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Foreword www.rdahc.comau

The Adelaide Hills and surrounding districts is one of the most dynamic regions in South Australia. It

contains 4 growth communities, with Mount Barker District Council LQ WKH UHJLRQYV FHQWU
to double in size over the next 20 years. This peri-urban area of Adelaide is not only a very beautiful

region, it is rich in agriculture, tourism and general economic activity. It is linked to Adelaide by the
South-Eastern freeway.

The capacity of this Freeway at times struggles with the increased freight volumes and community
travel. The existing Adelaide to Melbourne rail corridor has changed little in the hills since its
introduction in the 1800s. It is clear that if we are to meet the economic and social challenges facing
us, the existing rail corridor and its use must be re-evaluated. One option what is known as the
Northern Rail Bypass, is to re-route the freight rail corridor, to allow the existing corridor to be used
for commuter passenger travel.

The study highlights the economic and social benefits of this potential Northern Rail Bypass
initiative. We know that efficient infrastructure is essential for driving sustainable economic
development. We also know that the continued use of the existing rail line is inefficient and a poor
use of resources.

We are also concerned that the existing route is unattractive to east coast freighters sending freight
to South Australia and beyond. There is already talk of Melbourne freight forwarders utilising the
under construction inland railway, which will allow them to bypass Adelaide altogether via Parkes.
This would have severe economic impacts on the Adelaide region.

OurstudyaOLJQV ZLWK 6RXWK $XVWU D Olink @ropBsdlHihiQhpro@MeS the* O R E H
modernisation of the railway transport network for expected growth in national land freight. This new
corridor will have a central role in interstate freight movements by addre ssing the existing

limitations. It will reduce congestion and open up new opportunities.
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Executive Summary

Background

The subject of a rail freight bypass of the Adelaide Hills has been debated VLQFH WKH HDUO\
Noise, height clearance and grade issues are but a few of the shortcomings of the existing rail
corridor, yet the many investigations to date fail to return a strong business case.

The most recent and significant investigation is the 2010 Adelaide Rail Freight Movement Study
(2010 RFMS), commissioned by the Australian Government. This study forecast a time by which
the existing rail line would reach capacity, and identified and assessed options to meet future rail
demand. A subsequent, separate study was initiated to revisit the findings of the RFMS from an
economic perspective and highlight any areas of concern that may require further investigation.
While extensive the 2010 RFMS left some key questions unanswered, including:

x Consideration of the growing population in the Adelaide Hills and at Murray Bridge

x Wider social and environmental consequences of the existing system

x TKH SRWHQWLDO LPSDFW RI D QHZ FRUULGRU RQ WKH HDVWHUQ
x The existing and growing constraints from commuter traffic to the east of the city

x The potential of establishing freight transport hubs to the north of the city

x Increasing project costs over time

x The ability or otherwise to achieve double stacking of freight containers

x Potential opportunities for the existing rail corridor; perhaps passenger movement?

x The impacts/consequences if a new rail line is not considered feasible, and

x The potential for a possible future Emissions Trading Scheme applied to the transport
sector and the resultant change in competitiveness of rail over road transport.

Since 2010, there have been many changes to both the national rail freight network as well as
the Adelaide Hills section. Inland Rail is now under construction and due for completion in 2025
and a new freight terminal is planned for the Melbourne end (Dynon). Once operational, double
stacked trains can travel (via Parkes) between Melbourne and Perth. The Adelaide to Melbourne
rail line has been upgraded to cater for 1800m long trains, providing a 20% increase in capacity;
grade separation has also occurred at 2 key locations on the existing line. The Adelaide to
Melbourne rail line however, cannot cater for double stacked trains; unloading and restacking of
trains continues to be common practice at a cost of both labour and time. Significant
infrastructure upgrade is required to enable double stacking to occur, including a new rail bridge
across the River Murray and tunnelling through the Adelaide Hills.

Concurrently, the use of larger road freight vehicles and competition by the Port of Adelaide has
reduced the movement of gross freight tonnages on rail between Adelaide and Melbourne.
Intermodal facilities are being planned at both Monarto and Tailem Bend, while closure of rail
spur lines in the Mallee region has affected bulk grain transport patterns. Global market
conditions for ore and minerals continue to fluctuate and when favourable, may significantly
impact the rail freight task.

,Q DGGLWLRQ WKH VWDWHIV URDG Q H&UZdateMNorlafget @@ tdget QFUHD V L
freight carrying vehicles. Residential growth is booming in Mount Barker District Council and

increasing traffic volumes on the South Eastern Freeway, including significant freight activity, will

drive the need for freeway upgrades sooner than currently planned.

The new State Government has a forward thinking transport policy for freight on its agenda,
known as GlobeLink. This is consistent with the concept for the Northern Rail Bypass and is a
strategic policy, recognising that



3«$ JHQHUDWLRQDO XS &g 6GahspdrtRnXrektiltture is required to provide our
companies with the competitive advantage they need to get our premium quality South
$XVWUDOLDQ SURGXFWV WR PDUNHWY DFURVV WKH JC

It has now been 8 years since the 2010 RFMS was prepared. According to rail freight forecasts
in the RFMS, the rail line should now be 50% closer to capacity. With so many changes and the
passage of time, re-examination of the need or otherwise for the Northern Rail Bypass is timely.

The Project

The South AustralianRD$V ZKROH RI VWDWH UHJLRQDO FROODERUDWLRQ C
WKH $GHODLGH +LOOV 5DLO &RUULGRU DV WKH VHFRQG KLJKHVW S
economic prosperity. This Scoping Study has enabled the opportunity to review and confirm (or

otherwise) this priority from a more informed perspective.

Focus has been given to the Northern Bypass (south) via Truro only, as indicated in the 2010

RFMS report (Option 3) and rail only has been considered, i.e. no road. It is worth noting that

both the 2010 study and this project are considering a Single Track with passing loops; NOT a
dual track.

7KLY 6FRSLQJ 6WXG\ UHIOHFWV WRGD\YfV FRQWH[W FXUUHQW VWDI
economic considerations. In addition, the study has more fully addressed those items left

unexplored from the previous investigations, through extensive data and literature review,

research, stakeholder liaison, engineering analysis and economic review. These items include:

x The economic impact of social benefits of the Northern Rail Bypass

x Testing of the Option 3 alignment to ensure up and down grades do not exceed +/- 1%
x Costing of the bypass option to reduce land acquisition issues

x Assessment of what is required for double stacking to be achieved

x Review of the 2010 RFMS cost estimate, and

x More detailed assessment of the economic benefit of the project, and the economic impact
on Adelaide of the Inland Rail project and a possible link between Mildura and Menindee.

