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1. Introduction 

In July 2004, following consideration of the Proposed Newell Highway Bypass of the Moree Town 

Centre: Environmental Impact Statement (EIS, (2002)), the then NSW Minister Assisting the 

Minister for Planning granted approval under Part 5 of the Environmental Planning and 

Assessment Act 1979 (EP&A Act) for the NSW Roads and Traffic Authority (RTA) to construct 

and operate the Moree town centre bypass. The approved Moree town centre bypass (the Moree 

Bypass Project) realigns the existing Newell Highway around the eastern side of the town centre 

via a new 4.4 kilometre length of two lane road and a new bridge over the Mehi River. 

Construction of the northern section of the bypass is currently underway and is due for completion 

by the third quarter of 2009. This section includes the new bridge over the Mehi River and new 

road to the north of the river.  

The RTA will be proceeding with bypass construction from the bridge over the Mehi River to the 

Gwydir Highway. The remainder of the southern section to Bullus Drive has been delayed due to 

issues (beyond RTA‟s control) associated with contaminated land required for roadworks between 

Gosport Street and the rail corridor.  

The Department of Environment and Climate Change (DECC) has advised that some of this 

contamination poses a significant risk of harm to human health and the environment. Remediation 

work has begun, and the DECC is continuing to investigate contamination and monitor remediation 

in this area.   

To avoid further delays to the project and to remove traffic from the Moree town centre, the RTA 

proposes to build a connection to enable the option of a staged opening of the Moree Bypass 

Project while the contamination issues are resolved. This will allow vehicles to use the northern 

section of the bypass and then travel along the Gwydir Highway (Alice Street), reconnecting to the 

existing Newell Highway (Frome Street) at the Newell/Gwydir Highway roundabout.  

The RTA must seek approval for the proposed modification as it is not considered to be consistent 

with the current Minister‟s conditions of approval. To assist in preparing this report a site visit was 

carried out by the SKM on 16 July 2008 identifying traffic related issues and remedial measures. 

This report contains a detailed traffic and transport assessment of the proposed Gwydir Highway 

connection (GHC). Specifically, the objectives of the assessment included: 

 Documenting existing conditions, including traffic volumes, intersection operation, and road 

safety records. 

 Quantifying potential changes in traffic volume due to the opening of the northern section of 

the Moree bypass only and the connection to Frome Street. 

 Forecasting traffic volumes on key roads and at key intersections for both peak hour and 

average day, as appropriate, for the year of opening, and 10 years after opening. 
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 Identifying potential changes in road safety performance, with reference to crash rates on the 

existing network. 

 Assessing the suitability of proposed intersections along the connection in terms of capacity, 

and ability to support the objectives of the Moree bypass project of reducing through traffic in 

Moree CBD. 

 Identifying traffic management measures that may be required to minimise rat-running through 

residential streets by through traffic. 

 Nominating measures that may be required to maintain adequate capacity on the connection. 

 Identifying any impacts of the proposal on accessibility within Moree, particularly as it relates 

to pedestrian and cyclist activity. 

The remainder of this report is structured as follows: 

 Section 2 describes the proposed changes along the GHC between the northern section of the 

bypass and Frome Street. 

 Section 3 provides a description of existing conditions, in terms of the road network, traffic 

volumes, and parking facilities. 

 Section 4 identifies the impacts of the proposed GHC, in terms of traffic volumes intersection 

operation, road safety, local area traffic management and parking facilities. 

 Section 5 provides a summary of the findings of this assessment.  

1.1. Relationship to EIS and Representations Report 

The EIS (2002) was used as the primary source of information regarding traffic patterns and 

forecast volumes in the study area. It was assumed for the purposes of this assessment that the 

traffic patterns derived from the origin-destination survey in the EIS remain valid as there have 

been no major changes in land use or activity patterns since that study.  

In addition, a review of the EIS (2002) was undertaken, where a comparison was made between the 

projected traffic volumes in the EIS and current traffic volumes. The projected traffic volumes 

presented in Figure 9.5 of the EIS were revised in the NSW Roads and Traffic Authority (RTA) 

Representations Report for the Newell Highway Bypass of Moree Town Centre (Representations 

Report (2003))(Appendix E). It is these revised traffic volumes on which the review of the EIS is 

based. 

The results of the comparison between the projected traffic volumes in the EIS (2002) and current 

traffic volumes are presented in Section 3.2.1. 
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2. Proposed Gwydir Highway connection 

2.1. The approved project 

The approved project involves construction and operation of a 4.4 kilometre length of two-lane 

road that diverts Newell Highway traffic around the Moree town centre. The approved route 

realigns the existing Newell Highway to the east of the town centre, between a point just north-east 

of the Moree Racecourse and a point just north of Bullus Drive.   

The bypass realigns the Newell Highway by constructing a new road parallel to Gosport Street and 

building a new bridge across the Mehi River. From the bridge, a new section of road is being 

constructed to connect to the existing Newell Highway north of the racecourse.  

Construction of the portion of the bypass to the north of the Mehi River and the bridge over the 

Mehi River commenced in August 2007, and it is anticipated will be completed by the third quarter 

of 2009. 

For ease of reference, distinction is made between the northern section and southern section of the 

bypass. The northern section refers to that portion of the bypass to the north of the Mehi River 

including the bridge over the Mehi River, and the southern portion refers to that portion south of 

the Mehi River. 

2.2. The proposed modification 

The proposed modification to the approved project involves constructing a connection along the 

existing Gwydir Highway (Alice Street) that would facilitate staged opening and operation by 

allowing the bypass north of the Gwydir Highway to open in advance of the bypass south of the 

Gwydir Highway. The proposed alternative is referred to as the Gwydir Highway connection 

(GHC).  

The proposed GHC does not require construction of any new roads. The route uses the section of 

the bypass north of the Gwydir Highway (currently under construction) and then travels along the 

Gwydir Highway (Alice Street), reconnecting to the existing Newell Highway  (Frome Street) at 

the Newell/Gwydir Highway roundabout. It should be noted that the Gwydir Highway is an 

existing road train and B-double route. 

Minor modifications to the affected section of the existing Gwydir Highway (Alice Street) and the 

Gwydir Highway-Newell Highway intersection would be required to accommodate the increased 

volumes of traffic. These works would be contained within the existing road corridor and include: 

 Partial pavement reconstruction along the Gwydir Highway between the approved bypass 

route and the Newell Highway. 

 Minor modification of the existing roundabout at the Gwydir Highway-Newell Highway 

intersection to improve turn movements for B-double, B-triple and road train vehicles. 
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 Changes to existing street parking along the affected section of the Gwydir Highway including 

changing the existing 45 degree (rear to kerb) parking arrangements to parallel parking. 

 Construction of a new cul-de-sac on Gosport Street near the intersection with Frome Street. 

 Traffic management measures designed to control the use of local roads by heavy vehicles. 

 Noise mitigation measures to properties adjacent to the Gwydir Highway. 

In this report, the Gwydir Highway between the Newell Highway (Frome Street) and the bypass is 

also referred to as Alice Street. 
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3. Existing conditions 

3.1. Road network 

Moree is located at the intersection of the Newell and Gwydir Highways. As both highways carry 

large numbers of B-double trucks and road trains, the proportion of heavy vehicles passing through 

the town is relatively high (17 per cent). All streets within the Moree urban area have a posted 

speed limit of 50km/hr. 

3.1.1. Newell Highway 

The Newell Highway travels through New South Wales from Tocumwal in the south to 

Goondiwindi in the north, and provides an inland route between Melbourne and Brisbane via 

Parkes and Dubbo. Within Moree, the Newell Highway south of Alice Street is also known as 

Frome Street, while to the north of Alice Street it is known as Balo Street. The Gwydir Highway is 

known as Alice Street east of the Newell Highway. 

Typically, Frome Street has one lane per direction with a median turning lane and parallel parking 

on both verges. Frome Street has priority south of Alice Street, with the Alice Street roundabout 

being the first intersection at which northbound vehicles are required to give way. All the 

intersections along Frome Street are posted as Give-Way. Kerb blisters and median islands are 

located on the side street approaches to these intersections. These aim to improve safety and 

delineation at the intersection.  

