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Context 

On 5 September 2004, the Australian Rail Track 

Corporation (ARTC) commenced a 60-year lease of the 

Interstate and Hunter Valley rail lines in New South 

Wales. 

In early 2005, ARTC began to release an annual 

Hunter Valley Corridor Capacity Strategy (HVCCS), or 

the óStrategyô, setting out how ARTC planned to ensure 

that rail corridor capacity in the Hunter Valley would stay 

ahead of coal demand. This HVCCS is the thirteenth of 

these annual strategies.  

The Hunter Valley rail network (figure 1-1) is an 

integral part of the worldôs largest coal export supply 

chain. It consists of a dedicated double track ócoal lineô 

between Port Waratah and Maitland, a shared double 

track line (with some significant stretches of third track) 

from Maitland to Muswellbrook in the upper Hunter 

Valley, and a shared single track with passing loops 

from that point north and west.  

Nearly all export coal shipped through Newcastle is 

transported by rail across this network for shipping from 

Carrington (Port Waratah), or one of the two terminals 

on Kooragang Island.   

In common with the earlier strategies, this Strategy 

identifies the future constraints on the coal networkôs 

capacity, the options to resolve these constraints and a 

proposed course of action to achieve increased coal 

throughput.  

The fundamental approach of ARTC in developing 

this Strategy has been to provide sufficient capacity to 

meet contracted volumes based on the principles of the 

ARTC Hunter Valley Access Undertaking (HVAU). It 

also identifies those projects that would be required to 

accommodate volumes that have not yet been the 

subject of a contractual commitment, though these are 

hypothetical scenarios only and do not imply that such 

volumes will be contracted.  

This 2020 Strategy contemplates ómost likelyô and 

óprospectiveô scenarios in addition to the ócontractedô 

volume scenario. Like the 2019 Strategy, the most likely 

and prospective scenarios have been directly provided 

by producers and endorsed by the Rail Capacity Group 

(RCG).  

This Strategy identifies a preliminary scope of work to 

accommodate contracted plus prospective volumes of 

up to 246 million tonnes per annum (mtpa). This is a 

small decrease in the peak volume compared to the 

2019 Strategy.  

It also identifies a pathway for meeting demand 

under the most likely scenario, which peaks at 218 

mtpa, which is also slightly lower than the equivalent 

scenario as projected in 2019. Required and 

recommended projects for contracted volumes are also 

identified. 

For administrative purposes under the HVAU, the 

network is categorised into three zones, Ports - Bengalla 

(zone 1), Bengalla - Ulan (zone 2) and Muswellbrook - 

Narrabri (zone 3). This Strategy sometimes refers to 

these zones rather than section names, noting that for 

simplicity Muswellbrook - Bengalla is sometimes treated 

as being in zone 2 as it is located on the Ulan line. 

It is important to note that the whole Hunter Valley 

coal supply chain is interlinked. The stockpiling and 

loading capability of the mines affects the trains 

required, while the train numbers affect the rail 

infrastructure and so on. The capacity and performance 

of the system is entirely interlinked and the capacity of 

the rail network needs to be considered in that context.  

In determining capacity ARTC makes certain 

assumptions which are generally covered in this 

Strategy. The delivery of throughput to align to capacity 

can be impacted by a range of performance issues 

across the supply chain. While some of these 

performance issues are covered in this document, it is 

not the key purpose of the Strategy. 

INTRODUCTION 

1  
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Figure 1-1 - The general location of the Hunter Valley network on the east coast of Australia.  

HVCCC Master Planning 

Capacity analysis in this Strategy takes no account of 

the capabilities of loading and unloading interfaces, 

including the capabilities of private rail sidings and 

balloon loops. In other words, at the conclusion of each 

project the identified rail capacity will be available, but 

this does not necessarily mean the coal supply chain will 

be able to make use of this capacity at that stage. This 

broader coal supply chain capacity analysis is 

undertaken by the Hunter Valley Coal Chain Coordinator 

(HVCCC). 

The HVCCC is responsible for the co-ordination of 

coal chain planning on both a day-to-day and long term 

basis. Its role includes continuously developing a Hunter 

Valley Master Plan that deals with the optimisation of 

capacity enhancements across all elements of the coal 

chain with a view to providing an integrated planning 

road map.  

ARTC is strongly supportive of this master planning 

process. It sees this Strategy as both needing to provide 

the supporting rail infrastructure analysis for the master 

planning process, and to respond to the investment 

options identified in the Master Plan.  

