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 This submission shall offer some general comments. The submission shall 
draw on research conducted at the  but does not necessarily 
reflect the views . 
 
1.  General Comment 
 
  The cost of road congestion in Australia's capital cities, including Melbourne, 
is high. Infrastructure Australia’s Australian Infrastructure Audit 2019 Supplementary 
report Urban Transport Crowding and Congestion notes high costs for Melbourne 
and Geelong and also (s6.4) “Even with programmed investment, Melbourne’s road 
networks are forecast to become more congested.” 
 
2. Value capture and transport pricing 
 
 Value capture offers one way forward to raise funds for rail and road 
infrastructure. It works in other countries, and has worked in Australia in the past. 
One notable example was helping to construct the Sydney Harbour Bridge that 
opened in 1932. As noted (in this writers 2016 submission) "one third of the 
construction of the Sydney Harbour Bridge was funded through a betterment tax 
imposed on landowners north and south of the harbour who were recognised as 
beneficiaries of linking the city and Sydney’s North Shore.  The levy was imposed for 
15 years at 0.2 per cent on the unimproved capital value of the lands. " 
 The flip side of this approach is dramatically demonstrated by the extensive 
development of apartment buildings near Wolli Creek station in Sydney NSW since it 
was opened in the year 2000 as part of a new airport railway.  In the past 21 years, 
this new railway station has generated much transit orientated development, and 
continues to do so.  
 Value capture is just one way of raising revenue for much needed 
infrastructure. It is respectfully suggested that more attention is needed to true ‘user 
pays’ and ‘polluter pays’ pricing for roads and rail.  
 The issues re transport pricing were well addressed in 2003 in an official 
report on Sustainable Transport for the NSW Government. However, the 
recommendations on fares and road pricing in this report by Mr Tom Parry were 
rejected by the government of the day. Governments at a federal and state level could 
do well to revisit the 2003 Parry report. 
 In 2004, an AusLink White Paper raised the options of congestion pricing in 
major cities and mass distance location for the heavier trucks.  The latter issue was 
revisited by the Productivity Commission in 2006 and the Henry Tax Review in 2010, 
and the Harper Review in 2015. 
  The need for reform in pricing for cars on heavy truck road pricing is 
growing.  Here, some guidance may be found across the Tasman Sea where New 
Zealand has had mass distance pricing for trucks for more than 40 years now and 
petrol excise now exceeds 60 cents per litre, with funds diverted to rail as well as 
road. 
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 In a similar way, there is scope for reform in pricing of urban rail transport. 
Accordingly, the following draft recommendations are supported. 
 
45. Adopt peak and off-peak public transport fares 
Introduce permanent peak and off-peak fares on public transport and discontinue 
payment options that undermine their demand management effects. 
 
46. Price each public transport mode differently 
Immediately introduce different fares on each public transport mode to reflect 
their different costs and benefits and to encourage their best use. 
 
47. Abolish the free tram zone 
Immediately abolish the free tram zone to improve safety and access for those 
who need it most. 
 
48. Remove annual charges while introducing distance-based pricing for electric 
vehicles 
Remove annual up-front charges, such as registration fees, while introducing 
a distance-based road user charge for electric vehicles in the next two years. 
Consider extending this to other types of vehicles on an opt-in basis, allowing 
for expansion over time. 
 
49. Appoint an independent transport pricing adviser 
Immediately appoint an independent body to advise on and monitor transport prices. 
 
50. Increase and extend the Melbourne Congestion Levy on parking 
In the next two years, review the Melbourne Congestion Levy on parking to increase 
its value, expand the properties it applies to, and cover a wider area including 
Richmond, South Yarra, Windsor and Prahran. Consider applying a similar levy to 
other highly congested parts of Melbourne which have good public transport 
alternatives. 
 
51. Incorporate congestion pricing for all new metropolitan freeways 
Apply congestion reducing tolls to all new metropolitan freeways, including the North 
East Link. 
 
52. Trial full-scale congestion pricing in inner Melbourne 
In the next five years, trial full-scale congestion pricing in inner Melbourne. 
 
 53. Trial demand-responsive pricing on parking in inner Melbourne 
Trial demand-responsive pricing on street and council-controlled parking in inner 
Melbourne in the next five years. 
 
