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1. Original Scope (by the City of Melbourne):
Instructions

An independent assessment of the project on the potential traffic and
transport implications of the WGT upon the central city area.

2. Supplementary Scope (by Ashurst Australia):
(a) Traffic and transport implications of the connections to the central
city, including implications for the central city area. In particular, what
key purpose do the direct city connections (e.g. Dynon Road Connection
and Wurundjeri Way) serve?
• How important are these city connections in regard to achieving
the Project Objectives? Would the Objectives of the Project be
achieved if these city connections were removed?
• What are the implications of these connections for North and
West Melbourne and the Hoddle Grid? (e.g. what are the specific
traffic implications for the main east-west streets and the broader
central city area? Are there implications for a broader area than
what has been addressed or contemplated by the Project
documentation)?
(b) Whether the Footscray Road elevated structure can be rationalised at
ground level, and what is the purpose of, and the implications for,
expanding the number of lanes at-grade level?
(c) Please review Chapter 3 of Volume 1 of the EES (and any other
relevant parts of the EES including the technical reports), and (in
particular) the design alternatives and options identified in Parts 3.8 to
3.10 of that Chapter (and any other relevant parts of the EES including the
technical reports) that refer to the design alternatives identified for the
Tunnel and Hyde Street Ramps, and the Port, City Link and city
connections.
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(d) Please 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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or experiments
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Glossary
Term or Acronym
BCR
CBD
CoM
DEDJTR
EWL
Induced Traffic
Screen Line

SLA
TEU
TIA
WD

WDA
WGB
WGT
VPD

Meaning
Benefit to Cost Ratio
Central Business District of Melbourne
City of Melbourne
Department of Economic Development,
Jobs, Transport and Resources
East West Link as proposed by the
Eddington study
Phenomenon of new traffic being
generated when road capacity is added to
the network
In this report the screen line refers to
traffic crossing the Maribyrnong River at
all points south of the Flemington
Racecourse
Statistical Local Area
Twenty Foot Equivalent Unit refers to a
standard shipping container
Transport Integration Act
Western Distributor, various meanings
including the former name of the WGT
and previously used for the Truck Action
Plan
Western Distributor Authority (Project
Proponent)
West Gate Bridge
West Gate Tunnel (Current Project)
Vehicles per day
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Introduction
Purpose of the report
1. This statement of evidence presents the findings from my review of the
West Gate Tunnel (WGT) project and has been prepared for the Inquiry
and Advisory Committee (IAC).
2. Originally I was asked by the City of Melbourne (CoM) to independently
examine the WGT project to assess the potential traffic and transport
implications within the central city area. Following the Panel Directions
Hearing I was formally instructed by Ashurst Australia to prepare an
expert witness statement addressing a number of specific questions:
(a) Traffic and transport implications of the connections to the central city,

including implications for the central city area. In particular, what key
purpose do the direct city connections (e.g. Dynon Road Connection and
Wurundjeri Way) serve?
• How important are these city connections in regard to achieving the
Project Objectives? Would the Objectives of the Project be achieved if
these city connections were removed?
• What are the implications of these connections for North and West
Melbourne and the Hoddle Grid? (e.g. what are the specific traffic
implications for the main east-west streets and the broader central
city area? Are there implications for a broader area than what has
been addressed or contemplated by the Project documentation)?
(b) Whether the Footscray Road elevated structure can be rationalised at
ground level, and what is the purpose of, and the implications for,
expanding the number of lanes at-grade level?
(c) Please review Chapter 3 of Volume 1 of the EES (and any other relevant
parts of the EES including the technical reports), and (in particular) the
design alternatives and options identified in Parts 3.8 to 3.10 of that
Chapter (and any other relevant parts of the EES including the technical
reports) that refer to the design alternatives identified for the Tunnel and
Hyde Street Ramps, and the Port, City Link and city connections.
(d) Please 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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Approach to Task
3. The framework I adopted for this review is the one provided by the
Transport Integration Act (TIA) (State of Victoria 2010). I have adopted
this approach as the objectives and decision making principles set out in
the TIA provide an appropriate assessment framework for the WGT
Project.
4. The TIA provides a vision statement (Division 1):
The Parliament recognises the aspirations of Victorians for an integrated
and sustainable transport system that contributes to an inclusive,
prosperous and environmentally responsible State.
5. The TIA then specifies and defines six objectives (Division 2):
• Social and economic inclusion
• Economic prosperity
• Environmental sustainability
• Integration of transport and land use
• Efficiency, coordination and reliability
• Safety and health and wellbeing
6. The TIA also provides seven decision-making principles (Division 3):
• Integrated decision making
• Triple bottom line assessment
• Equity
• Transport system user perspective
• Precautionary
• Stakeholder engagement and community participation
• Transparency
7. The TIA requires that any transport body must have regard to the above
framework when assessing any new projects or programs.
8. The TIA also requires in Section 63 (1) “The Department must prepare
and periodically revise a transport plan for the Minister” as well requiring
all transport bodies prepare and maintain their own plans.
9. My review also specifically focuses on the sections of the EES Scoping
Requirements that deal with traffic and transport (Department of
Environment Land Water and Planning 2016). They are follows:
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EES Scoping Requirements 2016 - Extract
5.2 Transport capacity, connectivity and traffic management
Evaluation objective – To increase transport capacity and improve
connectivity to and from the west of Melbourne, and, in particular, increase
freight movement via the freeway network instead of local and arterial
roads, while adequately managing the effects of the project on the broader
and local road, public transport, cycling and pedestrian transport networks.
Key Issues
o Contribution to an integrated and sustainable transport system.
o Transport connectivity and capacity to and from the west of
Melbourne, including network resilience and redundancy.
o Changes to local and arterial traffic distribution, including in
relation to the west and north of Melbourne, the western and
northern parts of the Melbourne CBD, and in the vicinity of urban
renewal precincts adjacent to the project area.
o Effects of the redistribution of freight and heavy vehicle traffic on
the regional and local transport network and implications for
residents, residential areas and businesses during construction
and operation.
o Disruption to pedestrian movements, bicycle connectivity, public
transport, motor vehicle and freight traffic during construction
and operation.
o Predicting future travel behaviour and transport trends over time.

The West Gate Tunnel Proposal
The WGT project is depicted in

5

Eric Keys Evidence Report
Figure 1 and

10. Figure 2. Commencing in the west at the junction of the Princess Freeway
and Western Ring Road, the WGT comprises:
• Additional lanes on the West Gate Freeway
• A tunnel under Yarraville
• A bridge over the Maribyrnong River
• An elevated freeway above Footscray Rd
• Connections to Swanson and Appleton Docks
• Junction connecting to City Link (north), Dynon Rd, Footscray Rd and
Wurundjeri Way.
• Extension of Wurundjeri Way with a grade separation of Dudley St
• A new connection between Dynon Rd (west) and Wurundjeri Way.
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Figure 1: West Gate Tunnel Project: Overview

Figure 2: West Gate Tunnel Project: CityLink, City and Port Connections

11. The WGT project EES provides a full description of the project.

Structure of this report
12. The Planning Context section provides a brief overview of the planning
context for the project. It reviews the development path from
Melbourne’s first metropolitan plan released in 1954 through to the
current proposal. Noting the absence of a formal Transport Plan for the
state or metropolitan area this section reviews relevant parts of the
superseded Victorian Transport Plan and the current Plan Melbourne and
the City of Melbourne Transport Strategy.
13. The Modelling Approach and Traffic Forecasts section reviews the
modelling approach adopted for the assessment of the WGT project as
contained in the EES noting that the data produced by the model is the
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foundation for the assessment of the traffic and transport questions
raised by the WGT project.
14. In the Review of Claimed Benefits section, I then critically examine the
proponent’s assessments of the project benefits.
15. The Alternative View of the Project section then sets out my opinion
that the project can be better understood as a means of providing
improved car based access between the west and the central city area.
This section then examines the possible changes in traffic conditions
within central Melbourne that the WGT could facilitate, and considers the
traffic impacts that may arise.
16. The Project Mitigations and Alternatives section notes the State’s
intention to proceed with the project and proposes a number of design
modifications which in my opinion are necessary to minimise potentially
adverse impacts of the project on the central city area, assuming that the
project does proceed.

Use of Proponent Data
17. My review based on the information in the Environmental Effects
Statement (Western Distributor Authority 2017b) and Project Business
Case (Department of Economic Development Jobs Transport and
Resources 2015) together with other publicly available information as
appropriate.
18. Figures, diagrams and tables have been extracted from the reports
provided by the proponent and their technical advisors in the EES and
Business Case. These extracts generally include the original figure and
table titles as a reference back to the original source. To assist the reader,
I have included a separate title as a means of logical referencing within
this report.

Planning Context
Melbourne’s Freeway Planning
19. Before considering the specifics of the WGT project it is worth reviewing
the historical path that has preceded the development of the WGT project.
20. As early as the 1954 Metropolitan Plan it was considered that Melbourne
had an inadequate road network, and that an extensive program of road
building would be required to meet the combined effects of population
growth and rising car ownership. It was the 1969 Transport Plan that
proposed an extensive freeway network overlaid on the metropolitan
area (Figure 3). The current M1 corridor, Tullamarine Freeway and City
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Link were all foreshadowed in the 1969 plan. The 1969 plan also saw the
need for the Eastern Freeway to be connected to the Tullamarine
Freeway.
Figure 3: 1969 Transport Plan: Freeway Network (Recreation)

