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INTRODUCTION
1.1. INTRODUCTION
1.

I have been engaged on behalf of the Western Distributor Authority to peer review the Land use
Assessment contained in the Environment Effects Statement (EES) prepared for the West Gate
Tunnel Project (Project). I have also been engaged to review and respond to submissions on the
EES, draft planning scheme amendment and works approval application (Exhibited Documents),
relevant to my area of expertise.

2.

The Project traverses the municipalities of Brimbank, Hobsons Bay, Maribyrnong, Wyndham and
Melbourne and the Port of Melbourne.

3.

A draft Planning Scheme Amendment GC65 (the PSA) has been prepared by the Minister for
Planning who is the planning authority. The draft PSA proposes:
 The introduction of the West Gate Tunnel Project Incorporated Document, May 2017 into the
various planning schemes that will permit the use and development of the Project subject to
certain conditions and subsidiary approvals (Schedule 52.03).
 The specification of the Minister for Planning as the Responsible Authority for the administration
and enforcement of the planning controls for the Project (Clause 61.01).
 The introduction of a new Design and Development Overlay Schedule into the Hobsons Bay
(DDO – Schedule 15) and Maribyrnong (DDO – Schedule 13) over the extent of the tunnels and
associated portals to protect the tunnels structural integrity and associated infrastructure. The
local Council’s will remain the Responsible Authorities for these controls with DEDJTR being a
determining referral authority for any applications under these controls.

4.

The various assessment reports and the draft planning scheme amendment provide a
comprehensive assessment of the relevant government planning policies and requirements. This
report will not seek to replicate these assessments. The report will:


Provide an overall assessment of the strategic planning context for the Project.

 Assess the impact of the Project on nominated urban renewal precincts and other key sites.
 Assess the appropriateness of the proposed draft planning controls.

1.2. QUALIFICATIONS AND EXPERIENCE
5.

I acknowledge that I have read and complied with the Guide to Expert Evidence prepared by
Planning Panels Victoria. Appendix A contains a statement setting out my qualifications and
experience, in accordance with the guide.

1.3. INSTRUCTIONS
6.

I have been requested by Clayton Utz, on behalf of the Westgate Distributor Authority to:
1. Review the Exhibited Documents relevant to your area of expertise, in particular:
a. The EES volumes 1 to 4 (as relevant);
b. Technical Reports K and L (as relevant);
c. Attachment IV;
d. EES Map Book; and
e. Development and Urban Design Plans.

2. Review the public submissions and identify those relevant to your area of expertise.
3. Prepare an expert witness report that:
a.

sets out your strategic planning assessment of the Project, and its implications for
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other strategic initiatives, such as the ongoing use of the Port of Melbourne and the
development of relevant strategic redevelopment sites;

7.

b.

sets out your assessment of draft Planning Scheme Amendment GC65;

c.

responds to the public submissions relevant to your area of expertise; and

d.

sets out any other matter relevant to your area of expertise.

I confirm that I am the author of this report.

2 INTRODUCTION
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1.

STRATEGIC PLANNING ASSESSMENT

2.1. INTRODUCTION
8.

I have been requested to set out my strategic planning assessment of the Project, and its
implications for other strategic initiatives, such as the ongoing use of the Port of Melbourne and
the development of relevant strategic redevelopment sites.

9.

The physical context of the Project ranges from Altona North to West Melbourne/Docklands and is
briefly described in Appendix B to this report. The route of the Project traverses an extensive area
featuring a varied land use pattern that includes established residential neighbourhoods,
established open space reserves, industrial precincts, major rail infrastructure, the Port of
Melbourne, and two precincts within the Docklands area.

10.

The Project also adjoins several precincts and larger sites that are nominated or already approved
for major urban renewal. This includes:
 The Arden Macaulay urban renewal area located north of Dynon Road in North Melbourne,
 The E-Gate urban renewal precinct located to the east of Footscray Road
 The former Bradmill urban renewal precinct in Yarraville
 The urban renewal site Precinct 15 in Altona North immediately south of the Project.
 The Dynon Road Rail Yards/Former Markets Site and Dynon Urban Renewal Area
 The Docklands area and particularly the sub-precincts of Waterfront City and Digital Harbour

2.2. OVERVIEW
11.

The Project seeks to provide an additional major access route across the Maribyrnong/Yarra Rivers
that serve to define and divide Melbourne into its western and eastern halves.

12.

A principal driver for the Project is the ongoing growth of metropolitan Melbourne and the changing
‘direction’ of growth. It is helpful to understand the strategic circumstances of today by having
regard to the historical development of the metropolis and its associated transportation
infrastructure.

13.

Since the early days of European settlement Melbourne has principally directed its urban growth to
the east and south. Map 1 Melbourne’s urban growth in Plan Melbourne 2017-2050 (see Figure 1
at page 4) illustrates the consequences of this trend over the past 150 years with the metropolis
extending twice to three times the distance from the CBD when compared to the west.

14.

Metropolitan Melbourne has previously experienced two ‘waves’ of significant population growth
being first in the 1850-1880s with the gold rush era, the second being the post World War 2 boom.
In both of these instances Melbourne grew rapidly and was transformed by that growth.

15.

As the city expanded east and south it also provided a range of major transport links from the rail
system (principally created in the 19th century) to a series of major highways and arterial roads
(created in the 19th and 20th centuries). Much of this infrastructure was centred on accessing
central Melbourne. The west developed more slowly and was comparatively less well provided for.
Reasons for this included the lack of fresh water and physical barriers created by the then West
Melbourne swamp1 and Yarra and Maribyrnong Rivers.

1

Beed CS – Melbourne’s Development and Planning 1981 – p. 154
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Figure 1 – Melbourne’s Urban Growth 1863 - 2015
16.

These factors meant that by the late 19th century Melbourne’s overall form was established with the
urban area predominantly east of the Maribyrnong River. When the second wave of rapid growth
occurred in the 1950s to the 1970s the city essentially reinforced this form with the creation of
major new employment hubs in areas such as Oakleigh, Moorabbin, Nunawading and Dandenong.
The west continued to grow with the expansion of manufacturing industries but at a far slower rate
than the east and south.

4 DISCLAIMER
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17.
During the period of the 1970s to the 1980s central Melbourne experienced a gradual decline in
both resident population and its share of employment as the suburban locations grew to service the
expanding population. Yet the CBD and surrounds maintained their role as the principal place for
business, culture, government and other key services.
18.

A number of trends have emerged over the past 15 years that are now having a profound influence
on the future development, form and operation of the metropolis. These trends are:
1. The extraordinarily rapid growth that the city has experience since the turn of the century.
2. The significantly increased growth of the western region of the metropolis. A combination of
natural and legislative constraints now serves to limit the ever-outward growth to the east
and south. Provision has been made to accommodate a much larger share of growth in the
northern and, in particular, western parts of the city.
3. Since the mid-1990s and particularly the 2000s metropolitan Melbourne (and particularly its
centre) has experienced a significant change due to the emergence of the post-industrial
economy where services are the economically dominant activity. The metropolis is
experiencing a ‘re-centralisation’ trend where growth in knowledge intensive service jobs
and population is very high in the central city.

19.

The Port of Melbourne by virtue of its central location and importance to the Victorian economy will
also have a significant influence on the ongoing development of central Melbourne. Previous
planning for the central city (and the development of the Docklands precinct) suggested that the
Port may relocate and free up the site for renewal. It is now highly likely that the Port, and its
northern Swanson Docks, will remain in place until at least the mid-century.

20.

I discuss each of these trends below.

2.3.

THE GROWTH OF MELBOURNE

21.

Currently metropolitan Melbourne is growing very rapidly and experiencing its third wave of rapid
growth, indeed at rates not contemplated even 5 years ago.

22.

In 2001 metropolitan Melbourne had a population of approx. 3.5 million people. By 2016 the
population had grown by a third to sit at 4.6 million 2. Whilst Melbourne has experienced higher
growth rates in the past (due to a lower population base) this is the largest addition of people to the
existing population in its history. The scale of this growth is matched or bettered by very few firstworld cities – in other words Melbourne’s growth is very significant.

23.

It is noteworthy that the various metropolitan planning authorities when seeking to plan for
Melbourne have been continually challenged by population growth. Most, if not all, projections over
the past 60 years have underestimated growth rates and overall growth.

24.

By way of illustration, I refer to the Melbourne Metropolitan Planning Scheme Report of 19543 (the
1954 Plan). It anticipated a future metropolitan population for Melbourne of 2.5 million people by
2000. This was actually reached between the census period 1966 and 1974; far in advance of the
projections anticipated by the original 1954 Plan.

25.

More recently the analysis underlying the metropolitan strategy Melbourne 2030 (released in 2002)
planned for an additional one million people (based on a high growth scenario) over the period
2002 to 2030 with metropolitan population of Melbourne growing to 4.6 million people. Metropolitan
Melbourne reached this figure in mid-2016. In effect the population that Melbourne 2030 planned
for by 2030 is here today.

2

Victoria in Future 2016
Melbourne Metropolitan Planning Scheme 1954 – Survey and Analysis report, Part 4 (The People of the Planning Area) by the
Melbourne and Metropolitan Board of Works
3

4
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26.

Melbourne @5 Million (Melbourne 2030: a planning update) was released by the State Government
in December 2008 in response to significantly revised Victoria in Future (VIF) population
projections. VIF anticipated Melbourne would reach a population of 5 million by 2036. This
consequently led to a reconsideration of where urban growth should occur.

27.

Plan Melbourne, at the time it was released by the State Government in May 2014, adopted a
metropolitan population figure of 7.7 million by 2051. Plan Melbourne itself was subject to
significantly revised population figures during its drafting, whereby the draft released for public
comment (9 October 2013) was based on a population of 6.5 million by 2051. This forecast was
subsequently revised upwards by 1.2 million people to the projected metropolitan population of 7.7
million by the final version following the release of revised ABS population projection in late
October 2013.

28.

The current Plan Melbourne 2017-2050 now anticipates an overall metropolitan population of 7.9
million people by 20515.

29.

The overall quantum and rapid rate of population growth is manifesting itself in a number of ways,
including:
 Greater economic demand and activity generated by that population growth that increases the
overall demand for trips (e.g. accessing jobs, increased freight traffic associated with increased
trade and development).
 Increased demand for land to accommodate housing, industry, services and infrastructure.
 Increasing congestion within the metropolitan transport system be it roads or public transport.
The rate of supply of transport infrastructure (e.g. increased rail services, widened or new
roads) has not matched the population growth and the economic activity associated with that
population.

30.

There is no single (or simple) response to managing the increasing complexity of larger cities as
they continue to grow. It has long been recognised in Melbourne (indeed since the 1954 Plan) that
changes in land use patterns were required if the city was to successfully accommodate it’s
increased population and economic activities. These include:
 The concentration of activities in selected locations that are well served by transport
connections.
 The urban renewal of brownfield sites in accessible locations to accommodate both new jobs
and residents.
 Increasing density in many of the established residential areas of the city.
 Encouraging the location of employment nearer to major residential areas.

31.

