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1 INTRODUCTION 

My name is Stephen Pelosi and I am a Director at Movendo Pty Ltd and a Consulting Traffic and 

Transport Engineer.  Movendo conducts business from the Ground Floor at Unit 10 / 243 

Flemington Road, North Melbourne.  

I completed a Bachelor degree in Civil Engineering at RMIT in December 1985 and have over 37 

years of experience in traffic engineering and transport planning, particularly in the areas of 

planning and assessment of urban road networks, assessment of the traffic impacts of 

development proposals, preparation of local area traffic management strategies, town and 

regional centre traffic studies, pedestrian and bicycle design, parking studies and road safety 

audits.  I have worked extensively across Australia, the Middle East, Asia and Latin America, 

advising private clients and government agencies on transport and infrastructure issues.  I have 

held senior executive positions in local government, as well as consultant firms.  Prior to 

becoming a founding Director at movendo, I worked at various transport consultancies including 

AECOM (Technical Director 10 years), Aurecon (Associate 4½ years).  I also worked at the City of 

Melbourne for 11 years in the traffic engineering office in various capacities. 

I have been engaged by Mitchell Shire Council (Council) to consider various traffic engineering 

issues in relation to a Draft Amendment to the Mitchell Planning Scheme.  The Draft Amendment 

has been prepared by the Victorian Planning Authority (VPA) and seeks to facilitate the use and 

development of land for residential and a mix of other uses generally in accordance with the 

Beveridge North West Precinct Structure Plan (BNW PSP).  

More particularly, I have been requested to consider a number of issues arising out of the 

Proposed PSP and its implementation that are of interest to Council.  These include: 

1. The way that the road system in the PSP area will operate both at both full build-out and in 

the interim; bearing in mind the need to accommodate operation of a quarry in the north-

eastern part of the PSP area. 

2. Connectivity between the BNW PSP area and Wallan, where the main town centre is located 

to the north. 

3. The extent to which Old Sydney Road (which is a rural standard road and partly 

unconstructed) would need to be used whether it was planned to be used or not because of 

a lack of alternative north south access.  In this regard, Council is concerned that the two 

proposed north-south arterial roads in the PSP area are likely to be “roads to nowhere” for a 

considerable period of time. 

4. The limited capacity of Lithgow Street and Camerons Lane to provide access to the Hume 

Freeway. 

5. Whether the proposed rehabilitation of the quarry will result in a landform that can be 

developed for residential use. 



 

2 

 

The scope of my expert evidence is limited to consideration of the above matters, as detailed in 

this report. 

Appendix A contains a statement setting out my qualifications and experience, and the other 

matters raised by Planning Panels Victoria 'Guide to Expert Evidence'.  A copy of my curriculum 

vitae is provided in Appendix B. 
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2 CONTEXT 

2.1 BEVERIDGE NORTH WEST PSP & ADJACENT AREAS 

1. The Beveridge North West Precinct Structure Plan (BNW PSP) 1059, covers 1,279 hectares 

located approximately 40km north of the Melbourne CBD.  The precinct is bounded by the 

Hume Freeway to the east, Camerons Lane to the south, Old Sydney Road to the west and 

Hadfield Road reservation to the north.  Following an exhibition period and Panel hearing in 

2020, the Victorian Planning Authority (VPA) has revised the PSP and on 17 November 2021 

released Amendment C158 and C161 – relating to the Infrastructure Contributions Plan (ICP) 

for Beveridge North West.  A further revision has taken place since that time and a “Part A 

Version” of the BNW PSP was circulated by the VPA in April 2022. 

2. The BNW PSP is a plan to facilitate development of a largely residential nature with sub-

regional and local town centres but no large employment precincts.  The revised BNW PSP is 

expected to deliver approximately 15,075 dwellings with a population of around 46,734 

residents, four local town centres, five primary schools and two secondary schools.  

3. The area of Beveridge North West and Wallan South, both of which are immediately south of 

the township of Wallan, is an area destined to be developed for urban purposes mostly being 

residential development.  Wallan South is north of Beveridge North West and a PSP for that 

area is also being developed by the VPA though is about 4 months behind the Beveridge 

North West PSP. 

4. The revised BNW PSP includes a potential quarry and proposed controls include a 

mechanism for an operator to apply for a planning permit for the quarry through following 

requirements in a document to be incorporated in the planning scheme (Incorporated 

Document).  The Incorporated Document also sets out conditions which Council must impose 

on the permit if granted. 

2.2 URBAN STRUCTURE & TRANSPORT NETWORK 

1. The future urban structure and the street network for the PSP area (as detailed in the latest 

April 2022 BNW PSP) are shown in Figure 1 and Figure 2 respectively. 

 

The images indicate that BNW PSP will provide two north south arterial roads (hereinafter 

referred to as the western and eastern arterial roads) and it will upgrade parts of Camerons 

Lane to the south and provide the usual internal collector and subdivisional roads.  The three 

higher order roads are funded by the proposed Infrastructure Contributions Plan.  In addition 

to the higher order roads, the BNW PSP provides three connectors intersecting with Old 

Sydney Road to the west but no connections are provided across the Hume Freeway to the 

east. 
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Figure 1: Future Urban Structure in Beveridge North West PSP Area 

(Plan 3 of BNW PSP April 2022) 

 

 

Figure 2: Street Network in Beveridge North West PSP Area 

(Plan 9 of BNW PSP April 2022) 
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3 ADEQUACY OF PROPOSED ROAD NETWORK 

Broadly speaking, Council’s traffic and transport related concerns when considering the 

proposed road network for BNW PSP relate to the network’s capacity to support delivery of the 

PSP at both full build-out and in the interim phase.  A key issue for the Council is the inability to 

build components of the road network whilst the proposed quarry is in operation and how traffic 

needs to be accommodated in the interim phase.  In order to understand how the proposed 

road network will perform both at full build-out and in the interim phase, it is relevant to 

consider the traffic modelling work that has been undertaken for BNW PSP and any relevant 

assumptions underpinning that work.  

3.1 FORECAST NUMBER OF DWELLINGS 

1. The number of dwellings proposed for any given growth area provides an easily-understood 

metric by which future traffic levels can be estimated.  The number of average daily trips 

associated with households is a common input to transport models. 

2. The “Beveridge North West PSP Strategic Transport Modelling Assessment” prepared by GTA 

Consultants (dated 10 December 2018) presented traffic forecasts based on two scenarios: 

a) Interim 2031 (75% of full build-out) with 10,500 dwellings; and  

b) Ultimate 2046 (full build-out) with 14,000 dwellings 

3. The first originally exhibited BNW PSP August 2019 document estimated that there would be 

16,286 dwellings in the precinct.  The subsequent November 2021 BNW PSP document 

estimated that the precinct would accommodate a total of 16,161 dwellings. 

4. The latest draft BNW PSP April 2022 document estimates that the precinct will accommodate 

a total number of 15,075 dwellings – a little lower than previous estimates. 

3.2 TRAFFIC MODELLING & DEMAND ANALYSIS 

3.2.1  ORIGINAL DECEMBER 2018 MODELLING  

1. The VPA engaged GTA Consultants to complete a strategic transport modelling assessment 

and to determine the anticipated demands on the transport network for BNW PSP.  

2. Under the two scenarios (‘Interim 2031’ and ‘Ultimate 2046’) used in the modelling 

assessment, the BNW PSP was forecast to generate approximately 101,000 daily trips in 2031 

and 134,000 daily trips in 2046 (combined private vehicle and public transport trips). 

