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Introduction and summary

1

The Roads Corporation (VicRoads) makes these submissions in response to the
submissions made and evidence given to the Inquiry and Advisory Committee (IAC) in
its capacity as custodian of Victoria’s road network under the Road Management Act

2004 (Vic) (Road Management Act) and the Transport Integration Act 2010 (Vic)
(Transport Integration Act).
2

VicRoads supports the West Gate Tunnel Project (Project). The Project will provide
an important and direct route for freight traffic to access the Port of Melbourne. It will
facilitate the removal of substantial truck traffic from numerous roads in Melbourne’s
inner west. It will improve transport capacity on the M1 corridor and reduce overreliance on the West Gate Bridge. These have been long held goals of VicRoads. The
Project also provides significant improvements for cycling networks and an important
alternative to the West Gate Bridge.

3

VicRoads is supportive of the submissions made and evidence led by the Western
Distributor Authority (WDA) concerning traffic and transport issues.

4

The IAC is asked to place significant weight on VicRoads’ support for the Project. As
the custodian of this State’s freeways and arterial roads, VicRoads has considered the
ramifications of the Project carefully (particularly having regard to its impact on the
wider road network) in arriving at its position of support.

5

These submissions are made to assist the IAC in assessing submissions which relate
to aspects of the Project engaging, or related to, matters that fall within the scope of
VicRoads’ statutory obligations. VicRoads also relies on its prior written submission
(Submission No 473).

6

In making these submissions, VicRoads is acutely aware of its obligations under the
Transport Integration Act.

That Act requires VicRoads to work collaboratively with

other transport agencies and public bodies to ensure that the road system operates as
part of an integrated transport system that meets the needs of all users.1

This

includes:
(a)

promoting economic prosperity through the efficient and reliable movement of
persons and goods;2

(b)

seeking to increase the share of public transport, walking and cycling trips as a
proportion of all transport trips;3 and

1

Section 86(2)(a) of the TIA.

2

Section 86(2)(d) of the TIA.

3

Section 86(2)(b) of the TIA.
2

(c)
7

providing access to support social well-being and liveable communities.4

Having regard to these matters, VicRoads invites the IAC to recommend:
(a)

a reduction in the number of tolling points by removing the toll point on the West
Gate Freeway between Grieve Parade and Millers Road;

(b)

a further study (if the IAC considers it appropriate) of intersections on Millers
Road to determine if upgrades are necessary, provided that the study and any
action taken in reliance on it are limited to enhancing the existing and proposed
function of Millers Road and are treated as part of the Project and the
responsibility of the WDA and/or the relevant proponent;

(c)

that the current proposed location and design of ramp connections and shared
pathways remain as proposed and unaltered; and

(d)

exploring alternative mechanisms for truck curfew and truck ban monitoring
beyond physical surveillance by VicRoads.

8

VicRoads invites the IAC to decide against making any recommendation in support of:
(a)

deleting any of the suite of the three city connections including to Dynon Road,
the Wurundjeri Way extension and Footscray Road;

(b)

truck bans on Millers Road and Williamstown Road;

(c)

additional ramps at Grieve Parade and Dohertys Road;

(d)

deferring, deleting, altering or relocating the Mackenzie Road ramps;

(e)

dedicated bus lanes or high occupancy vehicle/high occupancy toll lanes on the
West Gate Freeway;

(f)

a reduction in the number of proposed lanes on the main carriageway and
service roads along Footscray Road;

(g)

a proposed right turn from Footscray Road to Pearl River Road; and

(h)

any alteration to the operation and capacity of King Street and its adjacent and
surrounding arterial roads.

4

Section 86(c) of the TIA.
3

9

VicRoads notes that any recommendation in support of noise attenuation measures for
residences in Brooklyn abutting Millers Road is not supported by VicRoads’ “Traffic
Reduction Noise Policy”. Whether noise attenuation is required or desirable (and if it is
desirable, what form it should take), will be the subject of evidence and submissions,
particularly from Hobsons Bay CC. VicRoads would not object to a recommendation
concerning noise mitigation measures (such as the provision of sound insulation
improvement for residences fronting Millers Road) provided that it recognises that the
position of the residents in Millers Road is unique to this Project, and that any noise
mitigation measures are to be implemented as part of the Project and are the
responsibility of the WDA/relevant proponent.

10

VicRoads is considering potential works to improve the operation of Millers Road from
a traffic engineering perspective. These potential works are discussed in greater detail
below.

If implemented, these anticipated works will not invoke VicRoads’ “Traffic

Reduction Noise Policy”.

2

The Project

11

VicRoads supports the Project and submits that the IAC should make a general
recommendation affirming the strategic need for, and merits of, the Project. VicRoads
also agrees with the submission made by the WDA that urges the IAC to consider this
Project as one of many current and future transport projects that will be undertaken in
Victoria.

12

The Project incorporates works to the West Gate Freeway to create separated
carriageways and braided ramps5 to the West Gate Bridge and the West Gate Tunnel.
Emergency stopping lanes and a co-ordinated Managed Motorway System (Lane Use
Management and Ramp Metering)6 will be implemented, along with breakdown bays
and the physical separation of traffic channels (one channel leading the tunnel and
another leading to the WGB) through the provision of barriers. All of these elements
are important in ensuring the ongoing safe and efficient operation of the freeway

5

Braided ramps are a freeway design feature where ramps that have to cross each other, use
grade separation to avoid weaving or crossing.

6

The primary means to manage traffic on the motorway is through management of demand
entering the motorway through the application of Coordinated Ramp Metering (CRM) via traffic
lights installed on entry ramps. The application of CRM reduces/eliminates the occurrence of
flow breakdown on motorways, delivering safe and productive operation. Further control of
traffic, to respond to incidents and manage events, enables speed limits to be reduced and
lanes closed through the Lane Use Management System (LUMS) to make the best use of the
available road space. LUMS provide operators with the appropriate tools to manage incidents
and events in the safest, orderly and most time efficient manner.
4

network, the movement of people and goods, and to ensure the achievement of
VicRoads’ obligations under the Transport Integration Act.
13

VicRoads supports the design of the Project as a coordinated managed motorway
system with dynamic real-time coordinated ramp metering (CRM). The introduction of
a coordinated managed motorway system has proven safety benefits. A ‘before and
after’ study on a 25 kilometre section of the Monash Freeway with CRM showed a
decline in the crash rate over 5 years while crash rates on other freeways (which
remained uncontrolled, or less controlled than the Monash Freeway) remained stable
or rose over the same period.7

14

The use of CRM and associated motorway management tools ensures greater safety
outcomes for the following reasons:
(a)

it manages traffic entering the motorway and achieves an elimination or reduction
of flow breakdown conditions which, in turn, reduces the exposure of traffic to
stop-start conditions optimising network productivity;

(b)

it assists merging by reducing unnecessary lane changing, particularly in the
vicinity of an entry ramp, (e.g. lane changing caused by drivers trying to avoid
delays in the left lane when there is no metering) and reducing turbulence in
areas of high weaving;

(c)

it provides the intelligence and the capacity to prevent or resolve long queues on
exit ramps from extending back to lanes on the freeway mainline (those queues
presenting a safety issue due to the potentially high differential speeds between
vehicles in free-flowing lanes);

(d)

the exit ramp detection and associated systems provide the ability to dynamically
adjust the operation of traffic signals (where present) at surface road
intersections to clear or reduce exit ramp queues; and

(e)

it permits the management of lanes in order to quickly respond to incidents and
manage events (when compared to motorways without lane use controls).

15

Moreover, the use of a coordinated managed motorway system with CRM will reduce
overall trip delays for users of high-volume freeways, provide more reliable traffic flows,

7

See VicRoads’ Managed Motorways Framework (March 2017).
5

enhance equitable access of traffic to the motorway network and result in improved
overall road network outcomes (productivity and reliability).

3

Submissions

3A

The participation of Mr Agnelo Duarte at conclaves

16

At the commencement of the hearing on Monday, 21 August, Counsel for the City of
Melbourne expressed the City’s objection to the presence and participation of
VicRoads’ representative, Mr Agnelo Duarte, at the conclaves held by the relevant
expert traffic witnesses. Counsel for the City of Melbourne requested that the IAC
redact or remove any reference to Mr Duarte and his views from each of the conclave
reports circulated by the WDA or, failing that, treat the views expressed by Mr Duarte
as a mere submission.

17

The IAC has sought VicRoads’ submissions on the appropriate treatment of Mr
Duarte’s opinions as they are expressed in the conclave reports.

