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Good afternoon.

Thank you for the opportunity to address the Forum today.

When I spoke to you last November, the Victorian Transport Plan had 
yet to be released.

At that event, I talked about current roads projects and also some of 
the thinking behind Freight Futures, the Victorian Government’s 
freight strategy.

So I’d like to use today’s opportunity to share with you some of the 
detail of both the Victorian Transport Plan and Freight Futures.
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But I want to begin with some of the broader issues behind both 
strategies.

About the way we have developed strategies for both individual 
transport and freight transport that integrate all modes of travel.

I want to dispel any myth that the Victorian Transport Plan or Freight 
Futures favours one mode over another.

I want to move the debate about transport modes away from an 
either-or argument;
away from spurious conspiracies about the role of so-called roads 
lobbies;
away from notions that we can or should wean whole communities off 
their desire for personal mobility;
and away from specious and repetitive arguments that contend we 
can quickly move the vast bulk of our metropolitan freight task to rail.
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Humanity might have relied on roads for commerce and 
communication since the days of the Roman Empire, but too often I 
hear that roads are yesterday’s mode;
that their time has come;
that they’re an anachronism in a world that can somehow move its
population effortlessly on public transport and its freight seamlessly 
on rail.

As I have said in the past, the road-versus-rail debate is not one I 
enjoy. It’s not one I choose to engage in.

I do not believe the modes are in contest.

I do not believe there is anything to be gained by taking sides in a 
debate that too often fails to take into account the primacy of free 
choice;
that fails to take into account the complexities of the logistics network;
and fails to take into account role the free market plays in determining 
modal choice.

And that philosophy is one of the reasons this Government has made 
spending on outer arterial roads a priority since coming to office.

This government has completed 57 projects in outer metropolitan 
areas since 1999 – that’s a big number by the standards of previous 
governments.
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And the reason we have spent this money is because this 
government is a government dedicated to providing choice in relation 
to where and how people live.

It certainly does not try to discriminate against those who opt for the 
Australian dream – those who buy a home in the outer metropolitan 
areas of the city.

People want to live in houses; they want to live in houses with 
backyards; in many cases, they are prepared to sacrifice proximity to 
the CBD in return for fulfilling these fundamental desires.

Building a home on a new estate is a choice that people make and
one that this Government supports - for despite the efforts of 
successive governments to encourage higher population densities 
and restrict outward growth, Melbourne’s geographic footprint 
continues to spread.

Those moving to these new estates – and there are thousands in my 
electorate of Tarneit alone – are making a personal choice and 
they’re making an economic choice.

Market forces dictate that the only place that many of these aspirants 
can satisfy their desires for a house with a back yard is on less 
expensive land on the city’s fringe.
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Transport mode share in Melbourne 1994-1999
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So what sort of city do these forces create?

When we allow personal choice to be the driving force behind where 
and how people live, we ultimately end up with a city with low 
population density.

A city where public transport will not receive the critical mass it needs 
to be at its most efficient and effective.

A city where private car travel becomes a dominant travel mode.

A city where its inhabitants make 80 per cent of their trips by private 
car.

Because to drip-feed road funding or to impose a freeze on all new 
roads as a means of re-shaping the city is to effectively deny mobility 
to the residents of the vast bulk of our outer suburbs.

And that’s a form of social engineering I am not prepared to engage 
in and certainly not a strategy this government is prepared to engage 
in.

We will offer the community choice of mode – as we have done in the 
$38 billion Victorian Transport Plan.

But we will not dictate.
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Of course, there is another, more critical use of roads that struggles 
to attract the attention it deserves.

I’m talking here about the use of roads for the movement of freight.

The Victorian freight and logistics sector accounts for 14.7 per cent of 
gross state product – it’s bigger than manufacturing at 14 per cent, 
bigger than health and education at 13 per cent and bigger than 
wholesale and retail at 12 per cent.

And yet it finds itself under siege.

It might put food on our tables and clothes on our back, yet it 
struggles to find acceptance – let alone affection - in the wider 
community.

And I think part of the reason for that is that the freight industry – road 
freight in particular – is an industry that is so much in the public eye.

