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1. Introduction 
1.1 Purpose 

The purpose of this report is to: 

 Provide background information on the current Inner West freight transport network, its 
current restrictions and issues relevant to current and future freight demands; 

 Identify the potential impacts on truck movements associated with the Western Distributor 
project (the Project – see Section 3 below); and 

 Identify options for the ongoing management of the freight network to support key 
objectives identified within the Project and supporting local business and community 
outcomes. 

 
 

2. Existing Conditions 
This section outlines key characteristics of Melbourne’s fright industry with respect to the Inner 
West and western road networks that to connect with the Port of Melbourne and other city 
gateways. The summary includes local freight networks and broader heavy vehicle networks 
relevant to the efficiency of Melbourne’s logistics industry and international trade. 

2.1 Freight Industry Trends 

The freight industry is a highly competitive sector of the economy with relatively low margins 
and limited differentiation between participants. There is a relatively low entry cost to commence 
operations within the industry which provides for large numbers of new entrants at the lower end 
of the market competing directly with larger companies for some business needs. 

The industry is typically driven by competitive prices and the quality of services (often driven by 
innovation), particular customer requirements and available demand. 

There are three key cost inputs to the majority of freight/logistics operations: 

 Capital investment in equipment or systems (including land access); 

 Labour; and 

 Fuel / Energy 

The ability to provide a more competitive price is driven largely by how well these inputs are 
managed, the services which can be developed from these inputs and alignment to available 
demand. As indicated in Figure 1 below, greater utilisation of resources drives lower costs and a 
more competitive market price. 
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Figure 1 Freight industry cost drivers 

 

As a result of competitive pressures in the industry, logistics companies are extremely sensitive 
to efficiency and utilisation factors which impact their major cost inputs. Companies rely on 
transport management systems to ensure their route choices, time of travel and the size of 
loads maximises the use of equipment, labour and fuels. 

These factors have driven changes in all aspects of equipment used in the industry including: 

 Shipping industry trends; 

 Container design has progressively moved from 20 tonne load-rating to in excess of 34 
tonne in some cases, as well as an increasing trend for high cube containers (9 foot 6 
inch high containers as compared with standard 8 foot 6 inch high containers); 

 Heavy truck configurations moving from semi-trailers to B-Doubles and now a range of A-
Double, B-Triple, HPFV and specific performance based standards for alternative 
configurations; 

 Heaver handling equipment to lift larger loads less often; 

 The introduction of detailed ICT systems to maximise utilisation and provide least cost 
outcomes for the whole of transport task; and 

 More fuel efficient vehicles and the removal of older fleet vehicles which do not provide 
the same savings as Euro 4 and Euro 6 vehicles. 

As a result, logistics operators are seeking to use larger volume and capacity (mass) trucks to 
reduce the fuel and labour costs per tonne of freight carried and increase their competitiveness 
in the market. A movement towards the larger configuration vehicles depicted in Figure 2 below 
also indicates a trend toward vehicles which currently are restricted to specific approved routes 
and times (shaded green in the figure). 
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Figure 2 Truck configurations and access 

 

(Note: White shaded cells represent general access to the road network; green shaded cells 
require approved routes)  

2.1.1 Industry Needs  

At the current time, suburban freight around Melbourne is carried exclusively by road carriers 
and traffic data indicates that approximately two thirds of all truck traffic into the Port/Dynon 
Precinct is container traffic. Some 12,000 vehicles per day travel to and from the Port Precinct 
each day from the West of Melbourne and 20-25% of these vehicles travel via the West Gate 
Bridge (source: PoMC). 

Many of the logistics providers are located within close proximity to the Port which provides for 
reduced travel costs and efficient transport movements to and from the Port. However, as 
population and traffic volumes increase, land values will also increase, leading to a potential 
relocation to new development areas further into the western precincts where land is cheaper. 

Logistics providers are generally in need of three key criteria to ensure their businesses remain 
effective: 

 Unfettered access to freight nodes through an efficient freight network; 
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 Sufficient capacity in network links and connections to meet growth requirements and 
minimise delays; and  

 Efficient and reliable travel times on the network to make the right choices to maximise 
the efficiency of the use of their assets. 

These issues are all critical to the cost of service delivery and are key aspects in the supply 
chain. Where failures in these elements occur, the results typically flow through to logistics 
operators, business and the community. 

To maximise the efficiency of the freight network, each of these elements need to be considered 
in relation to: 

 Current needs and capacities; 

 Future growth scenarios based on the implementation of the Project; 

 Future growth scenarios based on implementation of the Project plus future additional 
infrastructure (such as a connection to the Eastern Freeway) which may alter future 
modelling outcomes; and 

 Planned future land used in the Port/Dynon Precinct.  

The competitive nature of the industry drives the use of lowest cost options which align to direct 
routes with less kilometres travelled, unless, however, traffic impacts add time (and cost) to the 
journey. The use of off-peak times for many trips eliminates the traffic impacts and draws a 
focus on direct routes and use of freeways for longer delivery journeys. 

The focus on minimum trip time and lower cost (reduction of labour and fuel costs) are relevant 
to all aspects of the logistics industry and freight strategies can directly impact decision making 
and change traffic flows if cost inputs are altered. 

Travel times on the existing network typically drive the behaviours of logistics providers and can 
impact directions of travel and business outcomes. They are important to provide a basis for 
consideration of likely travel choices by the industry to and from their specific locations. 

2.1.2 Port of Melbourne Interface 

The Port of Melbourne is expected to significantly expand in container capacity between now 
and 2040. DP World and Patrick international container terminals are expected to increase their 
combined capacity from  TEU per annum, while Webb Dock could possibly 
increase capacity to  TEU per annum subject to the Port of Melbourne Lease 
transaction and the new operator of the Port.1 The relocation of the Melbourne Wholesale Fruit 
Vegetable & Flower Market to Epping frees up space for potential transport logistics use 
(depots, truck marshalling and empty container parks). 

Overall, truck movements at the Port Precinct are expected to increase significantly from nearly 
10,000 in 2012. 

As the Port of Melbourne plays such an important role in the economy of the State and as a 
gateway for South Eastern Australia, the interfaces with the Port form a key element of the 
freight network and are critical to support efficient practices within the logistics industry and 
international trade. 

Key issues required to support the Port operations include:  

 Sufficient modelled traffic capacity including the interface and consideration of 
mainstream passenger traffic; 

                                                   
1 Previous Port of Melbourne and Government studies (including VFLP) 
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There are additional empty container parks which are shipping company owned that are 
strategically placed near the Port (Mediterranean Shipping’s CC container park) or seeking 
alternative options in the Altona area (Maersk Line). 

As container volumes through the Port of Melbourne increase and land values rise in the Inner 
West, some of these businesses may be forced to relocate further west into other industrial 
precincts away from the Port of Melbourne. Traffic impacts will increase through distance 
travelled and number of trips. 

Additionally, the potential imposition of extra tolls or potential changes to truck curfews which 
increase transport costs may force businesses to relocate to more suitable locations. 

2.1.5 Container Size 

The long term trend in containerised freight is of increased mass tonnes based on stronger and 
more flexible equipment. The original 20 foot (6.1 m) containers were based on a 20 tonnes 
Gross Mass Limit (GML) and this has grown in standard international containers (ISO 
containers) to 30.480 tonnes GML for 20 foot containers. Forty foot (12.2 m) containers are 
usually loaded to a lighter GML due to the difficulty of loading longer standard containers. The 
GML for standard 40 foot containers is also 30.480 tonnes however some specialist containers 
now exceed this limit. 

Figure 3 20ft and 40ft containers - 30.480 tonnes 

 

Rail containers in the Australian domestic market vary in length up to approximately 53 feet 
(16.15 metres) and up to 34 tonnes GML. 

Figure 4 Rail containers GML 34 tonnes 

 

Additionally, an increasing trend for high cube containers (9 foot 6 inch high containers as 
compared with standard 8 foot 6 inch high containers) is emerging with the container trade 
market, which has particular impact on bridge clearance heights. 
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The trend towards heavier loads and greater capacity in containers aligns to the logistics 
industry needs for more efficient outcomes and a cost competitive advantage in a highly 
competitive industry. The increasing container weights coupled with efficiency measures leads 
to further innovation and trends towards changes in truck configuration (to carry larger 
containers) and  broader design advantages. 

2.1.6 Access for Larger Vehicles 

The increased tonnage and efficiency of larger truck configurations is a key issue and 
opportunity for the logistics industry and provides for reduced costs in the supply chains and 
subsequent improved international competitiveness. 

The increased use of larger truck configurations may be applied to new infrastructure as it is 
designed and built, however there will be a need to assess a balance between the cost of road 
and bridge capacities and the ability to utilise larger vehicles. Ideally the currently available 
vehicles should have access to the major industrial/logistics precincts inclusive of: 

 Trucks currently utilising the Port related network; 

 HPFVs (as indicated in Section 2.3.1); and 

 Selected vehicles under the Performance Based Standards (PBS) scheme. 

2.2 Freight Land Use 

The map in Figure 5 presents the current land uses in the Inner West. As displayed on this map, 
the Inner West area contains a wide range of land uses. The green areas identify residential use 
within the Inner West and this is surrounded by a mix of industrial and commercial uses which 
are displayed in orange and blue. 

In the coming years, it is anticipated that land use changes will push freight and port related 
businesses further west away from the Port of Melbourne. It is therefore vital that sufficient 
infrastructure is in place to facilitate the growing number of freight movements between the Port 
of Melbourne and the West. 

Within the municipality of Maribyrnong, there are an estimated 6,200 businesses and many of 
these businesses provide significant employment to local residents. The two largest precincts of 
Yarraville and Tottenham provide up to 9,000 jobs.2 

                                                   
2 www.maribyrnong.vic.gov 



 

GHD | Report for Department of Economic Development, Jobs, Transport and Resources - Western Distributor, 

31/329660 | 13 

Figure 5 Inner West land use 

 

2.2.1 Yarraville Precinct 

Urban renewal in the Inner West, namely the Footscray and Yarraville areas, is accelerating 
land use change and increasing the residential population. As a result, these developments are 
shifting the purpose of a number of local arterial roads, such as Buckley Street and Francis 
Street, altering with their current use as primarily truck routes.  