18

It is important to note, at the outset, that Mr Duarte was present and participated at the
relevant conclaves by direction of the IAC. Direction 36 of the directions made by the
IAC on 19 July 2017 states:
The following government agencies should also be invited to nominate a
person with relevant expertise to attend the relevant conclaves:
a. EPA – noise and vibration, air quality and health, contaminated land,
groundwater
b. VicRoads – traffic and transport

19

Further, paragraph 13 of the “Protocol for Conclave Experts” dated 28 July 2017 states
that:
Representatives from VicRoads and the EPA with technical expertise in
relevant areas are invited to attend the appropriate conclave.

20

The Protocol also provides for the preparation by “participating experts” of an agreed
statement in relation to each conclave.

No distinction is drawn between a person

attending on behalf of VicRoads and the EPA and a conventional expert witness in any
of the relevant paragraphs dealing with the preparation of an agreed statement.
6

21

Mr Duarte’s attendance and participation in the relevant conclaves was at the direction
of the IAC and in conformity with the terms of the relevant Protocol. Any criticism of his
attendance and participation is unfair. His participation was intended to assist the IAC
at its direction. The inclusion of his views and opinions in the agreed statement is
appropriate given that the Protocol does not draw any explicit distinction between his
position and that of a conventional expert witness and did not require that his opinions
not be recorded.

22

VicRoads agrees with the submission by the City of Melbourne, however, that it would
be procedurally unfair to accord his opinion the weight of expert evidence in the
absence of any other party being able to test that opinion by cross-examination. It was
never intended that Mr Duarte would attend the conclaves in the same capacity as an
expert witness and that, therefore, his opinion would be given equivalent weight. His
participation was intended to assist the IAC in relation to issues of complexity and
significance.

23

To that end, Mr Duarte’s opinion should be accorded substantial weight, and certainly
more weight than a mere submission. His opinion expresses the considered position
(and the rationale behind that position) of the statutory authority charged with the
responsibility for administering Victoria’s roads. His opinion is not constrained by any
instruction given to him by a party whose interests may be limited to particular aspects
of the Project. His knowledge and representation covers the entirety of the arterial
road network that is likely to be affected by the Project and is not limited to particular
geographical areas. His opinion is intended to assist the IAC in understanding and
assessing the various submissions that have been made in relation to traffic and the
design of the road network as a whole. The IAC is entitled to be assisted by him,
particularly given that the IAC may “inform itself as it thinks fit” pursuant to s 152(2)(b)
and s 161(1)(d) of the Planning and Environment Act 1987 (Vic).

24

Mr Duarte is not an expert witness and his opinion should not be accorded equivalent
weight. The IAC is entitled, however, to his assistance. His opinion should, therefore,
be accorded substantial weight given that it reflects the understanding and position of
VicRoads.

7

3B

The traffic model

25

There have been (and will be) submissions and evidence made to the IAC concerning
the merits and accuracy of the strategic and micro-simulation traffic modelling
undertaken for the Project.

26

VicRoads is generally supportive of each model. The traffic forecasts they generate
appear to VicRoads to be reasonable.

27

VicRoads makes the following submissions concerning its involvement in providing
some of the information that was intended to be included in the traffic modelling to
assist and inform the IAC.

28

In short compass, VicRoads provided assistance in relation to the strategic modelling
and micro-simulation modelling for the Project. Its assistance in relation to the strategic
modelling was limited to the provision of relevant traffic assumptions to Veitch Lister
Consulting (VLC) to assist VLC in the preparation of the strategic model. In relation to
the micro-simulation modelling, VicRoads provided significant assistance by engaging
an independent consultant to calibrate the base model(s) prior to it being provided to
the project technical advisor, GHD (the Project Technical Advisor engaged by the
Department of Economic Development, Jobs, Transport and Resources for the
Project).

29

In both instances, VicRoads considered that the assumptions it provided to VLC and
the base model(s) provided to GHD were accurate and appropriate. VicRoads had no
other significant role in the modelling of the Project, and was not involved in any review
or testing of either the strategic or micro-simulation model. It is further noted that the
strategic modelling included a range of assumptions of which the traffic assumptions
provided by VicRoads formed only a small proportion.

Strategic Modelling
30

VicRoads’ technical staff (directly involved with the development of the Project)
provided assistance in relation to the strategic modelling for the Project as part of
preparing the Business Case.

31

The assistance provided by VicRoads was generally limited to providing VLC with
information to enable it to prepare the strategic modelling for the Project.
assistance included:
8

The

(a)

providing large amounts of existing traffic volume information, including “15 min
and 1 min freeway data – Speed, Volume and Occupancy” and freeway data
provided on the West Gate Freeway corridor, Princes Freeway West corridor,
M80 Corridor and the Monash Freeway corridor;

(b)

providing turning movement counts and tube (auto-classification counts) across
both the arterial road and freeway network, predominantly across the western
suburbs in the general vicinity of the Project area;

(c)

providing limited travel time information where historically available;

(d)

reviewing limited model coding settings (for base year and forecast year models),
through discussion with VLC, principally to assign appropriate capacity and freeflow speed settings on motorway links within the modelled network (primarily in
the vicinity of the Project area). Capacity and free-flow recommendations were
made based on the review of historical data and consistency of application
across network links of a similar nature; and

(e)

reviewing of link arrangements to ensure node/link structure was generally
reflective of base and future conditions (as relevant for layouts being considered
designed.)

32

VicRoads notes that significant manual/camera based traffic count surveys were
undertaken for the parallel micro-simulation modelling task (which is described below).
The data from these surveys was also made available to the strategic modellers to
assist in base year calibration activities.

33

VicRoads provided VLC with a large volume of information. VicRoads is unable to
identify whether all the information it provided was used by VLC in preparing the
strategic modelling. If the IAC has any questions about the use of the information
provided by VicRoads, these are more appropriately directed to the WDA/VLC.

34

VicRoads’ involvement in assisting the strategic modelling commenced prior to the
engagement of the Project Technical Advisor(s).

VicRoads continued to provide

assistance in relation to the strategic modelling following the appointment of the
relevant Project Technical Advisor(s).
35

VicRoads notes that VicRoads officers directly involved in the Project Development
Team did not provide any direction concerning the inclusion of future road projects as
9

part of the strategic modelling.

However, where motorway upgrade projects were

committed in the short term, VicRoads officers reviewed the appropriateness of the
model coding to ensure it reflected the approved project scope.
Micro-simulation Modelling
36

VicRoads’ technical staff were also engaged to assist the Department of Economic
Development, Jobs, Transport and Resources by providing technical support at the
very early stages of the market led proposal that has culminated in the Project. It was
identified at this early stage that detailed modelling would be required to support the
scoping and assessment decisions required as part of the project development and
negotiation processes.

37

Due to the long time frames generally associated in the development and operation of
large and complex freeway micro-simulation models, VicRoads engaged a suitably
qualified and experienced consultant to undertake the task to build and develop two
separate micro-simulation models.

Parsons Brinckerhoff (now WSP) (PB) were

engaged by VicRoads to commence building base models (i.e. existing condition
models). The general scope of the two base models developed were:
(a)

West Gate Freeway from the M80/Princes Freeway interchange to the West Gate
Bridge, including the arterial road interchanges at Grieve Parade, Millers Road
and Williamstown/Melbourne Road; and

(b)

Footscray Road from Whitehall Street to Wurundjeri Way/Dudley Street and
CityLink (WesternLink) from Racecourse Road (south facing ramps only) to the
West Gate Freeway (ramp connections only).

38

The initial use of the micro-simulation models was to test various project layouts during
the scope development and negotiation phases (with Transurban).

The relevant

outputs and models were not, however, provided to Transurban.
39

Both models covered AM and PM peak periods.

Three-hour peak periods were

modelled with 30 minute warm up and cool down periods. A wide range of data types
and sets were provided and utilised for the base model build and calibration including:
(a)

manually collected traffic count data and travel time data with date ranges from
November 2014 to April 2015;

10

(b)

freeway data station speed volumes and occupancy information from March
2015;

(c)

SCATS volumes and operational data from March 2015; and

(d)

3D plans of the West Gate Freeway to inform the geometric layout of road
segments.

40

Appropriate calibration and validation of the models were undertaken by PB for both
corridor models. Through this process, the models were reviewed by VicRoads’ staff
and experienced modellers from the Project Technical Advisor - GHD.

There are

calibration and validation reports that describe in detail the base models’ development
and checking.
41

Future year demands for the micro-simulation exercise were sourced from the
associated strategic modelling being undertaken in parallel. These were provided in
the form of Origin – Destination matrix outputs from the VLC Zenith Project Model.

