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Abstract: this paper explores the development of the ‘problem-solution nexus’ of a cancelled mega urban transport project in Melbourne, Australia.  The East-West Link (Eastern Section) was the most recent iteration of a cross-town motorway connection that has been proposed numerous times since the 1960s, most recently in early 2013.  After a State parliamentary election in November 2014, in which the opposition party defeated the incumbent, the project contracts were cancelled, amid widespread community discontent.  This research employs the concept of ‘problem-solution nexus’ (Sturup, 2010) – in which problem and solution are recursively generated and arise in tandem – to explore the historical framing of the problems the project was intended to solve.  We perform a discourse analysis of historical planning documents, newspaper articles, and government reports.  Our work reveals a shifting and unstable nexus, in which processes of technical rendition change the definition of the problem and correspondingly the form of the solution.  The findings suggest that the instability in the EWT’s problem-solution nexus may have created the space for the political dissent and resistance against the project.  
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Introduction
In 2014, the Minister for Planning in the Australian state of Victoria, controversially approved expenditure of AU$6.8 billion for twin 4.4km road tunnels.  The Minister’s justification, however, appears to be based on circular sets of logic, with the project justified as concordant with the metropolitan spatial plan, Plan Melbourne - but the chapter containing the tunnel as part of the vision had been placed in Plan Melbourne against the recommendations of the Ministerial Advisory Committee, and presumably under the direct instruction of the Minister (Sturup et al., 2015).  This project, the East-West Link (Eastern Section)[footnoteRef:1] (see Figure 1), was seemingly a ‘solution’ in search of a problem – and a solution that has, in some form or another, existed since the 1960s. [1:  For brevity, we refer to the Project henceforth as EWT, or East-West Tunnel.] 

In this paper, we explore how the proposed solution, and the problems it was to solve, recursively generate each other through practices of technical rendition.  We refer to this process of problem and solution alignment as the problem-solution nexus (PSN): a core feature of the mentality of mega urban transport projects (MUTP), generating an inescapable, circular logic through which the construction of the project becomes the only solution to a problem (Sturup, 2015).  As a structure, it sits alongside the other features of the art of government of MUTPs, namely: they are strongly sovereign in the structuring of power, and that they are difficult to observe critically from within because of the personal attachment people within the project acquire (Sturup, 2010).  Mentalities of MUTPs indicate the world view of those that operate within them.  Elucidating the mentalities of MUTPs allows us to understand the way that projects are driven forward, the actions that will be taken, and the context within which protest will be heard.  By more specifically engaging in the changing modes of technical rendition, we seek to demonstrate the historical development of the problem-solution nexus in this MUTP.  These changes, at times, appear to align the problem and solution, which may lend understanding as to why the project was propelled forward, despite its limited public appeal.
We first present an overview of the problem-solution nexus as it exists in the governmentality and anthropology literatures.  Following this, we outline the steps taken to complete this research, which involved the construction of an historical narrative from relevant planning documents and periodical reports.  Finally, we present the results and discussion of this project: that the definition of solution and the calculation of problem have varied across the history of the project, and that these changes may be traced through an understanding of practices of technical rendition.  These gradual changes demonstrate an increased appearance of project viability alongside the refinement of techniques of travel demand forecasting and benefit cost analysis.
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[bookmark: _Ref488652571]Figure 1: Base case designs solution of the East-West Link (Eastern Section), not including ancillary upgrades or the extension to the port (Victorian Government, 2013, p. 89)
Mega Projects and the Problem-Solution Nexus
The madness of mega projects has been extensively explored in the literature.  MUTPs are attractive because they promise rapid and vast transformation of the city or the region, by promising social, economic, or environmental transfiguration.  They are colossal in size and scope, and provoke a sense of awe and sublime (Trapenberg Frick, 2008).  They are vastly expensive, and often under-costed (Siemiatycki, 2009).  In addition to cost over-runs, the forecast benefits are often not met after project completion, an issue expanding as the scope of projects expands (Flyvbjerg, 2007).  Further, MUTPs problematise strategic spatial and transportation planning, by substituting effective planning practices with infrastructure projects (Dodson, 2009).  An important assumption of much of the prior work on MUTPs (for example, Kumaraswamy and Morris, 2002, Altshuler and Luberoff, 2003, Rothengatter, 2008, Samset, 2008) is that the planning process is rational and linear and that an objective analysis of problems comes before a decision on the solution, as outlined by Banister (2002).  Our approach differs as it embraces an observable circularity in the infrastructure planning.