North of the Gwydir Highway (Alice Street), the Newell Highway (Balo Street) is the main street 

through the Moree town centre. Balo Street has one lane in each direction with 45 degree angle 

(rear to kerb) parking on both sides. Four zebra pedestrian crossings are located at regular intervals 

along Balo Street (approximately 100 metres apart), with signalised crossing points located at the 

Heber Street (Gwydir Highway west) intersection. Pedestrian activity in Balo Street is significant, 

with usage of pedestrian crossings high.  

Parking manoeuvres are common along Balo Street, with parking turnover high, influenced by the 

retail land use in the town centre. Parking supply and demand were observed at various times 

throughout the day during the site visit and on average, during business hours, approximately 85 

per cent of spaces along Balo Street were occupied. Currently, there are a high proportion of heavy 

vehicles utilising Balo Street, which impacts on both safety and capacity.  

3.1.2. Gwydir Highway 

The Gwydir Highway runs east-west across north-eastern New South Wales, from Walgett and the 

Castlereagh Highway to Grafton and the Pacific Highway. The Gwydir Highway follows Heber 

Street, Balo Street and Alice Street as it passes west to east through Moree.  

Between the Newell Highway (Frome Street) and Morton Street the Gwydir Highway is also 

known as Alice Street and is referred to as such in this report. 
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Alice Street runs east-west between Frome Street and the Werris Creek to Mungindi railway line. 

Alice Street is a main thoroughfare for vehicles wishing to cross the railway, given that it is one of 

two railway crossings in the town. It has one lane in each direction with 45 degree (rear to kerb) 

parking on both sides of the road.  

Pedestrian activity along Alice Street was observed to be minimal, with some activity at the post 

office and the bakery on the corner of Warialda Street. Pedestrians were observed crossing Alice 

Street in order to access these facilities from their parked cars. Pedestrian refuges are located in the 

median of Alice Street, on the eastern and western approaches to Warialda and Dover Streets and 

the eastern approach to Frome Street. Observations suggest that the majority of pedestrians do not 

utilise these refuges, instead crossing the road in the vicinity of their vehicles. 

3.1.3. Other local streets 

Gosport Street, Warialda Street and Dover Street are north-south streets which run parallel to, and 

to the east of, the Newell Highway (Frome Street) and to the west of the railway line. Anne Street, 

Adelaide Street, Thompsons Avenue and Jones Avenue are east-west streets which run parallel, 

and to the south of Alice Street. These connect the Newell Highway and the streets to the west of it 

to Gosport Street and the train station. Joyce Avenue is located between Warialda Street and 

Gosport Street, and connects Jones Avenue in the north with Frome Street in the south.  

All of these local streets have a wide pavement, operating as two-lane two-way streets with parking 

on either side. Median islands and kerb blisters have been provided at intersections along Alice 

Street and the Newell Highway (Frome Street) to improve delineation and safety.  

Vehicles travelling along Gosport Street and Warialda Street have priority between Alice Street 

and Frome Street, while vehicles travelling along Dover Street are required to yield at each east-

west cross street. Figure 3-1 shows existing intersection controls in the area south of Alice Street. 

The intersections along Gosport Street and along the southern end of Frome Street (Jones Avenue, 

Warialda Street, Joyce Avenue and Gosport Street) have no signage or line-marking. However, 

these intersections effectively operate as yield controls, with vehicles on side streets giving way to 

approaching vehicles from the main thoroughfare (Gosport Street and Frome Street). 
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 Figure 3-1: Existing intersection controls south of Alice Street 

  

3.2. Traffic volumes 

3.2.1. Review of EIS data 

7-day traffic volume counts were undertaken at various locations on the Newell and Gwydir 

Highways during April and early May 2008. A review of the EIS (2002) was undertaken to 

compare the projected traffic volumes in the EIS and current traffic volumes.  

The sites where traffic volumes were analysed are RTA permanent count stations, and are shown in 

Figure 3-2. They were: 

 Newell Highway, east of Mungindi Road, station number 91.382 (site 1). 

 Gwydir Highway, 3 kilometres east of Frome Street, station number 91.173 (site 2). 

 Newell Highway, south of Airport Road, station number 91.601 (site 3). 
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 Figure 3-2 Traffic volume comparison locations 

 

Traffic forecasts presented in the EIS (2002) were derived using growth rates based on historic 

AADT data from the RTA. It should be noted that the traffic volumes in the original EIS (2002) 

were revised in the Representations Report (2003). It is these revised traffic volumes upon which 

the review is based. Using the forecast volumes in the Representation Report (2003), 2008 volumes 

were interpolated to allow comparison with current traffic volumes. A comparison between the 

traffic volumes presented in the Representations Report (2003) and current traffic volumes, 

seasonally adjusted to estimate AADT, is presented in Table 3-1. 

Table 3-1 Traffic volume comparison 

Station Number 
RTA Representations Report 

Traffic Volumes (Interpolated to 
year 2008) 

2008 Traffic Volumes (from 7-
day RTA tube counts) 

91.382 (Newell Highway north) 7,762 (axle pairs
1
 per day) 5,897 (axle pairs per day) 

91.601 (Newell Highway south) 4,508 (vehicles per day) 3,183 (vehicles per day) 

91.173 (Gwydir Highway east) 2,933 (vehicles per day) 1,546 (vehicles per day) 

 

The current observed traffic volumes are significantly lower than those forecast in the 

Representations Report. The differences can be attributed to a number of factors, such as the 

                                                      

1
 A two-axle car is one axle pair; a three-axle truck is 1.5 axle pairs. 
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methodology used in the prediction of future traffic volumes, where only historic AADT data up to 

and including the year 1999 was used, or the effects of the drought. 

This is shown in Figure 3-3, Figure 3-4 and Figure 3-5. 

Figure 3-3 Traffic volume comparison for Newell Highway north (Stn. 91.382) (axle pairs) 
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 Figure 3-4 Traffic volume comparison for Newell Highway south (Stn. 91.601) (vehicles) 
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 Figure 3-5 Traffic volume comparison for Gwydir Highway east (Stn. 91.173) (vehicles) 
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The forecasts made in the Representations Report (2003) could be revised to take into account 

current traffic volumes. There are two potential methods: 

 Method 1 - Recalculating growth rates to take into account the relatively low traffic volumes 

since 1999 and applying to current traffic volumes. 

 Method 2 - Applying the pre-1999 growth rates to current traffic volumes, on the assumption 

that the current slowing of growth is a temporary phenomenon. 

Alternatively, the Representations Report (2003) forecasts could be retained as a worst-case 

scenario. The effects of the two methods on the forecasts for Newell Highway north are shown in 

Figure 3-6. 
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 Figure 3-6 Effects of revising forecasts in the Representations Report for Newell 
Highway north 
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The effect of each approach on the forecast volumes is quite similar over the relatively small time 

frame (and with a common 2008 volume). However, both methods show forecast volumes that are 

significantly less than forecast in the EIS (2002) and Representations Report (2003). 

Similar patterns are observed for the other Newell Highway site and the Gwydir Highway, shown 

below in Figure 3-7 and Figure 3-8. 
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 Figure 3-7 Effects of revising forecasts in the Representations Report for Newell 
Highway south 
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 Figure 3-8 Effects of revising forecasts in the Representations Report for Gwydir 
Highway east 
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For the purposes of this assessment Method 1 (recalculating growth rates to take into account the 

relatively low traffic volumes since 1999 and applying to current traffic volumes) has been adopted 

to revise forecasts made in the Representation Report (2003). To test the design of the connection, 

the EIS (2002) forecasts were also used as a worst case sensitivity assessment. 

This approach acknowledges the decrease in traffic activity in recent years, due to effects such as 

the drought, while still making allowance for an increase in traffic in the future so that the design 

will have sufficient capacity. 

