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introduction of self diagnostic systems in locomotives are further
applications of new technology. The introduction of Automatic Train
Control between Brisbane and Gladstone will reduce train Crewing to a

driver only,

These innovations - are ‘enabling Queénsland Railways to
minimise its costs and remain competitive in a fiercely competitive

environment,

4,2 © Alterations to work practices

A major review of industrial arrangements was carried out

in the early 1980's, and a number of arrangements which resulted in
excessive payments, particularly in relation to shift ‘working, were
terminated, - Other initiatives which were aimed at rationalising and
improving the efficiency of operations included the following :-

Removal of an arbitrary maximum distance of 193 kilometres
(120 miles), the daily limit -for a crew working suburban
passenger trains in . the Brishane area. This practice
originated in the days of steam trains. There was no
justification for +the continued application of this
restriction in the operation of high speed electric trains.

Elimination of the practice whereby train crews would not
work through the depots on either side of their base depot,

Elimination of the reguirement that there ~should be a
minimm number of staff at certain goods sheds in the

state, irrespective of whether such staff were warranted by
the workloads. : _ ' '

. ' . The introduction of computer assisted crew rostering, with
: the achievement of substantial cost savings.

The introduction of +wo man crewing on the majority of
freight trains on the State's main lines. This has allowed
the removal of the guard's van from thess trains.

Elimination of a Iatge number of other work practices,
developed historically, but not conducive to the efficient
operation of a modern transport organisation.

4.3 Encouraging the growth of freight forwai'ding agents

With the growth of road transport services in Queensland
following progressive deregulation of transport, Queensland Railways
was faced with an inherent compstitive disadvantage. Tt was unable to
provide a door to door service to customers, by virtue of havirg a
fized right of way, the only exception being where customers owned
private sidings at both origin and destination.
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Additionally, many of the railways goods yards were
designed and constructad in the 19th Century to cater for steam train
operations, Some of the characteristics of these yards included

. short siding lengths; . :

poor provision of access by road delivery vehicles:. - -
goods shed floor heights not matching wagon Eloor heights,
and - . . : o : ) -
goods shed floors generally of timber construction, unable
to handle forklift operation. . - : o o

: In a changing competitive environment, the railways lacked
the investment funds to - improve their. freight = terminals.
additionally, the railways needed a road pick up and delivery service
at the forwarding and receiving stations. oo

The solution has been to encourage the growth of private
enterprise freight forwarding agents. These agents provide a pick up .
"and delivery service, .and load rail wagons at modern terminals which
are privately owned. The railways performs the line haul function.
The railways are therefore able to provide a door-to-door service,
through the freight Fforwarding agents. The strengths of the rail
mode, i.e. large tonnages, exclugive right of way operation, ability
to determine -its own priorities, etc.,, are combined with the
flexibility of the voad operation to extend the service -right to the
customer's door.,

_ Table 2 indicates the growth in traffic handled by freight
forwarding agents Erom 1976 to the present time. . :

TABLE 2 .= GROWTH IN TRAFFIC HANDLED
BY FREIGHT FORWARDING AGENTS :

Financial  Total General = Tonnes carried through Percentage
Year Merchandise = Freight Forwarding of total
‘tonnes Agents Y General
: .. . Merchandise
{'000) o {'000) ; . “carried By
Forwarding

Agents
(%)

1975/76 . 01,9029 _ 11.6
1980/81 . 1,847.0 : S . 16.6
1985,/86 2,419.1 . ' 24,2

1986/87 2,510.9 ' 246




4.4 The adoption of improved marketing expertise

Q.R. has recognized that to compete more effectively, it
will need to improve its marketing expertise and significant progress
has been made. A comprehensive review has been made of the railways
freight rate structure, the structure has been simplified and many
anomalies, which had evolved over a long pericd of time, were
eliminated. The rates have been more competitively based. Costing
procadures have been introduced in a systematic way to ensure that
rail freight rates earn sufficient revenue to cover costs, except in
those areas identified as community service obligations, Market
research and intelligence have been initiated, to develop business
plans, strategies and targets for specific commodities.