This Scoping Study provides a formal, targeted update and extension to the 2010 RFMS. In
addition, this study will inform a second stage subsequent comprehensive Cost Benefit Analysis
(CBA).

Scoping Study Participants

$V SRWHQWLDOO\ RQH RI 6RXWK $XVWUDOLDYVgRtRaWerkythd QLILFDQW
development and assessment of the Scoping Study has included consultation with customers,

rail operators, users, local government and government agencies, and other identified

stakeholders.



Approach

Key stages of the Scoping Study have comprised:

Stage 4
Quantificatiol
of the Rail
Freight Tasy

Stage2 Data
EEW

N

Stage T
Project
Inception

Stage 5
Revised
Costing

Stage 3
Testing of
Alignment

Data Review (refer Sections 2, 3 and 4) has canvassed existing literature, reports and current
data sets pertaining to freight movement, ranging from national initiatives and strategic directions
through to detailed rail freight volumes. Further, this considers the characteristics and context of
both the national rail freight network and the Adelaide Hills section.

Testing of the Alignment (refer Section 6) has comprised a detailed review of the proposed
Northern Rail Bypass route, including refinement to ensure minimum horizontal curves and
vertical gradients can be achieved. Preliminary consideration has also been given to the need to
minimise land acquisition and overall cost in terms of bridge structures, tunnelling and the like.

Quantification of the Rail Freight Task (refer Sections 4 and 5) provides key insight into the past,
present and future role of rail freight on the Adelaide Hills line and commentary on the
impacts/opportunities of a new alignment. Significant changes since the 2010 RFMS have been
identified, including to the national rail freight network and in particular the Adelaide Hills section.
The current freight task and likely future demand for rail on this section of the rail corridor and
beyond have been explored, including identification of key influencing factors.

The refined alignment has been costed for both the Northern Rail Bypass (refer Section 7), as
well as the broad cost of upgrading the existing Adelaide Hills section to accommodate double
stacking. This costing has been based on current rail construction costs, including those used by
ARTC for Inland Rail.

A more detailed set of social and economic considerations for the Northern Rail Bypass has
been prepared, refining and extending the benefits identified in the 2010 RFMS (refer Section 8).
Discussion has also been provided regarding potential implication should no rail bypass be
created (refer Section 9).

The findings have been concluded with advice regarding further work that will be required to
advance the Northern Rail Bypass investigations and to prepare a corresponding Business Case
in accordance with the requirements of Infrastructure Australia.
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Key Findings
Key outcomes and findings of the Scoping Study include:

1. Costs continue to be more competitive for road freight rather than rail when moving goods
between Adelaide and Melbourne.

2. Changes to the Adelaide Hills Rail Alignment since 2010 have enabled a 20% increase in
the carrying capacity of the existing rail line. This indicates that today, the rail line has a
maximum capacity in the order of 12.8M tonnes.

3. In 2015-16, statistical data indicates that 8.11M gross tonnes was carried over this section
of line, indicating the spare capacity of the line is in the order of 37%.

4. Rail freight costs and increased competition by the Port of Adelaide have largely
contributed to a reduction in rail volumes traveling between Adelaide and Melbourne.

5. A windy, steep alignment continues to prevent the Adelaide Hills rail line from catering for
double stacked trains, although double stacking could achieve in the order of 25% savings
for rail customers, and significant time savings for the movement of goods. Double
stacking will require significant infrastructure works to be undertaken to achieve vertical
clearances, including tunnels and a new rail bridge over the River Murray.

6. Population growth through the Adelaide Hills has occurred at a greater rate than expected,
particularly through the Mount Barker District Council region.

7. Accelerated population growth and a greater desire for the road freight task will see the
South Eastern Freeway reach its capacity sooner than expected.

8. Significant changes are both planned and currently under construction for the National Rail
Freight network (i.e. Inland Rail and a new rail freight terminal in Melbourne) which have
the ability to fundamentally change the movement of rail freight through South Australia,
and the role of the Adelaide to Melbourne link in the national rail freight network. These
changes are expected to be complete and in operation by 2025 and will potentially enable
double stacked rail freight to move between Perth and Melbourne without passing through
(or near) Adelaide, with Parkes likely to become the geographic centre of national rail
freight activities. Less freight rail services will potentially stop near or in the vicinity of
Adelaide, reducing the modal choice for freight movement. There is a very real possibility
WKDW 6RXWK $XVWUDOLD DQG $GHODLJHLROWSKDHU /D WX BRQD & M\D
picture.

9. The original cost benefit analysis of the rail freight diversion in the 2010 RFMS is now
outdated. Costs have escalated, and the analysis does not address some significant
economic benefits. While only providing an estimation of the broad value of these benefits,
they have been found to potentially be quite large, notwithstanding the application of
conservative assumptions wherever possible. Non-quantifiable benefits are still to be fully
analysed. Further, the base case int KH 506 DVVXPHG D p'R 1RWKLQJY VF
LV FRQVLGHUHG XQUHDOLVWLF DQG D p'R OLQLPXPYTY VFHQDULR
appropriate comparison.

10. The estimated cost of the Northern Rail Bypass has been calculated between $3.84 and
$4.96 billion.



Northern Rail Bypass +Cost Summary

Component Cost ($m)
Rail Track 214
Earthworks 1309.45 - 1489.27

Tunnels, Level Crossings, Bridges, Viaducts, Murray Bridge Works
Land Acquisition
Services/Signalling

1480.77-2232.77
76.27
120.15

Sub Total
20% Contingency

3200.61-4132.43
640.12 - 826.49

Total

3840.73 - 4958.91

Benefits identified to date total $2.67 billion.

Northern Rail Bypass +Summary of Benefits

Benefit

Value ($m)

Urban consolidation

Productivity improvements

South East freeway savings

Amenity improvements

Time savings at level crossings

Double stacking benefit

Improved equity of access to job and service opportunities
Creation of metro public transport options

Unknown connection to burgeoning defence industry

Improved connectivity and function of the national rail freight
network

71.4
135.7
60.4
431.0
518
1460

Total

2676.5++

++ Yet to be fully quantified

While further benefits have now been quantified, more detailed analysis should be conducted
as part of a full updated cost benefit analysis of the Northern Rail Bypass. This analysis
should also address some of the non-quantifiable benefits identified in this report, including
improved equity of access to job and service opportunities, creation of metro public transport
options, and the wider strategic impact of improvements to the national rail freight network.

This will be required to complete a robust business case in accordance with the requirements

of Infrastructure Australia.

Impact of Doing Nothing

Importantly, this scoping study also addresses the effect of no rail bypass. This section of the rail
network and indeed the overall Adelaide to Melbourne rail link could potentially be superseded
by Inland Rail, but at what expense to the state?

