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Abstract:
This paper examines citizen resistance against two proposed inner city toll ways, and the reimagining of transport futures and prospects they inspired. The proposed East West Link was fiercely contested attracting considerable consternation from across multiple urban publics, extending beyond residents living within the corridor of the project to include long-standing public transport advocates, Victorian-based transport academics and former state planning advisors. Following the election of the Labor Government in 2014, the contracts for the East West Link were cancelled. But in rejecting this inner city toll way, this newly elected State Government then announced the West Gate Tunnel, a market-led toll way project proposed by the operator Transurban. As resident groups, locally elected politicians and long-standing public transport advocates challenged the efficacy of these proposals, the contestation that mounted also produced multiple re-imaginings of the city’s transport future.  This paper draws on extensive key-informant interviews with community campaigners, politicians, non-government stakeholders as well as policy and media analysis examining the resistance campaigns against the proposed East West Link and the West Gate Tunnel projects. The temporal and spatial analysis conducted over this period exposes a geography that shaped the depth and breadth of this imagining formed by the vastly different transport fortunes being experienced. This paper reveals how citizen contestation across the geography and temporality of controversial project proposals is mediated, complicated and refracted by the changing dynamics of urban politics constituted within transport planning, the meeting ground of civil society, the state and the corporate interests that have flourish under neo-liberalism.
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Introduction
Transport infrastructure investments are political propositions. They bring into view questions of resource allocation and how these resources are distributed across the disparate spaces of the city, as well as over time. How decisions about transport infrastructure investments are made can bring acutely into focus questions of transport governance and politics, including who are the decision-makers, on what grounds are decisions made, with what level of rigor and analysis, and importantly, who gains to benefit. The contemporary Australian literature investigating the politics of transport planning and infrastructure delivery under neoliberal conditions (Mees, 2000, 2010; Dodson, 2009, 2017; O’Neil, 2010; Curtis and Low, 2012; Gleeson and Beza, 2014; Haughton and McManus, 2012; Sturup and Low, 2015; Stone, 2014) describe a landscape that is structured upon competition, increased privatization, the dominance of economic and market logics, government retrenchment, failed (or absent) strategic oversight, and path dependent rationality. The influence neoliberal forms of governance and decision-making have had on planning processes in Australian capital cities has been the focus of considerable research for some time (Gleeson and Low, 2000), and has included analyses of how neoliberal decision-making environments reproduce uneven urban environments (McGuirk, 2005). In the context of transportation planning though, an uneven distribution of transport infrastructure and service quality has meant that some parts of cities benefit from a rich supply of transport infrastructure, typically inner urban areas, while much larger tracts of Australian cities experience higher levels of transport disadvantage with comparatively fewer available alternatives to the car (VAGO, 2013). In this neoliberal decision-making environment, and in building on the large body of research into understanding the intricacies of transport politics, this paper focuses on an area of transport politics that has seen comparatively little research; the role citizens who are impacted by transport decisions made elsewhere but who often rail against proposed projects. 