4.5 Enhancement of information systems

The availability of up to date information is a crucial
requirement in effective decision making by management. Q.R. manages
a fleet of approximately 19,000 freight oriented wagons, 600

locomotives, and employs approximately 24,000 staff, as at lst
January, 1988.

The information for management decision making has been
improved through the introduction of computer based systems in the
following areas :-

A Rollingstock Information and Control System monitors the
movement of locomotives and wagons throughout the State
network., Major customers now have access to this system.
The wagon fleet has been subsequently reduced by 3600
Wagons..

. A Personnel Information System, by which personnel records
are now computerised,
Computerised Freight Accounting, with the associated
production of commodity statistics information. :

" Computerised Passenger Reservations System for
long distance passengers, both intrastate and interstate.

. Computerised rail costing models.
Computer based Stores Control Systems.

Computer based systems in many other areas of the
organization.

4.6 Improvements in Productivity

Over the past decade, Q.R. has emphasised the importance of
improved productivity across all its activities as a means to
achieving greater competitiveness and improved performance.
Comprehensive reviews of staffing arrangements have been conducted,
and staff have been withdrawn from areas of declining business
activity and redeployed into areas of increasing business,

ir
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These initiatives, together with many other productivity
initiatives, has enabled Q.R. to ccpe with a greatly increased traffic
task, while actually reducing the number of employees.

Total staff numbers have been reduced and in fact, are
planned to be reduced further from 25,330 in January, 1984,
to 22,150 in June, 1992.

Productivity per employee, measured as net tonne
kilometres/employee has increased by 548 per cent in the
last 20 years.

SCME SPECIFIC IMPACTS OF DERBEGULATION

The impacts of transport deregulation in some specific
industry areas will be discussed. These will show that, while
deregulation way theoretically result in greater competition and
reduced prices to customers, in practice this is not always the
case.

5.1 The transport of petroleum products

Bulk petroleum was deregulated in South East Queensland on
ist April, 1987 and in the rest of Queensland on lst July, 1987. Road
transport can compete legally with rail on any haul, although the
transport of petrocleum products by road transport has been allowed
through the issue of road permits, for several years.

Petroleun products are hauled f£rom Brisbane and other
coastal ports, to country locations. Q.R. has sought to retain its
market share of this business through the introduction of block
trains, accompanied by substantial price incentives., BApproximately 97
per cent of rail tank cars are owned by the oil companies, of a total
fleet of 560 rail tank cars. Block trains now operate from Brishane,
Gladstone and Townsville to country centres with up to 5 trains per
week. Whilst rail transport prices for the major oil companies have
been reduced in tecent vears, there has been no appreciable reduction
in price to the end user.

Q.R. is cautiously optimistic about retaining market share
in this traffic in the future by providing customer oriented services.

5.2 The transport of raw sugar

Queensland Railways has traditicnally carried out the major
transport task in the haulage of raw sugar to the Ports of Cairns,
Townsville and Mackay. This transport was deregulated in 1985 and
transport changes in these three areas following deregulation are
discussed below.




5.2.1 Cairns

Since the opening of the Cairns Bulk Sugar Terminal in 1964
up to 1983, Queensland Railways had transported raw sugar from three
of the four mills in the area to the port. Transport by rail was
ensured by an agreement between Q.R. and the three mills for twenty
years from 1964. TFollowing expitry of the agreement in 1983, the three
sugar mills opted to use road transport. There have been three
notable effects following withdrawal of rail transport:-

The road transport operator has increased his freight rates
substantially above notmal road transport cost indices.
tocal councils and community groups have expressed concern
at the 40 semi-trailer (2 bins} and dog trailer (2 bins)
round trips per day.