42

It should be noted that the primary purpose of the micro-simulation West Gate Freeway
model developed by VicRoads was to test the freeway mainline configuration options.
The operation of the arterial road interchanges or connecting arterial roads was not the
topic of investigation during the freeway conceptual design process. To fully assess
such impacts, the scope of the model would need to be broader than the models which
were prepared. During the options development stage, some of the flow outcomes
from the micro-simulation modelling were used to confirm some of the adopted
capacity settings utilised in the associated strategic modelling.

43

Towards the end of the reference case development stage, the micro-simulation
models (base and various options) were handed over to GHD to undertake further
modelling associated with the EES process and to feed into the associated Traffic
Impact Assessment Report. At this point, VicRoads was no longer involved in the
direct management or direction of the micro-simulation tasks.

3C

West Gate Freeway connections

The reduction in tolling points
44

The Project will introduce tolls and accordingly the question of toll avoidance and its
potential impact on the broader network must be considered.
11

45

VicRoads strongly supports a reduction in the proposed number of toll points on the
West Gate Freeway.

In particular, the toll point that is proposed between Grieve

Parade and Millers Road should be removed. This will reduce the likelihood of toll
avoidance, incentivise the use of the West Gate Freeway to carry freight traffic, deincentivise the use of residential streets and reduce the forecast truck volumes on
Millers Road, north of the West Gate Freeway.
46

VicRoads notes that the sensitivity testing conducted by the WDA in response to a
query from the IAC, and recorded in Project Note 1, is supportive of its submission.
That sensitivity testing discloses that:8
… reducing the two truck-only toll gantries on the West Gate Freeway (located
to the east and west of Millers Road) to a single toll point (east of Millers Road)
reduces the forecast number of trucks along Millers Road, north of the West
Gate Freeway from 7,000 a day to 4,000 a day. It also reduces the number of
trucks on Blackshaws Road (Grieve to Millers section) by 800 trucks a day.
More trucks are forecast to use the M80 Ring Road and the West Gate
Freeway west of Millers Road, rather than avoid the toll point.
The results also show additional truck volumes along Williamstown Road north
of the West Gate Freeway. Truck volumes are approximately 250 a day higher
with the single toll point.

47

A reduction in the volume of truck traffic on Millers Road from 7,000 trucks a day to
4,000 trucks a day is significant, and is likely to have a material effect on amenity
impacts.

VicRoads notes that the traffic expert for the WDA, John Kiriakidis, is

supportive of the removal of the tolling point and has included its removal as
Recommendation No 13 in his list of recommendations circulated during the giving of
his evidence.9 Accordingly, the IAC is invited to recommend a reduction in the number
of tolling points by the removal of the toll point between Grieve Parade and Millers
Road.
Truck curfews and truck bans
Proposed truck bans on Blackshaws Road and Hudsons Road

8

WDA Project Note No 1, p 1.

9

Document No 74.
12

48

Regardless of the status of a road, VicRoads is effectively responsible for the
imposition of truck curfews and bans. This is because the signs prohibiting access to a
road by class of vehicle are a ‘major traffic control device’ over which VicRoads has
exclusive control under the Road Safety (Traffic Management) Regulations 2009 (Vic).

49

Hobsons Bay CC submits that:10
(a)

the 24-hour truck bans proposed to the north of the West Gate Freeway will
result in the displacement of truck traffic into Hobsons Bay, with a lack of
mitigation being provided; and

(b)

there should be truck bans on a number of roads, such as Blackshaws Road and
Hudsons Road.

50

In relation to Hudsons Road, recent data collected in 2016 by VicRoads as part of its
annual traffic count confirms that the volume of truck traffic on that road is relatively
low. That data discloses that, between 8 pm and 6 am, there is an average number of
44 trucks travelling west of Hall Street and 30 trucks travelling east of Hall Street.

51

The land uses adjacent to Blackshaws Road and Hudsons Road include local industrial
businesses. The existing truck traffic along these roads is essentially generated by
these businesses. Therefore, even if restrictions were to be applied to these roads,
this local truck traffic would need to be exempted. The imposition of a truck ban or
curfew would not remove these local trucks from these roads.

52

The modelling assumes “local area traffic management” on Blackshaws Road and
Hudsons Road. Further sensitivity testing has been called for. However, on careful
inspection of the EES, this further sensitivity appears to have already been undertaken
with the results identified in Technical Report A, Chapter 9, particularly at Table 164.

53

VicRoads would be supportive of any truck restrictions on Blackshaws Road and
Hudsons Road, should the need arise, in consultation with the freight industry and
Hobsons Bay CC.

54

VicRoads will continue to work with the community and relevant stakeholders through
the “Trucks in the Inner West Partnership” to identify any appropriate mitigation
measures in relation to any road that warrants consideration.

10

Opening Submissions on behalf of Hobsons Bay CC dated 9 August 2017 at [7], [63], [66]-[69].
13

55

Mr O’Brien suggests that truck bans be explored for North Road, Mason Street,
Kororoit Creek Road east of Millers Road and Millers Road between Kororoit Creek
Road and Geelong Road.11 There is significant industry which fronts these roads and
requires access to them. VicRoads submits that further assessment is required to be
undertaken (post commissioning of the Project) to determine whether truck bans on
North Road and Mason Street are necessary or justifiable and, if so, how the
movement

of

the

truck

traffic

through

the

broader

network

is

to

be

accommodated/absorbed. For reasons set out below, VicRoads opposes any proposal
for truck bans on Millers Road, Melbourne Road and Kororoit Creek Road.
Entrenching truck bans/truck curfews in legislation
56

Maribyrnong CC submits that it is preferable to entrench truck bans on Somerville
Road and Francis, Moore and Buckley Streets in legislation so that they are less
vulnerable to repeal or amendment if, for example, there is a change in government.

57

VicRoads pioneered the work with the local community, Councils, EPA and the freight
industry to restrict truck movements on inner west roads such as Somerville Road and
Francis, Moore and Buckley Streets. VicRoads is therefore supportive of full truck
bans on these inner west roads.

They also align with the strategic intent of the

Footscray Central Activities Area, which is to enhance the safety and movement of
pedestrians, cyclists and public transport along the network within and surrounding the
area.
58

The mechanism by which these curfews are implemented is a matter for the IAC and,
following its recommendation, the State Government. VicRoads notes, however, that
there is long history of bi-partisan initiatives to introduce and enforce truck restrictions.

Millers Road
59

A number of submissions have been made to the IAC concerning Millers Road.

60

In response to those submissions that are relevant to VicRoads, VicRoads submits
that:
(a)

the implementation of noise attenuation measures for residences in Brooklyn
abutting Millers Road is not supported by VicRoads’ “Traffic Reduction Noise
Policy”, but VicRoads would not oppose a recommendation that such measures

11

Expert witness statement of Andrew O’Brien dated August 2017 at p 28.
14

be undertaken, provided that it is made clear that the measures are part of the
Project and the responsibility of the WDA and/or the relevant proponent;
(b)

it agrees in-principle to a further review of various intersections to determine if
their upgrade is necessary, as a consequence of the Project, subject to certain
conditions; and

(c)

there should be no truck ban (or truck restrictions) on Millers Road, so as to
respect the existing and intended operation of Millers Road as a major arterial
road, providing an arterial standard connection to the West Gate Freeway and
the Port and to avoid the further re-distribution of truck traffic on to residential
streets.

Significance of Millers Road
61

It is important to appreciate the significance of Millers Road. Its current and future role
informs a number of submissions in this case. Currently, Millers Road:
(a)

is an important north-south arterial road (managed by VicRoads) that provides a
connection to a number of other key arterial roads as well as the West Gate
Freeway;

(b)

provides, to the north of the West Gate Freeway corridor, a four lane arterial road
configured as a dual carriageway, with additional turning lanes at various
intersections;

(c)

is designated under the SmartRoads framework as a priority bus route, a priority
bicycle route, a traffic route and part of the principal freight network, which has a
very high level of strategic significance in terms of traffic movements and a much
lower function in terms of place;

(d)

is integral for the movement of people and goods and provides access and
egress to and from a full diamond interchange on the West Gate Freeway;

(e)

is, for planning purposes, located within a Road Zone 1;

(f)

is an important arterial road providing access to various land uses along the
corridor, including local residential properties, retail/commercial precincts,
container parks and industrial uses; and

15

(g)

will also provide a direct connection between these land uses and the West Gate
Tunnel alignment, in the event that the Project proceeds.