At worst, the risk of not creating the Northern Rail Bypass is that Adelaide and wider South
$XVWUDOLD EHFRPHV IRUJRWWHQ RU LV DW EHVW VHHQ DV DQ uDG
superseded by Inland Rail, intermodal facilities at Parkes, and the east-west rail corridor. Most

concerning, it sends a message to current and future investors both locally and globally that

6RXWK $XVWUDOLD LV VHHPLQJO\ pnOHVV FRQQHFWHGYT WKDQ RWKH
positioning ourselves for positive long-term growth.



$W WKLV OHYHO RI LQYHVWLIJDWLRQ WKH YDOXH RI pORVW RSSRU\
heavily on the overall economic value of our future rail links.

This too, will require further work as part of a holistic economic assessment.



Summary Where to from Here?

JURP D pELJ SLFWXUHY SHUVSHFWLYH WKH VWDWHYVY URDG DQG UL

for the movement of both goods and people. The rail link between Adelaide and Melbourne is a
key infrastructure investment, utilised for freight and passenger transport. Current changes to rail
freight movement at a national level however may adversely influence the use of this asset.
Further, modal choice becomes even less competitive with a road dominated transport network
for freight across the state.

While the cost of the Northern Rail Bypass has increased, benefits have also increased
significantly and still do not reflect the full extent of positive outcomes to be achieved as part of
such an infrastructure investment.

More detailed investigations are required to properly quantify a revised Cost Benefit Analysis for
the project, and to complete a robust Business Case in accordance with the requirements of
Infrastructure Australia.

These investigations should include:

1. More detailed costing for the project, on a more refined alignment based upon engineering
survey

2. ORUH GHWDLOHG HFRQRPLF DVVHVVPHQW RI WKH p'R OLQLPXPT
outlined in the 2010 RFMS and which arguably, shouldbH WKH % DVH &DVH DQG plRI

5DLO %\SDVVY RSWLRQV IRU WKH UDLO IUHLJKW URXWH
Refined assumptions, based upon more project specific data

Consideration given to whether the current rail line should be upgraded to cater for the
freight task alone (i.e. double stacking), or conversely, to investigate the value of dual
rail use of a new corridor

LQFOX

,GHOQWLILFDWLRQ RI DQ DSSURSU L DveiifipbteDbenxfisTinRludwgU D G L W L R

improved access to job and service opportunities, creation of metro transport options,

PLQLPLVLQJ PDMRU GHOD\V WR FRPPXWHUY DQG HPHUJHQF\ V
RSSRUWXQLWLHVY ZKHQ FRPSDUHG WR WKH QDWLRQDO UDLO

3. Further liaison with key stakeholders as required, to assist in refining the alignment. In
particular, consultation will need to be conducted with Councils to the north-east of
Adelaide, in the vicinity of the proposed alignment.

4. Further engagement with the State Government to explore the characteristics and
objectives of the Northern Rail Bypass and its role as part of GlobeLink, and

5.  Preparation of a submission to Infrastructure Australia for this project, in accordance with
the relevant requirements and checklists.

The State is considered to be in a key period regarding security of its future economic position
and role in the national rail freight network. Actions must occur quickly, to quantify the real Cost
Benefit Analysis of the overall Northern Rail Bypass.






i Introduction

1.1 Background

The 1887 linking of the South Australian main rail line to the Victorian rail system created the first
single gauge inter-colonial rail link in Australia. Today, the rail line forms part of the wide-
reaching interstate freight rail corridor connecting Sydney, Melbourne (and to a lesser degree,
Brisbane) with Adelaide, Perth and Darwin.

The terrain through the Adelaide Hills section of the corridor (between Murray Bridge and
Islington) however restricts travels speeds, requires greater locomotive power and incurs
increased maintenance costs to meet the higher levels of wear and tear compared to other rail
freight lines in Australia. Increasing residential development in the vicinity of the rail corridor over
time has also brought the alignment under scrutiny, due to complaints about the noise generated
by train movements. The demand for rail freight movement continues as an important and
complementary alternative to road transport, and there will be a time at which the line will reach
the limit of its capacity. Further, rail offers significant environmental and economy of scale
benefits when compared to the road network.

In 2010 the Adelaide Rail Freight Movement Study (RFMS) was commissioned by the Australian
Government to identify and assess options to meet future rail freight demand in light of the above
issues. These investigations sought to quantify the time at which the rail line would reach
capacity, and future options included realignment of the rail corridor. While extensive, the report
left some key questions unanswered, including (but not limited to):

x Consideration of the growing population in the Adelaide Hills and at Murray Bridge

x Wider social and environmental consequences of the existing system

x The potential impact of a new corridoron WKH HDVWHUQ VWDWHVY IUHLJKW VWU
x The existing and growing constraints from commuter traffic to the east of the city

x The potential of establishing freight transport hubs to the north of the city, and

x Increasing project costs over time.

10



Other considerations left unexplored included:
x The ability or otherwise to achieve double stacking of freight containers
x Potential opportunities for the existing rail corridor; perhaps passenger movement?
x The impacts/consequences if a new rail alignment is not considered feasible

x The potential for a possible future Emissions Trading Scheme applied to the transport
sector and the resultant change in competitiveness of rail over road transport, and

x Population projections for both Melbourne and Adelaide.

An independent review of the RFMS report prepared by SGS Economics in 2010 raised many of
the above comments and related questions.

It has now been 8 years since the RFMS was prepared. According to rail freight forecasts in the
RFMS, the rail line should now be 50% closer to capacity.

The Federal Government has recently committed to $20B in funding for key national rail projects
including Inland Rail, and there is Victorian interest in a potential standard gauge rail link

between Mildura and Menindee. These links however, have the potential to leave South Australia
MIRUJRWWHQY IRU QDWLRQDO UDLO IUHLJKW FRQQHFWLYLW\

In addition, the Ministerial DPAs for both Mount Barker District Council and Murray Bridge rely on
a significant employment node occurring at Monarto to provide employment for residents in these
growth areas. Mount Barker District Council in particular is growing rapidly as land sales continue
to gain momentum.

Changing production and packaging practices, increasing production volumes and the value of
the Australian dollar also all affect the demand for rail freight. Given the changes that have
occurred over the past 7 years, a review and update of the 2010 RFMS is timely.