3. The modelling assessment also notes that the following mode split assumptions were 

adopted for both 2031 and 2046: 

• Car = 87%  

• Public transport = 13% 
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4. Thus, the number of daily vehicle trips generated in the BNW PSP (using the December 2018 

modelling forecasts) is approximately 87,870 in 2031 and 116,580 in 2041.  These vehicle trip 

numbers are equivalent to a rate of around 8.3 vehicle trips per dwelling per day – based on 

the dwelling numbers identified at interim and full build-out stages. (Note: the modelling 

assessment report does not explicitly refer to any traffic generation rates that have been 

used). 

5. The transport network modelled in December 2018 is shown in Figure 3. 

 

Figure 3: Transport Network in BNW PSP Area 

(original from GTA Strategic Transport Modelling Assessment, 10 December 2018, Figure 4.10, page 13) 
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3.2.2  UPDATED JULY 2020 MODELLING  

1. In the ‘Evidence Report’ dated 6 July 2020 (prepared by GTA Consultants for the VPA) 

reference has been made to updated transport modelling and an updated land use yield to 

reflect delivery of 16,286 dwellings and 46,000 residents for the BNW PSP by 2046.  There is 

no reference to any interim period modelling.  Application of the same traffic generation rate 

as inferred from the December 2018 modelling (8.3 vehicle trips per dwelling per day) yields 

135,174 vehicle trips for BNW PSP area alone. 

2. The July 2020 report also notes that the updated modelling uses the ‘Northern Highway 

Model’ (a more up-to-date version of the Department of Transport’s Victorian Integrated 

Transport Model).  The updated modelled transport network includes the following key 

features: 

• The western north-south arterial and eastern north-south arterial (Patterson Road) as 

secondary roads with four lanes (two lanes in each direction) and speeds of 60km/hr  

• Old Sydney Road as a local road with one lane in each direction and 50km/hr 

• A local road network that depicts the Urban Structure of one lane in each direction and 

speeds of 50km/hr for local roads and 60km/hr for collector roads 

• East west connections across the Hume Freeway at Hadfield Road (four lanes) and 

Camerons Lane (four lanes) 

3. The ‘Evidence Report’ notes that, overall, the traffic volumes on the network are higher than 

those provided in the GTA report dated 10th December 2018, which is primarily due to more 

detail and understanding of the Wallan South PSP, higher population projections in BNW PSP 

and higher population forecasts for broader Melbourne.  Whilst, forecast traffic volumes are 

provided on the network (and reflect not only the traffic generated by the BNW PSP but also 

some traffic from neighbouring PSP areas) no estimate has been provided on the traffic 

volume likely to be generated in the BNW PSP area alone – as had been done in the original 

transport modelling assessment from December 2018.  The forecast traffic volumes and 

recommended number of lanes on the key roads within the BNW PSP are shown in Figure 4.  

The number of traffic lanes is based on Austroads road capacity guidance.  Austroads is the 

collective of the Australian and New Zealand transport agencies, representing all levels of 

government and is funded by those transport agencies.  Austroads publications provide 

practical advice on the design, management and operation of road transport networks, and 

are globally respected and continually updated. 

4. I note that the updated modelling traffic forecasts, presented in the GTA “Evidence Report” 

dated 6 July 2020 have not been incorporated in the Revised November 2021 Background 

Report prepared by VPA for the BNW PSP.  Table 5 of that report (reproduced as Figure 5 in 

my evidence report) shows much lower forecast traffic volumes.  These lower volumes 

match the original modelling traffic forecasts presented in GTA’s December 2018 Strategic 

Transport Modelling Assessment. 
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Figure 4: GTA Updated Modelling Traffic Forecasts from July 2020 

(original table reproduced from GTA Evidence Report,6 July 2020, Table 3.3, page 14) 

 

 

Figure 5: GTA Original Modelling Traffic Forecasts from December 2018 

(original table reproduced from VPA Beveridge North West Precinct Structure Plan Background Report 

Revised November 2021, Table 5, page 30) 
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3.2.3  CONCLUSIONS REGARDING TRAFFIC MODELLING 

1. GTA Consultants’ December 2018 and July 2020 strategic modelling both conclude that the 

proposed road network has the capacity to accommodate the future BNW PSP community at 

full build-out.  This conclusion was based on road network requirements using published 

Austroads guidance.  The Austroads capacity limit for a 2-lane road is 18,000 vehicles per day 

and for a 4-lane road it is 36,000 vehicles per day.  However, the latest updated modelling 

from July 2020 does not discuss any interim road network arrangements, particularly any 

considerations that may arise if one or both of the north-south arterial roads are not 

constructed in full.  

2. Both the December 2018 and the July 2020 reports prepared by GTA Consultants only 

provide a high-level broad overview of the modelling undertaken.  The precise modelling 

parameters and assumptions used for the BNW PSP are unclear. 

3. The lack of an interim modelling scenario in the updated modelling from July 2020 (and the 

associated consideration of how to accommodate a quarry) makes it difficult to understand 

how the proposed road network can cater for the BNW PSP traffic and how construction of 

the network should be staged and prioritised. 

3.3 VISTA DATA 

3.3.1  OVERVIEW 

1. In the absence of detail (in the modelling reports) for key traffic-generating assumptions 

used to forecast traffic volumes, I have sought guidance on exhibited travel behaviour in 

Melbourne’s northern fringe by residents of the municipalities of Hume and Whittlesea.  

Specifically, I have examined the Victorian Integrated Survey of Travel and Activity (VISTA) 

data for these municipalities. 

2. VISTA is an ongoing survey of household travel activity undertaken by the Victoria State 

Government Department of Transport.  It provides the most comprehensive and detailed 

picture of Victorian travel patterns for use by public and private agencies to help inform 

transport and land-use planning decisions.  It is the definitive and most complete data set on 

travel behaviour that exists in Victoria. 

3. The VISTA survey is conducted throughout the year across Greater Melbourne, Geelong and 

regional centres.  This allows average daily travel behaviour to be understood.  Randomly 

selected households are asked to complete the VISTA travel diary for a single specified day.  

By collecting all personal travel information, the results enhance our understanding of 

complex travel interactions. 

4. There are no comparable insights to those provided by the VISTA data set and no other 

agencies in Victoria or Australia collect data to the same level of detail. 
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5. VISTA’s value has been recognised globally.  A recent paper by the US Transportation 

Research Board and Federal Highway Administration noted that “Government-run travel 

survey programs like VISTA will continue to be one of the most important ways of obtaining 

the critical information needed for transport planning and decision making.  Not only will 

these surveys be used to gather current information about the demographic, socioeconomic, 

and trip-making characteristics of individuals and households, but they will also be used to 

further our understanding of travel in relation to the choice, location, and scheduling of daily 

activities.  This will enable agencies to enhance travel forecasting methods and improve the 

ability to predict changes in daily travel patterns in response to current social and economic 

trends and new investments in transport systems and services.” 

6. Unfortunately, no households in Mitchell Shire were part of the VISTA survey.  As such, there 

is no VISTA data on travel activity and behaviour specific to Mitchell Shire households.  

Nonetheless, Mitchell Shire is bounded by seven other municipalities, as shown in Figure 6.  

 

Figure 6: Mitchell Shire Council and Nearby Municipalities 

3.3.2  COMPARABLE MUNICIPALITIES NEAR MITCHELL SHIRE 

1. A review of the most recent VISTA data shows that surveys were undertaken in two of those 

neighbouring municipalities: Whittlesea (878 households) and Hume (779 households).  No 

households took part in VISTA in the other neighbouring municipalities of Macedon Ranges, 

Greater Bendigo, Murrindindi, Strathbogie and Mount Alexander. 
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2. The use of the VISTA data that is available for Whittlesea and Hume is considered to provide 

a reasonable representation of travel behaviour conditions that can be expected in Mitchell 

Shire, given their proximity and comparable characteristics.   