The automatic response to trucks on the road is that such freight 
should be on rail – ignoring the fact that the freight might be headed 
from a Distribution Centre in Mulgrave to a supermarket in Pascoe 
Vale.
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Victoria’s total freight task across all modes
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Yes, there are more trucks on the road. But that’s because the freight 
task in Victoria is expanding. It’s expected to almost double between 
now and 2030. 

And that’s because the population is growing – and at it’s most basic, 
a growing population will generate a bigger freight task. 

However, there are also other, more complex forces at play.

These forces include globalization and international trade, the trend 
towards outsourcing of non-core activities like logistics, the trend 
towards smaller, more frequent shipment, also known as just-in-time; 
and the customer’s expectation of getting the right product as quickly 
as possible.

And these aren’t just abstract economic or academic trends I’m 
talking about. All of them are developments in freight and logistics 
that have contributed to the prosperity this state has enjoyed.
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Most of the growth in freight is expected to be in non-bulk freight

80 per cent of freight travels less than 100 kilometres

Less than 15 per cent of Australia’s freight is contestable

Most of the projected growth in road freight to 2020 will be in non-bulk 
freight, and it’s in non-bulk freight where rail is almost entirely 
unsuited. 

(click)

Furthermore, 80 per cent of freight travels less than 100 kilometres, 
so the image of road transport as being the sole domain of interstate 
freight is something of a myth.

So given that the growth in freight volumes is occurring in non-bulk 
freight, and 80 per cent of freight travels less than 100 kilometres, the 
indications are that road will continue to be quite dominant.

(click)

The Australian Productivity Commission suggested in 2007 that less 
than 15 per cent of current road freight is contestable – that is, 
suitable for carriage on either road or rail.

That means 85 per cent of the freight task is specifically suited to rail 
or specifically suited to road, and competition between the two modes 
is largely wasted effort and energy.

Frozen food travelling from a distribution centre to a supermarket will 
never be suited to rail.

Beer from a brewery to a pub will never be suited to rail.

Plastic mouldings travelling from a third-party supplier on one side of 
town to a manufacturer’s production line will on the other side the city 
will never be suited to rail.
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This graph illustrates that lack of contestability.

In effect, it’s saying that in transport cost per unit, a shorter distance 
favours road, medium distance favours rail and longer distance 
favours seafreight.

(click)

So unless you’re moving a container or a bulk commodity, you would 
find road more economical for distances less than about 800 
kilometres.

Now, there are clearly instances in Australia where road is still clearly 
more economical than rail beyond 800 kilometres, but I’m confident 
that investment in rail by the Victorian Government and also the
investment in rail by the Federal Government via the ARTC will see 
that relationship between cost, distance and mode fall somewhere
closer to where it is on the graph.
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Victorian freight mode share 
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This is Victoria’s mode share and it reflects the fact that so little 
of our freight is carried in bulk.

With high population density and more containerised exports 
than bulk exports, Victoria has a high reliance on road 
transport.

In Melbourne, all our freight is carried on road. The focus, 
therefore, for modal competition, is in the area of non-urban 
freight. 

I should note at this point that in the rest of Australia, rail 
dominates the  freight task in pure tonnage alone. High-volume 
bulk commodities such as ore and grain carried over very long 
distances are unsuited to road transport.

According to the Australasian Railway Association, all iron ore 
haulage, 80 percent of total coal production and 70 per cent of 
total grain production is carried by rail.

So Victoria does not share the wider national freight picture.

Victoria is more dependent on road transport.
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According to the National Transport Commission, road freight 
efficiency for articulated trucks increased steadily between 1995 and 
2003, peaking at a payload of just under 25 tonnes per trip in 2003.

Much of this efficiency gain was the result of the increased 
penetration of B-doubles in the national heavy vehicle fleet.

But it has since stagnated at this level.

Which means unless we do something, the growth of freight-carrying 
vehicles on Victoria’s roads will be exponential.

More on that later.
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Victoria’s share of Commonwealth roads funding
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Victoria has long been deprived of the level of infrastructure funding 
enjoyed by other states.

Despite having 25 per cent of the nation’s population, Victoria has 
never enjoyed 25 per cent of Federal roads funding.