Recent transport projects proposed for the inner city of Melbourne – the East West Link and the West Gate Tunnel projects – have attracted citizen contest driven by different motivations across the geography of these two projects. Drawing on the citizen resistance campaigns against the East West Link (2013-2014) and the West Gate Tunnel (2015-present) inner city toll way projects, this paper aims to expose how the everyday experiences of transport challenges, what I call ‘transport fortunes’, can both limit, propel and shape the imagining of transport futures. The case study focus of this paper is the proposed East West Link project cancelled in 2015 and the announcement of the West Gate Tunnel project proposed in the wake of the election of a Labor Party Government into power in November 2014. Interviews were conducted between 2014 and 2017with direct action campaigners resisting the East West Link (fifteen interviews) and the West Gate Tunnel (twelve Interviews), including some long standing transport advocates and single-issue campaign groups, as well as local and state politicians (eight interviews). Analysis is drawn from these interviews as well as from discourse analysis of print and social media generated throughout this period, and of relevant policy documents including metropolitan strategies and transport studies.  Observational analysis was conducted that involved attending neighborhood meetings, exhibitions, neighborhood festivals, as well as participating and/or observing street protests. The author of this paper engaged in a form of critical participatory action research. Drawing on the work of Kemmis et al (2013, p. 6), this is a methodology that “rejects the notion of ‘objectivity’ of the researcher in favor of a very active and proactive notion of critical self-reflection – individual and collective self-reflection that actively interrogates the conduct and consequences of participants’ practices, their understandings of their practices, and the conditions under which they practice, in order to discover whether their practices are, in fact, irrational, unsustainable or unjust”. The author engaged in this form of research by asking interviewees about their motivations and strategies underpinning their resistance and activism, as well as from being an invited panelist on community organised open forums, and in two instances was directly involved in organising community public events: the first took place in June 2014 and focused on the transport challenges in the state and the second in March 2017 which considered the efficacy of the proposed West Gate Tunnel.  The temporal and spatial analysis conducted over this period exposes a geography that shapes the depth and breadth of this imagining formed by the vastly different transport fortunes being experienced. In the concluding section of this paper it is argued that to understand the complexities of urban transport planning, a focus on citizen interventions into the politics shaping transport decision-making will render visible a more nuanced interplay between the state and the private sector shaping transport fortunes and the citizens who set to gain or lose from these decisions.
The case of the East-West Link: 2008 – present 
In 2008 the Investing in Transport – East West Link Needs Assessment; A Study by Sir Rod Eddington (Eddington, 2008), also known as the Eddington Report, was released. The study focused on finding infrastructure solutions to the rising mobility challenges experienced between the west and east of Melbourne: the west being the home of Australia’s expanding Port of Melbourne located immediately to the south-west of the CBD, and the east and south-east of Melbourne which historically housed the majority of the metropolitan population (Salt, 2016). While the study’s east-west scope was designed to respond to population growth for the west and north in particular, the study also underlined the fact that in comparison to the growth these were also regions that would only experience 30 per cent of the state’s job growth producing ongoing dependence on jobs located in the CBD (Eddington, 2008, p 7). Among its recommendations which included a Truck Action Plan to remove truck traffic from local streets in the west and the Melbourne Metro (now currently under construction), the Eddington Report also proposed an 18 kilometre East West Link, linking the Eastern Freeway to the east with the Western Ring Road to the west. It was envisaged that this road would provide an infrastructural ‘solution’ by providing a second river crossing into the city, and a west-east connection across the inner-north. It was recommended that the East West Link be built in two stages with a clear priority for the western end of the connection to be built first to alleviate some of the growth pressures in the west (Eddington, 2008, p218).
Immediately following the release of the Eddington Report, the Labor Government under John Brumby released the Victorian Transport Plan (State of Victoria, 2008) outlining Labor’s commitment to constructing an alternative to the West Gate Bridge (State of Victoria, 2008, p85), “improved enforcement of truck curfews on roads in the inner west” (State of Victoria, 2008, p102), as well as the need for an 18 km East West Link as a medium-longer term project (State of Victoria, 2008, p.105).  The Victorian Transport Plan also allocated $2.5 billion to connect Geelong Road to the Port of Melbourne via a tunnel under Buckley Street in Footscray and the Maribyrnong River (a concept that was reconfigured by the West Gate Tunnel project).These short and medium term plans to invest in the west and into public transport in the east could not save this Labor government from a growing perception that it had not done enough to invest in urban transport infrastructure, particularly public transport (Dowling, 2010). 
Seizing this window, in 2010 the Liberal-National Coalition were elected, and central to their platform was a commitment to invest $1.02 billion in transportation[footnoteRef:1] including the redevelopment of eight level-crossings (to Labor’s one), and the revival of some rail projects including Doncaster (a safe Liberal seat), Rowville (‘relatively’ safe Labor seat, with the potential to swing) and the Melbourne Airport Link. However only two short years into this Government’s first term in office, it was announced that stage two (eastern section) of the East West Link was the state’s top transport infrastructure priority under the Major Transport Projects Facilitation Act 2009, Victorian legislation that establishes a streamlined planning and environmental approvals process for major transport projects. The Commonwealth Government under the leadership of Tony Abbott quickly complemented this announcement by committing $1.5 billion to build the East West Link eastern section in 2014 (Wright, 2014).  [1:  The total amount for Coalition election policies is derived from assorted media reports.] 

