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Executive Summary

Background

The Metropolitan Freight Network Review commenced with the October 2OO1
Freight Congress. The Congress aimed to "put the community at the heart of
the planning process by bringing together representatives of the community,
industry and regulators to plan a way forward". Subsequent work has aimed
to address some of the key issues raised at the Congress and establish a
platform for resolving issues on an ongoing basis.

This Master Plan is one of six Working Papers. lt strategically examines the
metropolitan freight system in order to identiñy actions to achieve greater
sustainability. The focus of the document is on freight and specifically freight
in the metropolitan region. However, it is recognised that the transport of
freight to and ftom regional areas, and general traffic, have a significant
influence on metropolitan transport and land use. Key issues arising from this
are identified.

Freight Drivers

The Perth metropolitan area contains 74o/o of the State's population and has a
major influence on the generation and movement of freight. A significant
proportion of the freight moved within the metropolitan area is generated in
the metropolitan area, mainly by residential and industrial uses. These land
use accounffor 24o/o and 20o/o, respectively, of all road commercial vehicle
(vehicles greater than 2 tonne unladen weight) trips. lndustrial areas also
generate a significant proportion of rail freight.

The metropolitan area contains major freight handling and distribution facilities
at Fremantle, Kwinana, Kewdale, Forrestfield and Perth Airport, all of which
generate significant freight movements.

The port facilities at Fremantle and Kwinana handle bulk commodity freight
such as grain, fuel, alumina and bauxite and fertilísers as well as containers,
livestock and motor vehicles. Many of these bulk freight items originate in or
have destinations in regionalWA and are transported to and from Fremantle
or Kwinana by road and rail. The bulk of sea freight passing through
Fremantle Ports (787o) is handled through the Outer Harbour at Kwinana.

The Kewdale Distribution Area handles intrastate and interstate road and rail
freight. The Metropolitan Grain Centre is located at Forrestfield and is the
focus for trucks delivering grain from regional areas. Perth Airport handles a
small proportion of freight in overall volumes but this small volume is
significant in value. The majority of goods being handled at the airport include
just-in-time goods such as live produce, parcels and other freight.



Fre¡ght Network Master Plan

Freight Movement Patterns and Anticipated Growth

Rail freight lines connect the regional areas in the south-west and north with
Kwinana, Fremantle and Kewdale. Since raílwas deregulated in 1982, rail
has primarily been used for the delivery and distributíon of freight from the
regions and interstate to the metropolitan area. Alumina and bauxite is moved
between Pinjarra and Kwinana and grain is delivered from the regions to
Kwinana. lnterstate rail freight, including significant volumes of containers, is
delivered to Kewdale. Rail is used in a very minor way for the movement of
containers from Fremantle to Kewdale. Railfreight is expected to increase for
those commodities that it currently carries and there are opportunities for
moving some road freight in the metropolitan area to rail.

Road freight movement is a significant component of all freight movement
within and to the metropolitan area. Origin-destination modelling indicates
that the demand for road freight movement comes from the regions and all
over the metropolitan area, not just the major industrial and freight distribution
areas. This reflects the fact that residential development is one of the major
drivers for freight.

While road freight vehicles represent a relatively small percentage of total
vehicle movements (approximately 6 -7o/o on average), the impacts
associated with these vehicles are significant and have resulted in several 'hot
spots' around the metropolitan area. lt also means that the movement of
freight within the metropolitan area is significantly influenced by the level of
efficiency and congestion on the overall transport network.

Modelfing for 2031 indicates that there will be an increase in the demand for
road freight activity between Kewdale and industrial areas to the north,
Kewdale and regionalWA, Kewdale and Fremantle and around Kwinana.
This demand will occur in the context of significant growth in general vehicle
traffic; Main Roads WA modelling suggests that even if targets for public
transports and other alternative modes are met, there will still be significant
congestion on the Kwinana and Mitchell Freeways. This will make it very
difficult for freight vehicles to function in an efficient and low-impact manner.

There is a significant amount of interaction between different freight modes.
The majority of this interchange occurs at Kewdale, Fremantle and Kwinana.

lmplications for Freight

The land use and distribution drivers for freight have implications for the future
growth, associated impacts and sustainability of the freight system. The key
implícations are:

o Significant residential growth in all corridors is likely to generate
increased demand for freight;
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. The amount of vacant industrial land ín the metropolitan area,
particularly in the north-west and south-west corridors, will generate
significant freight movements in these corridors;

o The existing freight nodes at Fremantle, Kwinana, Forrestfield, Kewdale
and Perth Airport will continue to play an important role in the future;

o The protection and upgrading of intermodal facilities, and access to
these facilities, at Kewdale and Kwinana is criticalto the future of the
metropolita n freig ht system;

. The lnner Harbour is the subject of community concern about truck
traffic and will experience constraints to growth in the future;

. Growth in regional areas, particularly the south-west, is likely to generate
increased freight movements to and from the metropolitan area;

. Road freight will continue to be the dominant form of freight for non-bulky
goods within the metropolitan area, due to the need for this freight to be
delivered or picked up from a multitude of locations;

. Road freight will need to compete in the context of significant anticipated
growth in general vehicle traffic; this has the potential to increase
impacts and reduce efficiency;

o Current and potential future heavy vehicle'hot spots' reflect the need for
improved management of truck emissions and operation;

. There are opportunities to shift some road freight to rail and to regional
areas;

o Freight volumes and associated movements will continue to grow along
with anticipated increases in population and land use in the metropolitan
area.

There is a need to respond to these implications by protecting the Strategic
Freight Network (see Fígure 73) identified in the Master Plan and take those
actions required to address key issues in a manner that will result in more
sustainable outcomes.

Conclusions

Freight movement is an essential part of the way we live and the information
included in the Master Plan indicates that the freight task is expected to grow
significantly in the future. This grovuth willoccur in parallelwith the growth of
transport demand overall and therefore there will be increased competítion for
use of an increasingly congested transport network.
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It is apparent that some aspects of the current planning, operat¡onal and
management regimes for the freight system are not sustainable. A'business
as usual'approach to all aspects of the freight system is likely to result in
increased congestion, increased local and globalenvironmental and social
impacts, reduced efficiency (operational and financial) and safety. The
challenge for the freight system is to accommodate growth in the context of
changing community priorities, technology, economic conditions and
environmental imperatives.

There are a number of options for meeting freight and general transport
demand íncluding the provision of new infrastructure. However this can be
very expensive and there is a need to ensure that the current system is
operating as efficiently as possible before a decision is taken to construct
sig nificant new infrastructu re.

Policies that reflect a paradigm shift in our approach to managing freight
demand, alternative freight modes and assessment of options need to be
adopted. These should maximise the capacity and efficiency of the current
transport system. They should also:

o encourage drivers of private vehicles to make other transport choices;

. encourage the community to consider the implications for freight in its
purchasing decisions;

. ensure that land use planning and economic policy facilitates local
purchasing, for example adoption of 'Liveable Neighbourhoods' design
principles.

Above all, the strategic freight network and nodes should be clearly defined
and protected and ways of giving freight vehicles priority on key parts of the
transport network, that are designated for use by freight should be
investigated.

The growth of freight is likely to be such that an approach that is focussed
solely on improved management of the existing system will be insufficient in
the long term. The options for new infrastructure and land use nodes need to
be maintained where there is an identified potential need. These should be
reviewed on a regular basis to take into account changing community
priorities and industry developments.

Strategies and Priority Actions

The Master Plan identifies a number of key strategies for improving the
sustainability of the metropolitan freight system. Each of these has a number
of related actions, some of which have been addressed in detail by other
Working Groups. A table listing each of the strategies and associated actions
is included in Section 5.0.

10
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ïhe priority actions are based on an assessment of actions required to
improve the performance of the Strategic Freight Network. They include:

1. Finalise alignment, design and construct Roe Highway Stage 7.

2. Delete the Fremantle Eastern Bypass reservation from the Metropolitan
Region Scheme (MRS) and City of Fremantle Town Planning Scheme.

3. ldentiff implications of (2) and required improvements for High Street,
South Street, Leach Highway, Stock Road and roads south. lnstigate
planning actions.

4. lmplement measures to ensure that at least 15% of lnner Harbour
containers move by rail within four years and 30% within ten years.

5. Commence detailed design and construction of new rail loop infrastructure
into Fremantle Port to replace the link through the existing Leighton
Marshalling Yards.

6, Commence detailed planning and construction of a new freight terminal at
North Quay.

7. Commence planning for additional or expanded intermodal facilities at
Kewdale and Kwinana.

8. ldentiñ7 options for a more direct rail link through Hazelmere for the
Midland section of freight rail line.

9. lnvestigate the possibility of using the disused Jarrahdale rail line for
freight.

10.Trial new technology rail rolling stock for urban railfreight.

11.ldentiñy options for future freight transport requirements in the north and
south-east metropolitan corridors.

12. Develop and implement a Freight Network lmprovement Strategy for all
existing strategic freig ht routes.

13.ldentiff options for operation and future location of regional freight nodes,
for example Picton and Northam.

l4.Continue to improve air and noise emissions from freight vehicles.

11
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lmplementation

The Master Plan and other working groups have addressed many of the key
issues and policy levers defined by the Freight Congress, However, there is a
need to ensure that the recommendations of all of the working groups are
implemented and that any outstanding or further issues are addressed. An
lmplementation Group, comprised of community, industry and Government
representatives, will be established to oversee the implementation of the
outcomes of the Freight Network Review. This group will also be responsible
for monitoring and reporting on progress as wellas identiffing any further
issues, such as potential 'hot spots', that may need to be addressed.

12



1.0 lntroduction

1.1 Purpose of the Master PIan

The purpose of the Master Planr is to strategically examine the metropolitan
freight system in order to identiff actions to achieve greater sustainability.
The focus of the document is on freight and specifically freight in the
metropolitan region. However, it is recognised that the transport of freight to
and from regionalareas, and generaltraffic, have a significant influence on
metropolitan transport and land use. Key issues arising from this are
identified.

1.2 Freíght Network Planning Goal and Policy Levers

The Metropolitan Freight Network Review commenced with the October 2001
Freight Congress. The Congress aimed to "put the community at the heart of
the planning process by bringing together representatives of the community,
industry and regulators to plan a way forward".

The Congress identified the principles for a sustainable freight plan for Perth
and considered key strategies for managing demand, improving the
sustainability of the freight system and reducing future problems. lt also
identified intervention strategies that could be adopted by Govemment to
reduce the impact of freight.

The findings of the Congress formed the basis for all subsequent work.
Congress participants who were appointed to a Policy Taskforce synthesised
the Congress outcomes to determine a 'goal' for the ideal freight system:

"The idealfreight sysfem is;

. efficient, integrated, safe and sustainable (concurrently meeting
economic, social and environmental goals)

o stable (for the understanding and planning for industry and the
community)
over the longer term

. flexible in allowing for growth and change."

'Policy levers' were prioritised to find the best ways to achieve this 'goal'.
Working Groups were established to address those levers that had the
potential for the greatest impact. Not all aspects of the levers have been
addressed at this point and it is anticipated that the second Freight Congress
in June, 2002 will identified further work to be undertaken. The levers are
outlined in Table 1.

r The Master Plan does not summarise or duplicate the reports prepared by other Working
Groups. The recommendations of allWorking Groups are attached in Annex C.
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The relationship between the Working Groups is shown in Figure 1.

1"t and 2nd FREIGHT
CONGRESS

POLICYTASKFORCE

ttletropolitan road "Hot Spots",
including
o Alternatives to the

Fremantle Eastern Bypass
o Roe Highway Stage 7
. Roe Highway Stage 8

14
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Table 1 Freight Network Review Policy Levers

Note: Working Group 1 Sustainability of the teight system
Working Group 2 Freight network master plan
Working Group 3 Strategy to increase the use of raíl to Fremantle port
Work¡ng Group 4 The role of regional ports and rail in reducing metropol¡tan road fre¡ght

activity
Working Group 5 Frernanüe inner harbour capacig and limits to growth
Working Group 6 Funding and hypothecation

No. Policv Lever Considered By
1 Recognise and support primary freight transport links between

or¡gins and destinations in the Metropolitan Region. (Create
industrial'hearts", eg. Kewdale, Kwinana and Fremantle Port,
free up arteries. enlarqe and strenothen valves within hearts).

Working Group 2

2 ldentify and plan for the ultimate capacity of major freight
generators being reached at a particular time, by preparing for
alternatives to be introduced in a timelv manner.

Working Group 2
and 5

3 Provide 'Tirst usef'financial support for new private investment
and/or "start up" of altemative modes for the purpose of reducing
impacts of current freight operations and achieving commercial
viabilitv within a reasonable time.

Working Group 3

4 Secure the long-term protection of freight corridors and their
development, to planned capacity, through formal land use
olannino Drocesses-

Working Group 2

5 Designate a road freight network, and manage other road
vehicles, to achieve increased efficiency and safety, and reduced
adverse social and environmental effects.

Working Group 2

b Adopt standards and guidelines to influence the selection of
equipment and operating practices of freight operators for the
purpose of reducing adverse social and environmental effects eg
for noise.

Working Group 2
and 5

7 Faciliate the transferfreight operations to other regional locations
to relieve pressure or cap growth at current freight generating
locations.

Working Group 4

B Regulate freight in terms of access, mode, vehicles, operations,
and social and environmental impacts. (Regulation in terms of
some products carried on roads, eg. bulk products, noise issues
and enviranmenfaI standards\

Working Group 1,
2,3 and 4

9 Hypothecate proceeds from the sale of land, no longer required
for original or continuing transport purposes, to fund freight
transport initiatives. (Hypothecate sales of road and rail reserves
to help pay for transport infrastructure, eg. rail loop to Fremantle,
chanqes to Stock Road interchanqes. Kewdale TerminaD.

Working Group 6

10 Adopt charging regimes, taking into account direct and indirec't
costs, to achieve desired economic, socialand environmental
outcomes.

Working Group 1,
4and6

11 Support the increase in capaci$ of current freight modes to
oroduce imoroved total freioht outcomes.

Working Group 2
and 3

12 Assess access from established freight corridors to freight
generating developments in the formal statutory planning pnd
development aooroval Drocesses of oovemment.

Working Group 2

13 Apply the directions, processes and procedures from the Road
Train Summit to the routes and operations of "restricted access"
loermit) vehicles in the Perth Metrooolitan Reoion.

Working Group 2

15
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1.3 Road Network 'flof Spofs'

Three road 'hotspots'- Roe Highway Stages 7 and I and the alternatives to
the Fremantle Eastern Bypass - were also identified as priority road network
issues at the Congress. A strategic assessment of options for these network
segments has been conducted in parallelto the Working Groups, using a multi
criteria analysis approach, The outcomes of this process are discussed in
detail in Section 4.0.

Other'hot spots'discussed by the Congress are addressed in Section2.3.1
and in Table 5.

1.4 SustainabilityObjectives

The strategies contained in this Master Plan are based on the principles of
sustainability and reflect the 'triple-bottom-line' approach to accountability.
Triple bottom line refers to the three prongs of social, environmental and
economic accountabili$, directly tied to the concept of sustainable
development; in this case the development of the freight system. ln order for
the freight system to be sustaÍnable (a long-term perspective) it must be
economically sound, minimise (or ideally eliminate) its negative environment
impacts, and conform to societal expectations (www.ecosteps.com.au). This
requires recognition of the needs and expectations of the community (cunent
and future), freight operators, regulators and Government.