Source: (Adam Mattinson Maps)
21. The 1969 plan, however, envisaged that these freeways would be built ‘at
grade’ requiring extensive clearing of the existing urban form and/or the
use of undeveloped waterways. Proposed clearing of existing urban
development (or slum clearance) to make room for new freeways
galvanised extensive community opposition to the extent that the 1969
Plan was abandoned by the Hamer Government just three years later in
1972 (Davison 2004, p. 222) with some 50km of freeway having been
constructed.
22. The cancellation of the 1969 freeway plan, however, did not halt freeway
construction. The focus of ongoing development shifted to the road
reservations already in place, many having been established as early
1954. These existing reservations reduced the complications of land
acquisition and resident relocation allowing successive governments to
continue freeway development from the 1970s through to the 1990s. By
1997 Melbourne had a metropolitan ring road through the western and
the northern suburbs, and a series of radial freeways ending at the edge
of the central city area causing significant inner city congestion. The
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length of the network grew from 50km in 1972 to 180km just prior to the
opening of CityLink in 1999.
23. This disjointed network was substantially “linked” when CityLink
connected the Monash, West Gate and Tullamarine freeways. CityLink
comprised a westbound tunnel under the parkland areas of the Domain,
an eastbound tunnel under the suburbs of Richmond and Burnley, and
elevated roads through the more industrial areas of South, West and
North Melbourne. CityLink, in one step, created a “freeway” network
albeit with a tolled central section, and provided a major city by-pass
reducing the impact of through traffic on the central city area.
24. Following completion of CityLink the freeway program has continued.
Construction has focused on the expansion of the metropolitan ring road
with the building of EastLink and connections to regional Victoria
including the Mornington Peninsula. Melbourne’s metropolitan freeway
network is currently 322km in length (including the Dingley and
Dandenong Bypasses) representing 63% of the 510km proposed in the
1969 Plan. The government has recently announced its intention to
proceed with the north-eastern section of the metropolitan ring road
often referred to as the “missing link” and the Mordialloc Bypass.
25. The proposed connection of the Eastern Freeway and the Tullamarine
Freeway or the eastern section of the East-West Link (EWL) has been
subject to various studies including the 2003 Northern Central City
Corridor Study and the 2008 Investing in Transport: East West Link Needs
Assessment (Eddington study). The 2003 study found the
Eastern/Tullamarine connection to be unviable due to the high cost of
tunnel construction. The Eddington study concluded that there was a case
for a much longer east-west road link joining the Western Ring Road to
the Eastern Freeway notwithstanding the project’s poor economic
returns.
26. Importantly the Eddington study concluded that a multi-modal approach
would be needed with road and rail serving specific and different tasks:
The evidence indicates that a multi-modal approach is needed to meet
growing and changing travel demand within the city. When planning to
meet future travel patterns, the objective should be an optimal mix of
modes. The recommendations made by the EWLNA recognise that different
modes of travel are better suited to different types of trips: mass transit
systems are very well suited to shifting large numbers of people along
defined corridors, while complex, multi-purpose trips suit the flexibility of
the motor vehicle. For these reasons, the EWLNA considers that
providing additional car access to the CBD should not be a priority for
Melbourne’s transport network; however, improving such access by
public transport should be a priority. (Eddington 2008, p. 16, emphasis
added)
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27. The Eddington study also “identified a clear need to improve amenity in the
inner west, particularly in the Footscray and Yarraville areas” (Eddington
2008, p. 220) and recommend implementing a “Truck Action Plan”. This
included a new connection from the West Gate Freeway to the port, via
Hyde St, and an improved north/south freight route along Paramount Rd
and Ashley St. The study also recognised the long term need to extend
Wurundjeri Way, “Thirdly, the Study Team recommends that the
Government reserve a new road corridor to allow the connection of Dynon
Road to Wurundjeri Way (through the E-Gate rail area), including a
planning overlay for widening Dynon Road to six lanes” (Eddington 2008, p.
219) .
28. It should be noted that the current WGT project deviates significantly
from the original intention of the East West Link. The Eddington study
recommended a road linking the eastern and western parts of the
Melbourne region as a bypass of, not a link to, the central city area. It was
suggested that for access to the CBD “the Study Team’s view is that public
transport should be the priority for daily journey to work (and study) trips
to the city“ (Eddington 2008, p. 219).
29. The Eddington study further promoted public transport by
recommending that when additional road space is added to network the
opportunity be taken to dedicate road space to buses. The study noted
that, “If the opportunity is not taken to improve priority for public transport
and to improve community amenity, the reductions in surface traffic when
the tunnel opened would be eroded over time by natural growth in traffic”
(Eddington 2008, p. 219)
30. The decision to proceed with the East West Link was met with significant
protest and was a key issue in the 2014 election with the Labor
opposition promising to cancel the contract and to proceed with the
Truck Action Plan if they won office. Labor did win office and terminated
the EWL contract in early 2015 (Victorian Auditor-General 2015) and
announced its intention to proceed with the Truck Action Plan (Andrews
2015).
31. The Truck Action Plan has now been superseded by the current WGT
project that is the subject of this review.

Victorian Transport Policies
32. DEDJTR’s website “provides information about a number of strategies
and long-term plans which are being developed” and lists the relevant
plans as:
• Metropolitan Planning Strategy: Plan Melbourne;
• Principal Public Transport Network;
• Cycling Strategy; and,
• Network Development Plan: Metropolitan Rail
11
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33. In my view these plans and strategies, even when developed, would not
constitute the comprehensive transport plan as envisaged by the TIA.
These plans fail to address the multi-modal requirements of the TIA and
lack the degree of integration that would typically be found in an
integrated transport strategy. In reviewing current planning policy I have
elected to start with most recently published transport plan, the Victorian
Transport Plan, before also considering the more recent Plan Melbourne,
Infrastructure Victoria’s 30 Year plan and City of Melbourne’s transport
plan.
Victorian Transport Plan
34. The most recent State transport plan was ‘The Victorian Transport Plan’
(VTP) prepared by the Brumby Labor Government in 2008 (State of
Victoria 2008). This was, however, rejected by the Baillieu Coalition
government in 2011 (Lucus 2011) and, as indicated by DEDJTR’s website,
has not yet been replaced by any formal, comprehensive transport plan.
Nevertheless, I regard the VTP as useful guide to contemporary transport
policy thinking.
35. The VTP identified six key themes including:
• Shaping Victoria
• Linking rural, regional and metro Victoria
• Creating a Metro System
• Moving Around Melbourne
• Taking practical steps for a Sustainable Future
• Strengthening Victoria’s and Australia’s Economy
36. In addressing the Moving Around Melbourne theme, the VTP recognised
that Melbourne faced different challenges in the inner suburbs where “the
road network is largely developed, making it difficult to provide additional
road space” and outer suburbs where there were needs for “strategic road
improvements”. In the inner suburbs, it was recognised that giving
“priority to trams and buses will get people to their destination quicker”
and there was a need for “a connected network of on and off-road bicycle
and walking paths so more people can safely cycle and walk to work and
school, rather than drive.” (State of Victoria 2008, p. 88)
37. The VTP partially committed to the recommendations from the Eddington
study. The VTP endorsed the projects improving access to the central city
area including the Regional Rail Link and Melbourne Metro. The VTP also
addressed amenity in the inner west with the Truck Action Plan
(including State 1: Connection of the West Gate Freeway to Hyde St, Stage
2: upgrades to Sunshine Rd, Dempster St and Paramont Rd and improved
curfew enforcement) and a road tunnel from Geelong Rd to Dynon Rd.
Other elements of the Eddington study’s East/West link were
acknowledged but deferred in favour of other priorities.
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Plan Melbourne
38. Plan Melbourne provides some direction as to how land use and transport
should be integrated (State of Victoria 2017). Figure 4 summarises the
relevant Plan Melbourne directions and polices that provide context for
the WGT project assessment.
Figure 4: Relevant Plan Melbourne Directions and Policies

Direction or Policy
3.1.2 Provide high-quality
public transport access to jobrich areas

Comment
Promotes the provision of quality services
to encourage the use of public transport to
access a range of jobs and services.

3.1.3 Improve arterial road
connections across Melbourne
for all road users

Promotes a road network that is used by all
modes. The strategy notes “roads that
service more intense land use, such as those
found in central Melbourne, will prioritise
walking, cycling and public transport”.

3.1.5 Improve the efficiency of
the motorway network

Promotes the role of motorways to access
major freight generating areas, dispersed
residential areas and lower density
employment areas. It highlights motorways
support “liveability by providing strategic
bypasses that minimise freight- and
car‑based traffic across Melbourne”.

3.4 Improve freight efficiency
and increase capacity of
gateways while protecting
urban amenity

Recognises the importance of an efficient
freight network but requires consideration
and protection of urban amenity.

3.4.1 Support sufficient
gateway capacity with
efficient landside access

The Western Distributor project is
identified as enhancing Melbourne’s
existing ports.

Infrastructure Victoria’s 30 Year Infrastructure Strategy
39. Infrastructure Victoria (IV) has recently released its 30 Year
Infrastructure Strategy (Infrastructure Victoria 2016). The Victorian
Government’s response to this strategy is due at the end of this year. The
IV strategy further supports the recommendations from the Eddington
study and Plan Melbourne in promoting the role of public transport in
meeting the needs of the central city area.
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Need 10: Meet growing demand for access to economic activity in central
Melbourne…
The recommendations below cover three key areas of action. The first
involves shaping Melbourne’s growth to make best use of available
transport capacity (Recommendation 10.1). The second involves
introducing a comprehensive and fair transport network pricing regime to
change behaviour and manage demand for travel (Recommendation 10.2).
The third involves improving access to active and public transport with a
focus on multi-modal trip making, as well as improving the performance of
the existing road network, including preparing for new technologies
(Recommendations 10.3 to 10.10). (Infrastructure Victoria 2016, pp. 122-3)
40. However, there is a clear inconsistency in policy thinking about the future
of the EWL. The current government cancelled the EWL contract and Plan
Melbourne no longer refers to it. However, IV’s recent strategy
recommends the EWL be retained as a future project and this is
consistent with recommendations of the WGT Business Case. IV did not
consider and therefore made no recommendations that concern the
merits of the WGT project. I understand that IV didn’t review the WGT
project as the government had already announced its intention to proceed
with the Project.
Transport Strategy: Planning for Future Growth (City of Melbourne)
41. Of the current transport plans it is my opinion that the City of
Melbourne’s (CoM) transport strategy provides the most comprehensive
review of transport issues and challenges concerning the central city area.
42. The CoM adopted its current transport strategy in 2012. Its key directions
are:
• Integrate transport and land use planning
• Go anywhere, anytime public transport for inner Melbourne
• Support public transport, walking and cycling as the dominant modes of
transport in inner Melbourne
• Develop high-mobility pedestrian and public transport streets in the
central city
• Make Melbourne a cycling city
• Foster innovative, low-impact freight and delivery in central Melbourne.
(City of Melbourne 2012, p. 6)
43. Rising population and economic growth, but a finite amount of road
space, poses a challenge for the central city area of Melbourne. The CoM’s
response in its transport strategy is to promote the use of higher capacity
and lower impact modes. The private motor vehicle in this context is not a
primary mode but a complementary one.
44. The CoM Transport Strategy observes that “Between 1990 and 2007 the
share of all weekday trips into the municipality made by car declined from
14
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65 per cent to 45 per cent in a context of very strong residential and worker
population growth in the same period. Whereas travel by public transport,
cycling and walking have all increased. This trend is predicted to continue
and is reflected in the 2030 target for public transport, cycling and walking
to comprise 80 per cent of all weekday trips to the municipality” (City of
Melbourne 2012, p. 28).
45. The CoM (Figure 5) forecasts growth in public transport, walking and
cycling, and a decline, both in proportion and in absolute numbers, in the
use of motor vehicles consistent with the stated policy directions. For
travel to the central city the strategy expects a decline in private car use
from 370,000 vehicles per day (VPD) to 250,000 VPD. This decline in car
use is consistent with VicRoads’ traffic monitoring showing a consistent
decline in the traffic volumes using arterial roads particularly in inner
Melbourne and PTV’s reports of growth in public transport.
Figure 5 Current and Forecast Mode Usage