 Buckley Street is zoned mixed land use and is part of the Footscray Activity Centre. 
Maribyrnong City Council is developing the area as a medium density precinct, with 
apartments between two and six storeys being built along the length of road;  

 The redevelopment of the old Bradmill industrial site on Francis Street is expected to 
include a significant number of additional dwellings and sizeable retail and commercial 
development. This development, which may occur within the next decade, may include 
residential properties facing Francis Street, currently a major truck route. 

As the residential population grows along these roads, there will be an expectation from the 
community that amenity will not be as adversely affected by truck volumes. 

2.2.2 Tottenham Precinct  

The Tottenham Precinct has historically been more highly focused on industrial development, 
however, increased development to the west of Melbourne is increasing land prices in areas 
closer to the city. Adjoining areas to the north of Tottenham, including Sunshine, are increasing 
in value with further redevelopment and increasing pressure on industrial land use. 

Changes of this nature could also occur in the Tottenham Precinct in future years, driving a 
possible change to higher value land use and potential changes from the existing industrial 
environment. 
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Doubles on the road network in the late 1990s, the volume of freight transported by road has 
more than doubled (Moving More With Less – VicRoads). In order to accommodate the growing 
freight task and allow businesses to remain economically competitive in the marketplace, the 
State needs to support the adoption and wider rollout of HPFVs on the road network. 

2.3.1 HPFV Network 

HPFVs are heavy vehicles larger than a standard 26 metre B-double, capable of carrying larger 
and heavier loads. A HPFV, such as a super B-double (shown in Figure 7), has the ability to 
carry two 40 foot containers or four 20 foot containers compared with the three 20 foot container 
capacity of a B-double. 

Figure 7 Super B-Double example  

 

Current VicRoads guidelines limit the size and mass of HPFVs on the metropolitan Melbourne 
network to 30.0 metres in length and 68.5 tonnes in weight, while operations in regional Victoria 
are limited to 36.5 metres in length and 68.5 tonnes weight. In addition, there are also individual 
axle group mass limits which must not be exceeded. Transport operators can apply to operate 
HPFVs exceeding 68.5 tonnes and up to 77.5 tonnes with approvals granted on a case by case 
basis. 

HPFVs must also be approved under the national Performance Based Standards (PBS) 
scheme, participate in the Intelligent Access Program (IAP) and travel at no greater than 90 
km/h. 

Performance Based Standards (PBS) Scheme 
HPFVs are required to obtain permits from the National Heavy Vehicle Regulator (NHVR) 
before accessing the road network under the Performance Based Standards scheme. This 
scheme aims to achieve higher productivity and safety through innovative and optimised vehicle 
design. Vehicles are tested against 16 safety standards and four infrastructure standards to 
ensure that the vehicles are suitable for the road network and are safe. PBS approved vehicles 
are considered to be Class 2 Heavy Vehicles. 

HPFV Cubic Freight Network 

VicRoads have designated a Cubic Freight Network, which allows HPFVs with an overall length 
greater than 26 metres, provided the Gross Combination Mass does not exceed 68.5 tonnes. As 
the majority of road freight is volume-limited, increasing the maximum allowed length from 26 to 
30 metres allows more freight to be carried within the existing regulatory mass limits, increasing 
productivity without upgrading the strength of the road network. 

The Cubic Freight Network covers the majority of the State’s freeways including: 

 Princess Highway; 

 Western Freeway; 

 Calder Freeway; 

 Hume Freeway; 

 Monash Freeway; 
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 CityLink; 

 EastLink; 

 M80 Ring Road; and 

 The West Gate Freeway. 

A map of the HPFV Cubic Freight Network3 is included at Figure 8 below: 

Figure 8 HPFV Cubic Freight Network 

 

Approved Metropolitan HPFV Routes (Mass Based) 

VicRoads have additionally approved HPFVs on a number of routes (shown in Figure 9): 

 Super B-Doubles up to 30 metres in length and 77.5 tonnes GVM between the Port of 
Melbourne and the Somerton intermodal rail terminal (based on a trial of HPFV traffic); 

 Super B-Doubles up to 30 metres in length and 77.5 tonnes GVM between the Port of 
Melbourne and Tottenham (Rocke Brothers and FBT Transwest); 

 B-Triples up to 33.5 metres in length between the Ford Motor Company’s Geelong and 
Broadmeadows plants; and 

 Super B-Doubles between the Port of Melbourne and Dandenong South (Wettenhalls 
Logistics Specific Permit). 

                                                   
3 VicRoads Heavy Vehicles Moving More with Less.pdf  
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Figure 9 HPFV Mass Based4 Routes 

 

Container Vehicle Network (Local Port of Melbourne Traffic) 

A Container Vehicle Network (for local Port of Melbourne traffic) provides for the movement of 
containers on larger configuration vehicles within defined routes around the Port and providing 
connection between the Swanson and Webb Dock Precincts operated by the Port of Melbourne. 
On this network, 30 metre HPFVs (Super B-doubles) with a gross vehicle mass of up to 109 
tonnes are licensed to travel between Webb Dock, the Dynon Rail Precinct and the Swanson 
Precinct via Footscray Road, Wurundjeri Way, Lorimer Street and Todd Road, as shown in 
Figure 10. 

                                                   
4 VicRoads Heavy Vehicle Moving More with Less plus permitted movement (dotted line)  
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Figure 10 Container Vehicle Network (local Port of Melbourne traffic5) 

 

2.3.2 HPFV Network Restrictions 

The existing road network does not allow for the optimised use of HPFVs due to the inherent 
restrictions in place. These include restrictions to vehicle mass and height, as well as authorised 
travel routes in the form of curfews, outlined in further detail below. 

Mass Limitation 

As discussed above, Victoria’s existing B-double network is suitable for the general operation of 
vehicle combinations with an overall length of up to 26 meters and a Gross Combination Mass 
of up to 68.5 tonnes, with limited HPFV approved routes allowing vehicles of up to 77.5 tonnes 
(mass based on specific permits) to operate on the metropolitan road network.  

The mass based network is relatively limited compared to other states such as Queensland, in 
which combinations at 85.5 tonne GVM are allowed to operate from Toowoomba to the Port of 
Brisbane; 85 tonnes is considered to be the optimum design weight for A-doubles. 

Much of Victoria’s existing bridge infrastructure is over 30 years old, and is subject to weight 
restrictions. When restrictive weight limits are placed on bridges, it forces freight trucks to detour 
to less efficient routes or split loads to smaller less efficient trucks, and reduces business and 
industry productivity. 

                                                   
5 www.vicroads.vic.gov.au 
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Increasing Traffic Congestion 

Figure 15 provides a strategic traffic model plot of forecast 2031 AM Peak period volume to 
capacity ratios, with over-capacity links highlighted in orange and red. The majority of roads are 
expected to be over-capacity by 2031, with V/C ratios above 0.8. The increase in traffic volumes 
experienced on the Inner West road network is expected to increase the length of delays and 
cause peak spreading.  

The plot indicates that: 

 The West Gate Freeway is reaching over the current prescribed capacity; 

 This is impacting the adjoining arterial roads, with the M80 and Princes Freeway 
indicating over capacity volumes to  the west of the West Gate Freeway; 

 Geelong road indicating volumes at over 80% of prescribed capacity in this period in the 
area near to the West Gate Freeway; and 

 A build-up of traffic on feeder roads to the West Gate Freeway at: 

– Grieve Parade; 

– Millers Road; and 

– Williamstown Road. 

Increased development in the western suburbs of Melbourne and rising general traffic volumes 
are anticipated in future years, which in turn places greater pressure on the overall network and 
results in further congestion unless measures are implemented to ease the impacts. 

Figure 15 2031 Base Case – AM Peak (7am-9am) Volume/Capacity Ratios 
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2.5 Existing Freight Movements 

This section summarises existing freight movements in the Inner West study area. Data has 
been sourced from a number of different publically available documents including: 

 Port of Melbourne and Dynon Rail Terminals 2009 Container Logistics Chain Study; 

 Port of Melbourne Traffic Surveys (2013); and 

 VicRoads Inner West Truck Surveys (2014).  

2.5.1 Overall Industrial Precinct Overview 

The western and northern industrial and freight precincts play a significant part in Melbourne’s 
trade and economic fortunes providing freight staging and distribution locations relatively close 
to the port, the city centre and major arterial roadways for citywide distribution. 

Suburban locations are the destination for 87% of imports through the Port of Melbourne6 with 
traffic data indicating 73% of traffic specifically from the Port/Dynon Precinct moves to and from 
the western suburban areas7. Industrial and logistics precincts to the west also include the 
majority of Melbourne’s empty container parks which stage and return these containers to the 
Port. These empty containers form the largest category of exports from the Port of Melbourne 
(approximately a third of all exports in 2013/14). 

The major industrial and logistics precincts identified throughout this report are: 

 The Tottenham Precinct (including areas west of Williamstown Road and inclusive of 
Brooklyn); 

 The Altona Precinct (including Laverton); 

 The Outer West Precinct (including Laverton North, Truganina and Derrimut); and 

 The Yarraville Precinct – a mixed use precinct area with industrial and residential areas 
(including the area west of the Maribyrnong River and east of Williamstown Road. 

The northern industrial/logistics precincts at Airport West and Somerton are also relevant to 
these issues as they often utilise the Western Ring Road and the West Gate Freeway to access 
the Port Precinct. 

These precincts are outlined on the map included at Figure 16 below 

                                                   
6 PoMC 2009 O/D study 
7 PoMC 2012  Traffic studies  
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Figure 16 Western and Northern Industrial Precincts 

 

The West Gate Bridge currently carries around 24,000 to 28,000 trucks per day (approximately 
12 per cent of total traffic volume). On the Inner West arterial road network, trucks represent 
between 10 to 30 per cent of total traffic, with roads often carrying around 2,000 and 3,000 
trucks per day. Trucks travelling along these roads are often at conflict with the residential land 
uses in the area. 

Truck impacts on the Inner West arterial roads have raised amenity issues for residents and 
curfews have been placed on several routes including Francis Street, Somerville Road, Hyde 
Street, Whitehall Street and Moore Street. 