A sustainable freight system is one that provides an economic and social
return to Government, private sector operators and the community, while at
the same tirne protecting and enhancing the environment in which we live. lt
should be equitable, integrated, efficient, safe, flexible and enhance our
quality of life.

Working Group No. 1 developed sustainability objectives for the Freight
Network. lmplementation of the Master Plan strategies and recommendations
of each of the working groups is aimed at creating a freight system that is able
to achieve these objectives to a greater extent than the current system.

The objectives are to:

o reduce Greenhouse Gases, air emissíons, and in particular toxic
chemical emissions;

o assist in the transition to alternatives to oil as a fuel for transport;
o reduce the impact of noise and vibration on communities;
o lessen or overcome severance of communities;
. contribute to the maintenance and improvement of natural ecosystems,

including biodiversity;
. enable communities to satisfo their goods and service needs;
. improve the economic, social and environmental returns from freight to

Government agencies, private sector operators and the community;
o efficiently allocate land to service the freight industry;

16
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o fulfilthe best international standards for health, safety and well being for
those employed in the freight sector; and

. seek to create robust and flexible systems (Working Paper No. 1, April
2OO2).

2.0 METROPOLITAN FREIGHT SYSTEM - CURRENT SITUATION

2.1 Freight lnfrastructure and Related Land Use

2.1.1 Overuiew

The Perth metropolitan area is the largest urban area in Western Australia. lt
contains 74o/o of lhe total population of the State. Consequently the role of the
metropolitan area in influencing freight demand and origins and destinations is
significant.

Perth contains a major sea port with facilities at Fremantle (lnner Harbour)
and Kwinana (Outer Harbour) and a major intra and inter-state freight
distribution centre at Kewdale. The import and export of containerised goods,
significant industrial development at Kwinana, combined with the mining
activity in the south-west region and the production of grain and livestock all
over the State, generate significant demand for rail and road freight into the
metropolitan area.

Within the metropolitan area a significant proportion of the freíght is road-
based. The business sectors that generate the most commercialvehicle trips,
including light commercialvehicle trips, are the building sector (17o/o) and
wholesale or retailtrade (15%) sectors (Department of Transport, 1997). The
most significant road freight types, including those carried by light commercial
vehicles, are materials and tools of the trade (33%) and building and building
related materials (10o/o) (Department of Transport, 1997).

The most significant destinations for commercialvehicles are residential
(24o/o), industrial (2Ùo/o), retail (15%) and office areas (1Ùo/o) (Department of
Transport, 1997).

Fígure 2 shows the roads, railway lines and major sea port access points that
are key elements in the metropolitan feight system. Figure 2 also illustrates
the land uses that influence the freight system including the location of major
industrialand distribution nodes. Fremantle, Kewdale-Welshpool, Forrestfield,
Perth Airport and Kwinana provide convergence points of activity and facilitate
the interchange of freight between the various modes of transport.

2.1.2 Residential Land Development

The State Planning Strategy provides the vision for the development of
Western Australia for the next 25 years. This will be augmented by 'Future
Perth'; a project that is being undertaken to clearly establish a sustainable
vision for the metropolitan area for the next 25 - 30 years. The Metropolitan
Region Scheme (MRS) is the plan that facilitates the implementation of the

17
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vision and policy directions for the metropolitan area. The MRS contains
enough zoned residential land to cater for demand for the next 20-30 years.
The areas that have yet to be developed are shown on Figure 2 with the major
areas being:

. north of Currambine;
o East Wanneroo;
. Ellen BrooUEgerton;
. the south east corridor (Southern River, Byford, Mundüong); and
o the south-west corridor (Success, Baldivis and Karnup).

Residential areas generate 24o/o oÍ road freight movements and this trend is
likely to continue.

lmplications
The significant residential growth expected in all corridors will generate

travel demand includinq road freioht.

2.1.3 lndustríal Land Development

There is potential for significant industrial growth in the northern metropolitan
area with approximately 1100 hectares of vacant zoned industrial land. The
majority of this is located at Flynn Drive, Malaga and Wangara industrial
estates. Further possible industrial development of approximately 500
hectares is proposed north of Bullsbrook. There are also a large number of
industrial estates in the southern metropolitan area and many of these have
vacant fand (as shown on Figure 21. Key locations are Canning Vale, the
proposed Fremantle/Rockin g ha m estate, Henderson and Kwina na.

lndustrial areas account for approximately 20% of the demand for all road
freight and a significant proportion of the demand for rail.

2.1.4 Major Freight Land Use Nodes and Generators

Kewdale-Welshpool, Forrestfield, Canning Vale and Perth Airport are the main
inland focifor freight movements. The Metropolitan Grain Centre is located at
Forrestfield while Kewdale and Welshpool comprise multi-modalterminals and
industrial uses. Canning Vale has a range of significant industrial uses
including the major metropolitan produce markets. The identification of the

lmplications
The amount of general industrial land that is available for development in the
metropolitan area means that there is likely to be significant growth in freight
associated with thís use over the next 25-30 years.

There will be a significant demand for road freight access in the northern
corridor where, currently, there is no rail access. The main focus for freight
movements in this corridor wil I be the Flyn n Drive-Wanga ra-Malaga-Kewdale

arc.
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Kewdale area as a major multi-modal site has further enhanced its strategic
importance to freight. There is also potential for additional intermodal facilities
to be provided at Perth airport.

The majority of bulk commodities are handled at the Outer Harbour including
bauxite, grain, alumina and fuels. This, combined with the continued
development of the Kwinana industrial area, and the development of the
proposed Hope ValleyÂlVattleup general industrial site between Russell Road
and Anketell Road (800 hectares), and the Henderson industrialarea, will
significantly increase freight activity in the south-west corridor of Perth.

The lnner Harbour is expected to continue to operate at its optimum capacity
into the long-term future and will remain a key freight node, for container trade
in particular, in Western Australia. The projections for container trade are
significant. Overflow facilities are expected to be needed in the Kwinana area
by at least 2020 and possibly earlier, to cater for this grovuth.

ln addition to land use development within the metropolitan area it is also
expected that agricultural, residential and industrial uses will continue to
develop in adjacent ruralareas such as Muchea, Northam, and Toodyay and
the south-west. This will generate freight movements on the major road
corridors into the metropolitan area, such as the proposed Perth Darwin
National Highway and Perth-Adelaide Highway routes, Great-Eastern
Highway, Perth-Bunbury Highway, South-Western Highway and Great
Northern Highway.

Horticultural uses are expected to continue in the south-west coridor and in
the Karragullen area. Anticipated horticulturaland agriculturaldevelopnrent in
Gingin and surrounding areas will generate freight movements between these
areas, Canning Vale and the airport. Canning Vale is the primary distribution
centre for horticultural produce. The increasing export market for this produce
requires strong linkages between Canning Vale, Perth Airport and Fremantle
Ports.
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2.2 Freight Types and Volumes

The overall amount of freight that is being moved around the metropolitan
area has increased significantly for all transport types (modes) over the last
forty years. Approximately 60 million tonnes of freight was moved within the
Perth metropolitan area in 1996. This represents an equivalent of 50 tonnes of
freight per head of the Perth population (Main Roads, 2001).

Figure 3 shows the estimates of annual freight volumes on road, rail and sea
in the metropolitan area, highlighting the significant volumes passing through
the Outer Harbour at Kwinana, the limited number of rail routes and the
dominance of the major freight destinations or generators.

Table 2 shows that the largest shares of freight anive in the metropolitan
region by rail. A significant proportion of the freight that is delivered to Perth
by road or rail is further transported by sea from Fremantle Port. This ís
mainly a reflection of the significant imports and exports that are delivered to
or transferred at the lnner and Outer Harbours.

The bulk of freight (grain, livestock, bauxite/alumina) originates outside the
metropolitan area and much of this is delivered by rail to Kwinana where it is
loaded onto ships. Road moves the next highest proportion of all goods
crossing the metropolitan area boundary. Air freight accounts for a very small
proportion of overall freight volumes.

lmplications
Kewdale-Welshpool, Forrestfield, Perth Airport, Fremantle and Kwinana are
strategic land use nodes and the focus of the majority of freight activity.
These nodes need to be protected and planned appropriately.

The constraints likely to be experienced at the Fremantle lnner Harbour by
around the year 2020 and the expected growth in the Kwinana-Fremantle
area highlight the need to ensure freight infrastructure and facilities are
provided in this corridor.

Continued growth in population in Perth togetherwith agricultural and
horticultural development in regional areas will increase the demand for freight
movements into the metropolitan area for processing, consumption and
export. There is a need to ensure that impacts are managed either through
encouraging processing and export through regional areas or provision of

infrastructure.
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Table 2 Proportion Carried by Alternative Freight Modes Based on
Origin/Destination (% of total volume)

Sourca; lABq 1995: FPA 2001: AFEQ 2001)
Note: This tablø reîlects the volumès of freight. Sect¡on 2.4 prov¡dês an ulldetstandíng of the numbers ol vehblø

or train movements that these volumes produæ.

Table 3 demonstrates the main types of freight that pass through the
metropolitan area, how they are carried and their or¡gins and destinations. lt
must be noted that the table only includes those commodities that are
freighted through Perth. Commodities that are only exported through reg¡onal
ports, like woodchips, are not included.

Air Sea Road Rail
Freight with Perth Origin 0.1o/o 46.8o/o 30.20/o 22.9o/o

Freight with Perth Destination O.1o/o 28.60/o 31.5o/o 39.8%

lmplications
A significant volume of freight (primarily bulk commodities like bauxite and
grain) is carried by rail, with the primary destinations in the metropolitan area
being Kwinana, Fonestfield and Kewdale. This re¡nforces the need to
recognise the strategic role of these land use nodes.

Rail also fulfils a significant inter-state freight task for general freight and
conta¡ners and therefore there is a need to protect the inter-state rail access
and Perth distribution nodes.

Road freight is a significant mode for freight moved within the metropolitan
area, largely due to the types of goods being moved, including building
materials, tools of the trade and retail goods. This is likely to continue into the
future.

Air freight is a small cornponent of the freight task but is high value and time
sensitive, requiring efficient and effective access and circulation for
distribution vehicles.

The significant interaction between the different transport modes in the
metropolitan area and the particular needs of intermodal facilities highlights
the need to identifu and protect future freiqht transfer nodes.

21



Table 3 Freight Characteristics of Major Commodities in Metropolitan Area

Nofes: 1 TEU = Twenty foot quivalent unit
2 Of the gnin tanspofted by þad to Metropol¡tan Graín Centrc 75% ¡s d¡tæt from farm. Pr¡maty reason is that fameß use the oppúunQ to pid< up feñiliser and olher supplies on

the ratum trip.
3 N/A=Not available
4 FLlures for îuel products, l¡vestock and motor vehicles prcv¡ded by Fremantle Pods, June 2W2 arc based on 2001 volumes

Commodity Type Total Volumes Main Mode(s)
of Transoort

Main Origin Main Destination

Containers
(lmports and Exports)

Containers
llnlerstaleì

35ð,U00 l tu',s'

350.000 TEU',s

Road

Rail

Fremantle lnner Harbour
(imports)
Frernantle area (15 -201o),
Other metro areas (55€0o/o),
Rural areas (15 -2OYol

lnterstate

Metro area (82o/o), North & East ruralWA
(13%), South WestWA (57o)
Fremantle Port

Kewdale/Forrestfield
Grain Up to 12 million tonnes

totalinWA
Up to 6 million tonnes
throuoh Perth

Rail(Kwinana)
Road (MGC)

RuralWA Up to 5.5 million tonnes on rail to Kwínana,
Up to 0.5 million tonnes to Metropo^litan
Grain Centre Fonestfield, by road'

Fuel 2,391,877 tonnes exported
5,709, 585 tonnes imported

Road Fremantle and regional ports Metro and rural areas - rail used for large
volume deliveries, road used for srnaller
volume trios

Timber 400 TEU's hardwood
export, Fibreboard

Road
(intrastatQ

Rail linterstatel

South-West WA includin g
Dardanup (fibreboard)

Frernantle Port (hardwood),
Kewdale Rail Terminal (fibreboard)

Alumina 1 million lonnes Rail Piniana Kwinana
Bauxite 6 million tonnes Rail Piniarra Kwinana
Building materials (bricks,
etc) and tools of the trade

N/A Road Brickworks, lndustrial areas,
timber vards. nurseries

Residential, commercial and industrial
buildino sites throuohout metro area

MolorVehielas 74,133 tonnes Road Frefliantle Port All over metro area
Fertiliser 1.5 million tonnes Road Kwnana, tsunÞury, Alþany,

Esoerance
Farming areas

Chemicals N/A Rail but some
road as well

Kwinana Rural WA part¡cularly the Goldfields

Livestock 226,O23 tonnes Road South-West and Great Southern
of WA

Feedlots at Baldivis, lnner Harbour, to be
determined newfeedlot location east of
Perth (previouslv at Midland)
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2.3 Freight Movement

2.3.1 Road Freíght

Vehicle Types

A CommercialVehicles Survey (CVS), conducted on behalf of the Department
of Transport, Main Roads WA and the Ministry for Planning in 2000,
considered the types of vehicles carrying freight in the metropolitan area.
There are twelve classes of road freight vehicles. The survey sample
database contained details of almost 93,000 commercial vehicles. Of this
total70% were light vehicles (Class I and 2) or buses. The remaining 30%
were commercial vehicles (Class 3- 12) with a trare (unladen weight) of more
than 2 tonnes (Department of Transport, 1997).

Main Roads WA further classifies road freight vehicles depending on whether
they need a permit to operate. 'Permit'vehicles are those vehicles greater
than 19 metres long,2.5 metres_wide,4.3 metres high and 42.5 tonnes or
those carrying hazardous goods2 (Road Train Summit - Final Report, Sept
2001r. These are usually Class 10 - 12 vehicles (fhe legend on Figure I
illustrates the type of vehicles that have permits).

All other vehicles (lower than Class 10) are referred to as 'General Access' or
'As of Right' vehicles. This means that they are free to move about the
network with a normal vehicle license.

The different vehicle types tend to operate in different ways. Both road and
rail heavy haulage has to work for the longest period per week that the task
will permit to maximise the investment in expensive infrastructure and
vehicles. Long distance or heavy haultrucks or trains operate 24 hours per
day over 6 or 7 days and achieve more than 200,000 kilometres per annum.
Smaller, local delivery vehicles restricted to "shop" and \ryarehousing" hours
may do less than 50,000 kilometres per annum.

lmplications
The nature of road freight demand means that it is likely that there will always
be a need for a variety of vehicle types and these vehicles will have different

requirements and impacts.

2 The Dangerous Goods Network was recommended by the Department of Minerals and
Energy (DME) now the Departmentfor Mineral and Petroleum Resources (MPR). lt is an
advisory network that vehicles carrying dangerous goods are recommended to keep to as far
as possible. The network is based on Main Roads DistributorA and B roads in the
metropolitan area.
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Designated Freight Routes (DFR)

Recently a Designated Freight Route (DFR) road network3 has been identified
as part of a strategy to manage where heavy road freight vehicles travel. The
routes are shown on Figure 2. The network includes'primary'and'secondary'
routes, largely based on the network of primary and other regional roads in
the Metropolitan Region Scheme (MRS).

