
NSW Freight and Ports Plan Comments by Moree Plains Shire Council 

Section/Page Comment 

Title/ 1.1 pages 
5 

The name of the plan is not considered entirely descriptive. Ports 
are only one aspect of the physical infrastructure associated with 
freight movements. In our view consideration needs to be given to 
both links and nodes generally throughout the National logistics 
framework, giving specific consideration to the role of NSW. 
 
The overall roles of the plan are supported, in particular noting the 
rapid development of both infrastructure and systems technology 
reinforces the importance of the suite of documents being “living 
documents”. This suggests that part of the role of the plan is to 
report what has happened, identify what is planned and also 
ensure that megatrends are identified. At a more detailed level the 
plan should provide overall guidance for public and private 
investment in the freight and logistics sector, in particular where 
this intersects with the public realm. 
 
It is noted, P7, that ongoing Stakeholder engagement is considered 
critical and this is strongly supported. In this regard it is suggested 
that care needs to be taken to ensure that non-obvious 
stakeholders are also engaged. In particular this includes 
stakeholders outside the direct transport and logistics fields. 
. 

General There are a number of actions noted in the document but no 
concise listing indicating milestones. A summary of actions would 
be of assistance. 

1.3 page 10 Council has observed some of the consultations around Future 
Transport 2056 particularly on social media. While the intent of 
gaining genuine community input into this document is 
commended, Council suggests that the social media approach was 
fairly superficial. That being said the six key priority outcomes are 
considered appropriate and relevant to the current plan. 

1.4 page 12 The priority areas are considered generally appropriate, however 
consideration should be given to rewording point 3. It is important 
to not only protect existing freight precincts but also freight 
corridors. Similarly, land use allocations need to be made, with 
appropriate protections, for new nodes and links within the logistics 
network.. Possible alternative wording could be “Protect existing 
and potential future freight precincts and freight corridors”. 

A slight note of caution needs to be sounded regarding investment 
planning in particular the location of future facilities. Government 
has a relatively poor track-record of “picking winners” and at the 
end of the day significant private investment is required to facilitate 
items such as intermodal facilities and the like. This reinforces the 
importance of investment principles rather than necessarily 
identification of specific projects and locations. 

Similarly, modes and routes are very much driven by price and 
market with the overall role of the freight and logistics network 
being facilitated. 

1.5 page 14 Previous consultation with Council through a face to face session 
was very much appreciated. In many respects there would be 
benefit in an ongoing consultation framework across key industry 
sectors. This could be particularly beneficial in reviewing the 
performance of the plan as it rolls out. 



1.6 page 15  In terms of scope and purpose “getting the plan right” tends to 
imply a relatively static document. Instead, in our submission, 
“getting the overall process right” might be a better way of thinking 
about this. The “working together” diagram on page 17 is not 
considered to add significant value in terms of the complex 
relationships between the agencies of government, “industry” 
(assumed to be any enterprise depending on or generating freight), 
local government and the broader community. 

1.7 page 18 The 2013 strategy “successes” are very much based on specific 
projects, noting that the three aims of network capacity, efficiency 
and sustainability still remain relevant..  This excessive project 
focus has tended to be a failing with historical transportation 
planning in NSW.  

2.3 page 28 Coal volumes may plateau or fall within the next 40 years.  Climate 
change in particular increased variability may limit the long-term 
average growth of grain. Service expectations not only include 
consumers but also the near universal change to just-in-time 
delivery systems for industry and retail. The expected significant 
shift to a parcel delivery for much of retail needs to be given close 
attention.  Just-in-time delivery is also trending strongly in the 
agricultural sector from farm gate to railhead to port. The last mile 
problem remains particularly significant in regional areas. In the 
case of areas such as Moree and other black soil areas the local 
Road network is emerging as the fundamental constraint in 
enhancing logistics chains. Heavier and longer vehicles are a major 
trend in North-West NSW where current work is looking at moving 
to quads wherever possible. Sharing of rail infrastructure also 
includes competition between bulk commodities such as grain and 
coal. Overall this section would benefit from a more explicit focus 
on urban and regional as a separate but overlapping and 
complementary transport tasks. In particular, the section gives 
inadequate weight to regional matters. 

2.4 page 29 In addition to consumer service expectations there is increasing 
emphasis on just-in-time logistics systems including in the 
agricultural sector. Similarly, attention needs to be paid to “1st mile” 
challenges from farm gate to railhead/sealed road network. This 
includes network “pinch points” as well as challenges to the use of 
the local road network such as black soil roads. 

2.5 page 32 In considering ports generally this section tends to mix issues of 
port management and cruise ships with the role of ports as key 
nodes in the overall freight and logistics network. 

Information about the ports is relatively brief and additional 
information on trends and constraints would be of benefit. Splitting 
Port Botany and Port Kembla in terms of overall trade forecasts 
may be of benefit in particular given the quite different hinterlands 
served. 

2.5 page 35 Port of Newcastle 

The value and benefit of the Port of Newcastle as a transport and 
supply chain logistics centre is considered not to be adequately 
represented in the brief narrative. 