A local authority involved has found the road maintenance
costs excessive, and an approach was made to Q.R. to
contribute towards road improvements in the area.

5.2.2 Townsville

The four mills in the Burdekin Valley are served by vail.
Q.R introduced high capacity bottom discharge bulk  sugar wagons for
this operation in 1982, Capacity improvement with the new bottom
discharge wagon when compared to the previous arrangement of using
sugar boxes on flat wagons is 72.2 per cent. Terminal operations in
Townsville have been streamlined with the construction of a balloon
Ioop and high capacity unloader. More efficient operations have
provided a real reduction in freight rates in recent years.

5.2.3 Mackay

Four out of the eight mills serving the Mackay area use
rail, In the early 1980's, the sugar industry worked in close
association with Queensland Railways to upgrade its bulk sugar
terminal at Wackay. A new high capacity sugar unloader was
introduced, and a balloon loop was constructed to improve the
efficiency of train cperations. Higher capacity wagons were also
introduced into this traffic. With the threat of road transport with
B-doubles, Q.R, has responded by submitting a proposal in which sugar
from all the mills in the Mackay region will be transported by rail in
high capacity bottom discharge wagons, similar to those used in
Townsville. A response from the sugar industry is currently awaited.

5.3 The Transport of Coal

Q.R., has a major role in transport of coal and other
minerals in Queensland. Most of these projects reguire the movement
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of =everal million tonnes per year and raquire Journeys of 250km ot
. more from mine to port. While these traffics are corrently requlated
" to rail, the sheer size and distance haulage of the tasks dictate the
logical use of rail to generate the economies of scale attributed to
that mode. Hence, very little road transport is involved but some
. permits are granted to road for small domestic tasks where there is no
guitable rail alternative.

The question posed, howsver, is whether or not the coal haulage is
open to any competition., In fact, there are other "deregulating”
forces which demand efficient transport at minimum cost. When one
views the export market for coal particularly, one sees
extraordinarily fierce corpetition between producers. There exists
therefore, a need for railways to maintain a price structure which
does not jeopardise the competitive capability of its customers, This
is a very effective deregulated market.

There are two aspects to this task, freight rates applicable to coal
and other mineral projects are the prerogative of Government.
operating costs and technical input lie in the domain of Railway
rMdministration. The Government has reacted positively by reducing
rail freight rates.

The cost structure of Australian Coal exports relative to our
competitors, has deteriorated in recent years, In response to this
loss of competitive edge, the Government reduced existing freight
rates by 10 per cent, applicable from January Ist, 1984, to those
mines which had started operating after 1977. Tn addition, operation
of the escalation clause was suspended for a period from lst January,
1984 to 3lst March, 1985 and then to operate at 30 per cent until
March, 1987. The concessions granted at that time are still
operative, although normal escalation now applies. More recently, a
direct link between the coal price and the freight rate has been
established. The effect of this moratorium on the freight rate
applicable to a selected mine for the period 1982-1987 is shown in
Figure 2.

The second aspect is technological input into the coal operation,
Capital input has been obtained generally from coal companies for
purchase of rollingstock and upgrading of the track, signalling,
communications and wagon repair facilities. This has been repaid to
the companies by way of freight rebates including interest over
specified periods. The availability of capital has enabled Q.R. to
construct a high quality standard of railway to ensure reliability and
the prompt delivery of contract tomnages, Our main customers, the
Japanese, insist on this aspect, reliability of service, for their
steel and power generation.
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5.4 Grain Transport

In the last three FEinancial vears, total grain haulage,
requlated to Queensland Railways, has varied between 2.43 million
tonnes and 3.45 million tonnes per annum, Given the importance of the
grain crop to the Queensland rural economy, every endeavour has been
made to apply the unit train concept to the haulage: about 70 per cent
of grain trains now operate in this form. A mmber of branch lines
have been upgraded to take heavier, more powerful locomotives and
higher axle load wagons. A freight rate discount has applied as well,
and the refund is used by Bulk Grains Queensland to extent sidings to
expand the unit train concept. Two man crews have also been
iatroduced. Particular attention has been paid to terminals to speed
up both loading and unloading processes.