The proposed East West Link toll way attracted considerable citizen opposition to the prioritisation of an inner city toll way over public transport, the loss of valuable inner city green space, and the acquisition of homes (Legacy 2016). In the lead up to the November 2014 Victorian State Election, the opposition government campaigned on their Project 10,000 platform. This was Labor’s plan to create 10,000 new Victorian jobs by reducing road congestion, investing in public transport, and building the $500 million West Gate Distributor project via a dedicated road link that would “eas[e] congestion for city bound traffic from Geelong, Ballarat and the western suburbs” (State of Victoria, 2015). But on 29 November 2014 the Labor party defeated the one-term Liberal-National Coalition government leading to the announcement on 15 April 2015 that the East West Link (stage 2) was cancelled.  
Following this announcement though, on 30 April 2015, Labor declared that instead a $5.5 billion West Gate Tunnel would be built. Detailing a much larger project proposed by the toll way operator Transurban under the Government’s market-led proposal guidelines, this project would include an alternative to the West Gate Bridge, a dedicated freeway link to the Port of Melbourne, additional lanes and road technology on the Monash Freeway, as well as additional lanes to the West Gate Freeway between the Western Ring Road and Williamstown Road to cater for growing east-west travel demand. The business case for this project also articulates a number of non-road user benefits including the completion of the federation trail (at Williamstown Road) to promote more active transport and mention of curfew extensions and “proactive planning” to promote urban regeneration in the inner-west (State of Victoria, 2015). Lastly, the West Gate Tunnel purports to create stronger integration between transport and land use by increasing accessibility for residents in the west to employment (and educational) opportunities in the CBD (State of Victoria, 2015).
Transport fortunes
[bookmark: _30j0zll]Any multi-kilometre project – rail or road - will traverse multiple geographies of a city by virtue of its length. For some along the 18 km proposed corridor of the East West Link (stages 1 & 2), the project is perceived as providing a welcome relief from current levels of traffic and congestion, while for others it may ignite concern and trepidation over the health, environmental and social impacts it might produce. When Stage 2 of the East West Link (eastern section) and the West Gate Tunnel projects were announced, in 2012 and 2015 respectively, they triggered comparatively different sentiments by citizens spanning across the geographies of these two projects. There are a number of characteristics that differentiate the citizens living along the eastern corridor of the East West Link (stage 2) project from the citizens living in the west. Aside from the CBD of Melbourne being the fastest growing population in metropolitan Melbourne, Wyndham which is located at the western edge of Melbourne was the second fastest growing area with its population increasing from 56,000 to 222,000 since 2011 (ABS, 2017). In a Victorian Auditor General report examining the infrastructure needs of Melbourne’s growth areas, including the fast growing areas in the west, it was concluded that these areas have substantially fewer, less frequent and less direct public transport services compared to the metropolitan Melbourne average (VAGO, 2013, p11). Those public transport and road-based access routes into the CBD from the west are struggling to accommodate further growth, and the inadequate public transport continues to present a key barrier to economic and social inclusion, resulting in comparatively higher rates of car ownership and dependency (VAGO, 2013, p12). 
The Australian Bureau of Statistics Socio-Economic Indexes for Areas show that suburbs in the west including Melton and Wyndham remain areas of high public transport disadvantage, even with the Victorian Government’s construction of the Regional Rail Link providing some further capacity (VAGO, 2013, p 13). This is in direct contrast to the lived transport experiences of citizens living in the inner north and east who benefit from the choice of multiple modes of public transport, cycling infrastructure providing important access routes into the CBD and a welcoming pedestrian environment including little direct impact from trucks, unlike what many pedestrians experience living in the inner west due to the proximity of the Port of Melbourne. To address the transport inequity between the west and east, the Victorian Government’s number one transport investment priority – under the Coalition Government - was a $12-15 billion 18 kilometre road; an investment that Mees and Groenhart argued had “no analytical work of any kind [behind it to] support [] what would be the most expensive infrastructure project in the state’s history” (Mees and Groenhart, 2014, p72).
