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2 Project Rationale 

2.1 Introduction 
Melbourne is growing and changing at an unprecedented rate. Rapid population growth, a 
changing economic landscape and urban structure, and an expanding freight task mean that 
accessibility, connectivity and a high performing transport network are more important than ever 
to secure the city’s future and maintain its high standard of liveability. 

This chapter describes the rationale for developing the West Gate Tunnel Project within the 
context of these changes. After outlining the transport challenges facing Melbourne, the chapter 
describes the strategic need for the project, including a discussion of 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. 

The chapter then examines how the project aligns with relevant Commonwealth, State and local 
government policies. It identifies the main transport, economic, social, business and land use 
benefits that would be delivered by the project and concludes with a discussion about the 
project’s interaction with two other major transport projects underway in Melbourne: the West 
Gate Distributor and Melbourne Metro. 

2.2 Changes and challenges 

2.2.1 Strong population growth 
Melbourne is now the nation’s fastest growing capital city. For the year ended 30 June 2015, 
Melbourne grew by 91,600 people, ahead of Greater Sydney (83,300) and Greater Perth 
(48,400). If current trends continue, Melbourne will reach a population of more than seven 
million people by 2051, potentially overtaking Sydney to become Australia’s biggest city. 

The growing pains are already acute in the city’s west, which continues to be one of the fastest 
growing regions of Melbourne due to a combination of land use change, urban renewal in the 
inner suburbs and residential development of the outer suburbs. Between 1996 and 2014, the 
population of the western metropolitan local government areas (LGAs) of Brimbank, Hobsons 
Bay, Maribyrnong, Melton, Moonee Valley and Wyndham grew at more than double the rate of 
the rest of metropolitan Melbourne (as shown in Table 2-1). Strong population growth in these 
LGAs is forecast to continue over the next 15 years. 

The rate and pattern of population growth across Melbourne is placing strains on the city’s 
infrastructure. The Victorian Government has given high priority to securing Melbourne’s 
liveability and competitiveness over the coming decades, including refreshing the Plan 
Melbourne Metropolitan Planning Strategy, developing new urban renewal precincts, improving 
housing choice and affordability, and investing heavily in community infrastructure. 
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Table 2-1 Population growth by region (‘000s), 1996 to 2014 

 1996 2001 2006 2010 2014 Average annual growth rate 

Western LGAs* 558.3 631.5 650.3 673.3 815.4 2.1% 

Rest of Melbourne 2,913.4 3,111.5 3,167.5 3,228.7 3,447.2 0.9% 

Melbourne 3,471.6 3,743.0 3,817.9 3,902.1 4,262.6 1.1% 

* Brimbank, Hobsons Bay, Maribyrnong, Melton, Moonee Valley and Wyndham 

Source: SGS Economics and Planning, 2015 

The inner west (the area immediately west of the Maribyrnong River and approximately five 
kilometres from Melbourne’s CBD) has been a key contributor to the western region’s growth. 
The inner west, comprising the suburbs of Yarraville, Kingsville, Seddon, Tottenham, Brooklyn, 
Spotswood, South Kingsville and Footscray, contains a wide range of industrial, commercial and 
residential land uses co-existing in close proximity to each other. These land uses are generating 
growing and often competing needs that must be balanced carefully as the area develops further. 

2.2.2 A changing economy 
Alongside this strong population growth, the transition of the Victorian economy from traditional 
manufacturing to a services-based economy is accelerating. As industries in the services sector 
– such as healthcare, education and financial services – continue to expand, the location of jobs 
and economic activity is changing across the city. 

Increasingly, professional and knowledge-intensive services are concentrated in inner urban 
areas, with an expanded central city becoming a critical generator of high value jobs and a 
highly desirable investment, business and residential destination. The central city of Melbourne 
(which includes the CBD, Southbank and Docklands) has experienced significant jobs growth in 
recent years, capturing more than 30 per cent of the total growth in employment in metropolitan 
Melbourne. Over the past decade, central Melbourne has been responsible for more than 
40 per cent of the growth in Victoria’s Gross State Product (GSP), illustrating the increasing 
importance of inner urban knowledge-based services to the state’s economy. 

At the same time, specialist manufacturing and related industries are moving to outer areas of 
Melbourne in the west, north and south-east, attracted by large parcels of available land with 
relatively good access to the major road network. These areas now contain one-third of all 
manufacturing and transport-related firms in Melbourne. As the manufacturing sector is closely 
associated with the transport, warehousing and wholesale trade sectors, businesses operating 
in these sectors are also moving from inner to outer Melbourne. This shift in economic activity is 
generating an increased demand for goods movement on the city’s freeways and is also 
changing preferred access routes to and from the Port of Melbourne. 

2.2.3 A fast-growing freight task 
Melbourne’s role as a national import and export logistics hub is driving strong growth in the 
metropolitan and statewide freight tasks. By 2046, Victoria’s freight task is projected to grow 
from 60 billion net tonne kilometres (ntk) a year to 170 billion ntk, while the freight task in 
Melbourne is expected to climb from 15 billion ntk to 30 billion ntk. Container trade through the 
Port of Melbourne is forecast to continue to grow steeply, reaching eight million standard 
containers a year by 2035 – 3.5 times the current level. 
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Major industrial estates based in the west now have a growing number of logistics operators on-
site. This reflects an increased focus on imported goods and a need to move products to and 
from the Port and along supply chains that may extend throughout and beyond metropolitan 
Melbourne. This focus on international and interstate supply chains has resulted in other port-
related industries locating closer to the port to benefit from reduced transport costs and 
increased efficiency − a development that is generating additional freight movements through 
the inner west. 

A 2009 Origin Destination Study undertaken by the Port of Melbourne identified that almost 
80 per cent of ‘first move’ road transfers from the port are to nearby logistics depots. 
This highlights that staging is adopted to use the most efficient truck for the task and to provide 
the ability to use larger trucks within the port precinct. These practices are likely to continue for 
the foreseeable future and contribute to the growth of transport-related land uses in the west − 
such as empty-container parks, storage facilities and distribution centres – that are generating 
significant volumes of heavy vehicle freight traffic. 

Currently, the metropolitan freight task is nearly all on-road, involving 330,000 truck trips per 
day. While rail’s share of this freight task is likely to increase, the fixed nature of the rail network 
makes it unsuited to shorter trips with diverse origins and destinations, multiple pick-up and 
drop-off points, and door-to-door deliveries. This means that trucks will continue to be the most 
efficient option for urban goods movements.  

Growth in the freight task will be accompanied by changes in the way the transport and logistics 
industry operates. Alongside a shift to larger trucks on major routes, there will be a substantial 
increase in the number of light commercial vehicles (LCVs) moving around the city. As the 
freight task grows, moving goods around the city more efficiently is critical to business 
productivity and competitiveness, and to securing Melbourne’s position as the nation’s premier 
freight and logistics hub. This escalating task – and the associated growth in port-related truck 
movements – will need to be accommodated without degrading local amenity in the city’s west. 

2.2.4 More demand for personal travel 
A growing population means a growing demand for personal travel, with more commuters 
needing to get to and from work each day and more people using the city’s public transport 
network. Investment in mass public transit and roads will be required to meet this demand and 
to link suburban precincts, inner areas and jobs with the labour force, and to connect important 
economic clusters across Melbourne.  

While sustained high growth in public transport demand is expected, a significant proportion of 
overall trip demand within Melbourne will continue to be met by road-based transport. This is 
due to the fact that rail is less flexible in its ability to provide for trips that are not related to 
journeys to work and that need to access non-central city employment nodes, distribution 
centres and other areas elsewhere in the Melbourne metropolitan region. For non-central city 
destinations, road transport typically offers a more convenient and timely trip due to the fact that 
passengers often need to interchange between different train services or public transport modes 
or must take indirect routes to reach their destinations. In 2031, the number of trips taken by 
road will still be nearly seven times greater than those taken by public transport (as illustrated in 
Figure 2-1). 

While public transport has a role to play in transporting people from the city’s west to their 
destinations, it is not always the most attractive mode choice. Specifically, public transport is not 
always considered a viable alternative for many M1 freeway users whose destination is not the 
central city or inner suburbs, for travellers who require a car for other purposes or for off-peak 
travel times with lower (or no) service frequencies.  
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For these reasons, while public transport demand for trips originating in the west is forecast to 
grow by 106 per cent between 2014 and 2031, the majority of these trips (87 per cent) will 
continue to be taken by road (refer to Figure 2-1). 

This means that a significant proportion of the additional trip demand generated by a growing 
population in the west will need to be accommodated on the road network, which is already at 
or close to capacity in key locations. 

Figure 2-1 Number of public transport trips compared to all traffic trips (2014 versus 2031 
without the West Gate Tunnel Project) 

 

Note: The network changes assumed between now and 2031 include a number of road and rail upgrades. 
This includes the Melbourne Metro Project, West Gate Distributor, CityLink Tullamarine Widening project 
and M80 Ring Road. 

Source: Technical Report A Transport 

While recent initiatives (such as the M80 Ring Road upgrade and the Regional Rail Link) are 
enhancing connectivity across Melbourne, further improvements are needed. Victorian 
Government plans and policies − including the refreshed Plan Melbourne, Victoria the Freight 
State and Project 10,000 − support consistent investment in the State’s road network and public 
transport system. These plans and policies recognise that, with population and freight forecast 
to grow substantially, further investment and initiatives are required – particularly network-wide 
solutions that integrate with and accommodate economic, land use and other changes.  

2.3 Strategic context and need for the project 

2.3.1 Inadequate transport capacity on the M1 corridor 
The M1 corridor is the only continuous strategic road connecting the western, eastern and inner 
suburbs of Melbourne. The corridor serves a range of travel markets, including heavy and light 
freight, port-related container freight, general commercial services and longer distance 
passenger trips.  
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As shown in Figure 2-2, the M1 corridor links the western suburbs to central, northern and 
south-east Melbourne and beyond, and also provides an important freight link to the Port of 
Melbourne from key industrial areas in Melbourne’s west and beyond. 