Further, a key policy of the recently elected State Liberal Government is the GlobeLink plan,

GHVLIQHG WR 3«SURYLGH D QHZ URDG UDLO DQG DLU IUHLJKW FRL
corridors through the suburbs and around the Adelaide Hills. The corridor will avoid the heavily

populated areas of the existing freight routes DQG ZLOO WDNH IUHLJKW GLUHFWO\ W

The GlobeLink plan is consistent with the concept for the Northern Rail Bypass and is a strategic

SROLF\ UHFRJQLVLQJ WKDW 3«$ JHQHUDWLRQDO XSJUDGH RI RXU |
to provide our companies with the competitive advantage they need to get our premium quality

6RXWK $XVWUDOLDQ SURGXFWV WR IPBDUNREGIONalDEERMENW KH JOREH «
Australia Adelaide Hills, Fleurieu and Kangaroo Island appointed Tonkin Consulting to undertake

a Scoping Study for this section of rail corridor.

Focus has been given to the Northern Bypass (south) via Truro only, as indicated in the RFMS
report (Option 3) and Rail only has been costed; i.e. no road. It is worth noting that both the 2010
study and this commission are considering a Single Track with passing loops; NOT a dual track.

1.2 Scoping Study Objective and Key Issues

The RFMS concluded that a proposed realignment of the rail corridor to bypass residential areas
(amongst other benefits) was not financially viable. A subsequent, separate study was initiated to
revisit the findings of the RFMS and highlight any areas of concern that may require further
investigation.

7KH 6RXWK $XVWsWbdeloDstatesregfbnal collaboration nominated the Realignment of

WKH $GHODLGH +LOOV 5DLO &RUULGRU DV WKH VHFRQG KLJKHVW S
economic prosperity. This Scoping Study will provide an opportunity to review and confirm (or

otherwise) this priority from a more informed perspective.

11



In addition, the Scoping Study will inform a second stage subsequent comprehensive Cost
Benefit Analysis (CBA). The Scoping Study will form an update to the RFMS Report, but with
targeted focus on key elements as outlined below.

Key issues to be explored and extended in analysis will include the following:

x Economic impact of social benefits *these will be explored in more detail in general,
consistent with the Infrastructure Australia methodology. In particularly, the potential for the
existing Hills Corridor to be used for public transport will be assessed.

x Testing of Option 3 *Northern Bypass (south) via Truro to ensure up and down grades do
not exceed 1%.

x Costing of the bypass option (Option 3) to reduce land acquisition issues. This will assume
a direct route from Murray Bridge to Truro, this possibly following the existing old rail
corridor to Millendella, then Greenfields to Truro and beyond (via 2010 RFMS assessment
route). A triangular connection will be assumed to link Monarto using the existing rail
corridor from Murray Bridge to Monarto and then the old rail corridor from Monarto back to
the proposed new route.

x Assessment of what is required for double stacking to be achieved; particularly the
implications of the cutting in Murray Bridge (immediately west of the River Murray rail
bridge) under the OIld Princes Highway. It should be noted however that double stacking of
trains will require additional works to be undertaken at the Melbourne end, at considerable
cost.

x Review of the previous cost estimate in reference to the double track elements in the 2010
RFMS.

x More detailed assessment of the economic benefit of the east-west freight movement
overall, and the economic impact on Adelaide in the event that a Mildura or Eastern Inland
Bypass is constructed.

1.3 Scoping Study Approach

7TRQNLQ &RQVXOWLQJYNY DSSURDFK WR WKH 6FRSLQJ 6WXG\ LQYHVYV
Regional Development Australia with the confidence to determine the real need or otherwise for

a realigned freight corridor. Should the findings be favourable, this report will provide a valuable

base for development of a more detailed investigation and business case.

The key stages of the Scoping Study are as follows:

Freight TasK

Stage 4
Stage2 Data Quantificatiol
Review of the Rail

Stage 5
Revised
Costing

Stage t
Project
Inception

Stage 3
Testing of
Alignment

Figure 1.1  Key Project Stages

Appendix A includes a copy of the Methodology Flow Chart for the Scoping Study; indicating Key
Tasks, Outputs, Consultation Tasks and Timelines for each of the Key Stages.
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1.4

Scoping Study Participants

AspotHQWLDOO\ RQH RI 6RosVEignificant ehahded® toEhk Vail freight network, the
development and assessment of such a proposal requires consultation with customers, ralil
operators, users and other key stakeholders.

Figure 1.2 illustrates stakeholders and team members involved in the Scoping Study. Further
details of the information gathering and consultation process are described in Section 4.3 of the
report.
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Figure 1.2

Client
RDA AHF&KI

Steering Committee
Representatives from:

RDA Adelaide Hills Fleurieu and Kangaroo Island

Southern and Hills LGA
RDA Murraylands and Riverland
Murrylands and Riverland LGA
Adelaide Hills Council
Mount Barker District Council

City of Mitcham
City of Unley
Rural City of Murray Bridge
Primary Producers SA
HDS Australia

Key Stakeholders
Representatives from:
Primary Producers SA

Monarto Intermodal Terminal
Australian Portable Camps
Genesee and Wyoming
Australian Rail Track Corporation
RDA Murraylands and Riverland

Viterra
South Australian Freight Council
Pacific National
DPTI
Mid Murray Council
Rural City of Murray Bridge
City of Mitcham

Murraylands Food Alliance (general group)

FlindersPorts
Civil Contractors Federation

Structure of the Scoping Study Report

Nort hern Rail Bypass Scoping Study Contributors

Consultant
Tonkin Consultin

This report has been set out in a series of comprehensive, yet easy to read sections as follows:
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Section 2 comprises a review of existing literature and reports.

Section 3 considers context and current characteristics of both the national rail freight network
and the Adelaide Hills section.

Section 4 identifies the significant changes in the national rail network and in particular, the
Adelaide Hills line since the RFMS was completed. In addition, this section presents key insight
into the past, present and future role and function of rail freight on the Adelaide Hills line and
commentary on the impacts/ opportunities of a new alignment.

Section 5 discusses both the current freight task and likely future demand for rail on this section
and beyond, including key influencing factors.

Section 6 includes review and refinement of the proposed route for the Northern Rail Bypass.

Section 7 provides up-to-date costings for both the (refined) Northern Rail Bypass and upgrade
of the existing Adelaide Hills section to accommodate double stacking.

Section 8 presents a more detailed set of social and economic considerations for the Northern
Rail Bypass, expanding upon the findings of the RFMS to address wider benefits.

Section 9 includes discussion regarding potential implications should no bypass be created.

Sections 10 advises on further work that will be required to advance Northern Rail Bypass
investigations and prepare a business case.
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B Relevant Existing Literature and Reports

A number of existing reports, studies and other valuable information relating to movement of
freight both across South Australia and nationally, particularly by rail, have been reviewed as part
of this investigation.