The Designated Freight Route road network applies for generalaccess or'as
of right' vehicles (Class 3 - 9) and is aimed at encouraging these freight
vehicles to use these roads, which are best suited to heavier vehicles and
more acceptable to Local Government and the community, rather than all
roads. General access vehicles are not prohibited from using other roads,
which may be necessary for particular service needs. The DFR network does
not apply for restricted access vehicles (Class 10 - 12'), which are required to
operate in accordance with permit conditíons, including approved routes.

The DFR network is only partially based around levels of service for truck
operations on these routes, the types of trucks that use them or the number of
movements. The DFR network is road mode specific and does not
incorporate rail.

Performance standards and methods for assessing performance of roads that
are to be used by freight is a key issue. There is recognition of the specific
needs and potential impacts of hazardous goods transport and High Wide
Loads (HWLis). However, road freight vehicles have particular operating
requirements (for example, free flow) to achieve maximum efficiency and
minimum impacts (reduced braking and subsequent noise and pollution). ln
future, special attention to these operating needs will become more important
in planning roads with a freight purpose.

3 The Designated Freight Route (DFR) network was developed by Main Roads Western
Australia and the Department of Transport in conjunction with local authorities. The routes
have been agreed to/negotiated by all local government authorities in the metropolitan area
as the most appropriate routes for road freight vehicles. The Designated Freight Route
network was presented to, and supported by the participants at the Freight Congress in
October 2001. While freight vehicles are encouraged to use these routes, it should be noted
that these routes are not the only routes that freight vehicles can and do use, Local roads are
also used by vehicles delivering freight in residential areas.

lmplications
The Designated Freight Route road network is a highly valuable tool that can
be used to build a broader strategic freight network that includes rail and
major freight land use nodes.

The strategic freight network should reflect appropriate performance
standards. service levels and recoonition of the impacts of the



Fre¡ght Network Master Plan

Projected Origin and Destination Trends

For the purposes of this Master Plan Origin-Destinatíon modellinga has been
undertaken to identiff the key origins and destinatíons for road freight. The
model outputs indicate that there is a multitude of origins and destinations in
the metropolitan area (see Fþure 4) and a corresponding high number of
movements on the network. Many of these movements are fulfilled by the
smaller (Class 3-6) commercialvehicles. This is a reflection of the fact that
the majority of trips on the network are meeting the demands of the
residential, retail and industrial uses within the metropolitan area.

The Kewdale-Welshpool industrial area and the Fremantle Port are both major
origins and destinations for heavy vehicles (see Figure 5). However, the
heaviest movements, with over 100 trips per day in each direction, are
between Kewdale-Welshpooland the industrial areas of Belmont, Canning
Vale, Perth Airport and Bayswater. Other significant origin-destination pairs
for heavy vehicles are between:

o Challenger- Kwinana Beach - Naval Base - Henderson - Coogee -
Bibra Lake - O'Connor;

o North Fremantle - O'Connor- Canning Vale - Kewdale-Welshpool;
. Balcatta- Osborne Park- Kewdale-Welshpool; and
. Wangara - Malaga - Bayswater- Kewdale-Welshpool.

The-heaviest desire lines (shown as red, orange and yellow on Figure Q
represent less than half of all heavy vehicle movements in the metropolitan
area. The other trips are dispersed all over the network (represented by the
many blue and green lines on Figure 4). Heavy vehicle movements between
Perth and areas outside the metropolitan area are also significant, in the order
of 50 - 100 movements per day in each direction.

4 Origin/Destination forecasts have been prepared to predict the likely 'desire lines'for freight
movements in 2006 and 2031, using preliminary outputs from the Future Perth Strategic
Transport Evaluation (STE) model. The model has used the survey data from the 1997
Commercial Vehicle Survey and assumes continued development of land uses in accordance
with the MRS and continued growth of road traffic. lt is based on likely employment
generation in 'zones' around the metropolitan area with modifications to some zones to reflect
where major imporUexport or industrial activity is likely to occur. lt includes all commercial
vehicles over 2 tonnes tare (unladen weight); this excludes light commercíalvehicles like
utilities, panel vans and 4-wheel drives but would include most 2-axle trucks (such as delivery
trucks used by stores). The diagrams show the 'desire l¡nes' as a straight line from the trip
origin to the trip destination.

lmplications
The significant demand from the residential/ building sector results in a large
number of movements on a multitude of roads all over the metropolitan area.
This trend is likely to continue unless there is a signíficant change in current
land use policy.

The origin/destination patterns reinforce the importance of the strategic freight
land use nodes of Kewdale Welshpool, Fremantle, Kwinana, Fonestfield,

Vale and Perth Ai
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Road Freight Movement Patterns

Figure 6 shows the proportion of road freight vehicles (Class 3 vehicles and
above) on the network compared with totalvehicle movements. Movements
by road freight vehicles are a relatively small proportion (approximately 6-7%)5
of the total vehicle movements. This varies from road to road. However,
there is increasing recognition of the impacts that these freight vehicles can
have on the social and physicalenvironment. Notwithstanding this, Figure 6
demonstrates that it is criticalthat any strategies to manage the impacts of
freight must be accompanied by strategies to manage all of the other vehicles
on the network.

Figure 7 shows heavy vehicle movements for Class 3 - 12 vehicles on the
main roads in the metropolitan area according to the size of the vehicles using
the routes and the number of movements per day. This diagram illustrates
the predominance of small and medium sized trucks (Class 3 - 8) on the
freight network and indicates that the busiest routes for these small trucks are
the Kwinana Freeway, Canning Highway (particularly in Fremantle), Mitchell
Freeway, Leach Highway and Tonkin Highway. The most common routes for
the larger, heavier vehicles (Class I - 12) are in the outer metropolitan area,
Leach Highway, Roe Highway, Tonkin Highway and the Kwinana Freeway.

A comparison of the data presented in Figure 3 (Freight Volumes by Freight
Mode) and Figure 7 clearly indicates that, while small trucks create the most
movements on the network, the larger vehicles carry significantly larger
proportions of the total freight volume. The routes which carry the most
tonnage overallinclude Leach Highway, Tonkin Highway (between Great
Eastern Highway and Albany Highway), Kwinana Freeway (between Canning
Highway and Farrington Road), Roe Highway and the Great Northern
Highway.

Working Group 4 has considered the traffic volumes and growth patterns on
major highways entering the metropolitan area. Table 4 shows traffic volumes
and the breakdown according to vehicle type.

5 Derived from Main Roads Detailed Traffic Count Data for estimates of Class 3 - 9 vehicles
on State managed roads '1995 - 1998. (Actualfigure is 5.9o/oîor Class 3 - 9 vehicles).
Figure for Class 3 - 9 vehicles on local authoriÇ and State managed roads is 6.8%.
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Table 4 Percentage of Highway Traffic by Vehicle Type
on Major Highways - 1998

MRWA Percentage of hlghway traffic
by vehlcle type

1998

Highway

Annual
Average

Dally
Traffic

Cars
and
vanS

Rigidtucks
and seml
trallers

Long
vehlcles
and road

tralns

Freight
(mlllions of

tonnês)

Great Northern Highway 900 80o/o 130/o 7o/o 1.8

Brand Highway 2,000 760/o 14% 100/o 3.6

Great Eastern Highway 3,800 83o/o '140/o 3o/o 2.6

BrooKon Highway 800 860/0 12o/o 2o/o 0,3

Albany Highway 2,400 83o/o 'l2o/o 5o/o 2.2

Old Coast Road 6,300 92% 7o/o 1% 1.7

South Western Highway 5,500 87o/ø 10o/o 3o/o 3.0

TotalFreight 15.2
Source: Ma¡n Roads WA, 1998

Working Group No.4 concluded that:

. outs¡de the Perth metropol¡tan area, the South West Region is the
fastest grow¡ng area of the State, as exempl¡f¡ed by the high traffic
growth rate;

o . grovtrth rates have varied significantly between the different corridors,
rang¡ng from a relatively static situation on the Great Eastern Highway: (partl! reflect¡ng the success of the interstate rail service) to a very high

- rate of growth on the Old Coast Road to Bunbury (reflecting the grovuth
in the South West);

. trucks typically represent less than 20% of vehicles on most of the ma¡n
arteries and the larger comb¡nat¡on vehicles less than 5% (except on
the Great Northern and Brand Highways) (Working Paper No.4, May
20021.

lmplications
Road freight will continue to be the dominant form of freight movement for
non-bulk commodit¡es withln the metropolitan area and therefore the demand
for road freight vehicles to move all over the road network in the metropol¡tan
area ¡s also likely to continue.

Freight vehicle movement is only a small proport¡on of total vehicle traffic.
However, freight traffic must share the road network with all other vehicles
and therefore there is a need to ensure that road freight movement and
growth is always viewed in the context of totalveh¡cle growth.

Road freight movement from the south-west region is likely to grow in the
future and regional freight movement from the north and east w¡ll continue to
be siqnif¡cant.
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Heavy Vehicle'Hot Spots'

The movement of heavy vehicles on the road network and the construction of
major infrastructure has a range of social and environmental impacts including
noise, change to local vehicular and pedestrian access, concerns about
safety, congestion, air quality, and severance. Community concern about
these impacts resulted in the identification oÍ 24 heavy vehicle 'hot spots' that
were presented and discussed at the Road Train Summit held in September
2001.

These community 'hot spots' relate to impacts of existing heavy freight routes,
noise and exhaust emíssions and the planning phases for major road
proposals such as Perth Darwin National Highway and Fremantle Eastern
Bypass. Some aspects of these 'hot spots' are currently being actioned by
Main Roads WA as part of the Road Train Summit implementation process.
However there is a need to ensure that broader freight system issues are
addressed. The location of the 'hot spots' is shown in Figure I and the
current status of all 'hot spots', including the actions taken to date and
proposed actions, are shown on Table 5.

lmplications
Growth in freight is likely to result in increased community concern about
existing 'hot spots' and identification of further 'hot spots'.

There is a need to ensure that existing 'hot spots'are adequately addressed.

There is a need to predict future 'hot spots' and identify appropriate solutions.
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Table 5 Hot Spots - Current and Proposed Actions

Hot Spot Name Specific lssues Current Status Proposed Action
1 West Coast

Highway
Presence of heavy vehicles - in
particular long vehicles.
lncrease in heavy vehicle traffic.
Need to reduce attraclion as a
freight route.

Main Roads WA have completed a Pedestrian
Study for the section of Highway between
Scarborough and Trigg. Three new sets of traffic
signalswillbe installed in2002103, and the
speed limit reduced to 70 km/h. This will
improve access across the Highway for
pedestrians and calm traffic.

Monitor and manage freight
vehicle movements along West
Coast Highway.

2 Great Northem
Highway

Previous proposalto relax the
weekend road train curfew through
Upper Swan.

No relaxation being considered. lssues resolved.

3 West Swan Road Heavy vehicle access to Harper St
from (Reid Hwyto HarperSt).

City of Swan refused application for heavy
vehicle access to Harper Street.

Main RoadsWAto discuss
turther action with City of Swan.

4 Future Perth-
Darwin National
Highway

Concems by localW Bullsbrook
community regarding impacts of the
future Perth-Darwin National
Hiohwav alionment-

NE Conidor Extension Study has confirmed
route which does not directly impact on the W
Bullsbrook community.

lssue resolved.

5 Future Perth-
Adelaide National
Highway, Red Hill

Proposed new alignment of the
National Highway will remove
non-local heavy vehicles from Great
Eastem Highway from Mundaring to
Midland, and also improve acoess
up the Darling Scarp along Toodyay
Road at Red H¡ll.

Planning Study has confìrmed route. No funding
from Federal Govt to construct National Hwy on
this new alignment.

Upgrading of the scarp crossing
at Toodyay Road subþct to
availability of Federal fu nding.

6 Great Eastem
Highway,
Greenmount Hill

Noise from heavy vehicles.
Safety of heavy vehicles
descending Greenmount Hill.

National heavy vehicle noise standards and
testing being considered by ATC. Truck arrester
bed installed and Great Eastern Highway from
Roe Hwy to Scott St upgrade to a2x2lane
dívided carriaqewav standard.

Construct new Perth-Adelaide
National Highway route along
Toodyay Road subject to
availability of Federal funding.
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HotSpot Name Specific lssues Gurrent Status Proposed Action

7 Canning Road,
Kalamunda Road

Status of road (ie, State or Local
Govt ownership) because this forms
an important link for grain trucks
travelling from Brookton Hwy to the
CBH Grain Bin at Kewdale.

Any proposal to transfer responsibility from Local
Govt to State Govt is on hold dependent on
Budget allocations and review of State road
fu nding to local govemment.

lnvestigate freight demand as
part of the Southern Link Road
Review.

8 Reid Highway,
Carine

Permit vehicles operating on Reid
Hwy between Wanneroo Rd and
West Coast Hwy.

Reid Hwy planned as route for heavy vehicles.
Beach Rd to be removed from long vehicle and
road train network.

Monitor and manage freight
movements along Reid Highway.

I Leach Highway Noise from hearry vehicles.
Excessive number of traffic signals.
Will be necessary to consider
upgrading following decision at
Freight Network Review Congress
to remove Roe Hwv Staqe 8.

Discussions with residents.
National heavy vehicle noise standards and
testing being considered by ATC to reduce noise
impacts.

Undertake traffic modelling (with
Roe Hwy Stage 8 removed) to
determine extent of Leach Hwy
upgrading.

10 Roe Highway
Stages 7 and I

Alignment of Stage 7, and the
proposalfor Stage I to go through
the wetlands near Bibra Lake.

Minister's Freight Network Review has
concluded Roe Hwy Stage I should not proceed.

Need to consider details of
alignmentfor Roe Hwy Stage 7
and network implications of
removinq Roe Hiqhwav Staqe 8

11 Cockburn Road Access for Coogee residents across
Cockburn Road.

Undertake a pedestrian study in 2002103. lmplement improvements
recommended from Studv.

12 King Road Preferred route for access to
feedlot.

Kargotich Rd removed from permit
endorsements. Road Transport Compliance Unit
to visit reoularlv.

lssue resolved.

13 Mundijong Road Heavy vehicle access to South
West Hwy and Kwinana Freeway
using Mundijong Road.

Shire of Serpentine Janahdale has reviewed
policy regarding access to South West Hwy via
Watkins Rd.
Status quo (livestock Bdoubles only) to remain

Kwinana Freeway access to be
trialled under the Community
lnvolvement process.

14 Southern Link
Road

Need for, and route alignment of, an
outer rinq road connectinq in the

WALGA is to review the outcome of a
stakeholders meetinq held in Williams on 30 Mav

State and Local Govemment to
work with communitv and kev
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Hot Spot Name Specific lssues Gurrent Status Proposed Action
first instance Albany Hwy and South
West Highway. Strongly resisted by
Shire of Serpentine-Janahdale.
Strongly supported by more
southerlv Shires.

2002. stakeholders to determine best
outcome.

15 Kingsbury Drive Resistance by the Buddhist
monastery on Kingsbury Drive to
use of the road by permit vehicles.
FOI request for release of a report
prepared for Main Roads comparing
the performance of permit and as-
of+ight vehicles.