3. The examination of VISTA data reveals the following: 

• VISTA surveyed a total of 25,140 households across Victoria.  On an average weekday, 

those households produce 174,270 trips (all travel modes). 

• Therefore, the average trip generation across Victoria (based on VISTA data) is 6.932 trips 

per household per day (all travel modes). 

• The municipalities of Hume and Whittlesea featured 1,657 participating households in 

the VISTA survey.  These participating households produced 18,007 trips on an average 

weekday (all travel modes).  This is equivalent to 10.867 trips per household per day – 

much higher than the VISTA average (across Victoria) of 6.932 trips per household per 

day (all travel modes). 

• In other words, an area that houses 6.6% of the surveyed households experienced 10.3% 

of all trips captured by VISTA.  This means that households located in these two 

municipalities generate 1.568 times the number of trips per day (all travel modes) than 

the Vista household average. 

• Multiplying this 1.568 factor by the average trips per household for Victoria (6.932 as per 

third dot point) gives a daily trip generation associated with households in Hume and 

Whittlesea of 10.869 trips per day (all travel modes). 

• VISTA also reveals that 92% of all trips that are manifested on the transport network in 

Hume and Whittlesea are undertaken by car. 

• Multiplying 92% by 10.869 gives an estimated 10 vehicle trips per household per day for 

those two municipalities. 

4. The adoption of 10 vehicle trips per household per day for the projected 15,075 dwellings in 

the latest revised BNW PSP would generate around 150,750 vehicle trips per day (assuming 

that future travel behaviour in Mitchell’s PSP areas will be similar to existing travel behaviour 

in the nearby municipalities of Hume and Whittlesea).  

3.3.3  OTHER OUTER SUBURBAN AREAS IN METROPOLITAN MELBOURNE  

1. A useful means to check the appropriateness of adopting a trip generation rate of 10 vehicle 

trips per household per day in Mitchell is to consider the comparable rates in Melbourne’s 

outer suburban areas.  VISTA data is available for these outer suburban municipalities.  Using 

a similar process (as outlined in section 3.3.2 for Hume and Whittlesea) it was found that the 

daily vehicle trips per household in Melbourne’s outer suburban municipalities is 10.3 

(weighted average for the seven municipalities shown in Table 1).  
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2. Importantly, the number of households in those seven municipalities represents 21.3% of the 

25,140 households surveyed across Victoria as part of the VISTA program. 

Table 1: Outer Suburban Municipalities in Melbourne: Daily Vehicle Trips per Household 

Municipality Daily Vehicle Trips per Household 

Hume and Whittlesea 10 

Cardinia 10.3 

Wyndham 9.7 

Melton 9.2 

Mornington Peninsula 10.7 

Yarra Ranges 11.5 

 

3. I am also aware that the City of Melton (Melton) is currently developing a new transport 

model (linked to the State Government’s VITM model) known as the “Melton Integrated 

Transport Model”.  As part of that work, Melton is undertaking a detailed high fidelity 

assessment of household trip generation characteristics.  The State Government Department 

of Transport is a stakeholder and has been involved in the model development process. 

Melton has concluded that the daily vehicle trip rate (generated by 59,644 households) is 

12.4 vehicle trips per day. 

3.3.4  CONSISTENCY WITH AUSTROADS 

1. The adoption of 10 vehicle trips per household per day is consistent with traffic generation 

data published by Austroads in its ‘Guide to Traffic Management Part 12: Integrated 

Transport Assessments for Developments’ (the Austroads Guide).   

2. The Austroads Guide advises that the traffic rate for ‘Low Density Residential’ development is 

10.7 vehicle trips per dwelling per day.  It also indicates that this traffic generation rate does 

not include trips made internal to a subdivision, which may add up to an additional 25%. 

3.3.5  CONCLUSIONS REGARDING VISTA DATA 

1. My review of VISTA data indicates that traffic generation in Melbourne’s northern 

municipalities (that are closest to Mitchell) is 10 vehicle trips per household per day.  More 

broadly, when examining seven outer municipalities across Greater Metropolitan 

Melbourne, I found that the weighted average of daily vehicle trips per household to be 10.3. 

2. The modelling undertaken for the BNW PSP is not explicit in identifying a traffic generation 

rate per household.  However, the traffic forecasts presented in the modelling reports imply 

the adoption of a lower traffic generation rate of around 8.3 vehicle trips per household per 

day. 
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3. In view of the above discrepancy (trips per household implied in the modelling and trips per 

household revealed by VISTA), I am concerned at the adequacy of the proposed road 

network.  Specifically, it is my opinion that the modelling may be forecasting lower traffic 

volumes in the BNW PSPS area – that are inconsistent with travel behaviour of existing 

residents of metropolitan Melbourne’s northern municipalities (Hume and Whittlesea) as 

well as the travel behaviour of residents of other outer municipalities, as revealed by VISTA 

data: the industry-leading reference with respect to travel behaviour and trip generation in 

Victoria. 

3.4 INTERIM PARTIAL BUILD-OUT SCENARIO 

3.4.1  MODELLING UNDERTAKEN FOR PARTIAL BUILD -OUT 

1. The ‘Beveridge North West PSP Strategic Transport Modelling Assessment’ prepared by GTA 

Consultants (dated 10 December 2018) presented traffic forecasts based on two scenarios: 

a) Interim 2031 (75% of full build-out) with 10,500 dwellings; and  

b) Ultimate 2046 (full build-out) with 14,000 dwellings 

2. The December 2018 modelling was replaced with ‘updated modelling’ which was presented 

in the GTA “Evidence Report” dated 6 July 2020.  The updated modelling was only 

undertaken for 2046 and assumed full development of the PSP and the surrounding 

transport network and PSPs.   

3. Overall, the July 2020 traffic volumes are higher than those provided in the December 2018 

report (which is primarily due to more detail and understanding of the Wallan South PSP, 

higher population projections in BNW PSP and higher population forecasts for broader 

Melbourne). 

4. In summary, the latest July 2020 modelling (as summarised in the July 2020 report) only 

presents traffic forecasts based on the precinct’s full build-out – with all roads in place and 

operational.  There is no updated transport modelling available for the interim period which 

was originally modelled in December 2018 (this interim period represented 75% build-out).  

The absence of interim modelling forecasts makes it difficult to assess the adequacy of road 

network provisions, as the PSP is progressively developed.  There is also no discussion 

provided in the updated modelling as to how delivery of the road network is best staged 

(particularly in the context of the proposed quarry on the western side of Spring Hill Cone) 

and what traffic capacity should be provided.  Key matters relevant to the quarry include: 

a) The ‘Incorporated Document’ for the proposed quarry includes an “Extractive Industry 

Blast Buffer Area” and an “Extractive Industry Sensitive Use Buffer Area”.  The areas 

covered by the buffers are effectively quarantined from development thereby impacting 

infrastructure levy receipts.  
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b) The conditions for the blast buffer area include a requirement for a permit to construct a 

publicly accessible road. 

c) The blast buffer area affects the northern portion of Patterson Road and the central 

portion of the northern-most east-west connector street. 

d) Truncating the arterial network (Patterson Road) in this blast buffer area would have a 

significant flow-on impact on the surrounding road network.  In particular, if Patterson 

Road cannot be constructed for all or most of the anticipated life of the quarry – there 

would be a major increase in traffic demand on both the western north-south arterial 

road and Old Sydney Road.  The quarry has an expected thirty-year life span. 

5. Old Sydney Road is not designed to carry any significant traffic volume as part of the 

development of the BNW PSP road network.  However, the truncation of Patterson Road and 

lack of spare traffic capacity on the western north-south arterial road will likely attract traffic 

onto Old Sydney Road. 

