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1 Statement of Witness:

Reference
1.1.1

West Gate Tunnel Project

1.1.2

Inquiry and Advisory Committee (IAC)
Name

1.1.3

Stephen John Hunt
Position

1.1.4

Principal – Traffic, Ratio Consultants
Address

1.1.5

9 Clifton Street, Richmond, VIC 3121
Qualifications
― Bachelor of Engineering (Civil), 1975, Swinburne University of Technology.
― Graduate Diploma of Highway and Traffic Engineering, 1981, Chisholm
Institute of Technology.
Experience
―
―
―
―
―

2017 – Present: Principal – Traffic, Ratio Consultants.
2010 – 2016 :Group Manager – Cardno Victoria
2007 – 2010: Consultant, Cardno Grogan Richards.
1988 – 2006: Director, Grogan Richards.
1975 – 1988: Traffic Engineer with Cities of Doncaster and Templestowe,
Caulfield and Prahran.

Professional Expertise
1.1.6

I have worked in the area of Traffic and Transportation Engineering throughout
my career. My area of expertise includes traffic advice and assessment of a wide
range of land use and development proposals for planning authorities,
government agencies, corporations and developers.

1.1.7

My training, qualifications and experience including involvement with a wide
variety of projects over a number of years, qualifies me to comment on the
traffic implications of this proposal.
Instructions which define the scope of this report

1.1.8

I have been requested by Ashurst Lawyers on behalf of the City of Melbourne
to review the Environment Effects Statement (EES) for the West Gate Tunnel
Project (the Project), exhibited by the Western Distributor Authority in May 2017,
and to provide my opinions on aspects of the Project related to traffic that affect
the City of Melbourne.

1.1.9

My instructions are to prepare a traffic expert evidence statement for
submission and presentation to the Inquiry and Advisory Committee convened
to consider the exhibited EES and public submissions associated with the
Project.
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1.1.10 In particular I have been requested to
•

Consider the submissions made by the City of Melbourne to the EES in
relation to the Port, CityLink and City Component of the Project,

•

Review the traffic implications of the proposal as it relates to the
connections to the central city area through the proposed Dynon Road
connection and the Wurundjeri Way extension including:
o

The importance of the connections to the overall objectives of the
West Gate Tunnel Project, and

o

The implications of the connections on North Melbourne, West
Melbourne and the Hoddle Grid.

•

Provide my opinions as to whether the Footscray Road cross-section can
be rationalised at ground level

•

Review the traffic implications for the Kensington area of the MacKenzie
Road ramps.

•

Review Chapter 3 of Volume 1 of the EES, and (in particular) the design
alternatives and options identified in Parts 3.8 to 3.10 of that Chapter
that refer to the design alternatives identified for the Tunnel and Hyde
Street Ramps, and the Port, City Link and city connections.

•

Express your opinion as to whether you agree or disagree with the
assessment of those design alternatives and options as is contained
within those sections on aspects that you consider are within your
expertise. If you are unable to form an opinion as to that assessment
please explain why you are unable to form an opinion as to those
alternatives and options. If you require further information in order to
make an assessment of those alternatives and options please advise as
to what information you would require in order to express an opinion on
those alternatives and options.
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Facts, Matters and Assumptions Relied Upon
1.1.11 In the course of preparing this report the facts, matters and assumptions I have
relied upon are outlined as follows:
― The West Gate Tunnel Project Environment Effects Statement
documentation as exhibited.
― The West Gate Tunnel Environment Effects Statement Summary Report
prepared by the Western Distributor Authority.
― EES Technical Report A - West Gate Tunnel Transport Impact Assessment
Report – May 2017 prepared by GHD.
― City of Melbourne submission to the West Gate Tunnel Project endorsed by
Council on 4th July 2017.
― West Gate Tunnel Project Inquiry and Advisory Committee – Preliminary
Matters and Further Information Request – 18th July 2017.
Identity of Persons Undertaking the Work
1.1.12 Stephen Hunt of Ratio Consultants
Declaration
1.1.13 I confirm that I have read and that I understand the Planning Panels Victoria’s
‘Guide to Expert Evidence’ and that I comply with the provisions of that guide.
1.1.14 I have no relationship with the client other than a business engagement to
comment on this matter.
1.1.15 My involvement in this Project commenced in June 2017. I was not involved in
any way in either the preparation of the EES Documents by the Western
Distributor Authority or the City of Melbourne Submission to the EES.
1.1.16 I have made all the 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 Committee.

Stephen Hunt
Principal - Traffic
Ratio Consultants
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2 Introduction and Background:

2.1.1

I was initially retained in this matter by Ashurst Lawyers on behalf of the City of
Melbourne in a brief issued on the 28th June 2017.

2.1.2

The Environment Effects Statement for the West Gate Tunnel Project was
released for public comment by the Western Distributor Authority on the 29th
May 2017. Submissions to the Project were received until the 10th July. A
submission by the City of Melbourne was endorsed by Council’s Future
Melbourne Committee on 4th July 2017.

2.1.3

I was subsequently instructed on the 21st July 2017 to prepare an expert
evidence statement for the IAC Hearing.

2.1.4

As instructed I have reviewed the EES documents as exhibited and in particular,
made reference to the following:
1. West Gate Tunnel Project Environment Effects Statement Summary Report
prepared by Western Distributor Authority.
2. EES Technical Report A – West Gate Tunnel - Transport Impact Assessment
- May 2017 prepared by GHD.

2.1.5

I have also reviewed the submission to the Project prepared by the City of
Melbourne as endorsed by Council on 4th July 2017 and MCC Policies relevant
to the matter included in my brief.

2.1.6

In particular, my investigations have centred upon the following issues:
•
•
•
•
•

The purpose of the direct city connections via Dynon Road and
Wurundjeri Way.
The importance of the connections in regard to achieving the Project's
objectives.
The implications of these connections on North Melbourne, West
Melbourne and the Hoddle Grid and the potential implications for a
broader area beyond that considered in the Project EES documentation.
The opportunity to rationalise the proposed cross-section of Footscray
Road at ground level.
Potential impact of the MacKenzie Road off ramps on traffic movements
through the Kensington area.