62

In VicRoads’ submission, it is important for Millers Road to continue to play this role
into the future without restriction. It is noted that the 2031 project case identifies traffic
volumes that are within the capacity of Milers Road (as a dual separated carriageway).
The current and future status of Millers Road is of relevance having regard to amenity
expectations for residents living on it, noise attenuation measures that might be
appropriate and the suggestion that truck bans be introduced.

Noise attenuation measures on Millers Road
63

Hobsons Bay CC has submitted, in its written submissions, and in the course of crossexamining Mr Barlow, that some form of noise attenuation is necessary for residences
in Brooklyn abutting Millers Road.

64

In relation to Milers Road, VicRoads’ “Traffic Reduction Noise Policy” does not apply.
The policy identifies eligible projects as, relevantly:
… where existing arterial roads or freeways are widened by two or more lanes
and buildings previously protected from traffic noise are exposed by removal of
buildings required for widening.

65

VicRoads applies a consistent approach to the implementation of noise attenuation
measures. This is necessary to ensure the responsible and efficient disposition of
public funds.

66

Hobsons Bay CC submits that the circumstances of the residents of Brooklyn are
peculiar by virtue of the particular disadvantage experienced by them.12 The IAC might
consider, therefore, that some noise attenuation is appropriate to mitigate the particular
disadvantage experienced by Brooklyn residents. If that were the view taken by the
IAC, VicRoads would not oppose a recommendation in favour of noise attenuation
measures, provided that it is made clear that any attenuation measure is to be
undertaken as part of the Project and is the responsibility of the WDA and/or the
relevant proponent. This is consistent with the submission made by Hobsons Bay CC,
and would not necessarily undermine the fact that there is no formal policy support for
the adoption of such measures.

12

Opening Submissions on behalf of Hobsons Bay CC dated 9 August 2017 at [26]-[34].
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67

It is noted that another mitigation measure, namely the reduction in tolling points, is
likely to have an ameliorating effect on amenity impacts, including acoustic amenity.

Traffic impact mitigation measures on Millers Road
68

The potential for traffic impact mitigation measures on Millers Road has been raised in
two ways relevant to VicRoads.

69

First, Hobsons Bay CC has submitted that the following intersections should be
reviewed and upgraded to address additional or redistributed traffic:

70

(a)

Grieve Parade/Geelong Road;

(b)

Geelong Road/Millers Road;

(c)

Francis Street/Geelong Road;

(d)

Francis Street/McDonald Road;

(e)

Cypress Avenue/Millers Road; and

(f)

Primula Avenue/Millers Road.

Second, Counsel assisting the IAC has requested VicRoads’ response to any proposal
to widen Millers Road to mitigate noise and air quality impacts, including by widening to
the east with the addition of a service road to the west side and noise walls between
the service road and the main carriageway.

71

VicRoads notes that it has been working with the freight industry in assessing potential
physical changes to the intersection of Geelong Road and Millers Road. Potential
changes include:
(a)

increasing capacity for the double right-turn movement and making physical
changes (i.e. kerb lines and pavement areas) to enhance right turn movements
from Geelong Road into Millers Road to better facilitate movements by B-Double
trucks and High Productivity Freight Vehicles (HPFVs);

(b)

reviewing the operation of traffic lights at this intersection (phasing and green
time allowance) to determine opportunities to improve throughput for right turn
movements from Geelong Road into Millers Road; and
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(c)

making physical changes (i.e. kerb lines and pavement areas) to enhance leftturn movements from Francis Street into Millers Road to better facilitate
movements by B-Double trucks and HPFVs.

72

It is noted that these potential modifications/improvements are not directed to amenity
outcomes but that improvements in the operation of Millers Road will benefit all road
users, including the local community.

73

On the completion of further assessment, these identified improvements will be
considered for future funding.

74

In relation to the submission by Hobsons Bay CC, VicRoads agrees in principle that the
specified intersections could be reviewed to determine if any works to those
intersections are necessary to mitigate the traffic impacts of the Project. VicRoads
notes, however, that some of the identified intersections may be inappropriate for
upgrade due to their proximity to elements of the Project or other existing constraints
(for example, it is highly unlikely that the intersection of Primula Avenue and Millers
Road is a candidate for a signalised intersection given its proximity to the signalised
northern ramp terminal intersection associated with the West Gate Freeway located
approximately 40 metres to the south as well as the existing pedestrian operated
signals located approximately 40 metres to the north servicing Federation Trail).

75

VicRoads’ in-principle willingness to review the identified intersections is subject to it
being clear that:
(a)

consistent with Hobsons Bay CC’s submission, any review and any action that is
implemented as a result of any review is considered as part of the Project and
any modifications required as a direct consequence of the Project are the
responsibility of the WDA and/or the relevant proponent;

(b)

any review is directed only to identifying gaps in the currently intended function
and operation of the intersections (and the roads) and in rectifying those gaps;

(c)

any review is limited to parts of the road network that will be directly affected by
the Project and any impacts caused by other works or projects (e.g. Precinct 15)
are treated separately and not included as part of this process; and

(d)

VicRoads’ statutory responsibility and decision-making powers are appropriately
respected.
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76

In relation to the potential for the widening of Millers Road (for noise and air quality
purposes, as put to VicRoads by Counsel assisting the IAC), VicRoads observes that it
is not warranted pursuant to VicRoads’ noise policy. A brief assessment suggests that
it would be an expensive exercise, requiring acquisitions (including acquisitions of
business land and some residential property) and relocation of services.

Further,

breaks would need to be provided in any noise wall (to facilitate access to the
residential precinct to the west) which would diminish its effect. In short, a treatment of
this kind would be highly unusual (if not unique) in metropolitan Melbourne. It is
suggested that this suggestion not be pursued as a realistic option to ameliorate noise
amenity impacts.
Truck bans on Millers Road
77

Hobsons Bay CC, with the supporting evidence of Mr O’Brien,13 submits that the IAC
should recommend a truck ban on Millers Road.14

78

Although it acknowledges that Millers Road will experience an increase in the volume
of truck traffic both during and following completion of the Project, VicRoads’ position is
that it is imperative that Millers Road maintain unrestricted access for both general and
truck traffic. This is particularly so given the extent of the truck bans and truck curfews
that have been, and may be, implemented to facilitate the Project. Truck traffic must
have some means by which to move through the relevant area, and the status of
Millers Road as a significant arterial road means it is most appropriately placed to
provide that movement.

79

Having regard to the status and significance of Millers Road, as described above,
VicRoads opposes any truck ban on Millers Road.

VicRoads considers that other

mitigating measures — such as a reduction in tolling points on the West Gate Freeway,
potential acoustic mitigation and the review of its relevant intersections (with upgrades
if required) — will assist to appropriately manage the increased traffic on Millers Road.
80

VicRoads does not, therefore, support any truck ban (or restriction) on Millers Road.
The imposition of any truck ban is likely to result in unintended consequences,
including redirecting trucks to other less desirable routes (including local residential
streets).

13

Expert witness statement of Andrew O’Brien dated August 2017 at p 28.

14

Opening Submissions on behalf of Hobsons Bay CC dated 9 August 2017 at [66].
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81

These submissions also apply to Williamstown Road and Kororoit Creek Road.

Ramp connections
82

A number of submissions have been made to the IAC concerning the proposed
addition and removal of ramps along the Project route.

83

In response to those submissions that are relevant to VicRoads, it is submitted that the
IAC should not consider any proposal, or make any recommendation, for additional
ramps at the Grieve Parade interchange or Dohertys Road. Neither should the IAC
recommend modified ramps for Mackenzie Road.

In each case, the additional or

modified ramps:
(a)

are likely to give rise to significant safety issues;

(b)

are unlikely to be capable of physical accommodation within the relevant land
area, given the design of the Project; and

(c)

may require the acquisition of additional land, which may not be feasible and is
outside the Project’s scope.

Grieve Parade
84

Hobsons Bay CC, supported by the evidence of Mr O’Brien, submits that there should
be further consideration of the potential for ramps at the Grieve Parade interchange
linking directly to the M80.15

85

VicRoads’ position, following its review of Hobsons Bay CC’s submissions and its
expert evidence, is that the IAC should not make any recommendation for further
consideration of ramps at the Grieve Parade interchange. This is due to the complexity
of the ultimate M80 interchange and the fact that the introduction of ramps (which may
not be physically feasible) would impose additional physical, operational and safety
constraints on the relevant section of the West Gate Freeway and connections to the
M80.

86

It must be recalled that the relevant part of the West Gate Freeway is a very complex
interchange, and, following the M80 upgrade and the implementation of this Project
(should it proceed) will be the most complex freeway interchange in Melbourne. Its

15

Opening Submissions on behalf of Hobsons Bay CC dated 9 August 2017 at [64], [72]; Expert
witness statement of Andrew O’Brien dated August 2017 at p 34.
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complexity arises from the confluence of three freeways namely the M80, Princes
Freeway and West Gate Freeway, and multiple arterial road interchanges in close
proximity.

