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“WHEATBELT RAILWAY RETENTION ALLIANCE”
C/o P.O. Box 85, Bruce Rock,
WA. 6418.

Ian Blayney, MLA
Chairman
Economics & Industry Standing Committee,
Parliament House,
Perth,
Western Australia 6000.
17th April, 2014.
Dear Mr. Blayney MLA,
Parliamentary Inquiry into the Management of Western Australia’s Freight Rail Network.
On behalf of the Wheatbelt Railway Retention Alliance, I attach our submission to the above
Inquiry.
Representatives from Wheatbelt Railway Retention Alliance would like to appear before the
committee to present our case.
Below for your information a list of Office Bearers and committee members:
Chairman: Greg Richards
P: 96 466208; M: 0427 466208; Fax: 96 466269; email: bounce@wn.com.au
Vice Chairman: Bill Cowan
P: 90616012; M: 0428 616012; Fax: 90616 032: Email cowandianebill@westnet.com.au
Coordinator: Jane Fuchsbichler
P: 90 469050; M: 0427 469050; Fax: 90 469040; email: kjfuchi@wn.com.au
Executive Committee:
Chairman; Vice Chairman and Coordinator plus:
Graeme Fardon CEO Quairading Shire:
P: 96451001; Email: ceo@quairading.wa.gov.au
Sam Wainwright Councillor City of Fremantle; LG Grain Freight Group:
M: 0412751508; SAMW@fremantle.wa.gov.au
WRRA Chairman: Greg Richards:
P: 96 466208; M: 0427 466208; Fax: 96 466269; Email: bounce@wn.com.au
WRRA Coordinator: Jane Fuchsbichler:
P: 90 469050; M: 0427 469050; Fax: 90 469040; Email: kjfuchi@wn.com.au

Ken Seymour Moora
M: 0428 631015; Email: meridale@bigpond.com
Julie Russell Wickepin
M: 0428880397; Email:yarlomadns@westnet.com.au
Lindsay Tuckwell Kondinin
M: 0427472759; Email: ldtuckwell@westnet.com.au
We thank you for the opportunity to present information on the Management of Western
Australia’s Rail Freight Network and look forward to the opportunity to appear before the
committee to present our case.
Kind Regards,

Jane Fuchsbichler,
Coordinator Wheatbelt Railway Retention Alliance
P: 90 469050
M: 0427 469050

WRRA Chairman: Greg Richards:
P: 96 466208; M: 0427 466208; Fax: 96 466269; Email: bounce@wn.com.au
WRRA Coordinator: Jane Fuchsbichler:
P: 90 469050; M: 0427 469050; Fax: 90 469040; Email: kjfuchi@wn.com.au
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Economics & Industry Standing Committee

Parliamentary Inquiry into the Management of Western Australia’s
Freight Rail Network

Submission on behalf of:
Wheatbelt Railway Retention Alliance
Representing 100,000 people in 26 member Local Governments of:
Beverley; Bruce Rock; Corrigin; Cuballing; Cunderdin; City of Fremantle; Dumbleyung; Town of East
Fremantle; Kondinin; Koorda; Kulin; Lake Grace; Merredin; Moora; Mount Marshall; Mukinbudin;
Mundaring; Narembeen; Narrogin Shire; Nungarin, Quairading; Town of Narrogin; Trayning;
Wickepin; Yilgarn; York.
WA Farmers Federation - 17 Affiliated Zones state-wide
With support from 15 groups and individuals:
Agribusiness Council of Australia
Australian Association for the Study of Peak Oil and Gas
Curtin University Road Accident Research Centre
Farm Power Pty. Ltd.
Farming Champions
Fremantle Road to Rail Group
Helena Valley Estate Resident Association
Mount Helena Residents & Ratepayers Assoc. (Inc.)
Narrogin Environmental Action Team Inc.
Professor Peter Newman
Professor Stephen Powles
RACWA
Roadside Conservation Committee
Wheatbelt South WALGA RoadWise Programme
Wildflower Society of WA
The Wheatbelt Railway Retention Alliance was formed in December 2010 bringing together Local
Government, WA Farmers and many groups with the overwhelming agreement that the grain freight
task must remain on rail, for a safe, efficient path to port for an important export commodity. Rail is
vital for the safety of our communities and for the viability of the grains industry, which is the back
bone of Wheatbelt towns and the economy.
WRRA Chairman: Greg Richards:
P: 96 466208; M: 0427 466208; Fax: 96 466269; email: bounce@wn.com.au
WRRA Coordinator: Jane Fuchsbichler:
P: 90 469050; M: 0427 469050; Fax: 90 469040; email: kjfuchi@wn.com.au
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1.
OVERVIEW:
It is the resilient belief of our members that the present Rail Line Lease agreement and its
management is not operating in the best interests of the WA Grains Industry or indeed the best
interests of the State as a whole.
The confidentiality which surrounds the Rail Line Lease Agreement obstructs attempts to give full
and detailed background to some of the issues. The fact that the Rail Line Lease Agreement is
shrouded in secrecy is unsupportable. The rail network is a S tate owned asset; the confidentiality
seriously impedes any attempts to improve the performance of a vital state infrastructure asset.
This makes a mockery of the ACCC and a policy of open competition.
2.
HISTORY:
The rail network opened up the WA Wheatbelt to create the vital export industry that it is today.
Agriculture is the second largest export industry for WA and as such requires an efficient path to
port. For 100 years the rail network has served the Wheatbelt well, in acting as a river for our grain
to flow to port.
Western Australian CBH ports alone have the capacity to ship 50 – 70 million tonnes of grain each
year, but with the present declining performance of the rail network it is only possible to deliver
approximately 13 million tonnes to port. The path to port is a vibrant part of the industry. To
compete internationally it is essential to have a supply chain which can deliver high capabilities in
sales execution. In short, the WA rail freight network is suffering from obstructed arteries and
unfortunately urgent surgery is required. The Rail Line Lease Agreement and its confidentiality is
restricting and inhibiting progress and initiatives to make the rail arteries healthy again.
In the Kwinana Port Zone 7.5 million tonnes of grain has been produced in the 2013/14 season, with
an efficient rail network this grain can flow through the metropolitan area to Kwinana Port without
disruption to, or even the knowledge of, the city. Without the rail it becomes necessary to
supplement the rail freight task with road trains, inevitably leading to more road trains into Kwinana
and more road trains on an inadequate rural road network.
The proposed closure of the Tier 3 Rail lines was the initial catalyst for the formation of WRRA.
However, 5 years down the “track” from the SGNC Report, it has become increasingly evident that
this is a whole of rail freight network issue with the Rail Line Lease Agreement becoming the obvious
major hurdle, preventing initiatives to improve performance and efficiency of vital supply chain
infrastructure.
3.

