
An Op-Ed Piece by Editor, Max Michell 

FUTURE PROOFING – 

WORDS OR DEEDS? 

Transport networks are complex and dynamic.   What is appropriate or even 

just affordable now may not have much relevance at some future date.  Good 

planning will take into account the future possibilities and allow some freedom 

for future capacity, routing, technical upgrades, communications or whatever 

in line with these prognostications.   Even where there is an identifiable 

incremental cost, it is possible to make provision for the future.  Conversely 

poor planning will be driven by cost imperatives and will ignore (or be unaware 

of) any future implications. 

Way back this aspect may have been somewhat distant, if considered at all. 

The builders of the Bendigo line were unlikely to have given a thought to 160 

km/h running on the wide radius curves they provided.   More likely the riches of the goldfields along with an imported 

English technical heritage was the incentive, but 160 years after the line opened it is still one of the best laid out alignments 

in the country.  Very decidedly this line indeed allowed for the future, even if unintentionally.   In a somewhat different vein 

the decision to make the Trans line between Port Augusta and Kalgoorlie standard gauge, although adjoining railways were 

narrow gauge with broad gauge pretensions, was a far sighted decision that has ongoing implications to this day.  A modern-

day example is the provision on the RRL line between Sunshine and Manor Junction for two additional tracks at some stage 

in the future – if you look under the Anderson Road overbridge at Sunshine you will see a void for the additional lines even 

though there is no immediate plan to build these extra tracks. 

On the other hand there are decisions that have been driven by the cost minimisation mantra of the time but which border on 

a disaster later on.  Not providing gauge convertible concrete sleepers for the RFR project locks the lines concerned 

(Geelong, Ballarat, Bendigo and Traralgon) into broad gauge without an unnecessarily high conversion cost or a technical 

work around (still at far higher cost than the increment for dual gauge sleepers would have been) can be found.  In another 

much earlier example a potential disaster was avoided in NSW by the strength of the Engineer in Chief who stoutly resisted 

attempts to extend horse drawn lines into the country.  Either way this sort of short sightedness, which has been a feature of 

railway investment right from the early days, has been both a cost impost and drag on the rate of technical development of 

rail in this country. 
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It seems that the vast majority of us, the electors rather than the electees, need 

simple sentences and phrases to allow us to understand the complex 

machinations of governing.  Consequently we have the perennial mums and dads 

and more recently jobs and growth as virtual policy announcements.  It now 

seems that the once admirable future proofing is joining this group of much 

abused words.  When a senior bureaucrat is reported to have told a Senate 

Inquiry that $150 million or so of largely accrued maintenance expenditure on the 

Melbourne – Albury line is for future proofing then we can be fairly certain that the 

concept has either very limited understanding among some decision makers, or 

that the words have joined their brethren as simplistic ‘feel good’ terms in the 

contemporary political lexicon.   In a similar vein we find frequent reference to 

future proofing in the flawed business case for the Government’s preferred Inland 

Railway between Melbourne and Brisbane, despite some sections of track not 

even having capacity for the immediate freight task let along any growth in the 

future.  Hardly future proofing; more like cost minimisation. 

The concept of future proofing needs a change of mindset from the traditional near 

enough is good enough to something more akin to what is our problem and how 

do we resolve it type thinking.  Current issues that fail the future proofing test (and 

are mentioned in the Presidential Words in this Newspost) are the assumption that 

a suburban type rail link to Melbourne Airport will meet the needs of the Airport 

without impinging on concurrent suburban rail capacity, and the assumption that a 

high capacity ‘suburban’ type diesel multiple unit train will meet the suburban 

needs of the growing fringe of Melbourne as well as the inter-city travellers who 

use the same route but travel far further.  Neither of these projects, as they are 

currently postulated, stands up to much rigorous scrutiny if realistic future 

demographic and public transport data is applied to them.  The alternatives, as 

developed by RFI, deal with the future in a manageable way and in fact bring 

together a series of developing problem issues into comprehensive solutions. 