Figure 2-2 Victoria’s M1 corridor and adjacent land uses 

 

Note: Comprises the Statistical Areas (SA2s) encompassing the Princes Freeway, West Gate Freeway 
and Monash Freeway (that is, those SA2s lying within a kilometre of the road corridor) 

Source: SGS Economics and Planning (2015), reported in the Western Distributor (now known as the 
West Gate Tunnel Project) Business Case (2015) 

Residential growth, particularly in the western suburbs, together with employment growth in the 
central city and other economic development clusters, has generated strong demand for travel 
along the M1 corridor and traffic volumes have increased steadily over the last decade. 
The West Gate Freeway corridor carries up to 200,000 vehicles per day between the M80 Ring 
Road and Williamstown Road, while traffic volumes on the West Gate Bridge have increased 
from approximately 161,000 vehicles per day in 2007 to in excess of 220,000 vehicles per day 
in 2016 (refer to Technical Report A Transport). 
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Traffic data collected in preparing the EES 
indicates that congestion and flow 
breakdown occurs along the M1 corridor on a 
daily basis during the AM peak period, which 
typically lasts for up to four hours (from 6 am 
to 10 am). Speeds regularly fall below 
30 km/hour during this period and traffic 
queues can extend well beyond the corridor 
− as far as Hoppers Crossing on occasions. 

Already under pressure, the M1 corridor does 
not have sufficient capacity to cater for the 
future significant growth in travel demand 
forecast in the corridor over the coming 
decades. In the context of the project, the 
key section of the M1 corridor where 
projected demand is anticipated to be well 
above capacity in 2031 is the West Gate 
Freeway, between the M80 Ring Road and 
the eastern end of the West Gate Bridge. 
In particular, the section from Grieve Parade 
to Todd Road is already highly congested in 
the peak direction during both the AM and 
PM peak periods.  

In 2031, the average weekday demand on 
the West Gate Bridge is expected to increase 
to between 240,000 and 250,000 vehicles 
per day. The majority of the traffic growth between now and 2031 is expected to occur outside 
of the peak periods, mainly due to high existing levels of congestion on the road network. 
Traffic during the inter-peak (9 am to 4 pm) and off-peak (6 pm to 7 am) is expected to increase 
significantly, which would result in this section of the West Gate Freeway operating under 
heavily congested traffic conditions for the majority of the day (refer to Technical Report A 
Transport). Figure 2-3 shows the difference in daily traffic volumes along this part of the M1 
corridor by 2031 (without the West Gate Tunnel Project).  

Connectivity is further constrained by the Maribyrnong River and Yarra River, which form a 
natural barrier to vehicle movements. There are only four key crossings where these rivers 
traverse the project area between Spotswood in the south and Maribyrnong further north: 

• West Gate Freeway (West Gate Bridge) 

• Footscray Road/Napier Street (Shepherd Bridge) 

• Dynon Road (Hopetoun Bridge) 

• Ballarat Road /Smithfield Road (Lynchs Bridge). 

Alternative routes across the Maribyrnong River – via Footscray Road, Dynon Road and 
Ballarat Road – have also experienced strong growth in traffic volumes, with approximately 
325,000 trips per day using these river crossings. Geelong Road is also congested at peak 
times, particularly along the section from Little Boundary Road to Somerville Road. Figure 2-3 
indicates that all of these alternative routes to the M1 corridor and the West Gate Bridge will 
exceed capacity in 2031. 

A continuing decline in travel times and reliability on the M1 corridor will affect the productivity 
and efficiency of businesses using the corridor, with potentially significant flow-on repercussions 
for the Melbourne and Victorian economies, and for future growth in the west. 

Travel times will get longer without 
the West Gate Tunnel Project 
Increasing travel demand and greater 
congestion on the road network means that 
travel times between the west and the Port of 
Melbourne, the inner north or the CBD are 
expected to increase significantly by 2031. For 
example, without the project: 
• Trips from locations in the outer west such 

as Werribee or Melton to the inner north 
will be more than 20 minutes slower than 
current travel times. 

• In the AM peak period, a trip from Kororoit 
Creek Road to the CBD via the West Gate 
Freeway and Spencer Street will take five 
minutes longer and a trip between the 
M80 (Deer Park Bypass) and the CBD 
via Wurundjeri Way will take four 
minutes longer. 

• In the PM peak period (from 4 pm to 6pm), 
a trip from Appleton Dock Road to Kororoit 
Creek Road via Whitehall Street, Francis 
Street and the West Gate Freeway will be 
four minutes slower. 

Source: Technical Report A Transport 
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Figure 2-3 Predicted increases in daily traffic volumes (without the project) – 2031 Base Case versus 2016  

 

Source: Technical Report A Transport 
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2.3.2 Over-reliance on the West Gate Bridge 
The West Gate Freeway is Melbourne’s key 
east-west route, providing a direct connection 
from the central city and the eastern suburbs to 
western suburbs such as Altona, Laverton, Point 
Cook, Hoppers Crossing and Werribee, and to 
Geelong via the Princes Highway and Ballarat 
via the Western Highway. The West Gate 
Freeway also serves industrial and economic 
precincts in the city’s west and provides a 
connection to the M80 Ring Road, Deer Park 
Bypass and the Western Freeway. 

The West Gate Freeway carries more than 
60 per cent of all trips across the Maribyrnong 
and Yarra Rivers. This heavy reliance on the 
West Gate Bridge makes the Victorian and 
Melbourne economies vulnerable to incidents 
and disruptions on the bridge and reduces the 
overall redundancy of the city’s transport 
network to cater for future growth in demand.  

Congestion levels and variable travel speeds 
mean that the M1 corridor is highly susceptible 
to incidents causing widespread congestion. 
In 2014, there were approximately 850 incidents (including vehicle breakdowns, collisions or 
obstacles on the road) on the West Gate Bridge and an additional 1,300 incidents on the rest of 
the West Gate Freeway. This equates to an average of approximately six incidents per day on 
the West Gate Freeway. This susceptibility is exacerbated by the shortage of viable alternative 
routes across the Maribyrnong and Yarra Rivers.  

As noted in section 2.3.1, there is little spare capacity available on other parallel routes to 
redistribute traffic when an incident occurs on the West Gate Freeway or the West Gate Bridge. 
This means that the flow-on impact from an incident can extend more broadly across the 
transport network, with the resulting congestion lasting much longer than the time taken to clear 
the original incident. The traffic impact assessment prepared for the EES indicates that if an 
incident occurs during the middle of the morning peak – around 8 am – it is likely to take more 
than two hours for the freeway and adjacent arterial road network to recover (refer to Technical 
Report A Transport).  

An additional impact of an incident on the West Gate Bridge is the congestion created on other 
routes on the network. When an incident occurs in the middle of the day on the West Gate 
Bridge traffic congestion is created along the West Gate Freeway beyond the M80 Ring Road 
interchange and onto the M80, as well as on other roads within the inner west including 
Geelong Road, Francis Street, Somerville Road, Whitehall Street and Moore Street.  

  

Risks of relying on the 
West Gate Bridge 
A number of risks are associated with the 
West Gate Bridge becoming unavailable or 
severely constrained for periods of time: 
• Costs to road users due to waiting in 

traffic queues, diverting to alternative 
routes, lost time, missed or late 
deliveries, and more fuel used 

• Additional costs to the transport industry, 
such as less productivity per shift 

• Disruption to the operations of the Port 
of Melbourne  

• Impacts on community amenity from 
trucks having to use alternative, less 
suitable routes 

• Negative impact on the broader 
Melbourne and Victorian economies, and 
on the Geelong economy 

• Negative impact on growth and 
development in Melbourne’s west. 
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2.3.3 Inadequate port and freight connections to cater 
for growth 

The M1 corridor is Melbourne’s most important land freight route. The corridor plays a key role 
accommodating freight movements to and from the Port of Melbourne, across Melbourne to 
various industrial and freight precincts, to and from regional Victoria, and interstate. At the 
metropolitan level, the M1 corridor – in conjunction with the M80, City to Tullamarine Freeway 
and CityLink – provides accessibility to the port from major industrial and freight precincts in the 
north and west of Melbourne (shown in Figure 2-4). 

The proportion of light and heavy commercial vehicles using the M1 is relatively high compared 
to other arterial roads and freeways in the Melbourne metropolitan region. The West Gate 
Bridge currently carries between 24,500 and 30,000 heavy commercial vehicles per day − 
approximately 11 to 17 per cent of total traffic. While Geelong Road provides an alternative to 
the West Gate Freeway, limited freight connectivity to and from the Port at its eastern end 
results in the road being under-used as a strategic freight route. 

Each day, around 12,000 vehicles travel 
between the port precinct and Melbourne’s 
west, and 20 to 25 per cent of these vehicles 
travel via the West Gate Bridge. Trucks also 
use the arterial road network in the inner 
west to access the port and major industrial 
precincts in the west. This includes Francis 
Street, Somerville Road and Williamstown 
Road. These roads, located in largely 
residential areas, are not of freeway 
standard, are poorly configured and are 
inadequate for travel between the west, the 
port and intermodal terminals at South 
Dynon and North Dynon.  

With the freight task forecast to triple by 
2050, an additional 9,000 trucks per day are 
expected to use the West Gate Freeway and 
the West Gate Bridge by 2031 (refer to 
Technical Report A Transport). More trucks 
will be accessing North Melbourne via Dynon 
Road and travelling from the port to the West 
Gate Freeway along Wurundjeri Way, and 
truck volumes are also forecast to grow on 
roads in the inner west (see section 2.3.4).  

