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National Land Freight Strategy

Executive Summary

This Submission is made on behalf of Australtan Rail Track Corporation, Asciano and OR
National. All organisations play a key role in the national land frerght task. ARTC
owns/manages a maior part of the national freight rail network, whilst Asciano (AlO) and eR
National (QRN) are the two largest rail freight operators in Australia.

The companies welcome the opportunity to comment on the National Land Freight Skategy
Discussion Paper issued by Infrastructure Australia (lA) in February 201 1.

ARTC, Asciano and QR National ("The companies") support the concept of a National Land
Freight Strategy ("NFLS"). Continuation of the current ad-hoc network planning is in our view not
efficient, Like Infrastructure Australia ('lA'), we consider that whtle the transition to infrastructure
investment based on a fully market based national freight transport infrastructure system is
desirable, achieving this appears unlikety in the short to medium term.

The recognition by lA of the importance of freight as a discrete transport function rather than just
part of aggregated network demand ls an important step, and this needs to be recognised in
action, rather than just policy statements.

We support the inclusion of a vision for the NLFS, however, the current vision would benefit from
the inclusion of a more definitive and less generic statement. The philosophy for the NLFS
appears appropriate, but the document would be enhanced with refinement of the goals to better
focus on the end outcomes, rather than mode specific means to achieve these, with objectives
capable of quantified monitoring of progress lowards them.

The companies support the concept of an NLFS, but believe that to be successful, it must have
solidly based processes and governance.

Key asp€cts necessary for the NLFS to succeed must include:

1. ldentification of a National body, such as lA, with responsibility and resources to develop
oversight and administer the plan.

2. Transparent priorities for implementation. and regular reponing against milestones.

3. Integration and control of network funding with NLFS implementation, and transparent
processes for private sector and freight industry investmeni in network capacity.

4. Well documented processes for the development of the plan, including for resolution of
differences between stakeholders over aspects ol the plan. These should resl on
effective shared definilions on lhe meaning and use of the plan, and enable more
effectrve cooperation between State and Federal jurlsdictions on anfrastructure planning
& imolementation,

5. Explicit rights for freight use of the Nationat Freight Network.

6. Processes to ensure integration with the National Ports Strategy. so that landside port
supply chain capacity & efficiency issues are effectively managed.

7 Recognition of he need for an etfective interface between road and rail at critical
hcations to ensure supply chain etficiency.

8. More generally, there is a need to "de-potiticise" the provision and operation of freight
transport infrastructure, and create a multi-jurisdictional approach, such as applies to
most other national infrastructure.

Whilst progress has been made in this respect, reverting to a situation where decisions
on network investment and funding are based on political expediency rather than
network needs and priorities are incompalible with an effective NLFS.



The companies therefore believe that it there is consensus support for an NLFS then the first
priority for lA should be to work wjth jurisdictions and other stakeholders to establish these
robust and sustainable development, implementation, and governance processes & structures.

The companies are prepared to effectively contribute to this process along with other key
stakeholders.

The companies believe that in the absence of both this strong commitment to an NLFS, and
effective processes and governance around its development and use, that efforts will be more
etfectively applied in resolving individual areas of reform, and in modal planning, rather than to
development of an unsuccessful NLFS.

As recognieed in the NLFS, with ARTC's lead, the rail industry has undertaken the devetopment
of long-term investment strategies for the interstate rail network. Significant improvemenls
remain to be made to the national rail network. The companies are ready, with other industry
stakeholders, to further develop the work undertaken within the NLFS framework to estabtish a
long term vision for the national interstate rail freight network and other significant rail corridors
which \/t/ill address key long term industry strategic issues and effectively contribute a significant
part of the NLFS.

In addition to supporting development of the NLFS, the companies also believe it is critical that
to complement and support an NLFS, other reforms should proceed with urgency.