STRATEGIC GRAIN NETWORK COMMITTEE REPORT 2009 & Business Case June 2010:

We do not wish to waste further time on this flawed report, but feel it necessary to give evidence to
finally put it to rest in the shredder machine where it belongs.
 Finding 12: Strategic Grain Network Committee Report 16/12/2009 “Tier 3 lines in the
Kwinana South Zone are not competitive with road transport and during 2010 rail services
will cease to operate on them regardless of actions taken by governments.”
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This begs the question if rail is to close “regardless of actions taken by government” - who has
control of this state owned asset?
We ask for transparency?
The figures in the SGNC Report were not accurate; below information is given to show these
inaccuracies. Again due to confidentiality, it has taken time to have the information to prove what
we initially, intuitively knew. Unfortunately, many hold onto this report and its recommendations,
but it is flawed and the environment has shifted considerably since the report.
3a) Rail Freight Cost on Tier 3:
At the time (2009) Westnet (now Brookfield) considered ARG (Queensland Rail now Aurizon) the
customer, it was not possible for growers to get a breakdown of the freight bill. We would not
accept a machinery service account without a breakdown of charges e.g. labour; parts; oil etc. and
yet for one of our major budget items Growers could get no transparency. The purchase of CBH
trains has finally enabled more clarity and has significantly changed the environment in respect to
rail enormously; it has been made it more efficient.
Freight rates on Tier 3 lines only (these rises did not occur on Tier 1 and Tier 2 lines), had spiked over
4 years. Rates at Korbelka Bin increased 95% in 4 years; Corrigin rates increased 118% over 4 years;
below graph for Narembeen freight rates:
Since Queensland Rail (ARG) and Babcock and Brown Infrastructure (Westnet now Brookfield)
bought the rail assets in 2006, it can be seen the rail freight rate increased at Narembeen by 112%
that of 2006.

Graph Explanation showing freight rate changes.
2006 -2010 Queensland Rail freight rates increased on Tier 3 Rail lines by up to 118% over 4 years.
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2010 saw the introduction of TAP (Transitional Assistance Package) a Government subsidy to
Queensland Rail keeping freight to growers at road freight rates, in theory to allow time for road
upgrades.
2013 saw the introduction of the CBH Watco Rail Freight Rates – no Government subsidy required.
In addition, on Tier 3 the Merredin Transfer Fee had a major impact, again shrouded in secrecy since
privatisation. In 1966 the Government contracted to pay CBH a transfer fee from narrow gauge to
standard gauge at Merredin, as CBH (the Growers) had paid for the transfer facility. Unknown to
growers or CBH, $3.50 per tonne had been put back on to growers to pay and again falsely increased
the rail freight cost on Tier 3 going into Merredin. This is an obligation by the Government which had
to pay contractually for the operating costs of the transfer at Merredin. Unfortunately, growers are
now paying as it was lost in the privatisation activities.
We now have proof that the rail costs used in SGNC Report were not an accurate projection of rail
costs.
3b) Rail performance improvements since the move from Queensland rail to CBH/Watco
operation:
During 2013, CBH trains on Tier 3 lines from Bruce Rock and Narembeen achieved deliveries of
4,000 tonnes per day into Merredin, despite Brookfield’s speed and weight restrictions, which have
been applied to protect the need for maintenance on the track, there has been no focus on
improving track performances.
The maximum tonnage into Merredin on Tier 3 lines achieved by Queensland rail had previously
been 1400 tonnes per day.
More proof that the SGNC Report determination that Tier 3 rail is unviable was based on incorrect
information.
The purchase of locomotives and rail wagons by the growers of WA (CBH) is a game changer for
rail in Western Australia
3c) Road Freight Costs:
In the SGNC Report the road freight costs were based on fuel costs under $1/litre. It indicated that
once fuel prices raised beyond $1/litre rail became viable. With fuel prices now in the region of
$1.60/litre, we know the figures for road freight in the SGNR are also flawed.
The road freight task was also calculated on RAV 7 roads allowing larger road trains. As far as we are
aware there is very little or no RAV 7 roads, in the Tier 3 area, but more predominately RAV 4 roads,
therefore indicating that road freight costs were under estimated in the SGNCR.
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3d) Road Upgrades, Repairs and Maintenance:
Again we now have unqualified evidence that the figures in the SGNC Report are inadequate. Instead
of the budgeted $92m being required, we now have the Government boasting $118m being spent
on roads. Prior to 2013 election WALGA stated that a further $126m was required for upgrades with
further $8.5m annual allowance for maintenance (Ref. WALGA Website Media Release to Local
Governments on Tier 3 Railway 18/1/13). Despite these increased funding amounts Wheatbelt roads

continue to crumble and deteriorate.
We now know road “upgrade” and maintenance funding to be inadequate and under estimated.