This paper is the product of a larger research project examining the arts of government of Melbourne’s EWT.  Our approach in this research, and our understanding of PSN, is based in the governmentality texts.  This research understands governmentality in the ‘arts of government’ sense, relating to the mentalities and operation of power in an organised society (Dean, 2010).  Governmental power, per Foucault (1991), is polyvalent and productive, and is exercised by regulating biological, social, and personal conducts (Huxley, 2008, Dean, 2010).  Arts of government are illustrated through an examination of the forms of knowledge, technology, and rationality (Dean, 2010), expressed through the texts, speech, and actions of government (Rose et al., 2006).  Of particular interest in this paper are the sets of calculative technologies (Miller and Rose, 1990) used in the EWT project.  
PSN is the phenomenon through which a perceived problem and a proposed solution arise recursively and iteratively over the lifespan of a project, and is observed by documenting changing practices of technical rendition.  As the programmatic translation of the will to improve (Li, 2007), the problem-solution nexus relates to the technical rendition of fields of intelligibility (Dean, 2010) through practices of calculation and the setting of boundaries around the knowable (see Miller and Rose, 1990).  The result of technical rendition is that “the identification of a problem is intimately linked to the availability of a solution.  [Problem and solution] coemerge within a governmental assemblage in which certain sorts of diagnoses, prescriptions, and techniques are available to the expert who is properly trained” (Li, 2007, p. 7).  Technical rendition also translates the political-economic into terms knowable within the field of intelligibility, which “limits and shapes what improvement becomes” (Li, 2007, p.8).  Through these processes, problems are rendered solvable, which provides political impetus for action, because the governmentalised State is supposed to solve problems (Sturup, 2015).
Although Li (2007) concentrated on development projects in the highlands of Sulawesi, the concept of problem-solution nexus also illuminates the aforementioned quirks of MUTPs.  Sturup (2010) demonstrates that the Cross-City Tunnel in Sydney, NSW, was initially to provide streamlined car parking access under major retail centres, creating additional surface capacity for cross-city trips.  Its next iteration was a shorter version than that eventually built, and was purported to solve the problem of cross-city traffic causing congestion on surface streets – the opposite of its first iteration!  The final version, almost twice the length of the second version, was extended once more to facilitate a new pedestrian boulevard on reclaimed surface streets (Sturup, 2010).  The rationalities used to justify the project slowly shifted – from removing conflicts between different road users, to providing improved amenity and streetscapes to local residents.  Problem and solution, in the case of the CCT, were iteratively defined through processes of technical rendition.    
Methods 
The EWT was chosen as a case study as it presented a timely opportunity to explore mentalities in an MUTP that was unsuccessful.  Sturup’s (2010, 2015) previous inquiries focused on projects that were successfully completed.  We saw this framing as useful because we wanted to demonstrate that the presence of mentalities of mega projects were not related to the success, or lack thereof, of mega projects.  The mentalities of government specific to MUTPs include the problem-solution nexus, explored in this paper in more detail, sovereign power structures in decision-making processes, and the sublime of project (Sturup, 2010, 2015).  Existing work in a mentalities framework on the EWT has demonstrated that the problem-solution nexus appears to be the least stable of these mentalities in the EWT (Sturup et al., 2015), and as such, warrants further exploration.
