




















 

































































































lIIlllI IlllllllliJlllillllll III
Department of Planning,
GPO Box 39,
Sydney NSW 2001

Department of Planning
Received

1 & JAN 2011

Scanning Room

Rowan Huxtable
22 Elizabeth St
Mangerton 2500
Ph 0408372792

12 January, 2011

RE: Project Application No. 10_0046, Gujarat NRE Coking Coal Ltd

Dear Sir/Madam,
I would like to formally object to the above mentioned Project Application and
continuation of mining operations at Gujarat NRE No 1 Mine at Russell Vale.

WATER SECURITY
According to the Dam safety commission a large part of the mining lease is
below the Cataract Dam. Water and water catchments are precious resources
and we should not allow mining under dams.

LARGE UNREGULATED CONTRIBUTION TO GHG EMISSIONS
Burning coal creates greenhouse gas emissions much greater than the
emissions involved in its production and transport. The EIS has not addressed
this issue at all.

Steelmaking is necessary. However, use of coal should be minimized, given its
greenhouse impact. Australia should control the end use of its coking coal and
audit the efficiency of the plants using its coal to make sure we are not
contributing to unnecessary GHG production.

POOR VALUE ADD FOR AUSTRALIA
The Gujarat operation minimizes the "value add" to Australia from this coal.
Coking coal should be treated as a strategic asset.
Any coal used should be washed in Australia. This saves transport GHG
emissions and creates jobs.
We should ensure we have a strategic reserve available for Australian steel
production long into the future.

Yours sincerely,

Rowan Huxtable

PCU018562PCU018562



Mining & Industry Projects 
Department of Planning 
GPO BOX 39 
Sydney NSW 2001 
 
15 January 2011 
 
Re: Project Application No. 10_0046, Gujarat NRE Coking Coal Ltd 
 
Dear Sir/Madam, 
 
I would like to formally object to the abovementioned Project Application and 
continuation of mining operations at the Gujarat NRE No 1 Mine at Russell Vale. 
 
The reasons I am objecting to this proposal are as follows: 
 

• Bellambi Lane being used as a carriageway, almost exclusively for NRE coal. The 
truck drivers show very little respect for the residents or even for other traffic 
using the road. 

• Noise from the trucks and the colliery is deafening. It is impossible to follow a 
conversation or watch a program on television. Our front doors and windows are 
not able to be left open to allow fresh air to enter or circulate through our home. 

• Dust from the trucks and the colliery settles on our homes, cars, laundry and is the 
general cause of an environment of dirt and unwellness. 

• The colliery sits adjacent to and affects a residential area. 
• There has been inadequate community consultation on this issue. Occasional 

newsletters addressed to “Our Neighbours” are not good enough. These only 
serve to tell us what they’re going to do regardless of the residents. 

• Inadequate monitoring (noise and dust) of the mine at current levels of 
production. These would be good so that residents can gauge how much worse 
things will become when production is stepped up. 

• The condition of the surface of Bellambi Lane and other frequently used roads 
will deteriorate rapidly and frequently. 

• Whilst I am certain the economic impact of this Application has been thoroughly 
researched and reported on, I feel that the positives to be gained economically 
have overshadowed proper community consultation. Specifically, the devaluation 
of surrounding properties (including mine) appears to have been lost on the 
Department of Planning. Should this not be at the core of your purpose? It is 
interesting to note that development proposals on Cliff Rd in Wollongong are 
continually rejected on aesthetic grounds. Does Bellambi Lane not warrant the 
same consideration? 

• Visually the mine is like a wart on what would otherwise be a beautiful backdrop 
to the township of Corrimal. 

 
Sincerely, 
Desmond C. Jacobs (111 Bellambi Lane, BELLAMBI NSW 2518) 



Submission to the New South Wales Department of Planning  

 Major Projects Application 10-0046  NRE No.1 Mine - Russell Vale 
 Philip Laird, PhD, FCILT, Comp IE Aust, University of Wollongong  December 2010 

 

 This submission is based on research conducted at the University of Wollongong. 

However, the views and research findings are the responsibility of the writer. 

