.
In 2005, the Victorian Auditor-General concluded the franchise
arrangements represent reasonable value for money for
the State, if contracted performance levels are met. In 2007,
a review by Deloitte (commissioned by the Department of
Infrastructure) reported that the performance of the current
operator has been sound when assessed against the 2004
tender evaluation criteria and key performance indicators in
the franchise business plan.
On 25 June 2009, the Government announced Metro Trains
Melbourne (MTM) as the preferred tenderer for the operation
of metropolitan trains under the new franchise, which will
commence in December 2009.

The new operator was selected through an exhaustive and
competitive international tender process that began in 2007.
MTM was identified as providing the best value for Victorian
taxpayers and best able to work with the Government to
transform Melbourne’s rail network into a metro system.
MTM will operate the network for eight years with a contract
option to extend its term for a further seven.
A key element of the new contract is a new Customer Service
Regime which will offer incentives for MTM to improve
customer service announcements, cleanliness, graffiti
removal and increased personal safety on the rail network.
The new train contract will also include a 50 per cent increase
in funding for rail maintenance to ensure the system continues
to operate at peak performance.

14 Frontline staff
DOT, Victoria Police and Connex are working to reduce
the number of antisocial incidents on the train network and
improve safety for passengers.
There are currently over 1,220 frontline staff employed across
the train network – a 35 per cent increase in frontline staff
since November 1998.
These employees provide a reassuring presence on public
transport and offer service information, assistance to people
with disabilities and assistance during special events.
With the support of the Victoria Police, Connex introduced
“intelligence based deployment” for Authorised Officers in
2008. This enables Authorised Officers to be dispatched to an
incident when reported, and to monitor trouble spots on the
network.
As part of the VTP, an extra 50 Transit Safety Police are being
deployed across the public transport network – increasing the
total number of Transit Safety Police to 250.
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Transit Safety Police are Victoria Police members assigned to
the public transport network to ensure the safety and security
of the travelling public. Their increased presence across the
network will improve Victoria Police’s capability to undertake
patrols and investigate public transport crime. As with all
deployments, this process will be guided by the extent of
criminal activity and intelligence material gathered by police,
and will aid in targeting identified problem areas.
Along with railway station upgrades, including high standard
digital Closed Circuit Television (CCTV) and improved lighting,
these additional staff resources will deliver significant safety
benefits across the network.
V/Line has 514 frontline staff, including 245 station staff and
213 conductors. In addition to other duties, conductors
provide frontline customer service to passengers aboard
trains. Included in these figures are nine additional customer
service staff recruited in the first half of 2009 for the Geelong
corridor, which is showing particularly high patronage growth.
In addition to these figures, six Authorised Officers were
employed in late 2008.

15 New trains
The procurement of additional trains and associated facilities
is critical to meeting the demand for more peak services.
As part of the VTP, the Government will increase metropolitan
rail fleet capacity by more than 40 per cent with the purchase
of up to 70 new six-carriage trains. These will be rolled out on
to the network from late 2009.
In December 2007, the Government awarded a contract to
Alstom for the manufacture and supply of 18 new X’Trapolis
trains. The 18 new trains will be delivered in a staged roll-out
program from late 2009 until mid 2011.
On 6 February 2009, the Government announced a new
agreement with Alstom to deliver a further 20 new sixcarriage X’Trapolis trains. This purchase, in addition to the 18
already on order, achieves at least 50 per cent local content
for rail rolling stock. Under the agreement, 19 trains will be
assembled in Ballarat, creating jobs for 50 people.

The Government is committed to acquiring up to a further
32 “new generation trains”. Each of these trains will carry
1,200 passengers, providing a very significant improvement
in network capacity. DOT will go to the market in a two-stage
tender process, for the purchase of these trains (Expressions
of Interest followed by Request for Tender).
Additional V/Line carriages were ordered in October 2006, to
be manufactured by Bombardier in Dandenong, including two
additional two carriage sets for the Stony Point line and
14 intermediate carriages to extend the two-carriage sets to
three-carriage sets. This order was further extended to include
an additional eight carriages. The current procurement of
54 additional trains is expected to be completed by
December 2012.
Under the VTP, the Government will acquire up to an
additional 20 V/Line carriages.

16 Developing a
metro-style train
system for the
21st century
In the VTP, the Government committed to the RRL to provide
a faster connection between Geelong, Ballarat, Bendigo
and Melbourne. The Commonwealth Government has since
announced funding of $3.225 billion for the RRL from the
Building Australia Fund with the Victorian Government funding
the balance.
The RRL is one of the biggest transport projects in Victoria’s
history. The project will build up to 50 kilometres of standalone rail tracks from West Werribee to Melbourne’s Southern
Cross Station via Tarneit and Sunshine – for the first time
separating country train services from the Melbourne
metropolitan rail network.
Once complete, the link will provide capacity for an extra
9,000 regional and suburban passengers every hour, and
allow for additional suburban services on the Werribee,
Sydenham and Craigieburn lines.
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With the extension of the electrified network to Sunbury,
the Sunbury based V/Line trains can be replaced with
metropolitan trains which can carry more than double the
number of passengers. This will also enable more electric
trains to be timetabled on the Sydenham – Sunbury corridor.
Currently platforms are being extended at Marshall, North
Melbourne and South Geelong to support the use of sevencarriage trains servicing Geelong, Ballarat and Bendigo lines.
In addition, $40 million has been committed to development
work for Stage 1 of the Melbourne Metro – a major new rail
tunnel between Dynon in the west and St Kilda Road at
Domain. Stage 2, linking Domain to Caulfield with additional
tracks between Caulfield and Westall, will be considered in
the longer term. Once complete, these projects will boost
capacity by 40,000 passengers an hour.
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