Whilst approximately half of all truck trips within the Inner West are through trips and have no 
purpose within the Inner West, there are a significant proportion (e.g. up to 45 per cent of all 
truck trips along Francis Street) that have an origin or destination directly west of Geelong 
Road. For these trucks, routes via Francis Street, Somerville Road, Buckley Street or Moore 
Street represent the shortest and most direct route to the Port of Melbourne. Existing truck 
volumes are presented in Figure 17 below. 
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Figure 17 Existing truck volumes in the Inner West (over 24 hours) 

 

There are approximately 10,000 to 12,000 trucks per day that cross the Maribyrnong River at 
either Footscray Road or Dynon Road (two-way). Figure 18 presents the distribution of routes 
that these trucks choose to use across the Inner West arterial roads. 

Figure 18 Existing Distribution of trucks crossing the Maribyrnong River 
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2.5.2 Specific Precinct Outlooks  

Dynon Precinct 

While the Port of Melbourne is a key focus for traffic movements, the Dynon Precinct (north of 
Footscray road between the Maribyrnong River and Dudley Street and incorporating areas north 
of Dynon Road) include rail facilities and significant truck movements. This precinct includes two 
major rail terminals for interstate and regional trains, rail maintenance, storage and support 
services including maintenance trucks for the metropolitan rail network.  

The rail terminals operate in a different market from the Port and move in excess of 500,000 
interstate containers each year with possible growth in future years. Interstate rail containers are 
often larger than ISO import /export containers and extend up to approximately 53 feet (16.15 
metres) with gross mass up to 34 tonnes compared to port related containers at 30.5 tonnes. 
The major South Dynon terminal also distributes steel products from trains to local business and 
the Port for export. 

In addition, this precinct includes logistics industry depots to the west of the precinct (staging 
road trips for port and rail traffic), provides heavy loads for rail maintenance (rail wheels and 
bogies) and generates both employment and maintenance traffic in the area. An area of 
industry north of Dynon Road operates mainly lower value repair and industry support 
businesses. 

Some areas of this precinct are transitioning through a change of land use and future planning 
allows for change and redevelopment in the area: 

 The market site in Footscray Road has now transferred from this site to the north of 
Melbourne providing the opportunity for a change in land use; 

 A rail steel terminal north of Footscray Road between Dudley Street and the Moonee 
Ponds Creek has now closed and this area coupled with other rail land will be 
redeveloped under the E-Gate project. This area will be accessed via Footscray Road 
from a mixed use development of residential and commercial (e.g. office based functions) 
over the next 2-5 years; 

 most of the rail based  facilities are planned to remain in the precinct with key corridor 
access to the city and associated trains storage, maintenance and fuelling  facilities in the 
precinct; and 

 The future of the rail terminals in the area remains subject to further planning 
assessment, however there are options for relocation of these major traffic generators 
from the precinct in the future. These changes would be subject to the development of an 
alternative site to the west of Melbourne (Western Intermodal Freight Terminal – WIFT). 

The Dynon Precinct remains an option for major transport corridor access routes to support the 
future needs of a growing city and the Port area.  

Whitehall Street and Hyde Street Light Industry 

A large proportion of the light industrial land uses between Hyde Street and the Maribyrnong 
River in the Footscray / Yarraville area are Port related businesses, as shown in red in Figure 
19. The Port of Melbourne has significant land holdings in the area, which are leased to freight 
and logistics businesses on long-term leases. 

Land uses include seafood related businesses, an empty container park, sugar refining and 
plasterboard manufacturing, with associated inputs from the Port and distribution links around 
Melbourne for finished products. 
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As the majority of the land west of the Maribyrnong River is owned by the Port of Melbourne, it 
is expected that there will be no significant changes to land use zoning within this area in the 
coming years. 

Figure 19 Whitehall Street and Hyde Street light industry 

 

Yarraville Precinct 

The Port of Melbourne, Holden Dock, located on the western bank of the Maribyrnong River 
south of Francis Street is a bulk liquid import and export terminal. This dock provides ship to 
shore transfer of bulk liquids through a series of pipelines to the Mobil/Shell and Caltex fuel 
storage facilities on Francis Street and Hyde Street respectively and other facilities in Altona, 
and Somerton dependent on pipeline connections. 

The Port of Melbourne Berths also feed products for plasterboard manufacturing and sugar 
refining with associated finished product freight movements from the plants. An overview of the 
Yarraville Precinct is shown in Figure 20. 
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Figure 20 Yarraville Precinct overview 

 

The Mobil/Shell and Caltex fuel storage depots generate a significant amount of fuel tanker 
traffic which distribute fuels across Melbourne. Traffic counts in the area indicate over 1400 
movements in the Francis Street area.8 These vehicles generally utilise access along Hyde 
Street and Francis Street to Williamstown Road for access to major freeways and arterials for 
their distribution task. 

The increasing volume of petroleum products imported through the Yarraville precinct is 
expected to increase the volume of tankers travelling along the Inner West road network. These 
tankers are currently exempted from night curfews on Francis Street.  

  

                                                   
8 Inner west traffic surveys 2013. 
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Tottenham Precinct 

The Tottenham Precinct is a longstanding industrial area in the Inner West approximately 12 km 
west of the CBD, as shown in Figure 21. The Tottenham Precinct is fundamental to the 
economy of the western region of Melbourne by providing employment and business 
opportunities. 

Figure 21 Freight industry in Tottenham Precinct 

 

The Tottenham Precinct’s proximity to the Port of Melbourne results in the industrial node 
playing a significant role in supporting the economy of metropolitan Melbourne and has led to a 
proliferation of transport related industries, such as empty container parks, storage and 
distribution centres. Other industry includes manufacturing, light industry and retail. Additionally, 
the proximity to the inner city also results on pressure from surrounding residential areas and 
increasing land prices. 

Dissected by a rail corridor, as well as major roads, the Tottenham Precinct is separated into a 
number of zones. As a result, each zone has a varying level of accessibility to the West Gate 
Freeway and subsequently different preferred routes to the Port. 

2.6 Recent Transport Studies 

Melbourne’s Inner West has been the focus of several major transport and land use projects 
over recent years (see list below). 

It is acknowledged that whilst each of these studies and projects have had different objectives 
and findings, they have each in some way helped to establish a clear understanding of the 
context affecting the movement of trucks and residential amenity in Melbourne’s Inner West. 
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Some of these projects have been delivered, some have been committed for delivery and 
others, whilst neither delivered nor committed, have undertaken baseline investigations that are 
of relevance to the Inner West. 

The recent studies and projects that may influence the movement of freight within the Inner 
West include: 

 2015 – Western Distributor (Transurban) 

 2015 – West Gate Distributor (VicRoads) 

 2015 – Port of Melbourne Transaction (Department of Treasury & Finance – Port 
Transaction Unit) 

 2014 – East West Link – Western Section (Moving Victoria - Roads Office) 

 2014 – Western Interstate Freight Terminal (Department of Economic Development, 
Jobs, Transport and Resources) 

 2014 – Inner West Truck Surveys (VicRoads) 

 2013 – Port Truck Origin-Destination Surveys (Port of Melbourne Corporation) 

 2012 – Metropolitan Intermodal System (Department of Economic Development, Jobs, 
Transport and Resources) 

 2010 – WestLink (Linking Melbourne Authority) 

 2009 – Truck Action Plan (VicRoads) 

 2008 - East West Link Needs Assessment (Eddington) 

Further detail of the above studies is provided in Appendix A.  
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3. Western Distributor project 
3.1 Overview 

Under the State Government’s market-led proposal framework, Transurban, the operator of 
CityLink, has proposed the Western Distributor project. The new tolled link is proposed to 
connect the West Gate Freeway to the Port of Melbourne, CityLink and the Central Business 
District. 

In response to Transurban’s proposal, the State Government has developed a State Preferred 
Concept for the Western Distributor project. This concept is the design which the Transurban 
proposal can be benchmarked against. 

Key features of the State Government business case concept are illustrated in Table 3 below. 
An overview of the State Government business case concept is presented in Figure 22 below.  

The business case was undertaken to inform government of the merit of investment in the 
Project. The scope of the Project presented in this report should not be considered to be the 
finalised scope for the Project. This scope was developed in order to have a reasonable basis 
on which to develop a range of assessments as part of the typical business case development 
process. This includes cost estimates, economic assessments and traffic impacts to name but a 
few.  

Should this project proceed past the business case stage, the State will undertake a more 
exhaustive consultation and engagement process on all aspects of the project scope to ensure 
that all appropriate and relevant views have been considered before refining any scope through 
a detailed, inclusive and transparent planning approval phase. 
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Figure 22 - Western Distributor – State Business Case Concept 
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4. Assessment of Freight Network 
Impacts 
The proposed Project aims to provide a series of benefits to the freight industry with aligned 
improvements to local residential street amenity. Freight movements have a strong relationship 
to industrial precincts where storage, freight and logistics facilities are often located, providing 
services to the local manufacturing industry and distribution of goods to the broad population. 
Links to the Port of Melbourne are also critical to supplying industry and distribution needs, as 
well as for regional exporters. 

The provision of a direct link from the West Gate Freeway to the Port of Melbourne (via the 
Western Distributor tunnel) would diminish the need for trucks to access local streets from 
Williamstown Road to and from the Port. This would reduce through traffic in residential areas 
on Somerville Road and Francis Street to local traffic with improved amenity for residents. 

Freight traffic travelling from the outer industrial/freight precincts in Altona, Laverton, Airport 
West, Somerton and regional Victoria travelling along the West Gate Freeway would continue 
on to the Western Distributor tunnel, with direct access to the Port, improved travel times and 
increased reliability. 

Freight traffic travelling to the inner north of Melbourne through this area, could choose between 
options of the Western Distributor or CityLink to access connecting arterials. 

Freight traffic from inner industrial/freight precincts of Tottenham, Footscray and Yarraville 
would also benefit, although potentially not to the same extent, with further detailed assessment 
of local zones within these precincts required to assess more specific impacts and outcomes of 
the project. Further detail on these areas is included in the sections below. 

4.1 Impact on Freight Industry Trends 

The Western Distributor project provides improved access and redundancy for logistics 
operators in the west of Melbourne including: 

 The outer west industrial precinct; 

 The Altona industrial precinct; 

 Regional traffic from the west; and 

 Northern industrial precincts at Airport West and Somerton using the West Gate Freeway. 

