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Abstract:

QOver the past ten years, the Austraiion Government has undertaken a
comprehensive reform of transport In Australia, These reforms have
encompassed the shipping industry, watertront. domestic aviction,
Austraiicr’s international aviation carrier raii transport and the road
fransport industry, For land transport. major reforms have included the
establishiment of the National Rail Corporation to more efficiently
fransport interstate freight and the creation of the natfional Road
Transport Commission to promote nationally uniform reguiation and road
use charging

in addition. the Federal Govemment has embarked on reforms in road
construction. road safety. urban pubiic fransport and the provision of
fransport services for people with disabilities The proceass has
encompassed environmental considerations in its atternpt to provide a
safer. more efficient. more reliable and environmentaily sensitive
Integrated transport systermn

The purpose of this paper is to ptovide an overview of land transport
reform in Australia While ifs focus is on the national policy framework,
reference is made to reforms o the State-Teritory level which
complement the national focus.
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INTRODUCTION

During the 1970's and 1980's, Federal and State/Territory Governments saw deficit
financing of transport activities for which they had responsibility increasing at an
alarming rate. For example, the total national rail deficit increased in real terms from
$514 million in 1971-72 to $1564 millon in 1985-86, an increase of 204 per cent (RIC

1950).

Tn the provision of road infrastructure, governments, as result of tightening budgetary -
constraints, were experiencing problems in balancing supply with demand With the
increasing urbanisation of manufacturing and service industries during the post war
period, increased dependence was heing placed on the road network. For example, in
terms of tonne-kilometres, road transport's share of the domestic freight task increased
from 22.8 per cent in 1978-79 to 34.2 per cent in 1987-88.

Because of the increasing level of inefficiency characterising the provision of government
based transport services, domestic industry saw the transport services component of total
costs increase relative to other factor inputs With greater competition being faced on
international markets by the resource-based industries (agriculture and mining), the
impact of an increasingly inefficient transport sector was having ihe effect of eroding .
their international competitiveness. By the mid 1980's, the inefficiencies of the ransport
system were becoming abundantly clear at both the modal level and at the point of modal
interface (Task Force on Shore Based Shipping Costs 1986) '

In recognition of these burgeoning problems, Commonwealth and State/Territory
Governments embarked on an ambitious program of reform of Australia's land transport
system However, the reform process was not confined to the road, rail and road '
transport industries. Reform programs encompassing aviation and maritime (both
shipping and waterfront) were also instigated under the auspices of developing a
nationally integrated transport strategy that would deliver major reforms across and
between all components of transport in this country. :

It should also be pointed out that reform in these areas of transport were, of course, parf N
of broader reforms taking place in other sectors of the portfolio and in other portfolios -
For example, within the portfolio of ransport and communications, major reforms have .. - -

been achieved in broadcasting and telecommunications. Similarly, many of the efficiency. "
gains being realised in transport and communications were also dependent, to SO - =

degree, on reforms occurring simultaneousty in other portfolios, such as industrial.

relations. Together, these reforms represented an integrated approach to tackling = -

sectoral issnes nationally, rather than the piecemeal approach that had characterised = = 7.
many previous attempts at industry reform. RN RERNEES
The purpose of this paper is to provide a national perspective to the reform of land .
transport in Australia. While the focus is on land transport, passing reference 1S ma_d_e 0
reforms in other sectors of transport. - :
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Chapter 2 provides background to the reform process, while Chapters 3, 4 and 5 discuss
the reform agenda as they relate to rail, road ransport and roads. Chapter 6 attempts to
cover longer term issues in integrating these modal reforms to achieve a more efficient
transport system  Chapter 7 addresses the major conclusions that may be drawn from
the reform process to date

2 BACKGROUND

The transport and communications sector, including both Passenger and freight,
contributes about § per cent to Australia's gross domestic product (GDP) (DTC 1991),
of which transport accounts for Just over 50 percent. This sector employs approximately
7 per cent of labour market participants in the same year, which reflects the capital
intensive nature of this activity relative to other sectors of the economy.