During the 1980s and 1990s, Victoria received around 21 per cent of 
the total pool of Commonwealth roads funds. 

(click)

However, by 1999 and 2000, this had dropped to 16 per cent and 
even as low as 15 per cent.

(click)

That result improved only marginally with the announcement of 
AusLink 1 in 2004.

However, a new five-year agreement with the Commonwealth will 
deliver Victoria an improved share of Federal transport infrastructure 
funds. AusLink’s successor, the Nation Building Program, includes a 
$3 billion Commonwealth contribution. The important thing about that 
$3 billion contribution is that it is an outstanding outcome for Victoria 
at 20.4 per cent of the national share.

(Had the previous Federal Liberal-National government  been 
elected, Victoria would have received just 10.9 per cent of Federal 
allocations.)
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Transport infrastructure spending in Victoria
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That shortfall in funding I mentioned has been made up in state 
funding. As this slide attests, the Victorian Government has boosted 
spending on transport significantly since 1999.

In fact, much of the dividend of 10 years of economic growth in 
Victoria has been put toward building transport infrastructure.

Any suggestions that transport congestion has resulted from a lack of 
investment is simply untrue.
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Road improvement and maintenance expenditure
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Road improvement and maintenance expenditure has also risen 
progressively since 1999.
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But despite all these projects and record government spending on
transport infrastructure, congestion continues to dog our commuter, 
business and freight transport.

And this is where the Victorian Transport Plan fits in.

It’s a continuation of this Government’s commitment to transport
infrastructure in this state, but it ups the ante.

It’s unprecedented in scope and scale with more than $38 billion in 
projects and initiatives.

And it sets clear strategic directions and outlines a pipeline of projects 
to 2020 and beyond. 
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The biggest infrastructure program in Victoria’s history

Adds almost 1 per cent of gross state product

Creates up to 10,000 jobs per year, leading to
more than 100,000 jobs over the next 12 years.

It’s the biggest infrastructure program in Victoria's history - bigger 
than the Snowy Hydro Scheme, which was $6-8 billion in today’s 
dollars.

A project that took 25 years to build between 1949 and 1974.

Our transport investments over the next 12 years will be at least 
4 ½ times the size of the Snowy Hydro Scheme – and it will be 
delivered in half the time.

(click)

Our plan is so big that it adds almost 1 per cent of gross state
product.

(click)

And so all-encompassing that it will create up to 10,000 jobs per year, 
leading to more  than 100,000 jobs over the next 12 years
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One of the major projects that will help the Victorian Transport Plan 
achieve its aims is a $2.5 billion road tunnel from the Port to Geelong 
Road, providing the all-important alternate route to the West identified 
as a priority by Sir Rod Eddington in his report.

It will link Footscray Road and Dynon Road with Geelong Road, not 
only improving links with the west, but also providing a key 
component of the Truck Action Plan, which I will cover later in the 
presentation.
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In the north east of Melbourne, we will spend $6 billion completing the 
link in Melbourne’s orbital road system, and free Melbourne’s north-
eastern suburbs of traffic trying to reach the east and south-east.

The plan for the North-East Link includes a tunnel between Lower 
Plenty Road and the Eastern Freeway.
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Another is the Peninsula Link.

A $750 million bypass linking EastLink at Carrum Downs with the 
beginning of the Mornington Peninsula Freeway at Mount Martha.

This 25-kilometre four-lane roadway will ease the bottleneck in 
Frankston and get traffic out of residential areas, and I expect to see 
the EOI on this project very soon.
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Springvale South
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The Dingley Arterial will link the southern end of Westall Road with 
the recently completed Dandenong Bypass, not only easing 
congestion in the area but also providing an important freight route to 
one of Melbourne’s key industrial zones.
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CBD
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We will explore the potential for grade separations of key junctions on 
Hoddle Street.

Hoddle Street is particularly affected by the amount traffic using 
Johnston Street, Victoria Parade and Wellington Parade.

At this stage we haven’t identified which intersections will be treated, 
but our ultimate aim is to improve traffic flows to and from the Eastern 
Freeway.
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Nunawading

Springvale Road
grade separation

The Victorian Transport Plan includes a project designed to free up 
one of Melbourne’s notorious bottlenecks.

