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Cycling Promotion Alliance

The Cycling Promotion Alliance was formed in August 2002 to bring together the entire Australian cycling sector: competitive cycling clubs, advocacy groups, professional associations, industry bodies and others, to speak with one voice.  The Alliance works nationally to achieve better outcomes for all bicycle riders.  The Alliance also takes a broad view, seeking more sustainable and liveable communities in which the health, lifestyle, sporting and transport benefits of cycling are available to more Australians.

We are pleased to present this submission to the AusLink Green Paper and welcome the opportunity to discuss further any of the issues raised.

Executive Summary

We commend AusLink and its promise of strategic cross-modal planning and development and for its recognition of the importance of sustainability.  Effective long term planning for transport infrastructure and an integrated national approach are long overdue.  We congratulate the Commonwealth Government for the progressive and significant reform that is AusLink, and urge it to not fall short of its promise of integration and sustainability.  To this end, we offer the following submission of recommendations.

From a cycling perspective, we believe that AusLink should support the Commonwealth Minister for Transport and Regional Services’ aim of doubling cycling.

· In recognition of the benefits for international, national and interregional trade and for regional economic development, the National Land Transport Network should include the National Cycling Tourism Network and National Trails.

· In recognition of the need to reduce traffic congestion along urban freight corridors and links, cycleways along these routes should be provided under AusLink.

· Existing levels of Commonwealth road funding for bicycle infrastructure should not be reduced as a result of AusLink reforms, given the Commonwealth aim of doubling cycling.

· The project evaluation criteria should ensure all projects include provision for cycling.

From a broader sustainable transport perspective, we believe that there are areas where AusLink falls short of a fully integrated and sustainable approach.  We believe AusLink will be improved by:

· Integrating sustainability more fully.

· Doing more to reduce urban congestion to allow freight better passage.

· Addressing a most crucial challenge to transport planning: the future of oil supply/demand.

· Incorporating action on road pricing, especially mass-distance pricing.

· Better integration with other Commonwealth policy outcomes.

· Including a broad impact assessment of Intelligent Transport Systems projects.

Summary of Recommendations

1. That the National Cycle Tourism Network and National Trails (Appendix A) be incorporated into the National Land Transport Network and the National Land Transport Plan.

2. That AusLink incorporate separate bicycle provision along congested urban freight routes and links in the National Land Transport Network & National Land Transport Plan.
3. That existing levels of Commonwealth funding of cycling infrastructure are guaranteed not to suffer under AusLink reforms by one or more of the listed mechanisms.
4. That AusLink project evaluation criteria specify that all road and rail projects provide for cycling as far as possible, including the requirements detailed.

5. That AusLink seriously progresses beyond a ‘predict and provide’ approach to freight by incorporating significant measures for demand management and for improving the efficiency of existing transport infrastructure, starting with the introduction of mass-distance pricing before July 2004.

6. That AusLink comprehensively tackles urban congestion with a package of measures including pricing and capacity reduction to keep freight moving in cities.

7. That AusLink must be informed by an immediate inquiry into Australia’s oil vulnerability.

8. That road pricing is introduced to improve efficiency of the network, with funds hypothecated to transport, supporting a shift to variable costs and that private sector payment mechanisms match policy objectives.

9. That AusLink is truly integrated across modes and across departments. In that:
a) AusLink includes at least planning for public transport.
b) AusLink requires all projects to include provision for multiple modes.
c) Changes by other departments required to support AusLink be implemented concurrently, along with increased funding from petrol excise.
d) AusLink require all projects to be assessed for how well the project supports broader areas of Commonwealth Government policy including but not limited to health, greenhouse, environment, safety, and increasing cycling.

10. That safety impacts for non-motorised road users and potential for increasing traffic should be taken into account when assessing ITS applications.
11. That speed control be the top priority for ITS, to improve road safety for all road users.
12. That the National Transport Advisory Council invites representation from the cycling sector in order to fulfil strategy 2.3 of Australia Cycling.

13. That the new inter-governmental agreement not exclude the possibility of the Commonwealth taking a greater role in public transport, cycling and walking in future.

AusLink and Australia Cycling – the National Strategy 1999-2004
The Commonwealth Government’s national cycling strategy aims to double cycling.  Far more effort is required for this aim to succeed.  Minister John Anderson wants to “ensure that cycling can play an important part in our transport system” (Australia Cycling, Austroads 1999).  AusLink can contribute to making cycling that important part of the transport system.