The HVCCC also makes an annual declaration of the 

system capacity of the Hunter Valley coal chain in the 

demand context of track contracted volumes. For 2020, 

the HVCCC has determined that track system capacity 

does not represent a constraint on system throughput. 

That is, HVCCC has forecast that track system capacity 

will not constrain currently contracted volumes.  

Delivering capacity efficiently 

Since 2016, the Strategies have included an explicit 

refocussing of ARTCôs forward investment program 

toward technology and innovation with a view to 

increasing efficiency and lowering cost on a whole-of-

coal-chain basis. Underpinning this approach is the 

introduction of new processes and technology under the 

ARTC Network Control Optimisation (ANCO) project to 

optimise ARTCôs network control in the Hunter Valley 

through enhanced dynamic capability to manage 

variation and streamline network wide train 

management. ANCO is currently being implemented 

between Hexham and the port, completing the rollout 

across the Hunter Valley network. 

This could in future be supplemented by the 

implementation of the Advanced Train Management 

System (ATMS) which provides communications-based 

safeworking. 
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Figure 1-3 - Current Volume Forecasts vs. 2019 Strategy Volume Forecast, Muswellbrook (mtpa) 

Figure 1-2 - Current Volume Forecasts vs. 2019 Strategy Volume Forecast, Newcastle Terminals (mtpa) 

While these initiatives offer significant improvements 

in efficiency, they also have the potential to increase 

utilisation of existing assets at relatively low cost.  

ARTC believes that industry remains supportive of 

the approach of delivering capacity at the lowest 

possible cost. 

The focus on technology and innovation therefore 

continues to align well with a strategy of delivering both 

increased efficiency and capacity. It recognises though 

that there remains a level of uncertainty around ATMS 

and accordingly also documents a pathway based on 

loop investments. 

Volume Forecasts 

ARTC contracts on a rolling 10 year ñevergreenò 

basis. Contracted export coal volumes were 196.5 mtpa 

in Q1 2020. They are essentially stable at approximately 

this level until they start to decline from Q1 2024, falling 

to 157.9 mtpa in 2028.  
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Figure 1-5 - Current Volume Forecast vs. 2019 Strategy Volume Forecast, Werris CreekðMuswellbrook (mtpa) 

Figure 1-4 - Current Volume Forecasts vs. 2019 Strategy Volume Forecast, BylongðMangoola (mtpa) 

Access holders chose to not roll-over some volume 

in the 2014-2016 period. This volume has not been 

replaced by new volume contracts at this point.  

Contracted volumes also include up to 9.4 mtpa of 

domestic coal. This volume is included in all modelling of 

capacity and utilisation. This volume declines to 8.8 

mtpa in 2021 and to 5.0 mtpa in 2026. It includes traffic 

from the Hunter Valley to Central Coast power stations.  

The Strategies have always set out a óprospectiveô 

volume scenario to provide an understanding of the 

consequences of a high-end volume outcome.  This 

Strategy follows the 2017 and 2019 strategies by 

including a ómost likelyô scenario as a middle ground to 

help support more detailed capacity planning. 

The most likely and prospective scenarios have been 

sourced from current and potential access holders on 

the basis that: 
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Figure 1-6 - Volume growth forecasts by mine, prospective scenario. Note that growth is represented by diameter 

¶ Most likely volume is the volume pathway that 

access holders consider is their best assessment 

of future volume; and 

¶ Prospective volume is that which access holders 

consider is their best assessment of maximum 

potential volume over and above existing 

contracts.  

Under the provisions of the HVAU, it is a matter for 

the RCG to determine the prospective volumes that are 

to be used for the purposes of this Strategy. The RCG 

comprises representatives of the access holders, along 

with the HVCCC and rail operators. The three volume 

scenarios have been reviewed and supported by the 

RCG.  

This Strategy continues to calculate capacity directly 

from the contracted number of paths, using the method 

first used in the 2019 Strategy, rather than the method 

used in prior Strategies of calculating paths from 

contracted volumes and assumed train configuration. 

The change in methodology resulted in a minor increase 

in capacity.  

Inclusion of a volume in the most likely or prospective 

scenario does not imply that ARTC believes that the 

volume will eventuate. Rather, it is used as a guide as to 

the nature of the projects required in that growth 

environment.  

The most likely and prospective scenarios include 

some forecasts that sit below currently contracted 

volumes. This Strategy is based on these raw volumes 

rather than using the greater of contracted and producer 

nominated volumes as in the 2019 Strategy. In any 

case, it is possible that some un-needed contracted 

volume will be reallocated through the capacity trading 

system, which will reduce the network capacity 

requirement.  