54. Price parking at major public transport hubs, all train stations and park-and-rides 
In the next five years, introduce pricing of parking at major public transport hubs, 
followed by all train stations and park-and rides, to help encourage using public and 
active transport for access.  [note added – Perth has done this with some success] 
 
55. Phase out fixed road user charges and introduce user pays charging 
In the next 10 years, replace fixed road user charges with variable distance-based and 
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congestion charges. Ensure user pays charging reflects the relative costs of 
providing roads, and encourages drivers to change their behaviour. 
 
 The following comment piece that appeared in The Conversation on 6 January 
2021 by this writer gives implicit support for the above recommendations, and also 
encourages Infrastructure Victoria to explore the question of road pricing for heavy 
trucks. 

Distance-based	road	charges	will	improve	traffic	—	and	if	done	right	
won’t	slow	Australia’s	switch	to	electric	cars		
 
Road-user charges on electric vehicles based on distance driven were announced in 
November 2020 by the governments of South Australia and Victoria, while New 
South Wales ministers have differing views. These charges are justified on several 
grounds, including the costs of road use and congestion.  
Critics argue the new charges will deter uptake of these more environmentally-
friendly vehicles. But Australian governments could learn from examples overseas, 
including New Zealand, where incentives for buyers of electric vehicles more than 
offset the impacts of road user charges.  

Road	use	creates	huge	costs	
One reason for introducing a distance-based charge for electric vehicles is that owners 
of petrol cars pay fuel excise, currently 42.3 cents per litre. With average fuel use of 
about 10.8 litres per 100km for Australian cars, drivers pay excise of about 4.6 cents 
per kilometre for road use. This is much higher than Victoria’s proposed distance 
charge of 2.5 cents per kilometre for electric vehicles.  
The average passenger car in Australia was driven about 11,100km in the year to June 
2020 (the pre-COVID average was about 13,000km). This means the federal 
government collected about A$557 in fuel excise per car.  
Although the excise is not specifically dedicated to funding roads, the Australian 
government is a generous funder of road construction and maintenance. All up, 
Australia’s three levels of government spent A$28.5 billion on roads in 2018-19. It is 
reasonable to expect electric vehicle drivers to make some contribution to the roads 
they use.  
The main argument against the new charges is that Australia’s uptake of electric 
vehicles has been slow and governments should be promoting a shift away from fossil 
fuels. However, the main disincentive is the cost of buying a new electric car, on par 
with a luxury car.  
Governments could overcome this issue by reducing taxes on electric vehicle 
purchases and/or providing a subsidy for these purchases, as New Zealand has done 
since 2016 (with an exemption from distance charges until 2021). 
 
 Congested roads demand action 
Infrastructure Australia found the economic cost of road congestion in the six largest 
capitals and their satellite cities was about A$19 billion in 2016. If infrastructure did 
not keep up with demand, this was likely to increase to A$39 billion a year by 2031. 
However, the evidence from Australia and overseas is clear: building more roads does 
not overcome congestion. The phenomenon of induced demand means new roads 
simply fill up with more cars making more trips.  
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The emergence on our roads of electric vehicles that don’t generate fuel excise 
revenue has led to growing calls for road-user charges on these vehicles, including 
from Infrastructure Partnerships Australia in 2019 and RMIT researchers in 
November 2020. 
COVID-19 has driven a shift to car use. Before recent outbreaks reduced travel, road 
traffic in Australian cities was as much as 25% above pre-pandemic volumes. 
Road-user charges on electric vehicles based on distance driven were announced in 
November 2020 by the governments of South Australia and Victoria, while New 
South Wales ministers have differing views. These charges are justified on several 
grounds, including the costs of road use and congestion.  
Critics argue the new charges will deter uptake of these more environmentally-
friendly vehicles. But Australian governments could learn from examples overseas, 
including New Zealand, where incentives for buyers of electric vehicles more than 
offset the impacts of road user charges.  

