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8.0 Future conditions without the project 
This section details the forecast traffic performance of the study area during the ‘without project’ scenario. The 
assessments have been undertaken using forecast AM and PM peak traffic volumes for 2021 (the project opening 
case) and 2031 (the project opening case plus ten years).  

8.1 Regional transport network 

 Operation ‘do minimum’ (2021) 8.1.1

The 2021 ‘do minimum’ case assumes the King Georges Road Interchange Upgrade and the M4 Widening are 
complete, but the remainder of the WestConnex projects have not been constructed. It is called ‘do minimum’ 
rather than ‘do nothing’ as it assumes on-going improvements will be made to the broader transport network 
including some new infrastructure and intersection improvements to improve capacity and cater for traffic growth, 
such as network changes around Sydney Airport Domestic Terminal. 

Based on WRTM outputs, an increase in daily traffic movements is forecast along the M5 South Western 
Motorway, west of King Georges Road, while a reduction in daily traffic is forecast along King Georges Road. 
Other changes in daily traffic are negligible, especially within the New M5 study area.  

Forecast changes in daily road-based freight or heavy vehicle movements largely follow the same pattern as the 
general traffic movements. 

 Operation ‘do minimum’ (2031) 8.1.2

This case assumes a future road network including the King Georges Road Interchange Upgrade and the M4 
Widening and some upgrades to the broader transport network over time to improve capacity and cater for traffic 
growth but does not include the other WestConnex projects.  

Based on WRTM outputs, increases in daily traffic movements are generally forecast for most roads in the 
regional road network, such as Canterbury Road and Stoney Creek Road in the east-west direction and the A6 
and King Georges Road in the north-south direction.  

Other increases are forecast around Sydney Airport and Port Botany and on the north-south routes east of the 
airport, such as Southern Cross Drive and Anzac Parade.  

Forecast changes in daily road-based freight or heavy vehicle movements largely follow the same pattern as the 
general traffic movements, with additional increases seen along Foreshore Road and the M5 corridor. 

8.2 Operational performance – M5 Motorway corridor 

 Mid-block level of service 8.2.1

The future mid-block performance on the M5 East Motorway under the 2021 and 2031 ‘without project’ scenarios 
is provided in Table 69 and Table 70. With the forecast growth in traffic, the mid-block LoS would deteriorate over 
time, with the motorway forecast to exceed capacity both peak hours. Flow would be unstable and minor 
disturbances within the traffic stream would cause breakdown in traffic flow and consequential significant 
increases in delay. As the volumes are grown from the surveyed traffic flows, it is worth reiterating that the actual 
LoS would be worse than presented here, as the LoS only represents the satisfied demand and, due to 
downstream congestion and queueing at these locations, they underestimate the actual demand. Therefore, the 
v/c ratios and LoS should be seen as a comparison, or indication of change between scenarios, rather than 
absolute values. 
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Table 69 Mid-block operational performance summary for the M5 East Motorway (2021 ‘without project’) 

Location and direction 
 

No. of 
lanes 

Capacity
(PCUs) 

Light 
vehicles 

Heavy 
vehicles 

v/c LoS 

AM Peak 

M5 East Motorway, east of King 
Georges Road 

EB 2 4300 2970 360 0.87 E 

WB 2 4300 3390 360 0.97 E 

M5 East Motorway, east of Bexley 
Road (in tunnel) 

EB 2 4300 3370 440 1.01 F 

WB 2 4300 2860 430 0.88 E 

M5 East Motorway, at Cooks River 
EB 2 4300 2510 380 0.78 D 

WB 2 4300 2830 330 0.82 D 

PM Peak 

M5 East Motorway, east of King 
Georges Road 

EB 2 4300 3390 230 0.90 E 

WB 2 4300 3390 460 1.02 F 

M5 East Motorway, east of Bexley 
Road (in tunnel) 

EB 2 4300 3430 240 0.92 E 

WB 2 4300 3100 360 0.90 E 

M5 East Motorway, at Cooks River 
EB 2 4300 2720 180 0.72 D 

WB 2 4300 2390 320 0.71 D 

Source: AECOM (2015) 

Table 70 Mid-block operational performance summary for the M5 East Motorway (2031 ‘without project’) 

Location and direction 
 

No. of 
lanes 

Capacity 
(PCUs) 

Light 
vehicles 

Heavy 
vehicles 

v/c LoS 

AM Peak 

M5 East Motorway, east of King 
Georges Road 

EB 2 4300 2710 480 0.87 E 

WB 2 4300 3560 350 1.01 F 

M5 East Motorway, east of Bexley 
Road (in tunnel) 

EB 2 4300 3200 550 1.02 F 

WB 2 4300 2910 480 0.92 E 

M5 East Motorway, at Cooks River 
EB 2 4300 2360 500 0.80 D 

WB 2 4300 3000 440 0.92 E 

PM Peak 

M5 East Motorway, east of King 
Georges Road 

EB 2 4300 3630 200 0.94 E 

WB 2 4300 3220 580 1.03 F 

M5 East Motorway, east of Bexley 
Road (in tunnel) 

EB 2 4300 3390 330 0.95 E 

WB 2 4300 2950 460 0.91 E 

M5 East Motorway, at Cooks River 
EB 2 4300 3060 310 0.87 D 

WB 2 4300 2340 430 0.76 D 

Source: AECOM (2015) 

 Travel times and speeds 8.2.2

Table 71 presents a comparison of average peak hour travel times and speeds between 2021 and 2031 without 
the project along the M5 East Motorway between King Georges Road and Foreshore Road (14 km). These travel 
times have been provided from the strategic transport model (WRTM). The 2012 travel time from the strategic 
model is also presented for comparison. 

The results indicate an increase in travel times, and reduction in speeds, forecast for the M5 East Motorway 
without the project. Travel times are forecast to increase by about 10 minutes in both directions in the AM peak 
hour by 2031. In the PM peak hour, the travel time increase is forecast to be even more – an additional 13-14 
minutes in each direction. Therefore, a doubling of the modelled average travel time and halving of the average 
speed is forecast for this section of the M5 East Motorway in the ‘without project’ scenario by 2031. 
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Table 71 Comparison of average travel times between 2012, 2021 and 2031 ‘without project’ scenarios for the M5 East Motorway 
between King Georges Road and Foreshore Road 

Direction 

2012  2021 ‘without project’ 2031 ‘without project’ 

Average 
travel time 

(min) 

Average 
speed 
(km/h) 

Average 
travel time 

(min) 

Average 
speed 
(km/h) 

Average 
travel time 

(min) 

Average 
speed 
(km/h) 

AM Peak 

Eastbound 17 49 20 42 26 32 

Westbound 13 65 17 49 23 37 

PM Peak 

Eastbound 12 70 18 47 26 32 

Westbound 14 60 19 44 27 31 

Source: WDA strategic transport model, 2015 

 

 Traffic crashes 8.2.3

The frequency of crashes on the M5 East Motorway would be expected to increase in proportion to forecast traffic 
growth in the future. The potential for crashes – indicated by the crash rates per vehicle kilometre travelled in 
Section 6.2.2 – would remain. 