The evolution of transport Systems in response to changing urban and non-urban
development needs requires government policies that are sufficiently flexible in their
approach to accommodate dynamic adjustment paths  Failure to develop transport
services in response to changing market patterns, or to provide a regulatory framework
which facilitates such adjustments to occur, will inevitably reduce efficiency of resource
use with subsequent costs to the economy. The estimated total savings to the Australian
economy from transport reform are of the order of $6.8 billion, which would Tepresent a
25 per cent reduction in current spending on transport (BCA 1992)

Transport, like any other sector of the economy, competes for resources within
competitive capital and labour markets. Failure to achieve efficiency gains in one sector
has serious implications for resource use in other sectors of the economy, and for overall
economic performance, It is for these reasons that reform of land transpert should be
regarded by the community as a dynamic rathes than a static process Hence,
rationalisation of road and rail tanspaort is an important element in the continuing
processes of economic reform in the broader community

In meeting current and projected transport tasks, Federal and State Governments have a
responsibility to provide those services, which, on the ground of market failure, are not
provided by the private sector. In tansport markets, the high costs of ‘bulky'
infrastructure investment projects mean that capacity utilisation is an important factor in
Government involvement

The past inability of the transport industry to be seif-regulating in the areas of load limits,
design standards, and safety provisions provides an economic and social rationale for
BOvernments assuming responsibility for certain aspects of transport. However, the
responsibility for much of the Mmanagement of transport activities resides with State
governments The Federal Government has become increasingly concerned by costs
tesulting from transport inefficiencies to induce the States to assumne a more integrated
approach to transport and to direct ransport progiams more generally toward satisfying
national economie objectives.




This process of economic reform places additional pressure on the transport sector ag g
service industry responsible for the movement of freight and people across sectors of the
Australian economy. Hence, the Federal Government recognises that the transport
sector not only needs to improve its own efficiency of resource use, but gains realised by
this sector have important implications for efficiency gains by other sectors of the
economy.

The Federal Government's role in improving efficiency may be considered in terms of
three levels; first, in the adoption of economic criteria by Government to determine
priorities for the allocation of funds to competing transport projects; second,
development of an economic framework which allows private and public sector
enterprises to operate efficiently; and third, development of a regalatory framework to
achieve efficient market structures (i e. appropriate blend of private and public sector
involvemnent) and acceptable conduct of market participants (ie. recognition of social
costs associated with accidents, emission levels, etc).

The reform program of the Federal Government has had as a guiding aim of supporting
the restructuring and growth of the Australian economy by accelerating change towards
a transport and communications sector which is competitive, innovative and efficient
{DTC 1988, 1992). The Government also has a long term objective of recovering from
users the full atiributable cost of new or ongoing Federally funded transport
infrastructure, subject to identifying and making provision for community service
obligations.

RAIL

The Need for Change

The importance of improving the efficiency of Australia's railways was highlighted by the
Industty Commission (IC) in its Report on Rail Transport (IC 1991). The IC identified a
potential gain of over $5 billion per annum in GDP from rail reform and presented a
blueprint to encourage and facilitate the micro-reform of the 1ail industry.

The Industry Commission highlighted productivity and pricing as two of the major
problems affecting rail. Of the potential gain of over $5 billion in GDP every year
identified by the Commission, 70 per cent (some $3.8 billion) would result from
improved work practices by using cost savings to reduce 1ail deficits. The other 30 per
cent of the potential gain (some $1.6 billion) would come from pricing reforms to
achieve full cost recovery These gains would result in improvement in the efficiency of
resource allocation, with subsequent flow-on effects throughout the economy.

Railway efficiency has national, as well as State, implications. All public railway systems
are operating in deficit, with the States using rail subsidies to cover the costs of urban -
and couniry passenger services and, to a lesser extent, the unprofitable areas among




freight activities The IC has estimated that 1ail deficits in Australia currently total some
$4 billion a year. Because most of the deficits are incurred by urban passenger rail
operations, they can be reduced but not eliminated

In some States, railway deficits would be lar ger in the absence of contributions from
excess freight rates charged for some minerals traffic (most notably in Queensland and to
lesser extent in New South Wales). For example, the inherently loss making passenger
and services, which are regarded as socially necessary, could be provided at lower cost
and with greater efficiency than at present

However, there are major gains possible in other areas. For instance, non-urban
passenger deficits can be and have been reduced through the replacement of rail services
by more appropriate modes. The remainder of the non-urban deficits arises largely from
inter-state freight. It is here, where rail should have a natural advantage, that rail's
performance can be improved and it is here that the Commonwealth Government has
played a leading role.