Figure 23 below indicates the industrial/freight precincts which are relevant to the western road 
access to the Port Precincts and inner Melbourne. Freight travelling from all of these locations 
will all benefit from: 

 Improved direct access to the Port; 

 HPFV (mass) access to the Port Precinct; 

 Increased capacity on the West Gate Freeway and reduced delays/congestion resulting 
from this capacity increase; and 

 Faster and more reliable travel times to the Port avoiding the need to travel through local 
streets and controlled intersections. 

Dependent on roadway tolls and total travel times, freight from the northern precincts of Airport 
west and Somerton may choose between the M80/West Gate Freeway and Tullamarine 
Freeway/CityLink routes in the future. 
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Figure 23 Industrial/freight precincts relevant to western road corridor 

 

In Figure 23 above, the outer precincts (coloured brown) typically utilise the West Gate Freeway 
as a main arterial corridor. Based on the current Project scope and known traffic 
conditions/surveys, the implementation of the Western Distributor project will potentially improve 
travel times to/from the Port Precinct to destinations along the West Gate Freeway and to areas 
to the west of the city, thus resulting in greater use and benefits for industrial/freight precincts to 
the outer west and the north. 

The inner precincts of Tottenham and Yarraville link to the Port of Melbourne and distribution 
locations through the local arterial roads of Francis Street, Somerville Road, Buckley Street and 
More Street. As a result, the inner precincts may not be to gain the same project benefits as 
outer precincts, with access to the Western Distributor route potentially a comparative or longer 
route than their current direct options to the Port and key destinations. 
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Figure 24 General freight flows to/from Port 

 

Operators in the southern areas of the Tottenham Precinct will compare the benefits of HPFV 
and direct access via the Western Distributor (including a potential toll) with direct access 
through local streets (with no toll). Operators in the northern areas of Tottenham with an 
additional travel distance are unlikely to see the benefits of backtracking to the freeway 
compared to the direct route. 

Yarraville operators transporting materials to the west will benefit from direct connection to the 
West Gate Freeway via new Hyde Street ramps, however, journeys to the east will need to take 
the existing route via Francis Street or divert to a Footscray Road alternative. 

In many cases freight operators within these precincts will continue to seek the same direct 
routes through local streets and residential areas as these provide the lowest cost operations for 
their businesses.  

A key reason for the location of empty container parks in these areas is the proximity to the Port 
of Melbourne with a short direct journey to the port for empty container returns to ship for export. 
Likewise fuel depots in the Yarraville area are located near Holden Dock fuel imports for 
pipeline connections to storage areas, as a base for metropolitan and regional distribution. 

Further examination of impacts for these two precincts are included below. 

4.1.1 Tottenham Precinct  

Assessment of the Tottenham Precinct will identify industrial areas, by individual “zone” (Figure 
25), exploring their comparative travel distance and indicative trip times to establish likely travel 
patterns based on cost implications to the operator. 

The industrial areas of the Tottenham Precinct are located north of the West Gate Freeway 
alongside Geelong Road and separated by the Tottenham to Newport rail line which has level 
crossings at Francis Street and Somerville Road. 

The rail line and major road connections in the precinct impact the areas of access to the road 
network with effective zones of access spread across the precinct. The zones indicated in 
Figure 25 below indicates how internal roads in the precinct direct traffic access to the road 
network. 



42 | GHD | Report for Department of Economic Development, Jobs, Transport and Resources - Western Distributor, 31/329660  

Figure 25 Tottenham Precinct Access Zones 

 

The road access connections indicated in red highlight, potential activity zones within the 
Tottenham Precinct and names and are aligned to their major access route to the road network. 
The operators within each of these zones may choose different alternative routes to the 
Port/Dynon Precinct as a result of their individual needs and locations. 

Each of these zones has been assessed on the basis of travel distances and routes to the port 
and these are indicated in Figure 26 to Figure 31. 
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Figure 26 Tottenham Industrial Zone 1 to Port 

 

Figure 27 Tottenham Industrial Zone 2 to Port 
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Figure 28 Tottenham Industrial Zone 3 to Port 

 

Figure 29 Tottenham Industrial Zone 4 to Port 
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Figure 30 Tottenham Industrial Zone 5 to Port 

 

Figure 31 Tottenham Industrial Zone 6 to Port 

 

Table 4 describes the access options for zones within the Tottenham Precinct, with green 
highlighting the fastest/shortest option and orange the second fastest/shortest option.  

The indicative findings suggest that travel to the Port via Western Distributor is unlikely to be 
considered the most efficient route from most zones in the Tottenham Precinct, however, it is 
seen to be more efficient than travel via Moore Street in southern and western zones of the 
precinct. 
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Travel via Buckley Street or Moore Street routes are the most efficient route to the Port from the 
Tottenham Precinct and are not impacted by a potential toll. However, Buckley Street is height 
restricted for 9’6” containers and high volume HPFV’s. 

The imposing of curfews to the existing routes would impact the preferred travel routes. 

 

 



 

GHD | Report for Department of Economic Development, Jobs, Transport and Resources - Western Distributor, 31/329660 | 47 

Table 4 Summary Tottenham zone access options and indicative route travel times 

 

Note: Travel times presented here are indicative only and are not based on observed travel time surveys. 
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4.1.2 Yarraville Precinct 

The Yarraville Precinct is also an area where further examination is required in view of potential 
increases in the fuel storage requirements in the Francis Street /Hyde Street areas. 

As with the Tottenham Precinct, assessing specific zones in the precinct will provide further 
information on potential travel distances and times. There is also a need to evaluate route 
options and impacts for fuel tankers in the Yarraville Precinct under different scenarios. While 
the ramps to the West Gate Freeway will provide direct access to the west avoiding potential 
curfews and restrictions, distribution of fuel applies across the metropolitan area and eastbound 
traffic will need to find a relevant route option. 

Eastbound routes are likely to include Hyde Street and Footscray Road to Wurundjeri Way and 
City Road avoiding the restriction of placarded vehicles through the CityLink tunnels to the east. 
These options are illustrated in Figure 32 assessed on the basis of travel distances and routes 
to the Port and summarised in Table 5. Assessment of these options can provide the basis of a 
strategic case. 

Figure 32 Yarraville access options with Western Distributor 

 

Table 5 Summary Yarraville access options and indicative route travel times 
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4.3.1 Base Project – Western Distributor (no changes to curfews) 

This section summarises the estimated impacts of the Western Distributor, with no new truck 
curfew interventions. 

Based on the December 2013 Inner West Truck Survey, in total, of the 11,124 trucks travelling 
across the Maribyrnong River at Footscray Road or Dynon Road, between 2,413 (22%) to 2,754 
(25%) of all trucks had no origin or destination in the Inner West, or in Tottenham, and were 
assumed to be on a journey towards the M1 corridor. It is noted that approximately 8 per cent of 
all trucks travelling across the Maribyrnong River were recorded as tanker trucks. 

Based on this data and project modelling, it is assumed that the volume of trucks that could 
redistribute to the Western Distributor is up to 22 per cent.  

Figure 33 depicts the redistribution of trucks away from the local road network and onto the 
Western Distributor.  

For example, of the trucks that previously (i.e. without Western Distributor) crossed the 
Maribyrnong River, 14 per cent originated from or were destined for Williamstown Road. With 
the Western Distributor built, modelling indicates that this could potentially fall to as low as 5 per 
cent of all trucks that crossed the Maribyrnong River at Footscray Road or Dynon Road.  

Figure 33 – Estimated truck redistribution from Western Distributor (with no 
additional curfews) 

 

Hyde Street Ramps 

Fuel tankers from the Mobil, Caltex and Shell terminals that travel via Hyde Street, Francis 
Street and Douglas Parade are currently exempt from night-time truck curfews and often travel 
along Francis Street and Williamstown Road to access the West Gate Freeway. As placarded 
loads would not be permitted in the Western Distributor tunnel, under this arrangement tankers 
would continue to use the local road network. 

The Western Distributor project will include a direct connection between the West Gate Freeway 
and Hyde Street, allowing over-height and placarded trucks to travel between industry along the 
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Maribyrnong River and the western suburbs without travelling through residential areas. These 
ramps would provide a direct route to the west for trucks with origins or destinations along 
Whitehall Street or the fuel refineries on Hyde Street. 

Figure 34 presents an overview of the Hyde Street connection, showing the existing route 
between the fuel refineries and the west and the proposed future route using the Hyde Street 
ramps. 

Figure 34 – Proposed Hyde Street ramps 

 

Traffic modelling undertaken by VLC for the Western Distributor indicates that the proposed 
Hyde Street ramps would carry between 800 and 1,200 trucks per day. 

Based on the December 2013 Inner West Truck Survey, there were 1,442 trucks observed 
using Hyde Street south of Francis Street over a 24 hour period, of which 67 per cent were fuel 
tankers. Thirty per cent of the trucks observed on Hyde Street had an origin or destination at 
Williamstown Road south of Francis Street and are likely to have travelled along the West Gate 
Freeway. It is anticipated that a high proportion of these trucks are likely to use the Hyde Street 
ramps. 

At Williamstown Road south of Francis Street, there were 4,777 trucks observed over the 24 
hour period, of which 17 per cent were fuel tankers. A sizeable proportion of these tankers are 
also likely to use the Hyde Street ramps to travel directly between the refineries and the west. 

However, as the ramps only provide connectivity to and from the west, the Hyde Street ramps 
would not provide an alternative route for fuel tankers travelling to/from the east or north of the 
city along the West Gate Freeway. These trucks would have to continue to use Francis Street 
and Williamstown Road to travel east, or use Footscray Road and CityLink or Wurundjeri Way 
to access areas to the north and east of Melbourne. Figure 35 below indicates available options. 
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Figure 35 Yarraville Precinct route options 

 

4.3.2 Base Project - Inclusive of Curfews on Somerville Road and Francis 
Street 

To achieve further reductions in truck volumes from the Inner West, additional curfews may be 
required.  Providing full-time truck curfews on Francis Street and Somerville Road is considered 
to provide an equitable balance between the needs of the freight industry and the amenity of the 
local community. 

A full time truck ban on Somerville Road and Francis Street provides additional controls which 
can limit truck traffic and further enhance amenity in the area. These curfews consist of: 

 Full time truck bans on Somerville Road between Geelong Road and Hyde Street; and 

 Full time truck bans on Francis Street between Roberts Street and Hyde Street. 