Traffic on the M5 East Motorway is expected to grow at an average rate of around 1.2 per cent per annum to 2031 
in a scenario where the project is not constructed. By 2031, this growth would create a proportional rise in crash 
frequencies and costs: 

- Crashes on the M5 East Motorway would be expected to increase from an average of 96 to 117 per annum. 

- The corresponding annual cost of crashes on the M5 East Motorway would rise from $15.9 million to $19.5 
million per annum. 

In congested conditions drivers can become frustrated as their ability to travel at their desired speed is impaired; 
often more risks are taken and crashes occur more frequently as a result. Similarly a reduction in the gap between 
vehicles would increase the difficulty for vehicles joining and exiting the motorway; motorists may take greater 
risks when joining and exiting at interchanges as a result. 

The above analysis has been undertaken assuming the future frequency, type, and severity of crashes on the M5 
East Motorway would be consistent with historic trends. In summary, on this basis the forecast growth in traffic 
would be expected to result in both the total number and cost of crashes increasing. 

 Public transport services 8.2.4

There are no regular bus services on the M5 East Motorway or the M5 South Western Motorway, so the 
increased travel time on the M5 East Motorway would not have a direct impact on public transport services. There 
may be a shift to public transport as a result of the increase travel times – this would have been captured in the 
WRTM and reflected in the traffic demand forecasts. 

Public transport services operate along other routes within the M5 Motorway corridor. Sydney’s Bus Future 
(TfNSW, 2013) was developed to complement the Transport Master Plan by redesigning the city’s bus network to 
meet current and future customer needs through identifying short and longer term priorities for bus services 
across Sydney. 

Transport for NSW has identified a planned rapid bus route, which has target average speeds, including dwell 
times, of 25 to 30 kilometres per hour between Hurstville and Macquarie Park via Burwood (current route M41). 
There is a commitment to deliver bus priority along the corridor, including on Stoney Creek Road and Bexley 
Road15.   

                                                           
15 TfNSW, Sydney’s Bus Future, 2013 
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Increased congestion on the north-south roads (like Kingsgrove Road, Bexley Road and Marsh Street) that 
interchange with the M5 East Motorway may cause delays to buses that operate on those roads. Changed public 
transport initiatives in these ‘do minimum’ scenarios were incorporated in the strategic traffic modelling. 

 Walking and cycling facilities 8.2.5

No pedestrian access is allowed on the M5 East Motorway and current bicycle numbers using the shoulder lanes 
are low. Use of the parallel off-street shared paths on either side of the motorway (the M5 Linear Park) is likely to 
increase due to the diversion of cyclists from the M5 East Motorway corridor between King Georges Road and 
Bexley Road onto the shared paths16.  

As discussed in section 5.3.4, Sydney’s Cycling Future (Transport for NSW, 2013) has identified priority links to 
Sydney Airport for investigation or development. 

8.3 Operational performance – St Peters and surrounds 

An assessment of the future performance of the modelled St Peters network without the project was undertaken. 
The extent of the modelling analysis covers areas forecast to be impacted by the project and was agreed in 
advance with Roads and Maritime. The core network encompasses the intersections being modified as part of the 
St Peters interchange works, while others in the broader model, adjacent to the study area, were reported on to 
highlight locations warranting additional attention by Roads and Maritime. 

For the St Peters area, the operational performance has considered the following outputs for the future 2021 and 
2031 ‘without project’ scenarios: 

1) Network performance 

2) Intersection performance. 

 Changes to the road network in the ‘without project’ scenarios 8.3.1

The following changes to the road network were incorporated into the modelled area in the 2021 and 2031 
‘without project’ scenarios: 

- New access/egress arrangement to Sydney Airport Domestic Terminals as proposed by Sydney Airport 
Corporation Limited (SACL)  

- New one-way-pair arrangement for Robey Street, O’Riordan Street and Qantas Drive as proposed by SACL: 
Robey Street becomes one-way northbound between Qantas Drive and O’Riordan Street, while O’Riordan 
Street becomes one-way southbound between Robey Street and Qantas Drive 

- Removal of General Holmes Drive link between Joyce Drive and Botany Road as proposed by Roads and 
Maritime. 

These changes are part of the Sydney Airport Master Plan 2033 (SACL, 2014) and are to be implemented prior to 
202117. 

 Network performance 8.3.2

8.3.2.1 2021 ‘without project’ scenario 

Table 72 and Table 73 present a comparison of the performance of the modelled road network between the 2014 
base scenario and 2021 ‘without project’ scenario for the AM and PM peak hours.  

As seen in the tables, at the end of the simulation period, a number of vehicles now remain unreleased (latent 
demand) from their origin zones. Due to high congestion levels, queues extend back into zones and vehicles are 
unable to enter the network. This indicates the network does not have sufficient capacity to handle the forecast 
demand.  

                                                           
16 DP&E, King Georges Road Interchange Upgrade Assessment Report, Feb 2015 
17 Sydney Airport Corporation Ltd, Sydney Airport Master Plan 2033, 2014 
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Network capacity as a whole is restricted – reflected in the increased average travel times and reduced average 
speeds for vehicles travelling through the network. This is especially so in the AM peak hour, where demand is 
forecast to increase by eight per cent but average travel time per vehicle increases by 40 per cent and the 
average speed per vehicle reduces by 26 per cent. 

Table 72 St Peters model network performance – AM Peak Hour (2014 Base vs 2021 ‘without project’ scenario)  

Network measure 2014 Base 
2021 ‘without 

project’ 
Percentage 

change 

All vehicles  

Total traffic demand (veh) 22,000 23,800 +8% 

Total vehicle kilometres travelled in network (km) 59,100 66,400 +12% 

Total time travelled in network (hr) 2,310 3,510 +52% 

Network measure 2014 Base 
2021 ‘without 

project’ 
Percentage 

change 

Total number of stops 102,700 170,600 +66% 

Average per vehicle  

Average vehicle kilometres travelled in network (km) 2.7 2.8 +4% 

Average time travelled in network (mins) 6.3 8.8 +40% 

Average number of stops 4.7 7.2 +53% 

Average speed (km/h) 25.6 18.9 -26% 

Unreleased vehicles   

Unreleased demand (veh) 0 980 - 

% of total traffic demand 0% 4% - 

Source: AECOM (2015)  

Table 73 St Peters model network performance – PM Peak Hour (2014 Base vs 2021 ‘without project’ scenario)  

Network measure 2014 Base 
2021 ‘without 

project’ 
Percentage 

change 

All vehicles  

Total traffic demand (veh) 21,300 24,800 +16% 

Total vehicle kilometres travelled in network (km) 56,500 67,000 +19% 

Total time travelled in network (hr) 2,070 2,900 +40% 

Total number of stops 102,000 124,100 +22% 

Average per vehicle  

Average vehicle kilometres travelled in network (km) 2.7 2.7 0% 

Average time travelled in network (mins) 5.8 7 +21% 

Average number of stops 4.8 5 +4% 

Average speed (km/h) 27.3 23.1 -15% 

Unreleased vehicles   

Unreleased demand (veh) 0 520 - 

% of total traffic demand 0% 2% - 

Source: AECOM (2015) 
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8.3.2.2 2031 ‘without project’ scenario 

Table 74 and Table 75 present a comparison of the performance of the modelled road network between the 2021 
and 2031 ‘without project’ scenarios for the AM and PM peak hours.  