2.1.7

For the purposes of this assessment, I have relied upon the estimates for
projected future traffic volumes on the overall road network provided within
EES Technical Report A Transport Impact Assessment, which in turn relies on
strategic and microsimulation modelling undertaken separately by Veitch
Lister.

2.1.8

In the time available I have not been able to assess in detail the modelling
undertaken. I have assumed that the work undertaken, including the selection
of software and the validation techniques adopted is in accordance with “best
practice” transport modelling.

2.1.9

It is noted however that the outputs for modelling as undertaken are completely
reliant on the inputs and assumptions adopted as to the capacity of transport
connections proposed and potentially commensurate constraints on the
existing road network. Where appropriate, I have included comments where I
consider that the modelled volumes may be sensitive to the assumptions
adopted in that regard.
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3 Dynon Road Connection:

3.1 Overview
3.1.1

The design for the Project proposes that a connection be provided between the
elevated roadway aligned along Footscray Road and Dynon Road via a two lane
(each way) connection.

3.1.2

The proposed Design, as described in Chapter 5 of the EES, proposes that a
connection to Dynon Road will be undertaken via two traffic lanes diverging
from the elevated roadway, passing under CityLink before rising above Moonee
Ponds Creek and the railyards to Dynon Road. Where the ramp ends at Dynon
Road, a new intersection is proposed incorporating two right turn lanes from
the ramp towards the city.

3.1.3

Entry to the elevated roadway from Dynon Road is proposed via the same
signalised intersection, including a new left turn lane into the Dynon Road ramp
from Dynon Road. The entry ramp runs to the west parallel with the offramp
providing a direct connection to the elevated roadway and the West Gate
Tunnel.

3.1.4

The connection to Dynon Road is shown conceptually in Figure 4 of the EES
Summary Report and reproduced in Figure 3.1 – Port, City Link and City
Connections Component (Source Fig 4 EES Summary Report).

3.1.5

Detailed layouts for the connection are also provided in the EES Map Book at
sheets 26 and 28, shown in Figure 3.2 and Figure 3.3
Figure 3.1 – Port, City Link and City Connections Component (Source Fig 4 EES Summary
Report)
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Figure 3.2 Elevated Roadway Connection to Dynon Road and Citylink (Western End) (Source: Exhibited Map Book)
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Figure 3.3 Dynon Road Connection (Source: Exhibited Map Book)
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3.1.6

It is noted that the overall concept for the eastern connections shown in the EES
Summary Report (and also in EES Technical Report A – Transport Impact Assessment
prepared by GHD at Figure 4 of that document) depict both the eastbound and
westbound connections to Dynon Road differently.

3.1.7

The Summary Report at page 33 (see Figure 3.1 – Port, City Link and City Connections
Component (Source Fig 4 EES Summary Report) above) shows the eastbound
connection to Dynon Road as intersecting with the CityLink north connecting ramp at
right angles, reading as a local connection supporting the predominant requirement
for an interchange between West Gate Tunnel and CityLink (north).

3.1.8

The exhibited map book indicates a variation of the alignment of the eastbound
ramps however, providing for diverging off ramps from the elevated eastbound
carriageway, with two lanes ramping to CityLink north and two lanes continuing
straight ahead to Dynon Road as shown in Figure 3.2.

3.1.9

The westbound ramps from Dynon Road are shown in the Summary Report as
merging with the onramp from the southbound carriageway from CityLink to form the
westbound entry to the Project.

3.1.10 In the exhibited map book, the ramps from Dynon Road effectively form the
westbound entry to the Project, with the CityLink north onramps merging further to
the west.
3.1.11 In my opinion, while the differences may seem marginal, the impact is that the Dynon
Road connection, rather than forming a secondary connection at the eastern end of
the Project supplementing the main “freeway to freeway” connection between
CityLink and the West Gate Tunnel Project, will become the main focus of entry and
exit to the Project at its eastern end.

3.2
3.2.1

Modelled Traffic Volumes

Modelled daily volumes for the Dynon Road Connection and other interchanges at the
eastern end of the Project are provided in Figure 141 of Technical Report A.
Figure 3.4 – Footscray Road Corridor – 2031 Project Case Daily Volumes (Source : Fig 141 Technical
Report A)
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3.2.2

Additional information on daily volumes modelled to use the on and off ramps at
Wurundjeri Way and Footscray Road is also provided in Section 7.1.8 and 7.1.9 of
Technical Report A.

3.2.3

The following daily volume ranges are modelled using the elevated carriageway at the
eastern end of the Project and the various connections / interchanges proposed:
•

Daily volumes of between 18,000 and 22,000 vehicles per day using the Dynon
Road connection immediately south west of Dynon Road, 8,000 to 10,000 vpd
in an eastbound direction and 10,000 to 12,000 westbound.

•

Volumes of between 15,000 and 18,000 vehicles per day on the connecting
ramps between the West Gate Tunnel Elevated Roadway and Citilink north.

•

Volumes of between 10,000 and 12,000 vehicles per day on the connecting
ramps between the West Gate Tunnel Elevated Roadway and CityLink south.

•

Total movements between the elevated carriageways and Footscray Road at
Appleton Dock Road and at the proposed link south from the Dynon Road
connection of between 14,000 and 18,000 vehicles per day.

•

Volumes of between 2000 and 3000 vehicles per day between the elevated
carriageways and the Wurundjeri Way extension.

•

Total two-way volumes on the elevated carriageway of between 49,000 and
61,000 vehicles per day.

3.2.4

The modelling shows that approximately 34% of all traffic expected to use the eastern
end of the Project is estimated to use the Dynon Road connection, compared with
28% to CityLink north, 18% to CityLink south and 20% to Footscray Road and
Wurundjeri Way combined.

3.2.5

Comparable modelled daily volumes for the North Melbourne and West Melbourne
Areas are subsequently provided in Figure 161 of Technical Report A.
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Figure 3.5 – Local Area 2031 Project Case Daily Traffic Volumes (Source : Fig 161 Technical Report A)

3.2.6

The modelling indicates Dynon Road, east of CityLink will carry between 48,000 and
60,000 vehicles per day. Of this, 18,000 to 22,000 vehicles per day can be assumed to
be generated via the connection, (see 3.2.3 above).