The adjusted growth rates used in the forecast of future traffic is presented in Table 3-2. Note that 

these growth rates apply only to traffic travelling to or from Moree. No growth has been assumed 

in local traffic with origin and destination within Moree, based on RTA historic data. Traffic at 

RTA Count Station 91.385, on Frome Street south of Alice Street, has grown at a rate of 0.06 per 

cent, or eight vehicles, per annum between 1980 and 2008. Local traffic accounts for the bulk of 

traffic on the Newell and Gwydir Highways through Moree.   
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 Table 3-2 Adjusted growth rates 

Highway 
Growth Rate Adopted in EIS 

(1972-1999) 
Adjusted Growth Rate (1972-

2008) 

Newell Highway north 2.5% 1.7% 

Newell Highway south 2.5% 1.06% 

Gwydir Highway east 1.4% 1.08% 

Gwydir Highway west 1.9% 1.66% 

Carnarvon Highway 1.9% 1.7%
2
 

Existing (2008) daily traffic volumes in the vicinity of the proposed connection, based on the 

seasonally adjusted 7-day tube counts, are presented in Table 3-3. 

 Table 3-3 Existing (2008) daily traffic volumes 

Location Light Vehicles 
Heavy Vehicles 

Total 
Rigid Articulated 

Newell Highway 
(south of Alice Street 
roundabout) (Stn. 
91.385) 

8,970 (87%) 484 (5%) 832 (8%) 10,286 

Alice Street (east of 
roundabout) (Stn. 
91.377) 

4,934 (91%) 382 (7%) 80 (2%) 5,396 

Alice Street (west of 
roundabout) (Stn. 
91.388) 

2,155 (95%) 102 (5%) 4 (0%) 2,261 

Alice Street (east of 
roundabout, between 
Gosport Street and 
railway crossing) 
(Stn. 91.376)  

4,199 (92%) 308 (7%) 68 (1%) 4,575 

 

3.3. Intersection operation 

The existing operation of the intersection of Alice Street and Frome Street was analysed using the 

SIDRA Intersection (Version 3.2) analytical modelling software (SIDRA). SIDRA Intersection 

calculates the amount of delay experienced by vehicles using an intersection, and gives a Level of 

Service (LoS) rating which indicates the relative performance of that intersection with regard to the 

average delay (seconds per vehicle) experienced by vehicles at the intersection. The average delay 

reported for signalised intersections is taken over all movements, while for unsignalised 

intersections the average delay is reported for the worst movement only. Since the intersection of 

Alice Street and Frome Street is a roundabout, the average delay for the worst movement was taken 

into account. The Level of Service criteria set by the RTA is outlined in Table 3-4. 

                                                      

2
 Year 2008 volumes for Carnarvon Highway were not available. Table 4.1 of the EIS shows Carnarvon 

Highway volumes to be similar to Newell Highway north, so the growth rate of Newell Highway north has 

been used as a proxy. 
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 Table 3-4  Level of Service (LoS) criteria 

Level of 
Service 

Average Delay 
(seconds / vehicle) 

Traffic Signals, Roundabout Give Way and Stop 
Signs 

A Less than 14 Good operation Good operation 

B 15 to 28 Good with acceptable delays and spare 
capacity 

Acceptable delays and 
spare capacity 

C 29 to 42 Satisfactory Satisfactory, but accident 
study required 

D 43 to 56 Operating near capacity Near capacity and 
accident study required 

E 57 to 70 At capacity; at signals incidents will 
cause excessive delays 

At capacity, requires 
other control mode  

E More than 70 Roundabouts require other control 
mode 

 

 

The volumes entered into the model were taken from peak period traffic counts undertaken by the 

RTA at the intersection on Wednesday 27 February 2008. Both AM and PM peak periods were 

modelled.   

The results of the SIDRA analysis of the intersection under existing traffic volumes are shown in 

Table 3-5 below. The results show that the intersection is operating at a good level of service in 

both the morning and afternoon peak hours. It was found that the vehicles arriving at the 

intersection from the west (Alice Street), wanting to turn right, experienced the highest average 

delay. 

 Table 3-5  Existing intersection operation, 2008 

Intersection 

AM Peak PM Peak 

LoS 
Average Delay 

(seconds) 
LoS 

Average Delay 
(seconds) 

Alice Street / Frome Street A 11 A 12 

 

3.4. Parking 

Parking occupancy surveys were carried out to gauge existing supply and demand along Alice 

Street and surrounding local streets, to determine the potential impacts of the proposed GHC on the 

provision of parking. The surveyed area is presented in Figure 3-9. 
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 Figure 3-9 Parking occupancy survey area 

 

A small commercial area is situated on Alice Street between Gosport and Warialda Streets with a 

post office, bakery, laundromat, take-away food outlet and furniture store. In addition to this, along 

Alice Street there are two motels and two petrol stations. Alice Street provides 45 degree angled 

parking (rear to kerb) on either side.  

Warialda and Dover Streets consist of low-density residential development, with motels situated on 

the eastern corners of the intersection of Alice and Warialda Streets. A series of 45 degree angled 

parking (rear to kerb) is also provided on Warialda Street north of Alice Street. Parallel parking is 

provided on the remainder of Warialda Street, as well as Dover Street. 

Gosport Street between Alice and Anne Streets contains a mix of commercial and light-industrial 

development. A series of 45 degree angled parking (rear to kerb) is provided on the eastern verge 

of Gosport Street in the vicinity of the tennis courts, and on the western verge between the tennis 

courts and Anne Street. The section of Gosport Street north of Alice Street consists primarily of 

low-density residential development (plus includes motel access and a child care centre), with 

parallel parking provided on both sides. 

The demand for parking spaces along Alice, Warialda, Dover and Gosport Streets was observed at 

various intervals throughout the day. The parking demand was very low, with a maximum of four 

cars observed in Warialda Street adjacent to Jellicoe Park, four cars on Alice Street adjacent to 

Jellicoe Park and opposite the bakery, four cars on Alice Street adjacent to the post office, and six 

cars on Gosport Street in the vicinity of the Victoria Hotel. Parked cars were observed on Warialda 
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Street south of Alice Street and Gosport Street north of Alice Street, as well as on Dover Street. 

The low proportion of parking spaces in use along Alice Street adjacent to the post office, and 

Warialda Street adjacent to Jellicoe Park, is displayed in Figure 3-10 and Figure 3-11. 

 Figure 3-10 Parking on Alice Street adjacent to the post office 
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 Figure 3-11 Parking on Warialda Street adjacent to Jellicoe Park 

 

Markets are held at Jellicoe Park on the first Sunday of each month, which exhausts the parking 

supply along Alice Street and Warialda Street north of Alice Street. There is also some overflow on 

Warialda Street south of Alice Street and on Dover Street. 

3.5. Pedestrian access and mobility 

In the vicinity of the GHC, the provision of concrete footpaths is concentrated on the southern side 

of Alice Street between Frome Street and Gosport Street, west of the railway corridor. There are 

three formal pedestrian crossings of the rail corridor – one on either side of the Gwydir Highway 

and one at the northern end of Moree railway station platform. This is shown in Figure 3-12. 
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 Figure 3-12 Existing footpaths in the vicinity of the connection 

 

There are no formalised pedestrian crossing facilities across Alice Street, however, refuge islands 

are provided on either side of the intersection with Warialda Street. It was observed that the 

majority of pedestrians crossing Alice Street in the vicinity of Warialda Street did not use the 

refuge islands.  

Recently constructed median islands in some side streets obstruct pedestrian, and in particular 

wheelchair and stroller access, as they do not allow level access through the median island.  

A detailed Pedestrian Access and Mobility Plan (PAMP) has previously been prepared by 

Conybeare Morrison International in July 2007, which considered both the northern and southern 

sections of the bypass. The PAMP identified major pedestrian routes based on a detailed analysis of 

walking catchments and desire lines, and following an audit process recommended the following 

improvement works: 

 Install new and upgrade existing pedestrian crossings. 

 Upgrade the footpath network. 

 Improve lighting and security. 

The audit found that the provision of pram ramps in the project area to be inconsistent and to not 

comply with Australian Standards. The provision of basic pedestrian facilities along Gosport Street 

and Morton Street was found to be inadequate resulting in an increase in unsafe and illegal 
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pedestrian movement along and across the road and rail corridor. A number of streets were 

identified in the PAMP as warranting footpaths, including Alice Street, Anne Street, Adelaide 

Street, Morton Street and Gosport Street.   