The most likely scenario in this 2020 Strategy is less 

bullish than in the 2019 Strategy particularly for volume 

from the Gunnedah basin. Volumes are also lower at 

Muswellbrook and at the port, particularly in the first few 

years. However, volume from the Ulan line is higher 

than in the 2019 Strategy from 2023.  

Prospective volumes from Gunnedah, Muswellbrook 

and at the port are lower than last year, while volume 

from the Ulan line remains similar. 

Figures 1-2 to 1-5 show the three volume scenarios. 

The most likely scenario is shown for both this Strategy 

(black line) and the 2019 Strategy (green line) to allow 

comparison, noting that the 2019 volumes include 

forecasts that were both above and below the 

contracted volumes at the time to allow for a valid 

comparison with the 2020 volumes. Volume is shown at 

the Newcastle terminals, at Muswellbrook for the Bylong 

ï Mangoola section (which is the majority of the Ulan 

line), and Werris Creek ï Muswellbrook (which is 

representative of most of the Gunnedah basin line).  

Figure 1-6 shows net growth under the prospective 

scenario geographically, while figure 1-7 shows the 

proportion of total trains by zone. These figures highlight 

the ongoing transition of volume from south of 

Muswellbrook to the north and west. 
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Figure 1-7 - Percentage of Trains by Sub-Network by Year, prospective scenario. Note that total train numbers are calculated as trains 
from each of the three zones as a proportion of all trains arriving at the port. The total number of trains exceeds 100% due to domestic 
coal.  

There is still a small but notable volume of traffic from 

the Western and Southern coal fields exported through 

Newcastle rather than the traditional Port Kembla export 

pathway. This volume is generally using paths 

contracted from the coal fields south of Newcastle and 

on this basis has been implicitly recognised in the 

volume forecasts in this Strategy. 

How this Strategy has been developed 

The development of this Strategy retains the core 

methodology of the 2019 Strategy. However, as it is a 

forward looking document it needs to reflect the best 

understanding of actual current and forecast network 

performance and as such relevant assumptions have 

been updated, as discussed later.  

In common with previous Strategies, coal capacity is 

analysed using a set of principles for the practical 

utilisation of track. Capacity is calculated using 

headways.  

On single-track the headway is defined as the time 

the front of a train enters a section between loops until 

the time that the rear of the train clears the turnout for 

the loop at the other end of the section. The longest 

headway between two loops on an homogenous volume 

section of network defines the capacity limit for that 

section. A transaction time is also applied to recognise 

the time incurred by trains executing a cross, specifically 

signal clearance time, driver reaction time, acceleration 

and delays to the through-train when it approaches the 

loop before the train taking the loop has fully cleared the 

mainline. Simultaneous entry loops and passing lanes 

reduce this transaction time by reducing both the 

probability and time delay from both trains arriving at the 

loop at around the same time. This is then adjusted to 

reflect practical rather than theoretical capacity using an 

adjustment factor of 70%. This was previously set at 

65%, but with ANCO being implemented across the 

Hunter Valley, as mentioned earlier and discussed later 

in this chapter, the capacity threshold has been 

increased and this is assumed as the starting utilisation 

for this Strategy. 

On double-track, the headways are calculated on the 

basis of the ódouble-greenô principle. Under this principle 

both the next signal and the one after are at green, 

meaning that the driver theoretically will never see a 

yellow signal. This ensures that drivers should always 

be able to drive at full line speed. 

After adjusting the capacity to reflect contracted non-

coal trains, saleable paths are calculated as a 

percentage of practical coal paths. This adjustment 

covers cancellations, maintenance and a variability 

allowance.   

This 2020 Strategy has moved to adopt cancellation 

losses that align to the true-up test estimates. This is a 

notable change from previous versions of the strategy, 

which used the Declared Inbound Throughput, or DIT, 

estimates from the HVCCC. The cancellation rate was 

applied uniformly across the Hunter Valley Network. 

This change in approach provides greater transparency 

and consistency, and allows for differential rates across 

the three zones, giving greater accuracy in the 

calculation of capacity on different sections of the 

network.  