3.2.7

Modelled volumes within the local area, including Dryburgh Street, Victoria Street and
Queensberry Street show typical volumes of between 10,000 and 20,000 vehicles per
day.
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3.3 Traffic Implications on North Melbourne and West
Melbourne
3.3.1

The traffic implications of the Dynon Road Connection are addressed in the EES with
reference to comparative modelled volumes on local streets between existing (2014)
volumes, 2031 volumes without the Project, and 2031 volumes with the Project
constructed.

3.3.2

Modelling suggests that existing traffic throughout Metropolitan Melbourne, including
the North Melbourne and West Melbourne areas, will increase by 2031 as population
grows. Projected increases without the construction of the Project are summarised in
Figure 100 of the GHD Transport Impact Assessment shown below.
Figure 3.6 Difference in Daily Volumes – 2016 v 2031 No Project (Source Fig 100 Technical Report A)
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3.3.3

Volume increases of up to 9,000 vehicles per day along Dynon Road are predicted,
with increases of between 1,500 and 4,500 vehicles per day on east-west roads such
as Queensberry Street and Arden Street. These increases are expected to include
additional traffic generated by development in the Arden/Macaulay urban renewal
area and other identified urban development sites in the City of Melbourne precinct.

3.3.4

Volume increases on north south roads are more moderate, generally estimated at
less than 1,000 vehicles per day.

3.3.5

A comparison of 2031 daily volumes changes with and without the Project is provided
in Figure 160 of Technical Report A.
Figure 3.7: Difference in 2031 Daily Volumes – Project v No Project (Source Fig 160 Technical Report
A)
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3.3.6

Technical Report A, at Page 253, provides the following commentary on the resultant
traffic impacts,

3.3.7

The estimates of Dynon Road accommodating an increased daily volume of 7,000 to
9,000 vehicle per day between CityLink and Dryburgh Street in the 2031 Project v No
Project scenarios is not consistent with the modelled daily volumes for the Dynon
Road connection shown in Figure 3.4 (Fig 141 of Technical Report A) which show
18,000 to 22,000 vehicles per day using the Dynon Road connection between the
Wurundjeri Way Extension and Dynon Road.

3.3.8

It is noted that the modelling of the local effects within the West Melbourne and North
Melbourne areas is based on a starting estimate of increases in Dynon Road of 7,000
to 9,000 vehicles per day as a consequence of the Project, with modelling appearing
to distribute the additional volume at this point through the local street network.

3.3.9

Clearly, if additional traffic using the Dynon Road connection is higher than 9,000
vehicles per day, commensurately higher increases can be expected through West
and North Melbourne.

3.3.10 Specific analysis has been undertaken in the EES of the modelled origins and
destination of trips using the Dynon Road connection in both an eastbound and a
westbound direction, with the results shown graphically in Figures 149 and 150 of
Technical Report A.
3.3.11 The modelling indicates that while many trips using the Dynon Road connection will
be to origins / destinations in the West Melbourne and North Melbourne areas as
shown in Figure 3.8, there are however a significant proportion of trips which have
origins and destination to the east and north east to locations such as Carlton, Fitzroy,
Richmond and Abbotsford, and that this traffic will use local streets in North and West
Melbourne to complete their journey beyond the end of the West Gate Tunnel Project
at Dynon Road.
3.3.12 It is noted that there appears to be relatively few modelled movements between the
Dynon Road connection and the central city or Docklands, with trips to these areas
modelled as utilising the Footscray Road connection.
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3.3.13 It is unclear from the modelling as to whether the additional traffic modelled on local
streets in the area is as a consequence of a modal shift to private vehicle due to the
improved private vehicle connections provided by the Project.
Figure 3.8 Modelled Origins and Destinations of Trips Using Dynon Road Link

West Gate Tunnel Project - IAC

17

3.4 Project Justification for the Dynon Road Connection
3.4.1

The objectives for the Project are stated in Section 1.2.2 of the Environment Effects
Statement as follows:
•

•

•

•

Improve transport performance in the M1 corridor
• To support the increased travel demand generated by future population
and economic growth trends
• To enhance connectivity between economic clusters
• To enhance safety along the M1 corridor
• To enhance access to jobs and services
Reduce reliance on the West Gate Bridge
• To improve network resilience
• To mitigate strategic risks to the State and national economies
• To improve travel reliability
Improve freight access to the Port of Melbourne and greater Melbourne
• To improve reliability of access to the Port of Melbourne and on the freight
network
• To support the travel demands arising from the future freight task
• To enhance state and national competitiveness through freight productivity
improvements
Improve community amenity on local streets in the inner west
• To reduce freight on local streets
• To improve safety on local streets.

3.4.2

These objectives are restated in Section 3.6 which discusses the assessment criteria
used to evaluate project design options, applying the four stated objectives above
and adding a fifth objective to “protect and where possible enhance natural and
cultural resources and the environment during the development delivery and
operation of the project”.

3.4.3

It is noted that none of the stated Project objectives are related to provision of
alternate or improved private vehicle connections to the inner city or to the West and
North Melbourne areas, with the only possible link to the stated objectives being to
enhance performance along the M1 Corridor.

3.4.4

Development and selection of the “City Connections” included in the exhibited Project
is discussed in Section 3.9 of the EES.

3.4.5

As stated in Section 3.9.4 of the EES, four options were considered for the city
connections:
1.
2.
3.
4.

No connection to the city, with connection only to CityLink.
One connection at Footscray Road
Two connections at Footscray Road and Dynon Road
Three connections as per 3 with the extension of Wurundjeri Way

3.4.6

A potential further alternative (Option 5) of not providing the Dynon Road connection
but including a link to a Wurundjeri Way extension and to Footscray Road was not
assessed “as this would not sufficiently distribute traffic to provide for acceptable
levels of service on the surrounding road network”. This is stated as leading to
“Footscray Road between CityLink and Dudley Street forecast to carry traffic volumes
exceeding acceptable levels of service. (Page 3-33 EES)

3.4.7

The four options tested were apparently evaluated against traffic performance,
amenity, environment and land criteria, with a summary assessment set out in Table
3.5 of the EES at pages 3-36, 3-37 and 3-38.)