The addition of ramp connections in this area would require significant

space to accommodate the required width, height and length necessary to ensure that
there are separate merge and diverge locations, as well as to accommodate weaving
traffic movements. Additional width would also be required for the addition of a westfacing ramp to Grieve Parade, which cannot be accommodated within the available
space.
87

The Project, as designed, already utilises all available land within the road reserve.
The addition of other arterial road connections (e.g. Grieve Parade and Dohertys Road)
is, therefore, an impossibility.

88

The diagram below provides a schematic representation of the complexity of the
proposed connections. This diagram shows not only the connections within the West
Gate Freeway corridor but also includes the provisional connections that will be
constructed as part of the M80 upgrade project.
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89

Additionally, the lengths of the ramps that would be required for new west facing
connections to Grieve Parade cannot be integrated into the Project without creating
significant safety and operational issues due to the necessary proximity of ramp noses
and merges/diverges to existing and proposed ramp connections within the West Gate
Freeway/Princes Freeway West/M80 interchange area.

90

Connections with such close proximity to other major movements introduces
problematic and dangerous weaving requirements for traffic that cannot readily be
resolved.

91

In support of his opinion, Mr O’Brien provides the following figure as a representation of
what is proposed:

92

An additional connection between the M80 and Grieve Parade would encourage an
increase in shorter trips (between Boundary Road and Grieve Parade/Geelong Road).
Short trips are undesirable as they introduce increased demand and turbulence into the
motorway network.

While short trips may be accommodated on less complex

motorway networks, they are likely to have significant adverse consequences on a
complex system interchange between three terminating motorways (which is the case
here).
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93

VicRoads notes that the east bound exit ramp proposed by Mr O’Brien appears to
provide access from the M80 to Grieve Parade. However, the west bound entry ramp
appears to provide access from Grieve Parade to the Princes Freeway (and not the
M80). While traffic could then theoretically access the entry ramp for the M80, that
movement would require entering vehicles to merge and immediately move across
three lanes of high-speed traffic within a distance less than 100 metres. This is neither
a safe nor efficient design for a motorway facility.

94

Moreover:
(a)

the proposed east bound exit ramp is located immediately downstream of a
system exit and immediately upstream of a system branch connection, which is a
highly unsafe location for an additional connection and is likely to guarantee flow
breakdown in the main carriageway across the West Gate Freeway and West
Gate Bridge;

(b)

both the proposed entry and exit ramps to and from Grieve Parade fail to
acknowledge the additional complexity associated with the ultimate design of the
Project, which requires further modifications to the connections between the M80,
the West Gate Freeway and the Project;

(c)

the proposed west bound entry ramp is likely to impact on existing crown land
used by the Altona Cemetery, acquisition of which would require Parliament to
pass enabling legislation; and

(d)

the alignment of the proposed east bound exit ramp is unlikely to be feasible due
to the proximity (height and alignment) of high voltage power lines and the
structural constraints associated with the Geelong Road Bridge to the Princes
Freeway.

Dohertys Road
95

Hobsons Bay CC, once again supported by the evidence of Mr O’Brien, submits that
there should be further consideration of potential access ramps at Dohertys Road.16

96

Mr O’Brien states the following:17

16

Opening Submissions on behalf of Hobsons Bay CC dated 9 August 2017 at [74]; Expert
witness statement of Andrew O’Brien dated August 2017 at p 34.

17

Expert witness statement of Andrew O’Brien dated August 2017 at pp 34-35.
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… Another important connection that should be considered is between
Dohertys Road and Princes Freeway west. Dohertys Road ramp connections
to the west would divert truck traffic away from Millers Road, again relieving
Millers Road. It would provide much needed access from the west into the
Grieve Parade industrial area south of Dohertys Road. Sketch examples of
such interchanges are shown in Figure 5 (Dohertys Road) and Figure 6 (Grieve
Parade).

97

In support of this opinion, Mr O’Brien has put forward the following figure:

98

As with the ramps proposed at Grieve Parade, VicRoads’ position is that the IAC
should not make any recommendation for further consideration of ramps at Dohertys
Road.

Any ramps constructed at Dohertys Road would conflict with proposed or

modified ramp connections from the Project and M80 and cannot be incorporated,
either safely or efficiently.

Any connection between the M80 and Dohertys Road (to

the north) would be physically constrained by reason of the braided connections with
the M80, West Gate Freeway, Princes Freeway West and proposed Project
interchange areas.
24

99

These connections would only further complicate the merging, diverging and weaving
movements required by vehicles in the area, and would jeopardise the performance of
the relevant motorway section. This is particularly concerning given that the relevant
motorway section is immediately downstream of three connections coming together.

100 In assessing the submissions made by Hobsons Bay CC, the IAC is invited to be
mindful that freeway-to-freeway (system) interchanges are primarily designed to cater
for strategic (generally longer) trips within the broader road network.

Direct

connections from the arterial road network into a system interchange generally
introduces the potential for short trips that can cause undesirable turbulence and
complexity of movements in the motorway network. These additional short trips are
likely to adversely affect flows, and cause both congestion and unsafe traffic conditions
within critical parts of the road network. In VicRoads’ view, there are existing and
appropriate arterial connections at Boundary Road, Princes Highway West, Kororoit
Creek Road and Fitzgerald Road, each of which involve a declared arterial road
designed to provide access to the broader network, including the motorway network.
101 Having regard to Mr O’Brien’s suggested figure, VicRoads submits that:
(a)

the inclusion of additional ramps would further increase traffic demands by
attracting additional trips to the Princes Freeway between Dohertys Road and
Kororoit Creek Road, a route which is already sufficiently accommodated by
arterial roads (and noting the deleterious effect of introducing short trips into the
freeway network);

(b)

the proposed North-East bound exit ramp creates two exit ramps (one service,
one system) in immediate proximity to each other, which is considered to be poor
freeway design because it introduces confusion by a lack of clarity around traffic
movements and will result in overuse of the left lane(s) of the Princes Freeway on
the approach to a critical system junction;

(c)

the proposed merge location of South-West bound entry ramp is immediately
upstream of the main ramp joining the freeway mainline and is, therefore, unsafe.
At such a location, drivers on the system ramp connection need to be
concentrating on the mainline traffic and adjusting their speed/position to merge
safely, not dealing with local traffic movements merging from the left; and

(d)

further land acquisitions would be necessary to accommodate the ramps, and
this is outside the scope of the Project.
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Mackenzie Road
102 VicRoads supports the provision and location of the ramps across the Maribyrnong
River connecting to Mackenzie Road.

VicRoads notes that, in the absence of the

ramps, the only viable entry into the Port of Melbourne upon completion of the Project
will be via Appleton Dock Road. This will cause significant network issues, particularly
as the operations of the Port of Melbourne increase.

VicRoads supports the

submissions of the WDA in relation to this issue.
103 Mr Lucioni, on behalf of City of Melbourne, has also recommended that the IAC
consider an amendment to the design of the Project that would result in the introduction
of alternative loop ramps linking to Footscray Road and/or Mackenzie Road.18
104 VicRoads submits that the introduction of the proposed loop ramps would give rise to
significant safety issues especially for heavy commercial vehicles and, for that reason,
should not be considered.
105 In short, the proposed design of the loop ramps is inappropriate for what will
predominantly be truck traffic seeking access to the Port of Melbourne.

The

introduction of such ramps at 6% grade with a minimum radius of 60m would give rise
to a higher risk of truck accidents (including overturning and hitting barriers) than
alternative interchange arrangements given that:
(a)

the majority of traffic on these loops ramps and the connections to the Port will be
freight; and

(b)

the tunnel and Port will likely be operating at 80 km/h so that the freight traffic will
be entering and exiting the ramps at these speeds.

106 Moreover, loop ramps are, in general, a less safe form of connection when compared
to a conventional diamond interchange.

For example, studies from a number of

authors have demonstrated that loop ramps exhibit higher accident rates than all other
ramp types at freeway interchanges. VicRoads Supplement to AGRD Part 4C, Table
VC1.1: Accident Rates on Ramps, indicates that accident rates for exit loop ramps are
in the vicinity of 0.94 Accidents per Million Vehicles.

More conventional diamond

interchange ramps have accident rates in the order of 0.66 Accidents per Million
Vehicles (i.e. loop ramp about 30% greater).