6. Within this context, consideration of appropriate road network staging is important for the 

prolonged interim phase (up to 30 years) when the eastern north-south arterial (Patterson 

Road) and, possibly, the western north-south arterial will be incomplete. 

7. In the absence of interim modelled forecast traffic volumes, values can be derived by first 

considering what the ultimate traffic volume at full build-out is expected to use the northern 

portions of the two north-south arterials.  Secondly those traffic volumes can be 

extrapolated ‘backwards in time’ to an interim period.  This estimation process is presented 

in the next section. 

3.4.2  ESTIMATED INTERIM TRAFFIC VOLUME 

1. The updated July 2020 modelling envisages that, at full build-out, the north-south traffic flow 

(as forecast to be using the eastern and western north-south arterial roads) will collectively 

amount to 60,360 vehicles/day at the southern edge of the BNW PSP (just north of Camerons 

Lane).  In contrast, the forecast traffic volume on the eastern and western north-south 

arterial roads at the northern edge of the BNW PSP (just south of Hadfield Road) is 34,950 

vehicles/day.  The other components of the road network that are of interest are Camerons 

Lane and Lithgow Street.  The busiest section of Camerons Lane is forecast to be near the 

proposed interchange with the Hume Freeway, east of the eastern arterial road, with an 

estimated 28,540 vehicles/day.  Lithgow Street, in this same area, is forecast to carry 10,480 

vehicles/day.  At the western end of the BNW PSP, Camerons Lane is forecast to carry 8,290 

vehicles/day, west of the western arterial road.  This western-most section of Camerons Lane 

is of interest as it leads to Old Sydney Road.  (see Figure 7 for traffic volume forecasts). 

2. It is relevant to note that these July 2020 modelling forecasts were based on a BNW PSP with 

16,286 dwellings.  The latest revised April 2022 BNW PSP nominates 15,075 dwellings, which 

represents 93% of the July 2020 modelled ‘dwellings total’ of 16,286. 
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Figure 7: BNW PSP Updated Model 2046 Daily Traffic Volume 

(reproduced from GTA Evidence Report dated 6 July 2020 – Figure 3.3) 
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3. In the absence of any updated modelling, it is reasonable to adopt 93% of the July 2020 

forecasts, as a starting point for understanding traffic impacts.  Thus, the adjusted traffic 

volume forecasts (representative of full build-out) will be: 

a) at southern end of eastern & western north-south arterial roads = 56,135 vehicles/day 

b) at northern end of eastern & western north-south arterial roads = 32,504 vehicles/day 

c) on Camerons Lane east of the eastern north-south arterial road = 26,542 vehicles/day  

d) on Camerons Lane west of western north-south arterial road = 7,710 vehicles/day 

e) on Lithgow Street east of the Hume Freeway = 9,746 vehicles/day 

4. The next step, for the purposes of assessing road network requirements under an interim 

partial build-out scenario, is to adopt a proportion of the full precinct’s build-out that enables 

for reasonable traffic-demand assessment.  The proportion adopted as an interim scenario 

by GTA Consultants in the original December 2018 modelling was 75% of full build-out.  This 

analysis adopts the same 75% proportion, in the interests of consistency. 

5. The adoption of 75% traffic levels (applied to the values shown in paragraph 3 above) yields 

the following interim scenario traffic volume forecasts (representative of 75% build-out): 

a) at southern end of eastern & western north-south arterial roads = 42,101 vehicles/day 

b) at northern end of eastern & western north-south arterial roads = 24,378 vehicles/day 

c) on Camerons Lane east of the eastern north-south arterial road = 19,907 vehicles/day  

d) on Camerons Lane west of western north-south arterial road = 5,783 vehicles/day 

e) on Lithgow Street east of the Hume Freeway = 7,310 vehicles/day 

6. The 75% traffic volumes shown above represent trips largely bound for / arriving from 

locations external to the BNW PSP (as the trips are occurring on the edge of the precinct).   

7. It is relevant to note that the forecast interim traffic volume at the northern end of the BNW 

PSP (24,378 vehicles/day) reflects the significant trip generating potential north of the BNW 

PSP.  In particular, this principally reflects the forecast number and distribution of jobs that 

will be located north of the precinct, as well as the trip generation associated with the 

existing and future development growth around Wallan township. 

8. A ‘desk-top’ strategic assessment of interim road network requirements to cater for 24,378 

vehicles/day at the northern end of the BNW PSP can be undertaken using the same 

Austroads guidance that was adopted in GTA Consultants’ December 2018 and July 2020 

modelling reports.  The Austroads capacity limit for a 2-lane road is 18,000 vehicles per day 

and for a 4-lane road it is 36,000 vehicles per day.  
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9. Thus, using this Austroads guidance, there is a need for at least a 4-lane arterial road to cater 

for the estimated 24,378 vehicles/day that, in the interim scenario, are expected to travel 

into and out of the northern end of the BNW PSP.  However, if the eastern and western 

north-south arterial roads are not linked to the north, the key question is what happens to 

the 24,378 vehicles/day generated in the BNW PSP and bound for / coming from the north?  

Traffic will need to find alternate routes – either Old Sydney Road or the Hume 

Freeway/Northern Highway.  The question then arises as to how vehicles would travel to 

those alternate routes? 

10. The geographic orientation of the BNW PSP suggests that many of those 24,378 vehicles/day 

are likely to be primarily attracted to use Old Sydney Road, as it will be perceived as more 

convenient route and provides a shorter trip to/from those destinations to the north (around 

Wallan township). 

11. In addition, the eastern end of Camerons Lane is forecast to carry 19,907 vehicles/day in the 

interim scenario (as detailed in paragraph 5 above).  That traffic volume already exceeds the 

18,000 vehicles/day capacity for the “one-lane-in-each-direction” arterial road that will be 

delivered under the Infrastructure Contributions Plan.  Therefore, it is unlikely that there will 

be spare traffic capacity in this eastern section of Camerons Lane to cater for traffic bound 

for / coming from the north (displaced from the incomplete eastern and western north-south 

arterial roads not linking to the north).  The only way Camerons Lane could accommodate 

more traffic in the interim scenario would be to provide a 4-lane road (two-lanes-in-each-

direction) east of the eastern north-south arterial road up to the Hume Freeway interchange.  

This needs to occur early in the life of the BNW PSP.  

12. Furthermore, there are potentially issues in the western section of Camerons Lane.  Under 

the BNW PSP that part of Camerons Lane (west of the western north-south arterial road) is 

classified as a Connector, which features “one-lane-in-each-direction” and allows for possible 

direct property access.  The road is currently in poor condition and it is not proposed to be 

upgraded as part of the Infrastructure Contributions Plan.  It is therefore not suitable for the 

purpose of accommodating arterial road traffic volumes. 

13. In view of the above, if other east-west connector roads are not completed within the BNW 

PSP and able to link the eastern & western north-south arterial roads directly to Old Sydney 

Road, pressure will be placed entirely on the western-most section of Camerons Road (west 

of the western north-south arterial road) to potentially carry a significant proportion of the 

forecast 24,378 vehicles/day that are bound for / coming from northern destinations.  Even 

without that additional traffic, that western-most section of Camerons Road is already 

forecast to carry around 5,783 vehicles/day. 
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14. Collectively, under a likely interim scenario (where the eastern & western north-south 

arterial roads are not linked to the north and other east-west connectors are not linked to 

Old Sydney Road) Camerons Lane could experience a traffic demand approaching 30,161 

vehicles/day, west of the western north-south arterial road.  Such a traffic volume is well in 

excess of the 18,000 vehicles/day upper limit for a “one-lane-in-each-direction” arterial road 

profile.  