Yet each of these initiatives takes decades to create a major shift in how the city functions. For
example there has been an explicit planning policy setting since 1981 to focus jobs, services and
housing in nominated activity centres so as to reduce the ‘sprawl’ of the metropolis. New population
and employment growth is now occurring in around many of the nominated centres. Yet the city
has continued to expand and may take a further 30-35 years before the current outer limits of the
city’s footprint are fully developed.

32.

Whilst this pattern of growth continues the metropolis will be adding approx. 80 – 100,000 people
per year with the ever present need for the existing city to be able to operate. A key component of
the ongoing response to Melbourne’s growth is to continue to improve and increase its transport
infrastructure, including the enhancement of the road network.

2.4. GROWTH OF THE WEST REGION OF MELBOURNE
33.

5

One of the most significant changes occurring with the recent growth of the metropolis is the
shifting of growth from the traditional ‘south-east’ direction to include the north and west of the city.
When Melbourne 2030 was released it was anticipated that the metropolis would need to expand in

Plan Melbourne 2017-2050 p. 7
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all directions with the west taking a growing share of new growth (130,000 additional dwellings by
20306). It was forecast that approx. 46% of the growth (60,000 dwellings) in the west was to occur
in the areas around Point Cook south of the M1, to the immediate north of Hoppers Crossing and
west of Werribee and around the Caroline Springs area to the north of the region. The remaining
55% of growth was forecast to occur in and around strategic redevelopment sites and dispersed
through the existing urban area. This forecast reflected the trend of industrial precincts becoming
redundant due to economic change and the opportunity for ‘higher and better’ use in the form of
housing and associated services.
34.

The Eastern and Southern regions of the metropolis were still expected to accommodate 290,000
dwellings. Again, not all of the new dwellings were to be accommodated in greenfield
developments with a greater share of dwellings being developed in and near strategic
redevelopment sites and existing urban areas. (See Figure 2 on following page)

35.

With the realisation in 2008 that Melbourne was growing at a far faster rate than forecast the
planning for a further expansion of the metropolis was undertaken. The outcome of this process
was to create greatly expanded growth corridors to the north and west and a further extension of
the south region growth area. The resultant planned development pattern now sees the future
urban footprint extending in an arc west and north of Werribee and creating a continuous urban link
to Melton. (See Figure 3 on page 8)

36.

The western region is now expected to accommodate a further 143,000 dwellings (380,000 people)
between 2016 and 2031 and a further 242,000 dwellings (est. 630,000 people7) by 2051. The
forecast allocation of residential growth within the region through to 2051 is now 235,000 dwellings
(61%) in the greenfield expansion of the region and 150,000 dwellings (39%) in the established
urban areas and in strategic urban renewal sites.

37.

These forecasts highlight the emerging dichotomy of development within the metropolis,
particularly in the west. Over the past 15 years there has been an intensification of housing in those
locations with relatively close proximity (and accessibility) to the CBD. This includes locations such
as Footscray, West Footscray and Maribyrnong. Much of this housing intensification has occurred
on former industrial sites and precincts such as the former Olympic tyre factory site in West
Footscray, now known as Banbury Village. There are a number of other significant former industrial
sites within the City of Maribyrnong that are undergoing or available for redevelopment including:
 The Joseph Road Precinct on the west bank of the Maribyrnong River north of Hopkins Street
 The former Kinnear’s Rope Factory site on Ballarat Road
 The former Bradmill urban renewal precinct in Yarraville

38.

The various forecasts for Maribyrnong’s population growth estimate that the population will grow
from 85,471 in 2016 to 130,377 in 2031 (VIF 2016) and 156,300 in 2041 (id Consulting). This
growth is in part predicated on the relocation of industry out of Maribyrnong and the redevelopment
of the former industrial land. It is also expected that there will be further gentrification of existing
residential areas as they become less affected by nearby industrial activities such as truck traffic.

39.

However, the significantly larger share of population growth in the western region is occurring in
locations at some distance to the central city. This includes locations such as Point Cook,
Truganina and Wyndham Vale. The City of Wyndham is expected to grow from 220,468 people in
2016 to 361,400 in 2031 (VIF 2016)

40.

6

7

Melbourne 2030 - p. 30
Urbis estimate based on 2.6 persons per household
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Figure 2 – Extract from Melbourne 2030 – The Strategic Framework p. 30
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Figure 3 – Western Corridor Growth Plan
41.

8

The growth of the western region is not only a story of massive residential demand; employment in
the western region is expected to grow by 113,000 8 jobs between 2015-2031. I note this figure is

DELWP – Plan Melbourne 2017-2050 – p. 22
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higher than that estimated for the Western Distributor Business Case (93,000 jobs growth between
2011-2046). Notwithstanding this difference it is highly unlikely that the region will produce
sufficient jobs to support the expanding population. Given this there will continue to be a need for
future residents to leave the region to access employment opportunities.
As I noted earlier, the early development of the west of Melbourne left it less well served by
transport infrastructure as compared to the east and south. The rapid and physically extensive
growth of the west has created a need for a series of major transport initiatives. The Regional Rail
link that serves the new suburbs of Wyndham Vale and Tarneit is a major addition. Even with this
significant public transport initiative the region will continue to require adequate road infrastructure
to access to the central and eastern regions of the metropolis.

2.5. A GROWING CENTRAL CITY
2.5.1. A Changing Central City
42.

Central cities across the world have experienced a major shift from that of stagnation to one of
significant growth – both in jobs and residents. From the 1970s to the 1990s Melbourne’s CBD
essentially maintained the same level of employment whilst other parts of the metropolis continued
to grow. With the move to the post-industrial economy and the growth in knowledge intensive
service jobs the central city has enjoyed a significant increase in employment and expanded to
include a number of areas beyond the traditional CBD.

43.

In 2006 the City of Melbourne (a proxy for the central city) had 363,000 jobs 9. By 2011 this had
grown to 432,000 jobs – an increase of 19% over the five-year period. It is estimated that the City
of Melbourne contained approx. 22 % of all jobs within metropolitan Melbourne with the remainder
of the jobs across the metropolis. It is noteworthy that much of the increase occurred outside the
CBD with Parkville and Docklands being key locations for the increased employment opportunity.

44.

By 2016 it was very apparent that employment growth within the central city was essentially
occurring outside the CBD with Docklands accounting for most of the growth. Parkville was
continuing to grow, albeit at a slower rate than for the previous period see Table 1.
Table 1 - Employment Growth in Central City 2006 - 2016
Central City Precinct

2006

2011

2016

Carlton

18,406

17,558

16,082

Docklands

14,541

33,472

58,491

East Melbourne

18,380

21,035

24,184

3,075

5,902

7,488

195,423

225,616

220,741

19,191

22,515

25,579

6,930

8,931

8,901

Parkville

16,505

24,235

26,394

Port Melbourne

12,298

12,763

13,199

551

668

819

34,976

39,587

39,034

West Melbourne (Industrial)

6,938

7,161

4,587

West Melbourne (Residential)

6,817

7,523

5,006

362,769

431,985

455,753

Kensington
Melbourne (CBD)
Melbourne (Remainder)
North Melbourne

South Yarra
Southbank

City of Melbourne (total)
Clue Data; Urbis

9

City of Melbourne - Clue Data
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45.
This trend is not unique to Melbourne with many cities across the world experiencing similar trends.
It is apparent that the changed employment dynamic is as much about the nature of the economy
as it is about the structure of the city. It is considered that this trend to a concentration of jobs in a
central location is likely to continue for a considerable period of time into the future.
46.

There are number of reasons for his trend to continue, if not intensify, in central Melbourne.

47.

First, the economic benefits of the clustering of activities – often referred to as agglomeration.
Simply put the co-location of a wide range of services (and hence jobs) leads to greater economic
efficiencies and opportunities through proximity and accessibility. The Grattan Institute in the report
Mapping Australia’s Economy10 summarised the benefits of this trend as follows:
Concentrations of activity – whether across the country as a whole or within cities – offer big
economic benefits. Businesses are more productive when they interact with larger numbers
of customers, suppliers, competitors and partners, and when they can do so more frequently
and closely. Employers are more productive when they have a larger pool of employees to
draw on. Employees with a larger choice of potential employers are more likely to develop
and make the best use of their skills. They also typically have better chances to be reemployed quickly if they lose their job.

48.

Secondly, changes in the nature of the economic activity and hence jobs. The manufacturing and
related jobs of 40 years ago have been replaced by knowledge intensive service jobs. The land
and workplace accommodation demands for the new jobs are also significantly different. For
example many manufacturing jobs are space extensive whilst most knowledge jobs can be
accommodated within an office enabling a higher density of employment opportunities.

49.

Thirdly, the long established high accessibility of the central city as compared to all other locations
within the metropolis. There has also been a continuing reinforcement of that accessibility through
a number of major transport initiatives including: the City Link project (1999); the Regional Rail
project (2015); ongoing improvements to the M1 and Tullamarine freeway routes; upgrades to
various tram routes and services; and the recently announced Metro Rail project (due in 2026).

50.

It is expected that each of these trends will continue, leading to a greater concentration of jobs
within the central city as the reinforcing feedback loop of productivity improvements brought on by
accessibility and knowledge transfers attracts yet more businesses and workers. With the current
rate of job concentration occurring one forecast estimates that it is possible that central Melbourne
(including Yarra and Port Phillip) will account for over 30% of all jobs by mid-century.

2.5.2. Growth within the Central City
51.

Growth within the central city is likely to occur across several locations including at least two urban
renewal precincts being Arden/Macaulay and Fishermans Bend.

52.

It is currently estimated that Docklands will be fully developed by the mid-2030s and its ability to
accommodate further job growth will be linked to increased floor space efficiencies and
redevelopment of existing office buildings at the end of their economic life. Nonetheless it will be a
major employment hub with over 65,000 jobs in 2031 11.

53.

The CBD has the potential to accommodate further new growth through to the mid-century, subject
to a balanced approach to the use of sites for commercial and residential uses – that is commercial
development is not squeezed out by high residential demand. It is estimated that employment
levels in the CBD could reach approx. 350,000 jobs by 2031 12.

54.

The precincts of Southbank and St Kilda Road are not likely to see a significant increase in
employment beyond the current figures due to ongoing competition from residential development
for sites (Southbank and St. Kilda Road) and the relatively higher accessibility afforded by the CBD
and Docklands (St. Kilda Road). There is a prospect that the location near to the new Domain
Station (centred on Park Street) may experience some increase in employment but the number of
available commercial sites in the locality is small.

10

Grattan Institute – Mapping Australia’s Economy 2013 – p. 21
Urbis estimate based on Clue data and development capacity of Docklands
12
Urbis estimate based on Clue data and development capacity of CBD
11
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55.

The Parkville Precinct is likely to accommodate an increasing share of employment due to the
established employment base of education and health (two of the fastest growing sectors in the
economy) and the enhanced accessibility afforded by the new rail station associated with the Metro
Tunnel project. The area between the CBD and the main campus of the University of Melbourne known as City North – and the existing institutions will accommodate much of his growth. There is
a prospect that the precinct (including City North) could contain between 50-60,000 jobs by 203113.

56.

The Arden Urban Renewal Precinct (focussed on the government owned land located between the
Craigieburn/Upfield rail line and Arden Street) is planned to become a new commercial centre
within central Melbourne. The precinct by virtue of its proximity to the educational, research and
health activities in nearby Parkville is expected to become a knowledge industry cluster whilst also
offering supporting services for the CBD.