 This submission includes updates of edited submissions of October 2008 and 

supplementary submissions (January and April 2009) to the Department regarding 

application 08-0009 by the Port Kembla Coal Terminal (PKCT) to both lift the curfew 

and to potentially expand road receival of coal to 10 million tonnes per annum (mtpa).  

 

1. The Illawarra Regional Strategy    

 Attention is drawn to statements on page 4 of the 2006-2031 Illawarra Regional 

Strategy of the Department of Planning as follows (emphasis added). 

 "It is important that the Region's transport networks support economic growth 

and maximise the efficiency of freight transport. In particular, what is required are 

strategic transport corridors to support development of the port of Port Kembla, increase 

the proportion of freight transported by rail, efficiently link regional centres and towns, 

and support public transport." 

   The consent given in June 2008 to application 08-0009 to increasing road 

haulage of coal to the Port Kembla Coal Terminal from the present high levels of about 5 

million tonnes per annum has the marked potential to reduce "the efficiency of freight 

transport" (from increased road congestion, increased road wear and tear and increased 

energy usage).  More coal on road would also reduce "the proportion of freight 

transported by rail". 

 

2. It is noted that the Preliminary Works Project  for NRE No. 1 Mine Russell Vale 

is not seeking to expand run-of-mine coal from above 1 mtpa. This could well be part of 

the consent conditions, along with other appropriate consideration regarding the road 

haulage of coal to minimize road safety risks and improve amenity for residents.  These 

could include, in addition to any code of driver behaviour requirements for coal trucks to 

be fitted with tachographs.  
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3. It is of note that the original consent granted in 1979 by Wollongong City Council 

for a coal loader at Port Kembla was for a maximum of 2 mtpa of road haulage. This 

limit was imposed in June 1979 with the consent of the NSW Government. 

 

4. State Environmental Planning Policy 7 (SEPP 7)  was gazetted in December 1982 

by the NSW Minister for Planning, and, that this occurred  after the then new Port 

Kembla Coal loader had been officially opened on 22 November 1982, and in part 

because the 2 mtpa limit consent condition became untenable in the absence of 

committed construction of a conveyor from the South Bulli Colliery to rail loading 

facilities near Bellambi Station.    

 If the Company wishes to expand its production of NRE No. 1 Mine above one 

mtpa (to 3 mtpa as foreshadowed)  is suggested that consideration be given to  

EITHER construction of a conveyor from the South Bulli Colliery to rail loading 

facilities near Bellambi Station (as agreed to by the previous owners of the mine c1980) 

OR  opening of a new mine outlet and connection to the long proposed Maldon 

Dombarton rail link. 

  

5. SEPP 7 did, however, by way of compensation to Wollongong City residents, and 

users of the Mt Ousley Road and other highways, retain a curfew to preclude coal 

trucking at night, as well as Sundays and Public Holidays. In addition, SEPP 7 did 

effectively reserve coal from Tahmoor and Western Mines to rail. 

 Despite the provisions of SEPP 7, the road haulage of coal continued to impose 

adverse social and environmental impacts on the City of Wollongong. These included: 

• Ongoing loss of life in fatal crashes involving coal trucks on public roads  

• Air pollution and noise from coal trucks on and near public roads  

• Increased road wear and tear  

• Contributing to road congestion at certain times, and  

• Increased dust pollution at the Port Kembla Coal Loader as road receival was, and 

is, a dustier operation than rail receival. 

 As a result, a number of reports were commissioned. In addition, Wollongong 

City Council, reflecting the concerns of ratepayers and residents, formed a Coal 

Transportation Task Force that reported in 1990.  

 Other reports of note include those of the:  
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• Coal Resources Development Committee (1989) Strategic Study of the Southern 

Coalfield 

• NSW State Ombudsman (1984) into the Maritime Services Board re the operation 

of the Port Kembla Coal Loader 

• Air Quality in the Illawarra (1985) by the Illawarra Environment Centre  

• Bureau of Transport Economics (1992) Relative Efficiencies in the Transportation 

of Commodities    

• Energy Research and Development Corporation (1993) Land Freight Transport 

Energy Evaluation 

• Air Quality in the Illawarra, and Transport Options (1992) A Young and P Laird 

• Report of the Commissioners of Inquiry (1993) re Port Kembla Coal Loader, and 

• The Kinhill Engineers Report for Wollongong City Council (1995). 