The main sources of data for this research are official planning and project documents outlining the various iterations of the EWT, supplemented with periodical articles.  These documents are outlined in the following sections.  The timeframe in question is from 2003-2014, which is the lifespan of the most current iteration of the project.  Our analysis identifies throughout the planning documents discussion of transportation problems, and the form of the solution attached to those problems.  Problems are categorised thematically per their core technologies: travel demand forecasting as a technology of engineering, and benefit-cost analysis as a technology of accounting.  
Findings
This section describes the evidence for the presence of a PSN occurring within the project.  Firstly, we present a brief historical overview of the forms of the project, from its first appearance in the 1960s, to its current iteration in the 2010s.  We then move to the problematisations in the planning documents, demonstrating the eventual return of project proponents to the tunnel – each time using differentiated justification techniques.  This is not an exhaustive list of mentions of a tunnel solution; such a task is beyond the scope of this paper.  It is a representative sample that we use to demonstrate how problematisations changed over time in the EWT.  We identify two central aspects of the technical rendition of the EWT: travel demand forecasting and technologies of engineering; and benefit-cost analysis and technologies of accounting.  Together, these technologies suggest that both solution and problem exist as evolving narratives, in which project proponents use each of the technologies to produce agreement.  
Key Documents and Moments of the Life of the East West Tunnel
Solutions like the EWT have been proposed numerous times over the past half-century.  The EWT first appeared during the 1960s during the first wave of comprehensive transportation plans.  The 1969 Melbourne Transportation Plan proposed an extensive grid of motorways across metropolitan Melbourne, which included a route corresponding to the EWT project (Metropolitan Transportation Committee, 1969).  The route would cut through the established urban areas of Carlton, Fitzroy, Collingwood, and other inner suburbs – but on the surface, rather than as a tunnel.  Slated for construction in the 1971 Planning Policies for Metropolitan Melbourne, as part of a larger Eastern Freeway route (Gleeson et al., 2003), the segment that looked like the EWT was scrapped in March 1973 in the face of fiercely organised and active residents’ groups (Rundell, 1985). Construction continued on the segment now known as the Eastern Fwy.  In the early 1990s, a proposal like the EWT, but terminating at Nicholson Street in Carlton, was similarly scrapped: this time more fiercely organised community groups constructed ramparts of household junk in the median of the corresponding cross-town route (Farrant, 1994).
In 2003, the Northern Central City Corridor Strategy Draft (NCCCSD) (Department of Infrastructure, 2003) presented two optional road tunnel solutions – a direct, east-west tunnel under Alexandra Parade, Princes Street, and Royal Park (like EWT), and a tunnel towards the Melbourne CBD.  Its concern was mainly around increasing public and active transportation mode share, while improving local amenity, within the context of the Melbourne 2030 metropolitan strategic plan.  The NCCCSD analysed passenger and freight movements in the inner-north area of Melbourne, bounded by the CityLink to the west and the Eastern Fwy terminus to the east (see Figure 2) – specifically chosen because “it is the primary area of influence of a possible road tunnel link” (Department of Infrastructure, 2003).  Given the high cost of constructing either tunnel solution, the NCCCSD recommended that “due to their high cost in comparison to their benefits no further investigation should take place on road tunnel options in the inner north” (Department of Infrastructure, 2003).  For the EWT-like tunnel, the analysis was uncertain about the project’s ability to reduce traffic on surface streets due to induced traffic (Department of Infrastructure, 2003).  The solution instead was to improve relevant railway lines, tram routes, and cross-town bus services, alongside a suite of land-use, parking, and active transportation measures.
Problematisation of cross-town travel also occurs in the 2006 transportation strategy, Meeting Our Transport Challenges (MOTC), however this is done without reference to a solution like the EWT (Department of Infrastructure, 2006).  Primarily the problematisation occurs around congestion and efficacy of the M1 Corridor within a broader context of the metropolitan region – much broader than the NCCCSD.  The M1 is characterised as having multiple roles – as a commuter route to the CBD, and as a freight route around the Port of Melbourne – and that it is close to capacity and that this will only worsen.  It presents as a solution the implementation of several high-quality (for Melbourne, at least) orbital bus routes and improved bus services along the Eastern Fwy.  It also suggests further problematisation of east-west travel in the form of a technical assessment.