Source: (City of Melbourne 2012)
46. The CoM transport strategy discusses the significant change in transport
planning from the 1950s car oriented policies through to the 1990s when
it became apparent that planning for ever-increasing car travel was
unsustainable. Since this policy change car use on inner city roads has
been in decline, notwithstanding continued growth in residential
population, jobs and the economy. Inner Melbourne has successfully
decoupled the growth of the city from the growth in car travel.
47. In my view this shift in policy shift away from a reliance on private car
access is well illustrated by the history of Swanston St that was
controversially closed to traffic in 1992. The current mayor was elected in
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2009 on a platform to reopen Swanston St to traffic. On coming to office,
however, he reversed this position declaring: “no city in the world wants
to bring more and more cars into its heart - that is exactly the opposite of
what great streets do” (Dowling 2010). I recognise that this is a political
statement but one that neatly articulates the change in policy direction
since the abandonment of the 1969 Transport Plan.
48. The CoM Transport Strategy identifies the role of private cars as:
A complementary role for private car transport
The private car will continue to serve a unique role in the City of
Melbourne’s transport mix. This strategy proposes cars be managed in a
way that they complement the service provided by other modes, and do not
detract from the efficiency, amenity or safety of more important modes.
Transport by private car cannot accommodate the current demand for peak
travel, and will not be able to support the city’s growth. It is imperative that
cars are accommodated on our streets, but are managed in a way that
enables the city to continue to grow as a liveable and vibrant place. (City of
Melbourne 2012, p. 33)
49. The CoM Transport Strategy notes the (then) State Government’s intent
to pursue the EWL and discusses at some length the implications of that
project for the central city area. It acknowledges the population growth in
the west is not being matched by a rise in job opportunities resulting in
increased demand for east/west travel. It also recognises the lack of
east/west capacity within the existing road and public transport
networks.
50. While the CoM Transport Strategy acknowledges there is a need for
improved east/west road connections it cautions that CoM support is
dependent on the specific detail of any scheme being proposed. The
specific actions proposed are:
30. Priority Action: Consider the Government’s proposed East West Link
when details are known to make sure that it achieves the City of
Melbourne’s transport and urban development objectives and is consistent
with council’s resolution of June 2008 opposing the use of any parkland for
the purposes of any road works or associated activities.
31. Priority Action: Work with the Department of Transport and
Department of Planning and Community Development to ensure
infrastructure to support east-west travel considers all transport modes and
is well integrated with the city’s land use development strategy.
32. Priority Action: Work with the Department of Transport and
Department of Planning and Community Development to develop a network
operating plan to reduce the intrusion of through traffic.
33. Priority Action: Work with the Department of Transport and
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VicRoads to ensure that the municipality’s Road Network Operating Plan
provides for driving balanced with the priority for trams, buses, walking
and cycling. (City of Melbourne 2012)
51. The CoM Transport Strategy discusses a range of issues that are relevant
in assessing any proposal. These can be briefly summarised as:
• Impact on park land
• Implications for the use of sustainable transport options
• Intrusive effect of through traffic
• Priority for freight and service vehicles
• Efficient allocation of road space across all modes
• Greenhouse gas emissions
• Road safety
• On-street parking

Summary of Planning Policy
52. It is my opinion that there has been a substantial shift in strategic
planning policies since late 1960s’. With the release of 1969 Transport
Plan there was a clear intention to develop an extensive freeway network
in response to growing demand for car travel. Almost as soon as this plan
was released it became apparent that the impact of building an extensive
freeway network particularly in the inner area was an inappropriate
response to the city’s transport needs and the plan was quickly
abandoned.
53. Transport plans since that time have sought a “balance” between the
modes. Public transport, walking and cycling are promoted as a means of
supporting a sustainable approach to city development. Road
development is continued either in recognition that roads are needed for
the movement of freight or in outer Melbourne beyond the reach of the
established public transport network.
54. There is a clear geographical aspect to this policy of “balance”. The inner
city, benefiting from the legacy rail systems and concentrated demand for
travel, can realistically meet the transport challenge through reliance on a
public transport system. Travel in outer Melbourne, without the benefit of
an extensive public transport network, would continue to be reliant on
the car. For people movement, the heavy rail network provides the
connection between inner and outer Melbourne. While the freeway
network allows traffic to bypass urban development with benefits for
traffic and urban amenity.
55. Supporting this strategy of “balance” has been a range of policies
interventions that both promote public transport, walking and cycling
and discourage car use. The positive policies include expansion of the
central city area rail network (such as Melbourne Underground Rail Loop,
Melbourne Metro, and Docklands light rail network) and improved
cycling and walking facilities (such as Bourke St Mall, Swanston Walk,
17
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numerous cycle routes). Discouraging policies include parking constraints
and Melbourne’s congestion levy1.
56. Freeway development has continued, with a focus on providing regional
connections and bypasses that separate traffic from urban development.
CityLink, for example, provided the means for traffic travelling between
regions to avoid the central city area. This logic of regional connections
and central bypasses is also evident in the East West Link, in the form it
was proposed by the Eddington study.

Modelling Approach and Traffic Forecasts
EES Modelling Approach

57. Forecasts of future traffic volumes and speeds are a critical input to any
transport project assessment. The approach used for the EES is described
in various places but for the purposes of this report reference is made to
Section 3.4 of the EES Technical Report A Transport.
58. Consultants GHD supported by specialist modelling consultants VLC
carried out the Transport Impact Assessment. A full description is
provided in the EES. In brief the key steps were:
a. Strategic Modelling. VLC undertook the strategic modelling using the
Zenith multi-modal transport model. They produced results for 2014
(existing case), 2031 (no project) and 2031 (project).
b. Spread Sheet Modelling. The VLC results were then subject to
adjustment by GHD to produce the results that would form the basis of
the EES assessment.
c. Microsimulation. GHD then undertook detailed modelling of some
intersections using the VISSIM software but this not modelling was
not extended to the central city area.
d. Assessment of Impacts. GHD assessed the outcomes of this
modelling focusing specifically on the performance of the new
infrastructure and its connections to the existing road network.
59. I have not reviewed these models in detail, but acknowledge that the
modelling approach adopted here is generally typical for major project
assessment and that the models have apparently been subject to
independent peer review.
60. There are, however, a number of modelling assumptions that are of
concern to me and, in my view, warrant further attention to enable a
comprehensive assessment of the project.

Introduced in 2005, the congestion levy is charged each calendar year to offstreet private and public car parking spaces in two specified areas within central
city area.
1
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61. These include:
• Traffic assessments have been undertaken for 2031, and do not reflect
the “whole of life” impact of the project;
• The impact of continuing CityLink tolls beyond 2035 has not been
assessed;
• The assessment does reflect the public transport improvements
outlined in the PTV’s Network Development Plan;
• No detailed modelling has been undertaken of the traffic impact in the
central city area;
• The modelling omits a number of the causes of induced travel; and,
• The Strategic Model used does not constrain predicted traffic volumes
to the practical capacity of the network.
62. I discuss each of these issues in the following sections.
Selection of Modelling Year
63. The traffic assessment has been undertaken for 2031 approximately 10
years after the project is expected to open. The project, however, is likely
to induce further traffic growth beyond this period as Melbourne grows
and land use changes respond to the new infrastructure.
64. It is my opinion that the impact assessment will therefore understate the
“whole of life” effect of the project. Plan Melbourne defines a vision for
2051 when the city will have a population of 8.0m that is 32% higher than
that used in the current assessment. It is my view that the EES should
have also assessed the WGT Project in 2051 to be consistent with the Plan
Melbourne planning horizon.
Impact of Extending CityLink Tolls
65. The assessment assumes in the base case that the CityLink tolls remain in
place, although these are due to be removed in 2035. The removal of tolls
would be expected to have a significant impact on the distribution of
traffic within the area impacted by the project.
66. The selective introduction of toll roads within a network that is
predominately “free” is results in a suboptimal distribution of traffic. A
review of these effectives for the Land Transport New Zealand found:
Tolling of selected (new) roads in an urban network results in diversion of
some potential traffic to the alternative (old) routes. Typically in urban
situations, this causes both road user disbenefits and environmental
disbenefits: the tolled road is under-utilised and the remaining network
over-utilised relative to the economic optimum. This effect is often
substantial: for some schemes the extent of traffic diversion can be as much
as half (or more) of the users of the road if it were free; and the economic
benefits of the scheme can reduce by a broadly similar proportion. (Wallis
2005, p. ix)
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67. There is an established relationship between the probability of a motorist
using a toll road and the price of the toll is shown in Figure 6. In view of
this relationship, I would expect that removal of the CityLink toll would
reduce the volume of through traffic (toll avoiders) in the central city area
leading to an improved “base case” condition.
Figure 6: Illustrative Toll Diversion Curve

Source: VLC
68. To estimate the extent of this impact requires detailed modelling.
However, it is reported that the volume of traffic using Mt Alexander Road
in Moonee Ponds increased by 6,300VPD or 29% following the
introduction tolls on the Tullamarine Freeway (Heasley 2001). It is my
view that removal of the CityLink would have a beneficial effect in the
central city and surrounding areas.
69. The significance of this effect is further illustrated by the sensitivity
testing report in the Project Business Case. The Business Case reported
that without extending the CityLink tolls the Project Benefit Cost Ratio
(BCR) is 2.1 but with the toll period extended by 10 years the BCR is
reduced to 1.3. The reduction in BCR is to be expected, as the tolls will, at
the margin, discourage some drivers from using the “freeway” leading to
an increase in congestion.
70. The Business Case doesn’t report the net economic impact of the decision
to extend the tolling period. However, an estimate can be made from the
available data. The gross economic benefit of the Project (excluding
WEBS) is reported to be $4.642B with the tolls in place. If I assume the
Project cost remains constant, then an increase in the BCR from 1.3 to 2.1
suggests the total benefit increases to $7.499B without the tolls being
extended. This calculation indicates that the decision to extend the
CityLink tolling period imposes additional congestion on the arterial road
network in order of $2.856B.
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71. I note that impact of extending the tolling period is, according to this
estimate, more than twice the net economic benefit of the WGT ($1.072B)
in form as currently proposed.
72. It is my view that by assuming the continuation of the CityLink tolls
within the assessment base case the proponent has understated the
Project’s impact. The removal of the CityLink tolls in 2035 as required by
the current contract will reduce the volume of through traffic in the
central city area. This represents the “business as usual” scenario that, in
my view, should have been the base case used for the assessment.
73. It is my opinion that that the appropriate assessment of the project’s
impact is the cumulative effect of the WGT project and the decision to
extend the CityLink tolls that is integral to the project proceeding.
Public Transport Assumptions
74. The EES assumes no further improvements are made to public transport
beyond the projects currently proceeding such as the Melbourne Metro
project.
75. The EES model forecasts public transport usage will increase by 88-94%
to 2031 yet how this patronage growth will be accommodated is not
explained (GHD 2017, Appendix E Table 168).
76. Patronage growth of this magnitude would require significant
improvement to service levels given the current level of overcrowding.
These improved services would be highly likely to induce a mode shift
that is not reflected in the projected traffic volumes.
77. The lack of a comprehensive transport plan for the state leaves open the
question of how the government would respond to this growth. DEDJTR
currently lists the PTV’s Network Plan as a current strategy and this
outlines an extensive program of work that is necessary to support the
forecast growth in patronage.
78. It is my view that the Government’s minimum response would have to be
to increase service levels, but this is not reflected in the EES projections.
Central City Area Assessment
79. There has been no detailed modelling undertaken of the impact on traffic
through the North and West Melbourne area.
80. As noted in the EES, VLC’s Strategic Model is not suitable for detailed
impact assessment. The EES Scoping Directions Section 5.2 required an
assessment of “Changes to local and arterial traffic distribution, including
in relation to the west and north of Melbourne, the western and northern
parts of the Melbourne CBD, and in the vicinity of urban renewal precincts
adjacent to the project area”.
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81. In my experience this, would require (at the least) some form of microsimulation or mesoscopic modelling of the area’s traffic flows in order to
provide the information necessary for a full impact assessment.
82. I discuss this issue of traffic in impacting the central city area in the later
sections of my report.
Accounting for Induced Traffic
83. The impact of induced travel is only partially addressed within the
transport model.
84. Traditionally the effect of induced travel has been ignored in traffic
impact assessments (Department of Economic Development Jobs
Transport and Resources 2015, p. 177). The modelling for this EES at
least addresses three of six factors underlying induced travel, as shown in
Figure 7.
85. The EES argues that the phenomenon of induced traffic has been
appropriately addressed in the approach that has been adopted, but no
supporting evidence that this is the case is provided.
Figure 7 Modelling the factors that influence induced travel

Factor
Changing Route
Changing Destination
Changing Mode
Changing Time of
Travel
Making Additional
Journeys
Land Use Changes
Source: (GHD 2017)

Modelling response
Modelled through route reassignment
Modelled through destination
choice
Modelled through mode choice
Not modelled
Not modelled
Not modelled

86. Empirical studies (see for eaxmple: Davies 2015; Flyvbjerg, Skamris Holm
& Buhl 2005; Victorian Auditor-General 2013) demonstrate that the
problem of underestimating the volume of induced travel is endemic in
traffic forecasting. I further discuss this issue in the next section.