Road	use	creates	huge	costs	
One reason for introducing a distance-based charge for electric vehicles is that owners 
of petrol cars pay fuel excise, currently 42.3 cents per litre. With average fuel use of 
about 10.8 litres per 100km for Australian cars, drivers pay excise of about 4.6 cents 
per kilometre for road use. This is much higher than Victoria’s proposed distance 
charge of 2.5 cents per kilometre for electric vehicles.  
The average passenger car in Australia was driven about 11,100km in the year to June 
2020 (the pre-COVID average was about 13,000km). This means the federal 
government collected about A$557 in fuel excise per car.  
Although the excise is not specifically dedicated to funding roads, the Australian 
government is a generous funder of road construction and maintenance. All up, 
Australia’s three levels of government spent A$28.5 billion on roads in 2018-19. It is 
reasonable to expect electric vehicle drivers to make some contribution to the roads 
they use.  
The main argument against the new charges is that Australia’s uptake of electric 
vehicles has been slow and governments should be promoting a shift away from fossil 
fuels. However, the main disincentive is the cost of buying a new electric car, on par 
with a luxury car.  
Governments could overcome this issue by reducing taxes on electric vehicle 
purchases and/or providing a subsidy for these purchases, as New Zealand has done 
since 2016 (with an exemption from distance charges until 2021). 
The biggest obstacle for potential buyers of electric cars is the up-front cost, but 
governments overseas are doing something about that. David Zalubowski/AP/AAP  

 
Read more: Transport is letting Australia down in the race to cut emissions  

 

Congested	roads	demand	action	
Infrastructure Australia found the economic cost of road congestion in the six largest 
capitals and their satellite cities was about A$19 billion in 2016. If infrastructure did 
not keep up with demand, this was likely to increase to A$39 billion a year by 2031. 
However, the evidence from Australia and overseas is clear: building more roads does 
not overcome congestion. The phenomenon of induced demand means new roads 
simply fill up with more cars making more trips.  
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The emergence on our roads of electric vehicles that don’t generate fuel excise 
revenue has led to growing calls for road-user charges on these vehicles, including 
from Infrastructure Partnerships Australia in 2019 and RMIT researchers in 
November 2020. 
COVID-19 has driven a shift to car use. Before recent outbreaks reduced travel, road 
traffic in Australian cities was as much as 25% above pre-pandemic volumes. 

Policy	remedies	are	proven	
The proven remedy for road congestion is a combination of better public transport and 
road congestion charging. This can be a charge to enter a specific area (cordon) or a 
charge per kilometre. It can be varied by time of day. 
In NSW, a ministerial inquiry into sustainable transport proposed such charges back 
in 2004. A large proportion of submissions in response to a 2002 federal AusLink 
green paper favoured congestion pricing. Many Conversation articles have also 
advocated this policy.  
In a forward-looking strategy, now open for public consultation, Infrastructure 
Victoria proposes a review in the next two years of the Melbourne congestion levy on 
parking, congestion pricing for all new metropolitan freeways and, in the next five 
years, a trial of full-scale congestion pricing in inner Melbourne. 
Singapore has used congestion pricing since 1975 and automated electronic road 
pricing since 1998.  
London, after some controversy, implemented a cordon scheme in 2003. The benefits 
include reduced traffic, noise and air pollution along with improved public transport. 
The scheme has been modified over the years and access is now free for electric 
vehicles and certain hybrids and small cars. 
Other large cities with congestion pricing include Stockholm and Milan. New York is 
expected to follow in 2022. A congestion tax is also being considered for Auckland.  

Road	freight	is	on	the	rise	too	
I discussed road-user charges for heavy trucks in a 2017 Conversation article. At At 
that time in Australia, hidden subsidies for heavy truck use in the form of unrecovered 
road system costs, along with related external costs of road crashes, pollution, 
emissions, noise and road congestion, totalled about A$3 billion a year. I now 
estimate this shortfall to be about A$4 billion. 
 