 

 Some comment from these reports follows: 

A. The 1990 Report of the Wollongong City Council Coal Transportation Task Force 

noted, inter alia, that the NSW Roads and Traffic Authority had then suggested that an 

average external cost of pavement wear and tear due to bulk haulage is 3 cents per net 

tonne kilometre.  This road pricing issue in relation to coal had been earlier taken up by 

Coal Resources Development Committee (1989, Strategic Study of the Southern 

Coalfield p49)   that noted there is a potential to use "hidden costs" of road transport "... 

as a form of cross subsidy for coal producers who do not use road transport". 

 

B. The report Air Quality in the Illawarra (1985) by the Illawarra Environment 

Centre (prepared with the financial assistance of the Federal Department of Environment) 

had recommendations including #  7   “The state government should recognise the need 

for an adequate rail transport system for coal in the Illawarra so that the coal loader can 

operate at its originally planned level of road receival.” 

 This still applies. As noted above, the original planned limit was set at  2 mtpa. 

 

C. The Federal Bureau of Transport Economics in the above cited 1992 report found, 

inter alia, that train operating costs in terms of cents per net tonne km for Southern NSW 

coal train operations on existing lines could be appreciably lowered (by over 30 per cent) 

if the Maldon - Dombarton link was completed and electrified.  This conclusion was 

reached after extensive analysis. 
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D. The 1993 report Land Freight Transport Energy Evaluation Main Report-Part One 

by P Laird and G Adorni-Braccesi for the Energy Research and Development 

Corporation (ERDC) and undertaken at the University of Wollongong, with the 

assistance of consultants, found in part that transport of coal to Port Kembla had a low 

overall energy efficiency of 1.34 net tkm per MegaJoule (MJ - which is less than one 

third of Central Queensland coal train operations). It also had high land transport 

operating costs along with high social and environmental costs  (respectively $160 

million and $19 million for one year).  

 The ERDC project did not attempt to give a judgement on what is an appropriate 

limit, if any, for road haulage of coal.  Rather, it showed that under the proposals made in 

1992 by the PKCT and BHP, by 1996-97 with coal tonnages to Port Kembla raised to  26 

mtpa of coal  over the existing rail and road system, and O'Brien's Drift  upgraded, the 

overall energy efficiency would be 1.47 net tkm per MJ. If, however, the conveyor at 

O'Brien's Drift  was not upgraded, and road haulage of coal remains high, then the overall 

energy  efficiency would remain low.  

However, if the Maldon - Domarton rail link was completed and electrified 

between Glenlee, Tahmoor, Tower (with spur line) and Port Kembla, there would be a 

reduction of annual operating costs by some 17 per cent, a reduction of social costs of 

some 23 per cent, a saving of diesel fuel of about 9 million litres of diesel a year, and an 

increase in average energy efficiency to about 1.6 ntkm/MJ.  

 

E. The Report of the Commissioners of Inquiry (1993) re the Port Kembla Coal 

Loader was followed by the NSW Minister for Planning making a determination in 1994 

granting consent for expansion of the Port Kembla Coal Terminal. In addition, the 

Minister for Planning also acknowledged three other items.  These were: 

1. Noise Impacts on residents along Mt. Ousley Road (leading to noise walls). 

2. Formation of a Working Party by the NSW Department of Transport into 

Burragorang Valley Coal Transportation arrangements.  

3. BHP giving a commitment to upgrade O'Briens Drift.  

 

F. Following approval in 1993 by the Federal Department of Local Government of 

funding for a $100,000 feasability study for completion of a St Marys/Badgerys Creek - 

Campbelltown - Maldon-Dombarton rail link, a report was presented to Wollongong City 
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Council in  May 1995. This report examined in some detail potential coal and general 

freight traffic.  

 The main finding of the Kinhill Engineers report, based on calculated negative 

Net Present Values, was "...that the St Mary's  - Port Kembla rail link is not economically 

feasible" at this time.    