Based on the results of the December 2013 Inner West Truck Survey, it is estimated that a 24/7 
truck curfew on Somerville Road is likely to remove between 61 to 75 per cent of all trucks on 
Somerville Road. On Francis Street, a full time curfew has the potential to remove between 51 
and 72 per cent of all trucks using Francis Street, as presented in Figure 36. 

The remaining trucks anticipated to use Somerville Road and Francis Street are likely to have a 
local origin or destination along these roads, or may take greater than 30 minutes to complete 
the trip, indicating that the truck may stop for a period of time along the route, possibly to pick up 
or deliver goods (as per current observations from the Inner West Truck Survey). 

Of the trucks removed from Somerville Road and Francis Street, it is estimated that up to 76 per 
cent of the trucks could redistribute to the Western Distributor.  The further 24 per cent split 
across other routes such as Buckley Street and Moore Street, which are likely to have 
originated from the Tottenham Precinct.  

In total, by implementing full-time truck curfews on Somerville Road and Francis Street, it is 
estimated that approximately 28 per cent of all trucks that crossed the Maribyrnong River at 
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Dynon Road or Footscray Road would redistribute to the Western Distributor, as presented in 
Figure 37. 

Figure 36 – Reduction in truck volumes on Somerville Road and Francis 
Street due to full time truck bans 

 

 

Figure 37 – Estimated truck redistribution from Western Distributor with 
additional curfews 
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4.3.3 Full Time Truck Bans on the Inner West Road Network 

This section considers the potential impact of full-time truck curfews across Francis Street, 
Somerville Road, Buckley Street, Moore Street and Williamstown Road. 

It is estimated that approximately half of all trucks that travel within the Inner West have no 
origin or destination within the Inner West9. It follows that approximately half of all trucks that 
were observed to have no purpose within the Inner West (including those with an origin/ 
destination in Tottenham) could potentially be removed from the Inner West local road network if 
full time truck bans were implemented across Francis Street, Somerville Road, Buckley Street, 
Moore Street and Williamstown Road. Such trucks would then be forced to redistribute 
elsewhere. 

Assuming full compliance with the truck curfews, the majority of the trucks removed from the 
Inner West road network may redistribute to the West Gate Freeway and CityLink corridors, 
including many of the Tottenham-related trucks.  

However, Tottenham-related trucks would no longer have a direct route to the Port of 
Melbourne, with trucks travelling between Tottenham and the Port having to take a longer, more 
costly route by initially backtracking south-west towards the West Gate Freeway. Consequently, 
it is likely that there will be less than full compliance with an Inner West full-time truck ban. As a 
full truck ban on Inner West roads increases the distance travelled and travel times for trucks 
traveling between the Tottenham Precinct and the Port of Melbourne, some drivers may choose 
to ignore the ban due to the more direct route offered by the local arterial road network.  

Consideration of options for the management of trucks with a destination in the Inner West 
Precinct (e.g. Yarraville/Spotswood fuel storage facilities) would also need to be assessed as to 
whether they would continue to be exempted from these curfews.  

While direct access to and from the West Gate Freeway would be provided via Hyde Street 
ramps for traffic travelling to and from the west, eastbound traffic would continue to seek the 
most direct access to the Freeway via Francis Street and Williamstown Road to travel across 
the West Gate Bridge. 

The options for consideration could include: 

 Continuing an exemption for fuel tankers in the Yarraville/ Spotswood area from curfews 
in Francis Street enabling fuel tankers seeking access to the east to use this route to the 
West Gate Bridge; and 

 Enforcing a total 24/7 ban on Francis Street and Somerville Road resulting in eastbound 
tankers from the Yarraville area travelling via Whitehall Street, Footscray Road and 
CityLink or Wurundjeri Way to City Road (as placarded loads tankers do not have access 
to the CityLink tunnels). 

The reduction in fuel refining facilities in Australia in recent years could also potentially impact 
this scenario and fuel companies in the Yarraville/Spotswood area if a similar trend occurs in 
Victoria, and this may lead to the need to increase storage capacity in the area with a resulting 
possible increase in truck trips originating from this area in the future. Further information of 
forecast volumes will be necessary to provide a full basis for decision making in this area.  

This is discussed further in Section 5. 

4.3.4 HPFV Network Improvements 

The current network capabilities for HPFV traffic is largely focussed on light freight and empty 
containers with an ability to travel to most areas of the Melbourne road network. Mass based 

                                                   
9 Inner west traffic surveys 2013  
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options are restricted to permitted movements supported by Performance Based Standards 
(PBS) scheme technology assessments. 

As part of the development of the Western Distributor project, all new structures constructed for 
the Western Distributor will be built to SM1600 and all existing bridges along the West Gate 
Freeway between the M80 interchange and Williamstown Road will be strengthened to 75 per 
cent of SM1600, which will accommodate up to 110 tonne loads. These network improvements 
will allow direct Port Precinct access to the Swanson Dock area for mass based HPFVs 
travelling from industrial precincts to the north and west of Melbourne including access via the 
Western and Princes Highways. 

This provides an incentive for freight operators to invest in HPFV vehicles with increased 
capabilities and efficiency. The scope of access provided by these changes will provide logistics 
operators with the flexibility to utilise the vehicles for a range of tasks, including, but not 
exclusive to Port of Melbourne based trips.  

Cubic based HPFV vehicles will be able to choose between route options across the West Gate 
Bridge or via the Western Distributor tunnel, while mass based HPFVs will use the Western 
Distributor tunnel as they will remain restricted in access to the West Gate Bridge. However, a 
significant percentage of the loads to and from the Port will be able to access via the West Gate 
Bridge as average container weights remain within existing mass limits. 

A mass based HPFV wishing to access the Webb Dock area will need to use the Western 
Distributor Tunnel and the Bolte Bridge or Wurundjeri Way to reach the Webb Dock area. 

The Western Distributor increases the opportunity to use HPFVs and as a direct result improves 
the productivity of the freight network by allowing the movement of greater freight volumes with 
fewer movements.  This will prove increasingly important as the port capacity expands through 
growing trade and the expansion of the Webb Dock, as well as the trend for greater freight 
travel distances as industrial land relocates further from the port 

4.4 Impact on Freight Network Resilience  

The Western Distributor project will provide improved network resilience in the western areas of 
Melbourne providing an additional access across the Maribyrnong River and an alternative to 
the West Gate Bridge access to the city and north of Melbourne.  

Increased capacity on the West Gate Freeway will address some delay issues in travel times, 
particularly at the western end of the West Gate Freeway where access capacity has been 
stretched during peak periods. 

The alternate routes provided by the Western Distributor will provide increased options during 
periods of disruption or where accidents restrict or constrain roadway use, effectively a bypass 
of the West Gate Bridge would be available in an accident scenario on the bridge. 

The Western Distributor’s contribution to improved network resilience for the freight industry 
includes: 

 Provision of a viable and efficient alternative crossing of the Maribyrnong River to the 
West Gate Bridge; 

 Provision of an alternative for city traffic and east/west freight traffic; 

 Spreading of traffic build ups from the west across a broader spectrum of road access; 

 Collection of city and westbound traffic to filter this to the West Gate Freeway rather than 
running through Inner West streets; 

 Provision of network redundancy for east to west access including during periods of 
disruption and incidents; 



56 | GHD | Report for Department of Economic Development, Jobs, Transport and Resources - Western Distributor, 31/329660  

 Reduce the reliance of access through inner suburban streets for trucks working in the 
industrial areas of Newport and Footscray; and 

 Ramps to the Hyde St area to provide a direct access to the West Gate Freeway to the 
west. 

4.5 Impacts of Road Tolling on Freight 

In general, logistics operators will select or optimise transport routing according to a commercial 
balance of cost, vehicle productivity time, and client (beneficial freight owner) service (pick-
up/delivery) needs.  

The trip cost for a truck on a particular route will be a function of distance, time (average speed), 
per km running costs, any direct charges associated with the route (such as tolls or permit 
costs), and the allocation of equipment capital costs and fixed overheads which depend upon 
the daily productivity of the vehicle (average number of paid trips per day). 

In the case of a freight road network comprising only freeways, then the likely behaviour of the 
logistics operator will be to choose the route with the least cost impact: 

 If a route is both the shortest and quickest then this will clearly be seen as the optimal 
choice. 

 If a shorter route has a longer transit time or a longer route has a shorter transit time, then 
route choice behaviour will be driven by the overall trip cost trade-off between distance 
and time (which means productivity). 

When a route or sections of a route include tolled roads then this cost component will be added 
to the trip cost calculation.  That is, the levels of tolling charges will have certain demand 
elasticities which will either deter or encourage route choice by a logistics operator.  

There is likely to be a tipping point of tolling where a logistics operator will seek an alternative 
(freeway or cheaper tolled) route trading off an extra distance and time with savings in toll 
charges. If a tolled road or section allows for time savings compared with a freeway alternative 
then effectively the ideal tolling charges would be up to the breakeven point of time savings 
versus the toll cost. 

Similarly, the toll trade-off decision made by logistics operators is also influenced by the stop-
start nature of the arterial road network, whereby trucks running on arterial roads with multiple 
signalised intersections will need to stop and then work their way back up the gears before they 
have to stop again at another signalised intersection, again incurring a higher operating cost 
compared to those on a freeway environment.  Consequently, a tolled freeway may represent 
better value for money for some truck fleet operators. 

Single Trip or Multi Trip Tolls  

Another driver of logistics operator route choice in a tolled situation is whether the tolling is 
direct trip related or for a fixed (day) period. In the case of a trip charge, the impact of the 
charge cannot be reduced by the logistics operator. However, in the case of a day (fixed period) 
charge, the logistics operator can reduce the per trip cost by being more productive, i.e. with 
multiple trips during the charge period.  

A reasonable fixed period charge for a logistics operator regularly using the route during the day 
is likely to have less impact (elasticity effects) than a direct trip charge (unless it offers 
significant net savings for the operator over an alternative roadway option). 
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Incentives for Use 

A key element of tolling options is to establish a pricing level which provides an incentive for 
use. This required assessment of the total network and origin and destination examples where 
journeys are balanced in time saving and pricing with a positive outcome for the user.  