HPFVs 
High Productivity Freight Vehicles (HPFVs) are 
large truck-and-trailer combinations that can 
move freight more efficiently and safely, 
decreasing the number of truck movements 
and leading to fewer large trucks on the road 
than would otherwise be the case. 
HPFVs operating in Victoria must comply with 
mass and length limits, adhere to mandatory 
speed limits and be approved under the 
national Performance Based Standards (PBS) 
Scheme.  
HPFVs are limited to appropriately designed 
roads, such as high-standard duplicated 
highways. They are not permitted on narrow 
suburban local roads. 
HPFVs have access to the Western Ring Road 
and the West Gate Freeway, but no direct 
access to the Port of Melbourne or the 
adjoining Dynon freight precinct. 
Providing more high-standard roads offers the 
opportunity to reduce overall truck numbers by 
using HPFVs more extensively across a wider 
network. 
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Figure 2-4 Industrial and freight precincts relevant to the M1 corridor (west/north) 

 

Source: GHD (2015), Western Distributor (now known as the West Gate Tunnel Project) Business Case: 
Network Impact Assessment (Attachment H), November 2015 

As the metropolitan freight task grows, a number of issues are critical to realising the benefits 
of the planned expansion of the Port of Melbourne and ensuring that logistics businesses 
remain efficient: 

• Providing reliable and timely freight access on a 24/7 basis to the Port of Melbourne and key 
freight and industrial nodes, including routes that can be used by High Productivity Freight 
Vehicles and viable alternative routes or network redundancy when preferred routes are 
disrupted or closed 

• Ensuring sufficient capacity in major road and rail freight connections to meet the 
anticipated growth in demand and minimise delays 

• Maintaining efficient and reliable travel times on the freight network to enable businesses to 
maximise the efficiency and competitiveness of their assets and to participate in national 
and global supply chains. 

Unless addressed, increasing congestion on the road network in Melbourne’s west and along 
the M1 corridor will impede the resolution of these issues and limit the amount of freight that can 
be moved in and out of the Port of Melbourne. This has the potential to diminish the port’s 
productivity and efficiency, reduce the competitiveness of Victorian exports and undermine 
Melbourne’s position as Australia’s premier freight and logistics hub. 
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2.3.4 Reduced amenity in the inner west 
The absence of an efficient freeway connection between the west and the Port of Melbourne, 
combined with growth in port-related freight, results in increasing volumes of trucks passing 
through residential areas in the inner west. As shown in Figure 2-5, some arterial roads through 
residential areas are carrying up to 5,000 trucks per day. 

Night-time truck curfews are currently in place on Francis Street, Somerville Road, Whitehall 
Street, Moore Street, Hudsons Road, Douglas Parade and Hyde Street between 8 pm and 6 am 
from Monday to Saturday, and 1 pm Saturday to 6 am Monday. School peak periods also apply 
on Francis Street and Somerville Road. There are exemptions for trucks travelling to or from 
local destinations (including fuel tankers, which are exempt from curfews if visiting a local 
fuel terminal). 

In 2014, VicRoads and Maribyrnong City Council commissioned GHD to study vehicle volumes, 
types and trends within the inner west area. The results showed that up to 10 to 30 per cent of 
all vehicles through the area were trucks, most commonly container trucks. 

Heavy vehicle numbers on major arterial roads in Footscray and Yarraville are expected to rise 
by 40 per cent by 2031 (refer to Technical Report A Transport). On lower level roads, truck 
volumes are forecast to increase by 80 per cent as trucks increasingly seek to avoid delays. 

The use of local roads in the inner west by heavy commercial vehicles has been a long-standing 
issue for local residents, who are concerned about their safety and loss of amenity from noise 
and air pollution, as well as the potential negative impacts on land values and restrictions on 
future land uses.  

An alternative route to the Port of Melbourne would alleviate congestion and have the potential 
to reduce noise and air pollution in residential areas in the inner west. Without an alternative 
route, these impacts threaten urban regeneration in suburbs such as Footscray, Brooklyn 
and Tottenham. 

These adverse amenity impacts may also affect the social licence of the Port of Melbourne, 
which – like most large ports operating in highly urbanised areas – relies to an extent on 
community goodwill, approval and acceptance to maintain efficient and productive operations. 
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Figure 2-5 2016 truck volumes − two-way, 24-hour weekday volumes 

 

Source: Technical Report A Transport 
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2.3.5 Mismatch between land use and transport 
As described in section 2.2.3, the structure of the State’s economy and associated employment 
base has undergone significant change, which has influenced the location of jobs and economic 
activity in Melbourne. In some parts of the city, the transport network is struggling to keep pace 
with and adequately service these changing patterns of land use. 

In particular, the shift of transport-reliant manufacturing activity from inner Melbourne to outer 
metropolitan areas has significant implications for the city’s transport network. Whereas in the 
past much of the city’s freight moved in and out of inner Melbourne, it now needs to bypass 
inner Melbourne (while retaining access to the Port of Melbourne) to service the growing 
manufacturing and warehousing precincts in outer Melbourne. 

In the west, transport networks developed largely in response to historic land uses, where large 
parcels of land were developed around a limited number of poorly connected roads. As land 
uses in the region change, the network’s configuration is straining to match denser residential 
development, the shift to a services-based economy and the growing demand for travel from the 
west to the central city.  

The pressures on the city’s transport networks are being exacerbated by the growing mismatch 
between population and jobs growth within Melbourne. Over the next three decades, Melbourne 
is expected to accommodate around three million additional people, and grow its employment 
base by approximately 1.7 million. However, while half of Melbourne’s population growth to 
2050 will be in the west and north, only 30 per cent of jobs growth will be in these areas.  

Currently, across the western metropolitan LGAs, there are around 413,000 residents in the 
labour force, but only 307,500 jobs based in the west. By 2046, an additional 283,000 people 
are expected to be living in Melbourne’s west, supported by an additional 93,000 jobs. Over the 
same period, the self-sufficiency ratio (the ratio of jobs to people) in the western sub-region is 
estimated to fall from 44 per cent today to 39 per cent by 2046. This will make it even harder for 
workers to find jobs locally and mean that more people will need to travel from the west to 
access jobs in the central city. 

Between 2011 and 2046, the central Melbourne sub-region is expected to see a similar increase 
in population to the west (267,000), but is anticipated to see jobs growth of up to 480,000 as the 
knowledge economy grows significantly. Currently, nearly 70,000 daily trips – or 22 per cent of 
all work-related trips originating in the west – are City of Melbourne bound (including public 
transport and private vehicle trips). 

Figure 2-6 presents a density plot of population growth and jobs between now and 2031. 
It shows a higher level of employment growth in the central city and inter suburbs, causing a 
disconnect between where people live and where they work. This is likely to further increase the 
demand for commuting trips from the west to the central city and adjacent areas. 
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Figure 2-6 Growth in population and jobs density plot (2014 – 2031) 

 
Source: Technical Report A Transport 
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2.4 Policy context 
This section discusses the strategic context for the West Gate Tunnel Project. It describes 
Commonwealth, State and local government policies and plans for investing in transport as well 
as the outcomes sought for Melbourne’s inner west and central city from an urban growth 
perspective. It outlines how the project aligns with these policies and plans and would contribute 
to their objectives and desired outcomes. 

Further details of policies relevant to the West Gate Tunnel Project are provided in Attachment I 
Legislation and policy report. 

2.4.1 Australian Government policy 

Infrastructure Australia 
Infrastructure Australia is an independent statutory body with a mandate to prioritise and 
progress nationally significant infrastructure. Infrastructure Australia has responsibility to 
strategically audit Australia's nationally significant infrastructure and to develop 15-year rolling 
Infrastructure Plans that specify national and state level priorities. 

The Australian Infrastructure Audit, released on 22 May 2015, takes a strategic view of what 
Australia will look like in 2031 and identifies where the pressures on infrastructure networks are 
expected to be the most significant. 

The Australian Infrastructure Plan, released on 17 February 2016, is Australia's first 15-year 
rolling infrastructure plan. Infrastructure Australia also has responsibility to determine which 
nationally significant projects should be on the Infrastructure Priority List. The latest 
Infrastructure Priority List was delivered in February 2017 alongside the Australian Infrastructure 
Plan and is intended to be updated as required. 

The West Gate Tunnel Project is included in the Infrastructure Priority List as a High Priority 
Initiative. As of February 2017, the project was described as a ‘near term’ initiative in terms of its 
problem timescale and being at the business case stage of its development. 

Infrastructure Australia has noted that the project relates to an area suffering from significant 
congestion. According to the Australian Infrastructure Audit, the delay cost on the West Gate 
Freeway/Princes Freeway corridor is around $105 million in 2011. This is projected to increase 
to $355 million in 2031. The network-wide cost, including the cost for arterial roads that are 
used to access the Port of Melbourne, would be higher. 

National approach to major cities 
In April 2016, the Australian Government released its Smart Cities Plan to position the nation’s 
cities in the 21st century economy. The Plan seeks to support productive, accessible, liveable 
cities that attract talent, encourage innovation and create jobs and growth. The Smart Cities 
Plan is partly a response to the Australian Infrastructure Plan discussed above. 

The Smart Cities Plan recognises that the movement of freight is critical to the operation of the 
economy as it links regions to markets. The Plan notes the need to carefully plan and manage 
transport networks to prevent congestion, which not only affects freight, passenger transport 
and private vehicle movements but also has adverse impacts on surrounding communities. 
The Smart Cities Plan advocates a combined approach that incorporates network 
improvements, as well as strategic interventions for the planning and management of 
transport corridors. 

http://infrastructureaustralia.gov.au/policy-publications/publications/Australian-Infrastructure-Audit.aspx
http://infrastructureaustralia.gov.au/policy-publications/publications/Australian-Infrastructure-Plan.aspx
http://infrastructureaustralia.gov.au/projects/infrastructure-priority-list.aspx
http://infrastructureaustralia.gov.au/projects/infrastructure-priority-list.aspx
http://infrastructureaustralia.gov.au/policy-publications/publications/Australian-Infrastructure-Plan.aspx
http://infrastructureaustralia.gov.au/policy-publications/publications/Australian-Infrastructure-Plan.aspx
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The West Gate Tunnel Project would contribute to achieving a number of the Plan’s 
objectives, including: 

• Improving labour and capital productivity, through increasing accessibility to jobs and 
reducing congestion 

• Integrating land use and infrastructure 

• Improving the efficiency of urban infrastructure by linking and increasing the capacity of 
major components of the existing road infrastructure network, using ‘smart’ systems to 
manage traffic flows 

• Improving amenity in the inner west by redirecting heavy vehicle traffic to the 
freeway network 

• Increasing the resilience of the road transport network to climate change, emergency events 
and natural hazards 

• Supporting – or not precluding – the refurbishment of the built environment associated with 
urban renewal precincts adjacent to the project corridor. 