15. As Camerons Lane, west of the western north-south arterial road, is not identified for 

upgrade under the Infrastructure Contributions Plan it is questionable why it would be 

allowed to be used by up to 30,161 vehicles/day.  Catering for such a traffic volume would 

require “two-lanes-in-each-direction”. 

16. If only the western north-south arterial is completed (as construction of the eastern north-

south arterial is precluded by the quarry’s operation for, possibly, 30 years) – it would need 

to be constructed as a 4-lane road for the interim scenario (to accommodate the 24,378 

vehicles/day).  If only a 2-lane road is built (catering for 18,000 of the 24,378 vehicles/day), 

then there will be an additional traffic load of up to 6,378 vehicles/day seeking alternate links 

to/from the north.  This would likely place pressure on Old Sydney Road as it is an existing 

and logical route that residents of BNW PSP would seek to use for access to/from Wallan. 

17. If, in the more likely scenario that in the interim scenario neither the eastern or western 

north-south arterials are linked to the north, then the additional traffic load seeking 

alternate links to/from the north will be around 24,378 vehicles/day.  Such a traffic load 

cannot be sustained on either Old Sydney Road even once it is upgraded but with still only 

one lane in each direction (currently it is a rural standard road and partly unconstructed).  In 

addition the traffic cannot be sustained on the western-most section of Camerons Lane (also 

a rural standard road in poor condition).  That leaves the only potential route to the north as 

being via the eastern end of Camerons Lane to link with the Hume Freeway / Northern 

Highway. 

18. However, the timing is unclear for construction of the Hume Freeway interchange at 

Camerons Lane (and the desirable upgrade of Camerons Lane to a 4-lane road in the eastern-

most section, as discussed in paragraph 11 above).  Construction of these upgraded facilities 

is essential in catering not only for the forecast interim traffic of 19,907 vehicles/day but also 

for any component of the 24,378 vehicles/day that is seeking alternate links to/from the 

north, until such time that the eastern or western north-south arterials are completed (and 

have equally meaningful and continuous connectivity through the Wallan South PSP area). 
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19. If the new Hume Freeway interchange at Camerons Lane is not delivered for the interim 

scenario, the traffic generation within BNW PSP to/from the Hume Freeway will be forced to 

use Lithgow Street which cannot accommodate 19,907 vehicles/day, as it is only 1-lane in 

each direction (and already forecast to carry 7,310 vehicles/day in the interim scenario).  

Lithgow Street is identified as a ‘green connector street’ under the Beveridge Central 

Precinct Structure Plan – a typology that envisages a single traffic lane in each direction. 

20. In summary, it is my opinion that in the interim 75% build-out scenario, there is a need for 

traffic capacity equivalent to at least a 4-lane arterial road at the northern end of the BNW 

PSP (to cater for the estimated 24,378 vehicles/day wishing to travel to/from the north).  

However, the timing for the completion of the northern end of both the eastern and western 

north-south arterial roads is uncertain due to the following factors: 

a) The quarry’s expected thirty-year life span will prevent completion of the northern end of 

Patterson Road (the eastern north-south arterial);  

b) The northern section of the western north-south arterial is flanked by a lengthy stretch 

where there is no proposed development on either side.  Therefore, it is unclear what 

trigger may attract a developer to build this section of road.  The Infrastructure 

Contributions Plan does not propose any funding for early delivery of this project in 

advance of funds being received.  Furthermore, even if construction occurred, there is 

uncertainty of where this western north-south arterial will link into.  Construction of the 

western north-south arterial north of the BNW PSP is unlikely to be a priority for the 

Wallan South PSP developers – at least the southern-most segment (as most of its traffic 

is likely headed to the north and east); 

c) Hadfield Road is the east-west road that separates Wallan South and Beveridge North 

West.  The timing for delivery of this road is unclear, bearing in mind that there are large 

areas of non-developable land along both sides of this future road; and 

d) The absence of Hadfield Road, as part of the road network servicing BNW PSP, effectively 

turns both the both the eastern and western north-south arterial roads into ‘roads-that-

lead-nowhere’.  Completion of Hadfield Road is critical in catering for the estimated 

24,378 vehicles/day in the interim phase. 
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3.4.3  CONCLUSIONS REGARDING INTERIM BUILD -OUT SCENARIO 

1. There are a number of key aspects that I have considered under the interim scenario 

transport network requirements.  These include: 

a) What road infrastructure will be delivered under the Infrastructure Contributions Plan? 

b) Is the timing for construction of that road infrastructure clearly defined and tied to traffic 

forecasts? 

c) Has traffic modelling been undertaken for an interim scenario? 

d) Will the infrastructure proposed under the Infrastructure Contributions Plan be sufficient 

to cater for interim traffic volumes? 

2. In considering those aspects I have reached the following conclusions: 

a) The Infrastructure Contributions Plan will deliver, at most, interim construction of one 

traffic lane in each direction on each of the key arterial roads in BNW PSP.   

b) No timing / staging has been provided for delivery of the Infrastructure Contributions 

Plan road network components.  The proposed two north-south arterial roads in the 

BNW PSP (both western and eastern) are unlikely to be completed for a considerable 

period of time, as a result of the proposed quarry’s operation and other factors.  

c) There is no traffic modelling available to inform, in detail, the road network requirements 

for an interim scenario.  Interpolation of interim scenario traffic volumes – using the full 

build-out traffic forecasts (prepared by GTA Consultants during the latest July 2020 

modelling) indicates that more traffic capacity is likely to be required.  Projected partial 

75% build-out traffic generated by BNW PSP is significant – there is a need for at least 

one 4-lane north-south arterial road connecting into the Wallan South PSP to the north. 

d) The timing for construction of any additional road capacity that may be required (above 

one traffic lane in each direction) is unspecified. 

3. Within the context of the above considerations, it is my opinion that, in the interim scenario: 

a) In the absence of road linkages to the north, there is likely to be significant pressure on 

the use of Old Sydney Road – given the lack of alternative north-south access routes; 

b) The western end of Camerons Lane is likely to experience significant traffic demand as a 

result of not only the absence of road linkages to the north but also the potential lack of 

east-west connectors linking to Old Sydney Road. 

c) Regardless of the above, neither Old Sydney Road (even as an upgraded road but with 

still only one lane in each direction) nor the western end of Camerons Lane have the 

capacity to accommodate the forecast interim north-south traffic demand;  

d) There is a need in the early life of the BNW PSP to upgrade the eastern end of Camerons 

Lane to a 4-lane road and build the new interchange with the Hume Freeway; and 

e) Failure to deliver these improvements will place pressure on Lithgow Street which has 

limited capacity to provide access to/from the Hume Freeway. 
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4. In summary, the uncertain timing for delivery of the road network and the lack of clear 

triggers for developers to build key parts of the required transport infrastructure are likely to 

result in challenging traffic conditions for around 25 – 30 years (the period of quarry 

operation and rehabilitation).  

5. The uncertainty with respect to the provision of links to the north of BNW PSP is of particular 

concern given lack of spare traffic capacity at the eastern-most section of Camerons Lane 

and, equally, the inability of the western-most section of Camerons Lane to accommodate 

traffic in its current rural standard configuration. 

3.5 FULL BUILD-OUT SCENARIO 

3.5.1  MODELLING UNDERTAKEN FOR FULL BUILD -OUT 

1. GTA Consultants’ strategic modelling for the BNW PSP concludes that the proposed road 

network has the capacity to accommodate the trips generated by the future community at 

full build-out.  However, the key inputs, parameters and assumptions used in the modelling 

are not clearly described in the modelling reports (the December 2018 Strategic Transport 

Modelling Assessment and the July 2020 Evidence Report).  Both reports only provide a high-

level broad overview of the modelling undertaken. 