18

Expert witness statement of Marco Lucioni dated 3 August 2017 at p 25.
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107 VicRoads has experienced safety issues with a similar exit ramp connection at the
Tullamarine Freeway to the M80, which has now been replaced with a more direct flyover connection.
108 Additionally, the introduction of the proposed loop ramps is likely to require additional
and possibly substantial land acquisitions, which is unlikely to be feasible and is
outside the current scope of the Project.
Paramount Road corridor
109 Maribyrnong CC advocates for “the completion of a road connection from Paramount
Road in Tottenham to the West Gate Freeway … as an alternative means of access to
the Port of Melbourne, so as to take the pressure off Buckley Street and Moore Street
in Footscray.”19
110 There is an existing Public Acquisition Overlay for Paramount Road between
Somerville Road and Geelong Road.

There are no plans to extend this Public

Acquisition Overlay south of Geelong Road. The Public Acquisition Overlay facilitates
the widening of Paramount Road which would, in turn, feed to an interchange
associated with the East-West Link located between Somerville Road and Sunshine
Road. It was never anticipated that Paramount Road would be connected to the West
Gate Freeway due to operational concerns and risk.
111 VicRoads submits that the completion of a road connection from Paramount Road
directly to the West Gate Freeway (via Cawley Road) is not feasible because of the
proposed connection’s proximity to the Millers Road east facing ramps, the Project’s
tunnel portal locations, and the proximate location of the Williamstown Road/Hyde
Street ramps.

Such a connection introduces significant operational issues into the

proposed network. It would, for example, introduce complex and dangerous weaving
movements eastbound between Millers Road and the eastbound tunnel portal.
Further, westbound traffic exiting the southern tunnel portal would be physically unable
to access the proposed exit ramp to Cawley Road.
112 The half diamond interchange suggested by Mr Symons would require significant
acquisition of land currently occupied by the Brooklyn Terminal Electricity Station
operated by SP Ausnet (to the south of the West Gate Freeway opposite Cawley
Road). It is a major electricity distribution station which receives power from relevant

19

Opening Submissions of Maribyrnong CC (Doc No 12) at 7.1.
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power stations (at 220kV) and distributes power (at 66kV) to substations throughout the
west of Melbourne which, in turn, provides power at 22kV for industry and to
households and the like.
113 It is noted that no connection between Paramount Road and the West Gate Freeway
was proposed as part of the East/West Link Project.
114 The suggestion that this potential link should not be precluded, is not supported.
Pursuant to the Road Management Act, VicRoads would not permit a new connection
at this location.
Simcock Avenue
115 The westbound entry ramp allowing a connection from Hyde Street to the West Gate
Freeway is proposed to connect to Simcock Avenue between Hall Street and Hyde
Street. Simcock Avenue is currently a local road. The eastern section of Simcock
Avenue (between the proposed ramp connection and Hyde Street) will primarily
provide an arterial road function for traffic accessing the West Gate Freeway.
VicRoads would support the declaration of the eastern section of Simcock Avenue as
an arterial road if the Project proceeds.
Hyde Street residences
116 VicRoads acknowledges that the Project will increase the existing amenity impacts on
residential properties in Hyde Street (between Francis Street and the proposed Hyde
Street ramps) as a consequence of the additional truck traffic introduced by the Hyde
Street ramps.

Amenity concerns arise because of the proximity of the residential

properties to the oil refineries, the proposed increase in truck traffic on the road and the
presence of an existing Public Acquisition Overlay on properties located on the west
side of Hyde Street (of which there are approximately ten).
117 Although the Project does not require the acquisition of the affected properties,
VicRoads has been in discussions with affected residents following requests for their
land to be purchased. VicRoads remains amenable to considering the purchase of
these properties on hardship grounds on a case-by-case basis, given the unique nature
of their circumstances.

VicRoads’ discussions with the affected residents remain

ongoing.
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High-occupancy vehicles (HOV) or high-occupancy toll (HOT) lanes
118 The expert witness statement of Mr O’Brien recommends that:20
A far more effective and efficient project would incorporate modern travel
demand management actions such as HOV or HOT priority at ramp signals,
possibly HOT lanes on the freeway, and congestion priced tolling.

119 It is then suggested by Mr O’Brien that further traffic management strategies should be
explored prior to implementing the Project, including:21
(a)

high occupancy vehicle (HOV) lanes;

(b)

dedicated bus/transit lanes and/or queue-jump lanes; and

(c)

high occupancy toll (HOT) lanes (i.e. express toll lanes).

120 VicRoads does not support any amendment to the Project design to incorporate HOV
or HOT lanes.
121 There is insufficient space on the West Gate Freeway to enable the inclusion of
dedicated bus lanes, HOV lanes or HOT lanes. The accommodation of these traffic
management measures would necessarily require a reduction in general traffic lanes.
Any reduction in general traffic lanes would result in the West Gate Freeway having
insufficient capacity to meet future traffic needs. It would place significant pressure on
the general traffic lanes and on the traffic control system adopted on Victorian
motorways, which is likely to lead to difficulties in servicing breakdowns and
interruptions in the flow of traffic. The congestion and delay that would inevitably result
would negate any potential benefit created by the provision of dedicated HOV or HOT
lanes.
122 Even if there were a number of private land acquisitions sufficient to accommodate the
proposal, the inclusion of HOV and HOT lanes is unlikely to improve the efficient
operation of the West Gate Freeway corridor following completion of the Project. To
the contrary, it is likely to negatively impact the operation of the West Gate Freeway
corridor. HOV and HOT lanes are generally designed to encourage ride-sharing in an
attempt to reduce the number of vehicles on a freeway.

Numerous studies have

20

Expert witness statement of Andrew O’Brien dated August 2017 at p18.

21

Expert witness statement of Andrew O’Brien dated August 2017 at p 27.
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shown, however, that their impact has been to shift vehicles with multiple passengers
into dedicated lanes with little concomitant reduction in overall traffic flow or congested
conditions.
123 In order to control the efficient operation of HOT lanes, tolls are used to encourage use
when flows are low and to discourage use when flows are high. However, the need to
maintain desired levels of use in HOV and HOT lanes requires that the flows on these
lanes be significantly below capacity. The inclusion of dedicated HOV or HOT lanes,
therefore, is likely to lead to inefficient traffic distribution across lanes and the
introduction of conditions likely to breakdown traffic flow rather than enhance it.
124 Further, VicRoads submits that:
(a)

while dedicated bus lanes may be implemented through the use of freeway
shoulders, the shoulders on the West Gate Freeway are insufficiently wide or
continuous to permit the use of dedicated bus lanes; and

(b)

the east bound entry ramps at Grieve Parade and Millers Rd will include metered
priority lanes for buses and trucks and this will ensure their faster progression
through the ramp signals.

Each of these matters supports the proposition that the design of the Project should not
be altered to accommodate HOV or HOT lanes (or dedicated bus lanes along the
freeway corridor).
125 VicRoads’ approach to optimising traffic flow and providing reliable travel for all road
users (including HOV and buses) is to apply the managed motorway approach
described earlier in this submission.

3D

Port and City connections

Footscray Road
126 There have been submissions to the IAC concerning proposed reductions in the
number of lanes in the main carriageway of Footscray Road and the potential for
providing a right turn from Footscray Road into Pearl River Road. VicRoads does not
support either submission, and submits to the IAC that it should not make any
recommendation of either kind. The preservation of sufficient capacity on Footscray
Road is both significant and important. No proposal that would diminish that capacity
should be entertained.
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Reduction of main carriageway
127 The expert witness statement of Mr Hunt, on behalf of City of Melbourne, suggests that
the IAC should consider a recommendation requiring further testing and modelling of a
potential reduction of the main carriageway on Footscray Road to six lanes and
potentially to four lanes.22
128 VicRoads does not support the provision of fewer lanes in the main carriageway (at
grade) of Footscray Road. VicRoads submits that the current capacity of Footscray
Road must be preserved. This is to ensure that freight access and efficiency can be
maintained and so that future growth in transport uses generated by changes in land
use along Footscray Road can be absorbed. Maintaining the capacity of Footscray
Road (both elevated and at grade) is also necessary to mitigate the disruption that
would arise if there were lane closures on, or restricted access to, the West Gate
Bridge.
129 VicRoads also observes that the Project already requires a reduction in the through
carriageway width (through the narrowing of existing lanes) of Footscray Road to
accommodate the elevated viaduct structures and to maintain width in the outer
separator on the north side for the planting of trees. Any further reduction in the width
of existing lanes should not be permitted because the standards and permitted vehicle
widths on Footscray Road (including its use by Class O trucks up to 3.5 m wide)
require the maintenance of minimum lane width of at least 3.5 m in areas with high
truck traffic volumes.23
130 The importance of Footscray Road should not be diminished. It plays and will continue
to play a significant role in the transport network as a primary traffic and freight route.
Any potential downgrade would have significant economic and transport implications.
It provides vital connections between Swanson Docks (West and East), freight
operations located to the north of Footscray Road, and Webb Dock, each of which will
continue to rely on Footscray Road as the only means of access. It will continue to
function as an Over Dimensional route (Route 5A), which is regularly used by port-toport super B-Double container shuttles and as an alternative route for over size, over
mass (OSOM) vehicles that are not permitted to travel via the West Gate Bridge. It will
also continue to provide the only direct connection between Maribyrnong and the
Docklands.
22

Expert witness statement of Steve Hunt dated 3 August 2017 at 5.3.7.