The Springvale Road rail crossing in Nunawading will be grade-
separated, improving mobility on one of Melbourne’s key arterials.

It’s part of a $440 million package to fund grade separations of level 
crossings at critical locations throughout Melbourne.
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And in Keilor North, we’ll get some Federal assistance to alleviate a 
blackspot on the Calder Freeway and at the same time improve 
access to the Calder Freeway for residents of Taylors Lakes.
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Peninsula Link

North East Link

Alternative to West Gate

Hoddle Street grade separation

Many of these projects in the Victorian Transport Plan are linked to 
existing or future roads projects.

There’s the Peninsula Link, in the city’s south east.

(click)

The North-East Link, which closes the gap in Melbourne’s ring road 
network.

(click)

The upgrade of Hoddle Street to the immediate east of the CBD.

(click)

And the construction of an alternative to the West Gate Bridge which 
will link the Port with the Western Ring Road.
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Outer Metropolitan Ring Road

E6 Corridor

We are also looking beyond the life of the Victorian Transport Plan, to 
projects such as the Outer Metropolitan Ring Corridor to link 
Wyndham with Donnybrook

(click)

The proposed E6 and the North East Link will connect with EastLink
to provide access to the south-east of the city, which also includes the 
proposed Peninsula Link.
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Geelong Ring Road
Corio to Waurn Ponds

Nagambie Bypass
Goulburn Valley Highway

Princes Highway East duplication
Traralgon to Sale

Colac-Lavers Hill Road
Route improvements

Western Highway re-alignment
Melton to Bacchus Marsh

Western Highway duplication
Ballarat to Stawell

Other major regional investments include:

(click on each)

firstly, the Geelong Ring Road

the bypass of Nagambie on the Goulburn Valley Highway

the duplication of Princes Highway East from Traralgon to Sale

the upgrade of the Colac-Lavers Hill Road

the realignment of the Western Highway at Anthony’s Cutting 
between Melton and Bacchus Marsh

and the duplication of the Western Highway from Ballarat to Stawell

As well as $1.2 billion in funding for Better Regional Roads to 
undertake practical measures like shoulder sealing, rest areas, 
overtaking lanes, road widening and lane duplication.
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Of course, there are lots of opportunities to improve the operation of 
the road system, not all of which include building new roads.

It’s becoming increasingly important to give priority to certain types of 
traffic.

In the same way as public transport vehicles, such as buses and 
trams, are given priority on the Principal Public Transport Network, 
we may see trucks given priority on the Principal Freight Network at 
certain times, especially during off-peak and inter-peak periods 
through relatively simple means like signalling and signage.

VicRoads is in the process of developing Network Operating Plans
across metropolitan Melbourne. Road Use Hierarchy maps are being
drawn up to allocate priorities for arterial roads and some key local 
roads.

Some roads will be nominated as priority bus or tram routes, sections 
of certain roads will have pedestrian priority, and others will be 
designated as preferred traffic routes.

On these preferred traffic routes, freight priority will be a key 
consideration.
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Up to 270 new low-floor
buses

$360 million
Doncaster Area Rapid Transit

Up to 50 new low-floor
trams

$110 million worth of 
new cycle paths

The road component of the Victorian Transport Plan also includes
funding for 270 new low floor buses;

(click)

The $360 million Doncaster Area Rapid Transit will provide services 
between the CBD and Doncaster on four major routes every 10 
minutes from 2011.

(click)

There will be a $1.5 billion investment in up to 50 new low-floor trams.

(click)

As well as a big boost for cycling. Because with the right 
infrastructure, it’s estimated that up to 15,000 more commuters could 
be encouraged to walk or cycle to work. That’s the equivalent of
12,000 cars, 110 trams or 19 trains. So $115 million will be invested 
as part of our new cycling strategy to encourage the take up of the 
sustainable two-wheel option across the state.
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Removing up to 70 per cent
of traffic from Francis Street

and Somerville Road

Truck Action Plan Stage 1

New on/off ramps

Another element of the Victorian Transport Plan that will provide a big 
boost to the liveability of the city’s inner west is the Truck Action Plan.