Also, instead of using a train cancellation rate, this 

Strategy has adopted a rate of actual volume loss 

incurred during live run, by zone. The live run losses are 

calculated as the difference between planned and actual 
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tonnes divided by planned tonnes. This percentage is 

then converted into an escalation to reflect the required 

uplift in capacity. This approach is considered more 

reflective of actual live run variance than the 

cancellations rate, and also picks up short loading. The 

adopted rates are shown in Table 1-1.  

For comparison, a system-wide uplift rate of 8.7% 

was used in the 2019 Strategy. Assuming the loss rate 

for 2020 would have been similar if using the same 

methodology, that rate would have been too high 

between the Port and Narrabri Coal Junction while 

understating the impact on capacity on the Ulan line. 

The use of zonal maintenance loss rates is also 

being considered for use in future strategies. The 

previous approach, which was derived from the HVCCC 

DIT calculation process, was not transparent, used a 

partial maintenance definition and is no longer available 

due to changes in the DIT process. Moving to a revised 

approach would better reflect the impact on capacity of 

differing amounts of maintenance across the different 

sections of the network and provide and potentially 

provide better alignment to the true-up test.  

More time is needed to consider the appropriateness 

of the proposed change. Two key issues are whether 

current actual maintenance loss rates give adequate on-

track time, and whether non-aligned maintenance by 

other service providers leads to a track system loss that 

should be accounted for.  

 Consistent with the HVAU, a variability buffer has 

been formalised in the form of the Target Monthly 

Tolerance Cap (TMTC). A 10% TMTC has historically 

applied across all three zones based on the stated 

preferences from the RCG.  

The 2019 Strategy applied a lower TMTC of 8% to 

zone 3 for 2019, based on consultation with the RCG 

and preferences from Zone 3 access holders. This 2020 

Strategy reverts back to 10% across all zones for all 

years. 

The build-up of the Adjustment Factor for this 

Strategy, and comparison with the assumptions in the 

2019 Strategy, is shown in Table 1-1.  

The zonal live run loss rates necessarily result in 

separate adjustment factors for each of the zones. This 

is an enhancement from previous strategies that had a 

single adjustment factor across the network.  

The adjustment factors for zones 2 and 3 are lower 

than in the 2019 Strategy and in isolation would result in 

a reduction in theoretical capacity. However, train 

performance and transaction times have also been 

updated and, together with some other minor 

methodological improvements, the net impact on 

capacity is varied but mostly a net increase. 

This 2020 Strategy continues to use actual train 

performance derived from the digital train radio system 

as the basis for calculating section run times.  

This approach of using actual rather than simulated 

performance was applied to the Gunnedah basin in 

2016, the Ulan line in 2017, and the Muswellbrook - 

Ports section for the first time in 2019. 

In addition, the train radio system data was used for 

the first time in 2017 to calculate actual rather than 

theoretical transaction times, where the transaction time 

accounts for signal clearance time, driver response and 

acceleration.  These times are calculated as: 

¶ the time from when the rear of a train exits the 

section until the train entering the section from the 

loop reaches normal actual train speed, less  

¶ the time that a through train takes to cover the 

same distance.   

When two opposing trains arrive at a loop at around 

the same time it is necessary for both trains to stop, or 

at least slow down. One train is held on the mainline 

before the loop while the other train enters the loop. This 

can lead to a significant delay for the through train. The 

effect of these simultaneous arrivals is not picked-up in 

the process for calculating transaction times from the 

train location data.  

The 2019 Strategy discussed the modelling of an 

appropriate allowance for this effect, taking into account 

both the time loss effect of a through train needing to 

stop and the probability of a simultaneous arrival event 

occurring. This suggested an appropriate allowance for 

simultaneous arrival is in the order of one minute and 

that for a simultaneous entry loop, which has either a 

longer length or additional signalling, it saves around 15 

seconds of this. These values were adopted as 

supplements to the actual calculated transaction time in 

2019 and have been maintained for this Strategy.  

The 2019 Strategy held to the previous train 

performance and transaction time calculations. 

However, with train configurations continuing to evolve 

and implementation of the track circuit upgrade 

program, it is appropriate to now update these.    

Adjustment factor  2019 Strategy 2020 Strategy 

Live run losses 8.7% 
Zone 1: 7.0% 
Zone 2: 9.4% 
Zone 3: 8.3% 

Maintenance 12.3% All zones: 12.3% 

TMTC 
Zone 1+2: 10.0% 
Zone 3: 8% 

All zones: 10% 

Adjustment Factor 
Zone 1+2: 74.5% 
Zone 3: 75.9% 

 

Zone 1: 75.7% 
Zone 2: 74.0% 
Zone 3: 74.7% 

Table 1-1 - Adjustment Factor (note that the final total is arrived at 
by multiplication of the percentage rates rather than addition) 
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The capacity methodology has also been modified 

slightly so that forecast changes in train consist are 

better reflected. The methodology used in the 2019 and 

previous strategies used section times calculated as the 

actual average of all the trains that operated in the 

period that the train performance was analysed. This 

approach meant that if the ratio of train types is 

expected to change over time it wasnôt reflected in the 

calculation of the average section time. 