The East West Link Needs Assessment (Eddington Report), conducted in 2008 by Rod Eddington (Eddington, 2008), undertook the problematisation suggested by MOTC.  It is in the Eddington Report that the EWT project in its most recent form begins to take shape.  The Eddington Report considers a wider study area than NCCCSD (see Figure 3), but more constrained than MOTC, which nonetheless leads to specific ways of problematising.  In this frame, there is an overreliance on the M1 Corridor, because Melbourne only has two cross-town motorways (the other being the Metropolitan Ring Road, much further to the north).  Other cross-town routes are constrained because of the Maribyrnong and Yarra Rivers, and nonetheless are not suited to regional traffic.  These cross-town routes are important because of surplus population in the western suburbs that travels towards the east for employment, education, and recreation.  Freight movement from the Port of Melbourne further complicates this picture.
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[bookmark: _Ref496082693]Figure 2: Study area of the Northern Central City Corridor Strategy Draft (Department of Infrastructure, 2003, p. 2).
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[bookmark: _Ref496082593]Figure 3: Study area of the East West Link Needs Assessment (Eddington, 2008, p. 13)
The Eddington Report presented a large package of MUTP solutions, and a staging mechanism: its intent was to begin a pipeline of infrastructure construction[footnoteRef:2], including a three-stage East-West Link, from the Western Ring Road in Sunshine to the Eastern Fwy terminus in Abbotsford.  The first stage was a short tunnel, running underneath Footscray, to connect the Port of Melbourne with Geelong and Sunshine Roads.  The second stage was the eastern half of the East-West Link (the EWT of this paper), and the third stage is the remaining western section of the road link.  The full East-West Link and the other projects presented in the Eddington Report were to improve the economic and social disadvantage of the western suburbs, while providing more resilient transportation connections.  [2:  First on the list was the Melbourne Metro Rail Tunnel, a modified version of which is in the initial stages of construction, and second was the Regional Rail Link, completed in 2015.] 

Later in 2008, the Government of Victoria released an updated metropolitan transportation strategy: the Victorian Transport Plan (VTP) (DTPLI, 2008).  This plan incorporated Stage 1 of the Eddington Report, because it responded most effectively to the greatest perceived need – an additional crossing of the Maribyrnong River to act as an alternative to the West Gate Bridge.  A combined first and third stage from the Eddington Report, known as ‘Westlink’, eventually appear in the Commonwealth Government’s Infrastructure Australia priority lists (Infrastructure Australia, 2010), which is eventually expanded to the entire East-West Link (i.e. all three stages) (Infrastructure Australia, 2012).  
Planning concerns for the project were outlined in an updated metropolitan land-use and transportation strategy, Plan Melbourne (PM14[footnoteRef:3]) (DTPLI, 2014).  In this 2014 proposal, the eastern section (the EWT) was to be constructed first, and the western section (with an additional crossing of the Maribyrnong) coming later.  At this point, the Commonwealth priority lists included only the eastern section of the full EWL (Infrastructure Australia, 2013).  This solution is presented in more detail in the East-West Link Business Case (EWTBC) from March 2013[footnoteRef:4] (Victorian Government, 2013).   [3:  PM14 is used for clarity, as Plan Melbourne has subsequently been refreshed in 2017. ]  [4:  Controversially, the EWTBC was not actually made public until after the EWT was cancelled by the newly-elected State Government.] 

There is a familiar set of justifications for the PM14/EWTBC version of the EWT. It is similar to the earlier documents.  The full EWL would “transform the way people move around Melbourne, help alleviate our reliance on the M1 corridor for cross-city road connections, and provide greater resilience in the transport network” (Victorian Government, 2013).  Unlike previous iterations, though, the eastern section would be constructed before the western section – this, per the EWTBC, would fix congestion at the Eastern Fwy terminus by connecting disconnected freeways, allow for a new cross-city link, and improve north-south public transport routes.  The issue of a lack of river crossings, as stressed in the Eddington Report and VTP, is less prominent in the PM14/EWTBC problematisation – a useful discursive shift, as the EWT does not cross the Maribyrnong or the Yarra.  