23

Austroads, Guide to Road Design Part 3 – Geometric Design at 4.2.
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131 Traffic volumes on Footscray Road will only increase in future as a result of the
expansion of the Port of Melbourne and changes in land use abutting Footscray Road.
Although future yields are not certain, population and/or employment increases are
likely to occur at:
(a)

the Melbourne Market site located on the north side of Footscray Road opposite
Swanson Dock East;

(b)

the parcel of land known as E-Gate located on the northern side of Footscray
Road between Docklands and North Melbourne Railway Station; and

(c)

the Docklands, which is expected to continue to grow significantly over the next
10 years with many parcels of land within its west extremities earmarked for
redevelopment.

132 Any reduction in the number of lanes in the main carriageway would also be
detrimental for the following reasons:
(a)

it would require a change in the number of lanes between each signalised
intersection and flaring at one intersection from three to four lanes (such flaring
generally being utilised to ensure more vehicles pass the stop line during the
relevant green light time) and merging back to three lanes at each intersection is
impractical due to the close spacing of each intersection;

(b)

the provision of four lanes along Footscray Road is not only necessary to meet
peak period levels of service but it provides space for the many complex and
convoluted trips that take place along this section of the road;

(c)

the provision of four lanes provides flexibility for the operation of large trucks to
and from the Port of Melbourne, and any reduction is likely to impact traffic flow
due to reduced flexibility and opportunities for truck and general traffic to
manoeuvre around slow moving trucks;

(d)

the provision of four lanes ensures the efficient movement of large trucks, which
often require more space to manoeuvre;

(e)

the number of service roads and the numbers of lanes are necessary to ensure
that vehicles can continue to flow freely in the event that another vehicle breaks
down on Footscray Road (particularly a truck); and
32

(f)

the current capacity of Footscray Road ensures a future ability to absorb traffic in
the event of significant events or closures on the West Gate Bridge or the tunnel
once the Project is completed.

The possibility of a right turn from Footscray Road into Pearl River Road
133 Another possible change to Footscray Road has been suggested by Mr Chris Butler,
an expert witness providing evidence on behalf of Ashe Morgan. Mr Butler suggests
that the Project should incorporate a right turn from Footscray Road into Pearl River
Road,24 stating that:25
the proposed cross section of Footscray Road at the north-western corner of
the site will prohibit the ability to introduce a right-turn lane into Pearl River
Road.

This is entirely inconsistent with the preferred future access

arrangements for the precinct outlined in the Waterfront City Outline
Development Plan (September 2003).

134 In support of his evidence, Mr Butler includes the following figure:

24

Expert witness statement of Chris Butler dated 2 August 2017 at p 8ff.

25

Expert witness statement of Chris Butler dated 2 August 2017 at p6.
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135 Mr Butler further notes in his witness statement that his employer, Cardno, has
previously met with VicRoads to discuss the potential for a right turn from Footscray
Road into Pearl River Road but that VicRoads was not in a position to make a decision
in relation to the provision of that turn as a result of the Project.
136 VicRoads submits that the IAC should not make any recommendation requiring further
consideration of, or supporting, a right hand turn from Footscray Road into Pearl River
Road. It is unclear whether there is any need for a right turn from Footscray Road into
Pearl River Road given that right turns are currently facilitated at the next downstream
intersection at Waterfront Way, which itself provides access to Pearl River Road. The
current development activity or land use in the area does not require the provision of
additional access.
137 The provision of a right turn lane on Footscray Road in accordance with Mr Butler’s
suggestion would require the removal of the far right through lane on Footscray Road
(thereby reducing capacity along Footscray Road) or the widening of the bridge over
34

Moonee Ponds Creek. A reduction in through lane capacity will not only impact the
operation of this intersection by introducing delays to motorists exiting CityLink but will
also reduce capacity leading to impacts on upstream intersections such as the
southbound CityLink on-ramp to Bolte Bridge and access to/from CityLink ramps
located just west of the CityLink overpass.
138 It would also be undesirable because:
(a)

it would introduce an additional movement into what is currently a very complex
location with multiple motorway connections that will only be further complicated
by the Project;

(b)

it is unlikely that the length of the turn facility would cater for the potentially
significant amount of traffic it could attract, which would result in overflowing of
the turn lane impacting adjacent lanes/intersections (adversely affecting both
operational performance and safety); and

(c)

it would require an additional phase to be included in the signal operations at the
intersection. The time allocated to the right turn would directly compete with the
heavy westbound through movement along Footscray Road (which also includes
the right turn traffic onto the Footscray Road viaduct servicing the Project).

139 It is noted that Ashe Morgan seeks this access to potentially service future
developments. If the relevant parties agree that the provision of an additional right turn
lane into Pearl River Road becomes necessary in the future, it is likely that widening of
the eastbound bridge on Footscray Road over Moonee Ponds Creek would be
required. The right turn movement might then be considered.
Spencer Street
140 The City of Melbourne submits that the projected reduction in traffic entering the
Hoddle Grid via Spencer Street and King Street (which it appears to attribute to the
Wurundjeri Way extension) should not be lost to induced traffic.26 It further submits
that:27
Changes to central city road space, including benefits to pedestrians, cyclists
and public transport operation must be implemented as part of the Project to
26

City of Melbourne Submission dated 6 July 2017 at p 18.

27

City of Melbourne Submission dated 6 July 2017 at p 18.
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realise the benefits of these reductions in traffic and help minimise the impact
of the Project.

141 VicRoads agrees that there may be opportunities to alter the operation and function of
Spencer Street along certain parts of its length, south of La Trobe Street. This could
include reallocating road space for other purposes, such as wider footpaths, but will
likely require maximising capacity at key intersections to accommodate turning
movement demands.

Any alteration, however, can only occur if the function and

capacity of adjacent and surrounding arterial roads, including Spencer Street north of
La Trobe Street, King Street, Dudley Street, and Dynon Road, are maintained.
142 In particular, the preservation of King Street is important due to its role in the transport
network as the main feeder road for the bayside suburbs to access the freeway
network and as part of the Nepean Highway-Queens Road-Kings Way corridor. The
limited access from the bayside suburbs to the freeway network elevates the
importance of King Street.
143 King Street currently carries between 36,000 and 44,000 vehicles per day (2016
volumes – Figure D11) and in the 2031 Project case will carry between 38,000 and
47,000 vehicles per day (Figure D13 – 2031 Project Case traffic volumes). There is
forecast to be a small daily reduction in the daily traffic volume on King Street (as
opposed to the no project 2031 case) which is in the order of 650 vehicles per day.
However, this minimal reduction does not support the downgrade of King Street and its
capacity during peak periods must be maintained to ensure the adequate movement of
traffic.
144 No potential downgrade of King Street should be considered as part of the Project
given its role in the network.
145 The same analysis applies to other adjacent arterial roads, such as Dudley Street
(which currently carries 30,000 vehicles per day). Dudley Street plays an important
role in accommodating east-west movements around Melbourne's CBD and connecting
people to Footscray Road, Wurundjeri Way, Spencer Street, King Street and Peel
Street to access destinations such as Port Melbourne and South Melbourne.
146 Any consideration of the future potential of Spencer Street (north of Latrobe Street)
cannot occur without understanding broader transport network needs and changes,
including:
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(a)

changes to network function caused by the Project and traffic demand
management opportunities through future tolling points;

(b)

changes to travel behaviours and mode choice that will be realised after the
completion of the Melbourne Metro Rail Project;

(c)

the transport needs of an expanded central city with significant opportunities for
urban development and renewal precincts, as outlined in Plan Melbourne 2017
and City of Melbourne Strategies, including the Parkville National Employment
and Innovation Cluster, the continued growth of Docklands, urban renewal
opportunities at E-Gate and Dynon, the Arden-Macaulay urban renewal precinct,
and the Queen Victoria Market redevelopment; and

(d)

changes to nearby road network changes (e.g. the City of Melbourne’s future
intent to close the southern end of Elizabeth Street at Flinders Street,
reconfiguration of the Haymarket Roundabout and closure of Grattan Street).