Read more: Trucks are destroying our roads and not picking up the repair cost  
 
Australia should introduce mass distance pricing as has been used in New Zealand 
since 1978 and increasingly in Europe. Instead it relies on annual registration fees and 
a discounted heavy vehicle fuel excise of 25.8 cents per litre. These charges have 
essentially been frozen for five years. 
Proposals for a modest 2.5% increase in the heavy vehicle fuel charge were shelved 
after COVID-19 hit. They are now under review again. 
One in three submissions to a federal inquiry into developing a National Freight and 
Supply Chain Strategy highlighted the need for road pricing. The final 2019 strategy 
all but ignored this issue, despite a projected near-doubling of road freight by 2040. 
Failure to reform road pricing coupled with ongoing relaxation of mass and 
dimension limits for heavy trucks is a recipe for ever more “loads on roads” at the 
expense of rail freight and coastal shipping. 
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In 2002, the then Treasury secretary, Ken Henry, said of the projected increases in 
city traffic and interstate road freight: “Not dealing with these issues now amounts to 
passing a very challenging set of problems to future generations.” 
In 2010, the Henry Tax Review made several road-pricing recommendations. These 
included that Australian governments “should accelerate the development of mass-
distance-location pricing for heavy vehicles”. 
The review also recommended governments analyse the network-wide benefits and 
costs of introducing variable congestion pricing on tolled roads and consider 
extending it across heavily congested parts of the road network.  
Road pricing reform is now long overdue. And it should include electric vehicles. 
 
3.  Rail infrastructure deficit 
 
 Victoria, despite recent significant investment by the state and federal 
governments in the past ten years continues to have a large rail infrastructure deficit 
and this will require significant funding to remedy.    
 Melbourne's new 9 km underground metro with  five stations will bring many 
benefits to a fast growing city with construction due to completed by 2024.   A 
railway to Tullamarine airport will then be needed, hopefully it will be a good one. 
 Melbourne also has an ongoing programme of replacing level crossings.     
 In addition, it is worthwhile ensuring that sufficient funds are available to do 
new track work, and track upgrades, to a good standard.  For example, the 
commendable Regional Fast Rail project completed c2006 was compromised by 
downgrading some double track between Sunshine and Bendigo to single track, with a 
failure to install gauge convertiable sleepers when new concrete sleepers were being 
laid. 
 Regional Rail Link was also compromised by building sharp reverse curves, 
not only of the North Melbourne flyover itself, but also for the whole section leading 
from platforms 1-8 at Southern Cross through a Spion Kop Junction.  Further west, a 
failure to build a grade separated intersection (flyover) and in its place a flat junction 
will require future remediation.  
 Rail deviations could be identified for planning, land acquisition and 
construction on a policy to include two approaches:  
A. Where old wooden or steel bridges that are situated on or near tight radius 
curves are being replaced, then the new bridge be constructed on an improved 
alignment to allow for faster freight and passenger trains. 
B. A policy be adopted that any section of track with curves that requires trains to 
slow down to 80 km per hour or less be replaced by a rail deviation built to modern 
engineering standards (such as 2200 minimum radius curve as used for much of 
Queensland MLU in the 1990s).    
 There is a need to upgrade Victoria’s rail freight network, and this should 
extend to a commitment to residual gauge standardization on non metropolitan 
railways.  
 This writer has reservations about Recommendation 78 “Immediately revise 
the Murray Basin Rail project plan, informed by the project's business case review. 
 It is suggested that this Recommendation needs reworking to make it clear that 
gauge standardisation is supported. 
 Draft Recommendation 79 is supported : Immediately fund an ongoing 
periodic regional freight rail maintenance program, informed by a publicly available 
network asset management plan. 
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4.   Freight 
 
 Recommendation 1  states. Accelerate the uptake of zero emissions vehicles 
Within the next five years, require all new public transport buses and coaches, and 
government vehicle fleets, to transition to appropriate zero emissions vehicles where 
available. Incentivise zero emission freight vehicles, and develop design standards 
and payment principles for charging infrastructure. Consider other policy levers 
to phase out all internal combustion engine vehicles during the next 30 years. 
 This could be usefully modified to get more freight onto rail (which is 
three times more energy efficient than road freight) or other energy efficient 
modes (sea, pipelines etc) 
 This could include a subsidy for contraines on rail to Melbourne’s Port. The   
policy pf the Western Australia Government to raise the container rail subsidy to $50 
per twenty foot equivalent (TEU) has resulted in a 30 per cent increase in the amount 
of freight taken by rail to Fremantle Inner Harbour.  
 The overall average in 2018-19 was 20.2 per cent, up from 15.5 per cent just 
prior to the subsidy being introduced. Over the past 12 months, it is estimated the 20.2 
per cent rail share equated to around 110,000 one-way truck movements, helping 
reduce congestion on arterial roads connected to Inner Harbour. 
 How to make rail freight more energy efficient also deserves attention by 
Infrastructure Victoria in the final strategy. This may include track upgrades as well 
as more modern locomotives. 
 Discussion of this recommendation on page 40 includes curfews on truck 
movements – not from the point of view of enforcing curfews or extending them.  
 The following draft recommendations are conditionally supported. 
 