Reports include but are not limited to, the following:

X

X

Previous investigations regarding issues with the current rail corridor and options for
realignment

Statistical data regarding rail activity across Australia, including from the Bureau of
Infrastructure, Transport and Regional Development % ,75( DQG $57&fYV p7UDLQOLQ!
publication issues 1 to 5 (inclusive).

Checklist and Requirements for Business Cases submissions to Infrastructure Australia
37,1V . QWHJUDWHG 7UDQVSRUW DQG /DQG 8VH 30DQ
Other rail related investigations

Recent economic outlook reports for both Australian and South Australia, including
CommSec, AMP, Westpac and the South Australian Centre of Economic Studies (SACES),
including discussions with Professor Dick Blandy, and

Information obtained from relevant websites.

The following reports in particular have been reviewed and summarised:

X

Who Moves What Where - Freight and Passenger Transport in Australia

National Transport Commission, August 2016

South Australian Rail Freight  +A Bypass to Save the Hea rt of Adelaide

Mitcham Community Rail Freight Task 2007

Adelaide Rail Freight Movements Study Final Report

GHD 2010

Adelaide Interstate Rail Freight  +Brief for Strategic Assessment of Corridor Options
SGS Economics, 2010

Northlink, Getting SA on Track , and Northlink Road and Rail Bypass 2015 update
Northlink Reference Group, 2010 and 2015

Australasian Railway Association Statistical Report - Trainline 5

Department of Industry and Regional Development (DIRD) +Bureau of Infrastructure,
Transport and Regional Development (BITRE), November 2017

Discussion Paper 1 and Checklist for Stages 3 and 4: Business Case Development
and Business Case Assessment

Infrastructure Australia, 2008 and 2017

Murray Basin Region Freight Demand and Infrastructure Study Project Report
Department of Transport, Planning and Local Infrastructure (DTPLI), July 2014
Integrated Transport and Land Use Plan (ITLUP)

Department of Planning, Transport and Infrastructure, 2013
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Too comprehensive to include here; Appendix B includes a relevant summary of each of
these reports. These reports contain a number of key statistics, discussion and relevant
information in these reports which provide valuable, informative background to this study.
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B Rail Freight Context

3.1 The National Rail Freight Network

Figure 3.1 identifies AustralLD TV 6 WD QGDUG * busddfol tHemaiBridiNmovement of

freight. Blue lines indicate rail lines currently in operation, linking each of the mainland capital

cities. The orange line depicts the Inland Rail route; this is currently under construction and

when complete and in service in 2025, will provide WKH pVSLQHY RI WKH QDWLRQDO IU]I
between Melbourne and Brisbane. Appendix C includes details of this project.

Legend

s Inland Rail Line

= Key Interstate
Standard Gauge Lines

Figure 3.1 Australia's Standard Gauge Network, as used for the national movement of freight

7KH ''5' SXEOLFDWERQDQUVBERGW DQG $XVWUDOLDTV '"HYHORSPH
%H\RQG™ VWDWHV WKDW

3«5DLO DFFRXQWYV IRU DOPRVW KDOI RI DOO I|U I204DKont riatroal Y LW\ L Q
rail freight is expected to increase above its OHYHO E\ ’

3.2 The Adelaide Hills Section

The Adelaide Hills section of the National Freight Network (as illustrated in Figure 3.2) is
characterised by steep grades, winding sections and height limitations as it traverses the hilly
terrain. Measuring 104km in length, this section forms a key element in the national rail links
between Perth and Melbourne and also Darwin and Melbourne.
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e Ewsting Aligrement
Northem s Via Truro
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] Norihem Byoass Via Truro
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Source: GHD, 2010

Figure 3.2 Adelaide -Melbourne rail alignment; Adelaide Hills section (source: 2010 RFMS report)
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While a key element in the overall national freight network, this section is known for its
inefficiencies, which include:

X

X

Vertical (clearance height) limitations which cannot accommodate double stacking

Vertical gradients which limit the speed at which trains can travel and extend overall travel
time

Horizontal curves which also limit the speed of the trains

The higher demand for power and therefore fuel to be able to haul laden wagons through
this section.

In addition, there are further negative impacts of the rail infrastructure as it passes through the
urban landscape, including:

X

X

X

Noise

Bushfire risk

Safety risks

Lack of emergency access
Delay to commuters
Pollution, and

Safety at level crossings, where the rail line intersects with road traffic (there are 41 level
crossings between Murray Bridge and Adelaide). In particular, Main Road in Glenalta, Main
Road in Belair and Cross Road in Hawthorn are heavily trafficked and the long delays cause
extended delays across the wider road network, particularly during peak traffic periods.
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B 2010 to 2018: The Changing Picture for Rail

41 General

While the concept of creating a rail freight bypass of the Adelaide Hills remains unchanged since
the 2010 Adelaide Hills Rail Realignment Study, there have been significant changes to both the
National Freight Rail Network and also the operation of the current Adelaide Hills alignment,
which have clear impacts for this investigation.

These changes include (but are not limited to) the following:

1.  Commencement of the Inland Rail Project

Inland Rail is a 1700km long freight railway project, linking Melbourne to Brisbane along a
route located to the west of the mountainous Great Dividing Range.

7KH UDLO OLQH LV FXUUHQWO\ XQGHU FRQVWUXFWLRQ
the national rail freight network between Melbourne and Brisbane. Appendix C includes
details of this project. 1.8km long, double stacked trains will be accommodated for the full

length of the Inland Rail line.

PORT OF BRISBANE

PORT OF MELBOURNE

Figure 4.1 Inland Rail route

Intersection of the Inland Rail Line with the East West Rail Line will occur at Parkes. As a
result, Parkes is now considered an ideal location for major intermodal and national
logistics activities, with all major capital cities within a 12-hour reach; Perth is accessible
from Parkes in approximately 2 days. Travel from Melbourne to Perth via Inland Rail has
been estimated at 62 hours UHIHU WKH 3DUNHV 6KLUH &RXQFLO

DQG ZK

ZHEVLWE

/IRJILVWLFV +XE° ZKLFK LOOXVWUDWHYV WKH UHODWLYH UDLO IU

cities). The level of interest in Parkes as a major Intermodal and Logistics Hub is
evidenced by significant current investment by SCT Logistics, Linfox and Pacific National.

1 By comparison, the travel time between Melbourne and Perth via the current rail alignment is 55 hours (including unstacking/restacking

tasks)
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The significance of this project to the National Rail Freight network is such that it has the
FDSDFLW\ WR FKDQJH QRW RQO\ WKH puIRRWSULQWT RI WKH UDI
impacts significantly affect the character and performance of the wider rail freight network.