As detailed in Chapter 3 Project development, the West Gate Tunnel Project provides the 
highest level of benefit when compared with other strategic interventions; however, it is clear 
that a number of other interventions have a role to play as part of a package of initiatives to 
address the transport issues outlined in this chapter. 

National Ports Strategy 
Australia’s first National Ports Strategy (developed by Infrastructure Australia and the National 
Transport Commission) was endorsed by the Council of Australian Governments (COAG) in 
July 2012. The key focus of the strategy is to facilitate trade growth and improve the efficiency 
of port-related freight movements across infrastructure networks. 

The proposed Implementation Plan for the Strategy sets a primary goal of reducing freight costs 
and improving trade growth. This will be facilitated by efficient movement of port-related freight 
across infrastructure networks, having regard to other safety, environmental and security goals. 

The West Gate Tunnel Project is directly aligned with this goal and the outcomes sought by the 
Strategy. The project aims to provide high productivity access to the Port of Melbourne with 
direct connections to MacKenzie Road and Appleton Dock Road. This is consistent with 
providing investment certainty for port operations and facilitating capacity expansion at the port 
and within the freight network. The project also aims to promote more efficient supply chains, 
particularly in the north and west of metropolitan Melbourne. 

National Land Freight Strategy 
The Australian Government launched the National Land Freight Strategy in September 2012. 
The objectives of the strategy are to improve the efficiency of freight movements across 
infrastructure networks, to minimise externalities associated with such freight movements and to 
influence policy making of relevance to freight. 

The West Gate Tunnel Project would have a particular role to play in: 

• Providing a core component of Victoria’s network for HPFVs 

• Reducing congestion, freight dwell times and bottlenecks along a key component of the 
national land freight network 

• Connecting key freight nodes/centres and between corridors along the national network. 
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2.4.2 Victorian Government policies and legislation 

Transport Integration Act 2010 
The key policy principles and objectives that underpin the development of the Victorian 
transport system are enshrined in the TI Act. The TI Act unifies the transport portfolio under one 
framework to ensure that all components of the system are considered together and that 
transport and land use planning are fully integrated.  

The West Gate Tunnel Project has been developed in a manner consistent with the transport 
system objectives and decision making principles of the TI Act, including the following: 

• All decisions should be based on a triple bottom line (social, economic and environmental) 
assessment, taking account of value for money, with a long-term outlook on the wider 
transport and land use system 

• The transport system should provide for the effective integration of transport and land use 
and facilitate access to social and economic opportunities 

• The purpose, value and justification for any investments and other interventions should be 
transparent, and members of the public should have access to reliable information to foster 
a good understanding of transport issues and the process by which decisions about the 
transport system are made. 

Chapter 9 Meeting our obligations includes an evaluation of the project against the transport 
system objectives and decision making principles of the TI Act. 

The project’s objectives are also closely aligned with the TI Act’s objectives and vision for 
Victoria’s transport system, specifically those relating to efficiency, coordination and reliability of 
transport; integration of land use and transport; and improving safety and wellbeing. This is 
reflected in the discussion of the project benefits in section 2.5 of this chapter. 

Plan Melbourne 
The Plan Melbourne Metropolitan Planning Strategy sets out a vision for Melbourne through to 
2050. Already known as one of the world’s most liveable cities, the vision for 2050 is that 
Melbourne will be a global city of opportunity and choice. 

This vision for Melbourne is underpinned by the seven outcomes sought by Plan Melbourne: 

• Delivering jobs and investment – Create a city structure that drives productivity, supports 
investment through certainty and creates more jobs 

• Housing choice and affordability – Provide a diversity of housing in defined locations that 
cater for different households and are close to jobs and services 

• A more connected Melbourne – Provide an integrated transport system connecting people 
to jobs and services and goods to market 

• Liveable communities and neighbourhoods – Create healthy and active neighbourhoods 
and maintain Melbourne’s identity as one of the world’s most liveable cities 

• Environment and energy – Protect our natural assets and better plan our water, energy and 
waste management to create a sustainable city 

• A State of cities – Maximise the growth potential of Victoria by developing a state of cities 
which delivers choice, opportunity and global competitiveness 
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• Implementation: delivering better governance – Achieve clear results through better 
governance, planning, regulation and funding options. 

In the context of a more connected Melbourne, Plan Melbourne sets out strategies to meet the 
objective of providing an integrated transport system connecting people to jobs and services 
and goods to market. The West Gate Tunnel Project is consistent with these strategies in the 
following ways: 

• The project is part of a suite of transport initiatives that support a more productive 
central city 

• The project would improve access to job-rich areas across Melbourne, particularly access 
from the western sub-region to the central Melbourne job market, and strengthen transport 
networks within the inner west 

• The project would improve local travel options in the inner west and the broader western 
sub-region, and would be likely to improve local travel options on arterial routes in the inner 
west through a reduction in heavy vehicle traffic related to the Port of Melbourne 

• The project would substantially improve the efficiency of freight networks by providing 
dedicated access to the Port of Melbourne, and improve local urban amenity in the inner 
west by substantially reducing heavy vehicle volumes on inner west arterial routes through 
residential areas 

• The project would improve landside access to the Port of Melbourne through dedicated links 
at MacKenzie Road and Appleton Dock Road directly from the West Gate Tunnel Project. 

The Victorian Government recently updated Plan Melbourne to ensure that it keeps pace with 
the city’s population growth and reflects the Government’s focus on improving housing choice 
and affordability, increasing jobs and liveability, integrating public transport and infrastructure 
and addressing climate change. The West Gate Tunnel Project is identified in Plan Melbourne 
for the vital role it would play in the Victorian economy and in ensuring that Victoria remains 
Australia’s freight and logistic capital. 

State Planning Policy Framework 
The State Planning Policy Framework (SPPF) provides overarching policy guidance across all 
Victorian planning schemes. The SPPF seeks to ensure that the objectives of planning in 
Victoria are fostered through appropriate land use and development policies and practices that 
integrate environmental, social and economic factors in the interests of net community benefit 
and sustainable development. 

Integrated transport 

The SPPF objective in relation to integrated transport is to connect people to jobs and services, 
and goods to market. The West Gate Tunnel Project aligns with the key strategies identified to 
achieve this objective:  

• Enable improved arterial road connections across Melbourne 

• Improve transport in Melbourne’s outer suburbs by ensuring land use and transport planning 
are integrated 

• Improve the road network in growth areas and outer suburbs to ensure access to jobs 
and services 

• Improve local travel options for walking and cycling to support 20 minute neighbourhoods.  
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Transport system 

The SPPF objective in relation to the transport system seeks to coordinate development of all 
transport modes to provide a comprehensive transport system. The West Gate Tunnel Project 
would support the key strategies identified to achieve this objective: 

• Incorporate the provision of public transport and cycling infrastructure in all major new State 
and local government road projects 

• Locate transport routes to achieve the greatest overall benefit to the community and with 
regard to making the best use of existing social, cultural and economic infrastructure, 
minimising impacts on the environment and optimising accessibility, safety, emergency 
access, service and amenity 

• Locate and design new transport routes and adjoining land uses to minimise disruption of 
residential communities and their amenity 

• Ensure transport practices, including design, construction and management, reduce 
environmental impacts. 

Movement networks 

The SPPF seeks to promote the use of sustainable personal transport, and to integrate planning 
for cycling with land use and development planning, to encourage alternative modes of travel. 
Key strategies of relevance to the project are: 

• Direct and connected bicycle infrastructure should be provided to and between key 
destinations including activity centres, public transport interchanges and major attractions 

• Cycling infrastructure (on-road bicycle lands off-road bicycle paths) should be planned to: 

• Separate cyclists from other road users, particularly motor vehicles 

• Provide the most direct route practical 

• Develop local cycling networks and new cycling facilities that support the development of 
20-minuute neighbourhoods and that link to and complement the metropolitan-wide network 
of bicycle routes – the Principle Bicycle Network. 

Management of the road system 

The SPPF seeks to manage the road system to achieve integration, choice and balance by 
developing an efficient and safe network and making the most of existing infrastructure. 
Strategies of relevance to the project are: 

• Plan and regulate the design of transport routes and nearby areas to achieve visual 
standards appropriate to importance of the route with particular reference to landscaping, 
the control of outdoor advertising and, where appropriate, the provision of buffer zones and 
resting places 

• Make better use of roads for all road uses through such techniques as providing wide 
footpaths, bicycle lanes, transit lanes (for buses and taxis) and specific freight routes 

• Selectively expand and upgrade the road network to provide for: 

• High-quality connections between Metropolitan Melbourne and regional cities, and 
between regional cities 

• Upgrading of key freight routes 

• Ongoing development in outer suburban areas 
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• Higher standards of on-road public transport 

• Improve key cross-town arterial links in the outer suburbs, including circumferential and 
radial movement 

• Improve the management of key freight routes to make freight operations more efficient 
while reducing their external impacts 

• Ensure that road space complements land use and is managed to meet community and 
business needs. 

Planning for ports  

The SPPF recognises the significant role that Victoria’s ports play in supporting the State’s 
economy, particularly the Melbourne, Geelong, Hastings and Portland ports. The SPPF 
supports the effective operation of Victoria’s ports to facilitate their ongoing sustainable 
operation and development.  

One of the key strategies to achieve the SPPF objectives in relation to ports is the identification 
and protection of key transport corridors linking ports to the broader transport network. 
The West Gate Tunnel Project would assist in meeting this directive by providing a more 
efficient and accessible freight route directly to the Port of Melbourne.  