The Fisherman Islands Terminal at the Port of Brighane is
designed to handle a 1750 net tonne grain train in 2.5 hours including
various grain types. Fumigation is carried out in the silo, not in
the wagon as was previously done. The net effect has been to reduce
average wagon turnaround from 4.8 days to 2.5 days. To account for
the fluctuating grain task, a number of wagons are designed as milti-
purpose carriers and can be used in grain, sugar or coal haulage, as
required, Notwithstanding the comments to the contrary in the report
of the Royal Commission into Grain Storage Handling Transport (1988),
Q.R.'s grain traffic does cover its long run avoidable costs,
including total branch line costs and makes a significant contribution
towards its fixed corridor costs and overheads. Grain rail freight
rates in Queensland are the lowest grain rail rates in ‘Australia and
have been frozen for a period of three years despite an inflation rate
of 8 per cent per annum.

Don McKechnie, former Chairman of Bulk Grains Queensland,
wag reported as saying (McKechnie, 1988) that when you move around the
wheat growing districts, you £ind growers in their thousands do not
want deregulation.

6. ADDTTICNAL COMMONITY COSTS OF DEREGULATION

Progressive deregulation of land transport in Queensland in
recent years has been introduced with considerable external costs
being imposed on the wider community. These include road safety
aspects, external impacts of owner drivers, environmental impacts,
overloading and cross-subsidisation of road maintenance costs, among
others.

6.1 Road safety aspects

The increasing volume of heavy trucks on CQueensland roads
has increased the risk of fatal accidents. Taird (1987) noted that,
although heavy trucks form a small fraction of all motor vehicle
registrations, their involvement in fatal accidents was high. The
National Road Freight Industry Inguiry (1984) found that in a milti-




vehicle accident involving a truck, other wvehicle occupants were far
more likely to be killed than truck occupants (in such accidents 10
per cent of fatalities were occupants of trucks and 90 per cent were
cccupants of other vehicles).

Research carried out with data from Britain by Gregg (1983)
has shown that on a tonne-kilometre basis, road freight transport
causes 18 times more fatalities than by rail with the death rate per
tonne-kilometre by road increasing for the heavier trucks,

Other road safety related aspects noted by the National
Road Freight Industry Tnquiry (1984) include the following :-—

" A belief that usage of amphetamines (stimulants) by long
distance truck drivers was widespread. These drugs are
used by drivers to stay alert while operating for often
illegally long hours, and are a possible cause of hazardous
driving.

The laws governing driving hours were being largely ignored
and drivers log books were largely falsified.
Strong indications that road speed limits were largely
ignored by truck drivers, particularly by drivers of
articulated trucks under highway conditions.

Laird (1987) has estimated that the total cost of accidents
caused by heavy road wvehicles in Queensiand was in excess of $59
million for 1985.

6.2 External impacts of owner-drivers

The Bureau of Transport Economics (1979) noted that the
major problem perceived within the long distance road haulage industry
was the financial plight of the owner—driver.

The Wational Road TFreight Industry Inguiry (1984) stated
that intense competition within the line haul trucking sector resulted
in very low returns to owner—drivers in particular. It reported
allegations that, to stay in business, many owner—drivers were forced
to indulge in practices which included accepting .cash payments which
facilitate tax evasion, not allowing for loading costs and
undercutting rates below the agreement limits. Some of these
practices may ke completely illegal such as overloading, speeding,
falsification of log bocks and tax evasion,

The Bureau of Transport Economics (1984) rsported on the
findings of a survey of long distance owner—drivers (LDODS) carried
out by the Department of Science and Technology, which found that long
distance owner driver operations were characterised by :-

long working hours of up to 80 hours per week per IDOD
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a significant level of indebtedness in the range of $32,000
to §35,000 per truck; and

low profitability

The - road freight industry is one in which entry is
relatively simple, The Bureau of Transport Economics (1984) reported -
that the only regquirements for eniry to this industry were the
obtaining of a driver's licence and procuring a truck. The tests
involved in obtaining a licence were not very demanding although there
was some variation across the states.