Increased length of trains running between Adelaide and Melbourne

Until recently, the maximum length of trains running between Adelaide and Melbourne was
1500m. Supported by the provision of adequate passing loops, the maximum length of
train has now been increased by 300m to a total of 1800m. This has resulted in a 20%
increase in productivity for rail operators, and therefore extended the capacity of the life of
the line.

Grade Separation along the Adelaide *Melbourne Rail line

Two rail grade separation projects have been completed in metropolitan Adelaide, which
significantly improve safety and reduce delays for road traffic. Passenger and freight rail
lines (Noarlunga passenger line and Adelaide to Melbourne line) have been grade
separated at Torrens Junction and at Goodwood.

Decline in gross rail tonnages

Overall volumes on this section of track have been in decline since the 2010 study. Gross
rail tonnages on the East-West rail corridor (i.e. between Perth and Melbourne) have been
in decline since 2013- 37 U DL Q @ad <aitistical report by Bureau of Infrastructure,
Transport and Regional Economics (BITRE), indicates that there has been an approximate
20% decline in these tonnages in both directions between Dry Creek and Tailem Bend. As
advised by ARTC, the overall decline in intermodal tonnages between Adelaide and
Melbourne has been due to a reduction in export shipping container traffic between
Adelaide and Melbourne. These containers are now either being exported directly from the
Port of Adelaide, or travelling between Adelaide and Melbourne by road.

It is worth noting that the length of the rail line between Adelaide and Melbourne is 863km.
Road transport is generally more competitive than rail on routes up to 800 +1000km in
length (refer DPTI commentary in Appendix D), consequently the Adelaide to Melbourne
rail freight market is relatively low.

Increased Port competition

Flinders Ports has been actively increasing its competitiveness in recent years.
Consequently, more containerised goods are being moved directly through the Port of
Adelaide, reducing the volume of land bridged product between Adelaide and Melbourne
(thus supporting point 4, above).

Use of larger freight vehicles

Actions arising from the Department of Planning, Transport and Infrastructure (DPTI)
3S0RYLQJ )UHLJKWE fadivst¥d3ne kKide of larger freight vehicles on the road
network, making the already highly competitive road freight mode even more economically
attractive. By way of example, Sturt Highway is now classified for PBS level 3A vehicles
(i.e. Double Road Trains or B-Triples).

Closure of Holden fV (OL]DEHWK SODQW

Closure of the Holden manufacturing facility at Elizabeth has substantially reduced the
movement of steel on rail between Adelaide and Melbourne.

Loss of spur lines for grain haulage

Rail spur lines linking grain storage sites between Loxton and Tailem Bend and Pinnaroo
and Tailem Bend closed in 2015. In consequence, grain is now trucked to Tailem Bend,
and this strategic grain storage facility is further expanding. This has subsequently affected
rail volumes between Tailem Bend and Port Adelaide.
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10.

11.

12.

Intermodal facility development

There is significant interest in the provision of an intermodal facility at Tailem Bend, in the
vicinity of the existing rail line. In addition, Stage 1 approval has recently been granted for
development of an intermodal facility at Monarto; with or without the presence of rail.

In any case the presence of an intermodal facility in the vicinity of rail provides many
potential rail opportunities.

Rapid residential growth

Residential growth in Mount Barker District Council is occurring at a relatively rapid rate,
placing increased pressure on the region to consider options for efficient public transport.
This includes consideration of use of the current Hills Rail Corridor for passenger
transport.

Further, this residential growth also increases the demand for supporting provisions,
including employment nodes.

Addressing Double Stacking Limitations

Rail freight can only traverse the Adelaide Hills line segment as single stacked trains due
to height limitations at Murray
Bridge and other vertical
restrictions elsewhere (e.g.
Tunnels). To the west of Adelaide,
trains can be double stacked to
continue westbound. Conversely,
double stacked rail from Perth (for
example) must be unstacked prior
to travel through the Adelaide
Hills.

The reloading of freight takes
place at Dry Creek, and adds in
several additional hours of transit
time. Double stacked wagons are
the norm however from Perth and Darwin. In result, almost twice as many trains are
required to cross South Australia in both directions.

ARTC have commented that works are required along the full length of the Adelaide-
Melbourne corridor to facilitate double stacking; not just at the Adelaide end. This includes
other works beyond Murray Bridge and Monarto. ARTC however will not provide details of
these works and it is suspected that these may not be significant. Any double stacking
issues beyond the extent of the Northern Rail Bypass project would also need to be
resolved.

Double stacking at the Dynon Terminal is an issue at the Melbourne end of the line (with
the key constraint being the Bunbury Bridge). Double stacking into this facility is
impractical; it has been concluded that a new facility is needed.

The development of a new terminal in Melbourne will be highly significant and will impact
upon rail operations on the rest of the network. Two options are currently under
consideration +west of Melbourne or north of Melbourne. ARTC is currently working with
the Victorian Government with a view to ensuring a solution is in place by 2025 (Note: this
will therefore also coincide with completion of the Inland Rail Project). It is understood that
the preferred option is referred to as the Western Inland Freight Terminal (WIFT).

Once this is complete, the Adelaide Hills section will remain the only significant component
of the Adelaide +Melbourne corridor that requires investment to accommodate double
stacking.
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13. The Mildura £Menindee Option (and then linking to Melbourne/ Geelong)

The provision of a rail line between Mildura and Menindee has previously been identified,
to improve freight efficiency, provide national defence benefits and stimulate economic
development within the surrounding region. The project would involve standardising the
existing Geelong +Mildura line and building a new link between Mildura and the new
transcontinental line at Menindee, NSW.

While this option has been discussed over the years, only pre-feasibility analysis has been
undertaken regarding the proposed alignment. As such it is difficult to determine the
potential difference in travel time. Double stacking along this alignment however, would be
a given.

4.2  Other Influencing Changes

Broader changes than rail alone have also occurred since the RFMS which have influence or
require consideration for the future rail network. These include, but are not limited to the
following:

1.

Consolidationof CHQWUDO $XVWUDOLDTVY 'HIHQFH %DVH WR (GLQEXUJ

Consolidation of key elements of Defence Bases for Central Australia to Edinburgh places
key priority on the need for quality, diversified transport routes to and from Adelaide for the
movement of both goods and people. Quality access and egress routes must be available

at all times, particularly in the event an alternate transport mode becomes inaccessible or

unavailable.

South $XVWUDOLDTV (FRQRP\

The January 2018 State of the States report produced by CommSec sees South Australia
3« HDVH IURP IRXUWK WR ILIWK RQ WKH HFRQRPLF SHUIRUPDQ|
just behind Tasmania.