Shared paths, designed for pedestrians and cyclists, were proposed in the PAMP for both 

recreational and commuter use at several locations including: 

 Frome Street between Gosport Street and the intersection with the proposed new road between 

Frome Street and Amaroo Drive (Amaroo Drive Link Road). 

 Path connecting the edge of the rail corridor with Dingwall Place. 

 Path connecting Gosport Street near the Moree Spa Baths to the edge of the bypass corridor. 

 Path connecting Oak Street, via the Mehi River southern bridge abutment to Alice Street 

through the proposed park along Gosport Street. 

3.6. Cyclist accessibility 

No formalised bicycle facilities exist on Alice Street, with cyclists utilising ether the footpath or the 

formed shoulder alongside parked vehicles. Currently, cyclists sharing the road with vehicles are 

required to merge into the travel lane on the approach to and egress from the roundabout at the 

western end of Alice Street and in order to negotiate kerb blisters installed for pedestrian safety. 

On-road cycleways were also proposed in the PAMP at the following locations; 

 Alice Street / Gwydir Highway – to be connected to the proposed bicycle facilities along Alice 

Street as identified in the Moree Bike Plan 2002. 

 Gosport Street between the cul-de-sac at Frome Street to Alice Street. 

 Proposed new road connecting Frome Street and Amaroo Drive (Amaroo Drive Link Road); – 

to be connected to the proposed future bicycle facilities along Amaroo Drive and Frome Street 

as identified in the Moree Bike Plan 2002. 

No formalised bicycle facilities are to be installed as part of the GHC, with cyclist facilities to 

remain unchanged. The installation of additional pedestrian refuges and kerb blisters will result in 

cyclists utilising more of the roadway and less of the shoulder as they navigate along the length of 

the GHC. Although, the additional traffic expected to utilise Alice Street as a result of the GHC‟s 

construction could potentially result in a decrease in safety for cyclists, the lowered speed limit and 

additional gaps in traffic provided by the GHC traffic signals are likely to balance these impacts. 

The level of safety afforded to cyclists is not expected to change. 

Bicycle safety along Balo Street should improve as a result of the GHC, as vehicle volumes 

(especially heavy vehicle volumes) are expected to decrease. The proposed decrease in speed along 

Balo Street will serve to further increase safety for cyclists. 
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3.7. Road safety 

Crash records for the Newell and Gwydir highways through Moree were obtained from the RTA 

for the five years 2003 to 2007 inclusive. For the purpose of assessment, only crashes that occurred 

on the Newell Highway between Bullus Drive and the Carnarvon Highway, and on the Gwydir 

Highway between the Newell Highway and the railway line, were included.   

For the section of the Newell Highway south of Alice Street, 16 crashes were recorded, including 

one fatality involving a cyclist and a truck. In three crashes a heavy vehicle was recorded as being 

the key vehicle. Calculation of a crash rate allows comparison of locations with different traffic 

volumes and other characteristics. Crash rates are usually expressed in terms of crashes per 100 

million vehicle kilometres travelled (100MVKT). Crashes on this section of the Newell Highway 

occur at a rate of 47 per 100MVKT. To provide some context, the NSW state average crash rate is 

approximately 75 crashes per 100MVKT.   

On the Newell Highway between Alice Street and the Carnarvon Highway, 20 crashes were 

recorded. There were no fatalities and three crashes where a truck was the main vehicle. The crash 

rate of this section of road has been estimated at 42 per 100MVKT.     

Alice Street between the Newell Highway and the railway line was the scene of three crashes in the 

five year period. There were no fatalities and one crash where a truck was the key vehicle. A crash 

rate of 55 per 100MVKT was estimated.   
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4. Impact of the proposal 

4.1. Forecast Traffic Volumes 

The EIS (2002) and the Representations Report (2003) which revised some traffic data from the 

EIS were used as the primary source of information regarding traffic patterns and forecast volumes 

in the study area. These were supplemented with traffic counts undertaken in May 2008. Section 

3.2.1 of this report describes the methodology used to forecast volumes for this assessment. Traffic 

volumes were forecast for the anticipated year of opening (2010) and 10 years after opening 

(2020), at the following locations: 

 Alice Street, between Frome Street and the proposed bypass (site A). 

 Newell Highway (Frome Street), south of the Alice Street roundabout (site B). 

 Newell Highway (Frome Street), north of the Alice Street roundabout (site C). 

 The bypass north of Alice Street (site D). 

The sites are shown in Figure 4-1. 

 Figure 4-1 Traffic volume forecasting locations 

 

The network assignment model used in the EIS considered the volumes on the network of the 

Newell, Carnarvon and Gwydir highways and the origin and destination of traffic generated 
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external to Moree, as well as local traffic within the town. Light and heavy vehicles were 

considered separately.   

4.1.1. Light vehicle distribution and assignment 

Existing daily traffic volumes, based on the seasonally adjusted 7-day tube counts, provided the 

base from which future traffic volumes were forecast, by applying the growth rates presented in 

Table 3-2. A component of the EIS (2002) light vehicle distribution and assignment model was the 

consideration of the impact of duration of stay on route choice. A duration of stay survey 

undertaken for the EIS (2002) revealed that a significant portion of vehicles defined as „through‟ in 

the distribution matrix (traffic with a destination different than the origin) stopped in Moree before 

continuing to their destination. The assumption was made in the traffic model that 75 per cent of 

light vehicles, whose duration of stay is greater than 60 minutes, would always stop in town 

regardless of the presence of a bypass. Only 25 per cent of light vehicles whose duration of stay is 

greater than 60 minutes have the potential to use the bypass.  

Of the light vehicles with the potential to use the bypass, the volume of traffic that will actually use 

the bypass was determined using a Bureau of Public Roads (USA) algorithm, which considers the 

time taken to travel each route and the distance involved on the bypass and using the existing route. 

The algorithm is as follows: 

 

where t = travel time in minutes and d = travel distance in kilometres 

Traffic identified as always stopping in Moree (light vehicles with a duration of stay of less than 60 

minutes, as well as 75 per cent of light vehicles with a duration of stay greater than 60 minutes) 

was distributed within Moree according to the relative attraction ratios of three major employment / 

activity centres (based on employment populations): 

 Moree town centre: 6,000 (75 per cent). 

 Moree south (Frome Street trade area): 1,600 (20 per cent). 

 Moree industrial (Tycannah Street): 400 (5 per cent). 

Traffic with a destination the same as the origin, as well as traffic assumed to stop in Moree, were 

also distributed according to the relative attraction of the major employment / activity centres. 
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4.1.2. Heavy vehicle distribution and assignment 

Similar to the light vehicle distribution and assignment, existing daily traffic volumes, based on the 

seasonally adjusted 7-day tube counts, provided the base from which future heavy vehicle volumes 

were forecast, by applying the growth rates presented in Table 3-2. 

It was assumed that routes with the least travel time are subject to minimal disruptions (reduced 

braking and acceleration), are easier to drive (fewer gear changes) and provide a more direct route, 

with the result of providing the best competitive advantage and automatically attracting heavy 

vehicles. It is expected that the bypass will provide a travel time saving of almost three minutes for 

through traffic, compared to the existing route through the Balo Street CBD precinct, with 

associated delays from intersections, pedestrian crossings and parking manoeuvres. Bypass 

attraction rates were provided in the EIS (2002), and have been altered to reflect the proposed GHC 

and absence of the section of the bypass south of the Gwydir Highway. Comparisons between the 

EIS (2002) bypass attraction rates and the altered attraction rates used in this assessment are 

presented in Table 4-1. Appendix A outlines the factors considered when estimating these 

attraction rates.   