It’s designed to reduce the number of trucks using residential routes 
through the inner west.

Stage 1 of the Truck Action Plan will incorporate new on/off ramps 
connecting the West Gate Freeway to Hyde Street. 

(click)

This alone is expected to remove up to 70 per cent of truck traffic 
from Francis Street and Somerville Road – that’s 5000 trucks per day 
or 1.2 million per year.
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Expanded restrictions
on heavy vehicles

Sunshine Road, Dempster Street
and Paramount Road upgrade

Truck Action Plan Stage 2

Stage 2 will see upgrades of Sunshine Road, Dempster Street and 
Paramount Road;

(click)

And progressive increases in restrictions on heavy vehicle 
movements in residential areas of Francis Street and Somerville 
Road as new infrastructure is commissioned.

(click)

Which means trucks will divert around Seddon and West Footscray 
using the new road tunnel and the upgraded routes.
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I want to talk now about Freight Futures, a strategy to meet the 
challenge of Victoria’s rapidly increasing freight task.

It’s a strategy that seeks to increase the freight-carrying capability of 
our road, rail and sea-freight networks, fundamentally by identifying 
where those networks are and committing resources to them.
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Fundamentally, Freight Futures tries to organise the freight task, to 
plot a course that will move freight around the city and the state in a 
manner that encourages efficiency while maintaining amenity.

It creates what we are calling the Principal Freight Network.

It nominates those road and rail lines that have been identified as the 
best conduits for Victoria’s freight, taking into account all the factors 
that determine freight flows, from the source and destination of our 
freight to the condition of the infrastructure to concerns like residential 
amenity.

On the slide you can see on the screen, the road component of the 
network is marked in pink, while the rail component is marked in blue.
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The Principal Freight Network will connect what we are calling freight 
activity centres, a catch-all term for ports, airports, intermodal 
terminals or any centres where large volumes of freight are 
generated.

Like the Principal Freight Network, we will recognise Freight Activity 
Centres in the Victoria Planning Provisions and planning schemes
and apply zonings as needed.

These zonings will give freight operators the confidence they need to 
plan and invest in the warehousing and freight infrastructure so vital 
to carrying out the freight task.
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A Metropolitan
Freight Terminal Network

Freight Futures will also drive the establishment of the Metropolitan 
Freight Terminal Network, a critical component of the Principal 
Freight Network in the metropolitan area.
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Open-access freight terminals

Wyndham

South-east

Donnybrook

We will begin this process by establishing three open-access freight 
terminals in outer Melbourne, applying zonings to each of them and 
ensuring they are protected in the planning provisions.
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Initially, these freight terminals might serve solely as locations where 
containers can be transferred from High Productivity Freight Vehicles 
– initially, Longer B-doubles operating on restricted routes - to semi-
trailers or rigid trucks for local distribution.
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So the freight terminals might initially look something like this –
sealed areas on public land where containers can be staged before 
delivery to their final location.

And I would expect that these containers would be delivered to the 
terminals after hours, one of the ways we can make more efficient 
use of the Principal Freight Network.



38

Port HPFV

Freight terminal Local distribution

I foresee it initially working something like this.

The container is delivered from the port to the freight terminal on 
HPFV where it is either stored overnight for next-day transfer to a 
semi-trailer or rigid for delivery to its final destination.
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Eventually, these freight terminals will develop into logistics cities, 
areas where all the support structures the logistics industry needs to 
achieve the task are available nearby.

And I’m talking about everything from truck workshops and empty 
container parks to freight brokers to retail outlets selling safety vests 
and load binders.
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Eventually, these high-capacity routes will generate sufficient volume 
of freight to potentially justify metro rail shuttles.

And trains are the ultimate HPFV – they produce less CO2, generate 
less noise and use less energy per tonne shifted than any other mode 
of land transport.
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Port Metro rail 
shuttle

Freight terminal Local distribution

When that occurs, the network will operate something like this.

The container is delivered from the port to the freight terminal on a 
metro rail shuttle where it is transferred to a semi-trailer or rigid for 
delivery to its final destination.