These need to include:

. accelerated reform in road freighi charging on nationally important freight corridors with
int6rmodal competition,

. development of national management structures for nationally significant road and rail
infrastructure

. corridor related land use planning decisions. For rail, alignment of land use planning
with the development of inlermodal terminals and freight precincts with associated road
and rail network connections is a critical requirement for future industry efficiency.

These reforms are required independently of proceeding with the NLFS, and are essential
components of creating a market capable of attracting and supporting private sector investrnent
in the national freight network.

In many cases reform has commenced in these areas as identified in the Discussion paoer.
however, the companies remain concerned with the pace of reform and believe that
development of the NLFS under lA should be accompanied by a greater commitment to
accelerating these relorms and not should delay their progression.



Constraints on Freight

The companies endorse the lA assessment of the constraints on freight. RestrictLons on access
to infrastructure, and encroachmenl on freight activities and facilities, are material and growing
problems lor the frerght industry.

There rs general uncertainty over the adequacy and efficiency of future capacaty to meet freight
demand, and limited mechanisms for freight operators to procure provision of additional capaCity
or efficiency improvements.

All modes h€ve a high dependence on Government funding, which inevitably makes additional
investment funding subject to the competing demands of other Budget funding needs

underlying causes of these constraints are the lack of commerciatity in the supply and use of
most transport infrastruclure, the limited and fragmented nature of planning for the key freight
networks and facilities, and the dispersion of responsibility between State and 

'Fede-ral

Governments, resulting in loss of an integrated approach.

Market Vision
In theory, economic efficiency is best achieved through a fully market based system for the
supply, use and charging for land transport infrastructure.

However the institutional and other changes required to put such a market based approach in
place across all national transport netwo{ks and uses are substantial. As lA notes in the
Discussion Paper, progress has been extremery srow, and achieving this model for alr transport
users is clearly many years away.

In the light of this, Government wi continue to have a role in land use planning, charging and
investment funding.

Concept of a National Land Freight Strategy
The companies support the concept of a NLFS ouflined by lA_

Infrastructure provision is generafiy cosfly, with long lead times to implement and even longer
economic lives. This therefore requires consistenct of approach, and constancy of purpoie,
together with a batancing of short term investment efiiciency with longer term networt< ndeo! ano
optimal whole of lifecycle cost.

A clear strategy and vision of the rong rerm network requirements are key toors in achieving
these outcomes.

While a fully market based solution remains the long term goal, this is clearly going to take many
years to put in place and is not a viable solution to planning in the near term.
However definition of a Nationar Land Freight Network (NLFN) provides an opportunity to focus
and accelerate freight market reform around a more aihieva6le scope of coriidors uitn .t onj
inter-modal freight competition than attempting to reform the whore rand transport network.
A!,ll nob:l etfrcrent .rand freight is a criticar component of nationar efticiency and economic
weflDerng Ine recognition of frerght transport as a key network user in ats own iigtrt, rather thanjust as part of aggregated network demand, is an appropriate and overdue rec-ognition of this
imDortant role.

Planning in Rail

As with other modes, significant pranning & imprementation issues exist for the nationar rail
network. These include:

. long term speed and axle load improvements e g on the EaslWest corridor

. the Automatic Train Management System (ATMS) being developed by ARTC

. overcomrng barners to rmproved performance such as the Adelaide Hrlls



. turther improving rail's cost competitiveness and performance on the North-South
corridor, including the issues around the Inland route and capacity for freight in Sydney

. development of appropnately located, eflictent and high capacity Intermodal terminals

ARTC has taken the lead in planning productivaty and capacity enhancements on the rnlerstate
rail network (including key non-ARTC contro ed sections in Sydney and WA)

whilst on a shorter time scale than that envisaged by lA, this work has several similarities with
the approach proposed by lA The companies believe that this work would provide a good
platform from which the rail industry could expeditiously develop a long term national visiotand
strategy tor the interslate network.

In 2008 the companies additionally presented to lA a long term strategy for development of the
critical East Coast network (Melbourne to Brisbane), applying a similar approach and philosophy
to that oroDosed for the NLFS.