Citizens in opposition to the East West Link (stage 2) when it was first proposed in 2012 could be divided into two main categories. There were those that were concerned with single issues including the deleterious impacts on Royal Park - a large inner city park located at the western end of the proposal - the acquisition of homes along this corridor, and/or amenity impacts including the location of exhaust stacks and noise. Then there were those groups concerned about the efficacy of the proposal itself drawing attention to the shift in government policy from investing in public transport to toll ways, and the pace at which the government was prepared to sign the contracts before the 2014 elections (Legacy, 2016). These were concerns that were shared by some citizens located along the corridor of the project, but they were perhaps not the initial catalyst for these groups to actively oppose this project. Nonetheless, nearly all groups were uniform in their opposition to the project. 
In the case of the West Gate Tunnel proposal (see figure 1) the concerns directed at this project were diverse and geography specific. For those living in the inner west concerns ranged from the location of ramps, filtration stacks, enforcement of truck bans and the project’s overall scale and physical impact, while those living at the eastern end of the project were concerned about the impacts on traffic levels into the CBD (City of Melbourne, 2017). For the west the issue that was galvanising citizen opposition and uniting the most active citizen campaigners against this project were the health related impacts on local residents, particularly children. It was continuously reported at community meetings that children living in the inner west have increased rates of asthmas (30 percent above state average) and hospital admissions for kids aged 1-16 years of age are 171 percent above the Australian average (MTAG, 2017). While health was a galvanising issue, campaigns differed in their responses when asked about the perceived inevitability of this project.

Examining the geography of impact
To understand why groups differ on their support for the West Gate Tunnel, it is necessary to place these campaigns in their respective locational and historical contexts. The most revealing contrast can be seen between the groups located in Yarraville (to the north) and Spotswood Kingsville (to the south), two suburbs that are divided by the current West Gate Freeway, and with very different histories, motivations and concerns.  The following paragraphs focus on these two geographies to help render visible the importance of location as a shaping force behind how citizen campaigns engage with projects and their prospects for the future.
One of the longest standing campaign groups to the north of the West Gate Freeway in the west is the Maribyrnong Truck Action Group (MTAG), a group involved in drawing awareness to the issue of trucks on local streets in the west. Formed in 2005 as MTAG and building on previous efforts by the Yarraville Residents Traffic Group (MTAG, 2017), this group has played a pivotal role in advocating for the interests of the inner west and they have done so through a variety of channels including meetings with Sir Rod Eddington himself in April 2008 during the Eddington study development accompanied by a twenty-five page submission to this process.  But their efforts also extend beyond the formal processes of consultation including drawing attention to this issue using such strategies as family protest marches (which attracted considerable media coverage on national and state TV, national newspapers and state papers (MTAG, 2017).
Their efforts proved fruitful. When the Eddington Report was released in June 2008 in included a recommendation to implement the Truck Action Plan – a plan that contained recommendations that MTAG made in the process (MTAG, 2017). However, the Truck Action Plan which emerged from the Eddington work to remove trucks from local streets and was supported by MTAG, was eventually scrapped by the Coalition Government in May 2013; a move that did not stop MTAG from continuing their efforts to bring awareness of the issue of trucks on their local streets through street protests and blockades, participation on panel discussions and ongoing engagement on a variety of social media platforms including YouTube. 
To the south of the West Gate Freeway, the Better West - Spotswood, South Kingsville Residents Group (SSKRG) is a relatively newer group compared to the long-standing MTAG to the north. On their Facebook Page they describe their group as a “place for the Spotswood and South Kingsville Residents Group (SSKRG) and people in neighbouring suburbs to discuss issues, lobbying and activities involved with the development of the West Gate Tunnel Project” (Better West, 2017).  Their concerns are multiple and include the location of the ramps onto the West Gate Freeway, the truck bans and the impact on local health if traffic is displaced from the north onto the streets to the south of the Freeway. When asked what benefits they would receive from the proposed project, one local campaigner articulated concerns about possible displacement of truck problems onto their streets which have been, by comparison, relatively truck free: 

Interviewee: We don’t want it at all. Well I can’t say that for everybody but yes there is a pretty strong feeling in Spotswood that it’s not wanted. They keep trying to tell us it will help us as well. But we don't have a problem. 