147 VicRoads will explore opportunities to review the movement and place function of key
roads in and around the central city as part of future integrated transport planning and
following the completion of the Project and Melbourne Metro Rail.
148 Any alteration to the road network around Spencer Street will need to account for
proposed projects involving pedestrian movement at Spencer Street. As to the section
of Spencer Street within the Hoddle Grid, VicRoads is currently considering:
(a)

increasing the width of the pedestrian crossing located at the northern leg of the
intersection of Spencer Street and Collins Street and installing contrasting
pavement;

(b)

installing additional pedestrian signal lanterns at the northern pedestrian crossing
at the intersection of Spencer Street and Collins Street and installing crossing
countdown timers;

(c)

reviewing traffic signal timing with a view to creating more frequent crossing
opportunities for pedestrians at the intersection of Spencer Street and Collins
Street and at the intersection of Spencer Street and Bourke Street;

(d)

installing raised pedestrian crossings across Little Collins Street and Francis
Street; and
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(e)

installing a tram stop pedestrian access point within the westbound carriageway
of Bourke Street near Godfrey Street.

149 VicRoads is in the process of seeking funding for these improvements along Spencer
Street.
150 Additionally, VicRoads understands that the City of Melbourne will commence a review
of the needs of Spencer Street, its role in connecting people to and from places such
as West Melbourne and Southern Cross station, and opportunities to enhance
movement and access for active and sustainable modes of transport.

VicRoads

proposes to continue working with the City of Melbourne in exploring such
opportunities.
Wurundjeri Way and Dynon Road City Connections
151 It has been submitted to the IAC that:
(a)

the proposed widening of Wurundjeri Way between Dudley Street and Flinders
Street by one lane should not be recommended;

(b)

the proposed city connections to Dynon Road should not be recommended; and

(c)

the Wurundjeri Way extension should be lowered at the point that it is adjacent to
E-Gate.

152 VicRoads does not support the first two of these submissions. It observes that the
traffic expert for the City of Melbourne, Mr Hunt, states in his report that “[f]rom a traffic
capacity viewpoint, for the projected future volumes of the section south of Dudley
Street and the intended creation of a connective central city bypass, widening to six
lanes is warranted and desirable.” VicRoads supports the submissions of the WDA in
relation to these issues.
153 VicRoads supports the lowering of the Wurundjeri Way extension at the point that it is
adjacent to E-Gate subject to the WDA addressing the issue of rail stabling and
maintaining the proposed lane capacity and functionality of the Wurundjeri Way
extension.
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Bolte Bridge
154 VicRoads has been asked for its opinion as to whether the design of the Project
provides sufficient access to the Bolte Bridge to the south. As currently proposed, the
Project provides access to the Bolte Bridge travelling south, but it is not a high-speed
direct access. It requires the negotiation of a signalised intersection.
155 VicRoads is satisfied that the current proposed design of the Project affords sufficient
access to the Bolte Bridge to the south. VicRoads considers that greater access to the
Bolte Bridge would only be necessary in the event of the West Gate Bridge becoming
unavailable during redundancy scenarios. Moreover, if the Project were to be redesigned to afford greater access to the Bolte Bridge (in the form of a direct high-speed
link), the necessary additional infrastructure would need to be supported by further
capacity across the length of the Bolte Bridge, including by widening the bridge through
the introduction of additional lane(s).

Under this scenario, it is unlikely that the

CityLink/West Gate Freeway interchange would continue to function in a satisfactory
manner.
156 Furthermore, it is considered unlikely that, in normal conditions, motorists would
choose to pay a toll for the West Gate Tunnel and Bolte Bridge (and travel a longer
distance) in circumstances where motorists would have the option of travelling through
an improved and “free” West Gate Bridge channel to arrive at the same destination.
157 VicRoads considers that any alteration to provide a high-speed connection to the Bolte
Bridge to the south is unlikely to be feasible or necessary.

3E

Impacts on the tram network

158 VicRoads notes that the IAC has received several submissions expressing concern at
the potential impact of the Project on the tram network.
159 VicRoads’ traffic signal operations have reviewed tram routes in North and West
Melbourne and VicRoads’ view is that the performance of the tram network along those
routes will remain largely unaffected by the Project. If the Project does give rise to any
relevant impact on the network, tram priority can be increased at individual sites as the
need arises.
160 In relation to each relevant tram route, VicRoads makes the submissions set out below.
Abbotsford Street
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161 Trams are in their own right of way (that is, they do not share the road reserve space
with vehicles).

At signalised intersections trams proceed at the same time as the

Abbottsford Street vehicle traffic and trams are provided priority at all signals. This
road and all its traffic signals run as a coordinated route. The roads that intersect with
Abbottsford Street are minor roads, except for Arden Street. These minor roads are
not priority movements at signals and time is allocated accordingly. This arrangement
would continue should the Project proceed and therefore there would be no impact or
change to tram movements.
Queensberry Street
162 Trams are also in their own right of way. Trams along this street turn at Abbottsford
Street and Errol Street and the traffic signals at these locations provide tram priority
with each site having two turning phases/cycles for trams. Curzon Street is the only
major road crossing, however once again at this location the tram has priority and, if
warranted, that priority can be increased following further investigation. The Project is
unlikely to have any material impact on tram movements.
Errol Street
163 Trams and vehicles share the roadway space. Trams turn at Victoria Street and have
been provided with two turning tram phases/cycle at the signalised intersection of Errol
Street and Victoria Street. The Project is unlikely to have any material impact on tram
movements.
Victoria Street
164 Trams are in their own right of way and proceed with the Victoria Street vehicles in a
coordinated approach. The Victoria Street intersections are with minor roads, except
for Peel Street and Elizabeth Street.

The Project is unlikely to have any material

impact on tram movements.
Peel Street
165 Trams are again in their own right of way and similarly proceed with the vehicle traffic
at intersections in a coordinated manner. The Project is unlikely to have any material
impact on tram movements, with the possible exception of the roundabout at Dudley
Street, which may experience increased wait times.
Flemington Road
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166 Trams along Flemington Road are in their own right of way and proceed through
signalised intersections at the same time as the through vehicles of Flemington Road.
Tram priority is provided at all signalised intersections along Flemington Road with two
tram turning phases/cycles at Abbottsford Street and the Haymarket roundabout. In
addition to this, split phases at Gatehouse Street and Grattan Street are also applied
for trams. The Project is unlikely to have any material impact on tram movements.
Royal Parade
167 Trams have been provided their own right of way and proceed at the same time
through the signals with the vehicle traffic with signals coordinated. Priority to trams is
provided at each site. Macarthur Road is the only major crossing road, however tram
priority is applied at this intersection.

The Project is unlikely to have any material

impact on tram movements.
Elizabeth Street
168 Trams are in their own right of way and proceed through signalised intersections at the
same time as the through vehicles on Elizabeth Street. The Project is unlikely to have
any material impact on tram movements.

3F

Miscellaneous submissions

169 The submissions set out above relate to major issues that are centrally relevant to
VicRoads’ role and function as the custodian of Victoria’s road network (and its
statutory obligations under the Transport Integration Act and the Road Management
Act).
170 There are, however, a number of other issues in relation to which the IAC may be
assisted by VicRoads’ view. In relation to those issues:
(a)

VicRoads supports the upgrade of the Grieve Parade overpass to improve freight
connections particularly to the south of the West Gate Freeway;

(b)

VicRoads supports the continuing role of Williamstown Road and Melbourne
Road to provide unrestricted access for general and freight traffic;

(c)

VicRoads supports the relocation of the southern tunnel portal in the westbound
direction of the West Gate Freeway;
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(d)

VicRoads supports the proposed location of the shared path around the
boundary of Yarraville Gardens to avoid the Whitehall St/Somerville Rd
intersection and, in principle, supports any alignment of shared pathways that
ensures that there is a safe and sufficient separation of various kinds of traffic;

(e)

VicRoads supports the submission by the Maribyrnong CC that there should be
other forms of compliance monitoring beyond physical surveillance by VicRoads
(provided that it is feasible); and

(f)

VicRoads does not support the imposition of any condition that would require
VicRoads to prepare reports beyond the requirements of the current EPRs.

Date: 25 August 2017
PAUL CONNOR
ROSHAN CHAILE
Counsel for VicRoads
Instructed by Norton Rose Fulbright
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