York to Quairading road widening strip - work done in June 2013, this photo was taken in September 2013.

3e) Road Safety & Environmental Impact Studies:
It seems negligent to not even look at road safety; impact on communities or environment, but that
unfortunately was the case and these items do not feature at all in the SGNC Report.
Wheatbelt South Road Toll Statistics:


740 people have been killed or seriously injured in 10 years (2001-2010) in the region,
which is a rate of 312.6 per 100,000 population, the highest rate in WA.



Closure of T3 Rail will put between 57,000 and 85,000 extra truck movements onto the
roads which already have the highest road toll in W.A.

CBH Road Transport Shut Down:
On 4th September 2012 due to multiple truck roll over events CBH called a shut down and “Safety
Time Out” for all road movements for 5 hours, safety being an absolute priority.
Further evidence that the road network is not fit for purpose for the grain freight task and that the
poor performance of the rail network, under the management of the Lease Agreements is
unsatisfactory.
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Below accident at Mawson January 2012 it took 4 hours to cut one driver out of the truck luckily
none of the 4 people involved in the accident were killed.

3f) Cost Shifting:
The SGNR transferred costs to Local Government and Growers.
Ongoing road maintenance costs have fallen onto Local Government with no
compensation/recognition from the State Government.
Storage to be built at Brookton, Kellerberrin, Cunderdin and changing each rail bin to road out
loading were all costs to be borne by growers through CBH.
Rapid rail out loading facilities had been paid for by growers (CBH) at sites which would now have no
rail – a further huge impost on growers.
3g) Why Rail makes sense:
Loading a 3000 tonne narrow gauge train at Quairading for Kwinana takes 3 hours and one team.
Grain is handled just once.
Loading equivalent 3000 tonnes onto trucks 12 hours; 2 teams (one at Quairading one at York or
Cunderdin); unload then re load to train. Grain is handled 3 times – cost to growers.
An example as per SGNC Report:
 To empty Bruce Rock Bin (100,000 t) by road to Kellerberrin = 270,593 road kilometres
 To empty Bruce Rock Bin by rail to Kellerberrin = 6,804 kilometres
 Road: 263,789 extra kilometres by road
 Extra fuel use by road 155,063 litres
 431% more fuel used by road transport.
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How many extra tyres would be used and need to be disposed of?

3h) Please Note:
In accordance with the SGNC Report grain from south of the Highway, Ainsworth, Ardath,
Quairading, Yoting, Shackleton, Koonadgin, Korbelka, Mount Walker, Muntadgin, Narembeen, South
Kumminin, Wogarl and Bruce Rock will need to cross the Great Eastern Highway at Cunderdin,
Kellerberrin and Merredin. This will result in three bottlenecks on the Great Eastern Highway with
fully loaded (and empty trucks returning) turning onto the Great Eastern Highway, travelling a
couple of kilometres and then turning to cross the rail to get to one of the three CBH facilities, all
situated north of the Highway.
The road to Kellerberrin is not completed.
The road to Cunderdin is not completed, dangerous S bends need to be straightened which it is
anticipated by the Quairading Shire will take at least 2 years.
In an above average season, it will be necessary for up to 35,000 Truck Movements to cross the
Great Eastern Highway in order to move grain from closed tier 3 lines to Standard Gauge, with a 10
year average around 19,000 extra truck movements crossing the Great Easterm Highway.
(2013/14 season approximately 950,000 tonnes will need to cross the Great Eastern Highway)

Merredin from Narembeen turn left onto great Eastern Highway past town right over the railway
and then left to bin.
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Merredin via Robartson road from Bruce Rock turn right onto Great Eastern Highway then left.

Kellerberrin turn right onto Great Eastern Highway past CBH bin turn left then over the railway left
again back to the bin.

8

WRRA Submission – Management of WA’s Freight Rail Network
Cunderdin from Quairading, past the school and hospital over Great Eastern Highway

3i) Summary:
The SGNC report found Tier 3 rail to be unviable utilising old rail equipment; the figures used were
flawed and the lack of transparency in the lease agreement is the real issue NOT rail viability.
The above issues will be further explored in Cost to the State later in the Submission.
REPORTS:
The road and rail network has been the subject of many reports and enquiries:
4a) The State Government’s Grain Infrastructure Group (GIG) report published in March 2008
The GIG report identified economic, social, safety, and environmental benefits in keeping grain
freight on rail. Also the GIG report recommended that Government invest around $400 million in resleepering works required on all of the grain lines.
Interestingly, The Auditor General’s report “Management of the Rail Freight Network Lease: Twelve
Years Down the Track” (January 2013), identified that for the Lease Agreement the “successful” bid
included a proposal by the bidder to spend $400 million in capital investment during the first five
years of the lease. This commitment was never included in the final lease contract. However, none
of the documents reviewed by the Auditor General provide an explanation of why the proposal was
not included in the final contract, this remains unclear.
Again a question of transparency, is it a coincidence that the exact same figure of $400m is
recommended for resleepering in the GIG report as the missing $400 million identified in the Auditor
General’s Report?