In the end future proofing is not words, it is doing.  The difficulty comes in 

the initial stages when lack of foresight and vision cloud the real issues 

surrounding the problem that is supposed to be resolved.  In such cases the 

doing is all too late – the damage has been done by the time the doing has 

reached a reasonably complete stage.  It is only by rigorous application of good 

planning and analysis that such pitfalls can be avoided.  That is part of RFI’s 

remit. 

Coming 
Events… 

Rail Futures 
Meetings… 
Our meetings are held on the last 

Friday of each second month. 

Usually we meet at RMIT City 

Campus, Building 15, Level 3. The 

Fig Tree Room is adjacent to the 

courtyard behind the Old 

Melbourne Gaol. 

All welcome. 

The next meetings will be – from 

12.10 to 14.00 on 

Friday 28th  April; 

Friday 30th June 

Friday 25th August 

Friday 27th October 

Each meeting and function will be 

advised to members on a separate 

email closer to the actual date(s) 

The Rail Futures team visited Shepparton to talk to the Committee for Greater 
Shepparton about passenger service improvements.  One of many visits to similar 
organizations around Victoria. 

Welcome New Members!

As an independent, membership 

based organisation, members are 

our lifeblood. Welcome to all our 

new members - 

Jeremy Bostock, Stuart Bryce, 

Clyde Croft, Sean Deaney, 

Bernadette George, Peter Hill, 

Ned Meehan, Phillip Miller and 

John O'Brien. 

We look forward to welcoming you 

to our activities, and value your 

contributions, one and all. 



Want a quick 
trip? 

Get an A2! 

Legendary rail expert J C 

M Rolland wrote to the 

Melbourne Argus in 

October 1927, with split 

second timings for two 

ordinary trips from 

Melbourne to Geelong on 

the Geelong Flier, headed 

by A2 885, a locomotive 

built in 1913. 

The Geelong line at that 
time had a permitted 
maximum speed of 
60mph.

The first trip took 53.5 
minutes; the second took 

53 minutes 35 seconds - 
an average speed of just 
under 51mph. 

Quicker than the fastest 

today - although much of 
the line now has a 
maximum permitted 
speed of 160km/h 
(100mph) and uses high 
performance DMUs.  

We know it's 8km further 
via Regional Rail Link.  
But it's 90 years on, and 
yet only one service 
(1741 from Southern 
Cross) achieves a 54 
minute schedule - an 
average speed of 90km/h 
(56mph).   

Go figure!. 

Eric Keys leading our Metro 
Train project 

WORK IN PROGRESS – RFI METROPOLITAN RAIL 
PLAN 

RFI has established a small but talented working group to progress the development 

of a metropolitan rail plan.  

The recently released Plan Melbourne highlights again that Melbourne has no vision 

for the transport network beyond those projects that are currently under way.  Time 

and again we are reminded of the huge challenge the city faces as the population 

swells towards 8 million and yet there is no obvious strategy or plan to guide the 

needed transport investment.  RFI sees this planning void as a risk to 

Melbourne’s much cherished liveability and intends to do something about it. 

Our aim is to see the RFI Metro Rail Plan (including both heavy and light 

rail) developed over this calendar year.  This will provide the RFI with a platform to 

brief and inform stakeholders in the lead up to 2018 state election.  The group is being 

convened by Eric Keys and anyone interested should contact him 

directly at eric@keysconsulting.com.au. Further updates will be provided through 

the newsletter and members will have opportunity to comment on drafts of the 

plan as it becomes available. 

Eric Keys, Convenor 

mailto:eric@keysconsulting.com.au


From the President, John Hearsch... 