The alternative positioning of “no other alternative routes” provides every incentive for users to 
investigate alternative options which may not be intended in the infrastructure design. 

Specific Examples of Potential Trips and Impacts  

 Container park bulk delivery runs to the Port of Melbourne are an obvious example where 
a larger truck option with multiple runs using a 24 hour fixed day rate can be incentivised 
by the opportunity to pay one toll and use the route 4-6 times in a 24 hour period. The 
cost of the toll reduces with each additional trip and becomes irrelevant to the user. 

 Traffic impacts are reduced through a reduced number of vehicles and options to save 
money and provide efficient trips in off peak periods. 

 Single container runs (one way loading) typically a smaller operator with no return load. 
This example is impacted by a potential tolling cost in both directions whereas the 
revenue earning trip is only one direction. There is an argument that this may be a 
penalty in the short term, however, it may drive incentives for increases in two-way 
loading to spread the tolling cost. 
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5. Project Findings and Inner West 
Network Management  
The implementation of the Western Distributor project will generally provide a direct and more 
efficient connection between the West Gate Freeway and the Port of Melbourne/Dynon 
Precinct. Truck traffic utilising the West Gate Freeway with an origin or destination of the 
POMC/Dynon Precinct will generally be provided with a quicker and more direct route. Traffic 
with destinations to the north and east of the city will also benefit from quicker access to their 
CityLink connections.   

Truck trips from the industrial and freight precincts in the outer west, Altona, northern and 
regional areas travelling along the West Gate Freeway will potentially reduce their travel times10 
to the Port/Dynon Precinct and obtain efficiencies in labour and fuel usage.  

The truck traffic from the Inner West Precinct of Tottenham (Including Brooklyn) and local 
Yarraville Precincts, however, tend to utilise local connections to the Port/Dynon Precinct and 
are less likely to choose to travel via the Freeway and a new road tunnel to access the Port. 

Logistics providers in these inner precincts will wish to use direct routes with least distance and 
the fastest travel times to keep costs low. Managing the routes accessed by these local logistics 
operators will require a more specific approach based on understanding: 

 Their local access to the road network; 

 Viability of access via the Freeway and particular links; 

 Travel distances; 

 Trip times to the Port/Dynon Precinct; and 

 Access and curfew options within the Inner Western Suburbs. 

To assess and understand the appropriate strategy to address these operators it will be 
necessary to reduce the area of focus and drill down into site, or “zone”, based information to 
address issues within the precincts. 

These assessments are then tested against potential curfew and access restriction options in 
the Inner West residential precincts to compare results and provide the basis of future planning 
directions. 

Section 4 (above) provides an in-depth look at the Tottenham and Yarraville Precincts and 
explores different operators’ access the road network and the subsequent influences their route 
choices. 

5.1 General Options for Freight Network Management in the 
Inner West 

5.1.1 Tottenham Precinct  

The Western Distributor project provides a significant step towards improving the network 
connections to the west of Melbourne, as well as improving the amenity of local residential 
streets through the reduction of trucks from the Inner West. In the longer term, further major 
infrastructure investment may be required.  However, until further projects are initiated there will 

                                                   
10 An analysis of travel time savings associated with the Project is provided in the Western Distr butor Network Impact 
Assessment report. 
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be a need for subsidiary network management measures to monitor and maintain ongoing 
issues in the area. 

The current controls in the Inner West are truck curfews impacting movements from the West 
Gate Freeway and Tottenham Precinct to and from the Port Precinct.  

A number of possible control pathways to address the demand from Tottenham and 
Williamstown Road areas have been explored, namely: 

 Western Distributor with full time truck ban on Francis Street and Somerville Road (this is 
the preferred Project Case); 

 Western Distributor with full time truck ban on Francis Street and Somerville Road, with 
extended curfew on Moore Street with Tottenham exemption; 

 Western Distributor with full time truck ban on Francis Street and Somerville Road, 
removal of Tottenham exemption on Moore Street; 

 Western Distributor with full time truck ban on Francis Street and Somerville Road, full 
time truck ban on Moore Street; and 

 Western Distributor with full time truck ban on Francis Street, Somerville Road, Buckley 
Street and Moore Street. 

The impact of each possible pathway will have varying degrees of effectiveness on reducing 
truck volumes on local roads, and varying impacts on the truck industry, with the estimated 
impacts summarised in Section 4 and Figure 38. 
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Figure 38 – Trucks in the Inner West Control Pathways 
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Many of the truck curfew pathways presented above, including full time truck bans, rely on 
suitable alternative infrastructure to be provided for Tottenham-related trucks to access the Port 
of Melbourne. Options for further management interventions in this area could include additional 
road upgrades achieved by (note that these have not been considered as part of the project, but 
are presented merely as options): 

 A new or upgraded reliable connection between Geelong Road and the Port of 
Melbourne (e.g. parallel to Buckley Street) or between Ballarat Road and the Port of 
Melbourne (e.g. parallel to Moore Street) could be provided. This could be an at-grade 
solution or a tunnel solution. 

 A new connection between Market Road and Grieve Parade could improve connectivity 
for trucks travelling between the western areas of the Tottenham Precinct and the Port of 
Melbourne via the Western Distributor. This connection may also become necessary as 
Webb Dock grows and if/when existing quarries are converted to alternate uses. 

 Extending Paramount Road to Geelong Road could improve connectivity for freight within 
the Tottenham Precinct to access the M1 corridor at Millers Road. The potential suitability 
of this link would depend on the location of Western Distributor tunnel portals within the 
West Gate Freeway. 

 Changes to land use to minimise the number of freight generating industries that reside 
within Tottenham. 

5.1.2 Yarraville Precinct 

Similar issues arise in relation to vehicles moving to and from the Yarraville Precinct with 
particular emphasis on the fuel tanker distribution. The Western Distributor project will provide 
improved access to the west via ramps to and from the West Gate Freeway to and from the 
west. However, movements to the east and north may be further impacted by Francis Street 
restrictions. 

While tankers in the Yarraville/Spotswood Precinct currently have an exemption for access 
along Francis Street (to access the West Gate Freeway in either direction), there is also a high 
likelihood of increases in tanker traffic aligned to increased storage capacity in the area and a 
reduction of local fuel refining facilities.  

Network management measures to control this traffic in the Francis Street area will effectively 
have two key options for consideration: 

 Provide a continued exemption for local tanker traffic to access Francis Street to reach 
Williamstown Road and the West Gate Freeway to the east. 

 Do not continue with the exemption for tanker vehicles in Francis Street, resulting in 
eastbound traffic needing to travel via Hyde and Whitehall Streets to Footscray Road. 
Northbound traffic would utilise CityLink while eastbound traffic would choose between 
the Bolte Bridge and Wurundjeri Way to reach City Link and access to the east of 
Melbourne. Tolling options may impact these route choices. 

Supporting infrastructure which may be considered in the options for management measures for 
this traffic could include West Gate Distributor components of: 

 Upgrade to Whitehall Street and its intersection with Footscray Road; and 

 Shepherds Bridge capacity. 
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6. Conclusions 
The Western Distributor project will provide a number of improved access outcomes to the Port 
Precinct and improve flexibility and resilience in the east west freight network connections. Key 
access routes for the major industrial/freight precincts in the outer west and northern suburbs 
will potentially have increased access with shorter travel times on the major routes. 

The ramp access to the West Gate Freeway from Hyde Street will also provide a convenient 
access for freight generators in Yarraville and reduce the volume of trucks that travel on 
residential roads.  It will also provide a suitable tunnel bypass for over-height and placarded 
vehicles. 

The proposed Western Distributor Project will reduce truck volumes in the Inner West by up to 
28 percent, with the most significant reductions occurring on Francis Street and Somerville 
Road. According to traffic modelling, the project will also remove approximately 4,000 to 6,000 
trucks per day from the West Gate Bridge. 

There are however key freight-related precincts in the Tottenham and Yarraville areas which will 
continue to require access to local arterial roads. Traffic movements from these precincts are 
likely to require ongoing management of route access and curfews in the Inner West areas to 
manage progressive demand requirements and the balance of impacts versus efficiency options 
for both the community in the Inner West and for the efficiency of the broader network.  

Toll pricing options have the potential to alter some of the impacts and preferred industry routing 
indicated in this report and these sensitivities will require detailed examination to ensure they 
provide the fit and outcomes required within the Project. 

The timing of management controls on the network will also be important to inform industry of 
the preferred options and outcomes to drive further behaviour changes and realign of routing to 
meet the adjusted network aims. 
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Appendices 
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Appendix A – Recent Major Transport Studies 
Introduction 

This section outlines the recent major transport studies influencing the Inner West 

2008 - East West Link Needs Assessment (Eddington) 

This was a major transport study, published in April 2008, undertaken to assess east west 
movements across Melbourne.  The report contained a number of recommendations: 

 A new rail link from Sunshine to Werribee to improvement the reliability of regional rail 
services; 

 A new Melbourne Metro rail tunnel to link the western and south eastern suburbs; 

 A new 18 kilometre east west tunnel to connect the western suburbs with the Eastern 
Freeway; 

 A Truck Action Plan to remove truck traffic from the local streets in Footscray and 
Yarraville; and 

 Other smaller public and sustainable transport initiatives. 

Many of the recommendations of the Eddington Report are discussed in the following 
subsequent subsections. 

2015 - Western Distributor (Transurban) 

The Western Distributor is a market led proposal by Transurban to create a new link between 
the West Gate Freeway at Williamstown Road to the CityLink and Footscray Road interchange.  
It is proposed to take the form of a tunnel and viaduct and provide an alternative river crossing 
to the West Gate Freeway. The project will also provide additional lanes on the West Gate 
Freeway between the M80 and the West Gate Bridge to improve capacity. 

Benefits 

According to documents presented by Transurban the Western Distributor proposal will11: 

 Nearly halve travel time heading into the city from the M80 interchange during morning 
peak 

 Wipe around 15 minutes off city trips from Geelong and Ballarat 

 Enable three times faster trips to the Port of Melbourne 

 Provide a second river crossing, reducing reliance and pressure on the West Gate Bridge 

 Bypass up to 14 sets of traffic lights 

 Take up to 50 per cent of trucks off local roads in the inner west, improving liveability 

 Enable safer and conflict free cycling routes 

 Improve safety with a fit-for purpose motorway network 

 Provide more consistent travel times 

 Create 3500 construction jobs and enhance opportunities for job seekers in the west 

                                                   
11 Source: Transurban, 28/5/2015, http://consult.transurban.com/western-distributor-join-the-conversation) 
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 Boost freight productivity and the Victorian economy” 

Figure 39 provides a schematic layout of the proposed Western Distributor. 