The companies would see the developed common vision and strategy as forming a critical
element underpinning the development of the NLFS.

Componenls of the NLFS

a) Network Scope

The companies endorse lhe approach to determination of the corridors to be included in the
network strategy. Central to this issue is the distinction made by lA that

"Iho ossenco of a frgight network is that it should "add" something - analysis, pioity, rights
and responsibilities- for freight which are not available off the network."

Inclusion of a corridor in the National Freight Network should result in increased focus and
planning activity around the future freight capability of the corridor, and as required,
investment.

However it also creates obligations on all stakeholders, and particularly iurisdictions, to place a
m-uch greater priority on the needs of freight in both ihat work, and subsequ€nt implementation
of any corridor improvements.

The scope includes those parts of the bulk supply chains which form part ot the National
network e.g. parts of the Hunter va ey, where it is important that plans developed with a focus
on the principal bulk exports atso provide adequate capacity for all market needs.

b) Vision & Objectives

The vasion of improved freight efficiency and minimized externalities is too abstract a strateoic
vision The objectives need to be revised to be capable of ongoing measurement of thiir
delivery.

c) Philosophy

i) status ot Freight'The recognition of freight as a separate task rathef than just a component
ot aggregated network demand is a cornerstone of the National Land Freight strategy and
is strongly supported.

ii) lnteroperability: lA rightly distinguishes between regulatory interoperability, which is
essential & remains a key priority for action, and functional interoperability

Functional interoperability is important where it contributes signiflcantly to network and task
effrciency However it appears important that delivering interoperability remains securely
based in it providing an economic return, rather than as an end in itself.

The companies would be concerned if a philosophy of achievrng functional interoperabilily
rs Incorrec y applied and leads to the setting of unfeasonable obJectives whicir cannot
economically be achieved. To do so risks damaging the credibilrty of the planning process
and weakening the authority of the NLFS



iil) lntegration with Land Use Plannlngi The integration of infrastructure and tand use
planning is a key requirement with substantial potential to yield economic benefits for multi-
modal freight through greater freight efficiency, reduced impact of freight operations on the
community, and minimum encroachment of other land uses on key transport corridors and
facilities.

Integrated land use planning also provides an opportunity for investors in infrastructure, to
capture some of the indirect benefits of the investment through appreciation in land values
due to the investment.

A concept that major beneticiaries contrabute to the cost of infrastructure, rather than just
users, substantially expands the funding stream available for network investments, and
greatly facilitates funding the improvements to the network which will be required in the
Strategy.

The value capture approach has been successfully applied to development of both the
Hong Kong MTR, and elements of the Japanese rail system. Whilst both are passenger
networks these successes provide strong evidence of the ability to apply this concept in
practice and the benefits for infrastructure quatity and etficiency it makes possible.



Goals of the NLFS

lA has proposed a number of goars for the NLFS to deriver the vision. In generar these appear
sensible means to the end, atthough economic efficiency may dictate the exteit of imptementaiibn.

1. Hlgh productlvtty vehlcte capabi ty and acceas

High Productivity yehicle is a term associated with road vehicles. The companies endorse the view
ot a go€l to use the optimal safe and efficient configuration of freight vehicles on both road and rail,
but believe this goal shourd be a generic one coveiing both modes, and incruding vehicres used ioi
road access to intermodal termjnals, and to both bulk;nd container expon pons.

2. Modem operating procedures and apptication ot smart technologies
The companies support this goal. Rail & road have made some progress in this area, but further
improvements are required. In rail, this must include efficient network managemenl and train control
systems, as well as the efficiency of rollingstock and terminals.