Whilst entry to the road freight industry may be easy, it
ig more difficult to leave the industry. The National Road Freight
Industry Inquiry (1984) noted significant barriers to exit from the
long distance trucking industry, such as the possibility of capital
loss upon the sale of the wvehicle, and the possible absence of
alternative employment opportunities. This Inquiry also found that
cyclical downturns in the road freight industry reduced the amount of
freight available velative to industry capacity. Further, it noted
that when excese capacity arises as a result of barriers to exit,
because of a reduction in both the volume of work and the rates paid,
operator earnings were severely compressed.

6.3 Environmental impacts

Thege impacts include factors such as noise, emissions,
intrusion of privacy, loss of amenity and congestion. The growth in
road freight vehicles in Queensland has increased the number of trucks
travelling in metropolitan areas. The McDonnell Report (1980) has
found that trucks, notably those with diesel engines, are a principal
contributor to traffic noise. The WNational Road Freight Industry
Inquiry (1984) noted that the costs of air and noise pollution were
highest in urban areas, and may justify the reservation of certain
traffics to rail, or the imposition of special charges. Emissicns
from road vehicles include lead compounds, oxides of nitrogen, carbon
monoxide, hydrocarbons, smoke and odours (B.T.E. 1984). ‘The 5State
Pollution Control Commission (1980) found that  exhaust smoke,
particularly that from diesel vehicles, contains carcinogenic
compounds. The Bureau of Transport Economics (1984) noted that smoke
and particulate emissions for diesel driven trucks may be 10 times
those for a passenger car and possibly more if operating with heavy
loads or if the engine was poorly maintained.

Iaird (1987) has estimated that heavy truck operations in
(ueensland for 1985-86 gave rise to an external cost of $4.3 million
for air pollution -and $10.9 million for noise pollution for
Queensland. Heavy road traffic increases noise vibration levels and
visual nuisance. Where this traffic passes residential areas, it can
reduce the quality of life of residents by causing loss of amenity and
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intrusion of privacy. The operation of heavy trucks on some parts of
the road system can, at certain times, cause congestion to other road
users. The effect of this congestion is to cause delays and
additional costs, to other rcad users. While congestion is recognized
as a problem, research on the external .costs of congestion in
Queensland is limited.

6.4 overloading

Overloaded trucks impose additional costs on the road
system, The damaging power of a loaded axle (or group of axles) does
not vary linearly with load, but exponentially, to the power of "4",

with load. With this relationship if an axle is loaded to double what
it should be, it will have sixteen times the damaging power.

The application of this so-called "Fourth Power Iaw" to
Australian and, in particular Queensland roads, is being questioned.
Krosch and Hollingsworth (1986) stated that for 85 per cent of the
Queensland road network, the exponent may even be as high as "12".
They stated that the Fourth Power Law was derived experimentally
around 20 years ago in the United States for high quality pavements in
which the mechanism of failure was “Fatigue". However, much of the
rural road network in Australia was of "light" pavement construction
over weak sub—grades. TFor these latter pavements, failure by sub-
grade deformation was a real possibility. The Queensland Main Roads
Department (1986} reported that for 1985-86, there were 17,267
overloading breaches reported. Of these, some 4614 vehicles exceaded
their permitted gross vehicle mass.

6.5 Cross-subsidisation of rcad maintenance costs

There is an overwhelming amount of evidence which indicates
that not only do heavy trucks cause external costs to the wider
comunity, but that the costs of road usage by such trucks is
subsidised by other road users, principally by motor car users.