57.

It is forecast14 that approx. 9,000 jobs will be located in Arden by 2031 (5 years after the Metro rail
station is opened) and approx. 34,000 jobs by 2051.

58.

Fishermans Bend, located to the south of the Yarra River, offers the single largest opportunity for
urban renewal within the central city. It is the proposed to redevelop the current industrial precincts
into a series of mixed-use neighbourhoods capable of accommodating up to 80,000 people. The
former GMH engine plant site and nearby aerospace industries now form the Fishermans Bend
National Employment and Innovation Cluster and will be the focus for a design, engineering and
technology district. Currently it is anticipated that the overall Fishermans Bend precinct will contain
up to 60,000 jobs with the majority contained in the Employment Cluster.

Figure 4 – Projected Employment Growth - Extract from Plan Melbourne page 21

13
14

Urbis estimate based on Clue data and development capacity of Parkville and City North
VPA – Draft Arden Vision and Framework Sept. 2016 – p.17
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59.
Plan Melbourne 2017-2050 forecasts that the inner region (Melbourne, Yarra and Port Phillip) will
add 233,000 jobs between 2015 and 2031 (see Figure 4. p.11). It is anticipated that the majority of
this growth will occur in the City of Melbourne (approx. 177,000 jobs). It is further forecast that the
central Melbourne can expect to accommodate a significant increase in jobs over the next 35 years
with employment increasing to approx. 900,000 jobs by 205115
60.

In summary, the central city and supporting precincts will comprise the single largest concentration
of employment opportunities, major knowledge based entities and economic activity within Victoria.
The majority of workers and visitors to the central city will live outside this area, notwithstanding the
significant increase in housing in the central city.

2.6. THE PORT OF MELBOURNE
61.

Melbourne’s economy remains diverse and reliant on trade notwithstanding the shift to a postindustrial economy where services predominate. Where manufacturing has declined as a share of
the local economy it has been replaced with a significant increase in imports.

62.

The Port of Melbourne is the key gateway for this trade and a critical part of the Victorian economy.
Infrastructure Victoria recently released a comprehensive analysis advising on Victoria’s ports
capacity. The report summarised the importance of an efficient international port as follows:
Ports are critical international gateways which help transport our exports to international
markets. They allow us to access goods and manufacturing inputs from around the world.
Efficient supply chains support economic development, help Victoria maintain its
competitiveness and increase its productivity. 16

63.

Infrastructure Victoria’s review examined the options for expansion and relocation of some or all of
the port functions currently located at the Port of Melbourne and concluded that:
We have identified an optimal capacity of approximately 8 million TEU at the Port of
Melbourne. Achieving this will require a holistic approach to ports management and may
require the relocation of some existing trades to Victoria’s other commercial ports. While
some investment in transport upgrades will be required, this should stop short of a dedicated
road and rail Freight Link through Fishermans Bend to Webb Dock.
Once the Port of Melbourne reaches a capacity of approximately 8 million TEU around 2055,
Infrastructure Victoria considers it makes better economic, social and urban planning sense
to move some container trade to a new port at Bay West.17

64.

Currently the major container operation in the port, with an estimated annual throughput of approx.
2.2 million TEU, is Swanson Dock. This dock is located in the northern part of the port site and
takes it access from Footscray Road. Infrastructure Victoria in its analysis sees this part of the Port
as a key component to the ongoing operation of the Port and advises:
To maximise the capacity of the Port of Melbourne, reasonable constraints could be
imposed to limit the size of ship able to visit the port. Imposing reasonable constraints on the
size of ships visiting the Port of Melbourne ensures that the State leverages the significant
sunk cost invested in the Port of Melbourne and supporting transport networks, and delays
the need for a significant capital investment at Webb Dock or a second port. Figure 14
presents the forecast trade split between Swanson and Webb Docks, assuming that
reasonable constraints on ship size are put in place in order to maintain trade share in
Swanson Dock. 18

65.

The analysis estimates that with some improved transport access (including the Westgate Tunnel
project) and additional on-site infrastructure investment the Swanson Docks could achieve a
doubling of throughput to approx. 4.4 million TEU per annum. It further advises that the Swanson

15

SALUP 2015
Infrastructure Victoria – Advice on Securing Victoria’s Port Capacity (May 2017) p. 33
17 ibid - Executive Summary p. 4
18 ibid – p. 63
16
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Dock can continue to provide operations at this level by servicing ships with a maximum capacity of
7,500 TEU whilst Webb Dock and the new Bay West ports could accommodate larger ships.
66.

It has been suggested that the Port (or its northern section comprising Swanson Dock) is better
used for housing and similar purposes in the near term. I consider that this idea is premature and
fails to understand the established locational attributes of the current Port. Infrastructure Victoria
found that:
For metropolitan importers and exporters, the Port of Melbourne is forecast to have lower
supply chain costs in 2046 than if the port was to move to either Bay West or Hastings. …
We consider that the relative difference is likely to remain similar over the period to 2055.
This is consistent with our transport modelling that shows Port of Melbourne has a lower
overall impact on the entire transport network than either of the alternative port locations.
This can be explained by the port’s proximity to the CBD, the fact that the Port of Melbourne
is an import dominated port, and that well over 80 per cent of imports are destined for the
metropolitan area. Melbourne CBD is the largest activity centre in Victoria and is the largest
consumer of finished imported goods. This reduces total average kilometres and time
travelled in supply chains.19

67.

In summary, the Port of Melbourne will continue to be the most significant land use activity to the
immediate west of the central city and by the nature of its operations and importance to the State
(and central city) economy will directly influence the long term planning and development of other
nearby land parcels.

2.7. SUMMARY
68.

Because of the ‘third wave’ of growth Melbourne is fundamentally changing. The historic pattern of
development and the location of jobs are both changing but in different ways due to a combination
of factors that will continue to create the demand for trips across the metropolis. These factors
include:
 A significant growth of population locating in the western region of Melbourne. This population
will over time ‘balance’ the share of population between south/east and north/west. By 2051 it is
forecast that the western region will be home to nearly 1.5 million people (up from 861,000 in
2016).
 The growth in employment opportunities in the west will also rise, but not at the same rate of
population growth. The forecasts for employment are large (and additional 123,000 jobs by
2031) but do not provide ‘self-sufficiency’ in employment (that is the number of jobs matches the
number of potential employees in a nominated area).
 The changing economy, with a continuing structural shift towards knowledge-intensive, servicebased employment industries, will drive and underpin Melbourne’s growth strategy.
 Central Melbourne will continue to be the focus for this change generating a significant number
of jobs, far in excess of the number of residents due to agglomeration factors. The City of
Melbourne had approx. 455,000 jobs in 2016. It is estimated that it alone will have approx.
635,000 jobs by 2031.
 The redevelopment of key precincts within and around central Melbourne that have been
vacated by industrial and logistics businesses now seeking to locate elsewhere, often in the
outer west. Yet these businesses will continue to require excellent access to other parts of
Melbourne including the Port of Melbourne, the central city and the south and east regions.
 The continuing important role of the Port of Melbourne over the next 35 years as freight through
put is expected to more than double (from 2.8 million TEU to approx. 7.5 million TEU20) when
population is forecast to increase by approx. 70%.
 The ability for the Port to continue and expand operations in its current location until 2055 or
beyond.

19
20

Infrastructure Victoria – Advice on Securing Victoria’s Port Capacity (May 2017) p. 75 and 76
Infrastructure Victoria – Advice on Securing Victoria’s Port Capacity (May 2017) Central Case p. 45
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69.
This growth will not occur without supporting hard and soft infrastructure, particularly in the west
that has been comparatively under-serviced through the history of Melbourne’s development. As
mentioned in Section 2.2 there has been consistent investment in major transport projects in the
south and east regions of Melbourne over many years. These investments have contributed to the
very strong accessibility between this region and central Melbourne.
70.

Since the mid-1990s transport investment has also supported the west (e.g. Western Ring Road,
Regional Rail and City Link) and provided broader employment opportunities and access to a
larger employment pool for businesses. The Metro Tunnel project will improve accessibility for
those with access to the Sunbury rail line stations.

71.

The CityLink project in particular provided greatly enhanced accessibility for freight movements by
removing them from the local arterial network around the city and port. This clearly enabled
locations such as Southbank to transform itself from an industrial to mixed-use precinct. A similar
transformation is yet to be completed in the inner west due the continuing need for trucks to use
the local road network through several suburbs to access the Port and other locations.

72.

It is considered that the Project is one of a number of necessary infrastructure investments required
to address the continuing and very significant growth that Melbourne has experienced over the past
10 years and is likely to continue over the next 35 plus years.

73.

From a strategic land use assessment the Project will achieve the following important outcomes:
 Improve linkages between the western region and the central city promoting the opportunity for
higher levels of accessibility for residents of the west to the significant job opportunities in
central Melbourne.
 Support the ongoing operation of the Port and the optimal use of the significant investment in
the facility. Specifically, the Project will assist the Swanson/Appleton Dock to operate beyond its
current capacity of approx. 3 million TEU.
 Ensure the ongoing benefits of the central location of the Port continue to best service the entire
metropolis as compared to other locations.
 Provide a ‘second river crossing’ and an alternative to the West Gate Bridge crossing in the
event of the bridge route is disrupted or not available.
 Facilitate the removal of truck traffic from residential neighbourhoods and in turn improve the
amenity of these neighbourhoods and attractiveness for further investment in housing and
related services.
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2.

ASSESSMENT OF LAND USE IMPACTS

3.1. INTRODUCTION
74.

I have undertaken an assessment of the land use impacts of the Project on nominated urban
renewal precincts and other key sites. In conducting this analysis I have had regard to:
 The analysis of Land Use planning contained in the EES documents.
 Submissions relevant to a particular location or site.
 The planning controls and policies as they pertain to the location or site.
 Any specific structure plan or the like that applies to the location or site.

75.

In undertaking this assessment, I have also understood the need to balance the consideration of
issues. In a project of the extent and scale found with the West Gate Tunnel Project the issues at
hand range from strategic metropolitan policy matters to the potential temporary or long term
impact at a single location. When balancing these issues it is not a matter of a ‘grander’ issue will
always outweigh a local issue but consideration must be given to a number of factors including:
 What is the benefit and who benefits? In the case of a metropolitan wide benefit (e.g. improved
safety or accessibility) clearly many will benefit.
 What is the impact and is it broad or confined? Is it a significant impact? Is the impact temporary
or capable of a simple amelioration?
 Is it incapable of amelioration and hence will cause ongoing unacceptable impacts?
 Is it necessary to completely obviate the impact? In many cases, it will not be necessary to do
so given that the impact is short term or is a product of the continual evolution of the city (e.g. a
larger building next door).

76.

The matter of visual impact is one example where nearly every new object or structure can be seen
to be an adverse impact. Sometimes this is true but often it is more a reality of being simply a
changed view – as happens nearly every day in a city as dynamic as Greater Melbourne. Another
example is the potential for social impacts where every change is seen as a potential adverse
consequence.

77.

This is not to suggest that adverse visual and social impacts do not occur or can be ignored rather
that the balance of the great and small impacts need to be understood in the overall context of a
project such as the West Gate Tunnel. Further that the context for the project itself is one of
constant change – for example the significant number of areas near the project that are already
undergoing renewal or will be in the short, medium and long term.