All Main Roads permits wihdrawn.
Main Roads will release the report once briefing
provided to Minister.

Monitor and review impact of
freight trafñc on the Monastery.

16 Railway Avenue,
Armadale

Use by heavy vehicles accessing
Kelmscott lndustrial Area.

Planning underway forfuture upgrading of
Champion Drive to improve alternative heavy
vehicle access to Kelmscott industrialarea.

lmplement upgrading
improvements to Champion Drive
subiect to availabilitu of funds.

17 Albany Highway,
Armadale

Proposal, prior to change of
Govemment, to trial use of 36.5m
road trains on Albany Hwy between
Bedfordale and Tonkin Hwv.

Proposed trial cancelled on election of present
Govemment in February 2001.

lssue resolved.

l8 Albany Highway,
Bedfordale

Truck noise. Police and Compliance Unit to inspect noisy
trucks for defective exhausts.

Monitor and manage noise
impacts.

19 William Street,
Beckenham

Speeding and noisy vehicles.
Volume of traffic.

Police regularly patrol William St.
All interoepted noisy trucks w¡ll be inspected for
exhaust defects.

Cunent construction of Roe Hwy
Stage 4 to bypass Wlliam St will
solve problem.

20 Nicholson Road,
Lynwood

Speeding vehicles on section of
Nicholson Road between Metcalfe
Rd and High Rd.
Volume of traffic.

Speed limit has been reduced to 60 km/h for 6
month trial.

Completion of Roe Hwy Stage 5
by late 2003 w¡ll reduce traffic on
Nicholson Road.

21 Manning Road Noise from heavy vehicles. Discussions with residents.
National heavv vehicle noise standards and

Monitor and manage noise
imoacfs-
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Hot Spot Name Specific lssues Gurrent Status Propqsed Action
testing being considered byATC.

22 Hampton Road,
Fremantle
Eastem Bypass

Access for permit vehicles - not
granted.
Permit vehicles illegally using
Hamoton Rd.

Road Transport Compliance Unit regularly patrol
Hampton Rd. Combination vehicles reported by
residents are given waming letter by MRWA.

Monitor and manage
unauthorised heavy vehicle use
of Hampton Road.

23 Curtin Avenue Proposal to upgrade the road. Considered in the Fremantle to Gottesloe
Transport Plan and proposed Leighton MRS
Amendment.

lmplernentthe outcomes of the
MRS Amendment and transport
plan.

24 James Street and
Meadow Street,
Guildford

Unauthorised use of these roads by
freight vehicles which require
permits.

Discussions held with City of Swan. Additional
surveillance being carried out. Advice notices
distributed to transport operators inforrning them
of the penalties for operation on off permit
routes.

Continue to monitor freight vehicle
operations on these roads.

.i
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2.3.2 Sea Freight

There are major ports in Western Australia at Esperance, Albany, Bunbury,
Geraldton, Port Hedland, Broome, Dampier, Wyndham and Fremantle/Kwinana.
Approximately 90% of the volume (tonnes) of trade passing through WA ports is
handled by regional ports. The remaining 10% is handled at Fremantle;
approxirnately 8o/o through the Outer Harbour and 2o/o through the lnner Harbour
(Working Paper No.4)

In terms of the value of the trade Fremantle handles 90% of Western Australia's
seaborne imports (by value) and 27o/o of exports (by value). Total trade through
the port in240012001 was 22.4 million tonnes (Freight Planning Congress, Paper
No.9, October200f ).

Fremantle Port comprises the lnner and Outer Harbours. The lnner Harbour
(North Quay and Victoria Quay) handles container and general break-bulk cargo,
livestock and motor vehicles. ln 2000/2001 4.8 million tonnes of freight were
handled through the lnner Harbour and 17.6 millíon tonnes of freight transported
through the Outer Harbour at Kwinana. The volumes handled at the outer
Harbour represent 78.5% of the total freight passing through Fremantle Port
(Freight Planning Congress Papers, Paper No. 9 October 2001).

A significant proportion of the freight passing through the lnner Harbour is
containers. There has been a significant increase in container trade through the
port and in 2000/2001 355,000 TEU's (twenty foot equivalent unit) were handled,
an increase ol18o/o on the previous year (Freight Planning Congress, Paper No.
9, October 2001). Of these, 28,000 (approximately 870) were transshipment
containers which do not leave the port area.

The remaining92% of containers are moved by land transport to origins or
destinations within the metropolitan area and consequently 97o/o of the goods
leaving the lnner Harbour are transported by truck. The remaining 3% of
containers are transported by rail (Freight Planning Congress, Paper No. 9,
October 2OO1l.

The Outer Harbour currently handles bulk goods such as petroleum products,
alumina, fertilisers, chemicals and grains. There are jetty and cargo-handling
facilities at Kwinana operated by private companies including Alcoa, BP and
CBH. The majority of freight moved to and from Kwinana is transported by rail
with a small proportion moved by road or pipeline.

The Outer Harbour is strategically located adjacent to the Kwinana heavy
industrial area and the proposed 800 hectares of generalindustrialarea between
Anketell and Russell Roads (known as the FRIARS area), The Outer Harbour
services demand from these strategic industrial nodes and would provide a
location for overflow facilities from the lnner Harbour.
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lmplícations
The lnner Harbour is a critical component of the existing freight system however
there is a need to improve the management of impacts associated with freight
movement to and from the area.

2.3.3 RailFreight

Figure 3 shows the amount of freight on different parts of the rail freight network
in the metropolitan area. The main sources of demand for rail freight are the
mining and agricultural sectors with the main materials being transported
including alumina, bauxite, caustic soda, grain and fuels (Department of
Transport, 2000).

Rail plays a significant role in the movement of interstate freight including
containers. Rail accounts for 75% of the interstate container trade, with some
350,000 TEU's passing through Kewdale/Forrestfield every year. lnterstate
container movements through Kewdale are expected to increase to approximately
1.0 million TEU's by 2027.

Until 1982 freight transport in WA was regulated to rail. Road was permitted to
carry freight in exempt areas or subject to granting of a permit. Interstate freight
was under Commonwealth jurisdiction and not regulated to rail. Generalfreight
transport in WA was deregulated in 1982 and since 1982 bulk freight transport
has also been progressively deregulated. Following deregulation road transport
displaced the low-volume, high-cost, labour-intensive general goods transport
which used to be handled by rail. The dropping of these non-commercial
commodities from rail allowed it to become more competitive for the other
commodities.

ln general, withín WA rail is predominantly used for high-volume, less time-
dependent freight items that need to be moved over long distances, such as
grain, woodchips, alumina and bauxite. Despite the removal of the monopoly that
rail had over the transport of these commodities through deregulation, rail has
maintained and expanded its business in these areas, such that it now carries
40o/o tîorè freight than it did ten years ago. The expansion of rail feight for bulk
commodities, such as those described above, has also coincided with a
significantly more efficient rail operation and a reduction in freight rates for grain.

ln the metropolitan area the key rail nodes are at Kwinana, Kewdale-Forrestfield
and to a much lesser extent, the Fremantle lnner Harbour on North Quay.

The rail corridors are shown on Figure 2 and Figure 3 and run between:

. Fremantle and Kewdale;

. From the north-east through Midland to Kewdale;
o Fremantle and Kwinana; and
. regional areas with the South West and Kwinana.

The disposal of the Leighton Marshalling Yards will require the construction of a
new rail loop to North Quay. Planning is underway for this loop with an estimated
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cost of $9 million. Planning is also nearing completion for a new rail terminal at
North Quay (Working Paper No. 3, May 2002).

lmplications
Rail is a significant component of the State freight system and carries a significant
proportion of bulk freight.

Rail freight is predominantly used for intra and interstate freight movements and
currently has a limited role for freiqht movements within the metropolitan area.

2.3.4 Air Freíght

Air freight items are canied by passenger aircraft and a once-a-week freight
service to Singapore. ln the 1998-99 financialyear, approximately 30,000 tonnes
of commodities, with a value of $5.7 billion were exported by air. The amount of
import cargo into Perth International Airport in 1996 was approximately 11,000
tonnes. Totalfteight (imports and exports) in 2000 was 59,000 tonnes. Most
import cargo is delivered to warehouses in the Kewdale Distribution Area.

Air freight (mainly parcels, horticultural and agricultural produce) is expected to
treble by 2Q26 (Westralia Ai rports Corporation, October 200 1 ).

lmplications
Air freight is a small but important component of the freight network and there is a
need to protect access to the airport for distribution vehicles and to ensure that
land use around the airport is compatible.

2.4 Freight Logístícs

Freight logistics refers to the management system for controlling the storage,
inventory, timing and delivery of freight and the interactions between the different
parts of the freight network.

The different transport types (modes) can be used for all, or part ol a journey for
a particular good or material. For example, when air freight goods (including
parcels, food, clothing and a range of other goods) arrives at Perth airport from
overseas, interstate or from other parts of Western Australia, the majority is
transported by truck to warehouses in the Kewdale Distribution Area (comprising
Kewdale, Welshpool, Fonestfield and Canning Vale). lt is then organised for re-
distribution, usually by small trucks, to destinations all over the metropolitan area
and elsewhere within the State.

Land use nodes where the various modes of freight transport can be integrated
are critical to the freight system. lntermodal terminals are curently located at
Kewdale and Forrestfield. The Kewdale RailTerminal plays a major role in
interstate freight distribution but currently only plays a minor role in the movement
of port-related rail freight. However, it has the potentialto play a significantly
larger role.

The Terminal is predominantly set up for interstate trains running on standard
gauge hack. Opportunities exist to develop a dedicated port railterminal and an
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inland container terminal (with empty container storage) within the Kewdale
complex if there was sufficient demand. The growth of the terminal to include
dedicated port rail facilities or inland container terminal facilities is likely to require
rail improvements.

There is also the potentialto develop additionalfreight intermodalfacilities on
land currently managed by the Westralia Airports Corporation as part of Perth
Airport. There is a need to maintain this land use option into the future.

Currently, cargo owners or their representatives determine how each item will be
transported, where it will be transported, at what time of the day or night and the
time it takes to be delivered. They will also decide whether the goods need to be
taken for part of a trip on road and then another part of the trip by rail. Transport
companies increasingly use vehicle and freight tracking systems to make sure
that goods are being delivered to the correct location and on time.

One of the biggest freight logistics issues is the number of empty truck trips that
are made using the road freight network. These trips result from a truck making a
journey to, for example, Forrestfield Grain silos or Fremantle Port, and then
returning or going on to another pickup point without a full load. This results in
inefficient use of the truck, fuel and road space and the resultant environmental
impacts. Empty trucks also tend to create more noise due to vibration than those
with a full load.

The location of empty container depots at North Fremantle requires that all trucks
with imports return to North Fremantle to de-hire containers. Similarly, trucks for
exports have to pick up empty containers from North Fremantle before going to
the freight generation location.

lmplications
The potential for the development of additional intermodal facilities at Kewdale
area and Kwinana means that the protection of land for these purposes, through
reservation and associated land use planning, is paramount.

There are opportunities to improve freight logistics systems to reduce the number
of empty trips on the freight network.

Development of inland empty-container parks in the freight destination/origin
areas near Kewdale/Kwinana provides an opportunity to reduce truck journeys

h urban areas.
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2.5 Freight Management

2.5.1 Managemenf Responsibility and Framework

Management of the road freight industry is a shared task between industry and
Government. While Permit vehicles and those carrying dangerous goods are
only a small proportion of total fteight vehicles they also have the potential for the
greatest impacts and therefore a high level of management applies to these
vehicles. These vehicles must adhere to strict operating conditions including
tonnages to be carried, routes travelled and times of operation. Safety and
training accreditation also applies to permit vehícles and the recent Road Train
Su mmit identified fu rther opportunities for improvement.

As of Right' vehicles, which represent the majority of vehicle movements, are
managed through the same licensing and road rules as for all normalvehicles.
The key issue is that the larger'as of ríght' vehicles (Class 6 - 9) also have
significant impacts. These authorities are required to adhere to all relevant
legislation and their own internal safety and environmental management
procedures.

Rail operators in Western Australia must adhere to the regulations and standards
specified for that industry. There are accreditation and licensing conditions that
operators must meet and maintain in order to continue operating. These are
specified in legislation. Freight distribution activities at ports are generally
managed by shipping companies and freight forwarders or the operators of
private jetty facilities. These companies are required to adhere to all relevant
legislation and their own internal safety and environmental management
procedures.

The Westralia Airports Corporation is responsible for the management of freight
related activity within the airport land.

lmplications
Current management of the freight task can be improved, particularly in relation to
vehicle design, operation and maintenance and driver training.

2.5.2 Vehicle and Other Design Sfandards

The program for addressing the existing 'hot spots'will focus on 'build'and 'no-
build' solutions. Some of the key solutions relate to engine design and
maintenance, as described below.

The adoption of European 'EURO'engine and associated exhaust technologies
over the past five years has significantly improved the emissions performance of
new motor vehicles generally, including for heavy vehicles. These technologies
are introduced through the Australian Design Rules (ADRs). The latest ADRs
require EURO 3 standards for petrol (light vehicles) to be introduced in 2006 and
EURO 4 standards for diesel (heavy vehicles) to be introduced in 2005.

Two other significant factors that will impact on vehicle emissions are the
changes to fuel quality regulations to reduce sulphur and benzene levels and the
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National Environment Protection Measure (NEPM) for dieselengines. The NEPM
is a non-binding package of measures for the States to tackle emissions from
existing vehicles and focuses on detection, testing and repair of vehicles.

Modelling undertaken to assess the cumulative effect of the new ADRs, the new
fuel standards and the adoptions of the NEPM for diesel engines has predicted
that emissions from the motor vehicle fleet (all vehicles) in Perth will improve by
40-50 per cent in the next 10 to 15 years. This predicted effect takes account of
assumed growth in the size of the fleet and increased commercialand heavy
vehicle activity.
There is a need to update the noise standards for new heavy vehicles, to improve
in-service standards and enforcement of noise emissions from existing vehicles
and to develop measures to tackle engine brake noise.

For new vehicles, European trucks have had to meet an 80 decibel (dB) noise
limit since the mid-1990s, but the current Australian standards are set at 87 dB.
Moves are underway to update the noise ADR for heavy vehicles in line with
European standards, taking account of the requirements of high productivity
vehicles such as Bdoubles and road trains that are unique to Australia.

The current in-service standards for existing heavy vehicles also need to be
significantly improved. The standards include a 'deterioration'allowance that
allows even very noisy trucks to pass road side testing. Proposals to change the
in-service standards so that every vehicle can only deteriorate 5dB from the
equivalent new vehicle ADR levelwill enable authorities to introduce more
effective enforcernent measures.

Noise fom exhaust brakes is considered to be one of the most acute 'annoyance'
factors for the community, especially at night. The simple solution of banning the
use of exhaust brakes at night would have a significant effect on safety. The
problem needs to be addressed by manufacturers producing quieter units and by
truck operators using the units more selectively.

lmplications
There are a number of positive initiatives relating to noise and emissions that
could be adopted or enhanced to reduce the number of 'hot spots' resulting from
noise or emissions impacts.