Freight 

The SPPF objective in relation to freight seeks to further develop key transport gateways and 
freight links and maintain Victoria’s position as the nation’s premier freight logistics centre. 
The key strategies of relevance to the project are: 

• Improve the freight and logistics network to optimise freight handling and maintain the 
efficiency and effectiveness of the network 

• Improve freight efficiency and increase capacity of Transport Gateways while protecting 
urban amenity 

• Minimise negative impacts of freight movements on urban amenity. 

The project is consistent with the SPPF freight objective as it would: 

• Provide improved connectivity and increased capacity via one of the principal radial links in 
the metropolitan and regional road transport network 

• Provide accessibility to expanding employment nodes in the west of Melbourne and to the 
increasingly significant knowledge economy job centre of central Melbourne 

• Provide an upgraded freight route from the west and north of metropolitan Melbourne to the 
Port of Melbourne, and enhance the efficiency of the freight network. 

Victoria the Freight State 
Victoria the Freight State – the Victorian freight and logistics plan – sets out a long-term plan for 
managing the growing freight task. The key goal of the Plan is to maximise the contribution of 
the freight and logistics sector to Victoria’s productivity and liveability.  

To achieve this goal, a number of objectives have been adopted. The West Gate Tunnel Project 
would play an important role in delivering some of those objectives, particularly in relation to 
improving the efficiency and productivity of key freight network links. 
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The Plan also identifies a number of principles that are reflected in the objectives of the project 
and its desired outcomes: 

• Maximising the efficiency of freight movements on the transport network 

• Ensuring integration of freight and logistics activities with other land uses 

• Minimising the impacts of freight and logistics activity on safety, amenity and 
the environment. 

Given the projected increase in the freight task over the next 30 years, the progressive 
enhancement of road and rail transport networks will be vital to maintaining the Victorian freight 
sector’s competitive advantage. The project is consistent with a long-term vision for freight in 
Victoria where the core transport network is enhanced by the completion of strategic cross-city 
and orbital connections. At the same time, the progressive decentralisation of heavy freight 
activities away from the inner city and surrounding areas has created the opportunity for 
alternative high value central city land uses. 

The project is also consistent with access to a designated network for HPFVs and the 
distribution of port freight to a network of intermodal terminals within the metropolitan area. 

Further information on how the project aligns with the SPPF is provided in the Explanatory 
report contained in Attachment IV Draft Planning Scheme Amendment. 

2.4.3 Local policies 
Five municipalities would be directly affected by the project: the Cities of Wyndham, Hobsons 
Bay, Brimbank, Maribyrnong and Melbourne (including the Port of Melbourne). 

City of Wyndham 
The Local Planning Policy Framework (LPPF) of the City of Wyndham Planning Scheme is 
relevant for the westernmost segment of the project: the connection of the upgraded West Gate 
Freeway to the M80 and the Princes Freeway. 

Future transport demand in Wyndham is expected to be met by the increased use of private 
cars, leading in turn to increased pressure on the road network. To address these pressures, 
the LPPF focuses on facilitating increased use of public transport and applying safe design 
principles and treatments to encourage a greater uptake of walking and cycling. This would 
encourage less private car use and help to alleviate expected pressures on the road network. 
However, it is acknowledged that a more significant regional solution will be required to 
effectively manage the rapid growth in future passenger and freight movements.  

City of Hobsons Bay 
The City of Hobsons Bay would be directly affected by the widening and upgrading of road 
connections associated with the West Gate Freeway works and the Hyde Street interchange. 

Transport and mobility policies for Hobsons Bay include a focus on the integration of the 
transport system. The mixed use nature of the municipality means that transport strategies seek 
to cater for residential, industrial, tourist and commercial trips, while at the same time protecting 
the residential amenity of the area.  
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The LPPF of the Hobsons Bay Planning Scheme notes the importance of tourism to the area 
and the need to have high quality public transport, cycling and pedestrian routes. 
The commercial aspects of connections to the Williamstown water transport terminal are 
also highlighted.  

City of Brimbank 
The City of Brimbank encompass minor works associated with the upgrade of the existing 
Federation Trail between Geelong Road and Millers Road. However, the LPPF policies and 
strategies relevant for transport are summarised below. 

A main priority of the municipality is to promote the use of sustainable transport options, with a 
focus on improvements to the public transport network. The need for a more interconnected 
walking and cycling network within the municipality (to activity centres and community facilities) 
and with adjoining municipalities is also noted.  

The City’s location in the western region* and its connections to major growth corridors 
(Melton and Wyndham), freight centres (airports and ports) and the central city are highlighted 
in its LPPF. There is an opportunity to provide high quality, high capacity and sustainable 
movement of freight through and within the municipality.  

The most common mode of transport in Brimbank is car travel, which has resulted in many local 
congestion points in the road network. The LPPF contains strategies to combat the increased 
pressure on the road network that is expected due to strong residential growth in Brimbank and 
through traffic generated in adjacent municipalities. 

City of Maribyrnong 
The LPPF of the City of Maribyrnong Planning Scheme contains relevant policies that will affect 
the following elements of the project: widening and road connections associated with the West 
Gate Freeway upgrade, the tunnelled section through Yarraville and the connection to the 
elevated road section above Footscray Road. 

The Maribyrnong LPPF component relating to transport highlights the importance of maintaining 
several state significant east-west metropolitan road and rail links. Due to Maribyrnong’s 
proximity to the Port of Melbourne, emphasis is also placed on managing the impacts of heavy 
vehicles on the community. With the municipality expected to experience increases to 
residential and industrial growth, the LPPF notes that significant improvements are required to 
the local transport network to allow for sustainable growth.  

The framework identifies several proposed infrastructure initiatives that could improve east-west 
connections, limit heavy vehicle impacts and improve the local network. These initiatives include 
WestLink (an east-west road tunnel) and the Truck Action Plan Stage 1 (construction of a 
dedicated truck route from the Port of Melbourne Port to the West Gate Freeway). 

Another focus of the municipality is the development of pedestrian and cycling paths to 
complete key sections of metropolitan trails to open up the municipality, improve connectivity 
and decrease physical barriers to accessing activity centres.  

                                                 
* The western region is based on the Western Sub-Region in Plan Melbourne. It consists of the Local 

Government Areas of Maribyrnong, Moonee Valley, Hobsons Bay, Brimbank, Wyndham and Melton. 
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City of Melbourne 
The LPPF of the City of Melbourne Planning Scheme sets out the policy framework within which 
significant components of the project would sit, principally the elevated structures along 
Footscray Road and the connections to CityLink and the southern and western flanks of the 
Melbourne central city. 

The LPPF notes that the municipality is a key destination for intercity, interstate and 
international visitors and that its transport infrastructure needs to meet the demands of more 
intense and diverse land uses, major events and growing residential and commuter populations. 

An increasing emphasis is being placed on active transport modes, particularly walking and 
cycling, supported by public transport. While private vehicle use will continue to be part of the 
transport modes available for city users, their use will become more complementary with other 
modes and more compatible with good quality higher density inner city living and working.  

The LPPF also notes that the Port of Melbourne and the City’s industrial areas rely on efficient 
road and rail links for freight movement into and out of the City. This needs to be managed 
without degrading amenity, particularly in high density mixed use areas. 

The LPPF identifies planned urban renewal precincts in the north, south and west of the central 
city, including E-Gate, Arden-Macaulay, Fishermans Bend and the Dynon precinct.  

The City of Melbourne is preparing a new Structure Plan for the West Melbourne area to ensure 
it is a sustainable, liveable and accessible neighbourhood into the future. The West Melbourne 
Structure Plan area is located east of North Melbourne station and is bounded by Laurens, 
Victoria, Peel, William, La Trobe, Adderley and Dudley streets and Railway Place. There has 
been a gradual transition to larger scale commercial and residential land uses in recent years 
and the proposed Structure Plan seeks to guide and manage future change and improvements 
in the area. Key outcomes sought by the Structure Plan are mixed use residential and 
employment, traffic calming and streetscaping, better access for pedestrians and cyclists, 
development that is sympathetic to its context and better integration with surrounding areas.  

Port of Melbourne  
The Port of Melbourne is located along the Yarra River and Maribyrnong River to the west of 
Melbourne’s CBD. The Port’s landside area is characterised by large industrial buildings and 
structures such as gantries, cranes and storage tanks.  

The Port is operated and managed by the Lonsdale Group under a 50-year lease from the 
Victorian Government. The Lonsdale Group is not a planning authority; however they manage 
the land and channel assets associated with the Port of Melbourne in the interests of the 
providers and users of port services, the Victorian Government and the community. 

The Port includes land in the municipalities of the City of Melbourne, Port Phillip, Hobsons Bay 
and Maribyrnong and is governed by the Port of Melbourne Planning Scheme. The interface 
and land use for each of these adjoining municipalities varies, resulting in a diversity of issues 
and strategic priorities. Key planning issues for the Port of Melbourne include the Port’s capacity 
to meet projected long term trade growth requirements and management of the Port interface. 
In addition, the SPPF commits the Port of Melbourne to working with State regulatory agencies 
to ensure improvements to access roads and road links to the Port to maintain its viability 
and growth. 

Further information on how the project aligns with the LPPF is provided in the Explanatory 
report contained in Attachment IV Draft Planning Scheme Amendment. 
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2.5 Project benefits 
This section outlines the transport, economic, social and other broader benefits that would be 
delivered by the West Gate Tunnel Project for Melbourne, as well as specific benefits for the 
inner north and west. The section also describes the potential opportunities generated by the 
project to support and stimulate urban renewal, encourage walking and cycling, and improve 
public transport services.  

2.5.1 Transport benefits  
When complete, the West Gate Tunnel Project would improve the reliability, resilience and 
efficiency of the M1 corridor west of the Yarra River, reducing reliance on the West Gate Bridge 
and connecting two major components of the city’s freeway network. This significant step-up in 
improved connectivity and accessibility would have positive flow-on impacts across western and 
central Melbourne and Victoria. 