In regards to the Maldon - Dombarton link alone, although the NPV's were in one 

case positive (as was the case with the ERDC report), it was held that completion of the 

35 km link was "not economically feasible and could not be justified on the basis of the 

coal and freight traffic expected in the foreseeable future.”     

The Kinhill Engineers report recommended instead that  

 i. payment of Community Service Obligation (CSO) payments to encourage all 

Clutha coal onto rail.        

ii. "...establishment of an effective road use charging system whereby road coal 

freight vehicles pay for the full external costs" (emphasis added) such as pavement 

damage, congestion, noise and environmental costs  [NSW moved away from this in 

1996 when adopting Australia wide heavy vehicle charges determined by the National 

Road Transport Commission; and the issue is now receiving ongoing attention by the 

National Transport Commission and CoAG]. 

iii. use of planning instruments to maintain the St Marys Glenlee and Maldon -

Dombarton rail corridors.     

 

6. The applicant in a report by Olsen Environment Consulting for NRE re: Surface 

facilities and On-site Traffic Preliminary works Part 3A, it states (page 26) that “during 

the 1980’s and 1990’s, the Mine was producing up to 3 Mtpa of Run-of Mine Coal. 

Washed coal was transported from the site by 25t capacity coal trucks regularly 

transporting between 8,000 and 12,000 tpd on a typical day and peaking at 18,000 tpd. 

This was achieved at a coal truck access rate of typically 35 per hour, ranging up to 55 

per hour. During these times an average of approximately 250 truck loads per day (to and 

from the site) were required to achieve the transport task.” 

 A point of clarification is needed here. At that time, it is understood (and implied) 

that the coal mine (South Bulli)  then had a washery, so that the actual transported coal 

was less than 3 mtpa (with a question re the coal washery discard). 

 The  1993 report Land Freight Transport Energy Evaluation Main Report-Part 

One cited above on page 119 notes, inter alia, South Bulli having a 1991-92 tonnage of 
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1.7 mt (From the PKCT EIS) with a haulage length of 14 km (and hence a road freight 

task of 4.2 net million tonne km.  

 This 1.7 mt is much less than the claimed 3 mtpa. 

 

7. It may be argued that the history does not matter. On the other hand, the haulage 

of South Bulli coal over the years through the shopping centres of Corrimal and Fairy 

Meadow pending the completion of the Northern Distributor meant that both residents 

and shop keepers were subjected to excessive road safety risks, noise, air pollution and 

other loss of amenity.  

 An outline of the wider problem follows (from a joint authored book of this and 

other writers Back on Track … UNSW Press 2001) of the previous situation.  

BOX 2.2  PORT KEMBLA COAL EXPORTS   

In May 1979, no fewer than six lives were lost in two road accidents involving coal 
trucks.  The public reaction was a massive petition signed by 40,000 people and 
presented to the NSW Parliament: We, the residents of Illawarra and Southern 
Tablelands living on the road haulage routes used by heavy transport hereby request 
your consideration of our petition. I, the undersigned, am appalled by the continuing 
carnage on our roads and in particular Mt. Ousley, and join in demanding the local, 
State and Federal authorities take immediate action to ensure motorists' safety. 
 I further demand the relevant authorities make provisions for the complete 
abandonment of coal haulage by road.  
 
 The immediate NSW Government response was a 40 km per hour speed 
restriction on heavy trucks coming down Mt. Ousley, and a thorough mechanical check 
of the entire coal truck fleet. The results, as reported in 1980 (McDonell) by a 
Commission of Inquiry showed that some 30% of the coal trucks had major safety 
defects, mostly in the braking and steering systems. This led to the ongoing efforts of the 
NSW authorities in annual and random safety checks of the mechanical condition of 
heavy trucks operating in NSW. 
 
 However, in 1983, Illawarra coal trucks were reportedly involved in fatal crashes 
at rates, per 100 million vehicle kilometres, of up to three times higher than NSW 
averages for all articulated trucks. During the eight years from 1978 to 1985, trucks 
hauling coal to Port Kembla were reportedly involved in some 27 road fatalities. Further 
efforts by the NSW Government and the coal and trucking industry in the late 1980s, 
along with much road upgrading, lead to an appreciable improvement in safety in coal 
trucking. However, the upgrading of main roads used by coal trucks and other vehicles 
came at a large cost, estimated to exceed $250 million. 
 