3.2.ASSESSMENT OF IMPACTS ON URBAN RENEWAL AND KEY SITES
78.

The urban renewal precincts and key sites I have examined are:
Urban Renewal Precincts and Key sites - Westgate Freeway and Tunnel Sections
1. The former Bradmill Site located in Francis Street, Yarraville
2. Precinct 15 located in New Street, Altona North on the south side of the freeway
3. The Brooklyn residential neighbourhood abutting Millers Road north of the freeway.
Urban Renewal Precincts and Key sites – Port, CityLink and City Connection Section
4. The Dynon Road Rail Yards/Former Markets Site and Dynon Urban Renewal Area
5. The Arden Macaulay Urban Renewal Area
6. The E-Gate Urban Renewal Precinct
7. North and West Melbourne
8. The Docklands area and in particular the sub-precincts of Waterfront City and Digital
Harbour
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79.
The assessment of the potential impacts of the Project on nearby major urban renewal locations is
set out in Appendices C and D. I summarise the key findings below:
Bradmill and Precinct 15 Urban Renewal Areas.
80.

Both precincts are to be redeveloped as significant mixed use precincts each containing a large
addition to the future housing stock in the localities of Yarraville and Alton North with associated
facilities and services.

81.

I have concluded that The Project will not physically impact on the Bradmill precinct however the
future operation of the Project will cause additional noise impacts on the southern part of the site an increase of 3dB(A) to 70dB(A) – (see Volume 2, p.13-48 and pp.13-52&53). Consideration
should be given to the most effective means to address this increased noise impact. This could
include:
 Acoustic attenuation to the residential and community buildings to be constructed on the site.
 The provision of acoustic barriers on the southern boundary of the Bradmill site
 The provision of acoustic barriers on or adjacent to the freeway

82.

With respect to Precinct 15 I have concluded that the tunnel portal and ventilation structure is a
visually attractive element that will not create any adverse impacts on the surround land uses. The
structure is set back at least 70 metres from the nearest residential area in Precinct 15. Potential
shadowing caused by the structure will fall on the roadways and open space.

83.

The future operation of the Project will cause additional noise impacts on the northern part of the
site - an increase of 1dB(A) to 71dB(A) – (see Volume 2, p.13-43 and 13-48).

84.

Consideration could be given to the most effective means to address the increased noise impact.
This could include:
 Acoustic attenuation to the residential and community buildings to be constructed on the site
within the noise affected area.
 The provision of more extensive acoustic barriers adjacent to the freeway

85.

In summary, it is considered that the Project will not constrain or adversely influence the long-term
redevelopment of the Bradmill or Precinct 15 Urban Renewal Areas.
Brooklyn Residential Neighbourhood

86.

The Brooklyn residential neighbourhood is an existing community of approx. 400 dwellings that is
located on the north of the freeway west of Millers Road. Whilst there is not a direct physical
change to Millers Road where it adjoins the residential neighbourhood it is forecast that vehicle
movements, and particularly truck traffic, will significantly increase because of the proposed
curfews and bans applying to truck movements in streets further to the west.

87.

It is considered that the additional truck traffic, even at the lower figure of 4,000 truck movements
(see Project Note No. 1), is likely to have an adverse impact on the Brooklyn neighbourhood. The
highest impact will be on the 36 residential properties abutting Millers Road (which include several
multi-unit developments).

88.

The potential mitigation measures requiring further investigation could include:
 Acoustic attenuation for the dwellings adjoining Millers Road
 The creation of a controlled intersection at one of the local streets and Millers Road or other
road improvements to enable residents to gain safe access to Millers Road
Dynon Rail Yards and Dynon Urban Renewal Area

89.

The site comprises a large land holding located between Dynon Road and Footscray Road north of
the Port of Melbourne. Presently the land is used as the main intermodal container facility in
Melbourne. Part of the area contains the former Melbourne Wholesale Fruit and Vegetable Market
and Fish Market sites.
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90.

The Dynon Urban Renewal Area is located to the north of Dynon Road between the Maribyrnong
River and CityLink and is nominated as a large potential urban renewal area in Plan Melbourne
2017-2050. This area may become available when the proposed Western Interstate Freight
Terminal is developed and the current interstate freight terminal at Dynon is closed (timing
unknown).

91.

It is considered that the structures and the future operations of the Project from a land use
perspective are acceptable as they are contained within a robust industrial setting which is already
influenced by elevated road structures (CityLink), major road ways and rail corridors.

92.

It is acknowledged that the Project will cross Moonee Ponds Creek in an area where the creek side
environment has been landscaped and exhibits a different character to that of the adjacent
industrial and transport operations. The elevated roadway will introduce an additional bridge
element into the landscape that already features a number of links including three rail bridges and
three road bridges. It is considered that the new open space and landscaping measures proposed
to form part of the Project will provide an overall upgrade for the area and extend the riverbank
character further into the industrial precinct. These include:
 The creation of a new area of open space on the west side of the Moonee Ponds Creek of
approx. 1.4 hectares in area
 Additional landscape enhancements on both sides of the creek between Dynon Road and
Footscray Road
 Enhanced active transport links across the creek linking into the broader pedestrian and cycle
network

93.

In summary, the proposed roadworks associated with the Project are acceptable within the existing
and future land use patterns for the Dynon Road Rail Yards/Former Markets Site and Dynon Urban
Renewal Area. The Project will not constrain the Dynon Road Rail Yards/Former Markets Site from
being used or developed for industrial purposes or adversely influence the long-term
redevelopment of the Dynon Urban Renewal Area.
Arden Macaulay Urban Renewal Precinct

94.

The broader Arden Macaulay precinct comprises two sub-precincts being the northern ArdenMacaulay precinct (generally north of Macaulay Road) and the Arden urban renewal precinct (land
south of Macaulay Road). The precincts comprise land to the east and west of Moonee Ponds
Creek and CityLink.

95.

The impacts of the Project on the Moonee Ponds Creek are discussed in my assessment of the
Dynon Urban Renewal site and E-Gate.

96.

There are no direct land use or built form impacts on the Arden Macaulay Urban Renewal Area. It
is noted that the proposed link to Dynon Road will occur to the west of the site. Dynon Road in turn
passes directly to the south of the Arden Central site but does not and will not connect to the site.
The proposed Dynon Road to Wurundjeri Way elevated roadway will be located over 200 metres
away from the nearest part of the Arden Central site.

97.

The EES assessment of noise impacts (see Volume 4 – p. 27-44) forecasts that the Project will
cause noise impacts exceeding 63 dB(A) into the southern part of the Arden Central site up to
approx. 150 metres from the Dynon Road. The EES estimates that this represents an increase of 1
to 2dB(A) over the no Project case.

98.

It is noted that this area is already subjected to a relatively high noise environment due to the
operations of the nearby rail lines, the existing CityLink and Dynon Road traffic and nearby
industrial activities. The future development of the Arden Central site is yet to be determined and I
am satisfied that the development can be so designed as to protect future activities and residents
from the nearby traffic noise. This could include:
 Acoustic attenuation to any residential and community buildings that may be constructed on the
southern portion of the site.
 The provision of acoustic barriers on the southern boundary of the site
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99.
In summary, the Project will not constrain the or adversely influence the long-term redevelopment
of the Arden-Macaulay Urban Renewal Area.
E-Gate Precinct
100.

The E-Gate site comprises a large land holding located just south of North and West Melbourne,
north of Docklands and west of the Melbourne CBD and is approximately 20 hectares in area. The
site is bounded by Wurundjeri Way and Dudley Street to the south-east; Footscray Road to the
south; Moonee Ponds Creek to the west and the expansive rail corridor of North Melbourne Station
to the north-east.

101.

It is considered that the proposed structures and the future operations of the Project will have a
number of impacts from a land use perspective, being:
 A reduction in the ‘frontage‘ of the E-Gate site to the Moonee Ponds Creek.
 The creation of a ‘land-locked’ parcel to the north of the Dynon Road link and adjacent to the
Moonee Ponds Creek.
 A reduction in the area available for redevelopment by approx. 1.5 hectares leaving approx.
18.5 hectares available.
 The creation of a high physical structure at the northern edge of the site that will serve to create
a new edge condition the future redevelopment of E-Gate will need to respond to and manage.

102.

Collectively, these impacts will introduce a changed context for the future development of the EGate site.

103.

The proposed Dudley Street link will serve to reduce the extent of ‘frontage’ of the E-Gate site to
the Moonee Ponds Creek but will not prevent continued connectivity along the course of the creek
bank. The reduction of the frontage to the creek and the creation of the land-locked parcel will
potentially reduce the opportunity to integrate some or all of that land into a larger open space
corridor associated with the Moonee Ponds Creek. It is considered desirable the portion of land
directly abutting the creek should be maintained as part of the creek open space system to
integrate with the long-term redevelopment of E-Gate.

104.

The proposed locations of the road links seek to ensure that they are at the edge of the precinct
thereby retaining the redevelopment opportunity for the long term.

105.

The elevated structures to the north will create a highly visible structure and ‘edge’ to the E-Gate
site and the existing rail corridor. The E-Gate site was always confronted with the need to manage
a ‘robust’ northern edge condition given the operations of the rail corridor that include freight and
night operations. It is acknowledged that the Project will introduce a stronger visual delineation
between the E-Gate site and the adjoining transport functions.

106.

The renewal of E-Gate site will need to respond to this condition. It is considered the edge
condition can be managed in a number of ways including:
 The creation of multi-deck car park structures adjacent to the Project that serve to elevate the
‘ground plane’ of the E-Gate development above the height of the Project. This design approach
has been adopted by developments in Southbank adjacent to the Westgate Freeway.
 Adopting design approaches that provide for an appropriate acoustic protection within buildings.
This approach is already adopted in central city precincts, including Southbank.

107.

The reduction in the amount of land for development is considered to be acceptable. The E-Gate
site has been identified as a preferred site to accommodate intense forms of renewal. The smaller
land size will not prevent this outcome from being achieved.

108.

The opportunity to create the link between Docklands and North Melbourne will be maintained
albeit it is likely the required design response will be altered due to the proposed elevated road
structures. The elevated roadways will introduce a further element to be crossed by the proposed
link. The cross-section on the following page shows the relationship of these elements.
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109.

It is considered that the Project will not prevent the establishment of an active transport link
between North Melbourne and Docklands.

110.

In summary, the proposed road works associated with the Project are acceptable within the
existing and future land use patterns for the E-Gate Urban Renewal Area. The Project will not
prevent or unduly constrain the redevelopment of the E-Gate precinct.
North and West Melbourne

111.

The existing suburbs of North and West Melbourne sit to the east of the major rail corridor that runs
north south past the North Melbourne rail station.

112.

It is proposed that the elevated road structures running along the northern edge of E-Gate will be
located approx. 90 to over 200 metres from Railway Place in West Melbourne. The height of the
structure will vary from approx. 21 metres above ground level (Dynon Road/Wurundjeri Way link)
and approx. 11.5 metres (on/off ramps linking to Wurundjeri Way) above ground level near Dynon
Road to approx. 6 metres immediately north of Dudley Street.

113.