The main problems identified in these analyses of east-west traffic and the solutions of various iterations, in some form or another, relate to travel and economic value.  Firstly, there is a strong, ongoing discourse relating to freeway termination being problematic.  This links in to a generalised discourse about the ‘mixing’ of local and regional traffic and the predictions of future congestion.  Secondly, tunnelling is expensive, and the problematisations in these documents seek to engage with the costs relative to benefits of such a project.  It is around these two main discussions that there were attempts to forge a PSN, so in the next sections, we examine in more detail the specific attempts to render the problem technical using travel demand forecasting and benefit cost analysis. 
The Problem of Freeways that Just End
Each of the source documents each make reference to a forecast or a model of some sort.  In the following sections, we consider how the EWT was problematised and rendered technical using techniques of travel demand forecasting.  These take form throughout the discursive formations of network completion, congestion, traffic hierarchies, etc.  Each source document recognises the Eastern Fwy terminus, cross-city traffic, and rising congestion as major ‘problems’, however, there is some variation in the available solutions.  We contend that changes in project form may be traced against the changes in outputs of the technology used to frame the problem.  Further, studies in which modelling is structured around road network bottlenecks will unsurprisingly produce solutions that are roads.  The solution is defining the problem, and vice versa.
The ‘disconnected freeway’ is a stable discursive formation in the source documents.  As demonstrated in Figure 4, there are major ‘gaps’ in Melbourne’s road network.  The horror of the freeway that ends takes place within logics of road hierarchies and technologies of civil engineering.  These discourses hold that different roads have different purposes, local traffic should not mix with regional traffic, and traffic should be, where possible, as free-flowing, and fast as possible (Low et al., 2003).  Freeways that end abruptly violate these laws, and act to further congestion in the road network.  The NCCCSD, in part, was set up to consider whether an extension of the Eastern Fwy was justifiable.  The Eddington Report was set up to assess the need for additional east-west links (Department of Infrastructure, 2006, Eddington, 2008).  The study areas of these reports were geographically bounded at the east by the Eastern Fwy terminus.  The NCCCSD, the Eddington Report, and PM14/EWTBC all agree that creating a motorway link along the project corridor would be solve the Eastern Fwy ending abruptly, allowing cross-town traffic to bypass local and arterial streets.  
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[bookmark: _Ref496083563]Figure 4: Selective representation of the major roads of Melbourne. Arterials/freeways are black, circumferential roads blue, and network ‘gaps’ red (Victorian Government, p. 35).
Cross-city traffic, and resultant congestion, however, are framed somewhat differently in each of the documents. This is reflected in the outputs of the travel demand forecasts produced for each of the reports (see Figures 5, 6, 7, & 8).  The NCCCSD frames traffic congestion as being primarily a problem local to the (relatively small) study area – only 10% of vehicles completed the entire cross-town trip to the CityLink corridor.  In the more regionally-focussed Eddington Report, the way in which ‘city’ and ‘cross-city’ are defined is different to the NCCCSD (compare Figs 2 & 3, for example).  Using the Yarra and Maribyrnong as a screen line, the Eddington Report predicts 40% more traffic by 2031[footnoteRef:5] – and recommends a new road link.  Because NCCCSD did not extend as far as the Eddington Report geographically, its understanding of the problem of cross-town traffic was substantially different.  The inclusion of the greater western suburbs in the Eddington Report traffic modelling renders the solution more viable.   [5:  Travel demand forecasting is generally considered problematic, inaccurate, and unstable.  See Nicolaisen & Driscoll (2014) for a thorough review of the accuracy problems in modelling. ] 

An additional justification for the EWT emerges in the Eddington Report – network resilience.  This is discussed primarily in terms of ‘what would happen if the Westgate Bridge were out of action for an extended period’, or similar lines.  The traffic models predict chaos – so both the Eddington Report and the EWTBC argue that a full east-west link is needed to provide additional river crossings and capacity in the motorway network.  Interestingly, the EWT under consideration in this paper did not actually cross either the Yarra or Maribyrnong Rivers, so it is not clear how the tunnel was to solve the river crossing problem.  Network resilience discourse is not readily observed in NCCCSD, which may be due to its more constrained geographical scope. NCCCSD did not extend to either river and could therefore its field of intelligibility did not include river crossing issues.