This is the first of what we plan to be a regular bi-monthly newsletter for RFI 

members, coordinated by Editor and happy recent refugee from across our 

northern state border, Max Michell.  Through this medium, as well as a 

revamped website which Treasurer Graeme Macmillan is seeking to arrange, 

we hope to keep RFI members both updated and engaged in our ongoing 

work involving research, preparation of major papers and advocacy. 

In this issue, we’ll tell you about our recent advocacy involvement and the 

work now getting underway under the leadership of Eric Keys, to prepare a 

major paper on future strategy for our metropolitan heavy rail, light rail and 

tram networks.  This in the context of the support needed for a State 

population of around 10 million by mid-century.  We’ll also remind you about 

forthcoming meeting dates and welcome new members to the fold. 

It’s some time since we gave all RFI members an update on current 

happenings in the rail advocacy space.  Following our most successful third Christmas event on 9 th December 

last, much has occurred.  Just before Christmas, we forwarded our 2017/18 State Budget submission to the 

Government and subsequently to the leaders of the other political parties.  Some highlights of the submission 

(previously distributed to all members) included proposals to fund the following projects: 

Electrification of RRL lines Southern Cross to Wyndham Vale 

Track duplication South Geelong to Waurn Ponds 

A new crossing loop at Boorcan on the Warrnambool line 

Track and level crossing upgrading Seymour to Shepparton to enable VLocity operation 

Track duplication Dandenong to Cranbourne 

Track duplication Bunyip to Longwarry 

Extended crossing loop and second platform at Morwell 

Replacement of the Avon River bridge at Stratford 

Additional High Capacity Metro Trains to service the Wyndham growth area 

40 to 50 non-powered VLocity cars to enable operation of 3, 4, 6, 7 or 8-car consists 

80 to 96 cars (16 sets) for New Generation long distance regional trains 

Tram service infrastructure efficiency improvements 

In addition, we recommended funding be provided for various planning studies including: 

Development of the Corio Parkway station 

A major new public transport complex at Latrobe Central, near Traralgon 

Werribee to Wyndham Vale rail connection 

Cranbourne to Clyde extension 

Dandenong Rail Corridor additional express tracks 

Several tram route extensions 

In the last two years, a number of our recommended projects have been funded in the State Budget.  We are 

hopeful of a similar outcome this year when the Budget is presented on 2nd May. 

In early February we commenced a low key campaign in the Geelong area to address the increasingly serious 

overcrowding on Geelong line services, largely brought about by rapid patronage growth at the new RRL stations 

at Tarneit and Wyndham Vale, and with more new stations to come.  In effect, any benefits of the $4 billion RRL 

project were being rapidly negated in the eyes of Geelong commuters – the RRL within 18 months had become a 

victim of its own success!   



The suggested Government response was to acquire a fleet of so-called “new generation high capacity regional trains” –

effectively a diesel version of a suburban train which promised fewer and less comfortable seats and room for lots of

standees.  Thus, the Geelong line was to be conflated between a proper quality regional service and a crush loaded

suburban service.  The same was being contemplated for the Ballarat line to overcome the rapid growth in patronage from 

the outer suburban and peri-urban areas on that corridor.  This would be a serious case of short-term rolling stock fleet 

expediency trumping sound long term network strategy.

We advocated strongly against this approach which would effectively be a race to the bottom in terms of service quality and 

amenity.  In the process we gained strong support from the G21 Group of Geelong Region Councils who are 

determined not to allow Geelong to simply become another part of Melbourne’s ever increasing sprawl.  Instead, we 

recommended a continuing strategy to fully separate regional and metropolitan services and infrastructure – in this case by 

electrifying the RRL lines from Southern Cross to Wyndham Vale in the first instance and later linking it to Werribee to form 

an extended Cross-City Group metro service.  By using land set aside at Wyndham Vale for the purpose, a major 

stabling and maintenance facility could be developed there, thus solving a major challenge in finding sufficient stabling 

capacity to support a standalone Cross-City Group after Melbourne Metro has been completed. 