There are no direct land use or built form impacts on North Melbourne.

114.

Views to the south from West Melbourne towards Docklands can be obtained from Railway Place
and nearby buildings. The elevated structures to the south of West Melbourne will create a highly
visible structure and southern ‘edge’ to the existing rail corridor. This view will again change over
time with the redevelopment of the E-Gate precinct where it is expected that significantly larger and
taller structures will be established.

115.

The existing structure and operations of the rail corridor already create a strong barrier physical
and visual barrier to West Melbourne’s south. It is apparent that the existing rail operations do have
an impact on the nearby properties. It is considered important that the operations of the elevated
roadway not add to this impact. I understand that the existing rail noise barrier will also offer
satisfactory protection from the operations of the Project (see Vol 3 – p. 27-44)

116.

In summary, the Project will not constrain or adversely influence the ongoing development of the
West Melbourne area.
Docklands

117.

The Docklands Urban Renewal precinct is comprised of several sub-precincts two of which are
adjacent or near to the West Gate Tunnel Project being:
 The Digital Harbour Precinct located to the south of Dudley Street and bounded by Wurundjeri
Road to the east, Harbour Esplanade to the west and LaTrobe Street to the south.
 The Waterfront City precinct located to the south and west of Footscray Road directly opposite
the E-Gate precinct.

118.

It is proposed that elevated road structures linking to Wurundjeri Way will be constructed on the
northern edge of E-Gate. The structures will be located approx. 250 to 400 metres from the
western and southern side of Footscray Road adjacent to Waterfront City precinct. The existing
Wurundjeri Way roadway will need to be widened to accommodate the ramps and at grade lanes. It
is understood that no land will need to be acquired from the Digital Harbour site but some
construction access may be required.

119.

It is considered that the proposed structures and the future operations of the Project will have some
initial impacts from a land use and built form perspective, being:
 The creation of a high physical structure at the northern and eastern edge of the E-Gate site
that will be visible to views from the Footscray Road environs and nearby buildings.
 The likely requirement for a different route for any pedestrian and cycle link from West
Melbourne across the E-Gate site to the Waterfront City precinct.

120.

Having regard to the changed view it is noted that over time, with the redevelopment of the E-Gate
precinct, it is expected that significantly larger and taller structures will be established that both
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provide an altered context for the road structure and, likely, will obscure views to many parts of the
road way.
121.

The opportunity to create the link between Docklands and North Melbourne will be maintained
albeit it is likely the required design response will be altered due to the proposed elevated road
structures. It is considered that the Project will not prevent the establishment of an active transport
link between North Melbourne and Docklands.

122.

It is noted that the Docklands area is already subjected to a relatively high noise environment due
to the operations of the Port, nearby rail lines, truck traffic and outdoor entertainment events.
Indeed, the Docklands area is subject to specific design and development overlay control that
requires all residential dwellings to be designed to achieve an internal noise level of 45 dB(A) when
outdoor events are undertaken at Etihad Stadium.

123.

The EES acoustic analysis forecasts that noise levels at 2031 with the operation of the Project will
increase by approx. 1 dB(A). Given the small increase in noise levels and the current planning
controls in place in Docklands it is considered that there is no need for additional acoustic
attenuation.

124.

In summary, the proposed road works associated with the Project are acceptable within the
existing and future land use patterns for the Docklands. The Project will not prevent or unduly
constrain the redevelopment of the Digital Harbour precinct in accordance with the current
approved Development Plan. The elevated road way linking to Wurundjeri Way may require any
link from West Melbourne to Waterfront City across E-Gate to follow a longer path than in the
absence of the Project.

3.3. CONCLUSION
125.

In conclusion, the Project will have a number of impacts along the course of its route on existing or
proposed urban renewal areas or other key sites. Whilst the Brooklyn residential neighbourhood is
outside the project area it is considered that the impacts of the additional truck traffic, generated as
a consequence of Project related measures (i.e. road curfews and bans for trucks in other parts of
Maribyrnong), should be appropriately managed.
It is considered that each of these impacts are either acceptable taking an overall view of the
Project or can be appropriately managed.
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3.

RESPONSE TO IAC QUESTIONS AND FURTHER
INFORMATION REQUEST

126.

I have not been requested to address any of the questions raised by the IAC.
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4.

ASSESSMENT OF PROPOSED PLANNING SCHEME
AMENDMENT GC65

5.1. OVERVIEW
127.

It is proposed to amend the provisions of the Brimbank, Hobsons Bay, Maribyrnong, Melbourne,
Port of Melbourne and Wyndham Planning Schemes to facilitate the development and operation of
the West Gate Tunnel Project.

128.

The components of the proposed amendment are fully described in Attached IV to the EES
documentation and include the statutory documentation together with an explanation of the
amendment and why the form of planning within the Amendment have been proposed. The
principal components of the Amendment are:
 The introduction of the West Gate Tunnel Project Incorporated Document, May 2017 into the
various planning schemes that will permit the use and development of the Project subject to
certain conditions and subsidiary approvals (Schedule 52.03).
 The specification of the Minister for Planning as the Responsible Authority for the administration
and enforcement of the planning controls for the Project (Clause 61.01).
 The introduction of a new Design and Development Overlay Schedule into the Hobsons Bay
(DDO – Schedule 15) and Maribyrnong (DDO – Schedule 13) over the extent of the tunnels and
associated portals to protect the tunnels structural integrity and associated infrastructure. The
local Council’s will remain the Responsible Authorities for these controls with DEDJTR being a
determining referral authority for any applications under these controls.

129.

My assessment of the detailed investigation of the appropriate form the planning controls required
for the Project and the proposed controls concludes that:
 The use of a GC amendment is appropriate given the extensive nature of the project, the
number of municipalities it affects and the fact that the Project is a detailed interlinked
infrastructure project that is not readily capable of being disaggregated into components that are
aligned with the municipal or planning control boundaries.
 The Incorporated Document form of control is most appropriate as it enables a single reference
point for the approval (rather than multiple approvals) and ensures consistency of approach and
decision making within the approval process.
 The Incorporated Document in this instance can be a concise document as the details of the
Project are known and the subject of the detailed review of the EES and Advisory Committee
process. If changes are required through this review process, these can be achieved through a
substitution of plans within the package comprising the West Gate Tunnel Project Development
and Urban Design Plans.
 The Minister for Planning is the appropriate Responsible Authority for the Project as it creates a
single point of approval ensuring consistency in the review and approval process and the
project is one of state significance.
 The Design and Development Overlay (DDO) is an ideal form of planning control for ongoing
protection of the tunnels. The control specifically delineates the area of interest on the planning
scheme map and highlights the existence of the tunnels. The DDO then provides specific
guidance as to what form of development requires consideration and approval and what is
exempt providing an efficient form of control.

130.

In summary, I consider the proposed approach to the form and content of the planning controls to
be appropriate to the nature and scale of the Project.
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Declaration
131.

I declare that in preparing the material contained in this report I have made all inquiries that I
believe are desirable and appropriate and no matters of significance which I regard as relevant,
have, to my knowledge, been withheld from the Panel.

Michael Barlow
Director
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Summary of Qualifications and Experience


Name and Address
Michael Bruce Barlow
Urbis Pty Ltd
Level 12, 120 Collins Street,
Melbourne, VIC 3000



Qualifications
I am a Director of Urbis Pty Ltd. I am a qualified town planner and have practised as a town planner
for over 35 years (including 32 as a consultant planner) and hold a Diploma of Applied Science
(Town Planning) from Royal Melbourne Institute of Technology for which I qualified in 1981.



Experience
My experience includes:
 2011 to present:

Director of Planning, Urbis Pty Ltd

 2002 to 2010:

Managing Director, Urbis Pty Ltd

 1990 – 2001:
Consulting)

Director of Urbis Pty Ltd (and its predecessors including A.T. Cocks

 1985 – 1990:

Senior Planner, A.T. Cocks Consulting

 1982 – 1985:

Planning Officer and Appeals Officer, City of Melbourne

 1981 – 1982:

Planning Officer, Shire of Eltham

 1977 – 1980:

Planning Officer, City of Doncaster and Templestowe

I advise on the development of cities, their principal activities and land uses and have extensive
experience in strategic and development planning. I have been engaged on a wide range of projects
throughout Australia, China and the Middle East. I have particular project experience involving major
urban development projects across a range of localities and activities including:
 The analysis of drivers of change in cities and their impacts and influence on industry,
employment and economic development, retail and activity centres, residential development
strategies and policy, metropolitan growth and urban management.
 The preparation of master plans for institutional and educational establishments, airports and
new urban development.
 A wide range of international urban development projects including the planning of the new port
city serving Shanghai and major city and new town strategies for a number of cities within the
Yangtze River corridor, China.
 Leadership of the development of a comprehensive Framework Plan for the Emirate of Dubai.
This project created a Vision to guide the economic development of the Emirate, an Urban
Framework Plan and an Urban Management System for the government of Dubai.
 Advice on new and specialist land uses and development concepts including the ongoing
development of major Australian airports, the introduction and impacts of new retail concepts
and standalone megaplex cinemas and the introduction of the casino into central Melbourne.
 Major retail developments comprising central city centres, super-regional centres and mixed use
developments.
 Major commercial and residential developments in the Melbourne central city area including the
CBD, Docklands and Southbank and throughout metropolitan Melbourne.
I provide expert evidence at various forums including the Supreme Court of Victoria, Federal Court
of Australia, Land and Environment Court (NSW), the Victorian Civil and Administrative Tribunal
and independent planning panels regarding the planning implications and impacts of development.


Expertise to make the report
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I have advised on and assessed the introduction of new planning controls across Victoria ranging
from the introduction of the new format schemes, new urban area development controls to sitespecific development controls over the past 30 years.


Instructions
I have been requested by Clayton Utz, on behalf of the Westgate Distributor Authority to:
1. Review the Exhibited Documents relevant to your area of expertise, in particular:
f. The EES volumes 1 to 4 (as relevant);
g. Technical Reports K and L (as relevant);
h. Attachment IV;
i. EES Map Book; and
j. Development and Urban Design Plans.

2. Review the public submissions and identify those relevant to your area of expertise.
3. Prepare an expert witness report that:
e.

sets out your strategic planning assessment of the Project, and its implications for
other strategic initiatives, such as the ongoing use of the Port of Melbourne and the
development of relevant strategic redevelopment sites;

f.

sets out your assessment of draft Planning Scheme Amendment GC65;

g.

responds to the public submissions relevant to your area of expertise; and

h.

sets out any other matter relevant to your area of expertise.

I confirm that I am the sole author of this report.


The Facts, Matters and Assumptions on which the Opinions are expressed in this Report
In undertaking my assessment I have familiarised myself with the project area and surrounding
environs as relevant and have had regard to the following documents:


Plan Melbourne 2017-2050 and other relevant documents supporting the metropolitan planning
strategy.



The Planning Schemes for Brimbank, Melbourne, Maribyrnong, Hobsons Bay, Wyndham and
the Port of Melbourne.



The draft Planning Scheme Amendment GC65 for the Project.



The East West Link Needs Assessment Report (Eddington May 2008)



The draft 'West Gate Tunnel Project Incorporated Document, May 2017'



The Exhibited Documents, in particular:


The EES volumes 1 to 4 (as relevant);



Technical Reports K and L (as relevant);



Attachment IV;



EES Map Book; and



Development and Urban Design Plans.