The definition of east and west plays an important role in the technical rendition of travel in the EWT project.  When the geographical scope of the respective transport studies is changed – or, when the mode of technical rendition is altered – the available solutions change.  A tunnel-solution is presented in NCCCSD because of perceived traffic problems.  The tunnel-solution is rejected, because the traffic problems are not big enough.  Traffic is measured differently in subsequent documents, making a tunnel an increasingly viable solution.  It is here, through technologies of travel demand forecasting, that we see attempts to construct a problem-solution nexus based around east-west travel.
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Figure 5: Traffic distribution from the Eastern Fwy into inner metropolitan Melbourne, as modelled by NCCCSD, but re-mapped for the Eddington Report (Eddington, 2008, p. 130)
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Figure 6: Traffic distribution from the Eastern Fwy into inner metropolitan Melbourne, using the same inputs as NCCCSD, but re-modelled for the Eddington Report (Eddington, 2008, p. 130).
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Figure 7: Traffic distribution from the Eastern Fwy into inner metropolitan Melbourne, as modelled for the Eddington Report (Eddington, 2008, p. 131)
[image: \\UoM-File.unimelb.edu.au\702\Users\pittmann\Desktop\SOAC Images\EWTBC - Inbound Distribution, p43.png]
Figure 8: Traffic distribution from the Eastern Fwy into inner metropolitan Melbourne, as modelled for the EWTBC (Victorian Government, 2013, p. 13)
The Problem of Value for Money
Road construction and tunnelling is a costly endeavour.  As part of the development of a problem-solution nexus, the financial costs of construction and operation are compared to the potential economic benefits of the project.  The specific technology used in the technical rendition of costs and benefits is benefit-cost analysis (BCA), which considers the welfare effects of project implementation and non-implementation against a base case (Rouwendal, 2012).  The economic benefit of a project should be higher than its financial costs.  BCA appears to be an important technology used in PSN formation, because it speaks of the viability of the solution in an economic sense.  This section tracks the evolving use of forms of BCA technologies in the construction of the EWT’s PSN.
Each of the iterations of the EWT family of projects recognises the potentially large direct benefits of an EWT solution.  Infrastructure projects are understood to have wide-ranging economic benefits, including, for the EWT, “travel time savings, reduced vehicle operating costs, fuel savings, accident reductions, reduced carbon dioxide emissions, increased agglomeration, and attraction of greater labour supply” (Victorian Government, 2013).  While the NCCCSD recognised the potential benefit of an EWT project in removing traffic from Royal Park, a tunnel, and any further discussion of a tunnel, was not recommended because of the predicted high cost compared to benefits.  A project like the EWT would be “unlikely to give economic returns in proportion to the investment required, [and] the high level of investment required will divert resources from investment in other transport needs” (Department of Infrastructure, 2003).  This was not, however, conducted as a formal BCA.
This story begins to change with the Eddington Report and the 2013 Business Case, in which benefit-cost analysis is used formally and specifically.  The Eddington Report presented a benefit-cost analysis of the megaproject pipeline proposed therein.  The total package of projects would cost an estimated AU$15 billion, with the EWT being approximately AU$5.5 billion (Eddington, 2008).  The benefits in the Eddington Report, however, are only presented in aggregate across all projects.  The 2013 Business Case included numerous BCRs of various solution configurations, with a financial cost of AU$6.8 billion[footnoteRef:6].  A summary of the BCRs is presented in Table 1. [6:  This is the “estimated total risk adjusted capital cost” for the EWT per the 2013 Business Case.  The figure does not include the additional extensions to the Port of Melbourne.  The risk adjusted capital cost for all three sections is estimated at AU$16.1 billion. ] 

[bookmark: _Ref488655442]Table 1: Comparison of the different modes of benefit-cost analysis on some of the EWT iterations (Eddington, 2008, Victorian Government, 2013).