Strategy 3.1 of Australia Cycling lists the Commonwealth as having joint responsibility for "creating an integrated cycling route network, within and between communities".

Recommendation 1:  That the National Cycle Tourism Network and National Trails (Appendix A
) be incorporated into the National Land Transport Network and the National Land Transport Plan.

Cycle tourism has the potential to bring much needed revenue into rural and regional Australia, where many communities are losing former sources of income.  Nationally, it accounts for 3% of tourism revenue at present
, but given global trends has the potential to increase to 5-10%.

Cycle tourism promotes an environmentally sustainable transport system, where congestion and greenhouse emissions are contained.  When linked with an integrated rail system that caters for the needs of cycle tourists as well as freight, it provides an ideal boost to Australia's tourism portfolio that does not rely solely on road transport.

Regional Australia offers everything the cycle tourist wants; many local and regional tourism bodies have successfully promoted opportunities for cycle tourists in their area (Shoalhaven, Hunter Valley, Great Ocean Road, Murray to the Mountains Rail Trail), thus spreading revenue to a wide variety of businesses in their area.  Estimates from the Murray to the Mountains Rail Trail are that cycle tourists spend up to $150 a day.  Encouraging such tourism by improving rail links for the tourist wanting to travel with a bicycle is a valuable opportunity for regional economies. 

Cycle Tourism is worth as much as $1 billion per annum domestically, with the potential to increase given proper integrated transport infrastructure.

The National Cycling Tourism Network and National Trails perfectly match AusLink’s principal objective of “sustainable national and regional economic growth, development and connectivity”.

Recommendation 2:  That AusLink incorporate separate bicycle provision along congested urban freight routes and links in the National Land Transport Network & National Land Transport Plan.
Implementation of this recommendation would bring two-fold benefits.  It would improve freight logistics (national objective 1) by delivering reduced traffic congestion, especially in combination with comprehensive traffic reduction measures as detailed under Recommendation 6.  Secondly, it would deliver safety benefits (national objective 4) by separating bicycle and freight traffic.

Recommendation 3:  That existing levels of Commonwealth funding of cycling infrastructure are guaranteed not to suffer under AusLink reforms by one or more of the following mechanisms:

a) Ensuring AusLink project evaluation criteria strongly favour cycling projects that fit AusLink National Criteria, resulting in a high level of success for cycling projects;

b) Earmarking AusLink funds for cycling projects, since this is as significant for the national cycling strategy as Black Spot funding is for the National Road Safety Strategy;

c) Instituting a fund, separate from AusLink, of an amount not less than existing funding of cycling infrastructure by the Commonwealth.

Although AusLink resists earmarking funding by mode, it does resort to earmarking funds for objectives other than national freight transport, where these objectives are important enough: for the regions, and for safety outcomes with the Black Spot funding program.  It is not inconceivable that the same could be done specifically to reduce transport greenhouse emissions, to increase physical activity to reduce health costs, to reduce urban air pollution and to implement the national cycling strategy.

Existing levels of Commonwealth funding for cycling and walking infrastructure is some tens of millions of dollars per annum, including projects funded under the Safety and Urgent Minor Works sector of the National Highway Program and with Roads to Recovery funds.

Recommendation 4:  That AusLink project evaluation criteria specify that all road and rail projects provide for cycling as far as possible, including the requirements detailed below.

· All highways and rural roads must have sufficient shoulders.  Shoulders are cost justifiable on road trauma costs alone where traffic flow exceeds 360 vehicles per day
.

· All Local Government road construction and maintenance projects should incorporate bicycle lanes and facilities.

· Rail projects should provide for the maintenance track to be able to be used as a cycleway and provide sufficient width to be continued, wherever possible, under bridges etc. 

· Intermodal connections should at least provide for safe cycling to work for employees of the port or airport.

Increasing the amount of safe cycling in our communities will enhance the wellbeing of all Australians.  An increase in cycling will improve transport access for many Australians, increase levels of individual health, and reduce greenhouse emissions, air pollution and congestion.  Cyclists and non-cyclists alike will benefit from lower health costs in the community, less traffic on our roads and cleaner air.