Further, the final economic report for 2017 by the South Australian Centre for Economic

StuGLHV 6%$&(6 DGYLVHV WKDW ZKLOH WKH 6WDWHYV UHDO *UR'
2.2% in the 2016/17 financial year, this is forecast to grow by only 1% in the 2017/18 year.

JRU WKH QH[W \HDUV 6%$&(671 SUHGLFWLRQV IRU RoBRIMPRPLF JU|
Treasury.

Although the 2016/17 rise in GSP was significantly above that of the average of the

preceding 5 years (around 1%), this was largely as a result of the strong winter crop.

Outside of the farming sector, growth remained stagnant at around 1% and well below
$XVWUDOLDTV *URVYV '"RPHVWLF 3URGXFW *'3 ZKLFK LV DURXQ
particularly in the 18 +25 year old age group, continues to be less than 20 years ago.

SACES advises that while recent economic indicators suggest a strengthened state
economy, the outlook is uncertain, with both positive and negative factors having a
bearing.

2QH Rl 6RXWK $XVWUDOLDTV PRVW KLJKO\ UHJD UltzhHeBei FRQRP L
change in State Government leadership has seen confidence | HYHOV LQ WKH *RYHUQPF
ability to manage the economy lift significantly. However, there is an enormous task ahead

and this will take time. He has also indicated through discussions that the next 5 years or

so will be crucial to the economic future of South Australia. In particular, there is a very

real need to increase our profit rate and significantly stimulate investment.

Providing quality infrastructure that matches or betters that of other states for the delivery
and movement of goods and services and offers flexibility and choice is a key drawcard for
future investment.
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3. The GlobeLink plan
As part of their 2036 Plan, the State Government has stated

3$ JHQHUDWLRQDO XSJUDGH RI RXU IUHLJKW H[SRUW LQIUDVWL

companies with the competitive advantage they need to get our premium quality South

$XVWUDOLDQ SURGXFWY WR PDUNHWY DFURVYV WKH JOREH«7KH

road, rail and air freight corridor, bypassing existing road and rail corridors through the
suburbs and around the Adelaide Hills. The corridor will avoid the heavily populated areas

oftheexisWLQJ I[UHLJKW URXWHYVY DQG ZLOO WDNH IUHLJKW GLUHF

In essence, the GlobeLink plan is consistent with the concept for the Northern Rail Bypass.

4.  Diversity and modal choice

(PEUDFLQJ pGLYHUVLW\YT LV D NH\ EX]] ZRUG LQ WRGD\TV VRFL}

it provides optimal outcomes in the full range of scenarios.

Diversity in modal choice is not so different, and offers the following benefits:
x Competitive pricing
x Opportunity to best match product to transport mode
x Consumer choice

x Alternative transport in the case of emergency scenarios (e.g. rail derailment, highway
shutdowns and the like), and

% Flexibility.

4.3 Key Stakeholder Input

The key stakeholder consultation process for the Northern Rail Bypass Scoping Study has been
a key element of the overall investigation, designed to understand:

x The current and future rail task for the subject corridor, by volume and commodity
x Potential impacts of a realigned corridor on key stakeholder operations

x Potential impacts of a realigned rail freight corridor on existing and proposed terminals and
intermodal facilities, including changes to viability of location/s

x The number and location of crossings and/ or potential passing loops

x Potential impacts (if any) if the Mildura link into the main line is built (and any impacts
emanating from the Inland Rail Link in general).

From both a time and financial perspective, it has been impractical to survey the full extent of
stakeholders involved and/or affected by realignment of the rail corridor. Instead, a number of
key stakeholders have been identified for consultation as part of this project, representing:

x Regional Development Boards (RDAMR & RDA AHF&KI)
x Government agencies

x Peak industry bodies

x Affected Councils within the MRLGA and SHLGA

x Major companies, and

x Transport Providers in the region

x Selection of these stakeholders has occurred through discussions with the RDA AHF&KI,
SHLGA and RDA MR.

Results of the stakeholder consultation process were presented to the Steering Committee for
review and discussion. Where gaps were identified in this information, RDA AHF&KI provided
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assistance with additional information or in encouraging stakeholders to provide more detailed
input. Inputs and opinions were mixed, depending upon stakeholder interests.

Appendix D includes a comprehensive summary of the stakeholder consultation process. More
detailed records of stakeholder inputs to the Scoping Study (as reviewed and confirmed by
stakeholders) can be made available if required.
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B Freight Task Assessment

5.1

The Current Freight Task

The 2010 Study advises that the existing rail line has a maximum capacity of 10.7M tonnes per
year. This was based on information provided by Freight Rail Operators Group (FROG) and
Australian Rail Track Corporation (ARTC).

Current rail freight activity continues to move between the following four origin-destination pairs:

X

X

X

X

Adelaide and Melbourne
Perth and Melbourne
Melbourne and Darwin, and

Regional South Australia and the Port of Adelaide.

Each week, 55 freight trains travel the line; 28 trains travel in a westbound direction, and 31
trains are eastbound on the Adelaide Hills section, as summarised below.

Table 5.1 The current rail task

PND SCT PNT INTR INTR PC PNT PC Total

Steel  Intermodal Intermodal Intermodal INTM INTM
Westbound 2 4 15 5 26
Eastbound 1 4 16 5 1 2 29
Total 3 8 31 10 1 2 55

Further to Sections 4.1 and 4.2, ARTC has advised of the following changes in rail freight and
related tasks since the 2010 Study:

X

There has been a decline in land bridged containers travelling to and from Melbourne by rail
as these containers are now moving directly through Port Adelaide on new and existing
shipping services. In the past, 9 trains per week travelled to and from Melbourne carrying
export containers; today there are no services dedicated to this task. All remaining land
bridged volumes now travel on other services carrying domestic freight; largely by road.

Brisbane to Adelaide rail traffic (which used to travel via Melbourne) now travels via the
Broken Hill corridor.

There has been some increase in Melbourne to Perth traffic volumes (with some recent
RIT'VHW RI JURZWK DV D UHVXOW RI YROXPH GHFOLQHV GULYHQ
activity)

Mindarie Sands operations have also ceased since the 2010 (original closure September
2009); this was restarted by Murray Zircon in 2012 +£2015. This has again ceased
operations, although the opportunity to reopen remains

While grain volumes can vary due to seasonal conditions, there have been no significant
changes over recent years

Steel volumes on the rail line have declined due to the cessation of vehicle manufacture in
Adelaide

1800m trains can now access the network; this represents a 20% increase in capacity over
trains that could access the network in 2010.