 In 1983, the NSW Government commenced work on a Maldon - Port Kembla 
railway.  However, after an outlay of some $50 million on new track, half a bridge, and a 
start on a tunnel, work was stopped in 1988 by the Greiner Government. 
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 Other external costs of coal trucking to Port Kembla include road congestion in 
urban areas, air pollution, vibration, and noise. The noise from coal trucks was found to 
exceed NSW Government road side noise guidelines and was appreciably more than the 
noise from coal trains (Healthy Cities Illawarra/EPA, 1993). Subsequently, extensive 
noise walls extending for several kilometres along Mt Ousley, and other roads used by 
coal trucks near residential areas in Wollongong City, were installed.  
 
 The impacts were well summarised by a NSW Coal Development Strategies 
Industry Task Force report (1990, p59):"Road haulage has significant community costs 
including noise and dust pollution, increased energy usage, increased road maintenance, 
safety hazards, negative effects on tourism and complaints from local residents". 
 

8. Even if one sets the history aside, the current levels of road haulage of coal at 

about 5 mtpa  to the PKCT (including 1 mtpa from Russel Vale) impose significant social 

and environmental impacts.  

 External costs do not appear to be a Director - Generals requirement for this 

application. They are however, a required part of the AusLink project assessment in the 

National Guidelines for Transport System Management In Australia released in 2004 

(and updated in 2006) by the Australian Transport Council.  

9 One external cost is the under-recovery of road system costs from articulated 

trucks hauling heavy loads over large aggregate distances each year. Although the subject 

is open to debate, there is general agreement at the Federal and State level of government 

that the operation of B-Doubles hauling heavy loads and large aggregate annual distances 

are subsidised. Here, the Productivity Commission independently found in 2006 that the 

current methodology used by the National Transport Commission for determining 

charges is “conservative” by international standards (i.e. resulting in lower charges) and 

that payments made by certain six axle articulated trucks do not meet NTC allocated 

costs. In addition, it is noted the ratio between New Zealand and Australian road user 

charges for a heavy 9 axle B-Double hauling long annual distances is about four to one, 

and, for heavily laden semitrailers hauling long annual distances, the ratio between the 

New Zealand user pays charges and the charges is about three to one.  

  External costs were also addressed in a 2001 Australian Rail Track Corporation 

Track Audit (by Booz Allen and Hamilton) which gave unit estimates for '… noise 

pollution, air pollution, greenhouse gas emissions, congestion costs, accident costs, and 

incremental road damage costs" for road and rail freight in both urban and non-urban 

areas.   
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 These unit estimates were revised as part of research at the University of 

Wollongong for Queensland Transport and the former Rail Cooperative Research Centre 

(CRC) as follows (in year 2000 values): 2.75 cents per ntkm for road haulage in urban 

areas, 1.98 for road haulage in non - urban areas, 0.43 for rail haulage in urban areas, and 

0.17 for rail haulage in non - urban areas.   The cost for road haulage in urban areas, with 

indexation, is similar to the amount accepted by Council in 1990.   

 It can be seen that rail has significantly lower external costs for the movement of 

freight in general and coal in particular when track access charges include a capital 

component (as they do in Queensland and the Hunter Valley).  

 It is recommended that the proponent be required to give consideration to all 

external costs, with some attempt as to their quantification. This could be by use of 

default values given in the above cited and updated 2006 National Guidelines for 

Transport System Management In Australia. From Appendix 2  of the  2004 ATC 

publication,  Default Externality Values (Austroads) are given. These follow in Table 1 

for  articulated trucks, but need to be supplemented with unrecovered road system costs 

and (as per a recent NSW Grain Freight Review) road crash risk costs. 