The Port of Newcastle is a key economic driver for NSW that has 
the ability to service a large part of the state, including the Hunter 
region. The central West and North West are key components of 



inland regional areas that comprise the food bowl of New South 
Wales, which are within the Port of Newcastle service catchment. 

Effective, efficient and reliable transport and logistics systems are 
fundamental to the economic prosperity of Moree Plains as well as 
other inland regions. The Moree Plains is ideally located in the 
heart of Australia’s most productive agricultural area contributes in 
excess of $1 billion of agricultural production which requires a 
transport system that can move high volumes of goods quickly 
safely and cost effectively to the markets. 

The Port of Newcastle will be the first port to be connected to the 
Inland Rail, via the ARTC Hunter Valley Network. This presents an 
opportunity NSW to capture and maintain NSW trade which may 
otherwise be lost outside of the state once Inland Rail is complete. 
For example, the Port of Newcastle is the capacity to develop a 2 
million TEU container terminal. 

To ensure that transport strategies positions NSW exporters and 
strongest possible position, it is essential that transport and freight 
strategies take state-wide view. Capacity and valued at the Port of 
Newcastle and is road and rail supply chains offer is too valuable to 
ignore. 

As a minor point, cruise ships are not cargo. 

2.5 page 36 Import Containers 

It is considered that the discussion on import containers is 
selective, too narrow and does not provide a realistic analysis of 
opportunities that present themselves in this area for NSW 
communities, industry, agriculture, natural resources and 
stakeholders. 

For example, given the significant freight demands of the NSW 
inland regions which comprise the food bowl of NSW, a container 
terminal located at the Port of Newcastle would be strategically 
placed to provide substantial economic and community benefits to 
be realised by allowing more efficient movement of freight to the 
markets. 

This section should also provide an analysis for import containers 
and trade at the Port of Newcastle. 

In addition, the potential for import containers to land bridge to 
inland port/intermodal facilities should be given consideration. 

2.5 page 37 Port of Yamba 

To ensure that this document represents current information, it is 
suggested that the number of trading vessel visits be updated to 
reflect the period 2016-17, if available. 

2.5 page 38 Coastal Shipping 

While it is acknowledged that further investigation is warranted to 
expand NSW inter and intra state cost of shipping, this section 
should reflect the work that the ARTC has carried out throughout its 
rail network. For example, the ARTC has demonstrated capability 
to move a large volume of grain from the North West to the Port of 
Newcastle. In addition, further attention could be paid to the 
movement of building commodities to Sydney, in particular. It is 
noted that the pioneer quarry at Bass Point, Shellharbour, 
previously had and operational open-sea loading facility 



2.6 page 38 It is beneficial to see current and proposed intermodal terminals 
mapped across regional. In addition, would have been useful to 
discuss principles surrounding the location and development of 
these facilities, given their increasingly significant role in the freight 
and logistics network. It should be noted that Moree is also 
proposing an additional intermodal facility. 

2.6 page 40  Role of Inland Rail 

This section discusses the Inland Rail project; however in neglects 
to represent the route that the Inland Rail will take through NSW. 
Including the Inland Rail route on the map presented in this section 
will provide the reader with an opportunity to place this activity into 
perspective.  It is noted that the section refers to the potential for 
the project to encourage the development of new intermodal 
terminals however this is phrased in very speculative terms.  The 
NSW Intermodal Task force did undertake significant work in 
assessing potential intermodal opportunities however at the time of 
this submission no final report has been sighted. Cross reference to 
the work of this group and the findings would be of benefit. 

2.7 page 42 The reforms regarding heavy vehicle charging are noted. An 
important debate is, however, the funding of the local road network 
in particular where that network is intrinsic to agricultural 
productivity. Moree Plains is a classic case-study where very 
significant agricultural production is limited by black soil roads. 
Council does not have the revenue base to maintain the unsealed 
road network at a gravel all-weather standard. Value capture from 
highly productive areas is necessary to ensure that the road 
network facilitating that productivity is developed and maintained to 
an appropriate standard. This is a critical element in resolving the 
“1st mile” problems are referred to above. 

2.8 page 43 Technology 

Discussion in this section is noticeably absent of any mention 
regarding rural first and last mile. It is suggested that a detailed 
discussion on rural first and last mile be included to provide 
credibility of the document for readers outside of an urban 
environment. 

2.9 page 47 Inland Rail in NSW 

Figure 28: NSW Inland Rail indicates that Boggabilla is in 
Queensland; however it is in NSW. It is considered overly-
prescriptive to discuss three potential regional freight interchanges. 
In practice, interchanges will be driven by market forces both in 
terms of exports and imports to and from regions. 

5.3 Regional 
NSW Initiatives 

It is strongly suggested that an additional initiative be development 
of a container terminal at the Port of Newcastle. 

7.3 Appendix B Comments regarding the Port of Newcastle do not appear to align 
with Appendix B, specifically ‘supporting the development of the 
Global Gateway Cities of Newcastle’. Therefore, please refer to our 
comments regarding the Port of Newcastle. 

   

 