As seen in the tables, at the end of the simulation period, the number of unreleased vehicles increases 
significantly from 2021 to 2031. This indicates that without improvements to the road network, the congestion is 
forecast to increase by 2031. In the 2031 AM peak hour, while the average number of stops per vehicle reduces, 
the vehicles are still moving slowly through the network and so the average speed per vehicle remains the same 
as the 2021 AM peak hour. 

In the PM peak hour, the increased average travel time (+39%) and reduced average speed (-29%) per vehicle 
travelling through the network are indicators of the increased congestion between 2021 and 2031.  

Table 74 St Peters model network performance – AM Peak Hour (2021 ‘without project’ vs 2031 ‘without project’ scenario)  

Network measure 
2021 ‘without 

project’ 
2031 ‘without 

project’ 
Percentage 

change 

All vehicles  

Total traffic demand (veh) 23,800 27,000 +13% 

Total vehicle kilometres travelled in network (km) 66,400 72,500 +9% 

Total time travelled in network (hr) 3,510 3,840 +9% 

Network measure 
2021 ‘without 

project’ 
2031 ‘without 

project’ 
Percentage 

change 

Total number of stops 170,600 160,600 -6% 

Average per vehicle  

Average vehicle kilometres travelled in network (km) 2.8 2.7 -4% 

Average time travelled in network (mins) 8.8 8.5 -3% 

Average number of stops 7.2 5.9 -18% 

Average speed (km/h) 18.9 18.9 0% 

Unreleased vehicles   

Unreleased demand (veh) 980 2,530 158% 

% of total traffic demand 4% 9% - 

Source: AECOM (2015) 

 

Table 75 St Peters model network performance – PM Peak Hour (2021 vs 2031 ‘without project’ scenario)  

Network measure 
2021 ‘without 

project’ 
2031 ‘without 

project’ 
Percentage 

change 

All vehicles  

Total traffic demand (veh) 24,800 27,600 +11% 

Total vehicle kilometres travelled in network (km) 67,000 72,800 +9% 

Total time travelled in network (hr) 2,900 4,470 +54% 

Total number of stops 124,100 172,700 +39% 

Average per vehicle  

Average vehicle kilometres travelled in network (km) 2.7 2.6 -4% 

Average time travelled in network (mins) 7.0 9.7 +39% 

Average number of stops 5.0 6.3 +26% 

Average speed (km/h) 23.1 16.3 -29% 

Unreleased vehicles   

Unreleased demand (veh) 520 2,200 323% 

% of total traffic demand 2% 8% - 

Source: AECOM (2015) 
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 Intersection level of service 8.3.3

Table 76 provides an overview of the levels of service in the 2014 base, 2021 ‘without project’ and 2031 ‘without 
project scenarios.  

The intersection performance results demonstrate that many of the key intersections in the St Peters area would 
experience significant congestion during the peak hours by 2031, especially in the PM peak hour. Once the 
intersection demands exceed capacity, the values for average delay increase substantially. 

While the LoS of intersections in the core modelled network improve in 2021 compared to 2014, this is due to: 

- A redistribution of green time at the intersection of Prices Highway / Railway Road to accommodate the 
increased southbound right turn demand, which results in less green time for the northbound Princes 
Highway movement. This reduces the amount of traffic reaching the upstream intersections and leads to 
improved LoS at the Princes Highway intersections with Canal Road, Campbell Street, May Street and 
Sydney Park Road.  

- Unreleased demand that is unable to enter the model from other routes due to congestion, such as at the 
Gardeners Road / O'Riordan Street intersection.  

These factors remain in 2031, however, the extra demand from other approaches (e.g. Unwins Bridge Road) 
results in additional delays at the intersections and lower LoS outcomes. 

Table 76 Overview of AM and PM peak hour intersection levels of service (‘without project’ scenarios) 

Intersection 
2014 
Base 

2021 ‘without project’ 2031 ‘without project’ 

AM peak hour 

Princes Highway / Sydney Park Road C B F 

Princes Highway / May Street E B C 

Princes Highway / Campbell Street D C D 

Princes Highway / Canal Road E C F 

Princes Highway / Railway Road F F F 

Sydney Park Road / Mitchell Road C B B 

Euston Road / Sydney Park Road / Huntley Street A A A 

Unwins Bridge Road / Campbell Street C B B 

Campbell Road / Euston Road A A A 

Gardeners Road / Bourke Road C C D 

Gardeners Road / O'Riordan Street E F F 

PM peak hour 

Princes Highway / Sydney Park Road D F F 

Princes Highway / May Street D D D 

Princes Highway / Campbell Street D C F 

Princes Highway / Canal Road F E F 

Princes Highway / Railway Road E F F 

Sydney Park Road / Mitchell Road D B D 

Euston Road / Sydney Park Road / Huntley Street D A E 

Unwins Bridge Road / Campbell Street C C F 

Campbell Road / Euston Road A A F 

Gardeners Road / Bourke Road C C E 

Gardeners Road / O'Riordan Street D D F 

Source: AECOM (2015) 
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Figure 64 illustrates the modelled AM and PM peak hour intersection average delays and LoS for the 2021 
‘without project’ scenario. The unreleased demand that is unable to enter the model is shown, with a particularly 
large amount shown for the northbound Princes Highway movement from the south in the AM peak hour. This 
reduces the amount of traffic reaching the upstream intersections and leads to improved LoS at the Princes 
Highway intersections with Canal Road, Campbell Street, May Street and Sydney Park Road in the AM peak 
hour.  

The intersections forecast to operate at LoS E / F by 2021 include: 

- Princes Highway / Sydney Park Road (PM peak hour) 

- Princes Highway / Canal Road (PM peak hour) 

- Princes Highway / Railway Road (AM and PM peak hours) 

- Gardeners Road / O'Riordan Street (AM peak hour). 

 

AM peak hour PM peak hour 

Source: AECOM, 2015 

Figure 64: intersection levels of service (2021 ‘without project’ scenario) 

 
Figure 65 illustrates the modelled AM and PM peak hour intersection average delays and LoS for the 2031 
‘without project’ scenario. The intersection performance results demonstrate many of the key intersections in the 
St Peters area would experience significant congestion by 2031. The unreleased demand from the northbound 
Princes Highway movement from the south and the southbound King Street movement from the north in both 
peak hours is highlighted, indicating congestion in both directions along the Princes Highway / King Street 
corridor. 

The intersections that are forecast to operate at LoS E/ F by 2031 are: 

- Princes Highway / Sydney Park Road (AM and PM peak hours) 

- Princes Highway / Campbell Street (PM peak hour) 

- Princes Highway / Canal Road (AM and PM peak hour) 

- Princes Highway / Railway Road (AM and PM peak hours) 

- Euston Road / Sydney Park Road / Huntley Road (PM peak hour). 