The National Road Freight Industry Inquiry (1984) concluded
that the total payments made to governments by users of heavy rigid
trucks and articulated trucks was insutFicient to cover the allocated
costs of their road use; there is no contribution to general tax
revenues by heavy rigid trucks. Further, the Inquiry found that
articulated trucks were paying little (if any) more than the
attributable costs of road use, and were making no significant
contribution to joint road costs and certainly no contribution at all
to general tax revenues. The Inter-State Commission (1987) noted that
road user charges in the form of registration fees and those fuel
taxes applied directly to road works are low, and that in the view of
the Inter-State Commission, these taxes and charges do not cover the
fully distributed financial costs of road works attriputable to heavy
truck operations.
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Tuck and Martin (1987) found that the operators of motor
cars were over-recovering their share of fully allocated road
infrastructure costs, while the revenue paid by operators of heavy
vehicles fell well short of, not only their share of fully allocated
costs, but also their share of avoidable costs. They also indicated
that there was a large cross subsidisation of truck operators by
private and business motor car operators. This was estimated to total
$1406 million In Australia for 1986/87 and has been described by the
House  of Representatives Standing Committes  on Transport
Communications and Infrastructure (1987) as "the worst example of
unintended. cross subsidy to come to the Committee's attention".

7. SOME CONSTRATNTS ON RATL TO RATIONALISE
ITS OPERATIONS IN A DERBGULATED ENVIRONMMENT

Whilst Q.R. operates in progressively deregulated markets,
there remain several constraints which prevent Q.R. from achieving a
full rationalisation of its operations. Further, deregulation has
only been confined to providing entry by road transport inte rail's
markets, The administrative and legislative contrels over the
railways have not been eased, limiting the extent to which the
railways' performance can be improved, These aspects are discussed in
the following sections.

7.1 Comunity Service Obligations

These can be categorised into three broad categories -
inefficient branch lines, passenger services and unecconomic freight
operations,

7.1.1 Inefficient Branch Lines

There are several branch lines in the Queensland Railways
network which are so unprofitable that in many cases they fail to earn
sufficient revenue to meet the cost of track maintenance on the
branch, 2an analysis of the costs and revenues incurred by each branch
line has been carried out to highlight those which are unprofitable.
The method of assessing revenue has been to credit all paying traffic
emanating from the Branch, to which is added paying goods traffic
consigned to stations on the Branch, i.e., the method most favourable
to the Branch's operating resulti:

Avoidable costs for branch lines are those which would not
be incurred if the branches were closed, i,e.,, the sum of :-

direct branch maintenance costs

direct branch station costs

wages, stores, fuel and rollingstock
repairs proportional to branch cperations




The nurber of inefficient branch lines in the system has increased
from 16 to 20, in the period 1984 to 1987, and the overall loss on
these lines has increased from $12.9 million to $20.9 million. The-
averall cost recovery rate for these branch lines has varied from 5.5
per cent to 75.3 per cent in 1986/87

7.1.2 Pagsenger Services

Using a similar approach to that which was used in the
analysis of branch lines, an analysis of urban and country passenger
traffic carried by Queensland Railways in 1986/87 has indicated that
the losses incurred from these services have remained fairly static at
around $68.0 million,

In an endeavour to off-set these results, Queensland
Railways has reduced manning levels on the trains and has added fast
freight wagons to country passenger trains to increase their earning
capacity and has reduced freight services to compensate.

In the suburban are=a, the advent of a fast, air-
conditioned, electric train service has seen patronage rise from 26
million annual journeys in 1979 to 43 million in 1987. Cost recovery
has improved from 25 per cent to 52 per cent., These improvements were
jointly funded by Commonwealth and State Governments.

However, the heavy losses from these services must be
viewed in the context of the commnity service being provided. In
some cases, such services are essential. However, where alternative,
more economic forms of transport are available, the continued
provision of such services will represent a cost of services foregone
in other areas of government activity, e.g. social welfare, health,
housing, etc.