Train performance has now been calculated by train 

type and section times weighted by the expected 

proportions of those train types by quarter. The following 

are the contracted train consists that were captured for 

the purposes of calculating performance.  

Ulan line: 

¶ Pacific Nationalð3 x 92/93/TT class (4400HP 

AC) locos with 96 wagons - 9,100 net tonnes, 

1,541 metres nominal length. 

¶ Pacific Nationalð3 x 90 class (4000HP DC) locos 

with 92 wagons - 8,500 net tonnes, 1,5529 

metres. 

¶ Aurizonð2 x 5000/5020 class (4400HP 30 TAL 

AC) locos with 88 wagons - 8,600 net tonnes, 

1,514 metres. 

¶ One Railð3 x XRN class (4400HP AC) locos with 

96 wagons - 9,100 net tonnes, 1,541 metres. 

Gunnedah line: 

¶ Pacific Nationalð3 x 92/93/TT class (4400HP 

AC) locos with 82 wagons - 7,954 net tonnes, 

1,296 metres. 

¶ Aurizonð3 x 6000 class (4400HP AC) locos with 

82 wagons - 7,954 net tonnes, 1,296 metres. 

To the extent that trains operate with a consist 

different to the contracted consists, performance, and 

hence capacity, will be different. 

With the implementation of the track circuit upgrading 

program and changes in train performance, it is has also 

been appropriate to update the transaction time 

analysis. In undertaking this work it has become 

apparent that there is a very large amount of variability 

in both the time it takes a train in the loop to start, and in 

the rate at which it accelerates. As such, sample size is 

important, but due to data issues it is currently 

challenging to process large numbers of transactions. 

As a result there is likely to be a degree of variability 

between the 2017 and 2019 data due to processing 

limitations rather than underlying changes. This is an 

opportunity for improvement and refinement in future 

Strategies.  It also highlights an opportunity for 

operational improvement. 

The changes in capacity as a result of the 

enhancements outlined in this section, including using 

live run loss and maintenance loss uplift rates for 

individual zones, updated train performance and 

transaction time, and weighted forecast train consists, 

are detailed in the relevant chapters.  The impact of 

each change element has been quantified, which 

improves the transparency and traceability of changes to 

the methodology and allows for a comparison of 

performance in this Strategy with previous strategies. 

Saleable & Surplus Capacity 

At the time ARTC enters into contracts, capacity is 

assessed based on a set of assumptions. Previous 

Strategies have noted that the need to constantly update 

the cancellation and maintenance loss rates to reflect 

current actual performance could have the unintended 

consequence that as these change over time it may infer 

that there is a shortage of capacity even though the 

capacity existed at the time contracts were entered into 

and the changes may be external to ARTC. This is 

compounded by the inevitability of changes to section 

run times as the train fleet evolves and operational 

changes are made. Also, the increase in the accuracy 

and granularity of train performance information made 

possible by the digital train radio system has led to the 

resetting of section run times and transaction times, 

which also feeds through to changes in capacity. 

For the purposes of capacity planning, it is also 

important to understand likely throughput outcomes 

compared with the capacity projections at a point in time 

in the past. ARTC continues to monitor how actual 

performance compares to underlying assumptions. 

Where there is a sustainable change in performance, 

ARTC will consider whether a reset of assumptions is 

appropriate, noting that recognition of sustainable 

changes in performance assists to create appropriate 

incentives to maximise system performance. 

Consistent with the 2019 Strategy, the saleable paths 

and saleable tonnage tables previously included for the 

contracted and prospective scenarios have also now 

been supplemented with equivalent tables for the most 

likely volume scenario. These remain in the 

Recommended Projects & Network Capacity chapter. 

Monthly Tolerance 

The Target Monthly Tolerance Cap (TMTC) is 

designed to enable the contracted pathing to have a 

degree of flex to align with the supply and demand 

variations across the respective zone. This target can 

also be an input into decisions about enhancement 

investment and contracting of additional volume. The 

intention is that ARTC will ensure adequate capacity to 

allow a peaking in train path demand equal to the 

TMTC, relative to the average across the year. 