 

Figure 39 Western Distributor Schematic Layout 

 

 

2014 - West Gate Distributor (WGD) 

The West Gate Distributor is a proposal to remove the current capacity constraints on the West 
Gate Bridge and the projected growth in truck movements in and out of the Port of Melbourne 
(in the coming years.  This would be achieved by a new ramp from the West Gate Freeway to 
Hyde Street. 

Benefits: 

 Removal of an estimated 5,000 trucks from the West Gate Bridge each day. 

 Easy connection from western freight movement to the Port of Melbourne. 

 Ease congestion for city bound commuters from Geelong, Ballarat and the western 
suburbs. 

 Create a new gateway to the CBD from the west 

The majority of this project is not currently a government priority. The Northern Section of the 
West Gate Distributor remains a current project. 

Figure 40 shows a screenshot of the proposed alignment of the West Gate Distributor. 
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Figure 40 West Gate Distributor Indicative Route 

 

 

2014 - West Gate Distributor (WGD) – Northern Section  

The West Gate Distributor (WGD) – Northern Section is part of the broader West Gate 
Distributor project.  However, it does remain a current project (as of January 2015).    

Benefits: 

The northern section of the WGD will deliver benefits including improved freight access to and 
from the Port of Melbourne and improve movement for local traffic, by: 

 Widening of Moreland Street to provide a 4 lane divided road, with an upgraded 
connection to Footscray Road;  

 New signalised intersections at Footscray Road, Parker Street and Whitehall Street with 
Moreland Street; and 

 The widening and strengthening of Shepherd’s Bridge over the Maribyrnong River. 

Figure 41 shows a screenshot of the schematic layout of this project. 

Figure 41 West Gate Distributor Northern Section Schematic Layout 
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2014 - East West Link – Western Section 

The East West Link – Western Section is a proposed 12 km freeway standard connection from 
the M80 Ring Road at Sunshine West to the Port of Melbourne and the proposed Eastern 
Section of the East West Link. 

Benefits: 

 Improved connectivity across Melbourne by providing a direct freeway connection 
between the Eastern Freeway and the M80 Ring Road. 

 Improved freight efficiency through connection between the port and key industrial 
centres.  

 Reduced reliance on the West Gate Freeway 

 Allow traffic flow more freely and predictably through additional lanes across the city and 
an alternative to funnelling traffic to the West Gate Bridge. 

Figure 42 provides a schematic overview of the East West Link – Western Section. 

Figure 42 East West Link – Western Section Schematic Layout 
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2012 - Metropolitan Intermodal System (MIS) 

The Metropolitan Intermodal System (now known as Port Rail Shuttles) proposes to move 
containers from the Port of Melbourne to suburban terminals by rail and HPFVs reducing truck 
traffic and impacts across the city.  The project will be operated by a private operator and will 
deliver: 

 Intermodal freight terminals located within dedicated freight and logistics precincts in the 
south west, north and south east 

 A dedicated rail transfer facility for containers at the port 

 Dedicated shuttle trains using off-peak rail network capacity 

 Business systems necessary to manage information and operations across the network. 

It is understood that Port-Rail Shuttle services will be operational by 2017. 

2014 - Western Interstate Freight Terminal (WIFT) 

The Western Interstate Freight Terminal proposes to relocate the two interstate rail container 
terminals in the Port/Dynon precinct to the western industrial areas and reduce truck traffic in 
the city areas.   

The project is seen as a long term strategic option that will: 

 Significantly improve the capacity of interstate freight transport in the north-south and 
east-west national corridors connecting Melbourne; 

 Complement other improvements to the north-south intermodal rail supply chain with 
matching capacity and service level improvements; 

 Enhance national productivity by lowering the door-to-door cost of freight for interstate 
movements; 

 Create opportunities for urban renewal in the North Dynon area; 

 Reduce truck movements through Melbourne's inner west; and 

 Improve rail access for port-related freight by removing many non-port freight movements 
from the Dynon precinct. 

 

  



70 | GHD | Report for Department of Economic Development, Jobs, Transport and Resources - Western Distributor, 31/329660  

Appendix B - Recent Major Traffic Studies 
This section summarises existing freight movements in the Inner West study area.  Data has 
been sourced from a number of different publically available documents including: 

 Port of Melbourne and Dynon Rail Terminals 2009 Container Logistics Chain Study; 

 Port of Melbourne Traffic Surveys (2013); and 

 VicRoads Inner West Truck Surveys (2014). 

1. Existing Broad Freight Origins/Destinations 

The Port of Melbourne and Dynon Rail Terminals 2009 Container Logistics Chain Study 
examined the origins and destinations of containers through the Port of Melbourne.  

The study captured the movement over 75,000 individual containers which were each linked to 
provide an accurate description of the sampled container movements, including empty 
containers, along the supply chain.  

For metropolitan Melbourne, more than two thirds of containers were imports, while the opposite 
was true for regional and interstate destinations (i.e. more than two thirds related to exports). 

Table 7 shows a geographical breakdown of container movements. 

Table 7 Existing PoMC Broad Origins/Destinations 

 

Source: Port of Melbourne CLCS 2009 

 

Figure 44 depicts the movements of all containers (imports and exports) to and from the Port of 
Melbourne by direction, as detailed in the Port of Melbourne 2009 Container Logistics Chain 
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Figure 47 summarises movements between Webb Dock and the Swanson and Dynon 
Precincts.  Over a 24 hour period, 584 trucks were observed travelling from Webb Dock to the 
Swanson-Dynon precinct whilst 562 trucks travelled in the opposite direction.   More specifically 
to this study: 

 For trips from Webb Dock to the Swanson-Dynon precinct (northbound), 79% went to the 
Swanson Dock precinct (i.e. port) and 21% went to the Dynon Rail precinct. 

 For trips from the Swanson-Dynon precinct to Webb Dock (southbound), 76% came from 
the Swanson Dock precinct (i.e. port) and 24% came from the Dynon Rail precinct. 

 40%-50% of all trips between Webb Dock and Swanson Dock took less than 30 minutes 
(i.e. “direct” trips).  Other trips most likely had interim destinations. 

 

Figure 47 Existing Webb Dock to Swanson/Dynon Truck Patterns 
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Figure 48 summarises existing Webb Dock to Swanson/Dynon Precinct northbound direct trips 
and Figure 49 summarises existing Swanson/Dynon Precinct to Webb Dock southbound direct 
trips. It can be seen that Wurundjeri Way and CityLink are the most common routes in both 
directions. 

  

Figure 48 Existing Webb Dock to Swanson/Dynon Northbound Truck Patterns 

Northbound “direct” trips to Swanson Northbound “direct” trips to Dynon 

 

Figure 49 Existing Swanson/Dynon to Webb Dock Southbound Truck Patterns 

Southbound “direct” trips from Swanson Southbound “direct” trips from Dynon 
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Figure 51 Existing Swanson/Dynon Truck Patterns to/from West (24 Hours) 

Inbound: from the west Outbound: to the west 

 

Figure 52 Existing Swanson/Dynon Truck Patterns to/from West (Curfew) 

Inbound: from the west Outbound: to the west 

 

 

Figure 53 summarises the distribution of Swanson/Dynon Precinct truck trips from the west  by 
time of day.  Figure 54 summarises the distribution of Swanson/Dynon Precinct truck trips to the 
west by time of day.  The trends are broadly similar in both directions with Francis Street and 
CityLink being the major roads used during non-curfew hours.  During curfew periods (8pm to 
6am) Moore Street and CityLink are the most commonly used roads. 
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Figure 53 Swanson/Dynon Precinct truck distribution from the west – by time 
of day 

 

 

Figure 54 Swanson/Dynon Precinct truck distribution to the west – by time of 
day 
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Figure 55 summarises the distribution of truck travelling to the Swanson/Dynon Precinct truck 
from the west  by truck type.  Figure 56 summarises the distribution of truck travelling from the 
Swanson/Dynon Precinct truck to the west by truck type. 

 

Figure 55 Swanson/Dynon Precinct truck distribution from the west – by truck 
type 

 

 

Figure 56 Swanson/Dynon Precinct truck distribution to the west – by truck 
type 
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4. Existing Truck Movements through the Inner West 

This section sources data from the VicRoads Inner West Truck Surveys (2014) report. 

24 Hour Traffic Counts 

The charts on the following pages present the average two-way weekday hourly volumes at the 
key locations within the Inner West indicated in Figure 57.  The data was collected in December 
2013. 

 Figure 58 summarises traffic volumes at the CityLink ramps, Footscray Road and 
Whitehall Street survey locations; 

 Figure 59 summarises traffic volumes at the Hyde Street, Francis Street, Williamstown 
Road and Somerville Road survey locations; and 

 Figure 60 summarises traffic volumes at the Buckley Street, Moore Street, and Geelong 
Road survey locations. 

 

Figure 57 Inner West Traffic Survey Locations 
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Figure 58 CityLink ramps, Footscray Road and Whitehall Street 24 Hour Traffic Volumes 
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Figure 59 Hyde Street, Francis Street, Williamstown Road and Somerville Road 24 Hour Traffic Volumes 
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Figure 60 Buckley Street, Moore Street, and Geelong Road 24 Hour Traffic Volumes 
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Overall Traffic Volumes 

The maps on the following pages present the volume of trucks recorded in December 2013 
travelling within the Inner West, by proportion of total volume. 

 Figure 61 summarises overall traffic volumes within the Main Cordon (Footscray and 
Yarraville precinct); 

 Figure 62 summarises overall traffic volumes within the Freeway Cordon (locations in the 
vicinity of Footscray Road and Dynon Road); and 

 Figure 63 summarises overall traffic volumes within the Western Cordon (locations in, 
and leading to, the Tottenham precinct ).
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Figure 61 Main Cordon Overall Traffic Volumes (24 Hours) 
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Figure 62 Freeway Cordon Overall Traffic Volumes (24 Hours) 
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Figure 63 Western Cordon Overall Traffic Volumes (24 Hours) 
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Truck volume – by truck size 

The following maps summarise the volume of trucks observed by truck size (grouped into rigid, 
semi- trailer and B-Double trucks).  Please note that at the time of the surveys there were no 
truck curfews on Moore Street and there was no school time truck curfew on Somerville Road. 