 Table 4-1 Bypass attraction rates 

Origin Destination 
EIS Bypass Attraction 

Rate 
Altered Bypass 
Attraction Rate

1
 

Mungindi Narrabri 90% 85% 

Mungindi Warialda 85% 90% 

Goondiwindi Warialda 95% 100% 

Goondiwindi Narrabri 100% 95% 

Warialda Goondiwindi 95% 100% 

Warialda Mungindi 90% 90% 

Warialda Narrabri 
A choice between 

bypass and Tycannah 
Street 

0% 

Narrabri Mungindi 85% 85% 

Narrabri Goondiwindi 100% 90% 

Narrabri Warialda 100% 0% 

1. Trucks not using the bypass will comprise mostly rigid trucks, with occasional semi trailers, with several 
involved in making deliveries etc in Moree. B-Doubles and road trains will not be permitted to use Balo Street 
north of Alice Street.   

As the proposed bypass is situated east of the Newell Highway, and due to the difficulty 

experienced by heavy vehicles in turning at the Heber Street / Balo Street intersection, heavy 

vehicles with their origin or destination in Collarenebri were not considered in the distribution and 

assignment model. These vehicles are assumed to use the existing alternative over-dimensional 

routes. This same assumption was made in the EIS (2002).   

Of those articulated vehicles that were assumed to not be attracted to the bypass, 30 per cent were 

forced on to it, to reflect that Balo Street will no longer be an approved B-double route. This is the 

approximate proportion of articulated vehicles that would not be restricted by a ban on vehicles 
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over 19m in length (B-doubles and road trains). This is likely to be a worst-case scenario, as other 

traffic management measures may be in place to further discourage heavy vehicle activity on Balo 

Street (see Section 4.4).   

In addition, traffic destined for Moree was distributed within the urban area according to the 

following relative attraction ratios, outlined in the EIS (2002): 

 Moree town centre: two vehicles per day (one per cent). 

 Moree south: eight vehicles per day (five per cent). 

 Moree industrial: 164 vehicles per day (94 per cent). 

4.1.3. Traffic distribution and assignment 

Table 4-2 shows the forecast light and heavy vehicle average daily volumes for 2008 (existing) and 

with the section of the bypass north of the Gwydir Highway open in 2010 and 2020. A 2010 no-

bypass scenario is also included to illustrate the change in traffic that would eventuate when the 

section of the bypass south of the Gwydir Highway is opened.     



Traffic and Transport Assessment 

 PAGE 27 

Table 4-2 Annual average daily traffic forecasts 

Location 
Vehicle 

Type 

Alice Street 

(Site A) 

Frome Street 
(Site B) 

Balo Street 

(Site C) 

Bypass north of 
the Gwydir 

Highway (Site D) 

EB WB NB SB NB SB NB SB 

2008 
Existing 

Light 
2,613 
(93%) 

2,321 
(90%) 

4,353 
(86%) 

4,617 
(88%) 

5,596 
(87%) 

5,860 
(89%) 

n.a. n.a. 

Heavy 
Rigid 

163 
(6%) 

219 
(8%) 

267 
(5%) 

217 
(4%) 

319 
(5%) 

264 
(4%) 

n.a. n.a. 

Heavy 
Articulated 

40 
(1%) 

40 
(2%) 

426 
(8%) 

406 
(8%) 

508 
(8%) 

492 
(7%) 

n.a. n.a. 

Total 2,817 2,580 5,047 5,240 6,422 6,616 n.a. n.a. 

2010 No 
bypass 

Light 
2,623 
(93%) 

2,330 
(90%) 

4,375 
(86%) 

4,643 
(88%) 

5,620 
(87%) 

5,888 
(88%) 

n.a. n.a. 

Heavy 
Rigid 

166 
(6%) 

220 
(9%) 

273 
(5%) 

224 
(4%) 

324 
(5%) 

271 
(4%) 

n.a. n.a. 

Heavy 
Articulated 

41 
(1%) 

40 
(2%) 

436 
(9%) 

419 
(8%) 

517 
(8%) 

506 
(8%) 

n.a. n.a. 

Total 2,830 2,591 5,084 5,286 6,462 6,665 n.a. n.a. 

2010 With 
bypass 

Light 
2,813 
(80%) 

2,484 
(77%) 

4,375 
(86%) 

4,643 
(88%) 

5,217 
(96%) 

5,521 
(97%) 

404 
(40%) 

367 
(39%) 

Heavy 
Rigid 

170 
(5%) 

171 
(5%) 

273 
(5%) 

224 
(4%) 

196 
(4%) 

157 
(3%) 

128 
(13%) 

114 
(12%) 

Heavy 
Articulated

1
 

540 
(15%) 

574 
(18%) 

436 
(9%) 

419 
(8%) 

44 
(1%) 

38 
(1%) 

473 
(47%) 

468 
(49%) 

Total 3,523 3,228 5,084 5,286 5,458 5,716 1,005 949 

2020 With 
bypass 

Light 
2,876 
(79%) 

2,562 
(75%) 

4,486 
(85%) 

4,769 
(86%) 

5,298 
(95%) 

5,602 
(96%) 

446 
(40%) 

428 
(39%) 

Heavy 
Rigid 

191 
(5%) 

198 
(6%) 

302 
(6%) 

260 
(5%) 

205 
(4%) 

165 
(3%) 

149 
(13%) 

143 
(13%) 

Heavy 
Articulated

1
 

585 
(16%) 

638 
(19%) 

482 
(9%) 

485 
(9%) 

46 
(1%) 

40 
(1%) 

518 
(47%) 

535 
(48%) 

Total 3,651 3,399 5,270 5,514 5,549 5,807 1,112 1,105 

1. Articulated trucks on Balo Street once the GHC is opened will include only semi trailers. B-Doubles and 
road trains will not be permitted to remain on Balo Street.   

In 2010 when the proposed GHC is likely to be opened, there will be a decrease in traffic in Balo 

Street north of Alice Street of around 15 per cent, including a reduction of over 95 per cent in 

articulated heavy vehicles. Traffic in Alice Street between Frome Street and the bypass will 

increase by 25 per cent, including a more than doubling of heavy vehicles. No change is expected 

on Frome Street south of Alice Street. The section of the bypass north of the Gwydir Highway 

would carry around 1,000 vehicles per direction, including a large proportion of heavy vehicles 

(approximately 60 per cent).   

4.2. Intersection operation 

The intersections of Alice Street and Frome Street and Alice Street and the Bypass were analysed 

with the future traffic volumes expected once the bypass north of the Gwydir Highway and the 
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GHC are in operation. The results of the SIDRA analysis are shown in Table 4-3. The Level of 

Service criteria is defined in Table 3-4. 

 Table 4-3  Intersection operation with GHC 

Intersection Year 

AM Peak PM Peak 

LoS 
Average Delay 

(seconds) 
LoS 

Average Delay 
(seconds) 

Alice Street / Frome Street 2010 A 12 A 12 

Alice Street / Frome Street 2020 A 12 A 12 

Alice Street / Bypass 2010 C 29 C 29 

Alice Street / Bypass 2020 B 27 B 27 

The SIDRA analysis indicates that the traffic generated by the GHC will have very little impact on 

the operation of the intersection of Alice Street and Frome Street, with Level of Service remaining 

at “A” for both the morning and the afternoon peaks. There is no change in average delay at the 

intersection.  The bypass / Alice Street intersection would also operate at a good Level of Service 

in 2020, with acceptable delays and spare capacity in 2010. 

4.3. Road safety 

Any changes in crash frequency that may occur when the bypass is opened can be estimated with 

reference to the crash rates calculated in Section 3.7. As there will be no substantial changes to the 

road conditions, it can be assumed that crashes will continue to occur at the same rate. However it 

is noted that the volume of traffic will change in some locations, and that this will impact on the 

number of crashes.   

Table 4-4 shows the expected change in crash frequency in 2010, with and without the northern 

section of the bypass and GHC. Due to the increase in traffic volume on Alice Street, a small 

increase in crashes may occur. Similarly, a reduction in crashes is expected on the Newell Highway 

north of Alice Street. There is no change expected on the Newell Highway south of Alice Street.   

 Table 4-4 Change in expected crash frequency, 2010 

Location 
Crash Rate per 

100MVKT 

Expected Crashes per year, 2010 

No GHC With GHC Change 

A 55 0.6 1.1 +0.5 

B 47 3.2 3.2 0 

C 42 4.0 3.4 -0.6 

Total 7.8 7.7  

The safety performance of the intersection of Alice Street and the bypass and its interaction with 

the rail level crossing was assessed through a formal road safety audit of the design, undertaken in 

accordance with the Accident Reduction Guide Part 2 Road Safety Audits (RTA, 2005).  