(
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3.0 FREIGHT GROWTH - IMPLICATIONS AND CONCLUSIONS

3.1 PopulatÍon and Land Use Growth

The volume of freight and the number of freight transport movements are
expected to increase significantly over the next 30 years. Growth in freight
volumes will be driven by the production of bulk goods for export, predominantly
from the mining and agricultural sectors, as well as demand from the residential
sector for building materials and personal goods. This will result in increased
levels of activity at Fremantle Port, Kwinana, Kewdale and Forrestfield. Growth in
industrial land development will also have an influence. Growth in the number of
freight movements for road, rail, air and sea transport is expected.

The groutth of freight needs to be considered in the context of overall population
and transport growth and land use change. Our population is expected to grow
significantly over the next 20 years. An increase in vehicle traffic movements will
accompany this population growth, assuming current economic and social
conditions prevail. Figure 9 summarises current trends.

Figure 9 Population Growth, Economic Activig and Road Freight
Trends 1992 -1999
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Source: Maln Roads, 2001

3.2 ImplicatÍonsforFreight

3.2.1 Modelling Overuiew

For the purposes of the Master Plan modelling has been undertaken to predict
the likely origins and destinations of freÍght. Other modelling undertaken by Main
Roads WA has also been used. lt is important to note that this modelling is
based on current land use, employment and freight trend data and does not take
account of potential oil price shocks or other crises which may radically alter
transport use. Such modelling could be useful in the future.
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The need to ensure flexibility and allow for growth and change in the freight
system has been considered important by allworking Groups. The two key
strategies for achieving this are planning measures to protect alternative modes
like rail and a recognition of international trends for engine technology and
alternative fuels.

3.2.1 Road Freight

A continuation of cunent trends for road freight would be likely to result in the
origin-destination patterns shown in Figures 10 and 11,in2031. The key
differences between 2006 (Refer lo Figures 4 and 5) and 2031 are:

. an increase in the level of activity between Osborne Park, Balcatta and
Malaga;

o a significant increase in activity in the northern arc between Wangara,
Bassendean/Bayswater and Kewdale-Welshpool;

o an increase in activity between KewdaleMelshpooland Canning Vale;
. a significant increase in activity between the regions to the north-east and

south-west of Perth and Kewdale;
. an increase in the level of activity between the regions to the north-east of

Perth and industrialareas in the northern corridor, particularly Malaga;
. an increase in activity between Kewdale and O'Connor and Fremantle;
. an increase in activity between Kwinana and Spearwood and Kwinana and

Kewdale;
. a significant increase in activity in the Kwinana - Henderson area; and
. a decrease in the level of activity between Osborne Park and Kewdale.

ln addition, there is a significant increase in the blue and green origin and
destination lines on Figures 10 and ll, signiñ7ing an increase in road freight
movements all over the road network, not just on the main movement corridors.
Given that road freight vehicles represent a small percentage of total vehicles on
the network, it is necessary to consider the projections for general traffic.

Recent Main Roadso modelling indicates that, even if the Metropolitan Transport
Strategy (MTS)? targets are met, there will still be significant congestion on the
road network when the extent of land development provided for in the MRS is
achieved. One of the outcomes will be an extension of the peak periods from the
current hour to approximately half a day on some key parts of the network, in
particular the Kwinana and Mitchell Freeways. Congestion is also likely to occur
around Midland, on the major entries to the CBD, around Perth Airport and

u The Main Roads modelling exercise that is currently being undertaken is seeking to identifu key
issues for the whole transport network. lt is not being specifically considering freight issues,
however, broad interpretations can be made about the implications for the freight system and the
level of congestion that may be experienced.

7 The Perth Metropolitan Transport Strategy lgg1 -2029 was released in 1994. lt was prepared
to provide direction for achieving a balanced, efficient and effective transport system for the Perth
Metropolítan Region into 2030. lt included a set of principles and objectives for which targets
were set, identifying measurable outcomes. The targets included, amongst others, mode split
targets for all personal joumeys.
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Kewdale and a range of regional roads. lf the MTS targets are not met, the
congestion will be more severe. There is a need to ensure that good public
transport is available and supporting strategies are also implemented to provide
the incentives for drivers to become passengers.

Freight requires free flow to maximise operating performance and the discussion
above indicates that it is likely that this free flow will not be possible on some
freight routes in the future. Consequently, it is likely that freight vehicles will seek
other routes, possibly non-designated freíght routes, to try and increase delivery
efficiency. This will mean that roads not designed for freight purposes will suffer
impacts associated with reduced safety, increased noise and vibration and
reduced ameníty.

.3.2.2 RailFreight

The role of railfreight in achieving a more sustainable freight system is very
.important. While it is recognised that rail is only competitive for specific types of
.freight and that road freight is more efficient for the multi-destination trips in the
metropolítan area, there are still opportunities for moving more road freight to rail
in the metropolitan area and to the regions. Two Working Groups established as
part of the Freight Network review considered these issues.

Working Group 3 considered the opportunities for increasing the use of rail
transport for containers leaving and entering Fremantle Port. Containers
represent the largest opportunity for moving a significant proportion of freight that
currently goes by road, to rail. The group has concluded that 40o/o of all
containerised freight that is currently transported to and from the port can be
considered contestable by rail (Working Paper No. 3, May 2002). The majority
would be containers that currently go to and from Kewdale by road (18o/o), to and
from Kwinana by road (8%), to and from Bunbury by road (5%) or to and from
Northam and beyond (includes Kalgoorlie) by road (9%) (Working Group 3, May
2002).

The group concluded that for contestable freight, there is a 40o/o reduction in the
environmental costs as a result of switching to rail and a potential reduction of
850 truck movements every working day (Working Group 3, May 2002). The
Community Suruey conducted as part of the Freight Network Review supports the
increased use of rail. However there is a need to ensure that the trains are
operated efficiently and with minimum impacts. Efficient management practices

lmplications
The road freight task may increase in parallelwith an anticipated significant
increase in overallvehicle traffic creating the potentialfor congestion, conflict and
inefficiency, without a significant change in policy.

Continued growth in general vehicle traffic will make it increasingly difficult for
road freight vehicles to operate efficiently and with few impacts.

The development of a new Metropolitan Transport Plan (MTP), that recognises
the role and requirements of freight, and specifies sustainable transport targets
for general traffic, is t for freioht and for
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and the potential of new technology trains, such as Cargo Sprinters, should be
assessed.

Notwithstanding the social and environmental benefits, consultation with industry
stakeholders indicates that road freight is commercially superior to rail for
distribution on the short haul container sectors. There would, therefore, need to
be a significant shift in Government policy and industry position to achieve a
substantial shift to rail, along with the necessary investment In infrastructure
provision and upgrading.

Working Group 4 assessed the potential for reducing the proportion of freight
using road transport in the metropolitan area through greater use of shipping
through regional ports and railtransport. The Group found that regional ports are
already major conduits for freight movements, handling about 90o/o oî the volume
of trade passing through State ports. However, there are some opportunities for
shifting some bulk freight, such as grain, from road onto rail or to be handled
through regional ports, to a greater extent than currently occurs (Working Group
4,May 2002).

The group noted that the means for increasing rail's competitiveness over road, in
situations where it did not have a natural advantage, would need to be identified.

3.2.3 Sea Freight

The current patterns of commodity trading will influence the growth rates of freight
handled through ports in the metropolitan area. Key trade trends are:

. Livestock exports through the Port of Fremantle are relatively stable and not
forecast to grow (Freight Planning Congress, Paper No. 10, October 2001);

. Grain exports through Kwinana have more than doubled in the last decade
and growth in this commodity is expected. Cunent grain harvests are
around 10 million tonnes per year (Working Paper No. 4, May 2002);

r Container trade has almost tripled in the last decade and growth is expected
to continue although not at the same rate. Based on a high growth forecast
Fremantle Ports is forecasting 1.2 million TEU's by 2021;

o Car and fuel imports are expected to grow; and

lmplications
There are opportunities to increase the share of the freight task undertaken by rail
in the metropolitan area, particularly for containers. This could result in a
reduction in road freight with significant social and environmental benefits.

There are opportunities to divert a limited amount of the metropolitan road freight
task to regions or to rail. This is restricted due to the nature of the commodities
that are transported, the sources of demand, and the ability of rail to compete with
road freight. There is a need to ensure that options for provision of additional or
upgraded rail, intermodal and bulk freight facilities in the south-west corridor are
maintained.

There is a need to ensure that planning for all corridors in the metropolitan area
maintains flexible for allfreiqht modes.



Freight Network Master Plan

o Fertiliser production at Kwinana is expected to continue to grow.

The role of both the lnner and Outer Harbours in the metropolitan freight system
is critical.

The community supports the retention of the Inner Harbour as a working port.
However, the lnner Harbour has also been the subject of concern from the local
commun¡ty in relation to impacts with the primary concern being impacts from
truck traffic and congestion. Trade trends indicate that the demand for port
activity is likely to grow.

One of the Working Groups established as part of the Freight Network Review
considered the likely limits to the growth of the lnner Harbour. The group
concluded that:

. The impact of the port activity on the community will be more important in
determining capacity than factors within the port or trade forecasts;

o The major components of this impact relate to truck movements to and
from the port, which could be ameliorated by increased use of rail;

. Approximately 50o/o ol trucks servicing the port are empty and there are
opportunities to reduce truck-related impacts by reducing the number of
empty trips; and

. lt is difficult, and unnecessary, to be precise about when the capacity of the
port might be reached (Working Group 5, May 2002).

''.However, the group recommended that a monitoring system be established that
allows for frequent analysis of capaci$ (including the analysis of trade forecast

'and community perceptions), and that a site for overflow facilities be identified
:and protected. These recommendations are incorporated in Working Paper 5.

lmplications
The operational capacity of the lnner Harbour will be constrained by external
factors rather than operational capaci$ or trade limitations.

lnner Harbour'capacity'is likely to be reached at some point between now and
2O2O and there is a need to identiff and seek approvals for a site for overflow
facilities.

The point at which 'capaci$' is reached will depend on the ability to manage
impacts, particularly impacts associated with truck movements. There is a need
to identiff ways of reducing truck movements associated with the lnner Harbour.

The Kwinana area (including the Outer Harbour) will play a significant role in the
future freight task and would be the primary l<ication for overflow facilities from the
lnner Harbour.
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3.3 Keylssues

The Freight Congress involved discussion between 130 representatives of the
community, including Government (Local and State), freight industry suppliers
and customers, residents, community groups and other transport experts. These
groups highlighted the strategic issues that are likely to be affected or
exacerbated by freight grovvth;

o The ability to achieve sustainable outcomes in light of pending resource
scarcity and support for the ethics of resource conservation;

o Community concern about the level of environmental and social impacts -
this has manifested itself recently in the identification by the community of
heavy vehicle'hot spots';

o Community demand for a wide variety of goods and services to be
delivered quickly and frequently;

. Need for certainty about the location and operational parameters of major
freight corridors for community and industry stakeholders;

o Lack of transparency in pricing of transport services and facilities and
equitable allocation of costs and returns;

. Economic efficiency and the sustainability of mechanísms used to acquire
land and finance the construction and maintenance of infrastructure; and

o Concerns about safety and deleterious health impacts in the freight
system.

Figure 12 illustrates the key land use and infrastructure issues that are likely to
occur in the metropolitan region.
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3.4 Conclusions

Freight movement is an essential part of the way we live and the information
included in the Master Plan indicates that the freight task is expected to grow
significantly in the future. This grovuth willoccur in parallel with the growth of
transport demand overall and therefore there will be increased competition for
use of an increasingly congested transport network.

It is apparent that some aspects of the current planning, operational and
management regímes for the freight system are not sustainable. A'business as
usual'approach to all aspects of the freight system is likely to result in increased
congestion, increased local and globalenvironmentaland social impacts, reduced
efficiency (operational and financial) and safety. The challenge for the freight
system is to accommodate grovtrth in the context of changing community
priorities, technology, economic conditions and environmental imperatives.

There are a number of options for meeting freight and general transport demand
including the provision of new infrastructure. However this can be very expensive
and there is a need to ensure that the current system is operating as efficiently as
possible before a decision is taken to construct significant new infrastructure.

Policies that reflect a paradigm shift in our approach to managing freight demand,
alternative freight modes and assessment of options need to be adopted. These
should maximise the capacity and efficiency of the current transport system.
fhey should also:

. encourage drivers of private vehicles to make other transport choices;
. . encourage the community to consider the implications for freight in its

purchasing decisions;
. ensure that land use planning and economic policy facilitates local

purchasing, for example adoption of 'Liveable Neighbourhoods' design
principles.

Above all, the strategic freight network and nodes should be clearly defined and
protected and ways of giving freight vehicles priority on key parts of the transport
network, that are designated for use by freight should be investigated.

The growth of freight is lÍkely to be such that an approach that is focussed solely
on improved management of the existing system will be insufficient in the long
term. The options for new infrastructure and land use nodes need to be
maintained where there is an identified potential need. These should be reviewed
on a regular basis to take into account changing communi$ priorities and industry
developments.

The success of the strategies outlined in the Master Plan will depend on the
strength of the relationships between Government, the community and industry.
A new paradigm that reflects increased cooperation and understanding between
stakeholders is required.
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4.0 STRATEGIC FREIGHT NETWORK

Notwithstanding the many issues that have been ídentified in the Master Plan,
Western Australia and Perth have one of the most effective freight networks and
logistics systems in the world. This provides an excellent base from which to
develop a 'best practice' freight system.

There are three major components of a strategic freight network:

o Land use nodes;
. lnfrastructure (rail, road, sea and air); and
o Intermodalfacilities.

Many of the main components of the current strategic freight network in the
metropolitan area are already in place, as shown on Figure 13. These include the
primary roads, major rail infrastructure, key freight land use nodes such as
Fremantle Port, Perth Airport, Kewdale, Kwinana and other industrial areas, and
major intermodal nodes such as the Kewdale Distribution Area.

However, there are some aspects of the strategic freight network that have not
yet been confirmed and others that have been identified as requiring further
investigation.

4.1 Land Use lVodes

The major land use nodes for freight include the Fremantle Port, Perth Airport,
major industrial areas, distribution areas such as Kewdale and Welshpooland
intermodalterminals. These are allshown on Figure 13.

lndustrial and residential land use development indicates that the focus of growth
for freight generating land uses will be in the south-west corridor. lt is likely that
the Kwinana area will be the location for overflow port facilities for Fremantle
Ports; it will also be the focus for major heavy and general industrial development
at the existing heavy industrialarea, Wattleup/Hope Valley and Henderson.

The northern corridor is also expecting a significant increase in industrial activity
although primarily of a general and light industrial nature.

The KewdaleMelshpool area and Perth Airport are also expected to continue to
grow and consolidate over the next 20 - 25 years.

The lnner Harbour at Fremantle is not expected to expand in land area but will
continue to increase the volume of trade subject to the effectiveness of impact
management and freight mode shift initiatives.

4.2 Existing and Planned lnfrastructure

The primary infrastructure network for freight includes both rail and road linkages.
The primary links that currently exist include:

. Kwinana and Mitchell Freeways;
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. Railway lines connecting Kwinana, Fremantle, Bibra Lake, Canning Vale,
KewdaleM/elshpool, Midland and regional areas in the south and east;

. the Reid/Roe Highway arterial network that connects Onong Road,
Midland and the Mitchell Freeway;

¡ Tonkin Highway which provides a direct connection between Malaga and
Bayswater/Bassendean industrial areas and KewdaleMelshpool and Perth
Airport;

. Leach Highway which connects KewdaleMelshpool and Fremantle,
crossing Tonkin Highway, Albany Highway, Kwinana Freeway and Stock
Road;

. Major highway routes from regional areas into Perth, connecting to the Roe
and Reid Highways (Great Northern Highway, Toodyay Road, Great
Eastern Highway, Mitchell Freeway); and

o Other major highways from regional areas including the Bunbury Highway,
South Western Highway, Albany Highway, Brookton Highway.