- Unwins Bridge Road / Campbell Street (PM peak hour) 
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- Campbell Road / Euston Road (PM peak hour) 

- Gardeners Road / Bourke Road (PM peak hour). 

- Gardeners Road / O’Riordan Street (AM and PM peak hours). 

 

AM peak hour PM peak hour 

Source: AECOM, 2015 
 

Figure 65: Intersection levels of service (2031 ‘without project’ scenario) 

 Selected zone to zone travel times  8.3.4

In addition to network statistics, average vehicle travel times through the modelled network from external zone to 
external zone have been compared for the modelled years under the ‘without project’ scenario and are presented 
in Table 77 and Table 78 for the AM and PM peak hours respectively. 

Two cross- model journeys were selected – Princes Highway South to north of Euston Road and Princes Highway 
North (King Street) to Sydney Airport Domestic Terminal. The results indicate a general increase in travel time 
through the network, as the traffic demand increases over time.  

Table 77 Average travel speed and journey time comparison – AM Peak Hour 

From To 
Average travel time (min) 

2021 ‘without project 2031 ‘without project 

Princes Highway S North of Euston Rd 22:00 25:30 

Princes Highway N 
(King St) 

Sydney Airport  
Domestic Terminal 

14:00 44:30 
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Table 78 Average travel speed and journey time comparison – PM Peak Hour 

From To 
Average travel time (min) 

2021 ‘without project 2031 ‘without project 

Princes Highway S North of Euston Rd 14:00 38:00 

Princes Highway N 
(King St) 

Sydney Airport  
Domestic Terminal 

17:30 45:00 

 

 Traffic crashes 8.3.5

The frequency of crashes on the roads in the St Peters area would be expected to increase in proportion to 
forecast traffic growth in the future. The potential for crashes – indicated by the crash rates per vehicle kilometre 
travelled in Section 6.3.3 – would remain. 

By 2031, the growth in traffic volumes would create a proportional rise in crash frequencies and costs along the 
following road sections: 

- Princes Highway (Enmore Road to Gannon Street) 

 Crashes would be expected to increase from an average of 81 to 112 per annum. 

 The corresponding annual cost of crashes would rise from $18.1 million to $24.8 million per annum. 

- Canal Road / Ricketty Street / Gardeners Road (Princes Highway to Botany Road) 

 Crashes would be expected to increase from an average of 50 to 69 per annum. 

 The corresponding annual cost of crashes would rise from $9.6 million to $13.3 million per annum. 

- Euston Road (Sydney Park Road to Campbell Road) 

 Crashes would be expected to increase from an average of four to six per annum. 

 The corresponding annual cost of crashes would rise from $1.1 million to $1.6 million per annum. 

- Bourke Road (Wyndham Street to Gardeners Road) 

 Crashes would be expected to increase from an average of 14 to 21 per annum. 

 The corresponding annual cost of crashes would rise from $2.9 million to $4.4 million per annum. 

The above analysis has been undertaken assuming the future frequency, type, and severity of crashes would be 
consistent with historic trends. In summary, on this basis the forecast growth in traffic would be expected to result 
in both the total number and cost of crashes increasing. 

 Public transport services 8.3.6

Current public transport options in the project area comprise buses and trains, as described in Section 5.3.3. 

Sydney’s Bus Future (Transport for NSW, 2013) was developed to complement the Transport Master Plan by 
redesigning the city’s bus network to meet current and future customer needs through identifying short and longer 
term priorities for bus services across Sydney.  
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Transport for NSW has identified the following planned ‘Suburban’ routes, which have target average speeds, 
including dwell times, of 18-25 kilometres per hour18: These would be delivered under Transport for NSW’s Bus 
Strategic Operations Plan. 

- Burwood to Bondi Junction via Sydenham (current route 418) 

- Burwood to Bondi Junction via Sydney Airport (current route 400) 

- Lane Cove to Eastgardens via Botany Rd (new route) 

- Chatswood to Sydney Airport via Botany Road (new route replacing the M20)  

- Miranda to Bondi Junction via Sydney Airport (new route) 

- Hurstville to Sydney CBD via Newtown (current route 423).  

An increase in vehicles on the St Peters road network would result in lower travel speeds and associated 
increased delays at intersections.  

Sydney’s Rail Future: Modernising Sydney’s Trains (Transport for NSW 2012) was developed to complement the 
Transport Master Plan with a particular focus on improving Sydney’s rail system. In particular, Sydney’s Rail 
Future highlighted the need to improve the East Hills, Airport and Inner West railway line, which runs generally 
parallel to the project, and also highlights the introduction of a Rapid Transit line, as an extension of the North 
West Rail Link. Now called Sydney Metro, this rapid transit line would primarily serve north-western Sydney and 
the Lower North Shore through the CBD to Bankstown, via Sydenham. Sydney Metro Northwest (previously North 
West Rail Link) is programmed to open in 2019, while Sydney Metro City and South West (the extension through 
the CBD to Bankstown) is programmed to open from 2024. Sydney metro will not serve the two closest stations to 
the study area – St Peters and Mascot stations. The closest Metro station would be Sydenham Station. 

If the New M5 project was not constructed, the following impacts to public transport services in the project area 
would potentially be experienced: 

- Buses: 

 An increase in bus service travel times due to slower travel speeds and increased intersection delays. 

 More frequent delays to services caused by traffic incidents and congestion in the project area. 

 The potential for crashes caused by buses stopping to pick-up and drop-off passengers would increase 
in proportion to the expected growth in traffic. 

 Longer travel times to and from bus stops by supplementary travel modes (e.g. car passenger, walking 
to / from bus stop, etc) due to an increase in traffic volumes, slower travel speeds and increased 
intersection delays. 

 Reduced amenity for bus users waiting at stops. An increase in traffic would result in impacts including 
a reduction in pedestrian roadside safety. 

- Rail services: 

 Longer travel times for rail passengers travelling to and from the St Peters and Mascot train stations by 
car and bus, due to an increase in traffic volumes, slower travel speeds and increased intersection 
delays. 

 Walking and cycling facilities 8.3.7

As discussed, in Section 5.3.4, Botany Bay City Council is progressing cycleway connections along Bourke 
Street between Coward Street and Gardeners Road to connect with the Coward Street element of the Airport 
Cycleway and the City of Sydney’s Bourke Road cycleway. This is being constructed to Church Street and is 
subject to the proposed re-alignment of the Gardeners Road / Bourke Street intersection.  

City of Sydney Council is undertaking planning for a cycleway along the eastern side of Alexandra Canal as 
rezoning and development occurs. This would complement the Bourke Road cycleway. The intention is that it 
would link with the Airport Cycleway further to the south along Alexandra Canal.   

                                                           
18 TfNSW, Sydney’s Bus Future, 2013 
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If the project was not constructed, the following impacts to walking and cycling in the project area would 
potentially be experienced: 

- Walking: 

 Reduced overall amenity throughout the St Peters study area including a reduction in pedestrian 
safety, due to an increase in traffic. 