Apart from the obvious efficiencies in using rail for high volumes of 
freight, such an operation also reduces the number of truck 
movements needed in the inner-city and port area.
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Major Transport Projects
Facilitation Bill

I want to move now to the way we will deliver Freight Futures and the 
Victorian Transport Plan. One of the pieces of legislation that will help 
do this is the Major Transport Projects Facilitation Bill.

It’s a bill that will provide a more certain process for major transport 
projects. 

Declared projects will be approved and delivered faster and at a lower 
cost.

At the same time, the process will be more transparent, there will be 
no loss of consultation opportunities, and regulatory standards will be 
maintained.

The certainty provided by the new streamlined process will reduce 
risk and position Victoria as an increasingly attractive place to invest.
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A multitude of approvals and assessments is required

Under the current project approval process . . . 

A number of different entities is involved in decision-making

(click)

It currently takes too long to assess, approve and deliver major
transport projects.

For example, the Flora and Fauna Guarantee Act and some of the 
provisions of the planning schemes covering native vegetation can 
consider the same matter.  

So it is possible that a project could trigger up to 15 separate
approvals. 

(click)

Also, a number of different agencies are involved in decision-making 
for the various approvals.  This can put the project at risk of 
inconsistent decisions or require a proponent to ‘double-up’ on 
approvals.
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Under the current project approval process . . . 

Many agencies have expertise in relation to aspects of
the same subject matter

Much subject matter is regulated under both State and
Commonwealth legislation

(click)

Many agencies have expertise in relation to aspects of the same 
subject matter:  for example, the Department of Sustainability and 
Environment, the Environment Protection Authority and municipal 
councils all have expertise in relation to the environment.

(click)

In addition, a lot of areas in relation to major projects are regulated 
under both State and Commonwealth legislation. For example, flora 
and fauna are listed under the Environment Protection and 
Biodiversity Act – a Commonwealth Act – as well as the Flora Fauna 
Guarantee Act – a Victorian Act.
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There will be a single, uniform process 
– a ‘one-stop’ shop

Under the proposed project approval process . . . 

Time limits for decision-making will be set

The Major Transport Projects Facilitation Bill will provide a one-stop-
shop assessment and approvals process for declared major transport 
projects, removing the main sources of uncertainty under existing 
processes.

(click)

The new process will include time limits for making decisions and will 
provide new delivery powers to simplify and speed up these 
processes. 
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Transport Legislation
Miscellaneous Amendments Bill

Another piece of legislation we have introduced to aid the delivery of 
the Victorian Transport Plan is the Transport Legislation 
Miscellaneous Amendments Bill 2008.

This legislation gives the Roads Minister new powers to declare 
priority roads for trams, buses, bicycles, pedestrians and freight.

A key to relieving traffic congestion is to manage the road network in 
a more integrated way, balancing the needs of private road vehicles 
and public transport operations.

The legislation gives me the power to specify a road or part of a road 
as a tram road, a bus road, a bicycle road, a pedestrian road or a 
freight road.

Of course, before I would do that, I would will consult the relevant 
Minister, the Local Government jurisdiction, VicRoads and the 
Director of Public Transport.  
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Using the Planning
Minister’s powers

And to prove that we are serious about implementing the Victorian 
Transport Plan, the Premier announced last month that the 
Government would use its powers to fast-track projects of major 
importance to the state.

These will centre on the State Government undertaking a rolling audit 
of pending projects and identifying the ones that will deliver economic 
and employment benefits while meeting the Government’s planning 
policy objectives.

The Minister for Planning can then consider whether to take action 
that could range from calling in a project to exhibiting a planning 
scheme amendment.

As the Premier said, there are currently 1876 pending planning 
applications before VCAT, worth a staggering $1.3 billion.

We want to see how much of that potential investment can be 
unlocked.
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And finally, when I spoke to you last November I told you of the
government’s plans to introduce larger road transport combinations.

Those plans have come to fruition.

And Australia’s biggest-selling newspaper, the Sunday Herald Sun, 
has dutifully reported that fact.

But I tell you, a politician’s gotta love it when carefully researched 
freight strategies that have taken years to put together can be so 
brutally distilled to just three words.

Thank for your time this afternoon.
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