Additional linkages that are planned include:

o Extension of the Kwinana Freeway;

o Roe Highway Stage 6 and 7 which will connect the Roe Highway from
Orrong Road to the Kwinana Freeway - this will be a key element in
sharing the freight and general vehicle traffic load with Leach Highway;

o Perth Darwin National Highway - this will provide a high standard highway
link from the north of Australia into the Reid Highway and Roe Highway-' 
distributor route;

o. Perth Adelaide National Highway ('Orange'route) - this will provide for the
upgrading of Toodyay Road and a new link to take regional truck traffic.
This willalso connect with the Reid Highway and Roe Highway distributor
routes;

. Tonkin Highway extension from Albany Highway to South Western
Highway - this will provide a high standard route that will by-pass local
communities on Albany Highway and South Western Highway; and

. Upgrading of the rail loop and terminal facilities at North Quay.

4.3 Key Strategic Freight Network lssues

4.3.1 Roe Híghway Sfagg 7 and I and Altematives to the FEB

Three metropolitan road 'hotspots'were identified for priority action by the Freight
Congress - Roe Highway stages 7 and I and the altematives to the Fremantle
Eastern Bypass.

A comprehensive multi criteria analysis (MCA) process was used to engage
community and industry stakeholders with a view to identifuing options for these
road segments and to develop the criteria for assessment. The only qualifoing
constraints stated by the Minister for Planning and lnfrastructure were that the
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Fremantle Eastern Bypass would not be an option and that a road link would be
built from the end of Roe Highway Stage 6 to the Kwinana Freeway (ie Roe
Highway stage 7).

ln total, 21 options were identified and assessed, comprising five options for Roe
Highway Stage 7, two options for freight only roads, eight options to upgrade
existing roads between Kwinana Freeway and Stock Road and 6 options for new
Roe Highway Stage 8 alignments.

These options were assessed against 39 criteria covering different sustainability
factors (ie economic, social and environment) and run through the MCA process
to establish a ranking of priorities. A list of the options and the criteria used in the
assessment is included in Annex B.

The MCA process resulted in some clear conclusions:

o The highest ranked option was Roe Highway Stage 7 (as a new road)
coupled with a major upgrading of Stock Road;

o The options for Roe Highway Stage I between the BeeliarWetlands all
ranked low; and

. The clear alternative to the Fremantle Eastern Bypass was a major
upgrading to Stock Road.

Other conclusions derived from the process were:

. Three options for Roe Highway Stage 7 ranked almost equally,
demonstrating support for a new road rather than upgrading to existing
roads for this segment;

. Of the options for development of the east-west road network between
Kwinana Freeway and Stock Road, an upgrade to Leach Highway (Option
S) ranked the highest of those involving upgrading of existing roads; and

. The options for freight-only roads did not rank highly.

Work will now be undertaken to analyse expected future traffic volumes and
patterns on Leach Highway, High Street, South Street and Stock Road. This will
identiff where and when pressure points on the network will arise as traffic
volumes increase over time. With this information, the need for any roadwork
improvements can be established and staging options with indicative costs
determined.

Results of this analysis will be made available through bulletins on the progress
with implementation of actíons arising from the Metropolitan Freight Network
Review.

With the support for Roe Highway Stage 7, work will now proceed to resolve the
specific alignment with the evaluation of each option (4, B and C) involving an
assessment of environmental, social and economic factors.
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4.3.2 /ssues forthe South-West Metropolitan Conidor

There are some key parts of the freight network in the south-west metropolitan
corridor that require further investigation to determine upgrading or additional
components. These include east-west linkages between the Kwinana lndustrial
area, the future Hope Valley Wattleup industrial area and the Kwinana Freeway.
There is a need to confirm the Anketell, Rowley and Thomas Road linkages and
reservations, ensuring that access between the current Fremantle Rockingham
Highway and the coast in the Kwinana lndustrial Area is identified and protected.

The Freight Network Review, through Working Group No.5, has identified the
need for a site to be identified for Fremantle Ports overflow facilities at the Outer
Harbour.

4.3.3 lssues for South-East Metropolitan Corridor

Access to Tonkin Highway and Roe Highway distributor routes ftom the major
highways serving the south-east region is a key issue. Currently there are major
'hot spots' at Canning Road, Kelmscott and Armadale, signifoing the issues
associated with heavy vehicles on these routes. lt is likely that there is a demand
for heavy vehicles to access the Roe and Tonkin Highways and the Kewdale
Distribution Area. Canníng Road currently provides the most dírect route fom
Brookton Highway. Freight vehicles on Albany and South Western Highway have
no option but to pass through Armadale at present. This issue should be
resolved with the construction of the Tonkin Highway extension.

A considerable amount of planning has been carríed out for a route known as the
Southern Link Road which would provide a new east-west regional road
connecting Brookton Highway, South Western Highway, Tonkin Highway and
Kwinana Freeway south of Armadale. The Southern Link Road was intended to
address some of the freight access issues in the south-east corridor but has
raised some strong opposition from the Jarrahdale community. A broader review
of options may be desirable.

4.3.4 /ssues for No¡thern and Eastern Metropolitan Corrídors

Freight access between the Flynn Drive, Wangara and Malaga industrial areas in
the northern corridor is currently serviced by the Mitchell Freeway, Wanneroo
Road and local roads. Predictions indicate that the Mitchell Freeway will be
severely congested in the future and Wanneroo Road is unlikely to be adequate
to cater for fteight demand, as currently planned. There is a need to consider
both rail and road options to meet this líkely future need.

Realignment of the current freight rail line through Hazelmere should be
considered. The removal of the Midland Railway workshops no longer
necessitates the need for freight rail to pass through Midland. Options for
realigning the railway to provide a more direct link south of Midland, through
Hazelmere could be considered.
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4.3.5 lntermodal Facilíties

lntermodal facilities, where the exchange of freight between modes can occur,
are critical to the efficient functioning of the freight network. Kewdale is currently
the main focus of intermodal exchange. There is adequate land provision at
Kewdale and Perth Airport to provide additional facilities to enhance the freight
capability. However, there is a need to ensure that this land is protected for
freight purposes and encroachment on these areas should not be permitted.

The growth of the role of the Kwinana area in the freight task is an important
strategic planning consideration. This area represents a key convergence point
for road, rail and sea freight activities and the level of activity that is likely to occur
in this location in the future may generate the demand for additional intermodal
facilities. Planning should commence to assess demand, land and engineering
requirements and potential impacts and options for such facilities should be
protected th rou g h approp riate pla n n ing processes.

4.4 Príority Actions

Based on the assessment of the strategic freight network there are some priority
actions that can be taken to improve the performance of the network. These
include:

1. Finalise alignment, design and construct Roe Highway Stage 7.

2. Delete the Fremantle Eastern Bypass reservation from the Metropolitan
Region Scheme (MRS) and City of Fremantle Town Planning Scheme.

3. ldentify implications of (2) and required improvements for High Street, South
Street, Leach Highway, Stock Road and roads south. lnstigate planning
actions.

4. lmplement measures to ensure that at least 15% of lnner Harbour containers
move by raílwithin four years and 30% within ten years.

5. Commence detailed design and construction of new rail loop infrastructure
into Fremantle Port to replace the link through the existing Leighton
Marshalling Yards.

6. Commence detailed planning and construction of a new freight terminal at
North Quay.

7. Commence planning for additional or expanded intermodal facilities at
Kewdale and Kwinana.

8. ldentifit options for a more direct rail link through Hazelmere for the Midland
section of freight rail line.

9. lnvestigate the possibility of using the disused Jarrahdale rail line for freight.

10.Trial new technology rail rolling stock for urban rail freight.
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11.ldentiff options for future freight transport requirements in the north and south-
east metropolitan conidors.

12. Develop and implement a Freight Network lmprovement Strategy for all
existing strategic freight routes.

13.ldentiff options for operation and future location of regional freight nodes, for
example Picton and Northam.

l4.Continue to improve air and noise emissions from freight vehicles.

These actions are includedin Table 6.
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5.0 STRATEGIES AND ACTIONS

The strategies and assocíated actions for the Master Plan are listed ín Table 6,
They are all premised on the application of the principles of a triple bottom line
approach and community participation. These strategies and actions are
additional to the recommendations of the other Working Groups. A list of the
recommendations from theseWorking Groups is includedin Annex C.

Table 6 Strategies and Actions

(

I

No. STRATEGIES AND ACTIONS ACTION
AGENCY

1. Adopt a triple bottom line approach to all new and existing
policies, projects and other initiatives.

't.1
Establish a portfolio-wide Sustainability Group with the necessary
skills and funding to facilitate the implementation of the
recommendations for achievino triole bottom line-

DPI

1.2
Use transparent and accountable processes to assess policies,
proposals, projects and hot spots.
a) lnclude the costs of externalities (such as environmental and

social costs and benefits) in the assessment of future proposals.
b) Apply a transparent and engaging MCA to all new pro.iects and

proposals.
c) Develop a Transport lmpactAssessment methodology for

assessing future transport proposals.
d) Collect and present, annually, the data necessary to review and

improve the freight system
e) Review the freight system (based on the sustainability criteria

included in the Freight Network Review) regularly.
0 ldentiff opportunities for co-operative private/public funding for

research ínto sustaínable transport.
g) Adopt Recommendation 1, Working Group 4 and

Recommendation '10. Workino Group 5.

DPI

DPI

DPI

DPI

DPlto
co-ordinate

DPl

DPI

Referto
Annex C

2. ldentify and implement road and rail freight infrastructure
requ¡rements.

2.1
ldentiff a preferred alignment, design and construct Roe Highway
Staoe 7-

DPI/ Main
RoadsWA

2.2
Delete the Fremantle Eastern Bypass reservation from the
Metropolitan Region Scheme and City of Fremantle Town Planning
Scheme

DPI

2.3
ldentify requirements for road upgrading or modifications on South
Street, Leach Highway, Stock Road and High Street and roads
south. and instioale olannino aclions,

Main
RoadsWA

2,4
Gommence detailed planning and construction of new rail loop
infrastructure into Fremantle Port to replace the link through the
Leiohton Marshallino Yards.

WAGR,
Fremantle
Parls

2.5
Commence detailed planning and construction of a new freight
terminal at North Quay.

WAGR,
Fremantle
Ports

2.6 Commence planning for additional or expanded íntermodal facilities
at Kewdale and Kwinana. DPI

2.7
ldentify options for a more d¡rect rail l¡nk through Hazelmere for the
Midland section of freiqht rail line.

WAGR

2.8
lnvestigate the possibility of using the dísused Jarrahdale rail line for
freioht. WAGR

2.9 Trial new technoloov rail rollino stock for urban railfreioht. WAGR
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2.10
ldentiff appropriate options for servicing future demand from
industrial areas in the northern coridor (at Malaga, Wangara and
Flvnn Drive).

DPI

2.11
Review status of Anketell, Rowley and Thomas Road west of
Kwinana Freewav. DPI

2.12
ldentiff options to provide freight link from Albany, South-Western
and Brookton Hiohwavs to Roe Hiohwav.

DPI,
WÂêR

Adopt recommendatÍons of Working Group 3 in relation to North
Quav.

Refer to
Annex C

3. lnvestigate future strateg¡c freight land use plann¡ng
requ¡rements that will enhance or max¡m¡se the capacity of the
ex¡sting freight system.

3.1

Adopt Recommendation 1, Working Group 5 in relation to
commencement of strategic and detailed implernentation planning
for Fremantle Port overflow facilities in the Outer Harbour. Addre$ç
ootential baniers and obtain aoorovals within five vears.

Fremantle
Ports, DPl

3.2
ldentiff and protec{ in the MRS and town planning schemes strategic
locations for potential expanded intermodalfacilities in the Kwinana
area and at Perth Aimort.

DPI

Adopt Recommendations 5-7, Working Group 4, in relation to the
development of new and expanded inland terminalfacilities in
reoional areas.

Refer to
Annex C

4. Maximise the mode shift of freight from road to rail where this is
susta¡nable.

4.1 lmplement measures to ensure that at least 15o/o ol lnner Harbour
containers move bv rail within fourvears and 30% within ten vears.

Fremantþ
Ports. DPI

Adopt Recommendations of Working Groups 3, 4 and 5 -this issue
has been addressed extensively.

Refer to
Annex C

5. Maximise the transfer of the freight task to reg¡onal areas where:, this is sustainable.
Adopt Recommendations of Working Group No. 4 - this issue has
been addressed extensively. Refer to

Annex C.

6. Recognise and protectthe strategic freight network, including
ma¡or freight infrastructure, land uses and intermodal facilities.

6.1
Develop a Statement of Planning Policy for the strategic freight
network that clearly identifies and protects strategicfrel'ght
infrastructure (road, rail, sea and air) and land use nodes.
a) Ensure that noise impacts are addressed in the planning of

future developments located on major transport conidors
throuoh the MRS olannino Drooess.

DPI

DPI

6.2 Establish and protect strategicfreight routesfor permit, High Wide
Load (l-WL) and hazardous goodsvehicles.

DPl, Main
RoadsWA,
indr rcln¡

6.3
Es{ablísh performance and design standards for new and proposed
Designated Freight Routes including the adoption of the 'Guide to
Desíqn for Hioh Wide Load Corridors.

Main
RoadsWA
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7. Develop and implement a program for identifying and managing
future freight 'hot spots' that are identified by the community
and industry.

7.1
Establish a proeæss for anticipating likely future hot spots that
includes communitv and industrv involvement^ DPI

7.2
ldentiff solutions to prevent'hot spots' with particular reference to
land use planning controls and road network management.

a) ldentiff alternatives to manage adverse impacls in the
metropolitan area through the lmplementation Group.

b) Conduct annual traffic surveys on specificfreight access routes
which carry both freight-related and general regional traffic to
monitor changes in traffic volume and composition.

DPI

DPI, WA
Road
Freight
Council

DPl, Main
RoadsWA

7.3
Continue to implement the recommendations of the Road Train
Summit.

Main
FloadsWA

8. lmplement planning, design and infrastructure operat¡onal
improvements and/or coord¡ nat¡on.

8.1

Work with industry to develop measures to reduce the number of
trips made by empty trucks and encourage a greater spread of
working hours forfreightvehicles (Adopt Recommendations 3 & 5,
Working Group 5).
a) Encourage industry to develop container depots to hire and de-

hire containers closer to the origins and destinations of freight or
closer to oorts-

Sea Freight
Council,
DP¡

DPI

8.2
Develop a Freight Route lmprovement Strategy for exísting routes
(Adopt Recommendation 4, Working Group 5).

a) Prioritise opportunities for grade separation on the existing
Designated Freight Route network.

b) lmprove the operation of 'greenwaves' light co'ordination on
primary freight routes with frequent trafüc signals, such as Leach
Highway, taking into account peak freight movement times.

c) lntroduce advance detection of freight vehicles where
appropriate.

d) Continue to develop and implement best-practice planning and
management approaches at key strategíc freight nodes (Adopt
Recommendations 7 & 8, Working Group 5).

e) lnfluence the Australian Design Rules to ensure that sustainable
freight outcomes can be achieved.