The project would deliver immediate transport benefits as a stand-alone project and also in the 
longer term as part of an integrated approach to addressing transport issues in Melbourne’s 
west.* Key transport benefits include: 

• Reducing reliance on the M1 corridor by offering an alternative to the West Gate Bridge. 
Traffic volumes on the bridge are expected to decrease by more than 8,000 trucks each day 

• Improving capacity across the Maribyrnong and Yarra Rivers, with an additional four 
lanes of freeway standard capacity expected to increase inbound (west to east) peak hour 
capacity by around 20 per cent 

• Relieving pressure on all four existing river crossings, improving the redundancy of the 
transport network (with decreases in traffic volumes expected on the West Gate Bridge, 
Shepherd Bridge, Hopetoun Bridge and Lynchs Bridge) 

• Significantly reducing peak period travel times across the city’s primary western road 
corridor, with savings of between eight and 15 minutes for inbound trips to the central city 
between the Princes Freeway / M80 interchange and the central city in the AM peak period 
and between eight and 20 minutes for the reverse trip in the PM peak period 

• Enabling the removal of up to 9,300 trucks from local roads in the inner west each 
day, protecting residential areas from the impact of the forecast growth in the metropolitan 
freight task 

• Reducing bus journey times for the majority of bus routes operating within the vicinity of 
the project, with deceases of up to four minutes expected on a number of routes 

• Providing a CBD bypass (through the Wurundjeri Way extension) that would remove 
through traffic from streets in the CBD grid, including Spencer Street and King Street 

• Relieving congestion and reducing the high costs of congestion on businesses and 
the economy 

• Improving the resilience of the transport network by physically separating traffic by 
destination along the West Gate Freeway, meaning that an incident in one carriageway will 
not impact the operation of the other carriageway 

• Fewer crashes due to a better configured and managed freeway-standard road 

                                                 
*  Data in this section is sourced from the transport impact assessment prepared for the EES, provided 

in Technical Report A Transport, and from the State Business Case released by the Victorian 
Government in 2015. 
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• Unlocking surface road space, providing scope to improve the quality and reliability of 
road-based public transport and active transport modes such as walking and cycling. 

Specific freight-related transport benefits include: 

• Providing direct, unimpeded freeway access to the Port of Melbourne for HPFVs and 
for six million standard containers per year (one third of national containerised trade) 

• Improving travel times from the west to the Port of Melbourne, with inbound trips from 
the Princes Freeway to Appleton Dock expected to be up to 13 minutes faster during the AM 
peak period and up to 12 minutes faster during the PM peak period. 

Potential benefits for specific groups of road users are outlined in the table below. 

Table 2-2 Potential transport benefits for road users 

Motorists Public transport users Pedestrians and cyclists 

• An increase in travel 
choices, with a new 
east-west route option 
over the Maribyrnong 
River available for 
commuters, freight and 
commercial traffic 

• Improvements in 
average travel times 
and lower vehicle 
operating costs  

• A more resilient and 
reliable road network 
that is less vulnerable 
to disruption and 
delays 

• Improved reliability of bus 
services that use the West 
Gate Bridge 

• Reduced travel times for 
bus services during the 
AM and PM peak periods 

• Opportunities to make 
additional public transport 
service improvements. It is 
noted that the project does 
not preclude the potential 
to extend tram services on 
Spencer Street and within 
Docklands to service 
Dynon Road and 
Footscray 

• Improvements to and integration with 
the local cycle network, including 
extension of the Federation Trail to 
Hyde Street 

• Improved local connectivity for 
pedestrians and more pedestrian-
friendly local streetscapes 

• Improved north to south connectivity 
for pedestrians and cyclists, including 
cross-freeway connections (between 
Grieve Parade and Hyde Street) 

• Better cycling facilities along 
Footscray Road with grade 
separation at significant intersections 
and pinch points 

• Better active transport connections 
between North and West Melbourne 
and Docklands 

2.5.2 Economic benefits 
Melbourne has undergone record population growth in the last decade, both in greenfield areas 
and through urban intensification. In parallel, the structure of the Victorian economy has 
undergone significant change, transitioning from a broad-based manufacturing and agricultural 
economy to a more diverse and specialised knowledge intensive economy. 

Knowledge industries comprise nearly 20 per cent of the economy, with significant potential to 
grow. Agglomeration economies* associated with this transition have been facilitated by the 
improved accessibility provided by major city-shaping transport infrastructure projects including 
the City Rail Loop, CityLink, East Link, the Western Ring Road and, more recently, the Regional 
Rail Link. Future projects, such as Melbourne Metro and the West Gate Tunnel Project are 
expected to continue to facilitate this transition − delivering additional improvements in 
connectivity and accessibility that will drive and sustain further economic development, urban 
renewal and business and residential growth. 

                                                 
* Agglomeration economies’ refers to the economic benefits associated with certain types of economic 

activity being concentrated in a general location and the links between those activities. 
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Modelling the project’s economic benefits* 
The economic appraisal undertaken for the West Gate Tunnel Project Business Case 
incorporated both a cost benefit analysis (CBA) and economic impact assessment (EIA).  

The CBA assessed the community–wide financial, environmental and social impacts of the 
project (to the extent that these can be quantified). This analysis was undertaken in respect of 
the State’s preferred Concept Design at the time the Business Case was prepared. The EIA 
applied economy-wide modelling to identify the indirect effect on macro-economic variables 
including Gross State Product (GSP), employment and household consumption. This showed 
how direct benefits would flow through the economy. These are referred to as wider 
economic benefits. 

The economic appraisal conducted for the West Gate Tunnel Project found that the project 
including wider economic benefits would have a Benefit Cost Ratio (BCR) of 1.6,† indicating that 
the potential benefits would outweigh the costs and that the project would deliver a net 
economic benefit.  

The appraisal identified that the project would deliver direct benefits to the Victorian economy 
as follows: 

• Around 50 per cent of the direct benefits of the project would be related to travel time 
savings and the perceived cost of congestion, reliability of car travel time and savings in 
vehicle operating costs 

• Between 13 and 16 per cent of the direct benefits would be associated with a more 
competitive port and freight sector including travel time savings, reliability of travel time and 
the ability to use high productivity vehicles 

• Between four to eight per cent of direct benefits would relate to reduced reliance on the 
West Gate Bridge 

• Approximately seven per cent of the direct benefits would accrue through travel time 
savings for public transport services, crash cost savings, reduced air emissions and other 
environmental externalities, along with improved amenity 

• Wider economic benefits, such as agglomeration benefits, would generate between 14 and 
21 per cent of the project’s benefit stream. 

The traffic volume modelling for the project included freight modelling both with and without the 
project taking account of freight costs such as fuel, maintenance, tolls and labour. For individual 
road users (including freight movers), the main benefits would accrue from reduced travel times, 
lower vehicle operating costs and higher load capacities.  

The broader Victorian community would benefit from improved transport network resilience, 
greater network redundancy and improved liveability, as well as agglomeration benefits and 
improved access to jobs. 

The project would boost economy-wide activity, in Victoria and nationally, induced by 
improvements to transport productivity and greater infrastructure expenditure in Melbourne. 
This includes additional jobs and increased GSP. 

                                                 
* The analysis in this section is summarised from the State Business Case: Chapter 10 Economic 

Assessment, pp175-191 
† Including the Monash Freeway Upgrade and the Webb Dock Access Improvements  
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Economic development in the west 
Accessibility is a critical enabler of economic development and employment growth in 
Melbourne’s western region. Currently, while new opportunities are emerging in the west, 
development continues to be constrained by relatively poor transport connectivity that results in 
reduced access to employment, education and services for residents and businesses. 

The West Gate Tunnel Project is expected to increase accessibility to jobs for people living in 
the western region. For example, by decreasing travel times between the west and the central 
city and inner north, people living in suburbs such as Deer Park, Laverton North and Derrimut 
would be brought closer to hundreds of thousands of jobs. 

Modelling undertaken by SGS Planning for the Business Case indicates that the improved 
accessibility provided by the West Gate Tunnel Project would contribute to the reinvigoration of 
the western Melbourne economy. The SGS modelling shows that, with the project, Melbourne’s 
west would experience an increase of 3,600 to 4,600 households in 2031 and 2046 
respectively, over and above base case projections (that is, the anticipated growth in 
households without the project). Suburbs in the inner west are expected to experience the most 
significant uplift.  

Changes in employment would be similar to the changes in the distribution of households 
induced by the project, with employment levels expected to rise by 2,200 in 2031 and 3,200 in 
2046. Overall, the inner west would experience the most significant uplift in employment. Of 
these jobs, 50 per cent are expected to be high value knowledge intensive jobs. 

This should be seen within the context of anticipated growth in households and employment 
across the whole of the Melbourne metropolitan area over the next 30 years. The net effect of 
these trends is significant household growth around the fringes of Melbourne, while employment 
growth continues to be concentrated primarily in the city centre and Melbourne’s south-east, 
with some growth expected in the north-west. This is expected to exacerbate already 
constrained journey-to-work patterns from the city’s west and inner west. The West Gate Tunnel 
Project is expected to redistribute some of this growth. 

 

 

 

Regional benefits  
The West Gate Tunnel Project would transform trips between western regional areas and Melbourne 
– making these journeys easier, safer, quicker and more reliable. Strong transport links are important 
to support growth in Ballarat, Geelong and the Wyndham area, and to boost productivity for 
commuters, industry, businesses and tourism. Benefits will come from: 
• Better connections to Melbourne – to support the travel needs of these growing regional 

populations and boost jobs and economic development 
• Reliable travel – so trips take about the same time, every time 
• A faster trip – without the West Gate Tunnel Project travel times will worsen 
• A safer road – with an improved design and new technology to reduce crashes  
• Journey choices – provide a vital alternative to the West Gate Bridge and information to help 

choose the best route  
• Less congestion – with the tunnel taking traffic off the West Gate Bridge and other parallel 

congested routes.  
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2.5.3 Business benefits 
The business benefits of major infrastructure projects typically extend beyond their immediate 
vicinity. In particular, large scale transport projects have the potential to boost productivity, 
stimulate business and employment growth, and promote significant shifts in patterns of 
commercial development. 