Traffic and Transport Assessment 

 PAGE 29 

The following measures were recommended which would improve safety at the intersection by 

simplifying traffic movements and reducing potential queuing at the intersections of Alice Street 

with Gosport Street and the bypass, and the railway level crossing: 

 Allow only left turn in/out movements from Gosport Street on northern and southern 

approaches to Alice Street. 

 The right turn into Gosport Street south will be retained, facilitating access from Alice 

Street to the Caltex fuel depot, other businesses and the Moree railway station.  

 Signposting, detailing altered access arrangements for Gosport Street north of Alice 

Street, will be installed to inform drivers that they are required to utilise Warialda Street 

and River Street to access the childcare centre and Moree Spa Motel as the right turn from 

Alice Street into Gosport Street north is banned.  

Further safety features, developed with the rail authorities, will be incorporated into the final 

intersection design including boom gates, flashing lights and bell, passive pedestrian crossing 

facilities, signage and line-marking. Traffic light coordination will also be implemented to provide 

full coordination between the rail level crossing and adjacent signalised intersection. 

4.4. Local area traffic management 

As the connection is a variation of the final southern bypass design, it is necessary to ensure that 

the connection will not result in any adverse impacts on the surrounding road network. This section 

considers the impacts of the connection on local traffic conditions and amenity in Moree. 

4.4.1. Local residential areas 

To minimise the impact of the bypass on the residential area to the south of Alice Street, it is 

necessary to minimise the number of vehicles (especially heavy vehicles) utilising Gosport Street, 

Warialda Street, and to a lesser extent Dover Street, as a short cut between the southern part of the 

Newell Highway and the GHC.  

Directional signage throughout Moree will inform drivers of the changes to the route of the Newell 

Highway through Moree. However, there is the possibility that some vehicles will attempt to utilise 

Warialda and Gosport Streets as a short cut and to avoid the Alice Street / Frome Street 

roundabout.   

To encourage through traffic to use Frome Street and the GHC, a number of management options 

are available, ranging from “soft” treatments such as access restrictions and changes in speed 

limits, to “hard” measures involving construction of infrastructure. In developing a local area 

traffic management (LATM) scheme, consideration was given to a number of competing 

objectives, including the maintenance of local access to local residents and businesses, and the 

limiting of opportunities for through traffic to use Gosport, Warialda and Dover Streets.   
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A significant local traffic issue to be addressed is access to the Caltex fuel depot in Gosport Street 

and other commercial/industrial premises in Gosport Street. Access from these facilities will be 

affected by the changes to Alice Street, with right turns out of Gosport Street being denied once the 

GHC is built. The right hand turns out of Gosport Street have been denied due to safety issues 

associated with the close proximity of the signalised intersection to the east of the Gosport 

Street/Alice Street intersection. It is also proposed to close Gosport Street at Frome Street with the 

construction of a cul-de-sac. Northbound access only will be provided from Frome Street via a one 

way road. This route is currently used by heavy vehicles to access the fuel depot and industrial 

area. There are alternative accesses including B-double access available via Warialda, Thompson 

and Adelaide Streets.   

A two-phase approach is proposed for implementing local area traffic management treatments. 

Traffic conditions after the opening of the GHC and the implementation of Phase 1 LATM 

measures should be monitored. If necessary, further treatments (Phase 2) will be investigated in 

consultation with Council and the local business and residential community.   

Phase 1 Local area traffic management measures 

The initial traffic management scheme will comprise the following (also shown in Figure 4-2): 

 Establish a restriction on heavy vehicle activity in Dover and Warialda Streets between Alice 

Street and Adelaide Street through the imposition of a local traffic zone. 

 Reverse the priority arrangements at the intersections of Warialda Street with Anne Street, 

Adelaide Street, Thompsons Street and Jones Avenue, so that north-south traffic must give 

way to east-west traffic. This would increase travel times along Warialda Street and create a 

stop-start environment which will make the route less attractive to through vehicles.  

 Prevent specific movements at the intersection of Gosport Street with Alice Street. It is 

proposed to allow only left turns out of Gosport Street on both sides of Alice Street. The right 

turn into Gosport Street south will be retained, facilitating access from Alice Street to the 

Caltex fuel depot, other businesses and the Moree railway station. Signposting, detailing 

altered access arrangements for Gosport Street north of Alice Street, will be installed to inform 

drivers that they are required to utilise Warialda Street and River Street to access the childcare 

centre and Moree Spa Motel. These changes will have implications for local access 

arrangements, but will also improve safety at the intersection, by simplifying traffic movement 

and reducing potential queuing at the intersections of Alice Street with Gosport Street and the 

bypass, and the railway level crossing.  

 Restrict left turns being made by heavy vehicles from Alice Street into Warialda and Dover 

Streets through the installation of signage reinforcing the local area traffic zone. 

 To prevent vehicles using Gosport Street as a short-cut to avoid the GHC, a cul-de-sac would 

be constructed on Gosport Street at its intersection with Frome Street which would allow 

northbound movements only via a one way road. Vehicle access to Gosport Street would also 

be provided via Joyce Avenue or Warialda Street and Jones Avenue. Consideration may also 
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be given to the construction of an additional cul-de-sac on Gosport Street, north of Alice 

Street. 

The above measures are consistent with the current heavy vehicle route restrictions (Refer 

Appendix B) and balance the needs of traffic with a legitimate reason for accessing the residential 

and industrial areas with the amenity of local residents. The above measures should be 

implemented with the cooperation of council and in consultation with the community.   

Phase 1 traffic arrangement options are displayed in Figure 4-2 with traffic movements at the 

Gosport Street / Alice Street shown in greater detail in Figure 4-3. The cul-de-sac and northbound 

access are shown in greater detail in Figure 4-4. 

 
 Figure 4-2: Phase 1 traffic arrangements 
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 Figure 4-3: Traffic management measures in Alice Street  between Gosport Street and 
Morton Street 
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Figure 4-4: Access at Gosport Street south 

 

Phase 2 Local area traffic management measures  

Part of the Phase 1 scheme will include monitoring of traffic activity when the bypass north of the 

Gwydir Highway and the GHC is opened. If the observed level of through traffic on local streets is 

found to increase relative to existing conditions, then additional measures may be necessary. The 

nomination of specific treatments will depend on the nature of the problem, and should be 

determined in consultation with council and the community. Treatments may include: 

 Installing physical deterrent devices such as chicanes or speed humps in Dover, Warialda and 

Gosport Streets to reduce vehicle speeds, or entry treatments to demarcate the local traffic 

zone. 

 Constructing physical devices to slow traffic in Warialda, Dover and Gosport Streets. The 

devices could be located north of Adelaide Street. The need for some heavy vehicles to access 

businesses and the railway station on Gosport Street from the north should be considered when 

selecting a treatment. A U-turn facility for trucks, as proposed in the design for the southern 

section of the bypass, may be required immediately north of the Caltex depot. 

 Removing the current B-double approved status of Gosport Street north of the Caltex depot 

and Edward Street, allowing the installation of physical devices as mentioned above in 

Gosport Street. Heavy vehicles would then access Gosport Street via Thompson Avenue, 

which is a current B-double route. 
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Likely Phase 2 traffic management options are displayed in Figure 4-5.  

Phase 1 measures will be implemented upon opening of the GHC. Prior to commencement of 

construction, classified traffic counts will be collected in the residential area (on side streets 

accessing Alice and Frome Streets) to quantify the baseline traffic demands. The RTA would then 

monitor complaints from residents with regard to heavy vehicle traffic in the residential area. In the 

event that a number of complaints are received from these residents, the RTA will complete further 

classified traffic counts to assess the increase in heavy vehicle traffic through the area. If these 

counts confirm a significant increase (total increase greater than 50 percent) in legal heavy vehicle 

through traffic, Phase 2 of the LATM measures will be triggered.  