4b) 2009 Western Australian Auditor General’s Report “Maintaining the State Road
Network” found ‘the cost of eliminating existing overdue maintenance may exceed
$800 million.’
This indicates that the $118m budgeted is massively inadequate.
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4c) Petition 80 - Tier 3 Narrow Gauge Rail lines in the Wheatbelt
Letter from Hon Brian Ellis MLC 14th October, 2010:
On considering the issues raised in the petition your submission and the Minister for Transport’s
response, the Committee decided to write to the Minister for Transport in relation to point c) raised
in the petition (see enclosed letter) but to otherwise not take any further action in relation to the
petition and therefore the petition was finalised on 13th October, 2010.
In other words, we were refused the opportunity of an Upper House Inquiry. Again this smacks of a
lack of democracy and transparency.

4d) Petition 145Closure of Tier 3 Narrow Gauge Rail Line in the Wheatbelt.
This petition was referred to the Standing Committee on Environment and Public Affairs, resulting in
recommendations which were completely ignored and dismissed by Minister Buswell.
Again a lack of democracy and transparency is in evidence.

4e) Cardno Report: The Cardno Report identified 1,289 km of Local Government roads that (once
optimised) would be used for bin-to-bin and bin-to-port grain freight. This included roads outside of
the Tier 3 rail area as well as those within it. It assumed that bins would continue to be served by
Tier 2 rail (which is now not certain). The capital costs to upgrade these roads to the minimum
acceptable standard for the projected freight task was $126 million, with an annualised replacement
cost of $8.5 million.

4f) Auditor General’s report Management of the Rail Freight Network Lease: Twelve Years
Down the Track (January 2013).
We have alluded to this report above and would ask that the Economics & Industry Standing
Committee, study this report and take its findings on the deterioration of the grain freight rail lines,
under the management of the lease agreement into consideration. Nonetheless, the report has been
suppressed as it clearly shows the lack of transparency and deterioration of an important State
Asset.

4g) Economic Regulatory Authority Brookfield Rail Pty Ltd Floor and Ceiling Cost
Determination.
We await the findings of the ERA, this will be of interest and we acknowledge that some information
will not flow outwards from this review. Yet again, there have been issues with confidentiality, but
internally it will likely highlight the lack of maintenance and the excessive profits being generated
from the rail lease at the expense of the Rural and State communities.

4h) Overview of the Reports:
The SGNC Report appears to be the only report which the present State Government will
acknowledge and yet appears to be out of date with the findings of all other Reports and Inquiries.
Again, where is the logic and transparency? The industry and environment has significantly changed
and Government and PTA appear to be asleep at the wheel and not adapting to these changes.
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4.

THE LEASE AGREEMENT – THE REAL COST:

Increasingly evident are many factors increasing cost of transport on a deteriorating rail network:
5a) Brookfield insists upon various rules:
Insisting upon trains being split to go over a bridge (e.g. York), impose a cost increase to Growers.
One has to question the logic of this. The same weight is on the bridge regardless of the length of
the train. Is this an unnecessary added cost to growers? What has happened to the maintenance
obligations in the lease agreement to ensure adequate performances are achieved?
Speed limits reduce productivity and speed of grain to port. The trains are getter slower, but the
costs of access fees are increasing. Trains travel at 20-30kph when they are designed for 110kph.
Heat Restrictions, trains cannot be used in temperature of +35*C or maybe less depending upon the
condition of the rail.
Weight Restrictions, add to cost and restrict speed of delivery to Port.
Brookfield have on several occasions refused access to rail due to a decision to carry out
maintenance, when CBH have wanted to use the rail, even though the line may not have been used
for several months, this results in use of road transport at an extra cost to growers of $4-$5 per
tonne. Loading a 3,000 tonne train at Quairading with the rapid rail out loading facility takes 3 hours.
To have to use trucks involves a second crew, 12 hours of work and handling the grain 3 times
instead of once. There is no consultation with the rail users to minimise line closures to ensure
productivity is maintained, if they want to undertake works, they just stop the transportation and we
wait, or incur extra cost to transport via road.
Forcing trucks onto local government roads will impact upon road maintenance costs. The funds
must come from somewhere. With Government having recently reduced Local Government road
funding by $70m, where will maintenance funds come from? Indicative numbers at this early stage
suggest each Shire could need to fund maintenance in the region of $260,000 to $550,000 per Shire,
depending upon seasonal conditions, tonnage, and kilometres of local government road in each
shire.
WALGA initially suggested increased maintenance requirement of $8.5m/annum, for Tier 3 area, this
is looking likely to be quite inadequate. The Rail Line Lease Agreement impacts upon the whole road
funding budget, for all port zones, Esperance, Albany, Kwinana and Geraldton. With the 2009
Auditor General Report stating maintenance may exceed $800m, prior to the SGNR, who can guess
at the real cost? $20 to $30m per annum does not seem out of the realms of possibility.
Very soon the combination of increased road freight costs combined with increased road
maintenance costs could be costing WA growers and Local Government $50m/annum.
5b) Access Fees:
We must also remember at this point that growers have been paying an average of around
$43m/year in access fees to Brookfield to use the rail network.
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Where has this money gone?
How much has been put back into the track?
What percentage has gone to overseas shareholders?
Why is the rail network deteriorating?
A Corporate has a duty to its shareholders not to WA growers and communities.
Without transparency in the Lease Agreement there are no checks in place.
We are informed that access fees in the Eastern States are 25% of the WA access fees charged. With
an average of $43m/annum being paid in WA, on Eastern States figures, WA growers would be
paying around $11m/annum, over the period of privatisation 2000 – 2013, this is over $400m extra
that WA growers have paid compared to if they had eastern states access fees!?
As pointed out earlier, CBH ports in WA have the ability to ship 50- 70millon tonnes per year, but the
restricted flow to port (due to rail constraints) reduces the ability to get grain to port quickly and
efficiently to around 13 million tonnes per year. As recently covered in the media, the restricted flow
to port (blocked arteries) also impacts upon growers’ ability to take advantage of price spikes in the
grain market. Not being able to access these higher priced markets is reducing prices of grain.
Marketers are not prepared to carry the holding cost and it is passed back to growers. It is
estimated that the inability to take advantage of higher prices when the opportunity arises, due to
the restricted flow to port is costing the growers of this State in excess of $200m/annum particularly
in a Season like 2013/14 with good grain production. Take the situation in the Ukraine, with
shipping slots booked and an inability to get additional grain to port to meet extra requirements,
opportunity is lost to the WA Grain Industry. Purely, due to the poor decreasing rail performance
and a lease agreement which has a strangle hold on the industry.
Unfortunately the Lessee doesn’t comprehend these issues and how performance is impacting on
growers’ value, this is a flaw in the agreement which allows the shedding of accountability.
5c) Adding up the cost:
Indicative figures:
Extra cost of road freight over rail - $5 - $8/tonne
Road maintenance (a toll on trucks has been suggested) $3/tonne
Higher access fees than Eastern States $4.00- $6.00/tonne
Loss of market opportunity $20 - $30/tonne
Total $30 - $50 per tonne cost to WA grains industry.
On an average 10 million tonne crop the cost to WA growers and their communities could be $300
million to $500 million per year.
5d) The Lease Agreement between the Government and Brookfield is a luxury this State cannot
afford.
Hard questions must be asked. What integrity is there in an agreement which can deliver so much in
profits to overseas shareholders whilst costing Western Australians so dearly? The impact is not only
on WA growers but denies WA businesses and communities the benefit of funds which should be
circulating within the economy rather than being removed from the economy and sent off shore.
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5e) An issue which has come to light recently:
Brookfield is presently requesting all Shires sign an interface agreement:
The Interface Agreement outlines the responsibilities of Brookfield Rail and Local Government in
relation to whose responsibilities are what in the Rail Corridor.
The Interface Agreement requires the Infrastructure Manager to have as part of their safety systems
a requirement that all persons accessing and or working within the rail corridor must hold a Track
Access Permit.
Councils will need to train staff to attain the Track Access Permit.
It appears that under the Interface Agreement where they say Brookfield Rail will maintain the
pedestrian mazes and lights etc. they really mean they will do the work but it is at the Local
Governments expense. This could result in yet more cost shifting to Local Government with no
ability to negotiate costs or put work out to tender.
There is anecdotal evidence coming through of excessive charges to Local Government for work
done by Brookfield, with no transparency of charges or ability to do the work themselves or put
work out to tender.
The lease agreement and lack of transparency has the ability to be a tool to increase returns to
overseas shareholders.
Actual investment into Tier 1 & 2 rail according to figures supplied by Brookfield Rail: $164.5m
This is made up by:
Federal Government funding (Labor)
$135m
Funds from Brookfield Rail taken from Tier 3 maintenance
$16.5m
Moved over from Greenbushes Line
$13m
Total

$164.5m

The injection of moneys by the State and Federal governments, were unconditional and the $164.5
million was handed to Brookfield Rail. Track conditions have not improved and there appears to be
no transparency of the spending. How can any Government offer a private company this amount of
funding without industry being involved in a transparent plan that delivers a better rail network?

5.

SOLUTIONS:

The WA Grains Industry exports 90 – 95% of the grain produced. The WA grains industry needs to be
internationally competitive and performance of rail the infrastructure is crucial to this and as such,
performance standards must be put in place. Growers and marketers should not pay the penalty of
an inefficient system which is the result the Lease Agreement put in place by Government “lightly”
managed by PTA, with inadequate protection for rail users. We need more accountability in the
lease agreement, we need transparency and we need urgent delivery of better performances.
6a) There is evidence around the world that Privatisation of Rail assets has not been successful.
In a Television Programme on Rail in the UK, the opening comment was that the Rail was privatised
in 1996 and it had been a “nightmare ever since”.
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Examples of failure of Privatisation of rail:
New Zealand and Tasmania:
Excerpts from:
Government rail asset sales, and return to the public sector, in New
Zealand and Tasmania
Research in Transportation Business & Management Volume 6 (2013)
Railroad Privatization and Deregulation: Lessons from three decades of
Experience Worldwide
After a brief outline of railways in Australia, the paper notes how government
rail in Tasmania, then owned and operated by the federal Australian National
Railways Commission, was sold in 1997 with a track lease to a company
related to TranzRail Holdings. The paper then notes emerging problems after
initial success, and how after a change in ownership in 2004, the Tasmanian
track lease was taken back by the public sector in 2007.
Recent changes in Australia
Subsequent to the World Bank sponsored review (Williams et al, 2005), the
changes to ownership of railways in Australia have included:
* 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.
Canada
Media Excerpts from Canada:
March 07, 2014
The federal government is taking new steps to clear the grain backlog in Western Canada,
requiring railways to move a minimum amount of the crop each week and warning it will fine those
that fall short.
Canadian Pacific Railway Ltd. and Canadian National Railway Co. face penalties of $100,000 a day
for failing to move a combined one million tonnes of grain every week, more than double the
volume being currently shipped by rail, Transport Minister Lisa Raitt said in Winnipeg.
Posted Mar.