For Geelong passengers, our recommended approach was to acquire additional trailer cars to increase a least half of the 

VLocity fleet from 3-car to 4-car sets, thus enabling operation of consists up to 8 cars which would enable much better 

matching of capacity with demand.  An 8-car VLocity consist would have around 624 seats, a 40% increase on a 6-car 

consist.  With suburban passengers removed from Geelong trains, and progressive addition of express tracks on the RRL 

corridor between Deer Park and Wyndham Vale to enable faster trip times, this would meet the forecast needs of Geelong 

passengers for at least another 15 years.  With our advocacy efforts continuing in this space (including with the relevant 

authorities), time will tell whether common sense and some political nous will prevail.

During March and into April, we have stepped up our advocacy messaging and direct communication in relation to our overall 

InterCity development strategy and to gain stronger support for our essential building block for a reconfigured regional 

network comprising an independent high quality railway from Southern Cross to Melbourne Airport with subsequent ‘Y’ 

connections to Clarkefield on the Bendigo line and Wallan on the north-eastern corridor.  The new CBD to Airport line would 

provide an end-to-end trip time of 15 minutes or less, stopping only at Sunshine, and with services operating every 10 

minutes, day and night.  This would provide direct access between the Airport, the CBD and the Bendigo and north-eastern 

regional corridors.  A maximum of one change would be required to access the remainder of the State and every other 

regional corridor, i.e. at Sunshine for the Geelong and Ballarat lines and the Melbourne Metro corridor and at Southern Cross 

for all other metropolitan lines and for Gippsland. 

Apart from the time saving and connectivity benefits this would offer, it would also overcome the otherwise intractable 

problem of continued mixing of suburban and regional traffic between Sunshine and Sunbury and over the entirety of the 

Craigieburn line.  Coupled with a similar longer term strategy for the Geelong and Ballarat lines (parts of which were 

described above), this would permanently fix this issue on all regional corridors, other than the Gippsland line, for which a 

different strategy should apply.. 

In pursuit of the prospective benefits an upgraded regional network and the initial Airport line development would bring, we 

have organised numerous discussions and presentations to Ministers and Members of State Parliament from both sides of 

the political spectrum together with meetings with groups of metropolitan and regional Councils and other organisations 

such as the Victorian Planning Authority and management/owners of the Melbourne Airport Corporation and Southern 

Cross Station company.  We were also invited to present our proposals at the recent Victorian Transport Infrastructure 

Conference held in the Melbourne Convention Centre . 

Further meetings are scheduled, for example with the RACV and Committee for Melbourne.  To date, our proposals have 
mostly been warmly received by these bodies and individuals and, in some cases, enthusiastically so.  During this period, our 
Publicist, Max Berry was busy putting out media releases re the Airport railway and an attached set of questions and 
answers.

Very recently, the opportunity arose to also brief Ministers of the Turnbull Federal Government regarding our proposals.  We 
would like to think that this was at least partly influential in last Friday week’s announcements from Canberra in support both 
of some regional passenger network enhancements and for a major feasibility study of the Melbourne Airport railway. 
Hopefully, these initiatives will be confirmed in some Federal Budget funding allocations when it is brought down on 9th May. 



To some, it may seem surprising that the State Government has so far declined to endorse the Commonwealth’s 

apparent largesse in this area.  Apart from the obvious perception that this might be a case of the Commonwealth trying 

to change established State priorities, it principally reflects the reality that the Commonwealth is yet to offer a single dollar to 

support the State’s signature public transport project – Melbourne Metro, which thankfully, is now well into serious 

construction mode.  Nonetheless, we remain hopeful that the Victorian Government will soon accept the need to move this 
project forward.

An important aspect of our advocacy for the Airport railway is the long lead time that will be involved in its 

implementation, once there is a measure of agreement between the State and Commonwealth and potential private sector 

participants as to the way forward.  With good intent, that process alone may take a further 1-2 years.  We estimate that 4 

years will then be required to undertake investigations, preliminary design, gain necessary approvals, complete 

procurement documentation, tendering, arranging the required funding and getting contracts in place.  A further 4 years 

would be required for construction, including around 13km of tunnelling.   