 

TABLE 1  UNIT EXTERNAL COSTS -  ATC DEFAULT VALUES 

Externality    Urban  Rural   (Rail) 

Air pollution (primarily diesel) 0.87      0.0035   0.30 

Greenhouse/Climate change   0.07      0.07   0.03 

Noise      0.23       0.00   0.004 

Water      0.01          0.00    0.005 

Nature and landscape   0.33         0.003     0.068 

Urban separation    0.20       0.00   0.069 

All costs are in 2001 $A, except water pollution 2002   

Rail calculations are also given (in brackets).  

 

 Standard methodology of assessing road system costs includes not only vehicle 

numbers, but three other standard and important indicators: Passenger Car Equivalents 

(including 3 for a semitrailer and 4 for a B-Double), Average Gross Mass Vehicle 

kilometres, and, Equivalent Standard Axle kilometres. These parameters are outlined in 

official reports such as those of the National Transport Commission, yet only vehicle 

numbers and vehicle kilometres are often used in EAs. This understates the real impact 
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on the road system, and other road users, of the present 5 mtpa and the proposed 

maximum of 10 mtpa of road haulage of coal. 

 Road systems cost under recovery from heavy truck operations represent real 

dollars to tax payers. 

  Even without road accidents, the introduction of more heavy trucks carrying coal 

on a highway system already stretched at peak hours (as noted in the Auslink Sydney-

Wollongong draft and final strategies) will cause incremental increases in journey time. 

This effort is better measured in Passenger Car Equivalent kms rather than plain vehicle 

kilometres; and gives rise to a road congestion externality. This should be addressed by 

the proponent. 

  

10. The Russel Vale Mine is approximately 14 km from Port Kembla.  Based on the 

above cited 3 cents per net tkm estimate (either the 1990 Wollongong City Council/RTA 

estimate for road system costs under-recovery or current estimates of six basic external 

costs), then for each million tonnes of coal hauled by truck from Russell Vale to Port 

Kembla, there is a hidden subsidy of $0.42 million.   

 It is of note that the Government of Western Australia in a December 2006  

submission “Comment on the Discussion Draft of the Productivity Commission’s Inquiry 

into  Road and Rail  Freight Infrastructure  Pricing” gave careful attention to both road 

pricing and external costs. On page 2 of this report, it is noted, inter alia, that  

“In WA, there are a number of examples of the movement of bulk material by road 

where attributable costs are clearly not being covered.  There are situations where 

increases in heavy vehicle charges could have a significant benefit on rail’s modal 

share.  There are also a number of cases in WA of mineral ore and grain movement 

where there is direct competition between road and rail services.”   

 State Governments, by a combination of carrots and sticks can assist in moving 

bulk freight from road to rail. By way of example, in Western Australia Planning and 

Infrastructure Minister the Hon Alannah MacTiernan MP, noted that on 14 June 2007   

that the WA Government will regulate the haulage of woodchips and logs in the South-

West to ensure that the movement of timber products by rail destined for the Port of 

Bunbury is economically viable. To quote from her Media Release of that day “We want 

to provide the best balance between road and rail freight, to ensure the impacts of freight 

on communities are minimized.”   

 Why not in New  South Wales ? 
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11. Based on research conducted at the University of Wollongong, the average 

accident risk cost for freight moved by articulated truck is 0.6 cents per net TKM as 

against 0.03 cents per net TKM for rail. The ratio is 20 to 1 suggesting that rail is twenty 

times safer than articulated trucks as a way of moving freight. 

 

12. The ratio of energy use for bulk haulage of coal by road to rail is about three to 

one.  This has implications for greenhouse gas emissions. 

 

13.  It is understood that no other coal loader in Australia receives coal by road, 

although some was previously received in limited quantities by road at an old Newcastle 

loader and at Brisbane. Currently, all coal for Newcastle and Central Queensland coal 

loading facilities arrives by road at these coal terminals. 

 

14. There is accordingly a case to reduce road haulage of coal to Port Kembla, as 

opposed to increasing it. Recommendation 7 of the report Air Quality in the Illawarra 

(1985) by the Illawarra Environment Centre stated “The state government should 

recognise the need for an adequate rail transport system for coal in the Illawarra so that 

the coal loader can operate at its originally planned level of road receival”. 

 This recommendation is commended.   