The West Gate Tunnel Project would deliver direct benefits for business users of the arterial 
road network (discussed in section 2.5.1) and increase access to employment for people living 
in Melbourne’s west (refer to section 2.5.2). Improved amenity in the inner west (refer to section 
2.5.4) would make the area a more attractive business location and better access to planned 
urban renewal precincts would also create new business opportunities (refer to section 2.5.5). 

During construction, some retail and commercial businesses (such as cafes, petrol stations and 
restaurants) would benefit from the increased trade generated by the project’s large on-site 
workforce, estimated to be around 3,000 workers each year). 

When the project is operating, positive business impacts would include: 

• Improved connectivity, reliability and efficiency along the M1 corridor − a key link for 
business travel and freight movements 

• Improved travel times and reliability for employees, customers and suppliers 

• Improved freight efficiency due to faster and more direct access to the Port of Melbourne, 
the more cost-effective delivery of freight (including greater use of HPFVs) and the ability to 
store containers in less expensive locations 

• Lower transport and operating costs 

• Reduced travel times between the central city and rapidly growing municipalities such as the 
cities of Wyndham and Melton, and regional centres such as Ballarat and Geelong, 
potentially opening up new markets for businesses. 

These benefits would contribute to higher levels of productivity for businesses, as well as 
boosting the competitiveness of some businesses (particularly those moving goods to and from 
the port by road). 

2.5.4 Social, community and amenity benefits 
One of the main benefits offered by the project is the net reduction of up to 9,300 trucks from 
residential roads in the inner west. Once the project is operational and truck curfews are 
extended,* truck volumes would reduce by 84 to 91 per cent along Francis Street and 84 to 94 
per cent along Somerville Road (refer to Technical Report A Transport). This would include 
removal of a majority of the container trucks currently using Francis Street and Somerville Road 
and the removal of all tanker trucks from Francis Street. Approximately 300 trucks would also 
be removed from Hudsons Road. 

                                                 
* Proposed truck bans and curfews to complement the project are described in section 5.15 of Chapter 

5 Project description. 
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Redistributing the growing number of heavy 
vehicles away from these roads would make 
these residential areas quieter, safer, less 
polluted and more attractive places to live. 
Removing this traffic would also: 

• Relieve congestion on inner western 
streets, allowing for improvements in 
noise and air quality and potentially less 
impacts on public transport provision 

• Create more opportunities for cycling 
and walking 

• Support urban renewal projects that 
would assist in creating more compact, 
accessible communities. 

Residents in inner western suburbs would 
benefit from improved access to local 
services and facilities (such as parks, shops, 
schools and recreation facilities) as a result 
of reduced traffic on local roads. 

The project would deliver over 14 kilometres 
of new and upgraded walking and cycling 
connections, including: 

• Upgrade of the existing trail between 
Kororoit Creek north of Geelong Road 
and connecting to Millers Road 

• Upgrade of the existing trail along 
Kororoit Creek between Geelong Road 
and Grieve Parade south of the West 
Gate Freeway 

• Relocation of the pedestrian overpass at 
Rosala Avenue with new pedestrian 
connections to Lynch Road, Carlsson 
Court and Houston Court 

• Extension of the existing pedestrian 
paths on Millers Road beneath the West Gate Freeway connecting the north and south 

• The extension of the Federation Trail (which currently does not connect through Yarraville) 
and providing new connections to New Street (at South Kingsville) and a new crossing of 
Stony Creek to link with the northern side of the Hyde Street Reserve and the Bay West 
Trail on the eastern side of Hyde Street including grade separation at Williamstown Road 

• New shared use path along Hall Street connecting Hyde Street Reserve with Spotswood 
Railway Station (under the West Gate Bridge) including a bridge over Stony Creek 

• New shared use path along the western side of Yarraville Gardens/Hanmer Reserve and 
the southern side of Harris Street and bridge over Whitehall Street connecting with a new 
public open space area (at the northern portal) and the Maribyrnong River Trail 

• A new 2.5 kilometre grade separated ‘veloway’ on Footscray Road suspended between the 
elevated structures along the centre of the road (with the existing path remaining in place as 
an additional route) 

Supporting commuter cycling 
The shared use path along Footscray Road is 
one of the busiest cycling routes in Melbourne. 
Super Tuesday 2015 counts showed 720 riders 
(two-way total) using the path at Shepherd 
Bridge during the AM peak period. Most of 
these riders were headed for the central city, 
indicating the importance of the path as a 
major commuting route. 
Bicycle trips now represent 1.8 per cent of all 
work-based trips in metropolitan Melbourne 
and there has been continued growth over the 
last 10 years in the number of Melbournians 
choosing to ride to work. Between 2001 and 
2011, the number of cycling trips to work in the 
central city has increased by over 183 per cent. 
In moving towards an integrated 21st-century 
integrated transport system for Melbourne, a 
key policy of Plan Melbourne 2017-2015 is to 
‘support cycling for commuting’. To achieve this 
outcome, DEDJTR is working with Vic Roads 
and local councils to develop strategic cycling 
corridors that will enable more people to 
access jobs by bike from inner and 
middle suburbs.  
The City of Melbourne is also encouraging 
higher levels of commuter cycling as one way 
of reducing the number of cars coming into the 
central city each day.  
The West Gate Tunnel Project would deliver a 
substantial upgrade to the strategic Footscray 
Road corridor. The new ‘veloway’ and new 
bridge over Footscray Road would improve 
safety and travel times along the route, 
encouraging more people to cycle to work and 
leave their cars at home. The high standard of 
design and access offered by the veloway 
would also be an important indicator of the 
city’s support for the growing number of 
Melbournians cycling to work. 
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• A new shared use path and bridge over Moonee Ponds Creek, replacing an existing rail 
bridge connecting to the Moonee Ponds Creek Capital City Trail 

• Improvements to walking and cycling paths between the inner west and the central city, 
including a new grade separated bridge south of Dynon Road, an upgraded intersection and 
new crossing over Footscray Road on a grade separated structure to join the existing Capital 
City Trail, and a new pedestrian bridge adjacent to the Dynon Road bridge. 

These projects would improve walking and cycling connectivity in the west, provide safer 
connections along Footscray Road and over Whitehall Street, and contribute to better health 
and wellbeing in local communities. 

Residents in the inner west and other users of both the West Gate Freeway and shared use 
paths would benefit from landscaping incorporated into the project design. The project offers 
significant amenity improvements through planting of around 17,500 trees (replacing 
approximately 3,370 to be removed). The tree replacement strategy includes a combination of 
around 4,000 advanced trees (up to 2.5 metres in height), 13,500 tubestock trees and 900,000 
understorey plantings. This ratifies a project commitment to replace removed trees at a 
minimum 3:1 ratio across the project corridor.  

All remnant vegetation removed for the project would be offset in line with Permitted Clearing of 
Native Vegetation - Biodiversity Assessment Loss Guidelines. 

Further description of the project landscaping is provided in Chapter 6 Urban design.  

Many residents alongside the West Gate Freeway are expected to benefit from an improved 
noise environment offered by the West Gate Tunnel Project design. The project is responding to 
feedback from the community and taking advantage of the unique opportunities available 
through the procurement model for the project to introduce project-specific noise objectives. 
Residential dwellings adjacent to and facing the freeway would be protected by road noise with 
the design to achieve a level at or below 63dB(A) between 6am and midnight. For many 
residents, this would provide amenity benefits over and above the current noise environment 
and would exceed the noise protection that would usually be provided in a standard approach to 
a freeway upgrade.  

Addressing the unique noise issues and community needs along the project’s route would 
contribute to the best community outcome that can be achieved, enhancing liveability through 
immediate improvements and offering long-term protection from increased traffic noise. 

Additional social, community and amenity benefits would be associated with the creation of 
additional public open space and improvements to existing public open spaces (refer to 
section 2.5.6). 

2.5.5 Land use benefits 
The project is expected to generate significant benefits aligned with the strategic land use 
outcomes within the western region that are anticipated by the Plan Melbourne Metropolitan 
Planning Strategy (see section 2.4.2). 

At the more localised level, the project has the potential to support land use change in the inner 
west and in urban renewal precincts adjacent to the central city. In particular, the project 
supports the objectives of local councils such as the City of Maribyrnong to reduce the impacts 
of heavy vehicles on the community, manage expected increases in residential and industrial 
growth and make improvements to the local transport network to allow for sustainable growth. 
Similarly, the City of Hobsons Bay notes the need to provide good road access for industrial and 
residential land uses, and to carefully manage impacts associated with the growth in freight to 
protect residential amenity.  
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Both councils have identified urban renewal areas that would benefit from the improved 
accessibility generated by upgrading the West Gate Freeway and providing an alternative 
river crossing. These include the former Bradmill site in Yarraville (with capacity for up to 
1,500 dwellings) and Precinct 15 in Altona North (with the potential to accommodate up to 
3,000 dwellings). 

Both municipalities are pursuing policies that emphasise urban consolidation and that aim to 
manage the transition from areas of industrial development to mixed use or higher density 
residential development. These policies need to be balanced by a planning approach that 
recognises that certain key industries will continue to operate and potentially expand on their 
existing sites. This requires a strategic approach to integrating land use planning with the 
provision of enhanced transport networks, which the project would facilitate. 

Improvements in transport accessibility, less heavy vehicle traffic on local streets and 
associated improvements in residential amenity are likely to make the inner west a more 
attractive place to live and invest. As a result, the project is expected to support new residential 
and mixed-use development in the area. 