3.4.8

The traffic performance criteria assessment is reproduced in Table 3.1 on the
following page.
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Table 3.1 - Assessment of City Connections (EES Table 3.5)
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3.4.9

The details of analysis undertaken to evaluate the options considered is not included in
the EES and it is not stated whether traffic modelling was undertaken, (or if so, what type
of modelling) for each of the options (or for option 5) which was “not considered”.

3.4.10 The following can be deduced from Table 3.1 as the basis for the inclusion of the Dynon
Road connection in the Project
1. The inclusion of city connections, in any combination, is required to improve the
operation of the West Gate Freeway and reduce traffic on the West Gate Bridge
by providing an alternative route to the City and the inner north, reducing
congestion at the Montague Street Ramps from the West Gate Freeway.
2. A link to Footscray Road, with or without a connection to an extended Wurundjeri
Way but without a Dynon Road connection, would attract traffic to the inner
north through the West Gate Tunnel, reducing traffic in the Montague Street
area but increasing volumes and congestion on Dudley Street by inclusion of
additional trips bound for the inner north.
3. A combination of connections, including Dynon Road (Option 4) provides the
optimum traffic distribution.
3.4.11 I have reviewed the rationale provided in Table 3.1 against the commentary on the
resultant traffic impacts of the exhibited scheme in Technical Report A, at page 253, and
note the following:
•

The inclusion of the Dynon Road connection is sought to be justified, at least in
part, as being required to reduce traffic pressure on Dudley Street. The preferred
option, including the Dynon Road connection has only a marginal impact however
on projected volumes on Dudley Street.

•

The projected continuing high volumes on Footscray Road and subsequent
pressure on Dudley Street can be attributed, (again at least in part), to the
excessive lane capacity for the Footscray Road corridor almost certainly
contributing to the very high ongoing modelled volumes.

3.5 Opinion on Dynon Road Connection
3.5.1

As confirmed by the modelled volumes detailed in Technical Report A, the inclusion of
the Dynon Road connection will result in significant levels of traffic being directed onto
Dynon Road from the West Gate Tunnel Project, with up to 22,000 vehicles per day
estimated to use the connection.

3.5.2

The extent of traffic attracted to the Dynon Road connection exceeds all other entry and
exit points to the Project including the freeway to freeway connections to CityLink in
either direction.

3.5.3

There appears to be a disparity between the estimates of traffic using the link and
expected increases in Dynon Road as discussed above, with, in my opinion, it highly likely
that the four lane Dynon Road connection modelled as carrying 18,000 to 22,000 vehicles
per day at Dynon Road will result in increases in traffic volumes in Dynon Road by greater
than 9,000 vehicles per day as estimated.

3.5.4

In my opinion, clarification as to the derivation of the projected traffic volume changes
for the 2031 Project v No Project Case as depicted Fig 160 of Technical Report A in
Dynon Road (and subsequent estimates of changes in volumes through West and
North Melbourne) should be provided to the IAC to assist consideration of the impacts
of the proposed Dynon Road connection.

3.5.5

It is unclear as to the modelling assumptions utilised in relation to the Dynon Road
connection. However, having regard to the volumes modelled, it is evident that the
connection will provide an attractive connection to (and through) North and West
Melbourne to and from the west.
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3.5.6

From the link analysis shown in Figure 3.8, the Dynon Road connection, at least in part,
would offer an alternative route for east-west traffic through the inner northern suburbs.

3.5.7

On face value, the modelled increase in volumes on streets such as Arden Street and
Queensberry Street, based on distribution of 9,000 additional vehicles, are moderate and
manageable. It is unclear as to what assumptions are behind the modelling in regard to
the available capacity on the local street network, however, given the “truncation” of the
freeway at Dynon Road and the desire line of origins and destinations to the east, it is
likely that limited capacity in the network has been assumed, restricting the magnitude
of projected volume increases.

3.5.8

This is confirmed by the emphasis on take up of interpeak capacity and the relatively low
projections of volume increases during the commuter peaks, based on the assumption
that no spare capacity will be available at peak times.

3.5.9

In any event, the truncation of the proposed freeway connection to Dynon Road will result
in significant traffic pressure on the local street networks of West and North Melbourne,
with traffic management measures essential to manage competing movements, protect
local amenity and to retain the integrity and reliability of the street based public transport
connections.

3.5.10 In Chapter 3 of the EES, a summary is provided of the various options which were
considered in design development of the Project, including at least 4 options for the “city
connections” component. No details of the assessment of these options is available and
it is unclear if strategic and / or microsimulation modelling was undertaken for each of
those options to inform the selection of the preferred route.
3.5.11 In my opinion, the following additional traffic modelling data should be provided to
the IAC, being necessary to assist consideration of the impact of the Dynon Road
connection and the merits and/ or implications of alternate options, including no
connections to the city:
1. No connection to the central City, with the West Gate Tunnel Project
terminating at CityLink at ramps to and from the north and south. (Option 1 in
Chapter 3 of the EES)
2. As above but with the construction of a connection to Footscray Road only
(Option 2 in the EES)
3. As above but with the inclusion of connections to Dynon Road and Footscray
Road (Option 3 in EES)
4. As above but with the link also extending to the east to south bound ramps to
Wurundjeri Way, but no connection beyond Wurundjeri Way to Dynon Road (not
assessed in EES)
5. The construction of a lower design standard Dynon Road connection, providing
for a two-lane road (one lane in each direction) providing commensurate
capacity to cater for traffic demands generated to and from the immediate
North Melbourne and West Melbourne areas. (not assessed in the EES)
6. As above but with modifications to the interchange between the West Gate
Tunnel Project and the Dynon Road connection to remove the continuous
connection currently proposed.
3.5.12 In my opinion, on the basis of the information currently available and the strategic
implications of the inclusion of the Dynon Road connection, (and for that matter other
city connections proposed), the deletion (or at least significant down grade) of the Dynon
Road connection should be considered for the following reasons:
•

The premise behind the inclusion of the connection is to provide improved and
varied connections to the inner north and the central city from the west, within
areas of high and improving connection by public transport, particularly fixed rail.