2. I note that the modelling reports are not explicit in identifying a traffic generation rate per 

household for the BNW PSP.  The implied traffic generation rate used in the modelling is 8.3 

vehicle trips per household per day.  The July 2020 traffic volume forecasts, at full build-out, 

have been previously shown in Figure 7.   

3. My review of VISTA data indicates that traffic generation rate in Melbourne’s northern 

municipalities (those that are closest to Mitchell) is 10 vehicle trips per household per day.  

This suggests that the full build-out traffic forecasts for BNW PSP may underestimate the 

traffic volumes that will actually be generated. 

3.5.2  ISSUES ASSOCIATED WITH FULL BUILD-OUT TRAFFIC VOLUME 

1. Application of the implied traffic generation rate of ‘8.3 vehicle trips per dwelling per day’ to 

the 15,075 dwellings identified in the latest revised BNW PSP generates 125,123 vehicle trips 

by 2046 (full build-out). 

2. Application of the VISTA-derived traffic generation rate of ‘10 vehicle trips per dwelling per 

day’ to the 15,075 dwellings identified in the latest revised BNW PSP generates 150,750 

vehicle trips by 2046 (full build-out).  This represents 25,627 additional vehicle trips than the 

traffic volume suggested by the transport modelling assessment. 
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3. Similarly, other nearby PSP areas (that are likely to contribute traffic within and through the 

BNW PSP area) such as Wallan South (located immediately north of the BNW PSP area) have 

likely been modelled (or will be modelled) using the same travel behaviour parameters as the 

BNW PSP area (‘8.3 vehicle trips per dwelling per day’).  This would compound traffic 

underestimation in the region overall. 

4. As previously noted in section 3.3.4, the rate of 10 vehicle trips per dwelling per day is 

consistent with guidance published by Austroads in its ‘Guide to Traffic Management Part 12: 

Integrated Transport Assessments for Developments’.  The traffic rate for ‘Low Density 

Residential’ development, outlined in the Austroads Guide, is 10.7 vehicle trips per dwelling 

per day.  Austroads also indicates that this traffic generation rate does not include trips made 

internal to a subdivision, which may add up to an additional 25%. 

5. The inconsistencies between the traffic generation implied by the modelling and the 

behaviour patterns revealed by the VISTA data are likely to unrealistically moderate the 

forecast impact on the transport network leading to underestimates of the road capacity 

required to accommodate traffic associated with the BNW PSP. 

6. The additional 25,627 vehicles per day are likely to warrant significant additional road 

network capacity (given that the current proposed arterial network is forecast to be nearing 

capacity at full build-out). 

7. The ‘Strategic Transport Modelling Assessment’ prepared for the BNW PSP assesses road 

network requirements using Austroads guidance.  The Austroads capacity limit for a 2-lane 

road is 18,000 vehicles per day and for a 4-lane road it is 36,000 vehicles per day.  Thus, using 

the same Austroads guidance, a 4-lane arterial road is possibly required – to cater for the 

estimated additional 25,627 vehicles per day. 

8. As a result of adding up to 25,627 new vehicle trips on the BNW PSP road network, increased 

pressure is expected on all the key roads in the PSP area – as each of those roads is currently 

forecast to be carrying traffic volumes (at full build-out) that are approaching the Austroads 

capacity limit of 36,000 vehicles per day for a 4-lane road. 

9. The traffic forecasts for each of the key roads (prepared by GTA Consultants as part of the 

modelling assessment), are the following (factored ‘down’ by 0.93 to allow for the reduced 

number of dwellings under the latest April 2022 BNW PSP): 

a. Western north-south arterial (30,430 vehicles per day, just north of the Camerons Lane) 

b. Hadfield Road (27,249 vehicles per day, just west of the Northern Highway) 

c. Camerons Lane (26,542 vehicles per day, just west of the Hume Highway) 

d. Patterson Road (25,705 vehicles per day, just north of the Camerons Lane) 
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10. A significant component of the additional traffic will be attracted to/from the south and the 

east (central Melbourne and employment clusters in the surrounding region).  In this 

context, there is expected to be increased traffic pressure in the south-east corner of the PSP 

– with vehicles seeking access to the proposed Camerons Lane interchange with the Hume 

Freeway.  The ‘Strategic Transport Modelling Assessment’ acknowledges this pattern: 

a. “… in general most of the trips generated within the precinct will be required to travel 

outside of the PSP to their places of work.” (section 4.3, page 11); and 

b. “… the majority of trips travelling to and from the PSP travel to the southern areas to 

access jobs and retail trips in areas such as Cloverton, Merrifield and the established 

areas of Melbourne via the Hume Freeway and OMR.” (section 4.4, page 12) 

11. The additional traffic is also likely to increase congestion on the two north-south arterials 

through the PSP, the western north-south arterial and the eastern north-south arterial 

(Patterson Road).  The modelling forecasts show that there is limited spare capacity on these 

roads, which could force vehicles to seek alternate north-south routes, such as Old Sydney 

Road on the PSP’s western edge. 

3.5.3  CONCLUSIONS REGARDING FULL BUILD-OUT SCENARIO 

It is my opinion that: 

1. The modelling used to test the adequacy of the proposed road network is likely to be 

forecasting lower traffic volumes (based on 8.3 vehicle trips per dwelling per day) that are 

inconsistent with travel behaviour of existing residents of metropolitan Melbourne’s 

northern municipalities (Hume and Whittlesea – those closest to Mitchell) as revealed by 

VISTA data.  VISTA data indicates that traffic generation in Melbourne’s northern 

municipalities is 10 vehicle trips per household per day. 

2. The potential underestimation of the traffic that is likely to be generated in the BNW PSP 

may affect the proposed road network’s capacity to support the proposed development.  

3. Adoption of the higher daily traffic generation rate (revealed by VISTA) suggests that the 

proposed road network servicing the BNW PSP is likely to be deficient in terms of traffic 

capacity.  The deficiency is equivalent to, possibly, a 4-lane arterial road. 
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4 PROPOSED QUARRY REHABILITATION 

4.1 LAND LEVELS IN THE REHABILITATED QUARRY AREA 

1. The Tract ‘Town Planning Report’ lodged in support of the quarry permit application (dated 2 

October 2019) indicates that the quarry land can be appropriately rehabilitated to a level 

commensurate with the envisaged development of the land under the BNW PSP.  The Tract 

report includes a Work Authority Rehabilitation Plan (reproduced as Figure 8 in this report) 

which shows filling and compaction of the quarry site to a height of RL293.5 to RL294.  The 

Rehabilitation Plan envisages steep profiles along the edges of the quarry site and a relatively 

flat central section, as shown in Figure 9 (prepared by the permit applicant for the quarry, 

Conundrum Holdings Pty Ltd).  Figure 9 notes that the sides of the quarry site could be as 

steep as 1:2 (50%).  

2. Whilst streets established in the central flat area can be safely designed, it is unclear how 

road connections can be established over the steep slopes (50%) on the quarry site’s edges.  

Inevitably there is a need for roads within the quarry site to connect to the surrounding BNW 

PSP road network as identified in the Tract report. 

3. The Tract report includes a Conceptual Development Plan reproduced at Figure 10.  This Plan 

shows road connections across the steep slopes on the edges of the quarry site.  The Plan 

also accommodates a landscape values area through the centre of the quarry site and was 

based on the August 2019 version of the BNW PSP (see Figure 11).  However, the landscape 

values area has since been altered both in the November 2021 and April 2022 versions of the 

BNW PSP (see Figure 12). 