- Cycling: 

 Increased delays at intersections for on-road cyclists due to an increase in traffic volumes. 

 Reduced cyclist road safety: increased potential for accidents with other road users in the study area 
caused by an increase in traffic on the existing road network. 

 Reduced overall amenity throughout the study area including a reduction in safety for on-road cyclists. 
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9.0 Future year traffic volumes and patterns  

9.1 Introduction 

Section 4 provides details of the modelling approach used to derive future year traffic demand for road and 
intersection locations within the project area. As previously discussed, the WRTM underpins all future year traffic 
forecasts, as it has been specifically developed and enhanced to assess highway infrastructure improvements 
associated with the WestConnex projects, both in isolation and combination. 

Specifically, the objective of WRTM’s demand modelling was to derive the absolute growth in AM and PM peak 
traffic volumes based on expected land use changes as well as proposed road network improvements for six key 
scenarios, including construction. However, carriageway volumes for the project tunnel were sourced directly from 
the WRTM, as there are no existing traffic volumes for the project and hence the absolute growth approach could 
not be applied. 

For the purpose of assessing the impacts of the project on surrounding roads, with an exclusive focus on the 
study area rather the wider Sydney network, it is acknowledged that the adopted three stage approach: 
forecasting, rebasing and operational traffic modelling, provides a more accurate representation of how future 
year traffic growth would affect observed traffic demands than direct output from the WRTM.  

However, a wider assessment can also be undertaken using only traffic forecasting data as this provides evidence 
of high level patterns across parallel strategic corridors external to the study area for peak and daily time periods. 
Consequently, traffic volumes were directly sourced from the WRTM for key roads in the study area, with the 
results documented in subsequent sections, based on the following modelling characteristics and scenarios: 

- Time-periods: 

 Average weekday traffic (AWT) 

 One hour AM peak 

 One hour PM peak 

- Modelled scenarios: 

 Base year (2012) 

 Operation 2021 ‘do minimum’ – includes the King Georges Road Interchange Upgrade and the M4 
Widening 

 Operation 2021 'with project' – includes the King Georges Road Interchange Upgrade, M4 Widening 
and the New M5 

 Operation 2031 ‘do minimum’ – includes the King Georges Road Interchange Upgrade and the M4 
Widening 

 Operation 2031 'with project' – includes all WestConnex projects (including the future Sydney 
Gateway), as well as the future Southern extension. 

9.2 Screenline analysis 

Figure 66 shows the location of two screenlines, which are theoretical boundaries specifically designed to 
collectively analyse directional and two-way traffic volume outputs from the different modelling scenarios for each 
common future year.  
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The purpose of the analysis is to examine how traffic patterns may change between the alternative parallel 
corridors through the study area. The analysis tables provide details of eastbound, westbound and two-way traffic 
volumes on each road, the screenline share (per cent) of each road and the total directional and two-way traffic 
volumes across the full screenline. Consequently, the table provides sufficient information to determine: 

1) An understanding and comparison of future year AWT volumes and patterns in the project area for each 
modelled scenario. 

2) The level of travel demand that would transfer to the project, and the resultant impacts on surface road 
traffic. 

3) The volume of traffic that would shift to alternative routes. 

The western screenline captures east-west traffic volumes on the M5 East Corridor (both mainline and ramps, 
west of the New M5 on and off ramps) and three parallel roads: Canterbury Road, Stoney Creek Road and Forest 
Road / Queens Road. The M5 East Corridor location includes traffic using the New M5 in the ‘with project’ 
scenarios.  

The eastern screenline captures traffic on the New M5 (east of the Southern extension ramps) (shown as the red 
dot on Figure 66) and four parallel roads: the Princes Highway, Marsh Street, the M5 East Motorway and General 
Holmes Drive (all in the vicinity of the Cooks River).  

It is noted the screenline analysis presented in Section 9.2.1 is based on volumes taken directly from the WRTM 
for high level comparison, and have not been rebased as described in Section 4.1.2. 

 Average Weekday Traffic (AWT) analysis 9.2.1

Table 79 presents a comparison of the forecast AWT volumes from the WRTM at the screenline locations under 
the 2021 ‘without project and ‘with project’ scenarios. The table also shows the change in traffic volumes with the 
project in place and the share of traffic movement on each link.  

Key observations comparing the 2021 ‘without project and ‘with project’ scenarios are: 

1) Western screenline 

 The total two-way average weekday volume with the project at the screenline (215,000 vehicles per 
day) is forecast to be about two per cent less than in the without project scenario (219,500 vehicles per 
day). There is not expected to be much change in the eastbound daily traffic volumes with the project, 
while westbound daily traffic is forecast to reduce by about four per cent. These changes are typically 
considered to be minimal and within daily traffic limits of traffic volume changes on the road network. 

 The share of two-way average weekday traffic crossing the screenline on the M5 East Corridor is 
forecast to reduce from 53 per cent to 46 per cent with the project. This traffic is forecast to relocate to 
Stoney Creek Road (up from 12 per cent to 17 per cent share) and Canterbury Road (up from 
22 per cent to 24 per cent share). This shift in the daily two-way traffic flow is replicated for each 
direction. These movements mainly occur in off-peak periods, as the peak hour spare capacity on 
these parallel roads is limited (discussed further in the AM and PM peak hour analysis in section 
9.2.2). 

 Over the course of the day, the M5 East Corridor (M5 East Motorway and the New M5) are still forecast 
to carry almost half of the total two-way traffic at the screenline in the ‘with project’ scenario. 
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2) Eastern screenline 

 The total two-way average weekday volume with the project at the screenline (345,000 vehicles per 
day) is forecast to be roughly the same as in the without project scenario (345,000 vehicles per day). 
This forecast in the average weekday two-way traffic flow at the screenline is replicated for each 
direction, with the eastbound and westbound daily flows in the ‘with project’ scenario forecast to be 
similar to the ‘without project’ scenario. 

 The M5 East Motorway share of two-way average weekday traffic crossing the screenline is forecast to 
reduce from 29 per cent to 23 per cent with the project. This is forecast to shift to the New M5 (forecast 
to carry nine per cent of the screenline share), with additional shifts from the Princes Highway (six per 
cent decrease) and Marsh Street (12 per cent decrease). General Holmes Drive is forecast to have a 
five per cent increase in two-way average weekday traffic crossing the screenline. This forecast 
alteration in the daily two-way traffic flow is broadly replicated for each direction. 

 Over the course of the day, the M5 East Motorway and the New M5 are forecast to carry about 30 per 
cent of the total two-way traffic in the ‘with project’ scenario, which is what the M5 East Motorway is 
forecast to carry in the ‘without project’ scenario. 