•

The inclusion of the connection to facilitate work based trips to these areas by
private motor vehicle is contrary to sustainable transport objectives and policies.
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•

The traffic impacts of the proposal on the inner north, particularly West Melbourne
and North Melbourne are likely to be understated, having regard to the projected
volumes of between 18,000 and 22,0000 vehicles per day modelled on the Dynon
Road connection immediately west of Dynon Road.

•

The primary overall objectives of the West Gate Project would be achieved by
truncation of the West Gate Tunnel Project at CityLink as a “freeway to freeway”
connection.

•

Reduction in congestion on the M1, particularly at the Montague Street
interchange with the West Gate Freeway is more appropriately addressed
through an overall integrated transport approach, centred on reducing private
vehicle commuter trips from the west to the central city area rather than a
freeway based approach facilitating access by private motor vehicle.
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4 Wurundjeri Way Extension:

4.1 Overview
4.1.1

I have been requested to review the implications of increased traffic along the widened
section of Wurundjeri Way.

4.1.2

As part of the Project it is proposed to widen the existing section of Wurundjeri Way
between Flinders Street and Dudley Street by one lane in either direction so there would
be three traffic lanes in each direction, and to extend the route to the north in an elevated
structure over Dudley Street and the proposed Dynon Road connection, to connect with
Dynon Road west of CityLink.

4.1.3

Wurundjeri Way, west of Flinders Street has a six-lane cross-section and the proposed
widening north of Flinders Street would provide a consistent cross-section between
Charles Grimes Bridge and Dudley Street. Existing connections to Dudley Street are
retained, reconfigured as southerly oriented ramps, with the northerly extension
proposed to be constructed as a four-lane road, two lanes in each direction.

4.1.4

At its southern end, it appears that capacity increases are not proposed at the Flinders
Street intersection, with existing intersection geometry appearing to be retained. At the
northern end, a connection to Dynon Street is proposed via a deviation under the CityLink
Viaduct.

4.1.5

The existing section of Dynon Road between CityLink and the proposed Dynon Road Link
west of the rail bridge appears to be downgraded to a two-lane road as shown in Figure
4.1.
Figure 4.1 Wurundjeri Way – Connection to Dynon Road (Source EES Map Book)

West Gate Tunnel Project - IAC
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4.2 Modelled Volumes
4.2.1

Modelled daily volumes for the Dynon Road Connection are provided in Figure 141 of
Technical Report A.
Figure 4.2 – Modelled Volumes – Wurundjeri Way Extension - 2031 Project Case Daily Volumes (Source :
Fig 141 Technical Report A)

4.2.2

The modelled volumes show the following of relevance to the review of the impact of
traffic on the widened section of Wurundjeri Way:
― Daily volumes of between 13,000 and 16,000 vehicles per day using the connection
immediately east of Dynon Road / CityLink,
― Volumes of between 15,000 and 19,000 vehicles per day south of the Dynon Road
connection, indicating relatively low volumes of between 2000 and 3000 vehicles per
day using the southerly ramps between the Dynon Road connection and Wurundjeri
Way.
― Volumes of 50,000 to 61,000 vehicles per day in the existing section south of Dudley
Street, noted as increasing volumes by 19% to 20%.

4.2.3

As shown in Figure 3.7: Difference in 2031 Daily Volumes – Project v No Project (Source
Fig 160 Technical Report A) above, the projected volume increases in Wurundjeri Way
between Dudley Street south in the “2031 Project v No Project” scenario are estimated
at between 6000 and 9000 vehicles per day.

West Gate Tunnel Project - IAC

24

4.3 Opinions on Wurundjeri Way Extension and Widening South
of Dudley Street
4.3.1

In my opinion, the extension of Wurundjeri Way to connect with Dynon Road west of
CityLink would provide an overall positive benefit to traffic movement within the North
and West Melbourne areas by linking Dynon Road west directly to the Charles Grimes
Bridge and the West Gate Freeway, deviating through traffic away from Spencer Street
and King Street.

4.3.2

Assessment of the relative traffic changes in the area shows the following in the Project
v No Project Scenario.
Table 4.1 – 2031 Project v 2031 No Project Daily Modelled Volume Differences (vpd two way)

Project Volumes

No Project Volumes

Volume
Difference with
Project

50,000- 61,000

41,000-52,000

+9,000

North of Flinders
Street

48,000 – 59,000

42,000-53,000

+6,000

South of
Street

21,000 – 25,000

23,500-27,500

-2,500

North of Flinders
Street

19,000-24,000

21,500-25,500

-2,500

South of
Street

38,000-47,000

38,700-47,700

-700

North of Flinders

41,000-51,000

33,500-53,500

-2,500

Flinders Street

West of Spencer
Street

24,000 – 29,000

23,900 – 28,900

+100

Latrobe Street

West of Spencer
Street

14,000-17,000

12,500-15,500

+1,500

Dudley Street

West of Spencer
Street

35,000-42,000

36,500-43,500

-1,500

Road

Section

Wurundjeri Way

South of
Street

Spencer Street

King Street

4.3.3

Dudley

Dudley

Dudley

It is evident from the EES that the proposal to widen the existing section of Wurundjeri
Way from four lanes to six lanes is included having regard to:
― The level of capacity sought to be provided to accommodate between 50,000 and
60,000 vehicles per day;
― Design requirements to establish the southerly oriented ramps to the roadway from
Dudley Street; and
― Provide a consistent cross section between Charles Grimes Bridge and Dudley Street.

West Gate Tunnel Project - IAC
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4.3.4
4.3.5

Wurundjeri Way currently carries up to 45,000 vehicles per day, and operates effectively,
albeit with congested conditions at peak time, with the current four lane cross-section.
From 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.