The Hon. John Anderson

Commonwealth Minister for Transport and Regional Services

Australia Cycling – the National Strategy 1999-2004 (Austroads, 1999)

It is most important that the Minister’s goal of delivering the benefits of increased cycling is not set back by AusLink reforms.

Improving Sustainability

Recommendation 5:  That AusLink seriously progresses beyond a ‘predict and provide’ approach to freight by incorporating significant measures for demand management and for improving the efficiency of existing transport infrastructure, starting with the introduction of mass-distance pricing before July 2004.

Senator Ron Boswell described the philosophy of AusLink as “attempting to move away from a ‘predict and provide’ approach to transport infrastructure to ‘anticipating and managing’ our outcomes”
.  Such an approach would be consistent with action area 8.1 of the National Road Safety Action Plan 2001 and 2002: “Utilise land-use planning to reduce the amount of transport necessary for people and goods”.  However, the Green Paper’s emphasis is on making sure that the predicted massive increase in demand for road and rail transport can be met.

Clearly the high subsidies for road transport have distorted the market towards transporting more further than is necessary or desirable.  As a result, goods are cheaper to transport than to produce locally, causing local and regional economies to suffer.  AusLink must introduce mass-distance pricing and should consider incentives for localising production to reduce freight demand and increase regional employment.  The exponential growth in just-in-time freight also shows how over subsidising the public road to the point where it is cheaper to warehouse goods in trucks on the road than in storerooms leads to escalating congestion costs for business.

Only 6% of Australia’s freight task travels interstate.  The challenge for the Commonwealth, for AusLink and for improving freight, is primarily in cities.

Reducing Urban Congestion

Recommendation 6:  That AusLink comprehensively tackles urban congestion with a package of measures including pricing and capacity reduction to keep freight moving in cities.

Congestion is the major barrier to the efficient movement of freight in urban areas.  AusLink quotes BTRE figures showing congestion costs in capital cities are expected to rise to almost $30 billion by 2015.  Unless urban congestion and its cause, excessive car dependence in cities, are addressed, the costs to business and the freight industry will continue to increase and to affect the competitiveness of our economy.

Excessive dependence on private motor vehicle transport needs to be addressed using a complete package of measures.  BTRE Report 105
 looked at many of the potential measures including parking policy, improved public transport, increasing cycling and walking, use of HOV lanes, travel demand management and road user and congestion charging.  However, the BTRE concluded they would be limited in their usefulness because they looked at these measures in isolation rather than as a comprehensive package of carrot and stick measures.  The BTRE rightly points to the danger of induced traffic undermining successful measures and this would need to be countered with a combination of pricing and (non-freight route) capacity reduction.  Recent studies have shown that just as increased capacity leads to induced traffic, so reduced capacity leads to traffic evaporation
.  Less than half of the traffic reduction from road closure or capacity reduction is diverted to other roads.

Demand management measures and cycleways are extremely economic at improving efficiency and deferring new road construction.  The South Perth TravelSmart pilot achieved a sustained 17% reduction in car kilometres travelled with a cost-benefit ratio of 30:1.  The Perth Bicycle Network was 12:1, compared with roads commonly 4:1.

Oil Vulnerability

Recommendation 7:  That AusLink must be informed by an immediate inquiry into Australia’s oil vulnerability.

The Green Paper leaves out perhaps the most crucial challenge facing governments’ planning of transport infrastructure – the future of oil supply and demand.  This issue has huge implications for transport infrastructure planning, as well as for national security, our trade deficit and the sustainability of our agricultural and manufacturing sectors.  AusLink and the Commonwealth Government cannot afford to continue to be in a state of denial about the short and long term impacts of our oil vulnerability.

Australia is at a critical point in its ability to continue to meet the majority of its oil requirements from local production.  Petroleum demand continues to grow, production from existing fields is declining and the industry’s interest in new oil exploration areas in Australia is at a low level.  …a do-nothing policy will result in rapidly increasing oil imports and significant economic costs for Australia.

During the next ten years the rest of the western world will also be facing declining indigenous production and increasing reliance on oil imports, particularly imports from the Middle East.

Australia has been consuming oil three times faster than it has been discovering it.

We see a trend in oil imports emerging which should sound alarm bells in Treasury and other parts of the Government with economic management responsibilities.