4. The VPA in April 2022 circulated its Part A submission in relation to the draft amendments 

C158 and C161 for the BNW PSP and ICP. This Part A Submission also provides preliminary 

submissions on the ‘called in’ VCAT Proceeding P1745/2020 in respect of Planning Permit 

application PLP268/19 (Quarry Permit Application) lodged by Conundrum Holdings Pty Ltd in 

respect of Works Authority WA 1478 (WA1478). 

5. In its Part A Submission, the VPA has indicated that it “does not support the granting of the 

planning permit currently before the Committee”.  The VPA further notes that granting of 

the “Quarry Permit Application would not ensure rehabilitation to a standard suitable for the 

end uses identified in the Beveridge North West PSP”. 

6. In summary, there appears to be uncertainty as to whether the quarry will be rehabilitated 

to a suitable standard with land levels appropriate to support the residential and landscape / 

open space uses identified in the BNW PSP. 
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4.2 REQUIREMENTS FOR RESIDENTIAL DEVELOPMENT  

1. The question of whether or not the 2019 Tract assessment represents an appropriate 

landform that is consistent with the PSP (and will facilitate the future development of the 

land for the purpose of residential development) cannot be readily answered – given that the 

latest documentation provided with respect to the quarry rehabilitation is somewhat unclear 

and the original Tract assessment has not been updated in response to the changed land use 

footprint (as shown in Figure 11 and Figure 12).  It is also not clear from the documentation 

how roads will negotiate the steep 50% slopes on the quarry site’s edges.  

2. The VPA's part A submission indicates that rehabilitation may involve up to 3 stages.  It also 

suggests that further assessment is required. 

3. In this general context of uncertainty about ultimate finished surface levels, it is useful to 

refer to guidance provided by Austroads “Guide to Road Design Part 3: Geometric Design” 

and “Guide to Road Design Part 4: Intersections and Crossings”.  These guides provide the 

following broad insights into acceptable grades for different road users and under different 

requirements:  

a) Road grades should generally be as flat as possible, as they permit all vehicles to operate 

at the same speed.  Flat grades, which enable a more consistent travel speed, make 

fewer demands on both vehicle and driver.  Steep grades cause speed disparities 

between vehicle types with varying power to weight ratios both in uphill and downhill. 

b) Speed variation leads to higher relative speeds between vehicles producing the potential 

for higher rear end vehicle crash rates.  It also results in increased queuing and 

overtaking requirements which gives rise to further safety problems, particularly at 

higher traffic volumes. 

c) On vertical grades, casualty crashes increase as the road grade increases, particularly on 

downhill grades, with a significant increase in the number of vehicle crashes and the 

severity of the crashes when the grade is greater than 1:16.6 (6%). 

d) At intersections used by pedestrians (which will be the common expectation in the BNW 

PSP) a grade of 1:8 (12.5%) should be regarded as an absolute maximum and flatter 

grades provided if possible. 

e) At intersections used by heavy commercial vehicles, a flat grade should be provided on all 

intersection approaches to facilitate acceleration of heavy vehicles and acceptance of 

gaps by the drivers.  Intersection design should avoid steep downhill grades on 

approaches to intersections. 

f) Grades above 1:20 (5%) can create drainage problems because the length of drainage 

flow paths increase with grade.   

g) The poorer performing vehicles using the road (generally trucks in the lower power 

ranges) must be able to climb the grade.  This limits the maximum grade that can be 

considered for roads open to the public. 
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Figure 8: Work Authority Rehabilitation Plan 

(reproduced from Tract Town Planning Report dated 2 October 2019 – Figure 13) 
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Figure 9: Rehabilitation Cross Sections by Conundrum Holdings Pty Ltd 



 

28 

 

 

Figure 10: Conceptual Development Plan 

(reproduced from Tract Town Planning Report dated 2 October 2019 – Figure 14) 
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Figure 11: Open Space and Community Facilities in 2019 BNW PSP 

(reproduced from PSP Report dated August 2019 – Plan 07) 

 

 

Figure 12: Open Space and Community Facilities in 2019 BNW PSP 

(reproduced from PSP Report dated April 2022 – Plan 07) 
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4.3 CONCLUSIONS REGARDING QUARRY REHABILITATION 

1. Whilst details on the anticipated surface levels on the rehabilitated quarry site are not 

available and further work is required, there are likely to be steep-grade road sections on the 

quarry site’s edges, where the Rehabilitation Plan envisages steep profiles along the edges of 

the quarry site.  The Rehabilitation Plan identifies that the sides of the quarry site could be as 

steep as 1:2 (50%).  These steep slopes will need careful design consideration. 

2. The relevant Austroads design guides highlight that steep road grades are problematic.  

Drainage issues become evident when grades reach 5%, vehicle safety is compromised on 

straight road sections at 6% and ease of pedestrian movement is affected at 12.5%. 

3. In my opinion, the establishment of local streets with grades in excess of 5-6% in the quarry 

rehabilitation area is likely to give rise to several design challenges and safety issues, 

particularly at intersections. 
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5 MY OPINION 

It is my opinion that there are several traffic and transport related matters that are not 

appropriately addressed in the BNW PSP.  Having reviewed all relevant documentation, I have 

formed the views outlined below: 

1. I have not been able to identify, in any of the planning documents for the BNW PSP, a 

strategy for the provision of adequate road capacity for an interim partial build-out phase.  I 

am concerned that land will be subdivided without a commitment and assurance that the 

necessary road capacity will be provided when it is needed. 

2. Whilst the ultimate road network, once fully built and operational, may satisfactorily service 

the BNW PSP, the absence of a defined interim road network is problematic.  There is no 

traffic modelling available to inform, in detail, the road network requirements for an interim 

scenario.  Interpolation of interim scenario traffic volumes – using the full build-out traffic 

forecasts (prepared in the latest July 2020 modelling for the BNW PSP) indicates that more 

traffic capacity is likely to be required.  However, the delivery of key road linkages (required 

for an effective interim operation of the road network) is likely to be delayed by a number of 

factors, including lack of triggers tied to development stages, the presence of large areas of 

non-developable land along both sides of these future roads, the uncertainty regarding 

timing for the establishment of complementary roads in the Wallan South PSP area and the 

need to accommodate operation of a quarry in the north-eastern part of the BNW PSP area. 

3. Within the context of an incomplete road network servicing BNW PSP for a period of, 

possibly, 25-30 years (until the quarry site is satisfactorily rehabilitated), I expect challenging 

traffic conditions to arise and have the following key concerns:  

a) Poor connectivity will exist between the BNW PSP area and Wallan, where the main town 

centre is located to the north.  This is likely to be manifested in the use of Old Sydney 

Road for trips to/from the north, particularly if the two proposed north-south arterial 

roads in the BNW PSP area remain “roads to nowhere” for a considerable period of time. 

b) The limited capacity of Camerons Lane and Lithgow Street and to provide access to the 

Hume Freeway.  The modelling undertaken for the BNW PSP suggests that at under an 

interim 75% build-out scenario Camerons Lane would need to be constructed with two 

lanes in each direction, linking to a new interchange with the Hume Freeway. 

4. The proposed Rehabilitation Plan for the quarry has not been updated to reflect the latest 

BNW PSP.  Notwithstanding the need to update the Plan, I am concerned that the edges of 

the quarry site will feature steep slopes (up to possibly 50%) which are not suitable for 

building roads.  This will compromise the ability to develop the quarry site for residential use. 
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6 DECLARATION 

I have made all the inquiries that I believe are desirable and appropriate and no matters of 

significance which I regard as relevant have to my knowledge been withheld from the Beveridge 

North West Advisory Committee. 

 

 

 

Signed 

 

Date: 26 April 2022 
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APPENDIX A – MATTERS RAISED BY PPV GUIDE TO EXPERT 

EVIDENCE 
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In accordance with Planning Panels Victoria (PPV) guidance for the preparation of expert 

evidence the following details are provided: 

(a) the expert’s name and address; 

Stephen Pelosi, Ground Floor Unit 10, 243 Flemington Road, North Melbourne. 