Limitations of the Strategic Model
87. A further limitation of the VLC is that it is described as a “partially
constrained strategic model” (GHD 2017, p. 20). As a consequence, it will
forecast traffic that exceeds the volume that can be carried in practice.
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This limitation results in an overstatement of traffic volume growth in the
“without project case” when congestion is most severe. The approach
adopted in the EES is to manually “spread” this traffic demand to the
shoulder periods. However, it is equally plausible that this excess demand
would switch to public transport, to another destination, or that the
individual would opt to defer travel all together.
88. For example, the latest VicRoads traffic counts for the West Gate Bridge
(WGB) (shown later in Figure 15) show steady traffic volumes for the last
three years despite ongoing economic and population growth. In my view
the absence of traffic growth over the WBG is better explained by
congestion diverting potential motorists to other modes rather than
shifting their time of travel. Ignoring how congestion influences travel
choices overstates future traffic growth particularly under the base case
conditions.
89. The approach adopted by the EES is, in my view, simplistic. I would have
expected that, as a minimum, the implications of adopting this simplifying
assumption warranted some further discussion and interpretation within
the assessment.

Comment on Induced Traffic
90. The phenomenon of new or expanded roads inducing traffic demand is
well documented (see for example, Victorian Auditor-General 2013).
91. However, according to the proponent, the “traditional practice” in
assessing induced traffic is to limit the consideration of induced traffic
demand only arising from changes in route and/or mode choice. The
consequence of this “traditional practice” is to underestimate traffic
volumes, and over estimates congestion relief and the travel time saved,
and therefore over estimate the project benefit.
92. The Victorian Competition and Efficiency Commission (2006) and
Victorian Auditor General (2011; 2013) have raised concerns about this
approach and have recommended that the full impact of induced traffic be
assessed before any investment is made in new infrastructure. Despite a
decade passing since the VCEC first recommended that evaluation
guidance be revised to address the treatment of induced traffic, only
limited progress appears to have been made. I my view, the EES
assessment has not quantified the full impact of induced traffic that will
be generated by the Project.
93. There is some debate in the literature about the extent of induced traffic.
The VCEC inquiry (Table 7.2), for example, summarises a range of reports
indicating that the new capacity absorbed by induced traffic was modest
(10—50%) in the short term (less than 3 years) but significant (50100%) in the long term (>3 years).
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94. Induced demand is primarily a concern in congested conditions as
congestion itself acts to dampen demand while any congestion relief
encourages more travel. A recent review of road expansion projects in
Queensland found the demand induced by expanding major roads quickly
filled the new capacity (Davies 2015).
95. I have discussed earlier in this report Melbourne’s history of freeway of
freeway development. The growth in Melbourne’s freeway network is
shown in Figure 8 expressed at the number of kilometres per million
residents. This chart shows that the length of freeway network expressed
on a per capita has increased 22% over the period 2002 to 2012.
Figure 8: Melbourne’s Freeway Network per 1,000,000 Residents

Source: Author, ABS
96. Despite the increased provision of freeways, VicRoads’ reports that
network speed has declined as shown in Figure 9. This decline in
performance is reported across all classes of road including freeways,
divided arterials and undivided roads.
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Figure 9: Average Travel Speed (All Monitored Roads)

Source: Vicroads Traffic Monitor
97. The corollary of induced demand is “disappearing” traffic when capacity
is removed. As congestion rises users reconsider their travel options. At
first this may be to use different routes but over time, other options such
as switching modes, changing the time of travel or changing destinations
may also occur.
Travel by car on a per capita basis has been declining since 2004 as shown in
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98. Figure 10. The reasons for this are a matter of debate, but rising
congestion levels, improvements to public transport and the relocation of
people and jobs to more public transport accessible locations are factors
likely to be influencing this trend. The proponent acknowledges the
limitations of the modelling tools it has used to address these factors. In
my view, they are significant limitations.
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Figure 10: Trends in Per Capita Car Use

Source: (Charting Transport)

Comparison of Projections with Recent Trends
99. The concerns I have outlined above with respect to the EES modelling can
be further illustrated by comparing the model projections of the base case
scenario (without the project) with current trends in travel behaviour.
100.
The comparison I have prepared below is drawn from VicRoads’
most recent traffic monitor report (March 2015) and various
departmental annual reports of public transport patronage.
101.
Figure 11 illustrates the overall change in motorised travel for the
Melbourne metropolitan area. Overall car use has grown at an average
rate of 1.5% per year, while public transport is growing three times faster
at 4.5% per year. Population growth is a key driver of increased demand
for travel and when these growth rates are shown on a per capita basis
car is actually declining at the rate of 0.4% per year in favour of growing
public transport use.
Figure 11: Actual Travel Changes (2002-2012)

Total Traffic (VKT, B pa)
Total PT (Boardings, m pa)
Population (m)
Traffic (VKT pa/person)
Public Transport (Boardings pa/person)

2002
2012
24.1
28.0
355.7
552.3
3.5
4.3
6,838.8 6,558.9
100.9
129.4

CAGR
1.51%
4.50%
1.94%
-0.42%
2.51%

CARG: Compound Annual Growth Rate
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102. Figure 12 shows similar statistics taken from the traffic projections
prepared for the EES. The specific numbers cannot be directly compared due
to different definitions between the data sets, but the trends can be
compared. The EES model predicts the traffic growth rate will increase
compared to that observed over the last decade. Under the EES forecast
traffic demand on a person basis is expected to increase by 0.3% per annum
compared a historical decline of 0.4%. This is a net change of 0.7% per
annum increasing the base year (2031) traffic forecasts by 12.6%.
Figure 12: EES Travel Change Projections (2014-2031)

Total Traffic (VKT, m daily)
Total PT (Boardings, m daily)
Population (m)
Traffic (VKT daily/person)
Public Transport (Boardings daily/person)

2014
2031
CAGR
106.8
143.7
1.76%
1.8
3.5
3.99%
4.7
6.1
1.47%
22.6
23.7
0.28%
0.4
0.6
2.48%

CARG: Compound Annual Growth Rate

103. The trend of declining per capita car use is a global phenomenon
observed across many developed countries. This trend is commonly referred
to as “peak car” (Newman & Kenworthy 2011). The causes of “peak car”
continue to be debated but are consistent with city policies for more
sustainable development patterns that are less dependent on private cars.
104. In my opinion the trends implicit within the EES forecasts are a function
of the model design (as outlined above), rather than an accurate prediction of
future travel behaviour. It is evident to me there are fundamental behaviour
changes occurring that are not reflected in the current forecasts that lead to
an overstatement of base line traffic growth.
105. Of particular relevance to the later sections of my report is the decline in
car use on inner Melbourne city arterial roads has been observed over the
last decade. Figure 13 shows VicRoads’ traffic monitor results for inner
Melbourne. This shows a slight increase in traffic overall but a clear pattern
of a decline in the use of arterial roads within the central area.
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Figure 13: Inner Melbourne Traffic (2002-2012)

Source: (Vicroads)

Summary
106. Overall, my assessment of the modelling is that the forecast traffic growth
in the base case is likely to be overstated due to the combined effects of the
model not constraining the traffic volume to the practical capacity of the road
network, the partial analysis of induced traffic, omitting likely improvements
to public transport system and ongoing changes in travel behaviour.
107. The forecasts for inner Melbourne are also affected by the assumed
continuation of the CityLink toll despite these being due to cease in 2035.
108. I have also noted that the EES forecast for traffic growth on the arterial
road network is inconsistent with recent experience of a steady decline in
inner Melbourne arterial road traffic volumes.
109. On the other hand, it is also my view that ESS forecasts for the project
case are likely to understate traffic growth generated by the project and, as a
result, overstate the expected travel time savings due to the partial treatment
of induced demand.
110. I note that the East West Link Project Assessment Committee considered
similar issues and found that “traffic volume increases on the approach
routes and CityLink/Tullamarine Freeway, combined with the Zenith model
neglecting intersection delays, show the benefits will not be as significant as
the LMA document suggests”. (Mitchell et al. 2014, p. 76) I understand that
the WGT EES has adopted the same approach modelling approach as was
used for the EWL assessment.
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Review of Claimed Benefits
Project Drivers and Investment Logic
111.

The EES identifies five key factors driving the project:
• Inadequate transport capacity on the M1 corridor
• Over-reliance on the West Gate Bridge
• Inadequate port and freight connections to cater for growth
• Reduced amenity in the inner west
• Changing population, land use and transport needs.