John Akehurst, Managing Director, Woodside Australian Energy

World Oil Markets and the Challenges for Australia, ABARE OUTLOOK 2002, 6th March 2002

Road Pricing Considerations

Recommendation 8:  That road pricing is introduced to improve efficiency of the network, with funds hypothecated to transport, supporting a shift to variable costs and that private sector payment mechanisms match policy objectives.

AusLink raises questions about road pricing and private sector payment structures.  We support using road pricing for both of its accepted purposes of financing infrastructure and as a demand management tool, and believe both fulfil the aims of AusLink.  We strongly support the speedy introduction of proper mass-distance pricing for more equitable and efficient charging for freight.

There are, however, some important principles with regard to road and congestion pricing, as well as with private sector payment structures, that we believe should be incorporated.

a) That the aim is to achieve a shift from predominantly fixed costs for motor vehicle use to a system of predominantly variable costs.

b) That hypothecation of road user charges to fund transport infrastructure is crucial for public support, confirmed in recent research by the NRMA
 and in the Community Values Survey by the Warren Centre for Advanced Engineering.

c) Limiting any road pricing schemes to tolls on privately funded urban roads is likely to be too narrow and problematic, if, as suggested by BTRE, tolls cause drivers to crowd onto the unpriced roads.

d) In encouraging increased private sector investment in road infrastructure, it is crucial that AusLink ensures that the payment mechanisms match policy objectives.  To support objectives of constraining VKT growth it is essential to use availability payments, not tolls, shadow tolling or usage-based payments.

True Integration

Recommendation 9(a): That AusLink includes at least planning for public transport.

Recommendation 9(b): That AusLink requires all projects to include provision for multiple modes.

Recommendation 9(c): That changes by other departments required to support AusLink be implemented concurrently, along with increased funding from petrol excise.

Recommendation 9(d): That AusLink require all projects to be assessed for how well the project supports broader areas of Commonwealth Government policy including but not limited to health, greenhouse, environment, safety, and increasing cycling.

AusLink presents an opportunity to provide a truly integrated transport plan for Australia.  For this opportunity to be fully realised AusLink must be truly integrated: across all modes; across levels of government; and across departmental boundaries.

Across Modes:  For true cross-modal integration, the National Transport Plan must include planning for public transport (whether or not it is funded) and recognise the importance of intermodal passenger movement.  AusLink must also ensure through the project evaluation criteria that all projects cater for multiple modes.  Road projects should include bus layovers as necessary, and must include facilities for cycling and walking, consistent with Austroads Guides to Traffic Engineering Practice.

Across Departments:  To integrate across departmental boundaries AusLink needs to consider both policies of other departments that have an impact on transport (eg. taxation), and the impacts of transport on other departments’ policy outcomes (eg. health).

The Green Paper makes a start at inter-departmental integration, mentioning the replacement of section 51AD and 16D of the Income Tax Assessment Act 1997 and with the assertion that economic growth “should be consistent with broader, long term economic, environmental, social and safety outcomes”.  However, it still leaves far more undone than done.

Tax:  Other areas of tax need to be corrected to support the efforts of AusLink to enhance freight and economic growth and to provide a more level playing field between modes.  These include the inequities in treatment of different transport modes by FBT; the increase in public transport costs due to GST; the fact that trucks but not trains qualify for the diesel rebate; and the need to reintroduce petrol excise indexation to increase funds for transport infrastructure spending.

Health:  The Green Paper refers to health costs from air pollution, noise pollution and road trauma, but still has not acknowledged the enormous and rising health costs from sedentary lifestyle induced illness, largely from the replacement of walking and cycling by car trips.  The Warren Centre report, Healthy Transport, Healthy People “advocates that a sustainable transport system should promote health supporting, not health damaging, travel” and notes that “Habitual car use contributes to the second leading cause of years lost to life – physical inactivity”.  As the patterns of transport infrastructure investment play such a strong role in determining health outcomes, anything less than maximising opportunities for cycling and walking will be costly at a time when health resources will already be stretched due to an aging population.  The Commonwealth cannot afford not to invest in cycling and walking infrastructure.