Possible Reforms of Rail Freight

Rail's natural advantage lies in the transport of bulk commodities, containets and other
high volume freight over medium and long distances In those cases where it is an )
efficient competitor with road, rail has the capacity to gain market share and do so with
important spin-off benefits to the community through decreased energy consumption per
tonne of cargo carried, decreased greenhouse gas emissions, and savings in terms of
accidents, air and noise pollution Road has an advantage over shorter distances and

with lower volumes, and where time is a critical factor

On a tonnage basis, about 80 per cent of 41l freight moved in this country travels less
than 100 kilometres and this traffic will continue to be moved by truck. On a net tonne
kilometre basis, Government rail's share of the total domestic freight task declined from
about 22 per cent in 1961-62 to 19 per cent in about 1985-86, while road transport's
share increased from about 21 per cent to 30 per cent and shipping's fell from 56 per cent
to 39 per cent (RIC 1990) :

About two-thirds of the rail freight task ( measured in tonne kilometres) consists of bulk
traffic like minerals and grain, which is very largely moved intrastate to export ports
Over medium to longer hauls, 1ail is efficient in the transport of these commodities and
for this and other reasons such traffics are profitable for the rail systems.

Non-bulk traffic (largely containers and industrial product traffic) comprises another
third and represents most of the Intercapital rail freight task. Non-bulk waffic on
interstate routes has been, under the past multi-system management approach, a major
contributor to the rail freight deficit. In 1990-91, the five government owned rail
Systems in Australia lost $321 million on interstate freight from a total revenue of $462
million which represented only 75 per cent of operating costs (NR 1992). Tts market
shate on these routes varies. For example, it has a considerable market share of between




70-80 per cent on the Adelaide-Perth and Adelaide-Alice Springs routes, where there are
efficient rail operations and very long distances. However, in the important Sydney-
Melboume route, rail's share of the task fell from 42 per centin 1971-72 10 23 per cent
in 19890-91, with 1oad being the dominant mode in that corridor (NR 1992).

Rail's declining market share on those routes, where it should be competitive with 10ad,
has been mainly due to the poor quality of service Most terminals have been inadequate
and reliability has needed to be greatly improved. Rail's profitability has also suffered
from outdated management and work practices. Industry has said that it would make
greater use of rail if quality of service and reliability were greatly improved

Road and rail transport complement each other The shipper and the consumer will
benefit if the mode which has a comparative advantage in performing a given task is
efficient in its operation If that is the case, and correct price signals are in place, then
users of freight services will ship commodities with the mode which is best suited for the
task.

Establishment of the National Rail Corporation

Recognising the problems with interstate rait freight, the Commonwealth and the
mainland States signed an agreement on 30 July 1991 to establish a jointly owned public
company (National Rait {NR}) to bring all interstate rail freight operations under one
organisation. This decision flowed from the Special Premiers' Conference process which
represented an attempt by the Commonwealth and State/ Territory Governments to
identify and pursue agreed reforms which had a national focus and tackled the objectiv
of improved transport efficiency :

In order to achieve a nationally integrated rail freight network the Commonwealth and
the shareholding States agreed to transfer their interstate 1ail freight functions to NR,
which is expected to break-even within five years. Where assets are also transferred,
shares will be issued in the new Corporation. A key element of the NR's Shareholders' -
Agreement is that it provides that NR should have the capacity to contract out services,
in due course, and to provide access for other operators on a commercial basis to
network and terminal facilities

Cash equity injections of $415 million, including $296 million from the Commonwealth,
together with commercial borrowings by NR, will be directed toward infrastructure
projects that have the potential to improve the operational efficiency of interstate rail,

and hence, contribute to the elimination of interstate rail deficits. In addition, the Federal -
Government's One Nation rail infrastructure package provides for expenditure of around -
$450 million on key sections of the interstate rail network. The aim will be to
complement NR's own investment program with the result being a faster and more
reliable service between capital cities, including connections to potts. These
improvements will allow interstate rail freight to compete more effectively with road ™"
transport, and thereby provide users with greater choice and lower costs in transport
services. NR has been set a target of becomning self supporiing after five yeats.