0 Adopt and implement NEPM measures for addressing existing
vehicle emissions.

g) Promote new Australian Design Rules for noise and in-service
standards.

h) Consult with manufacturers and truck operators to identifo ways
of producing quieter exhaust brakes and for training drivers to
use these selectively.

i) Monitor and implement, where appropriate, the outcomes of the
National Freioht Looistics Review-

Main
RoadsWA,
WAGR
Main
RoadsWA

Main
RoadsWA

Main
RoadsWA

Fremantle
Ports, DPI

DPI

DPI

DPI

DPI

DPI

8,3
Gíve consideration to l'lWL corridor needs and arrangements and
funding opportuníties.
a) ldentifu funding options for High Wíde Load (HWL) conidors into

Kwinana and Jervoise Bay via Tonkin Highway.

b) Retain capability for HWL ínto the lnner Harbour.

DPI

DPI

DPI

(
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9. Review metropolitan and local transport strategies to ensure
that general vehicle traffic volumes and flows are being
managed.

9.1

Prepare a practical Metropolitan Transport Plan (MTP) to integrate
freight, public transport and general transport, that includes
sustainabilig criteria and targets to form the basis of a ten-year
investment program (proposals and sources of funding).
a) lnclude a policy on sustainable energy use in relation to

transport, to ensure that sustainable transport outcomes are
achieved.

b) Trial alternative transport fuels (e.g hydrogen) and include this
as an onqoinq action in the new MTP.

DPI

DPI

DPI

9.2

Support metropolitan Councils to develop and implement local
transport plans with the following objectives:
o Development of sustainable transport solutions
o Promotion of community involvement
o lntegration of sustainable transport modes with current and

future land use needs
. Meeting the community's regional and local transport needs
lAdoot Recommendation 6- Workino Grouo 5)

DPI,
WALGA,
Local Govt

9.3
Ensure that urban land use planning policy and proposals, through
the Future Perth proiect. facilitate reduced car travel. DPI

10. Fund further transport infrastructure ¡nit¡at¡ves or assoc¡ated
land requirements.

10.1
ldentifo funding sources to address the infrastructure requirements
identified in the Metropolitan Freiqht Network Review.

DPI

Adopt recommendations of Working Group 6 which specifically
address lhis issue-

Refer to
Annev 11

11. Engage the community and industry in relation to freight
issues.

'|.1.1

Establish a People's Panel of a large representative population
sample to monitor and input communþ views on transport including
freioht.

DPI

11.2
lmplement a community education program aimed at informing the
community about their role in generating freight activities, options for
reducíng this demand and qeneralfreioht manaoement issues.

DPI

Adopt Recommendations l1 and 12, Working Group 5 in relation to
communítv enoaoement bv Fremantle Port.

Refer to
Annex C

12. lmplement the Recommendat¡ons of Freight Network Review

12.1

Establish an lmplementation Group comprised of industry,
community and Government representatives to oversee the
implementation of the Freight Network Review, monitor and prepare
an Annual report on performance aoainst criteria.

DPI
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6.1 lmplementation

6.1.1 Process

The recommendations of the Freight Network Review Working Groups, as
presented in Table 6 and Annex C represent the outcomes of the work that
has been undertaken by these groups. The recommendations are significant
and will result in improvements to the metropolitan freight system. However,
the groups have not been able to address all elements of the Policy Levers
listed in Table 1. There is a need to establish a process for implementing the
existing recommendations, undertaking any further work required and
monitoring and reviewing the progress of these tasks.

The process for implementing the recommendations of the Working Groups,
and identiffing further work requirements, will be as follows:

. Presentation of Freight Network Review findings and recommendations
to second Freight Congress (June 2OO2);

. Endorsement and/or revision of recommendations by Freight Congress
and identification of further work required (and priorities for this work);
and

o Establishment of an lmplementation Group comprised of Government,
community and industry representatives to oversee the implementation
of recommendations and conduct of further work (by August 2002).

6.1.2 lmplementation Group

The role of the lmplementatíon Group will be to oversee the implementation of
the recommendations of all the Working Groups and identiff funding options.
The Group will liaise with industry and the broader community and may
establish issue-specific Working Groups or Taskforces to address key issues.
The lmplementation Group will have an ongoing role in monitoring and
reporting on progress.

6,2 Freight Network Review Performance Griteria

The Freight Network review is aimed at achieving a more stable, efficient,
safe, integrated and sustainable feight system. The core objectives for
sustainability, as defined in the Draft Sustainability Strategy are:

. To maximise the positive benefits and minimise the negative impacts of
transport / land-use decisions on triple bottom line criteria;

o Move away from dependence on oil-based fuels;

o Institute open and accountable processes that allow public and private
scrutiny of processes that impact triple bottom line critería; and
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. Cont¡nue publ¡c / community / stakeholder participation in decision-
making.

Performance criteria are an important tool for measuring the extent to which
these outcomes are being achieved. Draft performance indicators for
transport have been developed as part of the State Sustainability Strategy
and these are listed below:

o Proportion of transport / land-use energy consumption from susta¡nable
sources;

. Energy efficiency of the motor vehicle fleet;

o Progress towards Metropolitan Transport Strategy (MTS) targets;

o Hectares of urban land designed using the 'Liveable Neighbourhoods'
concept;

. Hectares of urban land designed according to appropriate locational
decision-making for industry, commercial and residential land-uses;

. Proportion of transport / land-use funds allocated to sustainable
transport modes (ie not dedicated to road construction); and

o Measures of urban density.

It is recommended that these indicators be used as a framework for the
development of performance indicators for freight. Performance indicators for
frëight should address the following issues:

. Safety;

. Noise and other emissions;

. Hot Spots; and

. Proportion of freight task shifted from road to rail.
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Figure 1 Metropolitan Freight Network Review Process

1"t and 2n'r FREIGHT
CONGRESS

POLICYTASKFORCE

Metropolitan road "Hot Spots",
including
. Alternatives to the

Fremantle Eastern Bypass
. Roe Highway Stage 7
o Roe Highway Stage I
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Fr€ight Ne$rort Mætü Plan

ANNEX B

Roe Highway Stage 7 and 8 and Alternatives to the Fremantle
Eastern Bypass - Multi-Criteria Analysis

Options and Criterla

(
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Freight Network Master Plan

Annex G

Recommendations from Working Groups 1, 3 - 6
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Frdght Netwott Mast€r Plan

Working Group (1): Sustainabillty of the freight system

This paper has provided the sustainability context for the otherWorking
Groups.

Recommendations fomthis paper have been included in the Master Plan.

(
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Working Group (3): Strategy to increase the use of rail to Fremantle port

lnfrastructurc - 2002 to 2005
Ref.
No.

Proposed Action Background / lnfluencing Factos Estimated
Cost
$ mill

Source of Funding Timeframe Action
Agency

t-1 Construct new rail loop to North
Quay (dual gauge)

New loop required to enable redevelopment of
the Leighton Marshalling Yards

9.0 Government Complete by end
oÍ20C/.

WAGR

l-2 Re-align Port Beach Road as far as
Rudderham Drive
(I-intersection) - includíng
construction of sea wall

Port Beach Road must be re-aligned to provide
space forthe new North Quay railterminal.
This must be done before Stage I of new rail
terminal can be built

NA Govemment
(Cunently unbudgeted
in MRWA budget -
MRWA has
responsibility for the
provision of main road
access to oorts)

Complete by end
ot 2OO4

MRWA

t-3 Construct Stage 1 of new North Quay
RailTerminal

Will provide improved rail to container terminal
interface and improved container handling
arranoements

3.0 FP Complete by end
ol 20O4

FP

lnfrastructurc - 2005 to 20{0
Ref.
No.

Pþposed Act¡on tsacþrcund / lnfluencing Factorc Estimated
Cost
$ mill

Source of Funding Timeframe Action
Agency

l4 Complete the approved Rous Head
land reclamation (Stage A) in
accordance with the FP lnner
Harbour Port Develooment Plan.

Preferably the whole redamation should be
completed, but at least the western end must
be completed to allow the extension of Port
Beach Road to Rous Head Road.

NA FP Complete by end
of 2006

FP

l-5 Extend Port Beach Road/Rudderham
Dve to meet Rous Head Road, and
provide new road accÆss link to P&O
terminal

Rudderham Dve must be re-aligned to make
way for Stage 2 of the new rail terminal. (Port
Beach Rd and Rudderham Drive in effect
become one road.

NA Government
(Cunently unbudgeted
in MRWA budget)

Complete by end
oÍ 2007

MRWA

t-6 uonstruct stage z o1 North Quay
Rail Terminal (including provision of
new permanent road access link to
Patrick container terminal)

Needed to provide full 600 metre train length
planned for and will further improve rail
capacity and improve the efficiency of the
container terminal to rail terminal interface.

NA FP Complete by end
of 2008

FP

it
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Socialand Environ

lnfrastruch¡¡e - 201O lo 2O2O
ReL
No.

Frlrposed Act¡on Background / lnfluencing Factors EStamatod
Gost
$ mill

Source of Funding Timeframe Action
Agency

1-7 Upgrade freight rail line from
Fremantle to Kewdale to provide
sufficient height clearances to enable
double stackino of containers-

Height clearances are currently constrained by
overhead power lines etc. Studies have been
undertaken to identiñ7 the work required to
orovide additional clearances

2.3 Government Complete by end
oÍ 2O1O

FP

l-8 Dwelop port specific inland
container terminal facilities at
Kewdale.

Subject to cornmercial desirability, develop an
inland transport node for containerised cargo
collec{ion and dístribution, linked by rail to the
Fremantle Port

NA Government TBD IJPI/WAG
R

-2OO2to2O05
Ret.
No.

Proposed Action Background / lnfluencing Factoæ E$rma¡ed
Cost
$ mill

Sou¡ce of Funding Timeframe Act¡on
Agency

SE.1 Soc¡al and environmental
considerations are to be taken into
account in developing the most
effective operating modelfor rail
services to and from the port

Rail has significant environmental and social
beneflits when compared with road transport.
With improved rail ir¡frastructure and
operational anangements rail can carry a
much greater share of port container cargo
and reduoe the growth of road freight.
However, in establishing commercial and
operational anangements for future raíl
serv¡ces, every effort should be taken to
ensure that efficient rail usage is achieved
without the need for a higher than neoess¿¡ry
number of trains passing through Fremanüe.

Not
applicable

Not applicable By end of 2002 FP|DPI
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Gommerc¡al & - 2002 to 2005
Kel.
No.

Propased Action Background / lnfluencing Factors Estrmated
Cost
$ mill

Sou¡re of Funding Timeframe Act¡on
Agency

co-1 lnvolve key industry stakeholders in
developing the most effedive
operating modelfor rail services to
and from the poñ

There are many complexities in developing the
best commercial framework for operating rail
services to and from the port. The preferred
framework also needs to be balanced with
community needs and expectations and
envi ronmental considerations.

NA NA By end of 2002 FP/DPI

Govemment - 2002 to 2005
f<el'
No.

Proposed Action Bacþround / lnfluencing Facto¡s ESt¡mated
Ccst
$ mill

Source of Funding Timeframe Action
Agency

GS-1 Based on industry input, and a new
paradigm of cooperation,
determinethe optimum
adminislrative anangements for the
movement of port cargo to and from
North Quav by rail and implement.

Commercial arrangements to be agreed &
completed. lmproved working arrangements
and cooperation at all stages of the freight
movement operation will improve the efficiency
of rail.

NA 2OO2lo2O0/. FP/DPI

GS-2 Set quantifiable targets for rail
share which ff not met would trigger
action GS-3

The targets proposed are a railshare of 15%
of the container volumes within 18 months of
completion of rail loop and rail terminal and2o/o
growth in rail share each year until 30% is
achieved-

NA 2004 to 2005 FP/DPI

GS-3 Give detailed consideration to the
form, level and duration of support
required to reach the rail target
share.

It will be necessary to determine the source of
funding and also the means by which it can be
best administered

TBD TBD 2005 onwards FP/DPI

i¡
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New -zoo2 to 200õ
Ref.
No.

Proposed Action Background / lnfruencing Factors Estimated
Gost
$ 000

Sou¡ce of Funding Timeframe Action
Agency

NT-I Trial new cargo sprinter rail
technology and assess operational
performance and capabilities and
environmental qualities. Also assess
the commerciality and social impacts
of this type of rail operation

Consider the new cargo sprinter technology for
its practicability for use as a shuttle to transport
containers between Fremanüe and Kewdale
with a particularfocus on social, environmental
and economics of operation. Company
prornoting the cargo sprinter concept has
offered to tdal the srstem in WA.

NA NA 2002 -2003 WAGR

PI and Land Use - 2002 to 2005
Ref.
No.

Prcposed Action Bacþround / lnfluencing Factorc Estimated
Cost
$ 000

Source of Funding Timefirame Action
Agency

PP-1 Designate suitable land at Kewdale
for container park usage and change
Govt Policy to enable this use to
occur on WAGR owned land.

To provide a more balanced management of
empty containers and provide for a greater
number of empty containers to be transported
by rail

Admin DP¡ Commence
2003

DPIM/AGR

PP-2 Put planning mechanisms in place to
ensure the protection of freight rail
corridorsfrom urban (and other)
encroachment (consistent with the
intent of the State Planning Strategy
and State lndustrial Buffer Policv)

MRS amendments (rezoning to urban) are still
being approved adjacent to key freight rail
corridors, without appropriate recognition of
environmental impacts from rail operations and
associated buffer requirem ents

Admin DPI 2002 DPI

PP€ Raise Local Government awareness
of the need to protect strategic rail
transoort conidors.

Approvals are being given to inappropriate
developments along transport conidors.

Admin DPI 2002 (ongoing) DPI
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Working Group (4): The role of reg¡onal ports and rail in reducing metropolitan road freight activity

Number Recommendation Backg¡ound Esliimated
Cosf

Source
of

Funds

Timing Leact
Action
Aaancv

I
DPI portfolio should give consideration to
more clearly defining the impacts of road
transport compared to those of rail and sea
on issues such as safety, air and noise
pollution, greenhouse emissions and assess
the extent to which Government can and
should seek to influence decision making in
the market place to reflect these impacts.

This addresses the need to extend
decision making processes beyond
economic factors to ernbrace social and
environmental issues in order to
achieve balanced outcomes.

Discussion
paper by
end of
2002.

DPI

2
Planning consideration should be given to
establishing future bulk handling freight
terminals East of the Darling Scarp, where
the opportunity exists to transport
commodities by railto ports.

It would be preferable to minimise the
development of any future bulk handling
terminals within the metropolitan area in
order to consolidate frdght away fronr
sensitive areas and ma¡<imise use of rail
through the metro area.

Ongoing WAPC /
DPI

3
Government should adopt supportive
financial policies for port authorities on
matters such as rates of retum, dividends
and bonowings to allow them to retain
income and to undertake capital invesfrnent
for commercially viable projeds.

Port authorities need to be able to
capitalise on trade opportunities with
reduced constraints to their ability to
make capital invesûnents.