Implementation of the Phase 2 LATM measures would be preceded by consultation with Moree 

Plains Shire Council regarding the implications of the proposed measures and their subsequent 

support for their implementation tested. If traffic counts identify any illegal heavy vehicle 

movements then the issue will be raised with enforcement authorities. Measures implemented for 

the GHC may be retained following the completion of the southern half of the bypass at the 

discretion of Council‟s Local Traffic Committee in consultation with the RTA. 
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 Figure 4-5: Likely Phase 2 traffic management options 

 

The traffic impacts of the LATM phases have been identified and quantified based on the Guide to 

Traffic Generating Developments (RTA, 2002). The current peak hour trip generation numbers 

were estimated using the Guide to Traffic Generating Developments (RTA, 2002) and were based 

on households and industry types in the area bounded by Frome Street, Gosport Street and Alice 

Street. The 2008 traffic count data along Alice Street and Frome Street was also incorporated into 

the assessment. The trips generated and attracted to the LATM area were then distributed based on 

land-use in the Moree area. The current level of service of operation of the intersections along 

Alice Street and Frome Street were then assessed.  

Subsequently the impact of the Phase 1 and Phase 2 LATM measures were assessed. This involved 

re-distributing the traffic as a result of the LATM measures while maintaining the total number of 
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trips generated and attracted to the area. The level of service of operation of the intersections along 

Alice Street and Frome Street were then assessed for Phase 1 and Phase 2 of the LATM measures. 

It should also be noted that the trip rates used in this analysis were those defined in the Guide to 

Traffic Generating Developments (RTA, 2002) as no other data is available for Moree. The trip 

rates in this document are based on surveys completed in the Sydney metropolitan area and as such 

the trip rates are higher than those experienced in Moree. Therefore any increase in delays at 

intersections is a worst case scenario and that in reality less delays will be experienced at these 

intersections.  

The intersections were analysed using Sidra Intersection analytical modelling software. The traffic 

impacts as a result of the LATM measures were assessed at the following intersections as shown in 

Table 4-5: 

 Alice Street / Gosport Street. 

 Alice Street / Warialda Street. 

 Alice Street / Dover Street. 

 Frome Street / Anne Street. 

 Frome Street / Adelaide Street. 

 Frome Street / Thompsons Avenue. 

 Frome Street / Jones Avenue. 

 Frome Street / Warialda Street. 

 Frome Street / Joyce Avenue. 

The impact of the Phase 1 LATM measures on the intersections along Alice Street and Frome 

Street were analysed, the results are detailed in Table 4-5.    

Table 4-5 AM and PM Peak Intersection Analysis – Phase 1 LATM 

Intersection Existing - AM Phase 1 LATM - 
AM 

Existing - PM Phase 1 LATM - 
PM 

LoS 
Avg 
Delay 

LoS Avg Delay LoS 
Avg 
Delay 

LoS Avg Delay 

Alice Street / Gosport Street A 10 A 9 A 11 A 9 

Alice Street / Warialda Street A 9 A 9 A 8 A 9 

Alice Street / Dover Street A 8 A 7 A 8 A 7 

Frome Street / Anne Street A 10 A 9 A 10 A 9 

Frome Street / Adelaide 
Street 

A 9 A 9 A 8 A 9 

Frome Street / Thompsons 
Avenue 

B 15 B 23 B 15 B 15 

Frome Street / Jones Avenue B 17 B 17 B 15 B 15 

Frome Street / Warialda 
Street 

A 10 A 10 A 12 A 10 

Frome Street / Joyce Avenue A 8 A 8 A 9 A 8 

 

The impact of the Phase 2 LATM measures on the intersections along Alice Street and Frome 

Street were analysed, the results are detailed in Table 4-6. The intersection analysis showed that 
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there are minor increases in delays at some intersections but there are no changes in the level of 

service of operation of these intersections. The worst resultant level of service is „B‟ for the Frome 

Street and Thompsons Avenue intersection and the Frome Street and Jones Avenue intersection. 

Level of Service „B‟ is defined in the Guide to Traffic Generating Developments (RTA, 2002) as a 

good operation, with acceptable delays and spare capacity.  

Table 4-6  AM and PM Peak Intersection Analysis – Phase 2 LATM 

Intersection Existing - AM Phase 2 LATM - 
AM 

Existing - PM Phase 2 LATM - 
PM 

LoS 
Avg 
Delay 

LoS Avg Delay LoS 
Avg 
Delay 

LoS Avg Delay 

Alice Street / Gosport Street A 10 A 9 A 11 A 9 

Alice Street / Warialda Street A 9 A 9 A 8 A 8 

Alice Street / Dover Street A 8 A 7 A 8 A 7 

Frome Street / Anne Street A 10 A 9 A 10 A 9 

Frome Street / Adelaide 
Street 

A 9 A 9 A 8 A 8 

Frome Street / Thompsons 
Avenue 

B 15 B 27 B 15 B 19 

Frome Street / Jones Avenue B 17 B 23 B 15 B 20 

Frome Street / Warialda 
Street 

A 10 A 10 A 12 A 11 

Frome Street / Joyce Avenue A 8 A 8 A 9 A 8 

 

 

4.4.2. Balo Street 

The GHC will provide an alternative to the existing Newell Highway route along Balo Street. Balo 

Street is the centre of retail and commercial activity in Moree, experiencing a high level of both 

pedestrian and vehicular activity. There are several pedestrian crossing points which, when 

combined with frequent interruptions to traffic flow from parking manoeuvres, result in a relatively 

slow travel speed particularly during the day. The travel time for through traffic using Balo Street 

is anticipated to be almost three minutes slower than traffic using the GHC and bypass north of the 

Gwydir Highway. Despite this, there is the possibility that some through traffic will continue to use 

Balo Street instead of the bypass. Although a large proportion of heavy vehicles will be removed 

from Balo Street as a result of the construction of the bypass, this assessment indicates that some 

trucks may continue using Balo Street. The removal of the B-double and road train status of Balo 

Street between Alice Street and Gwydir Street would have a large impact on reducing truck activity 

in Balo Street. This measure will be implemented as soon as the bypass north of the Gwydir 

Highway is opened. 

However, some heavy vehicles are not restricted by the B-double and road train route designations, 

and it is possible that other measures will be needed for Balo Street to deter these vehicles. Should 

monitoring of traffic volumes once the bypass is opened indicate heavy vehicles still using Balo 

Street as a through route, options to be considered would include: 

 Weight restrictions.  

 A reduced speed limit, such as a 40km/hr High Pedestrian Activity area. 



Traffic and Transport Assessment 

 PAGE 38 

 Raised pedestrian crossings through the shopping centre, which would improve pedestrian 

amenity and reduce vehicle speeds. 

These measures may also be considered independent of any monitoring of traffic volumes, as the 

construction of the bypass provides an opportunity to improve amenity in the centre of Moree. The 

success of any traffic management measures will depend on the bypass being viewed as a reliably 

faster route through Moree than Balo Street, at all times of the day and night. Enforcement of any 

restrictions on particular vehicles may also be necessary if heavy vehicles are found to be 

disregarding the schemes. If this occurs, a request may be submitted by Local Traffic Committee to 

the NSW Police for additional enforcement.   

4.4.3. Moree Hospital 

There GHC will have no impact on access to the hospital at the western end of Alice Street. Access 

to the hospital from the north will be improved, by virtue of the ability to avoid congestion in the 

main street by using the bypass. 

4.5. Businesses and recreational facilities 

4.5.1. Balo Street 

As the majority of heavy vehicles utilising Balo Street are passing through the town and do not 

stop, the reallocation of these vehicles to the GHC and northern bypass is not expected to result in 

an increase in patronage to businesses and facilities along Balo Street. The reduced volumes of 

heavy vehicles should instead result in an increase in safety and accessibility for those businesses. 

While a number of light vehicles will also be diverted onto the GHC and northern bypass, it is 

estimated that approximately 85 per cent of existing traffic would still utilise Balo Street. As a 

result, the impact of the GHC on the businesses and facilities along Balo Street is expected to be 

minimal. 