Apart from the targeted investment program, an essential component of NR's success
will be changes to work and management practices and a new organisational structure.
During the first five years NR expects to reduce the cost of it operations by at least 45
per cent and to achieve a 10 per cent increase in market share. Management will become
commercially oriented and forward looking and the establishment of NR asan
incorporated company is intended to achieve this Through such an approach, NR is
aiming to increase revenues 1apidly, as a result of improved service quality in such areas
as wansit time, reliability and reduced damage to goods ansported

am cancept, the Enterprise Agreement
represents a milestone in the establishment of the Cotporation. It has reduced the
number of job classifications for rajl workers from over two thousand to nine This
award leads the way in implementing best practice in the Australian rail industty, and
provides a clear illustration of what can be achieved,

Not surprisingly, the dramatic changes invovled in establishing NR caused some initial
delays. The processes have been complex, and have required the efforts and
commitment of governments, unions, management and employees. The initial difficultes
have been lar gely overcome, and the ratification of the Enterprise Agreement, together
ge of the necessary legislation by Western Australia in December 1992,
to commence operations in Febrnary NR has already assumed control of
‘minals in all mainland capital cities except Perth and is currently taking over
ions progressively. For the first time, customers will no longer have to deal
with several rail authorities to transport freight by rail across the country,

: Australian Natipnal

- The Australian National Railways Commission (AN), which operates passenger and
* freight services, has been at the forefront of rail reform in Australia This is evidenced by
- the real reduction of 69 per cent in AN's 1990-91 revenue supplement when compared

: :With the 1983 level AN has also been

compared with an averagé of 1.1 for other
significant impact on AN's operations which as a
onal and passenger traffic




Passenger Rail

In 1986-87, interstate 1ail passenger services recorded a total system deficit of $419
million, which amounted to 52 per cent of the total deficit of all interstate rail services
{RIC 1990).

In attempting to reform long distance rail passenger services, considerable progress was
made during 1992-93 putting into place single corridor management, the major single
reform to increase performance.

AN successfully negotiated agreements to allow it to provide single management of the
Indian Pacific service on the east-west corridor from 4 April 1993 Negotiations over
the Sydney-Melbourne corridor are progressing with the target date for the NSW State
Rail Authority to commence operation of the service being late 1993, torcoincide with
the commencement of the XPT trains. Negotiations are in progress between the
Victorian Public Transport Corporation and AN in relation to single system management
of the Melbourne - Adelaide corridor. Significant savings in operational costs and
increased revenue should result from streamlining management arrangements for
interstate passenger services

Rail safety

The government owned rail systems have in the past developed their own 1ail safety
regimes. With the formation of NR, intersystem passenger services and the irmminent
access to track by other public and private operators, a common rail safety regime is
required The development of a safety regulation and accident investigation mechanism
where track and rolling-stock are owned by two or moze players is currently being
addressed in the ATAC (now Australian Transport Council {ATC}) forum.

4  ROAD TRANSPORT INDUSTRY
Historical Perspective

The road transport sector accounted for approximately 94 per cent of passenger travel
and 34 per cent of the freight task in 1987-88 The two main iniatives undertaken by
the Federal Government to improve efficiency in the road transport industry have
included review of road-funding priorities and reform of regulations and charges
pertaining to road transport. However, an important concern of the Federal Government -
in implementing measures to improve efficiency of this sector is that of road safety.

Historically, long distance road transport operations in Australia have suffered througha ~
lack of uniformity in technical and operating standards. Efforts to introduce uniformity
across jurisdictions have relied on agreement being reached through ATAC and the
implementation of these arrangements by the State and Territory Governments.




In January 1989 the Federal Government directed the Inter-State Commission (ISC) to
review charges for vehicles registered under the FIRS. The ISC considered that
Australia could no longer afford not to have a uniform, national approach to road
pricing, and recommended that FIRS be replaced by a nationat registration and char ging
scheme for all Australian road vehicles (ISC 1990).

The nmain components of the ISC's scheme were:

nationaily determined efficient and equitable road nge charges for 411 vehicles;

an independent body to supervise the scheme's operation and recommend the level
of charges;

fransparency in road authority programs and operations;

public participation in the formulation of road programs and in determining the
level of charges;

a national vehicle tegister formed by standardising and interconnecting the
individual State and Territory registers; and

designated routes for vehicles exceeding normal mass [imits.