 

(b) the expert’s qualifications, experience and area of expertise; 

I am a director of movendo Pty Ltd and I have 37 years of experience in transport planning and 

traffic engineering in Australia, New Zealand, the Middle East, Asia, Latin America and the US.  

My full CV is attached as Appendix B.  I completed a Bachelor of Engineering (Civil) at RMIT 

University in 1985.  I have held senior executive positions in government and consulting firms 

and in these roles I have been responsible for the delivery of major transport projects and for 

the provision of strategic and business advice to governments, infrastructure providers and 

developers on land use/transport studies, multi-modal transport assessments, masterplanning 

new communities, detailed transport systems analysis, road safety assessments, transport 

demand forecasting, route planning, public transport studies and bicycle & pedestrian strategies.   

Of particular relevance to Beveridge North West PSP, I have been involved with numerous 

transport and traffic assessments in support of urban design frameworks and structure plans for 

communities in the Cities of Melton, Maribyrnong, Moonee Valley, Ballarat, Colac Otway, 

Melbourne, Hume, Shepparton, Glenferrie, Knox, Warrnambool, Kilmore, Surf Coast, Banyule, 

Mitchell, Nillumbik, Bendigo, Yarra, Mildura, Glen Eira and Bayside.  I have also undertaken 

numerous traffic studies for private clients ranging from detailed facility design to analysis of 

infrastructure requirements for large developments in Australia, China and the Middle East. 

 

(c) a statement identifying the expert's area of expertise to make the report; 

My training and experience, as highlighted in my CV, including involvement with many major 

transport infrastructure and masterplanning projects in Victoria, Australia and internationally – 

qualifies me to comment on the traffic matters outlined in this report.  Through my career, I 

have had considerable involvement in transport infrastructure planning and design, including 

various public transport and rail projects (Craigieburn Rail Electrification, South Morang Rail 

Extension project, City Circle Tram, Box Hill tram extension in Melbourne), several road projects 

(West Gate Tunnel, Peninsula Link, Western Distributor, East West Link, Calder Freeway, Geelong 

Bypass in Victoria and the Western Sydney Orbital in New South Wales). 

I have also appeared, as expert traffic and transport witness, at numerous tribunal and panel 

hearings, EES/EIS hearings and planning scheme amendment hearings.  In particular, I have 

appeared as witness for the Peninsula Link Freeway and East West Link projects in Melbourne, 

Bass Gas, Otway Gas, Calder Freeway and Geelong Bypass projects in Victoria and also prepared 

an Expert Witness Statement for the Victorian Desalination Plant EES.  
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(d) details of any other significant contributors to the statement (if there are any), and 

their expertise; 

Not Applicable 

 

(e) all instructions that define the scope of the statement (original and supplementary and 

whether in writing or verbal); 

1. I have been requested by Mitchell Shire Council to express my expert opinion as to the traffic 

and transport implications of various aspects associated with the Proposed Beveridge North 

West PSP. 

2. Matters of interest to Council include: 

a) The way that the road system in the PSP area will operate both at both full build-out and 

in the interim; bearing in mind the need to accommodate operation of a quarry in the 

north-eastern part of the PSP area. 

b) Connectivity between the BNW PSP area and Wallan, where the main town centre is 

located to the north. 

c) The extent to which Old Sydney Road (which is a rural standard road and partly 

unconstructed) would need to be used whether it was planned to be used or not because 

of a lack of alternative north south access.  In this regard, Council is concerned that the 

two proposed north-south arterial roads in the PSP area are likely to be “roads to 

nowhere” for a considerable period of time. 

d) The limited capacity of Lithgow Street and Camerons Lane to provide access to the Hume 

Freeway. 

e) Whether the proposed rehabilitation of the quarry will result in a landform that can be 

developed for residential use. 

 

(f) details and qualifications of any person who carried out any tests or experiments upon 

which the expert has relied in preparing the statement; 

Not Applicable 

(g) the facts, matters and assumptions on which the expert relies in preparing the 

statement; 

My report is based on a review of the draft Beveridge North West PSP and associated 

documents. 
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(h) reference to documents and materials the expert has used in preparing the statement; 

My report is based on several documents and other materials that I have been instructed to 

consider or take into account in preparing the report, as well as other documents that I have 

referenced in forming my opinions as outlined in the report.   

 

(i) a summary of the expert’s opinion(s), including provisional opinions; 

It is my opinion that there are several traffic matters that are not appropriately addressed in the 

Beveridge North West PSP document.  Having reviewed all relevant documentation, I have 

formed the views outlined below: 

1. I have not been able to identify, in any of the planning documents for the BNW PSP, a 

strategy for the provision of adequate road capacity for an interim partial build-out phase.  I 

am concerned that land will be subdivided without a commitment and assurance that the 

necessary road capacity will be provided when it is needed. 

2. Whilst the ultimate road network, once fully built and operational, may satisfactorily service 

the BNW PSP, the absence of a defined interim road network is problematic.  There is no 

traffic modelling available to inform, in detail, the road network requirements for an interim 

scenario.  Interpolation of interim scenario traffic volumes – using the full build-out traffic 

forecasts (prepared in the latest July 2020 modelling for the BNW PSP) indicates that more 

traffic capacity is likely to be required.  However, the delivery of key road linkages (required 

for an effective interim operation of the road network) is likely to be delayed by a number of 

factors, including lack of triggers tied to development stages, the presence of large areas of 

non-developable land along both sides of these future roads, the uncertainty regarding 

timing for the establishment of complementary roads in the Wallan South PSP area and the 

need to accommodate operation of a quarry in the north-eastern part of the BNW PSP area. 

3. Within the context of an incomplete road network servicing BNW PSP for a period of, 

possibly, 25-30 years (until the quarry site is satisfactorily rehabilitated), I expect challenging 

traffic conditions to arise and have the following key concerns:  

c) Poor connectivity will exist between the BNW PSP area and Wallan, where the main town 

centre is located to the north.  This is likely to be manifested in the use of Old Sydney 

Road for trips to/from the north, particularly if the two proposed north-south arterial 

roads in the BNW PSP area remain “roads to nowhere” for a considerable period of time. 

d) The limited capacity of Camerons Lane and Lithgow Street and to provide access to the 

Hume Freeway.  The modelling undertaken for the BNW PSP suggests that at under an 

interim 75% build-out scenario Camerons Lane would need to be constructed with two 

lanes in each direction, linking to a new interchange with the Hume Freeway. 
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4. The proposed Rehabilitation Plan for the quarry has not been updated to reflect the latest 

BNW PSP.  Notwithstanding the need to update the Plan, I am concerned that the edges of 

the quarry site will feature steep slopes (up to possibly 50%) which are not suitable for 

building roads.  This will compromise the ability to develop the quarry site for residential use. 

 

(j) a statement identifying any provisional opinions that are not been fully researched for 

any reason (identifying the reason why such opinions have not been or cannot be fully 

researched); 

Not Applicable 

 

(k) a statement setting out any questions falling outside the expert's expertise and 

whether the report is incomplete or inaccurate in any respect. 

In the process of preparing this report, I have not identified any questions outside of my area of 

expertise in traffic engineering and transport planning.  I have visited the site, undertaken 

observations and reviewed relevant documentation assigned to me.  I have also drawn on my 35 

years of experience in traffic and transport planning.  As a result of my deliberations, I have 

formed the views outlined in this report with respect to the traffic and transport implications of 

various aspects associated with the Beveridge North West PSP. 
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APPENDIX B – CURRICULUM VITAE 
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