$9Min
totalfor
North
Quay
project

Gov't Ongoing DPI /
Treasury

4
ln order to link the regions and regional ports
effectively by rail to the Fremantle inner
harbour, a narrow gauge connection should
be incorporated in an upgraded rail link.

The regional cities and ports of
Geraldton, Bunbury and Albany are
serviced by narrow gauge railways. lt is
vital that these railways can link into the
Fremantle inner harbour to provide the
ma¡<imum opportunity to win freight
business from road.

Complete
by end of
200/.

WAGR

ti

91



Fre¡ght Network Master Plan

5
ln order to realise the potentialfor rail to
compete with road for increased freight
business, an approach needs to be
developed to fund improved rail
infrastructure where the opportunities exist to
bring about a modal change.

Not all capital invesünents needed in
rail infrastructure can orwould be made
by the rail operator.

Drafl policy
by end of
2002.

DPI

b
That the West Australian Rail Advisory Council
(WARAC):

1. Eramine the opportunity for rail to
compete for the traffics identified in this
report including:
o container movements between

Albany and Frernanüe, and Bunbury
and Frernande;

. movement of fibreboard product
between Dardanup and Perth;

o hanow gauge rail movsnent of bulk
fuel, and

. movqnent of export containers (eg
hav).

2. ldentifu other opportunitiesfor rail to
improve its market share through means
such as:
. reducing intermodal transfer costs;
. aggregating traffics to achieve viable

train loads;
o adopting altemative types of train

operations, and
. provision of key infnastructure

connections or improvements (eg rail
link to Kemerton industrial estate).

3. Work with transport users and rail
operators to determine action plans to

A concerted effort is needed to promote
a paradigm shifr in the use of the rail
network for freight transport.

By June
2003.

DPI /
WARAC
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expand rail's role in the above areas
where economic, social and
environmental benefits can be identified.

7
Shipping companies tendering forthe North
West Shipping Service be invited to consider
making calls at Bunbury Port, if this can be
done without jeopardising schedules to the
north west.

The opportunity for Bunbury Port to
compete for trade opportunities needs
to indude the potentialfor coastal
shípping services where viable.

By July
2002.

DPI

I
Work with the grain industry through the
Grains Logistics Committee to:
ldentiff the Strategic Receival Points (SRP)
best placed to attract grower road deliveries
auay from the Metropolitan Grain Centre
(MGC);
Determine any baniers to the development of
those SRP's which Government can assist in
overcoming, and
ldentiff other initiatives, wtrich could reduce
road deliveries to the MGC.

There may be opportunities for the grain
industry to consider further opportunities
and initiatives to make more use of rail
in the transport of grain.

lnitial
report by
end of
2002.

DPl /
GLC

9
The Deparünent for Planning and
I nf rastructure examine possible i nterventions
to ensure fuel tansport takes into account
extemality considerations and the most
efficient use of publicly provided
infrastructure.

Fuel companies are showing a
preference to shift the delivery of fuel
from shipping to road for a number
economic reasons. This has occuned
at Albany and Geraldton (in part) and
may occur elsewhere.

Discussion
paper by
end of
2042

DPI

10
Encourage development and location of
feedlots and saleyards outside the
metropolitan area to areas more suitable for
handling the livestock trade through the use
of appropriate planning policies and levers.

There may be opportunities in the future
to relocate some of the live export
activities from the metropolitan area to
regional ports. This will require the
development of feedlots and
appropriate facilities near to the ports.

Ongoing DPI /
WAPC

ir
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Working Group (5): Fremantle inner harbour capac¡ty and limits to growth

>rence lProposedAction: ackg rou n d/ I nfluencí ng F actors
=sflmatect

Soutce of Timino '-ead Adion
er bsf ISM) 4oencv

f i¡ter Harbour Development
iommence upte Do[¡om ttne srategtc
¡nd detailed implementation planning
m Fremantle Port establishing overflow
)ort facilities in the Outer Harbour, with
¡ vievy to addressing all baniers to
levelopment within five vears.

.tenetaüy accepted thãt oH ls locat¡on for poft
rtren lH reaches capacity. But need to identify all
¡aniers to this and bring certainty to situation by
xtablishing firm poliry aooss GoVtto address. To
¡e done with reference to sustainability.

None \A Prioñty lPl, Ports

usê
uommerclâ ¡t tnfrastruGure measures
¡hould be put in plaæ to ensure that at
east 30o/o of lH containers move bv rail

,vofl(ng uroup 3 nas specitlcaily dealt wth th¡s
ssue. SeeAppendix I forWG3 recommendations.
AíGS supnorts recommerìdet¡ons.

SeeWG3 SeeWG3 SEEWG3 teeWG3

Trr¡c¡( EfÍclencv
3 .;ommercNet measures snoutd þê

ntroduced to reduce the number of lH
rucks (eg vehide booking systems,
ocation of inland container parks closer
o cârgo interestg commercial
ncenlives br tur+.way movements).

Flalf of lH truck movanents are anpty.
Sreater twewey loading will reduce tuck numbers.

None NA rriority Sea Freight
Council

-rercffeq ¡fergm rowes oestgnateo lor
H trucks and appropriate upgrading to
ninimise impacts.

mpaqs rom tH lrucKs w[ be min¡misecl if
let routes observed. Communig says no nany roads.
tleed to ensure freight neûrvork operates at
nðdmum efñciencv with aæptable imoacts.

TBC rBc triority VIRWA

5 tpread woflftg hours for lH trucks
hrough appropdde commercial
neanq neu, hourc to be acceptable to
pnrmunitv.

H trucks peaK, especially ¡n the first half of the day.
spreading the peak vtould reduce impads.
]onsistent with better feight
ooistics throuqh transDort cha¡n.

None NA rr¡or¡ty sea Fre¡ght
3ouncil

) Prepere detailed ffi c management
plansfor Fremantle and sunounds.

I raffic manegefnent ¡n ancl around Fremantle
;auses widespread concern. VVhile lH trucks are
ìot the cause, a better tafic system would reduce
moads.

Min¡ma¡ MF(WA,
local Govt.

Pdority MRWA,
[ocalGovt
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Reference 9rooosecl Act¡on: grouncY Influenc¡nø F actors Est¡mated Source of fiminq lLead Actbn
tmber Cost ($M) unds xencv

nfoduce continuing process to ensure
nmpatibility of adjacent land use &
)ort operations, induding:
r Ongcling improvarentsto safety

Management systems within lH To
ensure best standads met.

Ihe community should know that best pracfice
safety standards for lH operations are being met
¡nd bettered where possible

TBC Ftle Ports )ngoing :'tle Ports

new & mod¡fled þuild¡ngs near lH
to have saHv desidn feâturês-

q range of build¡ng cles¡gns will reduce
:nvironmental impad from lH operdions.

rBc Bu¡ld¡ng
Cevelooer

)ngo¡ng locål Govt

WAPC to approve lH Buffer and
reflect in local Town Planning
Sdremes.

iuner snoulo þe aDle to þe stalutonly efforced tn
ihe planning process.

\one NA rr¡or¡ty /VAP(;

-ocal Govt

ensure ne\fl residents aware of lH
operations (e. g. memorialson
tiflpsì

NS/V resroeilS rn are€¡s sucn as Fremame

^/est 
End may not be aware of lH impacts such as

ncreased rail adivitv.

\one NA rrior¡ty -ocal Govt

mDroved manaoement of l¡ve- lhe ma¡or source of noise end odour oroblems. !one NA no ='tle Ports
ilocK vessets Inrougn Denntng vessets
o minimise ¡mpads requiring vessds
o meet noise standards, discorraging
nrtiallv loaded/ slow loadinq vessels

rnitorino lnner Harbour lmoacts
ìegular trafftc surveys on major port
¡ccess road.

/van[ ro cnecK regulany mar rH rrucKs oerng
>ontained to cunent levels in absolute terms and as
¡ oroportion of overall traffic.

vl¡n¡mal MRWA )riority
rngoing

MRWA

to <egular tnpre Do¡to1ì [ne augrt agalnsl
;ustainability criteria.

Joflìmerclar, envrronmem ano commun[y
mpacts of lH operations will vary with
:rade growlfl Need regular assessment with
nvolvement of Governm erìt,
ndustrv and communitv.

\one NA )riority
rngoing

IJPI
F'tle Ports
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,rence loþosed Act¡on: Qrou ncl/ I nfl ue nc¡no F actors Est¡matect )uræd f¡mino t-ead Adion
,er ;ost l.SM) ,nds oencv

11 Jpoare rH rraoe foreca$s e\rery nve
/ears & raÍolrr annuallywith
mplications discussed with æmmunity

[rade levds and their impads highly variable.
:orecasts need to be more fequent & robust with
elated impads d¡scussed wih community.

None NA rnor¡ty

ngoing
='tle Ports

En¡aqc¡llSfort-Comm unity Relationshi p
l2 )evdop fresh approach to port

:ommunity communication &
Ðoâoement thrôrldh:

Fremanüe Ports and industry to
seek higher community profile

itüe community acknowledgønent of cr.lnent
:remanüe Ports PR pol¡sy.

None l.¡A triofity stle Ports Port
ndustry

Fremanüe Ports and ¡ndu$ry to be
more aware of community concern.
Local Govemment to âssist

Community corìcern at qjnent channels for
communicaûing with Port.

None NA rf¡ofity -ïre Fons roft
ndustry Fïle
3ouncil

rev¡evì, eftec{¡veness of current
port/community d¡alogue on port
imoads-

\s above. None NA Pr¡or¡ty -'üe c;ounol
itle Port

greater awareness sought that
West End of McQuay is a non-
tra¡lino zona for fhrd rdhrìr rÍ

lommun¡ty concern at resbicted access to lH
¡enerally and Mdoria Quay in particular.

\lone NA PrioriÇ ='Ue Ports
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Working Group (6): Funding and hypothecation

li

Recommendation l: Outcome-Based
Ref.
No.

Proposed Action Background / lnfluencing
Factors

Estimated
Cost

$ million

Source of
Funding

Timeframe Action
Agency

1.1 ldentify and remove policy and
legislative baniers to using
proceeds from surplus transport
infrastructure assets for future
transport infrastructure
reouirements-

Legislative constraints such as the
Rail Discontinuanæ Acts cunently
prevent funds from surplus rail
land assets from being re-used for
fufu re rail infrastructure.

nla DPI, WATA,
MRWA

By end of
2003

DP¡, WATA,
MRWA

1.2 Establish a single asset register for
all land assets purchased forfuture
transport infrastructure within the
Planning and lnfrastructure
Portfolio.

Willprovide a means of efficiently
disposing of surplus land once the
transport infrastructure has been
provided and the land required
purchased or allocated for that
tfurbôse

nla DPI, WATA,
MRWA, MRIF

By end of
2003

DPI, WATA,
MRWA

Recommendation 2: Outcome-Based
Ref.
No.

Proposed Action Background f lnfluencing Factors Estimated
Cost

$ million

Source of
Funding

Timeframe Action
Agency

2.1 Reinforce DPI's role as the
manager of strategic land assets
for transport infrastructure and
resource aoprooriatelv.

The management of 'remnant' land
assets may require a reallocation of
resources.

nla WAPC, DPI By end of
2003

DPI
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F(ecommendat¡on 3: GompetinE lnterel ¡ts
Ref.
No.

Proposed Action Background / lnfluencing Factors Estimated
Gost

$ million

Source of
Funding

Timeframe Act¡on
Agency

3.1 ln consultation with the
community, industry and
Govemment agencies, develop a
policy and guidelines goveming
the management of proceeds
from the sale of Government
assets-

Guidelines need to be clear,
justified and unequivocal to provide
funding certainty to government
agencies.

nla DPl, Treasury By end 2003 DPI,
Treasury

3.2 Develop a process to establish
and assess community priorities
when dealing wih competing
interests for funds.

This is likely to be needed as part
of the development of the
guidelines (in action 3.1).

nla DPI By June 2003 DPI

Recommendation 4: Rail
ReÎ.
No.

Proposed Action Background I lnfluencing Factors Estamated
Cost

$ million

Ðource of
Funding

Timeframe Action
Agency

4.1 Amend policy and legislation as
required including drafting
amendments to the Rail
Discontinuance Acts.

Required to permit at least 50%
from the sale of rail assets to be
used for addítional hþh priority rail
infrastructu re investment.

nla WATA By end of
2003

WATA
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Recommendation 5: Value
Ref.
No.

Proposed Action Background / lnfluencing Factors Est¡mated
Cost

$ million

source of
Funding

Timeframe Action
Agency

5.1 Review the existing mechanisms
for capturing revenue from
increased land values arising
from transport infrastructure
investment.

At his stage, a mechanism does not
exist for capturing part of the
increased value arising from
investment in transport
infrastructure.

nla DPI By June 2003 DPI, VGO

5.2 Establish a mechanism to enable
the State Govemment to capture
increased land values that result
directly from State Govemment
investments.

Currently most of the increased
value from State Govemment
investments is only captured
through land value increases which
also increase Local Govemment
rates.

nla
(source of
revenue)

DPI By June 2004 DPI,
Treasury

Recommendat¡on 6: Deve¡oper and Contributions
Ref.
No.

Proposed Action Background / lnfluencing Factors Estimated
Cost

$ million

Source of
Funding

Timeframe Action
Agency

6.1 Review existing mechanisms to
agree contributions from
developers and industry for
transport infrastructure and
services.

Special agreements have been
used in the past such as the public
transport contribution from the
Ellenbrook residential development
and special agreement areas for
water and seweraoe infrastrucfure.

nla DPI By June 2003 DPI

6.2 Extend and formalise the existing
mechanism for developer and
industrv contributions.

Review extension to transport
infrastructure for freight use.

nla DPI By end of
2004

DPI
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Recommendation 7

Recommendation

Recommendation

7: Daddow Road Grade
Ret.
No.

Proposed Action Background / lnfluencing Factors EStamated
Cost

$ million

Source of
Funding

Timeframe Act¡on
Agency

7.1 Grade separate the existing level
crossing at Daddow Road,
Kewdale over the freight rail line.

lndustrial tenants currently have
limited access to their premises and
would benefit sþnificantly from this
investment-

$6.0 Value capture
from industrial
tenants
affected-

By end 2003 MRWA

E: Fremanfle Eastern Proceeds
Ref.
No.

Proposed Action Background / lnfluencing Factors Estimated
Cost

$ million

Source of
Funding

Timeframe Action
Agency

8.1 Hypothecate all funds from the
sale of land reserved for the
Fremantle Eastem Bypass for
'replacement' transport
infrastructure.

Alternatives to the FEB will require
funding. Funds from the sale of this
land should go directly towards
'replacement' transport
infrastructure to attain the same
intended acoess-

nla
(Source of
Revenue)

MRWA, MRIF. By end of
2002

DPI, MRWA

9: Fremantle to Controlled Access
Ref.
No.

Proposed Action Background / lnfluencing Factors Estimated
Gost

$ million

Source of
Funding

Timeframe Action
Agency

9.1 ldentify all potential surplus land
assets and hypothecate the
proceeds related to the
Fremantle to Rockingham
Controlled Access Hishway.

Affects the section of the Fremantle
to Rockingham Controlled Access
Highway north of RussellRoad.

nla MRWA, MRIF By end 2003 MRWA, DPI
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