7.1.3 Uneconcmic Freight Operations

0.R. has to maintain freight services to many destinations
throughout the state. For many, the wvolumes of freight consigned
annually are small, All major centres in Queensland are served well
by the railways, principally through freight forwarding agencies.
However, Queensland Railways is expected to continue to provide
freight services to many smaller locations¥

Queensland Railways maintains numerous railway gocds sheds
and vards throughout the state, including those where freight
forwarding agents operate. The traditional outmoded railway goods
sheds are essentially intact, as is the workforce of porters,
checkers, goods clerks and others associated with traditional railway
handling methods.,
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Whilst the traditional system of freight handling has been
retained, the volumes of freight being handled have declined. In many
cases, the low volumes of tonnages carried in wagons could be more
officiently handled by other wmethods. However, many country
commnities consider the service provided by Queensland Railways to be
a valuable social role, even though in practice the same level of
service could be provided more efficiently, and at less cost to the
taxpayer, in other ways.

7.2 Financial and Administrative constraints

Queensland Railways is subjected to the same financial
constraints as other public service Departments. Its expenditures
from year to year are restricted to what the Treasury Department
allocates in its yearly budgets. With few notable exceptions, such as
Main Line Electrificakion, it is therefore unable to raise capital
funds to increase the rate at which the system can be modernized and
made more efficient and competitive,

The Comnissioner for Railways is directed by and is
accountable to the State Govermment. All major decisions made by the
Commissioner for Railways in relation to investment, vrationalisation,
pricing and staffing have to be first approved by the Government.
Whilst this arrangement is good in terms of public accountability, it
doee have the drawback of slowing down the decision meking process of
the railways., This produces long lead times between decisions to act
and actual implementation of actions, and constrains the ability of

the railways to act quickly in a competitive environment. There is
also limited scope for rewarding good performance in the railways.
Conversely, there is a tendency to retain staff, and sacking of staff
is only undertaken in extreme situations. However, rejundancy
packages are now being offered as a weans of reducing staff levels.

As outlined by Blackshaw (1979), in a real sense, the
impact of de facto econcmic reguiation on rail operations is far wmore
important than regulation on any other mode, Moves in some Australian
states to deregulate road transport have not been matched by moves by
governments to lessen their de facto control over the economic and
Financial aspects of rail operations, leaving railways in the worst of
both worlds.

8. CONCLUSIONS

Deregulation of transport has facilitated the entry of road
transport into areas previously which were traditional rail markets.
Tt has allowed increased competition between the road and rail




modes,.  Where the two competitive modes have been retained, the result
has been greater efficiency and lower, corpetitive prices. 1In areas
where rail has withdrawn from the markets, there has generally been no
rotable reduction in prices charged to consumers, the petroleum and
sugar industries being examples,

Queensland Railways has adopted positive strategies to cope
with the deregulated land transport environment, with the result that
it has generally retained its market share following deregulation.

Freight deregulation has imposed other costs which are
being borne by the wider commnity. These external costs include
increased road fatalities, illegal operations, tax evasion, adverse
environmental effects and cross subsidisation of road maintenance
Costs.

There is a need for improved cost recovery from heavy rcad
vehicles, which currently do not fully cover the maintenance costs of
the roads which they use. This has allowed the prices charged by road
transport cperators to be kept at low levels relative to rail.
Tmproved cost recovery from heavy road vehicles will result in higher
road freight prices and, through competitive pricing, allow rail to
increase its prices and improve its cost recovery levels as well. In
this way, the burdens on the wider community of transport
infrastructure costs will be lessened, with the users of transport
bearing more responsibility for the costs involved.

Finally, Queensland Railways has to bear the burden of some
residual constraints which prevent it from operating more effectively
in the deregulated envirorment. The performance of the railways needs
to be viewed in the context of these overriding constraints.
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