The Advice on Securing Victoria’s Port Capacity report (Infrastructure Victoria May 2017)



Various structure plans for nominated urban renewal precincts, areas and other key sites (as
available)



Submissions made by Councils, authorities and others regarding the Environmental Effect
Statement and the draft planning scheme amendment (PSA) relevant to my planning expertise.

The matters addressed within this report fall within my planning expertise. I note in the body of my
report where I have specifically relied on the detailed technical assessments and supporting
documentation prepared by others to assist my assessment of a particular matter.


Declaration
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I declare that in preparing the material contained in this report I have made all inquiries that I believe
are desirable and appropriate and no matters of significance which I regard as relevant have to my
knowledge been withheld from the Panel.


Findings
My findings are set out in the body of this report.
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BRIEF DESCRIPTION OF LAND USES
ADJOINING PROJECT ROUTE
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Brief Description of Principal Land Use Pattern Adjoining the Project Route
The physical context of the Project ranges from Altona North to West Melbourne/Docklands. The
route of the Project traverses a varied land use pattern that includes:
 Established open space areas including the Altona Memorial Park and Crofts Reserve (south
side of the M1 corridor near Grieve Parade)
 The established residential neighbourhoods of Brooklyn (north of the M1 corridor and west of
Millers Road) and Altona North (south of the M1 corridor)
 Industrial precincts in Brooklyn (north of the M1 corridor)
 The former Bradmill urban renewal precinct in Yarraville and the urban renewal site Precinct 15
in Altona North (north and south of the M1 corridor respectively)
 The residential neighbourhoods of Spotswood and South Kingsville (south of the M1 corridor)
 Established open space comprising the McIvor Reserve (north of the M1 corridor)
 The residential neighbourhood of Yarraville (north of the M1 corridor)
 The industrial area in Footscray generally adjacent to the west side of the Maribyrnong river
 The Port of Melbourne located on both sides of the Maribyrnong River and either side of
Footscray Road
 The former Market site located north of Footscray Road
 The South Dynon Rail Maintenance Centre and South Dynon Marshalling Yards north of
Footscray Road
 The main rail line link to Melbourne’s north and west and the North Melbourne Station
 The E-Gate urban renewal precinct located to the east of Footscray Road
 The Waterfront City precinct and the Digital Harbour precincts, being part of Docklands, located
to the south west of Footscray Road and south of Dudley Street respectively.
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ASSESSMENT OF IMPACTS ON URBAN
RENEWAL AND KEY SITES – WEST GATE
FREEWAY
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The Former Bradmill Site, Yarraville
1. The Location/Site
The former Bradmill site comprises a significant land parcel of approx. 23.6 hectares located in
Yarraville. The site has an extensive frontage to Francis Street and adjoins the Newport rail line
to the south and the McIvor Reserve to the east. The southern ‘tip’ of the site is adjacent to the
Westgate Freeway.
The site has been partially cleared of its industrial buildings and redevelopment is yet to
commence.

2. Current Planning
The site has been approved to be redeveloped as a mixed-use precinct comprising a range of
housing opportunities and a neighbourhood activity centre located in the north-east corner of
the site. Access to the site is proposed to be from Francis Street and newly created street
running from Fogarty Street in the south (adjacent to the Westgate Freeway) along the eastern
boundary of the site.
The site has been placed within a General Residential zone and a Commercial 1 zone
(proposed shopping centre). The future development of the site is controlled via a specific
Development Plan.
Part of the approval to develop the site requires the developer to mitigate existing noise impacts
from the ongoing operation of the freeway. The controls do not specify the level to be achieved
rather it relies on the need to complete Adverse Amenity Impact assessment.
3. Westgate Project impacts on the Precinct
The Bradmill site (at its southern extent) is located approximately 20 metres from the Westgate
freeway. The current development proposal for the site seeks to establish community facilities
within the former boiler house building (closest to the freeway) and residential uses further to
the north and west. The nearest residential uses will be located approx. 100 to 140 metres from
the northern edge of the freeway.
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The current Project design does not propose to extend the new acoustic barrier west of McIvor
Reserve. The freeway at the point closest to the Bradmill site is elevated above the surrounding
areas as it rises to cross the Newport rail line and Fogarty Street (that provides north-south
connectivity under the freeway).
The EES assessment of noise impacts (see Volume 2- Chapter 13) forecasts that the Project
will cause noise impacts exceeding 63 dB(A) into the Bradmill site up to approx. 300 metres
from the freeway.
4. Assessment and Conclusions
The Project will not physically impact on the Bradmill site however the future operation of the
Project will cause additional noise impacts on the southern part of the site - an increase of
3dB(A) to 70dB(A).
Consideration should be given to the most effective means to address this increased noise
impact. This could include:


Acoustic attenuation to the residential and community buildings to be constructed on the site.



The provision of acoustic barriers on the southern boundary of the Bradmill site



The provision of acoustic barriers on or adjacent to the freeway
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Precinct 15 Urban Renewal Site, North Altona
1. The Location/Site
The Precinct 15 site is located on the south side of the Westgate freeway and comprises
several industrial sites that have been earmarked for redevelopment as a major residential
precinct with associated facilities.

2. Current Planning
A detailed series of planning controls have been prepared to guide the future development of
the precinct and are currently on exhibition as part of Amendment C88 to the Hobson Bay
Planning Scheme. The amendment proposes to remove the existing industrial zoning and
introduce a Comprehensive Development Zone together with other controls.
It is not apparent from the proposed planning controls if the developer is required to provide
mitigation for noise impacts from the current operations of the freeway given that the proposed
rezoning is in effect the ‘agent of change’.
3. Westgate Project impacts on the Precinct
The proposed westbound tunnel portal is located on the immediate northern boundary of
Precinct 15 and will require part of the site to accommodate the works associated with the
tunnel portal and additional westbound lanes.
The tunnel portal will feature an architecturally designed ventilation structure that will rise
approx. 37 – 55 metres above ground level. The structure will be visible from the surrounding
areas.
It is proposed to acquire the northernmost parcel of land contained in Precinct 15 and devote
that portion of the land not required for the Project as public open space. It is proposed that the
open space will act as a buffer between the West Gate Freeway and the future residential and
mixed use development.
The nearest proposed residential development will be located approx. 60 to 130 metres from the
freeway. It is proposed to establish an acoustic barrier rising 3 to 4.5 metres above the freeway
level adjacent to the eastern half of the boundary with the proposed new open space area.
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4. Assessment and Conclusions
It is considered that the tunnel portal and ventilation structure is a visually attractive element that
will not create any adverse impacts on the surround land uses. The structure is set back at least
70 metres from the nearest residential area in Precinct 15. Potential shadowing caused by the
structure will fall on the roadways and open space.
The future operation of the Project will cause additional noise impacts on the northern part of
the site - an increase of 1dB(A) to 71dB(A) – (see Volume 2, p.13-43 and 13-48).
Consideration could be given to the most effective means to address the increased noise
impact. This could include:


Acoustic attenuation to the residential and community buildings to be constructed on the site
within the noise affected area.



The provision of more extensive acoustic barriers adjacent to the freeway

In summary, it is considered that the Project will not constrain the or adversely influence the
long-term redevelopment of the Precinct 15 Urban Renewal Area.
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The Brooklyn Residential Neighbourhood
1. The Location/Site
The Brooklyn residential neighbourhood is an existing community of approx. 400 dwellings that
is located on the north of the freeway west of Millers Road. The area is not proposed for
redevelopment rather it is an established residential area that is likely to undergo incremental
change over the future years as the western region continues to grow.
The eastern boundary of the neighbourhood adjoins Millers Road that serves as a major access
to the West Gate Freeway from Princess Highway to the north. It is understood that current
truck traffic on Millers Road accounts for approx. 2,600 vehicle movements per day (two-way) –
Technical Report A Transport Figure 72. There are several roadways leading west from Millers
Road that provide access for the local community.
Land on the eastern side of Millers Road is occupied by several industrial businesses who also
rely on Millers Road for access.

2. Current Planning
The Brooklyn neigbourhood is within a General Residential zone. Land on the east side of
Millers Road is zoned Industrial 3 and Millers Road is within a Road Category 1 Zone.
3. Westgate Project impacts on the Precinct
Whilst there is not a direct physical change to Millers Road where it adjoins the residential
neighbourhood it is forecast that vehicle movements, and particularly truck traffic, will
significantly increase because of the proposed curfews and bans applying to truck movements
in streets further to the west.
The EES traffic assessment forecasts that truck movements could increase by as much as
7,000 vehicle movements per day. A recent review of the impacts of changing the location of
tolling points (Project Note No. 1) advises that the number of additional truck movements would
be reduced to 4,000 a day.
Concerns have been raised about the impacts of this additional truck traffic including noise and
reduced accessibility from the Brooklyn neighbourhood to Millers Road.
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4. Assessment and Conclusions
It is considered that the additional truck traffic, even at the lower figure of 4,000 truck movements, is
likely to have an adverse impact on the Brooklyn neighbourhood. The highest impact will be on the 36
residential properties abutting Millers Road (which include several multi-unit developments).
The potential mitigation measures requiring further investigation could include:
 Acoustic attenuation for the dwellings adjoining Millers Road
 The creation of a controlled intersection at one of the local streets and Millers Road or other
road improvements to enable residents to gain safe access to Millers Road
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RENEWAL AND KEY SITES – PORT,
CITYLINK AND CITY CONNECTIONS
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Figure 5 – Extract from Plan Melbourne 2017-2050
Key Plan of Urban Renewal sites and other features
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Dynon Road Rail Yards/Former Markets Site and Dynon Urban
Renewal Area
1. The Location/Site
The site comprises a large land holding located between Dynon Road and Footscray Rad north
of the Port of Melbourne. Presently the land is used as the main intermodal container facility in
Melbourne. Part of the area contains the former Melbourne Wholesale Fruit and Vegetable
Market and Fish Market sites.
The Dynon Urban Renewal Area is located to the north of Dynon Road between the
Maribyrnong River and CityLink and is nominated as a large potential urban renewal area in
Plan Melbourne 2017-2050. This area may become available when the proposed Western
Interstate Freight Terminal is developed and the current interstate freight terminal at Dynon is
closed (timing unknown).