Greenhouse:  The Green Paper informs us that greenhouse emissions from the transport sector are about 15% of Australia’s total and the fastest growing sector, set to rise to 47% above 1990 levels by 2010.  Shifting freight growth to rail is commendable, but will not be enough for Australia to maintain credibility globally.  The Commonwealth needs to do far more to change people’s travel choices to less greenhouse intensive modes.  Strategy 5.4 of the National Greenhouse Strategy includes the Commonwealth as having responsibility for making changes to land use, transport and funding, including in urban areas, public transport and non-motorised modes.  The National Strategy for Lowering Emissions from Urban Traffic includes an outcome of “national funding arrangements supportive of integrated urban travel systems”.

National Road Safety Action Plan 2001 and 2002:  Action Area 8.2 is to “Reduce motor vehicle use through promotion of public transport, walking and cycling”, including “Implement Austroads’ Australia Cycling – the National Strategy”.  Even if this is merely the Commonwealth setting priorities for the states, Commonwealth policies and funding priorities should still be consistent.

Australia Cycling – the National Strategy 1999-2004: requires the Commonwealth to contribute to cycling infrastructure, to incorporate cycling into policies and initiatives, and to improve the safety of cyclists.

AusLink should be the vehicle to set national targets for transport, consistent with and supportive of national policy outcomes.  It could contribute to the achievement of these outcomes by all levels of government by building in incentives.  In the United States, for example, cities not meeting their motor vehicle emission targets do not qualify for funding for major road projects.

Intelligent Transport Systems

Recommendation 10:  That safety impacts for non-motorised road users and potential for increasing traffic should be taken into account when assessing ITS applications.
We caution that ITS applications are likely to be disadvantageous for active transport, and can encourage further car use.

Pedestrians and cyclists would seem to have fared rather poorly in the various programs.

Many of the benefits which ITS holds out for vehicle occupants will have negative impacts on pedestrians.

Between 20 and 50% of respondents [older drivers] said [an in-car route guidance] system like that would enable them to travel to new, unfamiliar places and between 4 and 9% said they would travel more.

The Implications of Intelligent Transport Systems for Road Safety (Report AP-134)

Austroads, 1999

Transport Safety

Recommendation 11:  That speed control be the top priority for ITS, to improve road safety for all road users.
The Green Paper states that transport safety is a very high priority for the Commonwealth Government and asks how new technology could be used to enhance safety, especially for vulnerable road users.  The greatest road safety benefit for the aging, children, pedestrians and cyclists comes from reduced motor vehicle speeds.  The data supporting the reduced number and severity of accidents is well known.  In addition, lower speeds increase the field of vision of drivers, making them more likely to see children, pedestrians and cyclists.  Further, the result of an aging driving population compensating for their loss of competency by sensibly slowing down increases the danger from speed differential unless speeds are reduced overall.  The primary focus of ITS should be for speed control which will benefit all road users.

National Advisory Body

Recommendation 12:  That the National Transport Advisory Council invites representation from the cycling sector in order to fulfil strategy 2.3 of Australia Cycling.

Strategy 2.3 of the national cycling strategy is “To include cycling expertise in peak transport, recreation and other appropriate bodies”.  As a national transport body, NTAC should take the opportunity to benefit from this expertise as a way of furthering the Commonwealth’s aim of doubling cycling.

New Inter-Governmental Agreement

Recommendation 13:  That the new inter-governmental agreement not exclude the possibility of the Commonwealth taking a greater role in public transport, cycling and walking in future.

The Green Paper states that the new agreement will “broaden the scope…so the full range of possible solutions to land transport infrastructure problems can be brought into action”.

Summary

We welcome AusLink and believe it is heading in the right direction.  With improvements such as we have suggested it will improve Australia’s sustainability, quality of life, and economy.

It is more than ten years since the United States government turned its Federal Highway Funding into transport funding with the introduction of ISTEA (Intermodal Surface Transportation Equity Act).  ISTEA and its successor, TEA-21, have seen the government winning acclaim for projects achieving its aims of: enhancing health, safety and security; conserving energy and enhancing the environment; creating equitable & liveable communities; and promoting economic prosperity.

“We need strong Federal leadership. … We cannot achieve other key national priorities – linking Americans to jobs, health care and education – without efficient and accessible transportation.  And the challenges we face in the areas of safety and the environment do not stop at state borders.”

ISTEA Reauthorization Policy Statement and Principles

Office of the Secretary, Department of Transportation

In 1999 the US federal government spent $5.6 billion on transit projects, and $222 million on bicycle and pedestrian projects, up from just $2 million in 1991.

We look forward to seeing AusLink achieve similar outcomes.
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