Table 79 WRTM screenline comparison between 2021 ‘without project’ and ‘with project’ AWT volumes  

Direction Location 
2021 ‘without 

project’ 
Share 

2021 ‘with 
project’ 

Share Change 

Western Screenline 

Eastbound 

Canterbury Road 23,643 22% 25,688 24% 9% 
M5 East Corridor (including 
M5 East Motorway and New 
M5) 

57,764 54% 50,104 47% -13% 

Stoney Creek Road 13,549 13% 19,230 18% 42% 

Forest Road / Queens Road 12,218 11% 12,108 11% -1% 

Total 107,174   107,129    0% 

Westbound 

Canterbury Road 24,206 22% 25,895 24% 7% 
M5 East Corridor (including 
M5 East Motorway and New 
M5) 

58,125 52% 48,424 45% -17% 

Stoney Creek Road 13,496 12% 17,068 16% 26% 

Forest Road / Queens Road 16,513 15% 16,692 15% 1% 

Total 112,340   108,079    -4% 

Two-way 

Canterbury Road 47,849 22% 51,583 24% 8% 
M5 East Corridor (including 
M5 East Motorway and New 
M5) 

115,889 53% 98,528 46% -15% 

Stoney Creek Road 27,045 12% 36,297 17% 34% 

Forest Road / Queens Road 28,731 13% 28,800 13% 0% 

Total 219,514   215,208    -2% 

Eastern Screenline 

Eastbound 

Princes Highway 36,802 21% 34,788 20% -5% 

New M5  – – 14,164 8% –  

Marsh Street 37,967 22% 31,850 19% -16% 

M5 East 49,303 29% 42,164 25% -14% 

General Holmes Drive 47,588 28% 48,817 28% 3% 

Total 171,660   171,782   0%  
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Direction Location 
2021 ‘without 

project’ 
Share 

2021 ‘with 
project’ 

Share Change 

Westbound 

Princes Highway 35,613 21% 33,601 19% -6% 

New M5  – –  15,175 9% –  

Marsh Street 38,012 22% 34,873 20% -8% 

M5 East Motorway 52,251 30% 38,611 22% -26% 

General Holmes Drive 47,430 27% 50,889 29% 7% 

Total 173,306   173,149   0% 

Two-way 

Princes Highway 72,415 21% 68,388 20% -6% 

New M5  – –  29,339 9% –  

Marsh Street 75,979 22% 66,723 19% -12% 

M5 East Motorway 101,554 29% 80,775 23% -20% 

General Holmes Drive 95,018 28% 99,706 29% 5% 

Total 344,966   344,931    0% 

Source: WDA (2015) 
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Table 80 presents a comparison of the forecast AWT volumes from the WRTM at the screenline locations under 
the 2031 ‘without project and ‘with project’ scenarios. The table also shows the change with the project in place 
and the share of traffic movement on each link. 

Key observations comparing the 2031 ‘without project and ‘with project’ scenarios are: 

3) Western screenline 

 The total two-way average weekday volume with the project at the screenline (254,500 vehicles per 
day) is forecast to be about six per cent more than in the ‘without project’ scenario (239,500 vehicles 
per day). Eastbound average weekday traffic at the screenline is forecast to increase by about 11 per 
cent with the project, while westbound daily traffic is forecast to increase by about two per cent.  

 Forecast average weekday traffic on the M5 Motorway Corridor at the screenline (118,500 vehicles per 
day) is forecast to be the same as in the without project scenario (118,500 vehicles per day). This total 
includes traffic on the M5 East Motorway in the ‘without project’ scenario and on both the M5 East 
Motorway and the New M5 in the ‘with project’ scenario.  

 The M5 Motorway corridor share of two-way average weekday traffic crossing the screenline is forecast 
to reduce from 50 per cent to 47 per cent with the project. This traffic is forecast to mainly shift to 
Stoney Creek Road (up from 14 per cent to 18 per cent share). This forecast relocation in the daily two-
way traffic flow is replicated for each direction. These shifts mainly occur in off-peak periods, as the 
peak hour spare capacity on Stoney Creek Road is limited. This is discussed further in the AM and PM 
peak hour analysis in Section 9.2.2. 

 Over the course of the day, the M5 East Motorway and the New M5 are still forecast to carry almost 
half of the total two-way traffic at the screenline in the ‘with project’ scenario. 

4) Eastern screenline 

 The total two-way average weekday volume with the project at the screenline (400,500 vehicles per 
day) is forecast to be about four per cent more than in the ‘without project’ scenario (386,500 vehicles 
per day). This forecast in the average weekday two-way traffic flow at the screenline is replicated for 
each direction, with a four per cent increase in the eastbound and westbound daily flows in the ‘with 
project’ scenario compared to the ‘without project’ scenario. 

 The M5 East Motorway share of two-way average weekday traffic crossing the screenline is forecast to 
reduce from 28 per cent to 24 per cent with the project. Some of this traffic is forecast to shift to the 
New M5 (forecast to carry nine per cent of the screenline share), with reductions on the Princes 
Highway (five per cent) and Marsh Street (seven per cent) and a three per cent increase on General 
Holmes Drive. This forecast shift in the average weekday two-way traffic flow is broadly replicated for 
each direction. 
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Table 80 WRTM screenline comparison between 2031 ‘without project’ and ‘with project’ AWT volumes  

Direction Location 
2031 ‘without 

project’ 
Share 

2031 ‘with 
project’ 

Share Change 

Western Screenline 

Eastbound 

Canterbury Road 28,377 24% 28,900 22% 2% 

M5 East Corridor (including 
M5 East Motorway and New 
M5) 

59,474 50% 60,223 46% 1% 

Stoney Creek Road 16,694 14% 28,048 22% 68% 

Forest Road / Queens Road 13,233 11% 12,968 10% -2% 

Total 117,778   130,139    11% 

Westbound 

Canterbury Road 27,581 23% 28,263 23% 2% 
M5 East Corridor (including 
M5 East Motorway and New 
M5) 

59,177 49% 58,465 47% -1% 

Stoney Creek Road 16,126 13% 19,020 15% 18% 

Forest Road / Queens Road 18,832 15% 18,642 15% -1% 

Total 121,716   124,391    2% 

Two-way 

Canterbury Road 55,958 23% 57,163 22% 2% 
M5 East Corridor (including 
M5 East Motorway and New 
M5) 

118,651 50% 118,688 47% 0% 

Stoney Creek Road 32,820 14% 47,068 18% 43% 

Forest Road / Queens Road 32,066 13% 31,610 12% -1% 

Total 239,494   254,530    6% 

Eastern Screenline 

Eastbound 

Princes Highway 40,206 21% 38,822 19% -3% 

New M5  –  – 17,061 9% –  

Marsh Street 47,061 24% 42,261 21% -10% 

M5 East Motorway 53,516 28% 49,286 25% -8% 

General Holmes Drive 51,846 27% 52,339 26% 1% 

Total 192,630   199,769   4% 

Westbound 

Princes Highway 38,879 20% 36,806 18% -5% 

New M5  – – 17,687 9% –  

Marsh Street 45,744 24% 44,240 22% -3% 

M5 East Motorway 56,118 29% 45,922 23% -18% 

General Holmes Drive 52,958 27% 55,895 28% 6% 

Total 193,698   200,549   4% 

Two-way 

Princes Highway 79,085 20% 75,628 19% -5% 

New M5  –  – 34,748 9% –  

Marsh Street 92,805 24% 86,501 22% -7% 

M5 East Motorway 109,634 28% 95,208 24% -13% 

General Holmes Drive 104,804 27% 108,233 27% 3% 

Total 386,328   400,318   4% 

Source: WDA (2015) 
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Table 81 presents a comparison of the forecast AWT volumes from the WRTM at the screenline locations under 
the 2031 ‘without project and 2031 ‘full WestConnex and Southern extension’ scenarios. The table also shows the 
change with the project in place and the share of traffic movement on each link. 