24, 2014 by Allan Dawson

“The railways, driven by the economic benefit to their shareholders for efficiency, are not
prepared to build any additional capacity in their systems to account for surge requirements
or to recover from service failures,” the WGEA said in a statement. “The railways… are not
concerned with the negative effect that untimely movement may have on the operations of
grain companies and farmers.”
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03rd April 2-14
Ottawa has ordered CN and Canadian Pacific Railway Ltd. to move a combined one million tonnes
of wheat, corn and other grains – about 11,000 rail cars a week – or face a fine of $100,000 a
day. The order was followed by legislation that takes other measures intended to address
complaints by farmers and the companies that buy and sell their crops.

There appears to be no checks, performance standards, penalties for non-performance, safe
guards or transparency with the operation of the WA Grain Freight network.
What role has the PTA played in this? What protection is there for the users who pay an access
fee?
The above examples show the need to make changes if the system is not working in the
best interests of the State.
If we do not learn from mistakes they are destined to be repeated.

6b) Transparency
Many bottlenecks, inefficiencies and accidents are hidden behind a screen of “confidential
commercial”. The rail is a Tax Payer owned asset, yet problems are hidden behind shrouds of
secrecy. Growers, marketers, rural communities, tax payers and businesses are paying the cost, with
no explanations or justification or transparency. What is being hidden and why? How much is this
costing WA Growers and the State?
Brad Thompson West Australian 7th April 2014:
The findings from an investigation into a major derailment on WAs ageing grain freight rail
lines will remain secret despite intense public interest in the future of the taxpayer-owned
network.
6c) Competition
Brookfield has a monopoly of the entire Grain Rail Freight Network, with no open competition and
no transparency, how do Growers and Rural Communities ensure they are getting a good deal?
Prior to CBH purchasing rolling stock, it was impossible to get any breakdown of charges, as the
growers were not deemed to be the customer, the freight bill came via ARG/Queensland Rail.
6d) Performance Standards & Maintenance
x It is essential that guaranteed access and performance standards are in place and met.
Inability to meet shipping requirements with an unreliable path to port is an impost on the
WA Grain Export Industry.
x Maintenance spending should be transparent and properly audited.
x Engineering specification states that steel sleepers are not recommended to be laid on
pebble ballast (gravel).
x The Tier 2 Miling Line (picture below) has every 2nd sleeper steel on gravel ballast and has
been downgraded. The use of steel sleepers in gravel ballast causing the line to break, as
the steel sleepers sink into the ballast.
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Tier 2 Miling Line

x All tax payer funds put into maintenance should be clearly accounted for.
x Maintenance should go to tender. A desk top audit is not good enough.
6e) Penalties for non-performance
There must be penalties for non-performance. WA Growers, WA Grains Industry, WA communities
and WA Local Government cannot be expected to carry the cost of non-performance of the rail
freight network. At an average of $43Mper year in access fees, 2000 – 2013/14, over $500m of
grower funds, it is reasonable to expect a service of a certain standard to be provided.
Growers should not carry the cost of lessee’s non-performance.
6.
CONCLUSION:
The crisis in WA agriculture, particularly in Central and Eastern Wheatbelt, has escalated since
privatisation of the Rail. Freight is one of the top 3 items in growers’ budgets. Freight is the final bill
to get the grain to port and comes directly off the profit, off the top of the price of grain received by
growers who are already experiencing high input costs.
It is no coincidence that the Tier 3 area of the Wheatbelt is suffering the most and is heavily
impacted upon by the spike in freight prices 2006 – 2009 and by the failing rail network. The
management of the Rail Lease Agreement is dishonourable, the lack of performance check is a
reflection of no accountability by the State Government, and the light touch approach of the PTA to
the management of the agreement is unacceptable. There is no protection or safe guards for rail
users and the outcome is that the Rail Line Lease Agreement is failing Western Australians.
Governments have been putting funds into mental health - a very real issue. The impact of the rail
freight issue must not be underestimated; it is very much a part of the pressure being felt in the
Wheatbelt. There is the obvious cost pressure, but also driving on unsafe roads adds pressure and
worry. Frequently, residents attend funerals as a result of accidents. The deteriorating roads are a
daily reminder that governments for decades have neglected rural infrastructure.
During the very dry spell May-July 2013 the sight of a CBH Train on Tier 3 Rail appeared to be the
only thing to bring smiles to Wheatbelt faces. Brookfield’s closure of these lines adds to depression.
A long term solution for the operation of the Grain Freight Rail network would do more to lift the
spirits than any amount of funding for Rural Counselling.
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The fact that an overseas company is not held accountable by the ACCC is unacceptable. It should
also be accountable for HOW it manages our State asset.
If Brookfield has no interest in operating sections of rail, it is incumbent upon the Government to
give the opportunity to an alternative operator, not to let this vital infrastructure lie rotting.
The lease agreement under the management of the Public Transport Authority is not serving the
best interests of the State.
x
x
x
x
x