 

15. An adequate rail system would now appear to include completion of the Maldon - 

Port Kembla Railway.   

 

16. Pending completion of this railway, or alternative options such as the use of 

conveyors, there is a case for limiting mine production. 

 

17. The maintenance of the present road curfew for the haulage of South 

Bulli/Russell Value  Coal is supported.  

   

 It is of note that in or near the Melbourne suburb of Footscray in the State of 

Victoria, a street parallel and just west of Bunbury Road was subject in 2006 (and 

ongoing) to trucking hour curfews. To quote from the notice: 
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NIGHT & WEEKEND 

TRUCK CURFEW 

FRANCIS STREET 

8  PM - 6 AM  MON - SAT 

1 PM SAT - 6 AM MON 

The website (in January 2009) 

http://www.vicroads.vic.gov.au/Home/HeavyVehicles/RouteInformation/TruckCurfews  

lists no fewer than seven (7) locations with trucking curfews at these times. Apart from 

Francis Street, the other roads and their locations are listed as follows: 

• Ascot Vale Road at  Epsom Road to Western Ring Road 
 

• Beaconsfield Pde, Jacka Blvd, Marine Pde, Ormond Esplanade, St Kilda Espl and 
Beach Road at Bay Street to Nepean Highway 

 
• Malvern Road,  Malvern at Burke Road to Waverley Road 

 
• Pacoe Vale Road, Essendon & Strathmore at Dean Street to Western Ring Road 

 
• Somerville Road,  Yarraville at Geelong Road to Hyde Street 

 
• Wattletree Road, Malvern at Dandenong Road to Burke Road 

 
  Other restrictions, including 8am to 9.30am, 2.30pm to 4pm, during school days 

and 7am to 7pm Monday to Friday may also be found on this list. 

 Attention is also drawn to the restrictions imposed starting in 2005 on coal 

movements by road from the Curragh Mine to the Stanwell Power Station in Queensland. 

This traffic has since reverted to rail. The restrictions were outlined in page 15 of a 

Wesfarmers Curragh And Wagners Transport Pty. Ltd   Road Use Management Plan   

For Haulage Of Coal From    Curragh Mine To Stanwell Power Station 

  “Stanwell shift changes: In accordance with Stanwell directions no haulage is 

permitted along Power Station road at  the following times:  •  6.45am - 7.15am; and   •  

3.45pm - 4.15pm.  Curragh Shift Change no curfew but other measures proposed.   

  Easter:    Consistent with the RIA, the following haulage curfew is proposed:    

 2:00 - 8:00pm Thursday before Easter  8:00am - noon Good Friday   and  10:00am - 

6:00pm Easter Monday. Other public holidays to be monitored. 
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18.  As noted by Tourism Wollongong (presentation 12 August 2008), although 

Wollogong is currently Australia's tenth largest urban area in population,) its growth rate 

is subdued to about 58th in Australia. This, in part, reflects transport limitations. 

 

19.  When commenting on conditions imposed by the government of New South 

Wales on the operation of a new coal loader at Newcastle, the Sydney Morning Herald on 

4th September, 1976, noted that these included –  

“All existing rail shipments must continue, and all coal from future new mines and 

increased output from existing mines also go by rail”, and 

“Road haulage of coal will be ‘the subject of tough environmental protection action’.” 

 It is recommended that these two principles be applied to the operation of the NRE 

No. 1 Mine - Russell Vale. 

 

20. On 11 and 12 March 2009 at Wollongong City Council chambers, the NSW 

Planning and Assessment Commission held a public hearing into Major Projects 

Application   08_0149 re Metropolitan Coal Project.  Many people chose to attend this 

public hearing.  

 As noted by the Sydney Morning Herald Planning powers too much for minister, 

says ICAC  December 14 2010, in May 2008, Mr Sartor told Parliament he expected 

''about 80 per cent of Part 3A projects will be delegated to the commission'', at the 

discretion of the planning minister. 

 It is suggested that the option of determination of the current by the Planning and 

Assessment Commission coupled with the holding of public hearings, if not for the 

preliminary application, then certainly for Underground Expansion Project (for which the 

D-Gs requirements have been issued) should be given consideration. 