4.3.6

While the widening is supported, sensitivity modelling to test the implications of retaining
the existing cross-section south of Dudley Street should be undertaken to inform
consideration of the EES.

4.3.7

Traffic volume projections on east west links including Flinders Street show little or no
traffic growth likely with the development of an extended and widened Wurundjeri Way
and I am satisfied that the proposal is unlikely to inappropriately generate higher
volumes of traffic into the inner city area in its own right.

4.3.8

As detailed in Section 3.5.11 above, it is considered that additional modelling needs to
be considered in order to allow for detailed assessment of the options or otherwise of
city connections from the West Gate Tunnel Project.

4.3.9

This modelling assessment should consider the implications of the Wurundjeri Way
extension to Dynon Road and the West Gate Tunnel Project to determine the extent of
benefits achieved in association with options for city connections. In particular, the
option to delete the Dynon Road connection to the Project, but maintain a connection to
an extended Wurundjeri Way (the untested “Option 5”) should be considered and
assessed.

4.3.10 In my opinion the extension of Wurundjeri Way to Dynon Road, to provide a western city
bypass, is likely to result in reductions in north south traffic through the city, regardless
as to whether city connections are included in association with the Project.

West Gate Tunnel Project - IAC
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5 Footscray Road Cross-section:

5.1 Overview
5.1.1

The design for the West Gate Tunnel Project contemplates a new bridge over the
Maribyrnong River connecting the tunnels to “twin elevated roadways” dedicated to
Project traffic above Footscray Road between the Maribyrnong River and the intersection
of Footscray Road and Appleton Dock Road.

5.1.2

The at grade section of Footscray Road, connecting to Shepherd Bridge to the west and
Harbour Esplanade in the east, is designed to accommodate non- Project traffic
movements, including access to the docks at Dock Link Road and other existing
locations, complementing new access ramps from the Project proposed at MacKenzie
Road and Appleton Dock Road.

5.1.3

As indicated in Section 3.4.2 of the GHD Transport Impact Report, traffic volume
forecasting (and presumably the functional design of Footscray Road at grade), has been
based on a project specific assumption that Coode Road will be closed between
MacKenzie Road and Dock Link Road. It is unclear whether modelling and design has
also been based on an assumption that Coode Road east of Dock Link Drive may also be
closed on the future as part of upgraded dock facilities.

5.1.4

The proposed cross section of Footscray Road and the Elevated Structure is shown in
Figure 5.1.
Figure 5.1 – Cross section Footscray Road (Source EES Map Book)

West Gate Tunnel Project - IAC
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At Grade Cross-Section
5.1.5

Footscray Road currently operates with a cross-section providing a central carriageway
with four traffic lanes in each direction and a three lane eastbound service road on the
northern side.

5.1.6

The proposed at grade cross-section indicates retention of the northern service road
and four lane eastbound carriageway. The westbound carriageway is however increased
in capacity from the existing four lanes to five lanes, with three lanes indicated in a
reconfigured westbound main carriageway and two lanes, separated by the elevated
roadway structure, forming a new westbound “service road”.

5.1.7

It is noted that the cross section adopted shows the “service road” is separated from the
Docks area by an enhanced landscaped area, including the existing shared path and
mounding, which would limit its function in providing access. This reinforces the
likelihood that the inclusion of these lanes is not to provide access options but to increase
through traffic capacity.

5.1.8

West of Dock Link Road, the westbound “service road” appears to merge with the three
westbound lanes in the main carriageway on the approach to Shepherd Bridge and
hence is configured to accommodate through traffic.

5.1.9

It is noted that an existing shared use path on the southern side of Footscray Road is
retained, located within an enhanced green buffer zone and native buffer located
between the westbound service road and the docks.
Elevated Roadway

5.1.10 The elevated roadway is proposed to provide three traffic lanes in each direction
extending from the three lane West Gate Tunnel to the CityLink northbound ramps and
the divergence to the Dynon Road connection.
5.1.11 A separate elevated “veloway” is also proposed cantilevered between the two elevated
carriageways.

5.2 Modelled Volumes
At Grade Section
5.2.1

Modelled 2016 daily volumes for the at grade section of Footscray Road are provided in
Figures 24 and 25 of Technical Report A, showing existing volumes of 35,000 to 43,000
vehicles per day from Shepherd Bridge to CityLink.

5.2.2

Figures 99 to 102 of the report detail modelled increase in volumes for 2031 in the No
Project Scenario, which indicates volume increases of 13,000 to 15,000 vehicles per day,
with 46,000 to 56,000 vehicles per day at Shepherd Bridge and 49,000 to 59,000 vehicles
per day west of CityLink.

5.2.3

Figure 159 of the report shows modelled 2031 volumes with the Project in place,
indicating volumes on Footscray Road of 39,000 to 49,000 vehicles per day east of
Shepherd Bridge and 46,000 to 56,000 vehicles per day at CityLink as shown below.

West Gate Tunnel Project - IAC
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Figure 5.2 Modelled 2031 Project Case Daily Traffic Volumes (Source Technical Report A Fig 159)
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5.2.4

In summary, projected changes in volumes for Footscray Road in the at grade (non Western
Distributor) sections are as follows.
Table 5.5.1 Footscray Road (At Grade) – Modelled Two Way Daily Volumes (vpd)
Section

2016

2031 with Project

2031
Project

without

Volume Difference
with Project

East of Shepherd
Bridge

35,000 -43,000

39,000 – 49,000

46,000 – 56,000

-8,000

West of City Link

35,000-43,000

46,000-56,000

49,000 – 59,000

-3,000

Elevated Roadway
5.2.5

Modelled volumes for the Elevated Roadway are shown in Figure 141 of Technical Report A,
showing 26,000 to 29,000 vehicles per day in an eastbound direction and 26,000 to 32,000
vehicles per day westbound, equivalent to total volumes of up to 61,000 vehicles per day.