Figure 14 Proponent’s Investment Logic Map

Source: (Department of Economic Development Jobs Transport and Resources
2015)
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112. The Project Investment Logic Map (Figure 14) provided as part of the
project Business Case shows four “problems” are addressed by the Project.
Comparing the EES Project “Drivers” with the Business Case “Problems” I
note that the three directly align (M1 Capacity, WGB Resilience and
Inadequate Freight Connections) while the others require some
interpretation to determine consistency.
113. The EES identifies “changing population, land and transport needs” as a
key driver however the detailed discussion of this topic (Section 2.3.5)
focuses on the “Mismatch between land use and transport”. This aligns with
the fourth “problem” nominated in the Business Case.
114. The EES adds a fifth driver, “Reduced Amenity in West”. The Business
Case doesn’t nominate “reduced amenity in the west” as a key “Problem”.
Rather the Business Case discusses amenity impacts an issue within the
context of freight access to the port. In my view, the project rationale as
expressed in Business Case and ESS are very similar.
115. The Business Case presentation formally maps the logic connecting the
identified problems to the proposed solution and the ultimate realisation of
intended benefits. In addition, the Business Case quantifies the key Project
outcomes in more detail than provided in the EES. For these reasons I have
opted to focus my assessment of Project rationale on the Business Case.
116. As an aside, I think that it is reasonable to ask questions of the nominated
problems stated within the investment logic map, such as:
• Of all the challenges Melbourne faces, why are these most pressing?
• How were these problems chosen; who agrees with this selection?
• How do these relate to the objectives and principles of the TIA?
117. However, for this review I have assumed that the identification and
prioritisation of these “problems” are essentially political decisions, and not
matters for debate. My review therefore assesses the WGT contribution to
addressing the problems of:
• M1 Capacity
• West Gate Bridge Reliance
• Port and Freight Connections
• Mismatch between Transport and Land Use.
118. The followings sections examine each of the four problems and their
associated key performance indicators (KPIs) to determine the degree to
which they are addressed by the proposed WGT project.
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Problem 1: M1 Capacity
Proponent’s problem statement:
“Transport capacity on the M1 Corridor is inadequate relative to growing
demand”
Proponent’s Nominated KPIs:
• KPI 1.1 Travel time
• KPI 1.2 Travel time reliability
• KPI 3.1 Vehicles on the West Gate Bridge
119. If today’s problem is “inadequate capacity on the M1 corridor” then the
proponent’s own forecasts demonstrate the problem will persist after
completion of the WGT project.
120. The capacity of the M1 is largely dictated by the capacity of the WGB and
CityLink tunnels. The current project will only increase capacity to the east
and west of these two constraints. Despite claiming to divert WGB traffic the
EES shows the project will not reduce traffic on the WGB (see Figure 15) but
only reduce the predicted growth in traffic volume.
121. In my view the forecast reduction is likely to be overstated due to the
modelling limitations identified in the previous section. The current
congestion appears to be already discouraging drivers. VicRoads’ traffic
counts for 2014, 2015 and 2016 shows the volume of traffic has declined by
3,000 VPD (1.7%) over this two-year period.
122. If, however, the proponent’s forecasts are accepted and it is correct that
the capacity on the M1 corridor is inadequate to meet the current demand of
180,000 VPD, then it must continue to be inadequate under the projected
future demand of 196-240,000 VPD once the project is completed.
Figure 15 West Gate Bridge Traffic: Actual and Forecast (VPD)

Year

2-way Traffic

2014 Actual
181,000
2015 Actual
180,000
2016 Actual
178,000
2016 Predicted
181-221,000
2031 Predicted without project
221-271,000
2031 Predicted with project
196 -240,000
Source: (GHD 2017) (VicRoads Traffic Volume Data)

Change from
2016 Predicted

+22%
+8%

123. The proponent’s own analysis shows that the traffic conditions in the M1
corridor will be probably worse at the completion of WGT than today due to
the projected increased traffic volumes.
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124. The proponent’s argument that the future conditions with the project are
better than without the project relies solely on the forecasts derived from the
demand model. My view, as previously discussed, is that if the modelling fully
addressed the factors of induced demand it is likely that the traffic conditions
on the M1 would be, in every material sense, the same with or without the
Project.
125. The most likely outcome is that any travel time saving will be limited to
users of the new WGT accessing the central city area because, it being a tolled
road, it will operate at a higher level of service than the untolled alternatives.
126. Improving access, however, to the central city area is not a stated
objective of the Project. Further, it raises a number of specific concerns as to
the impacts of this occurring, which will be discussed further later in this
report.
127. The Western Distributor Business Case (Department of Economic
Development Jobs Transport and Resources 2015, p. 18) claims “Travel times
in the morning peaks will be up to 12 minutes faster for trips from the west.”
128. However, it should be noted that the proponent has opted to base the
travel time KPI specifically on trips from Grieve Pde to Footscray Rd via the
West Gate and Bolte Bridges (route A to B, Figure 16). This represents less
than about 5% of the current trips using the WGB the exact number is not
available in the Business Case (see Figure 40 in the Business Case for an
illustration) and is not representative of the typical WGB user.
A more representative trip is from Grieve Pde to Montague St (route A to
C below). The current trip time for this journey is 8-19minutes and the
proponent estimates this will remain unchanged following the completion of
the project in 2031.

129.
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Figure 16 Proponent’s Selected Routes Travel Time KPI

Source: (Department of Economic Development Jobs Transport and Resources
2015)

Problem 2 Reliance on the West Gate Bridge
Proponent’s problem statement:
“Melbourne is over-reliant on the West Gate Bridge that is currently
operating at capacity”
Proponent’s nominated KPIs
• KPI 2.1 Freight travel times
• KPI 2.2 Mass limits for Port of Melbourne
• KPI 3.1 Vehicles on the West Gate Bridge
• KPI 4.1 Reduced trucks on local roads in the Inner West
130. The previous section highlighted that the volume of vehicles using the
WGB is unlikely to be reduced by the project. I have argued that the
proponent’s forecast of reduced growth in demand is the result of the
modelling approach adopted in the EES, which is not the most likely outcome.
131. Consistent with my view with regard to induced traffic, I agree with the
proponent’s assessment that the construction of a new Maribyrnong River
crossing will induce additional traffic across this screen line (GHD 2017,
Table 77). The EES estimates this to be in order of 16-19,000 VPD (although
it is my view for the reasons previously identified this is likely to be
understated).
132. The construction of a new crossing and the associated increase in total
traffic would therefore reduce the proportion of traffic using the WGB.
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Nevertheless, the WGB remains a critical link in the freeway network
carrying more than 50% of the screen line traffic with the remaining four
crossings carrying the balance (Figure 17).
Figure 17: Proponent’s Estimate Change of Maribyrnong River Screen line Traffic
Volumes

Location

2016

West Gate Bridge
Shepherd Bridge
Hopetoun Bridge
Lynch’s Bridge
West Gate Tunnel

62%
12%
13%
13%

2031 no
project
62%
13%
13%
12%

100%
100%
Source: Estimated from (GHD 2017, Tables 20 and77)

2031 project
53%
11%
12%
10%
15%
100%

133. Taking a broader view of Melbourne’s freeway network, it is important to
emphasise that the M1 corridor is the state’s main east west connection, not
just for the metropolitan area, but the state as a whole. The M1 corridor is
currently the only freeway standard road connecting the east and west of the
state. In this sense, I would argue it is a critical link.
In the future, two additional freeway standard routes are being contemplated to
contemplated to connect the east and west as shown in
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134. Figure 18. The first is the Metropolitan Ring Road when the proposed
North East link is completed and second is the East West Link as proposed in
IV’s 30-year Infrastructure Strategy.
135. The proponent claims that the WGT project will provide increased
resilience in the event of partial or full closure of the West Gate Bridge. Under
such an event it is proposed to increase the capacity of WGT to three lanes
“with traffic using the wide left shoulder” within the tunnel (GHD 2017, p.
20). Under this scenario it is proposed to reroute the M1 traffic from the
WGB to the WGT, CityLink and Wurundjeri Way. However, no supporting
analysis is provided to demonstrate that the signalised intersections along
these routes can provide adequate capacity.
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Figure 18: Melbourne’s Existing and Proposed Freeways

Source: Author
136. In my opinion if the WGB was closed there would be significant
congestion at the Footscray Rd entrance to the Bolte Bridge. It seems likely
that the diverted WGB traffic would seek other alternative routes including
Dynon Rd and Racecourse Rd resulting in significant and widespread
disruption throughout the central city area. Furthermore, whatever
redundancy is provided may be short lived as the proponent has
foreshadowed that eventually WGT may normally be operated as 2x3 lanes:
The wide shoulder allows for the provision of a full width (third) traffic lane
with a 1.0m shoulder for use in emergencies and for an ultimate third full
time traffic lane in the future. (Department of Economic Development Jobs
Transport and Resources 2015, p. 83)
137. The WGT project therefore provides only a partial solution to the problem
of WGB reliance. By contrast, the Eddington study envisaged a complete EWL
as a freeway standard alternative to the M1 corridor by connecting the
Western Ring Road to the Eastern Freeway. Similarly the North East Link
provides a second alternative. The either of these projects provides greater
resilience as it not only bypasses the WGB but also the CityLink tunnels with
freeway standard alternative.
138. The limitations of the WGT solution are clearly evident with the WGB
continuing to carry the majority of the east/west traffic over the
Maribyrnong screen line. The proponent makes the limitations of the current
37

Eric Keys Evidence Report
proposal clear in the Business Case by arguing the need for the original EWL
is not reduced by construction of WGT.
Problem 3: Port and freight connections
Proponent’s problem statement:
Port and freight connections are inadequate to sustainably cater for growth
and cause reduced amenity in the west
Proponent’s Nominated KPIs
• 2.1 Freight Travel Times
• 2.2 Mass Limits for the Port of Melbourne
• 5.1 Access to jobs
• 5.2 Project related employment
• 4.1 Reduced Trucks in the Inner West
139. The proponent argues that improving access to the Port of Melbourne is a
key driver of the project. The Port of Melbourne includes two major
terminals Swanson Dock within the Yarra River and Webb Dock in Hobson’s
Bay.
140. IV has recently completed a detailed review of Victoria’s ports capacity
(Infrastructure Victoria 2017). This found that ship access to Swanson Dock
is limited to vessels up to 7,500 TEU due navigation limitations along the
Yarra. IV found that Webb Dock could accommodate ships up to 14,000 TEU
with “relatively minor works”. IV’s report notes that the shipping industry is
introducing larger ships and “there is a risk that larger ships will drive a
rapid shift in trade from Swanson to Webb Dock” (Infrastructure Victoria
2017, p. 63). IV has proposed limits be imposed to restrict the size of ship
visiting Melbourne to extend the life of Swanson Dock. Despite these
proposed limits IV expects trade will continue to favour Webb Dock and that
by 2029 the volume of trade will be split evenly between the two docks.
141. Currently truck access to the Port of Melbourne is restricted by mass
limits on both the Bolte and West Gate bridges for trucks (High Productivity
Freight Vehicles) exceeding 68.5 tonnes. Trucks exceeding these mass limits
are restricted to other routes including Francis St, Hyde St, Footscray Rd,
Dynon, Wurundjeri Way and Lorimer St as shown in Figure 19.
142. The WGT Project provides no improvement for access to Webb Dock with
both travel times and mass limits across both the West Gate and Bolte
Bridges remaining unchanged. IV’s modelling of these landside constraints
indicates that the existing network could support operations up to 4m TEUs
per annum with minor network improvements if 50% of the movements
occur at night. If only 24% of movements occur at night then Webb Dock will
be constrained to 2m TEUs per annum (Infrastructure Victoria 2017, p. 73).
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Figure 19: High Productivity Freight Routes

143. The EES shows that construction of the WGT Project will provide
improved access to Swanson Dock reducing freight access times (Figure 20)
and allows for higher mass limits.
Figure 20: Proponent’s Estimate of Travel Time Change

144. The proponent’s forecast shows truck volumes increasing through the
inner west before declining once the project is completed. The combined
effect of the more attractive, albeit tolled, route to Swanson Dock, together
with truck bans within the inner west is expected to result in a marked
reduction in truck volumes from current levels as shown in Figure 21.
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Figure 21 Proponent’s Estimate of Changes in Truck Volumes