There must be checks on performance.
There must be transparency.
There must be regulation regarding access fee charges.
Reduced performance rail should have reduced access fee charges.
There should be full audit and accountability for ever tax payer $ that has been given to
Brookfield for rail maintenance and upgrades.
x There must be protection for WA industry and WA communities against a heavy handed
corporate monopoly.
We ask the Committee, when researching the issues place a very high priority on what lies ahead for
the future. What legacy will be left to future generations as a result of the Lease Agreement with
Brookfield for the grain freight? After just 13 years the deterioration is obvious, what will be left of
Wheatbelt Road and Rail infrastructure, if the Lease agreement is left to run unchallenged until
2049?
What impact on the WA Grains Export Industry?
What impact on the state’s economy?
Western Australia is a large State; freight is one of the major items on Wheatbelt farmer’s budgets,
with a major impact on the bottom line.
Failure to address the, very crippling Lease Agreement will undoubtedly have a devastating effect on
Western Australia.
Now is the time to act, great things can be done and must be done for a better future.
Social, Economic and Environmental factors need to be measured and taken into account.
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“WHEATBELT RAILWAY RETENTION ALLIANCE”
Alliance Members (55)
Representing 100,000 people
25 Shires:
York; Beverley; Quairading; Bruce Rock; Narembeen; Kulin; Kondinin; Lake Grace; Corrigin;
Cuballing; Wickepin; Dumbleyung; Trayning; Cunderdin; Nungarin; Mukinbudin, Merredin;
Mount Marshall; Yilgarn; Narrogin Shire, Town of Narrogin, City of Fremantle, East Fremantle,
Mundaring, Koorda.
WA Farmers Federation - 17 Affiliated Zones state-wide
With support from 13 groups and individuals:
Australian Association for the Study of Peak Oil and Gas
Curtin University Road Accident Research Centre
Wheatbelt South WALGA RoadWise Programme
Narrogin Environmental Action Team Inc.
RACWA
Professor Peter Newman
Roadside Conservation Committee
Fremantle Road to Rail Group
Wildflower Society of WA
Farm Power Pty. Ltd.
Professor Stephen Powles
Mount Helena Residents & Ratepayers Assoc. (Inc.)
Helena Valley Estate Resident Association

Why does WRRA Exist?
• Finding 12: Strategic Grain Network Committee Report 16/12/2009
“Tier 3 lines in the Kwinana South Zone are not competitive with
road transport and during 2010 rail services will cease to operate
on them regardless of actions taken by governments.”
• The SGNC Report recommended closure of 736 km Tier 3 Rail
based on the fact that road freight would be cheaper.
• Business Case page 43: States - Life of Capital 15 yrs. for Rail; 35
yrs. for Road (This is not accurate indicating that the
recommendation was based on flawed information)
• Inadequate road funding to replace Tier 3 Rail.
• Rail closures before road upgrades take place.
• Rail closures over 3 years – road upgrades over 10 years.

• Road safety a major concern

Wheatbelt South Road Toll Statistics
• 740 people have been killed or seriously
injured in 10 years (2001-2010) in the region,
which is a rate of 312.6 per 100,000
population, the highest rate in WA.
• Closure of T3 Rail will put between 57,000
and 85,000 extra truck movements onto the
roads which already have the highest road
toll in W.A.

Rural WA in Comparison to other regions

Wheatbelt Roads

The Bitumen seal is not wide enough
Bruce Rock to Merredin Road

Adding Cost to Local Government
• A large % of proposed
Routes are local
Government roads.
• On going maintenance
costs will be borne by
Local Government. This
is not sustainable.
• Cost shifting away from
State Government
responsibility.

Why Rail makes sense
•
•
•
•
•
•

An example as per SGNC Report:
To empty Bruce Rock Bin (100,000 t) by road to
Kellerberrin = 270,593 road kilometres
To empty Bruce Rock Bin by rail to Kellerberrin =
6,804 kilometres
Road - 263,789 extra kilometres by road
Extra fuel use by road 155,063 litres
431% more fuel used by road transport.
There are 38 bins in T3 Rail area.

Band Aid Repairs will not suffice

Rail Network showing Tier 1,2 and 3 Rail
Tier 1 “core network”; Tier 2 “viable lines”; Tier 3 “unviable lines”.
The area south of Merredin to
Lake Grace became known as
the “Black Hole”.
• Roads in this area were
engineered 50 – 60 years
ago for 6 – 8 tonne trucks.
• Without Tier 3 rail there are
no roads suitable to
transport grain to port.
• The Kwinana Port Zone
produces close to 50% of
the state’s grain
• 2011/12 season 7million
tonnes
• Historically 98% grain on rail
to Kwinana port

Tier 3 Freight Price Increases

Note: since Queensland Rail (ARG) and Babcock and Brown Infrastructure (Westnet)
bought the rail assets in 2006, it can be seen the rate has increased by 112% that of 2006

2006 -2010 Queensland Rail freight rates increased on Tier 3 Rail lines by up t0 118% over 4
years.
2010 saw the introduction of Transitional Assistance Package a Government subsidy to QR,
keeping freight to growers at road freight rates, in theory to allow time for road upgrades.
2013 saw the introduction of the CBH Watco Rail Freight Rates – no Government subsidy
required.

Important Facts
Tonnes delivered to bins on Tier 3 Rail:
• Average over 5 years = 1.4m tonnes
• High production year = 2.2m tonnes
• Loss of Tier 3 Rail would result in between 57,000
and 85,000 extra truck movements on to a road
network known to be not fit for purpose.
• Proposed closure date for 4 sections of Tier 3 Rail
31st October 2012.
• It is not possible to have roads up to road train
specification prior to 31st October 2012.

The WA Grain Industry is Unique
• WA produces over 12million tonnes of grain each
year
• 2011/2012 season production reached 15mt
• 95% of West Australian grain produced is exported
– the highest % of production exported in the world
• Export Value - $5 billion dollars (seasonal and price variables)
• Rail or Road is the only transport choice
• Rail is the safest, most efficient, cost effective path to
port for this vital export industry

Cooperative Bulk Handling Port Zones
• Kwinana Port Zone the largest
• Produces nearly 50% state’s
grain.
• 7 million tonne 2011/2012
• 95% of grain is exported
• Grain must be transported to
Kwinana port for export.
• Loss of Tier 3 rail can only
increase road transport.
• 38 bins in Tier 3 area
• Average 1.4mt/annum
• Good season 2.2m tonnes

• This is 57,000 to 85,000
extra truck movements on
our roads.