2. Current Planning
The current planning for the Dynon Road Rail Yards/Former Markets Site is yet to be fully
resolved and is likely to form part of the new Port of Melbourne Development Plan that is to be
prepared in 2018. It is not yet apparent whether the Wholesale Market sites will fall within this
review or not.
It is noted that the Port of Melbourne Strategy prepared in 2009 when discussing the proposed
future development for the Swanson/Appleton/Victoria Dock precinct advised:
This precinct will be closely integrated with the Dynon rail precinct to the north of
Footscray Road following relocation of the Melbourne Wholesale Fruit and Vegetable
Market.21
Infrastructure Victoria considers the area to be of strategic importance for the ongoing port
operations stating:
Victoria’s main interstate rail facilities are located at Dynon, just north of Swanson
21

Port of Melbourne – Port of Melbourne Strategy 2009 p. 22
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Dock. Port rail facilities are linked to Dynon where there is a mix of port and non-port
rail freight operations. Rail mode share at the Port of Melbourne is about 10 per cent.
Currently there is no significant movement of containers around metropolitan
Melbourne on rail.
The amount of network capacity available for more port freight trains in the future
depends on growth in the public transport system and in interstate and regional freight
trains. Trains to the south-east have to use the broad gauge system mainly used by
public transport. Trains to the west and north use the standard gauge network mainly
used by freight. A key interface point and potential network constriction is the Sim
Street Junction just north of Footscray Road and the port. This junction is an interface
for freight trains to and from the port, interstate freight trains to the Dynon Terminals
and interstate passenger trains to Southern Cross.
The implementation of the metropolitan intermodal system or rail port shuttle
operations has been the subject of significant planning, although minimal services
currently operate to the port. Current capacity to the west of Melbourne on standard
gauge can provide for about eight (one way) daily trips and at least this capacity is
also available on the broad gauge to the south-east of Melbourne, providing capacity
for 300,000 to 400,000 TEU in the short term and the period to about 2025.
Key issues for scheduling of port rail shuttle trains on the existing networks involve
avoidance of peak periods and agreed schedules around passenger and potential
higher priority trains.
The capacity available on the networks is likely to provide some challenges in the
future. If the port rail shuttle system can be established, however, projects to increase
capacity may be viable when demand for services nears capacity limits.
We believe that an important part of increasing capacity at Swanson Dock requires
the establishment of the Metropolitan Intermodal System, also known as the Port Rail
Shuttle. Rail should become part of the network that moves containers around
metropolitan Melbourne.22
The Dynon Urban Renewal Area is nominated as a redevelopment area but is not considered
a priority site (se Plan Melbourne 2017-2050 – Map 7). It is noted that the availability of the site
is uncertain as it relies on the development of a new freight terminal in the west. I would expect
that the development of this site would follow that of the Arden precinct (especially the
government owned land at Arden central). This timing suggests that the Dynon Precinct may not
be redeveloped until the 2040s.
The potential development of this precinct could be further delayed in the event that the Dynon
Road Rail Yards/Former Markets Site is expanded to accommodate increased freight
handling operations associated with the Port of Melbourne. In this circumstance it would be
prudent to ensure the Dynon Urban Renewal site did not introduce uses that were incompatible
with the port operations.
3. Potential Impacts of Westgate Project on Site
The elevated road structure and associated off ramps will occupy part of the eastern section of
the Melbourne Markets sites. I am advised that the elevated road structure provides sufficient
clearance for the ongoing operations of the rail links to the east. Whilst some land will be
required for the ramps coming to ground near Footscray Road the majority of the Project
footprint will be the elevated roadway links to City Link and to Dynon Road.
4. Assessment and Conclusions
It is considered that the structures and the future operations of the Project from a land use
perspective are acceptable as they are contained within a robust industrial setting which is
already influenced by elevated road structures (CityLink), major road ways and rail corridors.
It is acknowledged that the Project will cross Moonee Ponds Creek in area where the creek side
environment has been landscaped and exhibits a different character to that of the adjacent
industrial and transport operations. The elevated roadway will introduce an additional bridge

22

Infrastructure Victoria – Advice on Securing Victoria’s Port Capacity (May 2017) p. 77
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element into the landscape that already features a number of links including three rail bridges
and three road bridges. It is considered that the new open space and landscaping measures
proposed to form part of the Project will provide an overall upgrade for the area and extend the
riverbank character further into the industrial precinct. These include:
 The creation of a new area of open space on the west side of the Moonee Pond s Creek of
approx. 1.4 hectares in area
 Additional landscape enhancements on both sides of the creek between Dynon Road and
Footscray Road
 Enhanced active transport links across the creek linking into the broader pedestrian and
cycle network
In summary, the proposed roadworks associated with the Project are acceptable within the
existing and future land use patterns for the Dynon Road Rail Yards/Former Markets Site and
Dynon Urban Renewal Area. The Project will not constrain the Dynon Road Rail Yards/Former
Markets Site from being used or developed for industrial purposes or adversely influence the
long-term redevelopment of the Dynon Urban Renewal Area.
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Arden Macaulay Urban Renewal Area
1. The Location/Site
The broader Arden Macaulay precinct comprises two sub-precincts being the northern ArdenMacaulay precinct (generally north of Macaulay Road) and the Arden urban renewal precinct
(land south of Macaulay Road). The precincts comprise land to the east and west of Moonee
Ponds Creek and CityLink.

2. Current Planning
The current planning for the Arden/Macaulay confirms that it is a priority urban renewal area
(see Plan Melbourne 2017-2050 Map 4). The higher priority afforded this precinct is
understandable with the development of a new station at Arden Central south of Arden Street.
The proposed redevelopment of the northern part of the Arden-Macaulay precinct will be guided
by the Arden-Macaulay Structure Plan (2012) and the associated planning controls contained in
Amendment C190 to the Melbourne Planning Scheme. The structure plan anticipates the overall
redevelopment will result in new mixed-use neighbourhoods with an increased population and
workforce.
The Arden Urban Renewal Precinct (focused on the government owned land located between
the Craigieburn/Upfield rail line and Arden Street) is planned to become a new commercial
centre within central Melbourne (see Draft Arden Vision and Framework - 2016). The precinct
by virtue of its proximity to the educational, research and health activities in nearby Parkville is
expected to be a knowledge industry cluster whilst also offering supporting services for the
CBD.
3. Westgate Project impacts on the Precinct
There are no direct land use or built form impacts on the Arden Macaulay Urban Renewal Area.
It is noted that the proposed link to Dynon Road will occur to the west of the site. Dynon Road in
turn passes directly to the south of the Arden Central site but does not and will not connect to
the site. The proposed Dynon Road to Wurundjeri Way elevated roadway will be located over
200 metres away from the nearest part of the Arden Central site.
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The EES assessment of noise impacts (see Volume 4 – p. 27-44) forecasts that the Project will
cause noise impacts exceeding 63 dB(A) into the southern part of the Arden Central site up to
approx. 150 metres from the Dynon Road. The EES estimates that this represents an increase
of 1 to 2dB(A) over the no Project case.
The impacts of the Project on the Moonee Ponds Creek are discussed in my assessment of the
Dynon Urban Renewal site and E-Gate.
4. Assessment and Conclusions
It is noted that this area is already subjected to a relatively high noise environment due to the
operations of the nearby rail lines, the existing CityLink and Dynon Road traffic and nearby
industrial activities. The future development of the Arden Central site is yet to be determined
and I am satisfied that the development can be so designed as to protect future activities and
residents from the nearby traffic noise. This could include:


Acoustic attenuation to any residential and community buildings that may be be constructed on
the southern portion of the site.



The provision of acoustic barriers on the southern boundary of the site

In summary, the Project will not constrain the or adversely influence the long-term
redevelopment of the Arden-Macaulay Urban Renewal Area.

APPENDICES

URBIS
WEST GATE TUNNEL PROJECT – STRATEGIC PLANNING ASSESSMENT

E-Gate Urban Renewal Area
1. The Location/Site
The E-Gate site comprises a large land holding located just south of North and West Melbourne,
north of Docklands and west of the Melbourne CBD and is approximately 20 hectares in area.
The site is bounded by Wurundjeri Way and Dudley Street to the south-east; Footscray Road to
the south; Moonee Ponds Creek to the west and the expansive rail corridor of North Melbourne
Station to the north-east.
The site is currently used to support the infrastructure needs of the metropolitan rail network and
additionally provides a location for various industrial uses. The site is generally populated with
rail lines and industrial buildings. Currently the site is occupied by:
 Approximately half the site is subleased by BlueScope / Arrium and is used for logistics.
 Metro Trains occupy the majority of the other half of the site for train maintenance, logistics
and administration facilities and storage and the emergency response unit.
 A range of other smaller tenancies in the southern part of the site.
E-Gate has the potential to link Docklands with North and West Melbourne.

2. Current Planning
The current planning for the E-Gate site is uncertain. In 2014 it was proposed that the site be
developed and an EOI was taken to market. More recently the planning for central Melbourne
has indicated that other urban renewal sites have greater priority (see Plan Melbourne 20172050 Map 4). The Arden/Macauley and Fishermans Bend projects are considered to be the
urban renewal areas within the central city that will proceed first.
Ultimately, when the site is redeveloped it is expected to comprise an intensive mixed-use
precinct. The eastern edge of the site adjoining the expansive rail corridor
The concept of linking North and West Melbourne to Docklands (at the Waterfront City precinct)
with an active transport connection has been associated with every major concept plan
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previously developed for the E-Gate site. The 2014 EOI expressly called for this link to form part
of the bidders design response.
Whilst there is no approved design for the link in place, it is anticipated that the link would ‘land’
near the North Melbourne station (to provide access to the public transport system) and would
cross Footscray Road on an elevated structure landing in Waterfront City south of Waterfront
Way.
3. Westgate Project impacts on the Site
The road link to Dynon Road will occupy part of the north-western section of the E-Gate site.
The associated on/off ramps linking to Wurundjeri Way and the link from Dynon Road to
Wurundjeri Way will traverse the north-eastern edge of the site through to Dudley Street.
It is proposed that the elevated road structures will rise approx. 21 metres above ground level
(Dynon Road/Wurundjeri Way link) and approx. 11.5 metres (on/off ramps linking to Wurundjeri
Way) above ground level near Dynon Road and will ramp down to land in Wurundjeri Way south
of Dudley Street.
4. Assessment and Conclusions
It is considered that the proposed structures and the future operations of the Project will have a
number of impacts from a land use perspective, being:
 A reduction in the ‘frontage‘ of the E-Gate site to the Moonee Ponds Creek.
 The creation of a ‘land-locked’ parcel to the north of the Dynon Road link and adjacent to the
Moonee Ponds Creek.
 A reduction in the area available for redevelopment by approx. 1.5 hectares leaving approx.
18.5 hectares available.
 The creation of a high physical structure at the northern edge of the site that will serve to
create a new edge condition the future redevelopment of E-Gate will need to respond to and
manage.
Collectively, these impacts will introduce a changed context for the future development of the EGate site.
The proposed Dudley Street link will serve to reduce the extent of ‘frontage’ of the E-Gate site to
the Moonee Ponds Creek but will not prevent continued connectivity along the course of the
creek bank. The reduction of the frontage to the creek and the creation of the land-locked parcel
will potentially reduce the opportunity to integrate some or all of that land into a larger open
space corridor associated with the Moonee Ponds Creek. It is considered desirable the portion
of land directly abutting the creek should be maintained as part of the creek open space system
to integrate with the long-term redevelopment of E-Gate.
As I noted in my assessment of the Dynon Precinct, the Project will cross Moonee Ponds Creek
in an area where the creek side environment has been landscaped and exhibits a different
character to that of the adjacent industrial and transport operations. The elevated roadway will
introduce an additional bridge element into the landscape that already features a number of
links including three rail bridges and three road bridges. It is considered that the new open
space and landscaping measures proposed to form part of the Project will provide an overall
upgrade for the area and extend the riverbank character further into the industrial precinct on
the west. These include:
 The creation of a new area of open space on the west side of the Moonee Ponds Creek of
approx. 1.4 hectares in area
 Additional landscape enhancements on both sides of the creek between Dynon Road and
Footscray Road
 Enhanced active transport links across the creek linking into the broader pedestrian and
cycle network
The ongoing management of the ‘land-locked’ parcel can be dealt with by reallocating it to the
adjacent rail corridor.
The proposed locations of the road links seek to ensure that they are at the edge of the precinct
thereby retaining the redevelopment opportunity for the long term.
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The elevated structures to the north will create a highly visible structure and ‘edge’ to the EGate site and the existing rail corridor. The E-Gate site was always confronted with the need to
manage a ‘robust’ northern edge condition given the operations of the rail corridor that include
freight and night operations. It is acknowledged that the Project will introduce a stronger visual
delineation between the E-Gate site and the adjoining transport functions.
The renewal of E-Gate site will need to respond to this condition. It is considered the edge
condition can be managed in a number of ways including:
 The creation of multi-deck car park structures adjacent to the Project that serve to elevate
the ‘ground plane’ of the E-Gate development above the height of the Project. This design
approach has been adopted by developments in Southbank adjacent to the Westgate
Freeway.
 Adopting design approaches that provide for an appropriate acoustic protection within
buildings. Again this approach is already adopted in central city precincts, including
Southbank.
The reduction in the amount of land for development is considered to be acceptable. The EGate site has been identified as a preferred site to accommodate intense forms of renewal. The
smaller land size will not prevent this outcome from being achieved.
The opportunity to create the link between Docklands and North Melbourne will be maintained
albeit it is likely the required design response will be altered due to the proposed elevated road
structures. The proposed link must already address a number of physical constraints including:
 The difference in ground levels between North Melbourne and Docklands.
 The width of the rail corridor.
 The height of the Regional Rail overpass located mid-block on the E-Gate northern
boundary.
The elevated roadways will introduce a further element to be crossed by the proposed link. The
cross-section on the following page shows the relationship of these elements.
There are a number of design responses available to the future developers of E-Gate (assuming
the link is not built earlier) including:
 Incorporation of the link into one of the multi-deck car park or other structures that may be
built on the northern edge of the E-Gate project.
 Taking the link to the north-west of the rail overpass and under the elevated road ways on an
independent structure. This could result in a longer link than would be achieved in a no
Project circumstance.
It is considered that the Project will not prevent the establishment of an active transport link
between North Melbourne and Docklands.
In summary, the proposed road works associated with the Project are acceptable within the
existing and future land use patterns for the E-Gate Urban Renewal Area. The Project will not
prevent or unduly constrain the redevelopment of the E-Gate precinct.
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North and West Melbourne
1. The Location/Site
The existing suburbs of North and West Melbourne sit to the east of the major rail corridor that
runs north south past the North Melbourne rail station.
West Melbourne directly abuts the corridor along Railway Place (see plan). Much of this abuttal
is lined with an acoustic barrier of approximately 3 metres in height to ameliorate the impacts of
the regional rail operation that runs immediately adjacent to Railway Place.
West Melbourne is undergoing change in response to the demand for housing and associated
services in close proximity to the CBD. Key access to the city is via Spencer Street (that
connects to Dynon Road) and King Street (that connects to Victoria and Curzon Streets).
North Melbourne by virtue of its sub-divisional pattern and existing built form is an area that is
experiencing incremental change in key locations, many other parts of the suburb are within
recognised heritage precincts.