3; lpnr,on-riay te,vels of separation of personar & freight trcnspo,t in urban areas, incrudrng
cled ic ated rc i I i nlrastructu re

The core need for freight is committed capacity, meeting effrcient performance standards, to allow
freight, both road and rail, to operate efficibntly-on core irban corridors even during periods of high
use of personal transport.

separation is one strategy to achieve this committed capacity, and in the absence of an effective
9:I:T"":_:lll"lure for the righrs of teight ro receive network capacity, may Ue tne onty practical
prllgn: . However it is usua y a cosfly sotution, which generafiy suboptimiies the oveiait use ofinstalled infrastructure, and may be difficutt to either justid or tund.

unless separation is required for technical and operationar reasons e.g. separation of conventional
freight rrains from very fast kain passenger services, the companie jberieve tnat enectivJ tieiltrinetwork governance structures, and enforceabre network usage protocor.s, for both road and rZii,
should be the first avenue to achieve lhe required efficient capaiity for freight.
lf apprication of these protocors i: !n3pr? to provide adequate capacity, then separation may berequired, at which level of activity a viable business case miy well ttien exist.
Reflecting this, this submission proposes that the goal be expressed in terms of the end required,
effective freight capacity, rather than separation as; means to that end.
4' lnfrastructurc and operationa! pe ormance indicato', alowing for Intemationarcomparisons in terms of malters suc, as asset utirisa tion, deisity, traiit ti^"s., ;;;i;;i;m;end refiab fty.

Network performanee data is essentiar to understand actuar network performance, and trends whichmay require action to increase capacity or otherwise improve outcomes. Rair akeady has someestablished performance measures in place addressing this need.

Data should be chosen and galhered to provide a factual basis for
. Objective tmprovement to capacity managementI ldentification and delivery of tailored capacity expansion when needed. Effective and equitable charging for use of capacity
Fitness of these measufes for domestic managemenr of the network and imprementation ofimprovement should therefore be the first concern in putting these i; ptace.

Avoidance of distortions in internationar benchmarking is arways difficurt and gathering data for thispurpose appears ot limited value.



Priorities for Action
The companies have concerns with the priorities proposed by lA.

In partacular lA's first priority in the Discussion paper, to identify impediments to use of high
productivlty vehicles, appears misplaced, because the NTC is akeady addressing this issue with
stakeholders. lt also appears a distraction from the priorly to estabrish the NLis on a sound

The companies propose the following priorities:

1. Establish a Robust and Enduring NLFS process

The task to establish and maintain an endorsed Nationar Land Freight strategy of the scopeproposed by rA is an ambitious one, in-vorving as it does eight jurisdaions wi i oinering poii;y
perspectaves, and numerous other significant stakeholders.

Efforts to resolve much sma|er and ress comprex issues have in the past either faired, or as rA
notes-.in the discussion paper, atrophied to the stage where outcomes are srow and rimited in
benefat.

Past policy and planning initiatives have been similarly affected. For exampte

I,-r!91^991G-.1:j9 9:y! 9g_{ and weil structured Land-use and Transport ptannins
pnncrpEs . However there is lit e evidence of these being implemented.

. ! 29q8 the companies made an extensive submission to lA oufltning a vision for the
East coast rail treight corridor between Merboume and erisoane, 

-inve"stm;;6;";;r;i;
were identified and supported by fnancial analysis. On a lesser scale, this incorp;rated
the approach proposed for a NLFS. Howevlr dialogue on this proposal is'yei tocommence.

The companies berieve that the NLFS wit be a necessary and usefur document, and that itshould. become an enduring and varuabre part of nationat infraitruc'ture ano regutatory pia;nmg.
It needs however to avoid the fate of past pranning initiatives inciuding those oulfined ibove. -
Achieving thjs requires that the process€s and ob.iectives driving the creation, ongoing updating,and use of the NLFS are crear, objective, and enjoy a high re'ver of support 

"io 
dr"init 

""iifrom the rurisdactions and other stakehorders. Tnsaiso ne-ed to ieceive bipartis"n .upport 
"othat the strategy is maintained in spite of changes of Government, whether Fideral or stlie.