How will this affect the Metro Area now
and into the future?
•

SGNC Business Case 11/6/2010 page 17: “One of the most significant impacts
would be a substantial increase in truck volumes into the main export terminal at
Kwinana” …. ”A large proportion would switch to road affecting traffic levels on
several highways”

Prior to 2010 harvest 98% grain arrived at Kwinana by train
CBH have had to install 4 grids at Kwinana to receive grain by truck
CBH needs to get 30,000t per day to Kwinana.
Without an efficient rail system CBH has the capacity to take
delivery of up to 15,000 t/day by truck into Kwinana - approx. 500
truck movements/day
• This will be at a higher cost to growers; increased truck movements
will impact on city and rural communities and all road users

•
•
•
•

Grain Deliveries by road through Metro
• In Recent Interviews Tory Buswell has said that :
“it is absolutely not true to suggest that any change in the status of Tier 3
rail will have any impact on truck movement through the metropolitan area”
THE FACTS:

• Troy Buswell closed sections of Tier 3 rail 30th June, 2011.
They were re-opened but funding for essential repairs was
slow. Rail has not been fully operational over a period of
time:
• 25,943 truck movements into the Metro Area 1/11/11 to
30/6/12 when rail not operational: Average = 163per day
• Over 12 months this would equate to 40,000 truck
movements

The Brookton Strategy

This strategy aims to cart grain by truck to Brookton (routes in blue),
transferred there to rail BUT by rail it is 260k to Kwinana and only 120k by road.
A subsidy would be essential to make this a viable option.

Economics – In perspective
• SGNC - Cost for sleepers 736 k
Tier 3 rail $93.5m ($127,038/k)
• Cost 4k Great Eastern Hwy $340m
($85m/k)
• New 70k road to Bunbury $705m
($10.57m/k)
• Intersection Gt. Eastern/Roe Hwy
$101m
• What is the real cost of Road Trauma?
RFDS/Paramedics/FESA/Emergency Hospital/Rehabilitation?
• Rail is the cheapest & safest option
• New CBH Trains in excess of 430% more fuel efficient.
• Loss of rail will increase grower freight by $6/$7 per tonne
($10m/$15m per annum cost to “black hole” growers)
• Rail is the most sustainable viable option into the future.
• We just need some new sleepers

Apparent Contradictions
• Ministerial Media Statement - Mon 15th November, 2010:
Colin Barnett; Simon O’Brien; Terry Redman
“From a community safety perspective, a robust rail freight network
means fewer heavy vehicles on the predominately narrow country roads,
making it safer for other vehicles, including caravans and school buses.”
The $178m re-sleepering package “ensuring the majority of grain freight
remains on rail.”
• Minister Troy Buswell York, July 2012 “There will be no funding from
government for Tier 3”
• Countryman 9th August, 2012, Minister Troy Buswell has confirmed in
principle support for international grain exporter Bunge to export grain
from Bunbury Port. It is proposed that 1 million tonnes of grain will be
transported by road to port – 150 truck movements per day. Taking
grain away from rail investment Tier 1 & 2
• Export from Bunbury again neglects to consider road conditions; road
safety; environment; economic and community impact.

What Now?
In November 2011 the WRRA handed Members of Parliament a Petition with
over 4000 signatures urging the State Government to reverse its’ bad decision –
especially in light of the changes with grower investment into new trains.
• In June 2012 the Standing Committee on Environment and Public Affairs
recommended:
(1) The committee recommends that the government keep the central Wheatbelt
Tier 3 rail lines open until the end of 2014 to enable CBH Group to demonstrate
the business case for retention of these lines.
(2) The Committee recommends that in conjunction with the Recommendation 1
demonstration period, the government commission the Wheatbelt Development
Commission to undertake an economic review of the appropriate grain transport
infrastructure for the area serviced by the central Wheatbelt Tier 3 lines.
•

Troy Buswell ignored these recommendations and continued with a plan to
close rail on 31st October 2012.
Closure has now been postponed to 31st October 2013.

Auditor General’s Report – January 2013
Management of the Rail Freight Network
Twelve years down the track
• 2000 Liberal - National Government Privatised the rural rail network.
• Lease Agreement with private company - 49 years to December 2049
• The rail network was leased for a single up-front payment of $292.5
million, while the business of Westrail was sold for $294.2 million,
together totalling $586.7 million.
• The successful bid included a proposal by the bidder to spend $400 million
in capital investment during the first five years of the lease.
• This commitment was never included in the final lease contract.
• However, none of the documents reviewed by the Auditor General provide
an explanation of why the proposal was not included in the final contract,
this remains unclear.

The impact of privatising the State Asset
• In Short control has been handed to the lessee - a
Canadian Company.
• A corporate’s duty is to its’ shareholders not to WA
communities.
• Under the terms of the lease, if sections of rail are
deemed to be “unprofitable” the lessee can choose to
take those lines out of operation.

Changes since SGNC Report 2009
• Minister O’Brien (18 Jan 2010) “the onus is on farmers and bulk handlers---to put their money where their mouth is and put grain back on rail”

• CBH/Grower funded investment of $175m
•
•
•
•
•

22 new locomotives
574 new wagons
430% + More fuel
efficient
light weight
bigger pay load

Tier 3 Rail freight now
Cheaper than road
Ongoing Increases in the price
of Fuel will continue to make
road freight more expensive,
making rail increasingly
more competitive.

New train on Tier 3 lines

Save Rail – Save Lives – Save the Environment

A policy forcing trucks onto unsafe roads must not be tolerated