Historically it has been applied as a standard input 

across all three zones at 10 per cent. 
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It is also important to note that the methodology that 

has been applied in the capacity strategies has been to 

calculate capacity on a daily basis and apply the 

variance buffer as a daily ability to peak at 10 per cent 

above average demand.  

The 2020 Strategy reverts back to a uniform 10% 

across all zones in the Hunter Valley, compared with the 

approach in 2019 whereby in response to requests from 

access holders in zone 3, ARTC reduced the TMTC to 

8% for zone 3 for calendar year 2019 only.  Zones 1 and 

2 were unchanged. 

Transit Times 

For any volume and network configuration scenario it 

is possible to predict a theoretical train transit time 

between two locations based on the actual train speed 

and transaction time information and a probability based 

approach to calculating theoretical loop dwell, escalated 

by an allowance for congestion delay based on 

percentage section utilisation. 

This 2020 Strategy includes graphs of forecast transit 

times for each of the contracted, most likely and 

prospective scenarios calculated on this basis, following 

on from the 2019 Strategy that introduced these for the 

first time. These graphs are included in the relevant 

Chapters and should allow the industry to develop a 

broad understanding of likely future cycle time 

outcomes. 

It should be noted that adopting higher utilisation 

rates as with ANCO and proposed with ATMS results in 

an increase in theoretical dwell and hence transit time 

as there are more trains for a given population of loops, 

thus increasing the probability of encountering an 

opposing movement without any offsetting reduction in 

the average length of dwell. In the case of ANCO, this is 

offset by expectations of improved decision making, 

which was expected to reduce dwell and thereby 

increase saleable capacity. 

Where loops are used to enhance capacity, there is 

an increase in the probability of encountering an 

opposing train, but a reduction in the average dwell time 

at that location, since loops are on average closer 

together. Whether there is an increase or decrease in 

transit time in this case will depend on the specific 

circumstances and balance of these effects. 

It should also be noted here that cycle time, including 

terminal and load point dwell, is a direct function of the 

number of trains required to move the available coal, 

divided by the number of train sets available. To the 

extent that there are surplus train sets in the system, 

velocity will necessarily slow down. This effect will in 

many cases be a more important consideration than 

crossing time on the rail network. However, it should be 

acknowledged that at times train cycle time performance 

may not be the ultimate objective.  

Terminal Capacity 

ARTCôs understanding of terminal capacity is that 

nameplate capacity currently sits at 211 mtpa. 

Significant growth beyond 211 mtpa had been 

expected to be met by the PWCS development of 

Terminal 4 (T4). The T4 project had been on hold since 

it was granted planning approval on 30 September 2015 

and PWCS advised on 31 May 2018 that it would not be 

proceeding with the development of T4. 

In April 2020, NCIG submitted a development 

application to modify their planning approval to increase 

approved throughput capacity of the terminal from 66 

mtpa to 79 mtpa. The increase reflects the benefit of a 

number of already completed incremental initiatives 

within the existing footprint of the terminal. If approved, it 

would boost overall terminal nameplate capacity to 224 

mtpa.  

It should be noted that the NCIG push-based 

assembly model has had a positive impact on the 
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Figure 1-8 - Forecast volume at Newcastle Port compared to assumed port capacity (mtpa) 

network and terminal operations by smoothing intra-day 

and intra-week train flows and enhancing network 

robustness, particularly for trains from the western 

coalfields. This incremental expansion is therefore 

consistent with and complementary to improving rail 

network performance.  

The HVCCS has for some years assumed that it 

would be possible to achieve some incremental capacity 

through enhancement of existing terminals, up to a 

nameplate throughput in the order of 235 mtpa. For the 

purposes of this Strategy it has been assumed that 

incremental terminal capacity could be available 

progressively from Q1 2022 if required.  

There is no requirement for additional terminal 

capacity for ARTC contracted volumes.  

The most likely scenario would theoretically require 

incremental enhancement from late 2023. However, in 

practice it is likely that some contracted volume will not 

be realised and that capacity trading could facilitate 

demand being met.  

The prospective scenario would potentially exceed 

the capacity of the terminals even with incremental 

enhancements. However, it is again likely that trading 

would allow volumes to be satisfied. The relationship 

between contracted, most likely and prospective 

volumes, and potential terminal capacity as assumed for 

this Strategy, is shown in Figure 1-8. 