25. Act now to protect the future Bay West Port option 
 Immediately identify and secure land and apply planning protection for 
transport corridors and buffers for a future Bay West Port, particularly future road and 
rail connections within the Urban Growth Boundary, and commence environmental 
monitoring. Around 2040, begin detailed planning for the port.  
 [Why wait to 2040 ?] 
  
27. Construct an outer metropolitan road and rail corridor 
 Within two years, determine staging for the outer metropolitan rail and road 
corridor. Construct the E6 motorway in the next 20 years, and progressively construct 
the outer metropolitan road and rail corridor in the next 30 years, including 
integrating a rail freight line, subject to detailed feasibility studies and business cases. 
 [This corridor has been on the books for at least ten years. It is surely time to 
get past feasibility studies and get over business cases.  This writer can recall a paper 
An Alternative Approach to Transport Corridor Planning in Melbourne, Australia 
given in September 2010 by Mr C Mottram at the   3rd international Conference on 
Transportation and logistics in Fukuoka, Japan]. 
 
4.1 An inland railway 
 Oddly enough, the Draft 30-year Infrastructure Strategy does not appear to 
mention the Inland Railway except in the discussion of intermodal terminals.  This is 
with  recommendation 26:  Purchase land for Melbourne’s future freight terminals 
 

In the next five years, buy the land and develop business cases for new 
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intermodal freight terminals and precincts at Truganina and Beveridge to deliver 
a terminal in time for the completion of the Inland Rail project. 

 
 It is suggested that five years is far too long, and the land should be acquired 
as a matter of urgency (unless already acquired – see the December 2020 HOR 
Standing Committee on Infrastructure, Transport and Cities  report Fairer funding and 
financing of faster rail).  
 The commitment to an Inland Railway between Melbourne and Brisbane via 
Parkes is a positive step forward that has bipartisan support at a federal level. In 
September 2015 an Implementation Group report was released by the government 
along with a detailed business case prepared by the ARTC. The estimated cost is 
about $10 billion (without a new connection to the Port of Brisbane) “but not building 
it will cost us more,” according to former DPM Truss.  
 It is to be preferred that new construction, and reconstruction of existing lines,  
be built to Canadian and US Class I Railroad standards rather than existing Australian 
standards. Both the East-West and North-South rail corridors in Australia have long 
standing restrictions on axle weights. The current standard in Class I railways in 
Canada and the United States is for wagons with 286 000 lb (gross weight) which 
corresponds to axle loads of 31.8 tonnes. This requires track with good formation and 
heavy rails etc.  
 In short, the mainline track of Canadian and US Class I Railroads allows for 
“FAST AND HEAVY” freight trains moving at 100 km/h with 25 tonne or more axle 
loads. However, the Australian standard over much of the ARTC network (excluding 
the Hunter Valley coal lines in NSW) is restricted to 23 tonne axle load (TAL) limit 
for wagons moving no faster than 80 km per hour, or a 21 TAL limit for wagons 
moving no faster than 115 km per hour. 
 
4.2  The North East railway from Melbourne to Wodonga  
 This railway line should get more attention from Infrastructure Victoria. 
 A Media Release of 8 January 2020 from Infrastructure Australia and the 
summary of their less than positive evaluation of the business case prepared by the 
Australian Rail Track Corporation (ARTC) to upgrade the 316 km freight and 
passenger line between Melbourne and Albury raises many questions.  
 
1.  Infrastructure Australia (IA) concedes that the present track is substandard 
and briefly notes it as part of the Inland Rail Project; but dismisses the currently 
proposed upgrade as  "the current cost of the problems are not nationally significant.” 
  Yet, this track is on the main line joining Australia’s two largest cities. The 
Sydney Melbourne corridor has the largest volumes of inter-capital city freight, which 
increasingly goes by heavy trucks on the Hume Highway, with increased fuel use, 
emissions and road crash risk than when moving freight by rail. Surely this is an 
issue that is “nationally significant.”  
 