Scenario

Existing Conditions (2016)
Future without project
(2031)
Future with Project (2031)
Source (GHD 2017)

Francis St
2-way Traffic
3,700-4,000
4,900-6,000

Somerville
Rd
2-way
Traffic
900-1,300
1,250-1650

Buckley St
2-way
Traffic
2,200-2,800
3,400-4,200

700-1,100

100-500

700-1,100

145. It is not clear whether the current project provides a materially better
solution than the original recommendations from the Eddington study for the
“Truck Action Plan” (TAP). The proponent has dismissed this earlier option
by stating “such an initiative is considered unlikely to achieve wider network
benefits significant enough to make an impact on a standalone basis”
(Department of Economic Development Jobs Transport and Resources 2015,
p. 54). The analysis that underpins this assertion is not set out in the EES. The
TAP will be discussed later in this report, when discussing mitigating actions
and project options.
146. In summary, I conclude that the project will improve access to Swanson
Dock and together with truck bans is likely to be effective at reducing the
volume of trucks through the inner west. However, the Port of Melbourne
also includes Webb Dock that is expected to account for the majority of
container trade by 2031. The project fails to improve access to Webb Dock
and therefore in my opinion the project only partially addresses the problem
of freight access to the Port of Melbourne.
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Problem 4: Mismatch between Transport and Land use
Proponent problem statement:
There is a mismatch between transport and land use.
Proponent’s Nominated KPIs
• 5.1 Access to jobs
• 5.2 Project related employment
• 4.1 Reduced Trucks in the Inner West
147. The “Access to jobs” KPI is defined as the “percentage increase in jobs
within 45 minutes for western SLAs”. The modelling shows that the WGT
Project will improve access to jobs in the central city area generating uplift in
job access for people in the inner western suburbs. Comparing the
improvement in job access as shown in Figure 22 with the designated urban
growth areas as shown in Figure 23 there is no demonstrated improvement
in job access for the key growth area of the west.
148. Whether the project makes a material difference to people living in the
western SLAs therefore cannot be assessed. The project will improve car
access to the central city area, but as previously discussed this outcome is
counter to current planning policy directions.
Figure 22 Proponent’s Estimated Change to Job Accessibility
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Figure 23: Plan Melbourne showing Growth Areas

Source: (State of Victoria 2017)
149. The “Project related employment” KPI will increase but this is will occur
when any civil construction project is initiated, so this is not a unique benefit
of this project but rather a benefit from any infrastructure investment. I’m
therefore inclined to dismiss this KPI as a meaningful KPI for project
assessment.
150. The proponent, throughout the Business Case, highlights the imbalance
between population growth and employment growth in Melbourne’s western
suburbs. The project appears to offer little job creation beyond those shortterm opportunities created through the construction phase of the project,
and improved car access to jobs within the central city area. The strategy
underpinning the investment logic would appear to be to accept the job
deficit and improve access to the growing number of jobs within the central
city area.
151. If no better or more sustainable solution to the job shortage is available
then improving access to jobs outside the region might be seen to be a
reasonable response. However, improving access to inner city jobs by car is
counter to current policy directions as outlined previously. Current policy
dictates improvements to the public transport system are a preferable and
more sustainable response.

Critique of the Investment Logic
152. The preceding section critically examined the proponent’s investment
logic and found significant gaps between the claims for the project and the
evidence provided in the supporting data. In my view the project is a poor
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solution in terms of addressing the identified problems. The key issues are
summarised in Figure 24.
Figure 24: Summary of Key Review Findings

Problem
1. M1 Capacity

2. Reliance on West
Gate Bridge

Review Findings
• The M1 Corridor will continue to operate at
capacity with or without the project
• Growth in M1traffic has slowed over the last
three years in any event
• The project is unlikely to improve travel time
for traffic continuing to use the M1 corridor
•
•
•
•
•

3. Port and Freight
Connections

•
•

•

4. Mismatch between
Land Use and
Transport

•
•
•

Melbourne will continue to be reliant on the
WGB for east/west travel
The project does provide an alternative to West
Gate Bridge for access to the central city area
The Project is an inferior option compared to
the East West Link as recommended in the
2008 Eddington study
The proponent has not demonstrated how the
road network will improve network operations
in the event of a WGB closure
Travel time savings will be predominantly
enjoyed by vehicles accessing the Swanson
Dock and central city area
The project improves access to Swanson Dock
only
The current and future landside access
constraints limiting the potential growth of
trade through Webb Dock are not addressed by
the project
The project, supported by truck bans, will
reduce truck traffic through the inner west in a
similar way that was proposed by the lower
cost Truck Action Plan
The project will improve access by car to jobs in
the central city area from the inner west
The western growth areas are unlikely to enjoy
improved access to jobs following completion
of the Project
Employment generated by the project could
equally be created through alternative
investments
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An Alternative View of the Project
Overview
153. My analysis of the Business Case and EES documents, as set out above,
has found that the WGT project provides limited relief to the problems
identified in the Business Case. The purpose of this section is to offer an
alternative view on the nature of the project and its likely impacts.
154. A more logical, but still incomplete, explanation of the purpose of the
WGT project was provided by one of the proponent’s technical advisors in
their report (albeit using the project’s previous name).
A key benefit is that the Western Distributor removes through trips from
within the central city that would otherwise have used inner city arterial
roads to travel between the West Gate Freeway and the inner north. With
the project, trips destined for the north city area and inner north no longer
need to travel through the city to reach these destinations as the Western
Distributor provides a more direct route. This is presented in Figure 46.
(GHD 2015, p. 60)
155. This improved car access to the central city area as illustrated in Figure
25 taken from the project Business Case.
Figure 25 Improvements to Central City Area Access

Source: (Department of Economic Development Jobs Transport and Resources
2015)
156. It is my view that the main outcome of the WGT will be to improve private
car access to the central city area. The proponent’s traffic projections
highlight the focus on the CBD in that 54% of the in-bound, AM peak traffic is
destined for the central city area (Figure 26). The proponent argues this
traffic would otherwise use the WGB and that therefore the new link
provides a relief route.
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157. As the previous analysis reveals, however, the traffic removed from the
WGB will be quickly replaced by induced traffic2 leaving Melbourne as
critically dependent on the WGB as it is today.
158. The proponent implicitly acknowledges the limited benefit of the WGT
project by arguing in the Business Case that the East West Link
recommended by the Eddington study continues to be needed. The Business
Case recommends that, “planning and protection of the northern corridor3 be
progressed in parallel with investment in the southern corridor to provide
future flexibility and optionality in road investments in the corridor and inform
land use planning” (Department of Economic Development Jobs Transport
and Resources 2015, p. 71). According to the business case, the proposed
East West Link will be an independent route located north of the current
project.
Figure 26 Distribution of the West Gate Tunnel Traffic – AM Peak, inbound

Source: Analysis of (GHD 2017)
159. Further emphasising the role of the WGT in providing improved central
city area access is the distribution of destinations served by the link as shown
in Figure 27. There is no obvious pattern of serving only the northern and
western parts of the central city area, but rather a pattern emerges of traffic
The EES shows 16-19,000 additional vehicles per day across the Maribyrnong
screen line see GHD Table 77
3 The Northern corridor refers to northern option East/West Link as
recommended in the Eddington study.
2
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from the WGT seeking destinations throughout the central city area including
locations south of the West Gate Freeway.
Figure 27 Origins and Destinations of West Gate Tunnel Traffic

Source: (GHD 2017)
160. While it may seem counter intuitive that drivers would use the WGT to
access areas south of the CBD it should be remembered that the WGB would
continue to be heavily congested during peak hours while the WGT will enjoy
relatively free following traffic. In my view, the WGT can be understood as a
by-pass of the WGB and its western approaches for those willing to pay the
toll.
161. The ESS modelling predicts that the WGB would be more congested
(operating at Levels of Service E and F4) following completion of the project
than it is today. The WGT, however, should offer relatively free following
traffic (Levels of Service B and C) albeit at an additional cost because it will
be tolled (GHD 2017). This provides a clear choice for people driving to the
central city area: pay a toll ($7.20 in the AM Peak or $2.77 at other times as at
June 2015 prices) and bypass the West Gate congestion or continue to use the
WGB under congested conditions (Department of Economic Development
Jobs Transport and Resources 2015, Table 41). The daily toll of $10/day for a
“Levels of Service” is used by traffic engineers to describe the level of
congestion on a section of road. Level A indicates free flowing traffic following at
or near the speed limit. Level F indicates a breakdown in traffic flow i.e. a traffic
jam.
4
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typical commuter is unlikely to be a major concern for many people,
particularly for those drivers who enjoy the use of a vehicle provided by their
employer.
162. The improved access to the central city area will increase traffic volumes
and this is discussed further in the next section. The overall impact on mode
share into the central city area is also a key question for an integrated policy
assessment. The strategic modelling used by the proponent is multi-modal
and yet the proponent fails to report the impact on public transport use in to
the central city area. In my view this is an oversight of the assessment as it
seems inconsistent with the TIA, which calls for integrated decision-making.
163. Also, despite the proponent’s estimated injection of 16-19,000 VPD across
the Maribyrnong screen line and into the central city area, the proponent has
not undertaken any detailed assessment of the likely impact of these
estimated volumes beyond the project boundaries. The assessment to date
has been limited to the outputs of VLC’s strategic model that, as the
proponent’s technical advisor highlights, is not a suitable assessment tool to
assess traffic impacts without manual intervention and further detailed
modelling:
The manual peak capacity assessment has been performed as on some
sections of the road network the strategic model occasionally predicts peak
traffic volumes that are known to exceed the actual capacity of those
sections of road. In those instances, the traffic demand has been spread into
the shoulder periods adjoining the peak, to ensure the peak traffic volume
remains within realistic traffic capacity thresholds. As a result, the traffic
demand assessed is, at times, lower than the strategic model forecasts. This
provides more meaningful results than using forecast volumes out of the
strategic model, because the model provides partially constrained demand
rather than capacity constrained volumes. (GHD 2017, p. 34)
164. In light of these limitations, the proponent commissioned the
development of a micro-simulation model (VISSIM) to inform the design of
the project. The scope of this more detailed assessment, however, was not
extended to areas likely to be adversely impacted by the project. In my view
the nature and extent of these impact within the western and northern parts
of CBD area warranted a more refined modelling approach given the EES
Scoping Directions had highlighted this as a key issue (Department of
Environment Land Water and Planning 2016, Section 5.2).
165. The next section examines the likely impact on the central city area
relying on the limited information available.