Today, the rail line has a maximum capacity of 12.8 M tonnes per annum (resulting from the
increase described above).
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Statistical data produced by BITRE indicates that in 2015-16, 8.11M gross tonnes was carried
over this section of line; this indicating that the spare capacity of the line is in the order of 37%.

Figure 5.1 below illustrates the change in gross tonnages on the rail line between Dry Creek and
Tailem Bend.

Gross Tonnages between Dry Creek and Tailem Bend

= = =
o N EN

Gross Tonnages (million gross tonnes)
(o]

2010-11 2011-12 2012-13 2013-14 2014-15 2015-16

Figure 5.1 Gross tonnages between Dry Creek and Tailem Bend, between 2010 and 2016

The above graph indicates a gradual decline in gross tonnages carried on the subject section of rail
line since 2010-11; the blue line representing the change in gross tonnages, and the dotted green
line representing the overall trend line. This has been influenced by a number of factors as
described above and with further changes expected over time, is not considered to be sufficiently
stable to project future rail line demand.

5.2 Likely Future Demand

The likely future demand for the rail freight task is difficult to quantify for the following reasons;
some of which still hold from the previous study:

1. Underlying economic growth (annual growth in Gross State Product (GSP)), for South
Australia, Western Australia, Victoria and the Northern Territory. This has fluctuated in
recent years, most notably the GSP for South Australia which is above the National GSP
(2.2% vs the National GSP of 2.0%), and the decline in GSP growth in WA due to a
population surge and a slow mining industry.

2. Changes in rail mode share along the east-west corridor, such as:

A carbon pollution reduction scheme (or road pricing) on transport competition between
road and rail

The possible introduction of B-Triple trucks on the Melbourne *Adelaide Road corridor
Truck driver fatigue legislation

3. Changes in the relationship between freight and economic growth. By example, more
concentrated production practices for manufacture creates longer supply chains.

4. Impacts of Inland Rail zInland Rail is scheduled to commence operations in 2025. There
is potential however to move freight between Perth and Melbourne (and vice versa) via the
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east-west rail link between Perth and Parkes and then from Parkes to Melbourne. This
practice would therefore bypass Adelaide, dramatically reducing volumes on the corridor.
Similarly, review of terminal locations and freight systems may also impact route choice.

5. The ability or otherwise to double stack rail freight to achieve greater economies of scale.
Scott McKay, CEO + % RZPDQTV 5DLO KDV DGYLVHG WKDW LQ WKH RUGH
dollar can be saved (and largely to the direct benefit of the customer) if rail could progress
from its current single stacked limit to achieve double stacking. Transport of dry lentils
between Adelaide and Melbourne for example, have been recently quoted at $25 per
tonne for road travel, versus $40 per tonne for rail. With a 25 percent saving for double
stacked rail, the price differential between road and rail becomes far more competitive (i.e.
$30 per tonne for rail).

6. :$7V PLQLQJ VHFWRUniDrgWectéiplEides major demands on the rail network,
but this fluctuates significantly depending on consumer demand and the quality and
availability of oreand PLQHUDOV ,Q UHFHQW \HDUV WKHUH KDV EHHQ LC
and resources sector, which has had a marked effect on rail volumes. When this recovers,
and indeed such activity also in South Australia (Mindarie Sands, for example), the
demand for rail for movement of bulk goods will substantially increase.

7. Future changes to road pricing regimes may change the competitive positions of rail and
road (in favour of rail). Rail produces 75% less carbon emissions when compared to road
transport (refer Energy Exchange website £managed by the Australian Government
Department of Environment and Energy). Should road pricing be adjusted to accurately
reflect its carbon footprint, the cost of rail would become significantly cheaper relative to
that for road transport.

8. Moving towards advanced manufacturing =*in recent years there has been a significant
economic downturn in South Australia due to closure of major manufacturing facilities in
ERWK WKH 8SSHU 6SHQFHU *XOIl DQG +ROGHQEYV @& EHWK SO
in South Australia however is already occurring, including in both the steel industry and
defence. Further industries predicted for the state include pharmaceuticals, aircraft
manufacturing, professional and scientific equipment manufacturing and computer and
electronic manufacturing. The transport demand and mix for such bulk products remains to
be seen, but positioning ourselves to best attract global investment will be key.

9. Population growth and increased traffic congestion in both the Adelaide Hills and Metro
Docklands sections of the rail network.

5.3 Summary

As discussed in section 5.1, the rail freight task has been in decline for a number of years, for
many reasons. Significant changes have occurred for the rail line from both an economic and
also a capacity perspective, and further change is expected. Economic outlooks for South
Australia indicate that there are many positive opportunities waiting to be embraced across a
number of market sectors. For Western Australia, there is consensus that the recent downturn in
GSP will recover in the next few years as the mining sector reinvigorates and rebalances the
effects of significant population growth.

The size of the future rail task is unclear and is dependent on many factors, not the least of
WKLFK LV 6RXWK $XVWUDOLDTVY HFRQRPLF LQYHVWPHQW DQG JURZV
state over the next 5 years is considered critical for its future.

What is clear, is that:

Without either significant upgrade or realignment, the current rail link cannot compete with the
capacity or efficiency of the national freight network, particularly upon completion of Inland Rail.
In result, the Adelaide Hills section will likely become the nation § weakest rail freight link.
Further investigation is required to fully determine the effect this has on the long term economic
competitiveness of South Australia.
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B Refinement of Proposed Route

No electronic version of the alignment was provided as an output of the 2010 Study. In order to
refine the proposed route, the GHD proposed alignment (Option 3) from the previous report was
scanned and inserted into Google Earth.

This alignment was then reviewed and modified to suit existing conditions, loosely based on the
following:

X

The proposed route follows the existing rail corridor from Monarto, along the eastern side of
the ranges

From the hills to the south of Truro, minor modifications have been made to the proposed
route, to follow boundaries where practical

The proposed route follows the rail corridor to Roseworthy / Freeling, and then follows the
road reserve and/or property boundaries, to link with the existing rail corridor at Mallala.

Further refinement of the alignment for the Northern Rail Bypass has been undertaken to
meet specific requirements from ARTC, for example minimum curve radii. The vertical
alignment as identified in the 2010 Study falls within £1%, hence requiring no further
change.

The review however has enabled the location and indicative length of bridges and tunnels to
be confirmed, together with the location of road/ rail crossing points.

Figures 6.1 overleaf illustrates the refined alignment for the Northern Rail Bypass; indicating
the location of key road and waterway crossings, the need and extent of tunnels and
bridges, as well as identifying key landmarks, townships and roads. It should be noted that
this alignment is still considered preliminary and will be subject to further development
through conceptual and detailed design.
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Figure 6.1 Northern Rail Bypass Alignment
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