At the October 1990 Special Premier's Conference (SPC), agreement was Teached
between the Heads of Government and a Tepresentative of local government to establish
a national heavy vehicle Tegistration scheme together with uniform techmical and
Operating regulations and nationally consistent char ges. It was decided to limit the
scheme to vehicles over 4.5 tonnes gross mass.




An Overarching Group of Commonwealth and State/Tertitory officials was set up to
develop options for the implementation of these new standards and charges and on
whether there should be an authority to handle heavy vehicle registration and regulation,
The Overarching Group recommended in April 1991 the establishment of a commission
to oversee heavy vehicle registration and regulation. At the July 1991 SPC the Heads of
Govemment agreed to the creation of a National Road Transport Commission (NRIC)
under Commonwealth legisiation

The NRTC was formally established m January 1992 with responsibility to include:

prepare and issue guidelines for the administration of road transport legislation and
oversee that administration;

make recommendations to the Ministerial Council on-road transport legislation,
heavy vehicle charges and charging principles; and

provide information on road tansport legislation

In May 1992 the NRTC's brief was extended to inciude the regulation of, but not the B
charges for, light vehicles.

After extensive consultation with all interested parties, the NRTC handed down its first
determination on Heavy Vehicle Charges in June 1992 (NRTC 1992). The Road
Transport Charges (Australian Capital Territory) Bill 1992, which will give effect to the .
NRIC's recommendations, was approved by Ministerial Council with all jurisdictions - -
except NSW and WA voting in favour on 14 December 1992 (Victoria abstained). The.
Bill was passed by the Federal Parliament during the Auturmn session of 1993 and this - > -
will allow State and Territory jurisdictions to enact enabling legislation to establish -
nationally consistent heavy vehicle charges from the scheduled date ot 1 July 1995.

Components of Reform Charges

The proposed charges will more accurately reflect the costs heavy vehicles imposeon: - -
road infrastiuctare. The arrangements are also designed to be revenue neutral for the - °
Federal Government and across all jurisdictions in total. -

The charges consist of two parts (NRTC 1992). The first is a notional portion of the = -
present Federal fuel excise on diesel (18 cents per litre), which, under the NRTC's “ -
recommendations, will be deemed a designated road use charge; that is, it will be g
regarded as a payment made by industry to cover road use costs. The second consrsts Of

a fixed charge which will replace the current State/Territory registration fees. For =0
example, the fixed charge for a six axle articulated vehicle would be $4,000 FlftY‘tWO '
percent of heavy vehicles will atract lower chaiges than they do now

The Commonwealth believes that the current Determination is an 1mportant ﬁ:st stcp_ n
the reform process and supports its implementation by a.ll -jurisdictions. From tl'us steP




refinements can be made so that future Determinations reflect more accurately heavy
vehicle road costs and achieve greater equity and efficiency in charging arrangements

Uniformity of Regulations

The Federal Government's objectives for the road transport industry are to encourage
increased productivity and greater efficiency by establishing a national operating
environment free of unnecessary vatiations in regulations from one State/Territory
Jurisdiction to another This will eliminate a significant cost imposed on the industry,
particularly the interstate component, and the economy, The Commonwealth has
worked closely with the States, Territories and the road transport industry to improve
the operating environment for road users through the development of simplified and
uniform administrative practices. This task is being performed by the NRTC.

In atternpting to achieve a more efficient set of operating conditions for the road
transport industry, the Federal Government has achieved a number of important reforms
in the regulatory environment. In addition to FIRS, these reforms have so far included:

the introduction of uniform mass limits from 1 July 1988;

the adoption of a uniform national approach to safety standards for new vehicles
through the Motor Vehicle Standards Act 1989; and

the introduction of B-doubles, a safer and more efficient class of heavy wansport
vehicle, in 1991

Through the activities of the NRTC, the Federal Government, in conjunction with State
and Territory Governments, has as an objective the development of a uniform set of
regulations for road users. In this, the NRTC is tackiing the following issues:

for heavy vehicles - design, construction and use,
- registration,
- driver licensing,
- tratfic rules; and

for light vehicles vehicle standards,
driver standards,
raffic rules,
transport of dangerous goods,
use of alternative fiels, and
performance assessment of road authorities and the
road system.