The companies therefore consider that rA's first priority shourd be to put these processes inprace, and secure the required levet of commitment to th; outcomes.
This should include reaching agreement on

") :1"jll1j,:l:r-1-Ttio::t.bogx such as tA, wrth responsrbitity and resources ro devetop andrmprement rne ptan. This bodv_l?:ds to have both authority, and responsibility. to manage
the developmeni and implemenlation process.

b) Quantified critefla for delermination of the corridors to be incruded in the NLFS, andconsequent definition of an injtial NLFS network,

c) Transpare't processes to determine priorities for imprementation, set mirestones, and report
on progress.

d) Integration of freight network funding with management & imprementaton of the NLFS.
e) Processes to reach agreement where a corridor spans more than one Jur|sdict|on,, and tomanage updating of the skategy;

I l\tL Unanet ot rnlegrated Land_use and Transporl planning 2@3' "Rerormrng rhe East coast Intermodar Rarr suppry chain' --ARTC, Ascrano & QR Nationar ocrober 2oo8



f) Processes to ensure integralon wilh the National ports strategy, so ihat landside port
suppry chain capacity & efficiency issues e.g provision of rail catacity, and improvements
such as balloon loops, are effectively managed

g) Development ofgovernance statements for the National Fretght Network, including:

. Practical expression of the concept of "access rjghts for freight.

. Processes for freight to invest jn capacity on the network

. struclures for requiring funding contributions to new infrastructure from other major
beneficiaries e.g. around terminals

. Other requirements e.g. demand forecasting, for corridors included on the network:

. The consequent rights and responsibilities of the key stakeholders.

The companies are prepared to effectively conkibute to this process.

The comp€nies regard the setting up of these endorsed rigorous structures and processes as aprerequisite to work on the NLFS. In the absence of tiis work, the companies see limitedprospect of this approach being sustained and thereby adding long term value and would have
to consider their allocation of resources to the development aciordiigry.

2. Accelerate Complementary Rafolms

A number of other reforms appear complementary to an NLFS, and are requtred whether or not
the NLFS proceedsl

a) Heavy Vehtcte Road prlclng Reform

There are concerns that the CRRP process for mass/distance/location charqino for heawvehictestas srowed through too broad a scope of reform. rne rimiteo scope oitn"" r.iiirrr .riirilgreater focus on imprementing heavy vehicie pricing on the core freighi networr<s. su;anapproach.-aligns .with the Henry review which suggested that the focus of Mass Distance
Location (MDL) charging shourd be where there is co-ripetition between road and rair.

This enhanced economic efficiency creates more efficient modal shares & enabres modal
demand to better align with the underlying economics.

work on the CRRP shourd be accereraled around prompt resorution of road freight pricing forthe key freight corridors where there is skong intermodaf 6omoeiitior,
b) Establish Commercial Network Management

ongoing management of the NLFN wourd be faciritated by nationar freight network managementstructures. In ra . this is arreadv substentialy provided by ARTC but no equivarent bodi existsfor road freight networks.

It may be time for Governments ro consider estabrishing a nationar road corporation to managethe road freight infrastructure in the Nationar Land Freigit NeM;ir simitar to ite consoridaiionlf
the national rarl network under ARTC.

c) Accelerate Key Land use planning Decislons
some critical land-use pranning issues. require achon by Governfient. In partrcurar newIntermodal terminar sites in Merbourne and sydney. There is arso a need tor increased focus onreservation ot corridors and terminar_sites ior rong{erm enhancements to the network, andbetter attention to encouraging malor freight generaling activities io rocate in areas with currenior planned future access to good railconnections.

Rail Freight Industry contribution to an NLFS
Assuming that the NLFS processes are robusfly established. and consensus exists around then99d f9r a NLFS, the companies are ready to make a significant contrabution to the long teimvision for the interstate rajl component of th; NLFS.
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In the short - medium term, there are a number of productivity enhancements that the industry
sees as it being desirable to pursue on the national network. These include ATMS, double-
stacking in South-East Australia and track strengthening for higher axle loads.

These and other issues could form. part of a longer term vjsion for the national rail freaght
network which would be prepared by the rail industry as part of the devetopment of a NLFS.
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