2. On 30 May 2008, it was announced that joint Federal/ARTC/ Victorian $501 
million North-East Rail Revitalisation Project would proceed along with a 45-year 
lease of standard gauge track to the ARTC. 
 The project includes upgrading the standard-gauge line between Melbourne 
and Seymour including new passing loops, upgrading and conversion of 200-km of 
broad gauge track between Seymour and Albury to standard gauge and a five km rail 
bypass of Wodonga. 
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 The aim in 2008 was to build:  "…an interstate rail freight super-highway and 
deliver major passenger rail service improvements ..." 
 It is also of note that this track once allowed  Victorian Railway to run the 
Spirit of Progress train  between Melbourne and Albury,  that when commissioned in 
1937  was the "finest and fastest train in the Southern Hemisphere." 
 
3.  Turning to the regrettable fatal high speed derailment on 20 February 2020 of 
an XPT, at the Wallan Loop with a 15 km/h entry speed and a 35 km/h exit speed (as 
noted in the ATSB preliminary report), consideration should be given to replacing 
these low speed points with high speed points.  
 
5. Energy   
 Australia's road vehicles used  over 34 billion litres of liquid fuels per annum 
(Survey of Motor Vehicle Usage for 12 months ended  30 June 2018).  As a result, 
high transport emissions, and air pollution in major cities. 
 As noted by this writer (https://theconversation.com/transport-is-letting-
australia-down-in-the-race-to-cut-emissions-131905) Australia’s low transport energy 
efficiency (and so high CO₂ emissions) has also attracted overseas attention. The 
American Council for an Energy-Efficient Economy rates the world’s 25 largest 
energy users for sectors including transportation. In 2018, Australia slipped two 
places to 18th overall. It was 20th for transportation with just 6.5 points out of a 
possible 25 on nine criteria. 
 On four of these criteria, Australia scored zero: fuel economy of passenger 
vehicles, having no fuel-efficiency standards for passenger vehicles and heavy trucks, 
and having no smart freight programs. 
 For vehicle travel per capita, the score was half a point. For three metrics – 
freight task per GDP, use of public transport, and investment in rail transit versus 
roads – Australia scored just one point each.  
 Only in one metric, energy intensity of freight transport, did Australia get full 
marks. This was a result of the very high energy efficiency of the iron ore railways in 
Western Australia’s Pilbara region. 
 The International Monetary Fund (IMF) has also questioned the Australian 
government’s preference for funding roads rather than more energy-efficient rail 
transport. The IMF says Australia should be spending more on infrastructure, but this 
should be on rail, airports and seaports, rather than roads.  

What	can	be	done	
 The first thing is to acknowledge that our preferred passenger transport modes 
of cars and planes cause more emissions than trains, buses, cycling and walking. For 
example, CO₂ emissions per passenger km can be 171 grams for a passenger car as 
against 41g for domestic railtransport. The IMF says Australia should be spending 
more on infrastructure, but this should be on rail, airports and seaports, rather than 
roads.  

What	can	be	done	
 The first thing is to acknowledge that our preferred passenger transport modes 
of cars and planes cause more emissions than trains, buses, cycling and walking. For 
example, CO₂ emissions per passenger km can be 171 grams for a passenger car as 
against 41g for domestic rail.  
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 In a 1996 report, Transport and Greenhouse, from what is now the federal 
Bureau of Infrastructure, Transport and Regional Economics (BITRE), reviewed no 
fewer than 16 measures (including five “no regrets” measures) to cut transport 
emissions. In a 2002 report, Greenhouse Policy Options for Transport, BITRE offered 
11 measures to reduce vehicle kilometres travelled (VKT), nine measures to reduce 
emissions per VKT, and four road-pricing measures (mass-distance charges for heavy 
trucks, tolls, internalising transport externalities and emission charging).  
 BITRE last appeared to revisit this important issue in a 2009 report on 
transport emission projections to 2020. This report projected a total of 103.87Mt CO₂-
e for 2019. Actual 2019 transport emissions will be about 102Mt.  
 It is important to note that BITRE’s 2009 projection was on a business-as-
usual basis. The current level of about 4 tonnes a year per person is where Australia 
was in 2000. 
 Clearly, Australia needs to do better. Victoria, like New South Wales, could 
and should take a lead in the necessary transport reform, as they did some 40 years in 
phasing out leaded petrol. 
  As well as the BITRE remedies, another remedy would be to adopt a 2002 
National Action Plan approved by the Australian Transport Council in collaboration 
with the Commonwealth, state and territory governments. The plan included, within 
ten years, “programs that encourage people to take fewer trips by car” and a shift 
“from predominantly fixed to predominantly variable costs” to “ensure that transport 
users experience more of the true cost of their travel choices”.  
 This is yet to proceed.  
 