2. Current Planning
The current planning for the central city confirms that neither West Melbourne nor North
Melbourne are considered to be areas of significant change – with the major urban renewal
areas lying to the west and south. The City of Melbourne is currently undertaking the
preparation of a new Structure Plan to guide the future development of West Melbourne (see
draft West Melbourne Structure Plan - July 2017). The draft structure plan seeks for West
Melbourne to play a complementary role to the more intensive development which will surround
it in the future23.
The comprehensive suite of detailed planning controls and local policies found in the Melbourne
Planning Scheme generally guides development and use in the North Melbourne locality. This
includes a series of Design and Development and Heritage Overlays.
3. Westgate Project impacts on the Precinct

23

City of Melbourne – West Melbourne Structure Plan: Draft for Engagement July 2017 p. 8
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It is proposed that the elevated road structures running along the northern edge of E-Gate will
be located approx. 90 to over 200 metres from Railway Place in West Melbourne. The height of
the structure will vary from approx. 21 metres above ground level (Dynon Road/Wurundjeri Way
link) and approx. 11.5 metres (on/off ramps linking to Wurundjeri Way) above ground level near
Dynon Road to approx. 6 metres immediately north of Dudley Street.
There are no direct land use or built form impacts on North Melbourne.
4. Assessment and Conclusions
Views to the south from West Melbourne towards Docklands can be obtained from Railway
Place and nearby buildings. The elevated structures to the south of West Melbourne will create
a highly visible structure and southern ‘edge’ to the existing rail corridor. This view will again
change over time with the redevelopment of the E-Gate precinct where it is expected that
significantly larger and taller structures will be established.
The existing structure and operations of the rail corridor already create a strong barrier physical
and visual barrier to West Melbourne’s south. It is apparent that the existing rail operations do
have an impact on the nearby properties. It is considered important that the operations of the
elevated roadway not add to this impact. I understand that the existing rail noise barrier will also
offer satisfactory protection from the operations of the Project (see Vol 3 – p. 27-44)
In summary, the Project will not constrain or adversely influence the ongoing development of the
West Melbourne area.
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Docklands
1. The Location/Site
The Docklands Urban Renewal precinct is comprised of several sub-precincts two of which are
adjacent or near to the West Gate Tunnel Project being:



The Digital Harbour Precinct located to the south of Dudley Street and bounded by
Wurundjeri Road to the east, Harbour Esplanade to the west and LaTrobe Street to the
south.
The Waterfront City precinct located to the south and west of Footscray Road directly
opposite the E-Gate precinct.

Digital Harbour
The Digital Harbour precinct is partially developed at the southern extent of the site with several
commercial buildings and large open at grade car park located in the northern part of the site
and adjacent to Wurundjeri Way.
Waterfront City
The Waterfront City precinct is comprised of several distinct elements including the Costco
Centre adjacent to Footscray Road, the Harbourtown retail complex and associated multi-level
car parks and vacant land, the Ice Skating Arena, the Waterfront film studios and a mixed-use
sector at the southern edge of the precinct with associated open space areas and services. The
Harbourtown part of the site is the closest to the Wurundjeri Way link located on the north-east
side of the E-Gate precinct.

2. Current Planning
Digital Harbour
The ongoing development of Digital Harbour is guided by the Digital Harbour precinct controls of
the Docklands zone. The purpose of the zone supports a range of commercial, residential
educational, technology, business and leisure use.
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The area is also subject to a Design and Development Overlay (specifying a range of preferred
maximum height of up to 100 metres) and a Development Plan Overlay that gives effect to the
Digital Harbour Development Plan (Amended April 2011).
Recently a school site has been secured by government within the Digital Harbour precinct.
Waterfront City
Harbourtown is located within the Waterfront City Outline Development Plan 2003. This ODP
was approved under the provisions of the then Melbourne Docklands Area Planning Provisions
and used to guide development of this precinct.
The area is located within the Business Park Precinct of the Docklands Zone. The term
‘Business Park’ is applied to each of the detailed controls applying to the area bounded by
Footscray Road to the east and north, the Bolte Bridge/CityLink to the west and Victoria
Harbour to the south. The area is also subject to a Design and Development Overlay (specifying
a preferred maximum height of 45 metres) and a Development Plan Overlay that gives effect to
the Waterfront City Outline Development Plan 2003. Development for commercial, residential
and allied purposes is generally permitted.
The concept of linking North and West Melbourne to Docklands (at the Waterfront City precinct)
with an active transport connection has been associated with every major concept plan
previously developed for the adjacent E-Gate site.
Whilst there is no approved design for the link in place, it is anticipated that the link would ‘land’
near the North Melbourne station (to provide access to the public transport system) and would
cross Footscray Road on an elevated structure landing in Waterfront City south of Waterfront
Way.
Waterfront City precinct has an approved school to be built on a site at 269 Footscray Road
north of Lt Docklands Drive.

3. Westgate Project impacts on the Precinct
It is proposed that an elevated road structures linking to Wurundjeri Way will be constructed on
the northern edge of E-Gate. The structures will be located approx. 250 to 400 metres from the
western and southern side of Footscray Road adjacent to Waterfront City precinct. The height of
the structure will vary from approx. 21 metres above ground level (Dynon Road/Wurundjeri Way
link) and approx. 11.5 metres (on/off ramps linking to Wurundjeri Way) above ground level near
Dynon Road to approx. 6 metres immediately north of Dudley Street.
The existing Wurundjeri Way roadway will need to be widened to accommodate the ramps and
at grade lanes. It is understood that no land will need to be acquired from the Digital Harbour
site but some construction access may be required.
4. Assessment and Conclusions
It is considered that the proposed structures and the future operations of the Project will have
some initial impacts from a land use and built form perspective, being:
 The creation of a high physical structure at the northern and eastern edge of the E-Gate site
that will be visible to views from the Footscray Road environs and nearby buildings.
 The likely requirement for a different route for any pedestrian and cycle link from West
Melbourne across the E-Gate site to the Waterfront City precinct.
Having regard to the changed view it is noted that over time, with the redevelopment of the EGate precinct, it is expected that significantly larger and taller structures will be established that
both provide an altered context for the road structure and, likely, will obscure views to many
parts of the road way.
The opportunity to create the link between Docklands and North Melbourne will be maintained
albeit it is likely the required design response will be altered due to the proposed elevated road
structures. The proposed link must already address several physical constraints including:
 The difference in ground levels between North Melbourne and Docklands.
 The width of the rail corridor.
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 The height of the Regional Rail overpass located mid-block on the E-Gate northern
boundary.
The elevated roadways will introduce a further element to be crossed by the proposed link.
There are a number of design responses available to the future developers of E-Gate (assuming
the link is not built earlier) including:
 Incorporation of the link into one of the multi-deck car park or other structures that may be
built on the northern edge of the E-Gate project.
 Taking the link to the north-west of the rail overpass and under the elevated road ways on an
independent structure. This could result in a longer link than may be achieved in a no Project
circumstance.
It is considered that the Project will not prevent the establishment of an active transport link
between North Melbourne and Docklands.
It is noted that the Docklands area is already subjected to a relatively high noise environment
due to the operations of the Port, nearby rail lines, truck traffic and outdoor entertainment
events. Indeed, the Docklands area is subject to specific design and development overlay
control that requires all residential dwellings to be designed to achieve an internal noise level of
45 dB(A) when outdoor events are undertaken at Etihad Stadium.
The EES acoustic analysis forecasts that noise levels at 2031 with the operation of the Project
will increase by approx. 1 dB(A). Given the small increase in noise levels and the current
planning controls in place in Docklands it is considered that there is no need for additional
acoustic attenuation.
In summary, the proposed road works associated with the Project are acceptable within the
existing and future land use patterns for the Docklands. The Project will not prevent or unduly
constrain the redevelopment of the Digital Harbour precinct in accordance with the current
approved Development Plan. The elevated road way linking to Wurundjeri Way may require any
link from West Melbourne to Waterfront City across E-Gate to follow a longer path than in the
absence of the Project.
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