5.3 Opinions on Adopted Cross-sections for Footscray Road
At Grade Section
5.3.1

Traffic modelling undertaken for Footscray Road in the 2031 Project vs No Project scenario
shows relatively modest decreases of between 3,000 and 8,000 vehicles per day, despite
the screen -line capacity increases provided by the additional crossing on the Maribyrnong
River and improved access to the Port achieved by construction of the West Gate Tunnel.

5.3.2

As stated in Table 77 of the Technical Report A, modelling for Shepherd Bridge has assumed
a 6-lane cross-section and it is likely that a similar if not greater cross-section has been
assumed in the modelling of Footscray Road in the 2031 Project scenario.

5.3.3

Modelled volumes in the order of 50,000 to 55,000 vehicles per day are typical of the
expected capacity of a 6-lane arterial road and, in my opinion, reflect a likely modelled
“induced demand” attracted to the link by the capacity provided by the assumed road
geometry (effectively providing 12 traffic lanes at ground level).

5.3.4

It is likely that the high “induced demand” on Footscray Road has also resulted in higher
volumes elsewhere in the adjoining road network potentially impacting on modelled
volumes (and consequent design decisions) on critical routes including Dudley Street, Dynon
Road and the West and North Melbourne area.

5.3.5

It is also unclear as to the extent that the modelled closure, or partial closure, of Coode Road
has influenced the overall volumes anticipated for Footscray Road, with potentially existing
and future “internal” trips within the docks contributing to the total volumes modelled.

5.3.6

Having regard to the above, in my opinion the potential to reduce the proposed crosssection of Footscray Road exists, with a likely commensurate reduction in the extent of
traffic attracted to the route and hence to the inner city by the capacity provided.

5.3.7

In my opinion, the reduction of the main carriageway to six lanes, and potentially to four
should be tested and reviewed by modelling, to determine the traffic implications and
desirability of reducing the number of traffic lanes. This additional work will be relevant to
consideration of the options for city connections including the Dynon Road connection
discussed previously in this report.

5.3.8

The inclusion or otherwise of a service road on the south side of Footscray Road should only
occur if it is required for access to the Docks, or possibly to supplement internal circulation
if Coode Road is to be removed or truncated.
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5.3.9

It is likely that a redesign of the through traffic and service road access requirements along
Footscray Road, including limiting through capacity to a maximum of 6 lanes, would provide
the opportunity for a high quality bike path to be developed at grade as an alternative to
the elevated “veloway” and in addition to the existing shared path on the south side.
Elevated Roadway

5.3.10 In my opinion, leaving aside the desirability or otherwise of providing this section of the West
Gate Tunnel Project in an elevated structure as proposed, the generated volumes of up to
60,000 vehicles per day warrant the continuation of the proposed six lane cross-section
between the West Gate Tunnel and CityLink as proposed.
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6 MacKenzie Road Ramps:

6.1 Overview
6.1.1

The concept design for the West Gate Tunnel shows the western portals immediately east
of Whiteman Street raising to a proposed bridge structure over the Maribyrnong River,
extending to the elevated roadway above Footscray Road.

6.1.2

In order to provide access to the ports via MacKenzie Road, ramp structures are proposed
on the western approach to the river, with two additional bridge structures across the river
providing for traffic arriving from the west via the tunnels at a signalized intersection with
MacKenzie Road to the north of the elevated roadway, and departing to the west via a
second signalized intersection to the south.

6.1.3

The layout of the proposed ramps is shown in Figure 6.1.
Figure 6.1 MacKenzie Road Ramps (Source: EES Map Book)

6.1.4

MacKenzie Road extends to the north along the eastern bank of the river, running under
Shepherd Bridge where it becomes Sims Street. Sims Street continues north, running under
Dynon Road (Hopetoun Bridge) before looping back to intersect with Dynon Road as a left
in left out intersection as shown in Figure 6.2.

6.1.5

Northbound traffic can subsequently then turn left into Kensington Road and continue north
and east through Kensington.
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6.1.6

The potential exists for northbound traffic exiting from the West Gate Tunnel with
destinations in the Kensington and Flemington areas, and possibly beyond, to exit and
MacKenzie Road to utilise this route to avoid delays on alternate arterial routes.
Figure 6.2- MacKenzie Road – Northbound Connection via Sims Street and Dynon Road

6.2 Modelled Volumes
6.2.1

Traffic modelling undertaken by Veitch Lister to assess local area impacts was limited to the
area shown in Figure 157 of Technical Report A reproduced below.
Figure 6.3 Local Area Study Extent

33

6.2.2

As can be seen, the Kensington area was not included in the local area assessed, and
consequently traffic impacts on Kensington Road and Macaulay Road through Kensington
cannot be directly ascertained from the modelling undertaken.

6.2.3

In addition, MacKenzie Road and Sims Street are not included in the modelled network, even
though they are roads of connective traffic function within the identified local traffic area to
be examined.

6.2.4

Figures 158 of Technical Report A shown below provide estimates of volume changes on
the surrounding road network with and without the project.
Figure 6.4 Daily Volume Differences 2031 Project v No Project Case

6.2.5

The results indicate a reduction in volumes on roads such as Hopkins Street, Moore Street
and Ballarat Road. It could be inferred that similar reduction in Kensington Road would
occur.

6.2.6

It is possible however that these modelled volumes represent the broader regional effects
resulting from the Project and do not include specific volume changes possible generated
via the MacKenzie Road off ramp and Sims Street.

6.3 Opinion on Impacts on Kensington Area
6.3.1

It is considered that the impacts on existing traffic levels through the Kensington area would
be likely limited to the impact of northbound traffic exiting at MacKenzie Road to access
areas such as Kensington, Flemington and Ascot Vale.

6.3.2

The route is somewhat circuitous and traffic attracted off West Gate Tunnel is likely to be
confined to rediverted local movements. Southbound movements towards the Project's
Tunnel are not accommodated due to the left in / left out restriction at the Sims Road /
Dynon Road connection intersection.