Key observations comparing the 2031 ‘without project and 2031 ‘full WestConnex and Southern extension’ 
scenarios are: 

5) Western screenline 

 If the full WestConnex program of works and the Southern extension is in place, the total 2031 two-way 
average weekday volume at the screenline (216,500 vehicles per day) is forecast to be about 10 per 
cent less than in the 2031 ‘without project’ scenario (239,500 vehicles per day). This is due to traffic 
shifting outside the screenline to use the future M4-M5 Link and Southern extension. Eastbound two-
way average weekday traffic at the screenline is forecast to drop by about eight per cent, while 
westbound two-way average weekday traffic is forecast to drop by about 11 per cent.  

 Forecast average weekday traffic on the M5 Motorway corridor at the screenline (90,000 vehicles per 
day) is forecast to drop by about 24 per cent compared to the 2031 ‘without project’ scenario (118,500 
vehicles per day). This total includes traffic on the M5 East Motorway in the ‘without project’ scenario 
and on both the M5 East Motorway and the New M5 in the ‘with project’ scenario. 

 The M5 Motorway corridor (including M5 East and New M5) share of two-way average weekday traffic 
crossing the screenline is forecast to reduce from 50 per cent to 42 per cent with the project. This traffic 
is forecast to mainly relocate to Stoney Creek Road (up from 14 per cent to 18 per cent share). This 
forecast relocation in the average weekday two-way traffic flow is replicated for each direction. These 
shifts mainly occur in off-peak periods, as the peak hour spare capacity on Stoney Creek Road is 
limited. This is discussed further in the AM and PM peak hour analysis in Section 9.2.2. 

 Average weekday traffic on Canterbury Road and Forest Road / Queens Road is forecast to remain 
fairly constant. 

6) Eastern screenline 

 If the full WestConnex program of works and the future Southern extension is in place, the total 2031 
two-way average weekday volume at the screenline (392,500 vehicles per day) is forecast to be about 
two per cent more than in the 2031 ‘without project’ scenario (386,500 vehicles per day). This forecast 
change in the average weekday two-way traffic flow at the screenline is replicated for each direction. 
These changes are typically considered to be minimal and within daily traffic limits of traffic volume 
changes on the road network. 

 There is a significant relocation of traffic onto the New M5. The New M5 share of two-way average 
weekday traffic crossing the screenline is forecast to be 21 per cent. The total 2031 two-way average 
weekday volume on the New M5 at the screenline (81,500 vehicles per day) with the full WestConnex 
program of works and the Southern extension in place, is forecast to be about 134 per cent more than 
in the 2031 ‘with project’ scenario (34,500 vehicles per day). This is due to traffic using the M4-M5 Link 
and the Southern extension. The screenline is east of the Southern extension ramps and so the volume 
on the New M5 at this location captures traffic heading east / west on the New M5 and south west / 
north-east on the Southern extension.  

 Some of the traffic forecast to use the New M5 relocates from General Holmes Drive (three per cent 
decrease) and the M5 East Motorway (21 per cent decrease), but the most significant shift is seen from 
the Princes Highway. The total 2031 two-way average weekday volume on the Princes Highway at the 
screenline (25,000 vehicles per day) is forecast to be about 68 per cent less than in the 2031 ‘without 
project’ scenario (79,000 vehicles per day). This would be a significant reduction along this congested 
section of the strategic road network. 

 These forecast shifts in the average weekday two-way traffic flows are broadly replicated for each 
direction. 
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Table 81 WRTM screenline comparison between 2031 ‘without project’ and 2031 ‘full WestConnex and Southern extension’ AWT 
volumes  

Direction Location 
2031 ‘without 

project’ 
Share 

2031 ‘full 
WestConnex 
and Southern 

extension’ 

Share Change 

Western Screenline 

Eastbound 

Canterbury Road 28,377 24% 29,374 27% 4% 
M5 East Motorway Corridor 
(including New M5) 

59,474 50% 46,035 43% -23% 

Stoney Creek Road 16,694 14% 19,980 18% 20% 

Forest Road / Queens Road 13,233 11% 12,636 12% -5% 

Total 117,778   108,025   -8% 

Westbound 

Canterbury Road 27,581 23% 27,426 25% -1% 
M5 East Motorway Corridor 
(including New M5) 

59,177 49% 44,140 41% -25% 

Stoney Creek Road 16,126 13% 18,439 17% 14% 

Forest Road / Queens Road 18,832 15% 18,348 17% -3% 

Total 121,716   108,354   -11% 

Two-way 

Canterbury Road 55,958 23% 56,799 26% 2% 
M5 East Motorway Corridor 
(including New M5) 

118,651 50% 90,175 42% -24% 

Stoney Creek Road 32,820 14% 38,420 18% 17% 

Forest Road / Queens Road 32,066 13% 30,984 14% -3% 

Total 239,494   216,379   -10% 

Eastern Screenline 

Eastbound 

Princes Highway 40,206 21% 11,350 6% -72% 

New M5  –  – 36,601 19%  

Marsh Street 47,061 24% 50,730 26% 8% 

M5 East Motorway 53,516 28% 47,045 24% -12% 

General Holmes Drive 51,846 27% 49,715 25% -4% 

Total 192,630   195,441  1% 

Westbound 

Princes Highway 38,879 20% 13,599 7% -65% 

New M5  – – 45,138 23%  

Marsh Street 45,744 24% 46,833 24% 2% 

M5 East 56,118 29% 39,718 20% -29% 

General Holmes Drive 52,958 27% 52,008 26% -2% 

Total 193,698   197,297  2% 

Two-way 

Princes Highway 79,085 20% 24,950 6% -68% 

New M5  –  – 81,739 21%  

Marsh Street 92,805 24% 97,563 25% 5% 

M5 East 109,634 28% 86,763 22% -21% 

General Holmes Drive 104,804 27% 101,722 26% -3% 

Total 386,328   392,737  2% 

Source: WDA (2015) 

 
Figure 67 illustrates the changes in the AWT volumes at the western screenline. This highlights the drop in two-
way average weekday traffic in 2021 on the M5 East Motorway with the project, and the significant drop in 2031 
once the full WestConnex program of works and the Southern extension is completed. 
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The increase in two-way average weekday traffic volume on Stoney Creek Road with the project is also 
highlighted, although once the full WestConnex program of works and the Southern extension is completed, the 
two-way average weekday volume is forecast to reduce. 