Interviewer: You don’t have the trucks on your local streets?
Interviewee: We are getting a new problem. [laughs]
Interviewer: So it is almost like they are shifting the problem to another location?
Interviewee: Yes.

Drawing upon interview data with campaigners located across the geography of the West Gate Tunnel, Figures 1 and 2 reveal a geography of perceived or expected impacts from the West Gate Tunnel. 




Figure 1: Concerns and benefits
Legend: ----- (tunnel)
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Map produced by James Whitten (2017)

One of the most revealing differences arising from interviews centred around the level of preparedness to accept a road-based solution to address the issue of trucks in the inner west. In light of these pressing concerns, this inner-west campaigner posited that their focus is singular and their motivations targeted.  

….we’re not about looking at what the whole transport needs are of Melbourne, we’re not a group that looks at general road traffic, or anything like that. We’re about trucks, and at the moment, in terms of proposals that are on the table to get trucks off the streets, the [West Gate Tunnel] proposal, despite its flaws, still offers the best solutions we’ve got to actually deal with the trucks (Community Organiser 3, Yarraville)

Rather than resist the project as most groups had done when confronted with the prospect of an East West Link (stage 2), there is a level of resignation by some groups that the West Gate Tunnel is inevitable and even necessary to addressing the long-held view that trucks on local streets are deeply problematic. For some groups, the focus of their engagement efforts was to question the scale and design of the project: “the community do not want the project stopped. What we want is for it to be scaled back” (Community organiser 4, Kensington).  In contrast, groups located to the south of the West Gate Freeway, suburbs including Spotswood and South Kingsville tended towards resisting the idea that a roads-based solution is the most appropriate for the west, advocating instead for a rail-based solution and in some instances for no project at all. Much like the groups to the north of the West Gate Freeway, health is the primary driver and so their campaign efforts were focused on raising awareness of the possibility for trucks to be displaced onto their local streets as suggested by this campaigner, “[the truck ban] is a lower issue for us because one of the concerns is that we will start to get more trucks on our streets because if they get bans over there then the trucks will start to go along Hudson’s Road….we get nothing good out of this project, all we get is bad” (Community organiser 1, Spotswood).





Figure 2: Broader Commentaries
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Contested Transport Futures
The geography of impacts and disparate group histories, when they sit in tension can become the site for transport politics emanating from the grassroots and shaped by different urban transport fortunes.  One explanation as to why the affected communities struggle to uniformly reject the West Gate Tunnel is that it has been well designed to meet multiple community objectives, as one participant at a community forum remarked “It’s hard to imagine this project not getting built…the government has done a good job of appeasing as many concerns they could to win ‘the vote’ for this project’ (informal communication, Seddon community meeting, June 2017). At the same meeting, there was a sentiment shared that the community had been wedged on this project; that if they reject this project and there is no other alternative currently on the table for consideration the inner west suburbs will continue to have their health impacted by the large number of truck traffic. The consequence of this ‘wedge’ is that some groups will engage the EES process (currently underway at time of writing this paper) articulating a favourable sentiment towards the project, but noting concerns that truck bans should also be accompanied with this project and when in place, strictly enforced. 
Even while an alternative is not currently on the proverbial table for discussions, alternatives to this project have been well trotted. One such idea was the $58 million Port Rail Shuttle, which, according to this state politician, “is there. It's ready to go yet it's really difficult to get traction on this in terms of the media” (State Politician 1). Another such alternative is the $500 million West Gate Distributor which appeared on the Labor Party platform leading into the 2014 Victorian state election. This is a comparatively much smaller project than the current $5.5 billion West Gate Tunnel, and could also be delivered much quicker to remove many trucks off local streets (the West Gate Tunnel will take 5 years to complete). There are a number of sticking points in trying to achieve full agreement on what the alternative ought to be, but nonetheless, it is the view of some leaders in this community that there should be an alternative on offer, or that the campaigners take a firm stance on what a possible alternative ought to be, as this long standing local politician argued,
“I'm a firm believer in not actually lobbying about what you don't want, you lobby about what you want. I remember speaking to Jackie Fristacky of the Yarra Council when they were protesting against East Link, and saying really you should be actually highlighting the things that you want which was mainly the train upgrades and the like. I think you have more power when you sit around the table and it is pretty clear what your wants are.” (Local politician 2)
It would seem that the community in the inner west are being confronted with having to make a series of trade-offs: to agree to this project or to have to endure ongoing truck traffic and risk the health of residents and in particular, children.  There is a sense of desperation to see a solution come forward and there is a universal concern for ongoing impacts on health. The way forward (and what the various campaigners are prepared to accept to achieve a healthier future for the west) is what is being contested. 