6.3.3

Potential northbound impacts are expected to able to be managed adequately within the
Kensington area.
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6.3.4

However, if as recommended, additional modelling is to be undertaken to test different
scenarios for the provision or otherwise of the Dynon Road Link, local area modelling
should be extended to include the MacKenzie Road / Sims street / Kensington Road /
Macaulay Road link to ascertain comparative implications on the Kensington area.
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7 Conclusions:

7.1.1

Based upon my review of the West Gate Tunnel Project EES documentation as exhibited
and issues related to the potential impact of the project on areas of concern to the City of
Melbourne, I have concluded as follows:
Dynon Road Connection

7.1.2

The proposed alignment of the Dynon Road connection, including the continuation of two
traffic lanes from the eastern end of the Project directly to Dynon Road and the alignment
of the westbound ramps from Dynon Road, will attract between 18,000 and 22,000 vehicles
per day in the section of the connection between Dynon Road and Wurundjeri Way as shown
in Figure 141 of Technical Report A.

7.1.3

The extent of traffic attracted to the Dynon Road connection exceeds all other entry and
exit points at the eastern end of The West Gate Tunnel Project including the freeway to
freeway connections to CityLink in either direction.

7.1.4

In my opinion, clarification as to the derivation of the projected traffic volume changes for
the 2031 Project v No Project Case as depicted Fig 160 of Technical Report A in Dynon Road
(and subsequent estimates of changes in volumes through West and North Melbourne)
should be provided to the IAC to assist consideration of the impacts of the proposed Dynon
Road connection.

7.1.5

The following additional traffic modelling data should be provided to the IAC, being
necessary in my opinion to assist consideration of the impact of the Dynon Road connection
and the merits and/ or implications of alternate options, including no connections to the
central city:
1. No connection to the City, with the West Gate Tunnel Project terminating at CityLink
at ramps to and from the north and south. (Option 1 in Chapter 3 of the EES)
2. As above but with the construction of a connection to Footscray Road only (Option 2
in the EES)
3. As above but with the inclusion of connections to Dynon Road and Footscray Road
(Option 3 in EES)
4. As above but with the link also extending to the east to south bound ramps to
Wurundjeri Way, but no connection beyond Wurundjeri Way to Dynon Road (not
assessed in EES)
5. The construction of a lower design standard Dynon Road connection, providing for a
two lane road (one lane in each direction) providing commensurate capacity to cater
for traffic demands generated to and from the immediate North Melbourne and West
Melbourne areas. (not assessed in the EES)
6. As above but with modifications to the interchange between the West Gate Tunnel
Project and the Dynon Road connection to remove the continuous connection
currently proposed.

7.1.6

In my opinion, on the basis of the information currently available and the strategic
implications of the inclusion of the Dynon Road connection, (and for that matter other city
connections proposed), the deletion (or at least significant down grade) of the Dynon Road
connection should be considered for the following reasons:
•

The premise behind the inclusion of the connection is to provide improved and varied
connections to the inner north and the central city from the west, within areas of
high and improving connection by public transport, particularly fixed rail.

•

The inclusion of the connection to facilitate work based trips to these areas by private
motor vehicle is contrary to sustainable transport objectives and policies. The traffic
impacts of the proposal on the inner north, particularly West Melbourne and North
Melbourne are likely to be understated, having regard to the projected volumes of
between 18,000 and 22,0000 vehicles per day modelled on the Dynon Road
connection immediately west of Dynon Road.
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•

The primary overall objectives of the West Gate Project would be achieved by
truncation of the West Gate Tunnel Project at CityLink as a “freeway to freeway”
connection.

•

Reduction in congestion on the M1, particularly at the Montague Street interchange
with the West Gate Freeway is more appropriately addressed through an overall
integrated transport approach, centred on reducing private vehicle commuter trips
from the west to the central city area rather than a freeway based approach
facilitating access by private motor vehicle.

Wurundjeri Way Extension
7.1.7

In my opinion, the extension of Wurundjeri Way to connect with Dynon Road west of CityLink
would provide an overall positive benefit to traffic movement within the North and West
Melbourne areas by linking Dynon Road west directly to the Charles Grimes Bridge and the
West Gate Freeway, deviating through traffic away from Spencer Street and King Street.

7.1.8

Modelling assessments should be undertaken to consider the implications of the Wurundjeri
Way extension to Dynon Road and the West Gate Tunnel Project and to determine the
extent of benefits achieved in association with options for city connections. In particular,
the option to delete the Dynon Road connection to the Project, but maintain a connection
to an extended Wurundjeri Way (the untested “Option 5”) should be considered and
assessed.

7.1.9

In my opinion the extension of Wurundjeri Way to Dynon Road, to provide a western city
bypass, is likely to result in reductions in north south traffic through the city, regardless as
to whether city connections are included in association with the Project.
Cross-section of Footscray Road

7.1.10 Modelled volumes for the at-grade section of Footscray Road west of CityLink, estimate
daily volumes of between 46,000 to 56,000 vehicles per day following completion of the
Project in 2031.
7.1.11 The proposed at grade cross-section contemplated 12 traffic lanes in the at-grade section
(including three traffic lanes in the northern service road) and it is considered likely that
modelled traffic volumes include an “induced demand” on Footscray Road.
7.1.12 In my opinion, the potential exists to reduce the proposed cross-section of Footscray Road,
with a likely commensurate reduction in the extent of traffic attracted to the route and
hence to the inner city by the capacity provided.
7.1.13 The reduction of the main carriageway to six lanes, and potentially to four should be tested
and reviewed by modelling to determine the traffic implications and desirability of reducing
the number of traffic lanes. This additional work will be relevant to consideration of the
options for city connections including the Dynon Road connection discussed previously in
this report.
MacKenzie Road Ramps and Impact on Kensington Area
7.1.14 It is considered that the impacts on existing traffic levels through the Kensington area would
be likely limited to the impact of northbound traffic exiting at MacKenzie Road to access
areas such as Kensington, Flemington and Ascot Vale.
7.1.15 The route is somewhat circuitous and traffic attracted off Project's Tunnel is likely to be
confined to rediverted local movements. Southbound movements towards the Tunnel are
not accommodated due to the left in / left out restriction at the Sims Road / Dynon Road
intersection.
7.1.16 Potential northbound impacts are expected to able to be managed adequately within the
Kensington area.
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