There is a wide consensus that the current widening of the Tullamarine Freeway will have a practical life of only 5 to 8 years 

before it is once again at capacity.  By 2030, Melbourne Airport management estimates its passenger throughput will 

have increased from 34 million per annum currently to around 60 million and considers that the railway will have become 

absolutely essential by that time.  Hence our advocacy that time is short and serious planning needs to get underway now. 

Realistically, there will only be one opportunity to build this project and to get it right.  It must be done in ways which will be 

attractive to users and competitive with private car or taxi travel, and not be restricted to a link with the CBD.  It will 

be expensive to build, but the infrastructure will have a useful life of 100 years or more.  It will bring Melbourne 

Airport ’s transport links to the standard seen at many of the world’s best airports including Hong Kong, Tokyo, Toronto, 

London, Paris, Zurich, Frankfurt, Oslo and Stockholm.   

If our proposals ultimately materialise, inclusive of the Airport railway and its extended links, the relevant parts of 

the metropolitan and inner regional networks would eventually resemble that shown in the schematic diagram below: 



Contact Us 

Give us a call for more 

information about our ser-

vices and products  

Northwind Traders 

4567 Main Street 

Raleigh, NC 02134-0000 

(555) 555-0123

email@sample.com 

Visit us on the web at 

www.northwind.com 

Back Cover Story Headline 
Use paragraphs often. A wall of white text makes it hard for the reader to skim a 

story and find a way to quickly drop in and out of your content. White space gives 

the user an opening into your information. Don’t be afraid to leave spaces open. 

You might also designate a consistent spot on the page for lighter, or more editori-

al content. That way the reader always knows where to look for a certain type of 

content. 

Most  successful publications include a mix of content types to satisfy a wide 

range of tastes. Consider putting your most serious content on the front page, and 

your lighter content inside. 

It’s called a story for a reason 
Integrate frequent headlines to announce different sections of your story. Consider 

writing your content in a personal tone, in the same way you might talk to some-

one sitting across from you at a restaurant. 

Not as Quick as you’d 
expect! 
Could a Bullet Train hold the solution for the short commuting 

distances in Victoria’s regions?  You’d think that a 500 km/h 
maglev train would be just the thing —13 minutes Geelong to the 

CBD?  Sounds good?  

But try simulating current High Speed and DMU trains over the 
original 73km distance, allow two intermediate stops and assume  
a new largely unconstrained alignment.  These are the results - 

• A TGV Duplex—200 metres long — and allowed to run at 
300km/h would need 11800 hp, convey 512 passengers, 

and take 1210 kwh of energy to deliver people to Geelong in 

25 minutes

• Current 6-car VLocity units with 4500 hp —156 metres long 
— and running at 160km/h, convey 444 passengers, and 

use 522 kwh of energy.  It could deliver people to Geelong 

in 34 minutes

• An upgraded 200 km/h version of the 6-car VLocity would 
require 5400 hp, use 635 kwh of energy and deliver people 

in 30 minutes 

A major factor is that a 300 km/h train like the TGV needs more 

than 25 km between stops to achieve 300 km/h. 

PLACE 
STAMP 
HERE 

Northwind Traders brings you the world 

Contact Rail Futures 

Contribute to the Newsletter! 

- Email Editor  Max Michell –
max412@gmail.com

Join  or Donate to Rail Futures or 

advise change of address- 

- Email Treasurer Graeme Macmillan, 
Graeme.macmillan@ciptanet.com

General Enquiries- 

- Email Secretary Bill Russell,
ewrussell@ hotmail.com 

or phone 0408 005 558 

Web: www.railfutures.org.au 

mailto:info@victransport.com.au