	
	Traditional BCR
	BCR including WEBs

	Eddington (all projects)
	0.74
	0.94-1.36+

	EWTBC
	0.45
	0.84

	EWTBC + Extensions
	0.73
	1.19

	EWTBC (Surface option)
	2.35
	4.62



In both the Eddington Report and the EWTBC, project proponents incorporated wider economic benefits[footnoteRef:7] (WEBs) into the BCA, which makes the BCR marginally positive.  That is, traditional measurement of direct project costs (i.e. construction and operation) versus direct project benefits (travel time savings, decreased fuel costs, decreased accident costs) was not able to justify any of the solution iterations, with the major exception of the EWTBC’s surface option (which would place a surface freeway through a densely developed urban area – the disbenefits of which are recognised to be not fully costed).  The inclusion of WEBs renders the project/s worthwhile because these (mostly) push the BCR above one – where the traditional, direct approach for the EWT indicated that the project was not worth it.  A visible and documented change in the method of technical rendition of a project has resulted in the viability of the solution.  While the BCA presented in the NCCCSD was rudimentary, at best, this nonetheless demonstrates how the technology used in PSN formation was changed and altered for the solution to appear viable.  When rendered technical through traditional modes of BCA, the EWT was not a viable solution. For the EWT to become a viable solution, the boundaries of the “intelligible field” (Ferguson, in Li, 2007, p. 7) of the project had to be broadened. [7:  The measurement of WEBs is considered problematic and unstable.  In any given project, they are potentially negative, potentially positive, potentially non-existent, and ultimately heavily dependent on econometric model specification: proper consideration of WEBs is “practically impossible” (Rouwendal, 2012).] 

Conclusions
The problem-solution nexus limits available solutions in terms of specified problems, while also working to limit available problems in terms of specified solutions, meaning that the solution that eventually arises should not be understood as selected based solely on its capacity to solve some pre-existing problem.  The merits of the solution are based on the definition of the problem that the solution exists to solve, which creates a higher probability that it will solve the problem thus defined.  We demonstrated this in the case of the EWT by exploring how the technologies of travel demand forecasting and benefit-cost analysis were shifted.  Changing the mode of technical rendition – such as the addition of WEBs in BCA – can act to make solutions appear more viable.  We do not argue for or against the relative merits of an idealised, rational approach to infrastructure planning, which could likely be considered a technology itself. Nor do we expect to stamp out the practice of problems and solutions co-generating each other.  We ask questions of reflection, to try to identify where PSNs occur in practice, and to allow for possibility that other competing modes of technical rendition might be incorporated into transportation decision-making – such as technologies of participatory governance.  Given the instability and ineptitude of travel demand forecasting (Nicolaisen and Driscoll, 2014) and benefit cost analysis (Rouwendal, 2012), different ways of knowing transportation problems and solutions can only serve to improve decision-making.
The East West Link (Eastern Section) remains a contentious issue in the hearts of many in Melbourne – there is a sense of victory in the segments of the community that resisted the project, and there remains anger at the millions of dollars paid to not build a road.  Exploring the problem-solution nexus in further detail, though, has revealed that the EWT has never been a stable project.  Given the recent controversies around MUTPs in Australia, further research along these lines could be fruitful: including the recently-cancelled Roe 8 in Perth, which was to damage wetlands to improve freight transit, the currently contentious WestConnex in Sydney, which daily appears to grow larger in scope and cost and purpose, and the West Gate Tunnel, effectively a shortened version of the Western Section of the greater East-West Link, which was proposed not by the State but by a private infrastructure firm. The latter, however, potentially demonstrates that despite the cancellation of the EWT, nothing much has changed in transportation planning in Melbourne.
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