6.  More comment on transport policy 
 
 One reason for the need for real transport reform is the sheer amount of money 
spent on road transport. In the early 1990s, research commissioned by the Australian 
Automobile Association found that the total cost of road vehicle operations, including 
the fuel they use, buying and maintaining the vehicles, road works, road crashes and 
external costs was about 11 per cent of GDP. In 2013-14 terms, this is some $173 
billion (http://www.rba.gov.au/inflation/measurescpi. html   Due to fuel costs and 
road outlays increasing faster than inflation over the past 20 years, and growing road 
congestion, this estimate is conservative. 
 There are numerous hidden costs of road vehicle use, but not including road 
congestion, leading to leading to a "road deficit" of about 1 per cent of GDP. Road 
congestion costs add a further 1 per cent or so of GDP. These costs simply cannot be 
reduced by building more roads. 
  Lessons may also be learnt from failed rail privatization in Tasmania, and the 
Victorian Government's mistakes in 1999 in rail breakup and privatization, with 
transferring of Victoria's below rail assets including a track lease (acquired from 
Freight Australia in 2004) from Pacific National in May 2007 to the Victorian 
Government, for a consideration of $133.8 million.  
 This taking back of the track by Victoria is considered as a good move, and 
has avoided the situation in Western Australia where in the year 2000, the State  
Government leased the rail freight network as part of a rail asset sale; and in  2013  
the WA Auditor General’s Report "…Twelve Years Down the Track" noted an extra 
cost $102 million from Govt of WA, plus $258 million of Federal funds, with eight 
grain lines at risk.  Overall the WA report stated “The State faces significant risks 
over the remaining 37 years of the lease…” 
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 Nearly 30 years ago, a National Transport Planning Taskforce report - 
Building for the job: A strategy for Australia’s transport network - had 16 pertinent 
recommendations to improve transparency (including better data), regulation and 
investment. Twenty years later most of these recommendations remain valid. Yet, as 
noted by the taskforce there is a need for “… work to be vigorously pursued to ensure 
the best transport solutions for Australia into the twenty first century…Perpetuation of 
existing arrangements will condemn the nation to ineffective results.” 
 We are now well into the 21st century and with few exceptions since the mid 
1990s for land freight (including formation of the Australian Rail Track Corporation 
and the completion of the Alice Springs Darwin railway), there has been an over-
reliance on “existing arrangements” in Australia. 
 As the then secretary of the Treasury, Dr Ken Henry, put it in 2002 to a 
BITRE hosted forum, the projected increases in urban traffic and interstate road 
freight raised “important issues”; also “Not dealing with these issues now amounts to 
passing a very challenging set of problems to future generations.”  
 
7.   Conclusions 
 
 Infrastructure Victoria Draft 30-year Infrastructure Strategy has much to 
commend it with no fewer than 95 recommendations. The draft strategy recognises 
the need for reform in road pricing in Victoria, with many pertinent recommendations 
including tentative steps to congestion pricing. However, more attention is needed to 
the road pricing of heavy trucks. 
 Victoria, like New South Wales, could and should take a lead in the necessary 
road pricing reform, as did these two states did some 40 years ago in phasing out 
leaded petrol. 
 Although much rail infrastructure has been built or upgraded since 2006 which 
marked the completion of the first Regional Fast Rail project, there is a need to 
continue to upgrade rail infrastructure within Victoria. This includes residual gauge 
standardization in regional and rural Victoria to assist in getting more freight onto 
rail. 
 Finally, in order to align with broader government objectives including net 
zero carbon dioxide emissions by 2050 with progress towards this goal by 2030, 
emissions from transport in Victoria may need to be reduced, rather than increasing 
with business as usual.  Some of the draft recommendations may need changing if 
Victoria is to achieve a reduction in transport emissions. 
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