4.5.2. Alice Street 

Access to businesses and recreational facilities along the GHC are to be maintained throughout the 

construction period, with parking to be maintained on one side of Alice Street during construction.  

It is anticipated that those businesses located along Alice Street, and on Frome Street south of the 

GHC, may experience a slight increase in patronage following the opening of the GHC as through 

vehicles stop here for refreshments in lieu of stopping along Balo Street. The increased number of 

pedestrian refuges and designated crossing points along the GHC will result in increased 

accessibility to these facilities despite the anticipated increase in traffic. 

4.6. Parking 

The conversion to parallel parking in Alice Street will result in an overall reduction in the number 

of available spaces (from approximately 125 spaces to approximately 75 spaces). Only in 

exceptional circumstances (for instance, during the monthly markets at Jellicoe Park) would 
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demand for parking in Alice Street exceed supply. During these times sufficient parking spaces are 

available in streets off Alice Street. During normal operation, the proposed parking will be more 

than sufficient. There will be no change to parking provision in Warialda Street, River Street, 

Gosport Street and Dover Street. 

4.7. Pedestrians 

It is proposed to install pedestrian refuges at five locations in Alice Street to assist pedestrians to 

safely cross the GHC. Pedestrian refuges provide an opportunity for a road to be crossed in two 

stages, where it would be difficult and/or dangerous to cross in a single movement. Similar 

facilities are currently installed along Frome Street, where there are kerb ramps and pedestrian 

refuges at most intersections.   

The main reason for nominating pedestrian refuges over other facilities is that the forecast volume 

of traffic on Alice Street and the number of pedestrians likely to cross Alice Street do not warrant 

provision of pedestrian (zebra) crossings. Currently 5,400 vehicles utilise Alice Street on an 

average day. It is expected that in 2010 with the GHC open, the volume will increase to over 6,700 

vehicles per day. The volume in the peak hour would be around 520 vehicles (two-way). Australian 

Standard 1742.10, which covers pedestrian control and protection, suggests that pedestrian 

crossings should generally not be installed unless (among other criteria) there are hourly pedestrian 

volumes greater than 60 in two separate 1-hour periods on a typical weekday, and at least 600 

vehicles passing the site in those same hours, with the product of the pedestrian and vehicle hourly 

volumes exceeding 90,000. If a facility such as a pedestrian crossing is under-used, drivers may 

become complacent and assume no-one uses the crossing, putting the safety of those pedestrians 

who do use the facility at risk. The absence of a regular generator of pedestrian activity along Alice 

Street, such as a school or shopping centre, means that the number of pedestrians crossing Alice 

Street will remain relatively low into the future.   

It is not considered that the features of the GHC will create significant safety issues for pedestrians, 

which might warrant provision of a pedestrian crossing despite the low volumes involved. Sight 

distance along Alice Street is very good, due to the straight alignment, and vehicles speeds will be 

relatively low due to the proximity of the Alice Street / bypass and Alice Street / Frome Street 

intersections.   

Kerb extensions will be used in conjunction with refuge islands to minimise the distances that 

pedestrians are required to cross 

A signalised crossing facility will be provided as part of the signalised intersection of the GHC and 

the bypass. Dedicated pedestrian phases will allow pedestrians to cross safely. 
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5. Conclusion 

This report has examined the implications of the proposed Gwydir Highway connection, between 

the Newell Highway (Frome Street) and the section of the Moree Town Centre bypass north of the 

Gwydir Highway, via Alice Street. This study has built upon work completed earlier for the 

Proposed Newell Highway Bypass of the Moree Town Centre: Environmental Impact Statement 

(2002).   

Traffic counts undertaken for this study suggest that since the publication of the EIS (2002), traffic 

through Moree has not grown in line with the expectations assumed in the EIS. As such, this 

assessment is based on a lower 2008 volume and growth rate than used in the EIS. However, the 

design has been tested against the higher level of traffic and found to be sufficient should the 

original expectations of traffic volumes be realised.   

The GHC will allow through traffic to avoid using Balo Street through the centre of Moree. When 

the bypass north of the Gwydir Highway and the GHC are opened, a reduction in traffic of 15 per 

cent is expected on Balo Street north of Alice Street, including a reduction of over 95 per cent in 

articulated heavy vehicles. A greater reduction is expected in Balo Street north of Gwydir Street. 

The implementation of local area traffic management measures as outlined in Section 4.4 will 

assist in deterring heavy vehicles from using Balo Street in preference to the bypass.   

The impact of the proposed LATM measures on the intersections along Alice Street and Frome 

Street was also assessed. This assessment concluded that the implementation of the Phase 1 and the 

Phase 2 LATM measures would have no significant impact and all of the intersections analysed 

would continue to operate at an acceptable level of service. 

Traffic in Alice Street between Frome Street and the bypass will increase by 25 per cent, including 

a more than doubling of heavy vehicles. No change is expected on Frome Street south of Alice 

Street.   

The roundabout at the intersection of Frome Street and Alice Street is expected to operate with a 

good Level of Service well into the future, both with and without the GHC. 

Whilst there would be a reduction in parking supply in Alice Street to accommodate the GHC there 

will be no change in parking in Dover, Warialda and Gosport Streets, and the level of parking 

available in the area is considered satisfactory for the current level of demand. Only when the 

monthly markets are in operation in Jellicoe Park is there significant demand for parking.   
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Appendix A Reasoning for bypass attraction rates 

Mungindi – Narrabri 

 

 Route 1 (via Balo Street) Route 2 (via bypass) 

Issues affecting 
travel speed 

Lower speed and frequent 
stopping through Moree 
town centre 

Shorter distance and more 
direct 

90 degree turn required at Alice Street roundabout 

90 degree turn onto bypass – signalised 
intersection 

Dogleg required between Newell and Carnarvon 
Highways 

Bypass represents higher quality route – higher 
speeds and fewer stops 

Distance savings 
using bypass 

Bypass route is 1.6km longer than Balo Street route 

Estimated travel 
time saving using 
bypass 

Both routes have approximately equal travel time 

% of LV (HV) 20% (15%) 80% (85%) 
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Mungindi – Warialda 

 

 Route 1 (via Balo Street) Route 2 (via bypass) 

Issues affecting 
travel speed 

Lower speed and frequent 
stopping through Moree 
town centre 

90 degree turn required at 
Alice Street roundabout 

90 degree turn onto bypass – signalised 
intersection 

Dogleg required between Newell and Carnarvon 
highways  

Bypass represents higher quality route – higher 
speeds and fewer stops 

Distance savings 
using bypass 

Bypass route is 0.6km longer than Balo Street route 

Estimated travel 
time saving using 
bypass 

Bypass route is almost 2 minutes faster than Balo Street route 

% of LV (HV) 9% (10%) 91% (90%) 
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Goondiwindi – Warialda 

 

 Route 1 (via Balo Street) Route 2 (via bypass) 

Issues affecting 
travel speed 

Lower speed and frequent 
stopping through Moree 
town centre 

90 degree turn required at 
Alice Street roundabout 

90 degree turn onto bypass – signalised 
intersection 

Bypass represents higher quality route – higher 
speeds and fewer stops 

Distance savings 
using bypass 

Bypass route is 0.8km shorter than Balo Street route 

Estimated travel 
time saving using 
bypass 

Bypass route is approximately 4.7 minutes faster than Balo Street route 

% of LV (HV) 10% (0%) 90% (100%) 
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Goondiwindi – Narrabri 

 

 Route 1 (via Balo Street) Route 2 (via bypass) 

Issues affecting 
travel speed 

Lower speed and frequent 
stopping through Moree 
town centre 

Shorter and more direct 
route 

90 degree turn required at Alice Street roundabout 

90 degree turn onto bypass – signalised 
intersection 

Bypass represents higher quality route – higher 
speeds and fewer stops 

Distance savings 
using bypass 

Bypass route is 0.2km longer than Balo Street route 

Estimated travel 
time saving using 
bypass 

Bypass route is approximately 2.7 minutes faster than Balo Street route 

% of LV (HV) 20% (5%) 80% (95%) 
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Appendix B Existing heavy vehicle travel 
restrictions 
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