Conclusion
This paper examined the geography of citizen resistance against the proposed West Gate Tunnel project and the reimagining of transport futures, particularly the extent to which campaigners were prepared to resist these proposals whole-heartedly or in part. By examining the nuances of citizen resistance and engagement and the conditions that produce citizen-led responses like these it is possible to reframe transport politics to include the role of citizens and how this role is shaped by the geography of the project. In doing so it is possible to develop a framework structured around an ever present and emergent urban transport politics, thereby positioning transport politics within a wider ‘urban political agenda’ that foregrounds transport fortunes as a condition prompting actors to politicise projects (Dikec & Swyngedouw, 2017). The first in a series of inner city toll ways to be proposed for Melbourne since 2012 - the East West Link (Stage 2) - was fiercely contested attracting considerable consternation from multiple citizen campaigner groups. Some of these groups were focused on the local amenity impacts borne by the project, while others including the local planning academic community, former planning advisors to government, and student groups to name a few communicated their concerns about this project and were connected by their commitment to not only stop this project, but to advocate for public transport solutions to the growing traffic concerns of inner Melbourne (see Legacy, 2016ab). Examining the initial stages of the community campaigns surrounding the West Gate Tunnel project (at the point of writing the project is currently going through a process of public submissions connected to the Environmental Effects Statement), revealed a far more uneven and contested relationship between campaigns waged to the north and south of the West Gate Freeway which is marked by an uneven process of transport planning and the transport impacts they produce; in this case it is the displacement of truck traffic. This paper argues that these differences could be explained by understanding the transport fortunes that everyday citizens endure, including not only traffic congestion, poor transport options and lack of connectivity to services and jobs located elsewhere, but the health impacts that such traffic creates, a hard reality for the residents of the inner west.  As resident groups, locally elected politicians and long-standing public transport advocates seek to challenge the efficacy of the West Gate Tunnel, the contestation mounting is also producing multiple re-imaginings of the city’s transport future.  
The politics of transport planning is continuously being performed across space – the length of a project corridor – and across time.  This politics, as seen particularly in the case of the West Gate Tunnel is in part represented by the varied fortunes that are reproduced through the planning of cities and the fortunes afforded by existing transportation systems that shape the performance of transport politics – who gets involved, their motivations for being involved and their vision(s) for their respective futures linked to social conditions.  The temporal and spatial analysis conducted over this period exposed a geography that shaped the depth and breadth of this imagining formed by the vastly different transport fortunes being experienced revealing how citizen contestation across the geography and temporality of controversial project proposals is mediated by the changing dynamics of urban politics constituted within transport planning.
Just one example is the political engagement by the Maribyrnong Truck Action Group, a group that has existed for nearly 15 years and who are focused on finding a solution to the trucks on their residential streets. They have remained reticent to oppose the West Gate Tunnel project outright, as some groups are doing. Their concerns remain squarely focused on ensuring that with this proposal that a twenty-four hour truck ban is also implemented (MTAG, 2017).  They believe that this project is inevitable, and they even feel that this project is necessary. This is not because they believe in a roads based solution to this problem, but because of the severity of their transport fortunes with the existing levels of truck traffic set to continue to increase in the years ahead, their prospects for imagining another future can be futile. This is just an example of the community politics surrounding transport planning, its complexity and nuances which are shaped by the passing of time and the varied fortunes which shape their expectations for change.
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