 Figure 64 summarises truck sizes within the Main Cordon (Footscray and Yarraville 
precinct); 

 Figure 65 summarises truck sizes within the Freeway Cordon (locations in the vicinity of 
Footscray Road and Dynon Road; and 

 Figure 66 summarises truck sizes within the Western Cordon (locations in, and leading to, 
the Tottenham precinct). 
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Figure 64 Main Cordon Truck Volumes by Size (24 Hours) 
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Figure 65 Freeway Cordon Truck Volumes by Size (24 Hours) 
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Figure 66 Western Cordon Truck Volumes by Size (24 Hours) 
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Truck Volumes by load type carried 

The images on the following pages present the volume of trucks recorded in December 2013 
travelling within the Inner West, by load carried.  The charts also present the volumes (by load 
carried) during non-curfew and curfew periods. 

Please note that at the time of the surveys there were no truck curfews on Moore Street and 
there was no school time truck curfew on Somerville Road. 

The Main Cordon results are shown as follows: 

 Figure 67 presents 24 hour truck volumes; 

 Figure 68 presents non-curfew volumes (6am to 8pm); and 

 Figure 69 presents curfew volumes (8pm to 6am). 

The Freeway Cordon results are shown as follows: 

 Figure 70 presents 24 hour truck volumes; 

 Figure 71 presents non-curfew volumes (6am to 8pm); and 

 Figure 72 presents curfew volumes (8pm to 6am). 

The Western Cordon results are shown as follows: 

 Figure 73 presents 24 hour truck volumes; 

 Figure 74 presents non-curfew volumes (6am to 8pm); and 

 Figure 75 presents curfew volumes (8pm to 6am). 

As depicted in Figure 68 and Figure 69, there is a significant reduction in the proportion of 
container trucks that use Williamstown Road, Francis Street, Somerville Road, and Whitehall 
Street during the curfew periods.  During curfew periods, the proportion of tanker trucks (as a 
proportion of total truck volume) increases, which is a logical outcome given the presence of 
existing fuel terminals in Francis Street and Hyde Street. 

In contrast, during the curfew periods, the proportion of container trucks that travel via Moore 
Street increase significantly. 

In summary, these results indicate that there is generally a high level of compliance to the 
existing truck curfews.  Through trucks that can no longer travel via Francis Street or Somerville 
Road are choosing to travel via Moore Street.   

It is unknown how many trucks may have alternatively chosen to travel via the West Gate 
Freeway (e.g. via Millers Road) during curfew periods. 
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Figure 67 Main Cordon Truck Volumes by Load Carried – 24 Hours 
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Figure 68 Main Cordon Truck Volumes by Load Carried – Non Curfew Period (6am-8pm) 
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Figure 69 Main Cordon Truck Volumes by Load Carried – Curfew Period (8pm-6am) 
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Figure 70 Freeway Cordon Truck Volumes by Load Carried – 24 Hours 

 

 



 

GHD | Report for Department of Economic Development, Jobs, Transport and Resources - Western Distributor, 31/329660 | 99 

Figure 71 Freeway Cordon Truck Volumes by Load Carried – Non Curfew Period (6am-8pm) 
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Figure 72 Freeway Cordon Truck Volumes by Load Carried – Curfew Period (8pm-6am) 

 

 



 

GHD | Report for Department of Economic Development, Jobs, Transport and Resources - Western Distributor, 31/329660 | 101 

Figure 73 Western Cordon Truck Volumes by Load Carried – 24 Hours 
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Figure 74 Western Cordon Truck Volumes by Load Carried – Non Curfew Period (6am-8pm) 
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Figure 75 Western Cordon Truck Volumes by Load Carried – Curfew Period (8pm-6am) 
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Existing Through Trips (24 Hours) 

Figure 76 and Figure 77 present the proportion of trucks recorded in December 2013 travelling 
within the Inner West in the Main Cordon and Western Cordon, that are regarded as either a 
through trip, precinct trip or undetermined trip. These are defined as follows: 

 A “through trip” were trucks that were observed at two points within 30 minutes of each 
observation.  These trips were unlikely to have a local destination. 

 “Precinct trips” were trucks that were observed at two points at least 30 minutes apart.  
These trips were likely to have a purpose of stopping at a land use within the precinct. 

 “Undetermined trips” were those where only one observation of a truck was made during 
the survey period.  Whilst some of these may have been trucks that entered/left the 
cordon via a road that was not surveyed, more likely these were trips that had an origin or 
destination within the precinct. 

The results reveal that approximately half of all trips through the Inner West were observed to 
be “through” trips.  However, it is acknowledged that a proportion of these trips were likely to 
have previously visited a land use within the Western Cordon prior to entering the Inner West 
(i.e. east of Geelong Road). 
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Truck movements across the Inner West 

An estimate has been made of wider truck movements through the Yarraville area between the 
Maribyrnong River crossings to: 

 Williamstown Road; 

 Millers Road; and 

 Geelong Road, Brooklyn. 

This analysis is for all trucks irrespective of time taken to complete a journey. 

Figure 78 summarises eastbound movements to the Maribyrnong River screenline.  It can be 
seen that of the 5,329 trucks travelling eastbound on Dynon Road bridge and Shepherd Bridge 
1,588 originated from either Williamstown Road, Millers Road or Geelong Road; and 

Figure 79 summarises westbound movements from the Maribyrnong River screenline.  It can be 
seen that of the 5,795 trucks travelling eastbound on Dynon Road bridge and Shepherd Bridge 
1,763 originated from either Williamstown Road, Millers Road or Geelong Road.
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Figure 78 Eastbound truck movements to the Maribyrnong River screenline (24 hours) 
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Figure 79 Westbound truck movements from the Maribyrnong River screenline (24 hours) 
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5. Existing Desire Lines 

Likely desire lines based on the existing road configuration are discussed in this section and 
shown in Figure 80 to Figure 83. The desire lines represent the likely route travelled by freight 
vehicles. 

Yarraville Precinct to Swanson Dock and Webb Dock 

Existing freight land uses in the Yarraville Precinct are predominantly centred on heavy and light 
industry, including major fuel terminals and container yards.  

From Geelong Road, vehicles entering the Yarraville Precinct can travel along either Francis 
Street or Somerville Road to connect directly to Whitehall Street (which runs into Moreland 
Street). This route provides a direct connection to the Port of Melbourne (Swanson Dock) and 
Dynon precincts.  It is important that the Moreland Road and Footscray Road route operates 
efficiently and reliably for trucks (refer to Figure 80). 

With the expansion of Webb Dock as part of the Port Capacity Project, it is expected that a 
future desire line would be created along Francis Street, Williamstown Road and the West Gate 
Freeway. 
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Tottenham Precinct to Swanson Dock and Webb Dock 

Existing land uses in the Tottenham Precinct include heavy and light industrial units, 
manufacturing, container yards, landfills and quarries.  

Vehicles travelling between the Tottenham Precinct and Swanson Dock  mainly use Francis 
Street and Somerville Road and their connections via Whitehall Street to Footscray Road, as 
well as the direction connection via Buckley Street/Footscray Road. It is estimated that 45% of 
all trucks travelling along Francis Street, 26% of all trucks travelling along Somerville Road and 
30% of all trucks travelling along Buckley Street are travelling between Swanson Dock and the 
Tottenham Precinct (refer Figure 81). 

During curfew hours, trucks travelling between Tottenham and Swanson Dock use the Moore 
Street/Whitehall Street route. The proportion of container trucks using Moore Street increases 
from 34% in non-curfew hours to 75% in curfew hours (41% increase). 

The proportion of trucks originating from Tottenham that are travelling to Webb Dock (and onto 
Swanson Dock) via the Westgate Freeway is unknown. As well as using this route, it is 
expected that with the expansion of Webb Dock as part of the Port Capacity Project, vehicles 
would also connect to the West Gate Freeway from Millers Road to travel from Tottenham to 
Webb Dock. 
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Figure 81 Existing Desire Lines – Tottenham Precinct to Swanson Dock and Webb Dock 

 

 



114 | GHD | Report for Department of Economic Development, Jobs, Transport and Resources - Western Distributor, 31/329660  

Outer West Precinct to Swanson Dock and Webb Dock 

It is anticipated that Melbourne’s outer west corridor will experience significant growth in 
industrial and manufacturing land uses. Current existing land uses in the Outer West Precinct 
(i.e. west of Tottenham) include manufacturing and logistics businesses on large land holdings. 

It is assumed that the West Gate Freeway is the predominant route for vehicles travelling 
between the Outer West Precinct and Swanson Dock/Webb Dock. Francis Street and 
Somerville Road and their connections via Whitehall Street to Footscray Road, as well as the 
direction connection via Buckley Street/Footscray Road, are likely to be used as secondary 
routes (refer to Figure 82). 

As described above in section 0, trucks would travel use the Moore Street/Whitehall Street route 
to access Swanson Dock during curfew hours.  
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Figure 82 Existing Desire Lines – Outer West Precinct to Swanson Dock and Webb Dock 
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Altona Precinct to Swanson Dock and Webb Dock 

The Altona Precinct is located to the south of the West Gate Freeway and east of the Princes 
Freeway. Current existing land uses in this precinct include heavy industry, manufacturing, 
logistics and car storage/sales on large land holdings. 

It is assumed that the West Gate Freeway is the predominant route for vehicles travelling 
between the Altona Precinct and Swanson Dock/Webb Dock. Millers Road/Williamstown Road 
and Francis Street, and Geelong Road/Somerville Road are secondary routes to connect to 
Whitehall Road/Footscray Road into Swanson Dock (refer to Figure 83). 

During curfew hours, trucks would continue along Geelong Road to the north to Moore Street 
and onto Whitehall Street to reach the Port precinct. The proportion of container trucks using 
Moore Street during curfew hours increases by 41%. 
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Figure 83 Existing Desire Lines – Altona Precinct to Swanson Dock and Webb Dock 
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