The Road Transport Reform Bill, which will provide for uniform heavy vehicle
regulations, has been introduced into the Federal Parliament in the 1993 Budget sittings




Enabling legislation will then be passed by the States and Territories. The first stage of
the uniform national regulations is scheduled to come into effect during March 1994.

Industry Self-Regulation

Unrest in the road transport industry and increased community concern about heavy
vehicle safety over recent years has highlighted the difficult operating environment facing
drivers, particularly owner-drivers. Economic pressures are forcing small operators to
work long hours and freight forwarders' market strength can enable them to press for
unreasonable delivery times, requiring speeds in excess of legal limits.

To address these problems, Governments have been encouraging indusiry to focus on
improving the quality of its performance through self-regulation A draft proposal has
been put forward by the Road Transport Forum (RTF), the peak road transport industry
body, which argues that there is a need for self-regulation to make the industry more
responsible for its actions and avoid excessive govemment intervention

Main elements of the RTF proposal include: a general code of conduct and specific
codes for drivers, operators and customers; a scale of sanctions culminating in the
removal of registration for severe abuses; and a National Accreditation Board {(NAB)
responsible for overseeing administration of the scheme. The Federal Government has
contributed $475 000 for the RTF to devélop national accreditation standards and a pilot

program.

5 ROAD CONSTRUCTION AND MAINTENANCE

Bgckground

Total national expenditure on road construction and maintenance is some $5 8b annually.

Excluding land acquisition and administration, expenditure on construction and
maintenance is estimated at around $3.8b pa, or 1.1% of GDP. This compares with
0.9% of GDP for the USA and 0 55% for Canada. Almost all roads are owned and
opetated by the States, Territories and local government bodies. Commonwealth

involvement is mainly through providing tied grants

Grants have been allocated to date by State and by road category. in accordance with
multi-year (currently five year) road strategies developed by each State and approved by
the Commonwealth in the context of fixing State shares for each year.

Ohjective of Road Reform

The July 1991 and May 1992 Special Premiers' Conferences agreed that the
Commonwealth, States and Territories should concentrate involvemnent in roads program
delivery by more cleaily defining their responsibilities, thus enabling Tespective



Governments to be more accountable, financially and in public policy terms, for road
decisions,

It was agreed that the Commonwealth’s responsibilities should be concentrated on
national highways, Consequently, the Prime Minister advised Premiers that from 1
January 1994 the Commonwealth would only have direct funding 1esponsibility for the
National Highway § ystem' (NHS), whi i

Components af Reform

The States/T erritories continue to Tun and control access to all 1oads, including the NHS,

truction works. However, in the early 1980's the
Commonweaith began to take a-closer interest not only in the broad strategy for the
National Highway but also in the way the desired outcomes were to be delivered Onpe
important development has been the introduction of the requirement for all construction
works on the Nationa] Highway to go to pubiic tender, :

The introduction of the current Federal Roads Program, the Australian Land Transport
Development Program (ALTD}, in 1989 saw the introduction of a number of

involvement of the Federal Government:
five year rolling plans;
quality assurance; and
pavement management systems.

The introduction of formalised five year rolling programs puts the management of the
Nationat Highway on a more strategic basis than is possible with annual planning cycles

In June 1991 the House of Representatives Standing Committes on Iransport,
i an in i




The Australian Land Transport Development Act expires on 31 December 1993 New
legislation is required to enable continuation of Federal road funding. Consistent with
the agreement by Heads of Government, the Federal post-1993 program will be for the
NHS only, with $820m (in 1994-95 dollars) being provided annually, for three years.

Other elements which the Commonwealth Government proposes to include in the
legislation to govern the new roads program are targeting of road investments against
national priorities, a rolling three year works program, strengthening of competitive
tendering for requirements and developing a performance based relationship with State
agencies responsible for the delivery of NHS projects

Consultations on these new arrangements has been initiated with the States and
Territories, and other interest groups (eg road associations and the road transport
industry). Legislation will be introduced into the Commonwealth Parliament later this
year.

6 TOWARD AN INTEGRATED (LAND) TRANSPORT SYSTEM

The Government's intergrated approach to micro-economic reform is gvident in its
attempt to initiate major changes across all areas of the transport and communications
portfolio, while simultaneously addressing the need for reform in other sectors of the
economy, such as the labour market, as necessary elements to the overall reform agenda.
As a first step in this integrated approach within the transport and communications
portfolio, Government has sought to tackle reforms at the modal/industry level. As
discussed in the preceeding sections, reforms are well underway for the toad transport,
roads and rail sectors of the economy These reforms, together with reforms in aviation
and maritime, have resulted in substantial improvements in the efficiency of individual
modes and contributed to the competitiveness of Australian industry by reducing the
costs of the transport component.