Impact on the Central City Area
166. The previous section outlined how the WGT project will improve traffic
access to the central city area leading to increased traffic volumes. This
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section examines in more detail the likely impacts arising from this
additional traffic flow.
167. An important issue for this assessment is the question of what is a
reasonable volume of traffic in the streets of inner Melbourne? The approach
taken by GHD in their traffic impact is to consider if the street network has
the capacity to absorb the generated traffic.
168. In my view this approach is too limited as it falls to have regard to the role
streets play within a complex urban environment and their contribution to
the area’s “liveability”. The question of the “environmental” capacity is a
boarder concept used by planners when considering how traffic impacts
urban amenity. Koorey et al provide a useful summary of the development of
this concept since the 1960s and its incorporation in to transport various
road policy documents (Koorey, Leckie & Chesterman 2013).
169. Donald Appleyard studied how increasing traffic volumes affected the
neighbourhood interactions within US cities. Figure 28 illustrates his findings
that show how increasing traffic volumes split communities by limiting the
interaction between two sides of the street. Appleyard’s studies paralleled
similar work undertaken by Colin Buchanan for UK streets and more recently
Koorey et al have examined this question within a New Zealand context. To
generalise these findings 2,000 VPD is regarded as a low volume of traffic
causing minimum impact on urban interaction. Traffic volumes exceeding
this level progressively increase severance between the two sides of the
street. Traffic volumes of up to 8,000 VPD can be described as medium
volumes of traffic with volumes up to and beyond 16,000 generally regarded
as high volumes (Koorey, Leckie & Chesterman 2013).
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Figure 28: Traffic and Urban Amenity

170. Figure 29 below provides the proponent’s assessment of the change in
traffic flow through the central city area. The figure shows that the WGT
generated traffic will impact areas of West and North Melbourne and
Wurundjeri Way while providing relief to Dudley, King and Spencer streets.
171. The proponent has not undertaken any detailed assessments to gauge the
impacts of generated traffic in the central city area. The information provided
within the ESS is assumed to be obtained from the VLC Strategic model, but
as previously discussed the proponent’s consultant GHD have advised that
this model is not suitable for detailed assessment.
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Figure 29 Changes to Central City Area Traffic Flows (All Day)

172. To illustrate the limitations of this model, the City of Melbourne has
compared the traffic counts as estimated by the model for 2016 with the
actual as shown in Figure 30.
Figure 30: Comparison of Model and Actual Traffic Counts

Gatehouse Street
Gatehouse Street
Grattan Street
Grattan Street
Flemington Road
Flemington Road
Queensberry
Street
Queensberry
Street
Victoria Street
Victoria Street

Flemington Road
to Royal Parade
Flemington Road
to Royal Parade
Flemington Road
and Royal Parade
Flemington Road
and Royal Parade
Harker Street and
Peel Street
Harker Street and
Peel Street
Chetwynd Street
and Peel Street
Chetwynd Street
and Peel Street
Chetwynd Street
and Peel Street
Chetwynd Street
and Peel Street

EB

6650

7319

-9.1%

WB

6319

4817

31.2%

EB

9855

10125

-2.7%

WB

8016

9819

-18.4%

SEB

20606

12744

61.7%

NWB

16819

8125

107.0%

EB

5536

5029

10.1%

WB

5301

5483

-3.3%

EB

7167

7005

2.3%

WB

8227

8265

-0.5%

Source: City of Melbourne
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173. These traffic counts are also shown in the graphical form in Figure 31.
This figure also includes a regression or line of “best fit” and the resulting
estimated regression equation. A perfect fit would see the model estimates
exactly matching the actual traffic counts. In this case the model results are
22% higher (on average) than the actual accounts and the co-efficient of
determination (R2) of 0.54 indicates a generally poor fit. This illustrates the
problem of using strategic level models to assess local area impacts, and, in
my view supports the need for more detailed modelling approach.
Figure 31 VLC Model Calibration (Flemington Rd/Elizabeth St Screen line)
VLC Model Calibra on
(northern city cordon)
25,000

Model Predic on

20,000

15,000

10,000

5,000
y = 1.2291x
R² = 0.54513
0
4,000

6,000

8,000

10,000

12,000

14,000

Actual Traffic Count

174. Figure 32 provides a summary of the EES predictions of changes in traffic
volumes nine key streets within the study area, relying on the forecast traffic
volumes provided in the EES. Five of these streets (Queensberry, Hawke,
Gatehouse, Victoria and Grattan) have levels of traffic that fall within the
medium to high range in terms of their environmental capacity. In four of
these examples the modelling for WGT project indicates an increase in traffic
volume of between 10%-83%. This increase in traffic reverses the current
trend of generally reducing traffic volumes as discussed earlier in my report.
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Figure 32: EES Reported Change in Traffic Volumes

Street
Queensberry
Hawke
Wurundjeri Way
Arden
Gatehouse
Victoria
King
Spencer
Grattan
Source: (GHD)

Current
(2016)
6,000
16,000
41,000
20,000
13,000
10,000
40,000
23,500
18,000

With Project
(2031)
11,000
23,000
55,500
24,000
15,500
11,000
42,500
23,000
15,000

Increased
83%
44%
35%
20%
19%
10%
6%
-2%
-17%

175. Gatehouse Street provides a case study of how the last three decades of
transport policy has changed traffic flows. Gatehouse Street has one lane in
each direction and as one of the few east-west routes through North
Melbourne it is vulnerable to the impacts from the traffic induced by the
WGT.
176. The CoM, following community representations, has been managing this
street to reduce the level of through traffic (Poulson 2004). In 1983
Gatehouse St carried 17,000 VPD and this was reduced to 11,500 VPD prior
to the opening of CityLink. Following the opening of CityLink the volume of
traffic further reduced to 10,100 VPD (2002). This reduction in traffic is
reported to have improved pedestrian safety and local amenity particularly
around the Children’s Hospital. Since then traffic has increased to 12,100 VPD
but remains significantly below the 1983 level. The projected increase of
traffic volumes up to 15,500 VPD (or more) due to WGT will substantially
reverse three decades of effort to reduce and improve the area’s amenity.
177. The CoM’s effort to reduce traffic across West and North Melbourne can
be seen by the extensive deployment of traffic control devices throughout the
area. Figure 33 provides an illustration of the extent of these initiatives.
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Figure 33: North Melbourne Traffic Calming

Source: City of Melbourne
178. Hawke and Arden streets may be more suited to higher volumes of traffic
operating with two lanes in each direction, but in both cases they feed in to a
highly constrained local road network. Grattan Street is the only location that
will see a significant reduction in traffic but this due to being reduced to one
lane as part of the new Parkville station.
179. I have noted that the level of induced demand is likely to be understated
due to the limitations of VLC’s model and the modelling assumptions
adopted. This concern is further compounded by the assessment being based
on only two lanes of each tunnel being operational while the proponent has
flagged the ultimate capacity is for three lanes (Department of Economic
Development Jobs Transport and Resources 2015, p. 159). In the short term
the proponent intends that the third lane will only be need should the WGB
be closed. In the longer term these additional lanes provide latent capacity to
accommodate significantly higher volumes of traffic than that being assessed
within the EES.
180. The EES Traffic Assessment focuses on the capacity of the local street
network to accommodate traffic induced by the project (GHD 2017).
However, such an assessment ignores the environmental and amenity
impacts on the surrounding areas. In my view the lack of a detailed
assessment of traffic flows and impact on the areas of West and North
Melbourne is a significant omission in the EES. Without such an assessment
there is a limited evidence base available to assess the project’s impact and to
establish the necessary mitigations.
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Project Mitigations and Alternatives
What are the project alternatives?
181. The WGT project has arisen in a period when Victoria has no
comprehensive transport plan. The most recent planning study is the
Eddington study but this was limited in scope to investigate the need for an
east/west connection. Nevertheless, the Eddington study made clear that
access to central city area jobs should be a public transport task. Accordingly,
it found the Melbourne Metro should be regarded as an essential project.
182. The Eddington study also argued a case for an east west road link to
enable people living in the west to access jobs in the east, beyond the CBD
and explicitly advised against providing CBD access. But to date no effective
scheme has been developed for this cross-town route.
183. IV’s recent assessment highlights that there are several alternative
projects (as shown in Figure 34) that appear to have similar or greater
potential as transport investments than the current WGT project.
Figure 34: Alternative Infrastructure Investments (excluding WEBS)

Project
Cost ($B)
Benefits/Cost
WGT (As proposed)
3.6
1.3
WGT (No CityLink Tolls)
3.6
2.1
North East Link
4.8 - 7.1
1.4 - 2.1
Outer Metropolitan Ring Road
9.2 - 13.8
1.4 - 2.1
Airport Rail
2.7 - 3.6
1.0 - 1.4
City Rail Loop
4.3 - 6.0
0.8 - 1.1
Eastern Fwy - CityLink
6.7 - 8.7
0.7 - 0.9
Source: (Department of Economic Development Jobs Transport and Resources
2015; KPMG 2016)
184. Several the projects considered by IV address some, or all, of the
problems identified in the Project Business Case. The North East Link and
East West Link, for example, provide an east-west freeway standard
connection and a second crossing of Yarra River as an alternative route to the
M1 corridor. The Outer Metropolitan Ring Road and Airport Rail Link are, in
my view, more likely to stimulate job growth in the west than the WGT
project. These projects may also provide better economic returns than the
current project.
185. If main purpose of the project is to provide improved access into the
central city then a range of alternative investments could, and in my view,
should be investigated. These include: improvements to the rail services
including low cost measures such as increasing peak and off peak services on
the lines serving the west; improving cycling corridors; higher cost options
such as the electrification and upgrade of services to Melton and Bacchus
54

Eric Keys Evidence Report
Marsh and the western section of Melbourne Metro 2 proposal. These options
have not been addressed in any detail in the Business Case.
186. The problem of freight traffic impacting the residential areas of the inner
west could be addressed by reverting to the Truck Action Plan as
recommended by the Eddington study or by the West Gate Distributor
project. However, a more substantive assessment of port landside access
needs is required in light of IV’s findings that Webb Dock will progressively
become Melbourne’s main container port.
187. I have assumed that these alternatives to the WGT project go beyond the
terms of reference of the IAC whose focus is on the project as described in the
EES. The following section therefore focuses on specific scope modifications
to mitigate the WGT project impacts as outlined in the previous section.