At its eastern end, the West Gate Tunnel Project would interface with several planned urban 
renewal areas within the City of Melbourne that are important for accommodating the city’s 
growing population and establishing new employment zones. The improved connectivity and 
accessibility provided by the project would help to attract residents and businesses to the 
Arden-Macaulay, E-Gate and Digital Harbour (Docklands) precincts. The project would facilitate 
active transport connectivity between these urban renewal areas and would not preclude the 
future anticipated development of these areas. 

2.5.6 Improvements to public open space and 
recreational facilities 

Public open space is a valued resource in the inner west. Reserves such as Donald McLean 
Reserve, the Westgate Golf Course, Yarraville Gardens and Hyde Street Reserve are highly 
valued by the communities of Spotswood and Yarraville, particularly as the inner west has 
limited access to parks, reserves and other public recreational facilities. 

The project would cause short-term disruption to the use of some public open spaces, 
recreational facilities and shared use paths during construction. However, the project would also 
offer opportunities to improve these spaces and facilities, leaving a lasting community legacy. 

The relevant local councils, park users and sports groups would be consulted to determine the 
best way to manage temporary construction impacts. Longer term improvements to reserves 
and recreational facilities would also be undertaken in consultation with local councils, residents 
and community groups. 

While some shared use paths would be disrupted temporarily during construction (with 
alternative routes and detours provided), all affected existing shared use paths would be 
reinstated post-construction. Walking and cycling connections would be improved generally 
throughout the area as part of the project, including the continuation of and upgrades to the 
Federation Trail (refer to section 2.5.4). 

Ramp connections from the West Gate Freeway to Hyde Street would have permanent impacts 
on parts of Hyde Street Reserve and Donald McLean Reserve, however the overall recreational 
use of these areas would not be affected and there would be opportunities to improve both 
reserves. Generally, any areas of public open space impacted temporarily by construction 
activities would be reinstated and returned to its former use. 
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Additional benefits would be associated with the post-construction restoration of public open 
space and improved walking and cycling connections along the Maribyrnong River, recognising 
the important role these assets would play in linking Footscray Road and the Federation Trail 
via Hyde Street. 

The project incorporates significant improvements to public open spaces along the project 
alignment. As outlined in Chapter 6 Urban design, this includes: 

• Creation of almost nine hectares of landscaped parkland, including: 

• Land between the West Gate Freeway and Precinct 15, west of the Newport Freight 
Railway Line 

• Land north of the West Gate Bridge, south of Stony Creek and east of the Williamstown 
railway line 

• Land east of Whitehall Street and south of Youell Street at the northern portal 

• Land north of Footscray Road and west of Moonee Ponds Creek 

• Landscaping works and upgrades to open spaces and recreational facilities, including the 
Maribyrnong River waterfront from Lyons Street to Shepherd Bridge, and along the 
Footscray Road corridor. 

Residents in inner western suburbs would benefit from improved access to open spaces and 
upgraded recreational facilities contributing to visual amenity, social wellbeing and community 
sense of place. 

2.5.7 The project and Melbourne’s inner north and west 
The project would deliver specific benefits to Melbourne’s inner north and west, including: 

• Providing greater connectivity between the western suburbs and the inner north, central city, 
north and west 

• Providing road users with a southern bypass of the central city via the extension to 
Wurundjeri Way 

• Enabling traffic on Dynon Road to divert to the south of the central city, reducing peak hour 
pressure on Spencer and King Streets 

• Potentially creating opportunities to implement improvements for those using buses, such as 
introducing on road priority on parts of the network to improve service levels in the inner 
north, including bus services to Docklands and the central city 

• Potentially creating opportunities to improve walking and cycling connections between West 
Melbourne, E-Gate and Docklands by providing shared use path linkages on the Dynon 
Road bridge, over Moonee Ponds Creek (Capital City Trail) and across Footscray Road  

• Potentially improving connectivity and accessibility for two of Melbourne’s biggest urban 
renewal projects: E-Gate and Arden-Macaulay by preserving access options into these 
sites and providing more effective and efficient transport connections to the greater 
transport network. 
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2.6 Relationship with other transport projects 
A number of significant transport projects are committed or underway that will alter the 
movement of people and goods across Melbourne. The West Gate Tunnel Project’s relationship 
with two of these projects − the West Gate Distributor and Metro Tunnel − is discussed in the 
following sections. Other projects enabled by the West Gate Tunnel Project are discussed in 
section 5.12 of Chapter 5 Project description. 

2.6.1 West Gate Distributor 
The West Gate Distributor project is currently being undertaken by VicRoads. The project seeks 
to remove a major bottleneck over the Maribyrnong River, increase the flow and efficiency of 
freight movements and improve access to the Port of Melbourne by: 

• Widening Moreland Street to a four-lane divided road, with an upgraded connection to 
Footscray Road 

• Providing new signalised intersections on Moreland Street at Footscray Road and on Parker 
Street at Whitehall Street 

• Widening Shepherd Bridge over the Maribyrnong River to six lanes (two inbound and four 
outbound) and strengthening the bridge. 

As the bridge widening requires removal of the existing bicycle lane, a new dedicated shared 
use bridge will be constructed over the Maribyrnong River for pedestrians and cyclists. 

This project is complementary to the West Gate Tunnel Project and will improve the efficiency of 
the local road network in the period before the operational start of the West Gate Tunnel Project. 

The project is expected to be completed by mid-2017. 

2.6.2 Metro Tunnel 
The infrastructure to be constructed as part of the Metro Tunnel rail project comprises:  

• Two nine-kilometre rail tunnels from South Kensington to South Yarra, travelling underneath 
Swanston Street in Melbourne’s central city, connecting the Sunbury and 
Cranbourne/Pakenham railway lines 

• New underground stations at Arden, Parkville, CBD North, CBD South and Domain. CBD 
North and CBD South stations will feature direct interchanges with the existing Melbourne 
Central and Flinders Street stations respectively 

• Train/tram interchanges at Parkville and Domain stations 

• Rail tunnel portals at South Kensington and South Yarra. 

Metro Tunnel and the West Gate Tunnel Project are complementary transport projects that 
would significantly improve access from the west and inner west to the central city and, by 
extension, to the south-east of Melbourne. 

The successful integration of these two major projects would result in a substantial improvement 
in connectivity across Melbourne. Plan Melbourne identifies both projects as being required to 
achieve long-term objectives for improving transport and freight infrastructure in the Melbourne 
metropolitan area.  
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Both projects would have a role in servicing the precincts of Arden-Macaulay and West 
Melbourne as these areas transition to mixed-use and higher density residential uses focused 
on public transport nodes and links and high levels of accessibility.  

Given the overlapping nature of the construction phases of the two projects, coordination would 
be required to manage impacts on the road network in the inner west and north of Melbourne. 

2.7 Meeting the project objectives 
As noted in section 1.2 of Chapter 1 Introduction, four high-level objectives have been 
established for the West Gate Tunnel Project, informed by the transport system objectives set 
out in the TI Act. The table below summarises how the project would meet these objectives. 
Further description is provided in Chapter 9 Meeting our obligations. 

Table 2-3 Meeting the project objectives 

Project objective West Gate Tunnel Project benefits 

Improve transport 
performance in the 
M1 corridor 

The West Gate Tunnel Project would reduce reliance on the M1 corridor in the 
city’s west, relieving congestion and improving average travel times on the 
corridor. It would make a return commuter trip (in AM and PM peak periods) from 
the Princes Freeway to the CBD up to 15 minutes faster. It would also reduce 
travel times and reliability for bus services using the West Gate Bridge. 

Reduce reliance on 
the West Gate 
Bridge 

The West Gate Tunnel Project would provide an alternative to the West Gate 
Bridge and an additional river crossing from Melbourne’s west, taking more than 
8,000 trucks off the bridge each day. This would reduce the potential network-wide 
adverse impacts of traffic incidents and disruption on the bridge. 

Improve freight 
access to the Port of 
Melbourne and 
greater Melbourne 

The West Gate Tunnel Project would improve travel time reliability for road freight 
to and from the Port of Melbourne, including cutting travel time between the 
Princes Freeway and the port by up to 13 minutes in the AM peak period. It would 
also enable greater use of HPFVs on appropriate roads. Freight efficiency would 
be improved by more timely, reliable and cost-effective delivery of freight and the 
ability to store containers in less expensive locations. 

Improve community 
amenity on local 
streets in the inner 
west 

The West Gate Tunnel Project would remove up to 9,300 trucks from local streets 
in the inner west each day, including reducing truck numbers along Francis Street 
(by around 4,750), Somerville Road (1,250), Buckley Street (3,000) and Moore 
Street (1,500). This would contribute to making neighbourhoods safer, less 
polluted and more attractive places to live, operate a business and invest. It would 
also create more opportunities for cycling and walking, and urban renewal. 
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Note on references 
Data included in this chapter is sourced from: 

• EES Technical Report A Transport 
• EES Technical Report Q Greenhouse gas 
• GHD (2014), Report for VicRoads and Maribyrnong City Council Inner West Truck Surveys: Final 

Report 
• Port of Melbourne Corporation (2015), Annual report 2014-15 
• Regional Development Australia (2016), Western Melbourne Regional Development Australia 

Committee, Regional Plan 2016-2019 
• SGS Economics and Planning (2015), Western Distributor (now known as the West Gate Tunnel 

Project) Business Case: Inputs for Business Case (Attachment M), Melbourne 
• VicRoads (2014), Road Crash Information System (RCIS), https://www.vicroads.vic.gov.au/safety-

and-road-rules/safety-statistics/crash-statistics 
• VicRoads (2014), Cycling to Work in Melbourne 1976-2011, Melbourne 
• Victorian Government (2013), Industry Atlas of Victoria, Melbourne 
• Victorian Government (2013), Victoria the Freight State, Melbourne 
• Victorian Government (2017), Plan Melbourne 2017-2050: Metropolitan Planning Strategy, March 

2017, Melbourne 
• Victorian Government (2015), Western Distributor (now known as the West Gate Tunnel Project) 

Business Case, Melbourne, http://economicdevelopment.vic.gov.au/transport/major-
projects/western-distributor/western-distributor-publication 
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