As a second step, while further modally based reforms are necessary, increased attention
is now warranted on facilitating greater modal interaction so that the full potential of
modal reforms may be realised, This includes the correct identification of infrastructuie
investment priorities and improving the efficiency of modal interface In attemnpting to
achieve this objective, the Prime Minister announced in his policy statement for the 1993
Federal Election that a National Transport Planning Task Force (NTPTF) would be
established in order to develop a nationally integrated transport system. The NTPTF
would likely focus on defining priotities for investment in Australia's transport.
infrastructure by clearly delineating the economic principles upon which such in
decistons should be based This would involve greater recognition of the intermodal
issues, with the result that users will benefit fromn a better integrated and more efficient
transport system

vestment




The Federal Government has implemented a review mechanism of the major reforms.
Such reviews will identify the ajor benefits flowing from the reform process, as well ag
problems encountered along the path which have mitigated against the full realisation of
those potential benefits. An outcome of the review mechanism will be the continual
reshaping of Australia's transport environment through the dynamic development of
longer term strategies to ensure that the evolution of an efficient transport system is
comensurate with the broader economic environment in which Australia trades

As further recognition of the need to streamline the policy process, the Australian
Transport Advisory Council and the Ministerial Council for Road Transport have been
Testructured to form the Australian Transport Council (ATC). The objective in
proceeding with this reform is to provide ATC with a more effective role in addressing
longer term strategic issues

7 CONCLUSIONS

To tackle reform of major sectors of the €Conomy necessitates an atmosphere of
commitment to change on behalf of all stakeholders associated with the process. This
involves clear identification of the elements that warrant review and assessment of the
likely impiications for those affected by the changes to be initiated :

For many of the sectors targeted by the reform process, governments were confronted by
enwenched management and labour practices, and operational inefficiencies caused by
outdated technology and obsolete infrastructure. As a consequence of a rapidly
changing macro-economic environment, it would be reasonable to argue that there was a
more widespread recognition and acceptance of a need for radical reform than what may
have been the case in previous decades Simply, the conditions that in many ways
allowed the inefficiencies in Australian industries, such as tansport, to fester, no longer
prevailed as greater competitiveness was being encountered on international markets.

An important element of the reform process has been [abour reform including
rationalisation of work practices and union structures, and greater flexibility in
management activities These were vital elements to the achieverment of reform
objectives in shipping and the waterfront, and for rail, as evidenced in rail with the
establishment of NR..

Industry support for the reform process has contributed substantially to the progiess of
reform, as exemplified by the case of road transport reform.  The strong recognition by
governments of the need to rationalise the vast array of regulations impinging on the
efficient operation of the road transport industry brought with it close involvement by
industry in the reform process through consultation. Early initiatives, such as FIRS,
indicated to industry that major reforms were being heralded in the areas of char ging and
regulations. While these reforms have the potential to achieve real efficiency gains for
the industry, and lower transport costs for users of their services, there was stil concern
within the industry that other reforms were required within the industry to ‘clean up its




act’ Hence, through the Road Transport Forum, and supported by the Federal
Government, the industry embarked on an ambitious program of self regulation.

There has been much criticism levelled at government over the slow pace of reform
While worthwhile developments never corne quickly enough, it must be realised that
major changes are being achieved simultaneously across a broad range of fronts. Thisis
a major achievement, especially when it is recognised that the economy has been
experiencing a number of problems at the same time, including low growth and high
levels of unemployrnent. Further, most of the changes entail agreement across several
levels of government and industry support.

Finaily, the process of reform should not be seen as a static phenomenon In a dynamic
economy, change should be a continuing process which allows an economy to adjust to
broader economic influences which affect its performance  Such a longer term view will
be an essential component of deliberations by the NTPTE Although current reforms are
generally settled for now, changes will continue to occur in the longer term to Improve
the overall efficiency of the national transportation system It is the mechanism that
evolves to facilitate the longer term adjustment that is one of the key products of the
reform process.
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