Mitigations

188. The key issue of concern I have raised in my review is that the project in
its current form will increase the traffic in the central city area.
189. In my opinion, this is inconsistent with relevant planning policy and will
have adverse consequences for the affected area. While it can be argued that
the road users taking advantage of the new link will derive a benefit this will
come at the expense of wider network and urban amenity impacts. I have
emphasised that proponent’s Business Case doesn’t explicitly seek to
improve access to the central city area, and on this basis it would appear that
these impacts are an unintended adverse consequences that should be
avoided if possible, or at the very least mitigated.
190. There are two approaches that can be considered to mitigate the adverse
consequences within central city area. The first option, in my opinion the one
offering the most promise, is to avoid these problems by redesigning the
project so that increased traffic is not attracted into the central city area.
191. A second-best (and clearly less desirable approach) would be to accept
the increased traffic and then mitigate the impacts arising. I have only
considered the first of these options as this best aligns with current policy
directions.
192. Four redesign scenarios are considered. The first examines a minimal
number of changes to the current project scope, the second proposes
adopting a different WGT tolling regime, the third considers the case for not
extending the CityLink toll and the fourth suggests a more fundamental
project redesign. I discuss each scenario in turn.
Scenario 1: Removal of City Connection
193. The removal of the Dynon Road connection would be a relatively
straightforward design change. Under this change central city traffic would
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exit the WGT via Footscray Rd. The WGT/Footscray intersection and other
intersections along Footscray Rd would limit the volume of traffic entering
the city via Dudley St. The WGT traffic would therefore compete for space
with existing Footscray Rd traffic.
194. Under this scenario the affected intersections would operate at levels of
service lower than desired by VicRoads but would have the effect of metering
vehicle access to CBD. The metering of traffic is currently used to limit access
to Melbourne’s freeway network to avoid the impact of excessive demand.
The same technique could be applied to avoid urban amenity impacts on the
central city area. The removal of the city connection link would also reduce
the volume of additional traffic along Wurundjeri Way reducing the case for
widening.
195. Removing the CBD access route still retains a number of important
features of the WGT as proposed including:
• A direct connection between the West Gate Freeway and Tullamarine
freeway bypassing both the West Gate and Bolte Bridges
• Improved access to Swanson Dock
• The bypass of WGB at times when the bridge is closed (albeit unproven)
• The diversion of traffic from King and Spencer Streets via Wurundjeri
Way via the connection to Dynon Road
Scenario 2: Increase CBD Access Price
196. A second approach is to revise the central city area access charges to
specifically limit the volume of central city traffic. The determination of this
limit would emerge following a more detailed assessment of the local area
impacts arising from the project. The project Business Case discusses the
approach adopted by the proponent to the setting of tolls as follows:
The tolling principles appropriately balance the trade-off between
collecting toll revenues with delivering superior road network management
outcomes, to:
• Improve transport outcomes by optimising asset utilisation and
managing traffic flows across the transport network
• Ensure that toll levels reflect the benefit obtained by the user and
avoid distortionary impacts on the network, while protecting the
long-term interests of the state, including the state’s ability to fund
future network augmentation. (Department of Economic
Development Jobs Transport and Resources 2015, p. 99)
197. The discussion within the Business Case reflects a focus on optimising
traffic flows within the principal road network and has no regard for the
pricing of the externalities imposed by traffic on urban amenity, other road
users including public transport, walking and cycling or on the urban
environment more generally. A different approach to setting tolls would be to
ensure that there was no net increase in traffic within the central city area.
This would require increasing tolls above that currently proposed in the
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business case. This technique could equally be applied with Scenario 1 above
to reduce congestion along Footscray Rd.
198. Singapore provides a practical example of how road pricing can be used
as a dynamic traffic demand management tool. Under Singapore’s Electronic
Road Pricing Scheme price are reviewed each quarter to maintain optimum
(for Singapore) speeds of 20 to 30 kph on CBD roads and 45 to 65 kph on the
expressways (Keong 2002). If network speeds fall below these targets the
access prices are increased. Conversely, if the network speeds are above the
target the prices are reduced. Prices are set for specific locations and vary by
time of day.
199. Extensive changes are already proposed to the current tolling regime as
part of this project including extension of CityLink tolls and introduction of
WGB tolls. In my opinion that the Singaporean example of a performance
based tolling regime provides the basis to revise the current tolling strategy
to incorporate boarder objectives limiting the induction of new traffic
through the central city area.
Scenario 3: No Extension of the CityLink Tolls
200. I have highlighted in the previous discussion the increased congestion
forecast by the proponent due to extending the CityLink toll regime. The
proposed funding strategy will divert “toll avoiders” from CityLink on to the
arterial road network therefore increasing congestion and placing further
pressure on the existing road space (compared to the base case). The
proponent has only considered the impact of this strategy within the
economic assessment and, as I have previously discussed, the estimated
economic cost of this congestion exceeds the net benefit of the WGT project
two fold. More detailed traffic modelling would be required to assess the full
impact of this decision on traffic distribution around the inner area.
201. This observation suggests there is a potential compensating mechanism
available by not extending the CityLink tolls. That is, if the CityLink tolls were
not extended then this could result in reduced congestion within central city
area. While this option may not materially change the impact on North and
West Melbourne other areas are likely to benefit and it may leave the inner
area better off overall albeit with a number of “winners and losers”.
202. I cannot assess merits of this strategy, as the EES has not modelled the
impact of extending the CityLink tolls. Given the magnitude of the impact as
indicated in the economic assessment a more detailed investigation is
warranted.
Scenario 4: Revise the WGT Scheme
203. Both Scenarios 1 and 2 seek to remove a significant volume of traffic from
the WGT and may bring into question the viability of the project as it is
currently designed. If the total volume of traffic using the link was reduced,
say by 30%, it is probable that the project would need substantial redesign to
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remain economically viable. If the purpose of the project is primarily to
provide freight access to the port avoiding the residential areas of the inner
west or via the WGB, then a simpler scheme could be envisaged.
204. The traffic forecasts show that trucks account for 25% of the traffic
exiting the WGT portal or 6,000-8,100 VPD. This truck traffic could be
accommodated on a 2-lane road rather than the 6-lane road currently
proposed. Reducing the scope of the project to address its stated purpose of
improving freight access to the port would also avoid the unintended
consequence of increased traffic within the central city area. Under this
scheme the traffic volumes could be managed by applying the HCV toll
($13.30 per trip) to all cars and LCVs.
205. Whether this reduction in the project scope would be feasible or not is
beyond the scope of this report. However, such a change would see the
project revert to a design that is more closely aligned to that originally
proposed by the Eddington study, and previously endorsed by the State
government.
206. The impact of this redesign on the scope of the Project is further
discussed in the next section.

EES Project Development
207. I have been asked express my opinion on the assessment of the design
alternatives and options put forwarded in the EES. The ESS Chapter 3
includes a discussion outlining how the project was been developed and the
options considered. The previous section of this report raises a number of
issues that argues further development of the project is necessary in order to
mitigate the adverse impacts of the project. In this section I will summarise
the main areas of departure between my assessment and that of the project
proponent.
208. An initial point of departure is the proponent’s understanding of the
recommendations from the Eddington study. The EES argues, “A persuasive
case for investment in major rail and road capacity linking Melbourne's east
and west was put forward by Sir Rod Eddington” (Western Distributor
Authority 2017a, pp. 3-1). However, the WGT project is a strategically
different project and by the proponent’s own assessment is not an alternative
to the recommended East West Link. The Eddington study recommended a
CBD by-pass not a CBD access route as provided by the WGT. This distinction
has significant implications for the project scope.
209. I will further outline these implications by reviewing the project
development from the CBD to the west.
210. The proponent explains that the development of City Connections focused
on several factors including “Providing a genuine alternative for a significant
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proportion of traffic currently forced to use the M1 corridor and CBD streets to
access the central city” (Western Distributor Authority 2017a, pp. 3-32).
211. However, as I have said previously, in my opinion promoting private car
access to CBD runs counter to traditional state and local government policy.
While some CBD oriented traffic maybe diverted from the WGB this is
replaced by induced traffic resulting in the overall performance of the WGB
and M1 remaining the same as it is today. These concerns have been
acknowledged in the Eddington study that clearly recommended the East
West Link as CBD By-pass and explicitly recommended public transport as
the preferred means to access the central city area.
212. The EES asserts that the removal of the City Connections could result in
unacceptable congestion. However, this assessment is based on a
presumption that inducing additional city bound traffic is an unavoidable
consequence of the project proceeding. In the previous section I outlined how
road pricing and/or other development approaches could be used to manage
this demand.
213. I note that the development of the CityLink Connection does not consider
the option of a southern facing freeway standard connection. Given that one
of the project objectives is to reduce reliance on the WBG such a connection
would appear to be an oversight. This oversight is possible due to the EES not
modeling the project operation under a closed WGB scenario. Removal of the
city connection may reduce the complexity of the eastern interchange and
thereby allow better integration with CityLink.
214. I presume a significant factor driving the design of the Footscray Road
Corridor is due to the need to accommodate the city bound traffic. If the
project is freed from the need to provide CBD access a simpler design,
without the elevated structure, could be considered. Providing a direct
connection between the tunnel portal and Footscray Road would meet the
project objectives of providing improved port connections and an alternative
to the M1 corridor but with a much simpler design.
215. The proposed Hyde St connections, in my view, demonstrate a rational
evolution of the original the truck access improvements as recommended by
the Eddington study. These connections together with the Footscray Road
Connection supported by truck bans in inner west would seem to be
sufficient to reduce the volume of freight traffic through the inner west. In my
view, this should be the focus of a redesigned project.
216. The EES outlines three options for the West Gate Freeway (WGF). The “no
widening” option is rejected with the statement “Does not meet project
objective of improving transport performance in the M1 corridor” (Western
Distributor Authority 2017a, Table 3-2). However, no analysis is provided
supporting this assessment. As I have outlined earlier in this report, the
project does not improve the performance of the M1 corridor over the WGB
when compared to current performance. The need for additional lanes along
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the WGF would only appear to be necessary due to the traffic induced by the
project through the City Connection.
217. In reviewing the development of the project, I have formed the opinion
that providing improved access to the central city area has been a key factor
is shaping the current design. I have argued previously improving car access
to the central is counter to current policies. However, the proponent argues
that improved access to CBD is necessary to reliance pressure on the M1
corridor. Figure 35 shows little change in WBG use with and without the
WGT.
218. A close examination shows a reduction small reduction in trips to the
north of the CBD but the predominate impression is there is little change and
Melbourne will remain reliant on M1 whether or not the WGT proceeds.
Figure 35: WBG Use With and Without WGT
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Conclusion
219. My report has examined the proposed WGT specifically with regard to its
stated objectives and the implications for the central city area.
220. I have found there is strong policy support for a scheme or schemes that
will:
• Improve access to Port Melbourne including both Swanson Dock and
Webb Dock as key freight gateways
• Divert freight traffic away from the residential areas of the inner west
• Connect western and eastern regions of Melbourne
• Improve public transport access to central city areas of Melbourne
221. I have concluded that the WGT with the associated truck bans satisfies the
objective of improving access to Swanson Dock and diverting freight traffic
from the inner west. The evidence provided in the business case and EES
does not demonstrate that the project reduces Melbourne’s dependence on
the M1 corridor and WGB to any material extent. I believe the scheme will
improve car access to jobs in the central city area from some areas of the
western suburbs but this is inconsistent with state and local government
planning policy.
222. The EES data shows that improved car access to the central city area will
induce a significant volume of traffic through the area of West and North
Melbourne. Such an outcome threatens three decades of effort to discourage
the use of private vehicles in favour of more sustainable modes of transport.
The need to reallocate road space from cars to other modes has been
consistently supported through a number of policy statements including Plan
Melbourne, the City of Melbourne Transport Strategy 2012 and the previous
Eddington study. The current project is inconsistent with these policy
directions.
223. In my view, the failure of the project proponent to examine in detail the
impact of this induced traffic is a significant omission in the EES. On the basis
of the available data it is my opinion that these impacts are likely to be
significant, and that they warrant a redesign of the Project to avoid these
impacts or at least mitigate them. This report proposes a number of
mitigation strategies through the redesign of the project including its
physical scope and the associated tolling regime.
224. 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 AIC except where noted in the report.
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