 

Source: AECOM (2015) 

Figure 67: Western screenline comparison between scenarios for AWT volumes 

 

Figure 68 illustrates the changes in the AWT volumes at the eastern screenline. This highlights the significant 
drop in two-way average weekday traffic on the Princes Highway and the M5 East in 2031 once the full 
WestConnex program of works and the Southern extension is completed. 

The significant increase in two-way average weekday traffic volume on the New M5 once the full WestConnex 
program of works and the Southern extension is completed is also highlighted.  

 

Source: AECOM (2015) 

Figure 68: Eastern screenline comparison between scenarios for AWT volumes 
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 Peak hour analysis 9.2.2

9.2.2.1 Western screenline 

Figure 69 and Figure 70 illustrate the changes in the peak hour volumes at the western screenline. This 
highlights the significant increase in two-way daily traffic on the M5 East (including traffic accessing the New M5) 
in 2031 with the project and the significant drop at the same location in 2031 once the full WestConnex program 
of works and the Southern extension is completed, as a result of traffic shifting outside the screenline to use the 
M4-M5 Link and Southern extension. 

As mentioned, the increase in traffic on Stoney Creek Road with the project compared to without the project is 
less pronounced in the peak hours than over the course of the day. 

 

Source: AECOM (2015) 

Figure 69: Western screenline comparison between scenarios for AM peak hour volumes 

 

 

Source: AECOM (2015) 

Figure 70: Western screenline comparison between scenarios for PM peak hour volumes 
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9.2.2.2 Eastern screenline 

Figure 71 and Figure 71 illustrate the changes in the peak hour volumes at the eastern screenline. The peak 
hour volumes also reflect the significant drop in traffic forecast for the average weekday traffic volumes on the 
Princes Highway, once the full WestConnex program of works and the Southern extension is completed. The 
peak hour reduction in traffic on the M5 East is not as pronounced as across the day, but is still reflected, 
especially in the PM peak hour. 

The significant increase in two-way average weekday traffic volume on the New M5, once the full WestConnex 
program of works and the Southern extension is completed, is also reflected in the peak hours.  

 

Source: AECOM (2015) 

Figure 71: Eastern screenline comparison between scenarios for AM peak hour volumes 

 

 

Source: AECOM (2015) 

Figure 72: Eastern screenline comparison between scenarios for PM peak hour volumes 
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 Toll diversion  9.2.3

Based on the analysis of WRTM output and screenlines, traffic is forecast to divert off the motorway network to 
use other routes (in particular, Stoney Creek Road) outside the peak traffic periods to avoid the proposed toll. 

This is not expected to have an impact from a traffic perspective in terms of congestion, as there is generally 
spare network capacity in these off-peak periods.  
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10.0 Future conditions with the project 
This section details the forecast traffic performance of the study area during the ‘with project’ scenarios. The 
detailed assessments have been undertaken using forecast AM and PM peak traffic volumes for the following 
scenarios: 

- With project (2021): The New M5 Motorway is complete and open to traffic but without any other 
WestConnex projects While the NSW Government has committed to achieving completion of the New M5 
Motorway by 2019, using 2021 allows for full ramp-up of traffic demand as travellers respond to the provision 
of the project. 

- With project (2031): The New M5 Motorway complete and open to traffic but without any other WestConnex 
projects. This is required by the SEARs and assumes no M4-M5 Link and no Sydney Gateway connecting 
into Sydney Airport and onwards to Port Botany. 

- Full WestConnex program of works and the future Southern extension (2031): With all WestConnex 
projects completed (including the Sydney Gateway), as well as the Southern extension.  

10.1 Regional transport network 

 With project (2021) 10.1.1

With the inclusion of the New M5, the significant changes in daily traffic volumes are generally localised within the 
study area with minor changes in daily traffic volumes on the wider Sydney road network. 

Reductions in daily traffic volumes are forecast for the existing M5 corridor, mainly the existing M5 East Motorway, 
with some traffic shifting to the New M5 and others using King Georges Road (south of the M5 East Motorway), 
Stoney Creek Road and Forest Road to the south and Canterbury Road to the north. These shifts are a result of 
the combination of the new road infrastructure and route provided in the form of the New M5 and the introduction 
of tolls on the M5 East Motorway. This is discussed further in the screenline analysis in Section 9.1. 

Reductions in daily traffic are forecast for King Georges Road, north of the existing M5 East Motorway, and on 
Qantas Drive. Changes in traffic for roads close to the St Peters interchange are dealt with in Section 10.3. 

Forecast changes in daily road-based freight or heavy vehicle movements generally follow the same pattern as 
the general traffic movements. 

 With project (2031) 10.1.2

As with the 2021 comparison, the significant changes are generally localised within the study area with minor 
changes to roads in the wider Sydney road network. 

The pattern of change highlighted in the 2021 comparison is generally the same in the 2031 comparison. On 
some roads, the forecast increases in daily traffic volumes are less pronounced due to the growth in background 
traffic by 2031. Changes in traffic for roads close to the St Peters interchange are dealt with in Section 10.3. 

Forecast changes in daily road-based freight or heavy vehicle movements generally follow the same pattern as 
the 2021 comparison. 

 Full WestConnex program of works and the future Southern extension (2031) 10.1.3

Once the new motorway connections are linked, large daily volumes are forecast for the M4 East, the M4-M5 Link 
and the Sydney Gateway to the airport (two-way AWT of more than about 100,000 vehicles per day on each link). 
To the west, King Georges Road (between the M4 Motorway and M5 East Motorway) is forecast to have reduced 
daily flows, primarily as traffic moves to use the M4-M5 Link to access the airport/port precinct from the M4 
Motorway, while to the north, reduced daily traffic is forecast for Parramatta Road and the City West Link.  

With the introduction of Sydney Gateway, and the redesigned road network around the airport, there is a 
significant benefit in forecast daily traffic patterns. There are reduced daily traffic volumes on regional roads 
leading to the airport / port precinct, such the M5 corridor and Southern Cross Drive, as well as roads in the 
vicinity of the precinct, such as O’Riordan Street and Botany Road.  

Again, large changes in daily traffic are forecast for roads close to the St Peters interchange. This is dealt with in 
more detail in Section 10.3. 
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With the Southern extension, linking the New M5 to Bay Street and President Avenue in the south, daily volumes 
on the New M5 (between the Southern extension and St Peters interchange) are forecast to increase, with the 
resultant benefit of a reduction in daily traffic on Princes Highway and West Botany Street.  

As with the 2031 ‘with project’ scenario, reductions in daily traffic volumes are forecast for the existing M5 
corridor, mainly the M5 East Motorway, with some traffic shifting to the New M5 and others using parallel routes. 
These shifts are a combination of the new infrastructure provided in the form of the New M5 and the introduction 
of tolls on the M5 East Motorway. These shifts to the surrounding road network are less under the ‘full 
WestConnex and Southern extension’ scenario than in the ‘with project’ scenario, i.e. just the New M5, as drivers 
realise the benefits of the full WestConnex network.  

Forecast changes in daily road-based freight or heavy vehicle movements generally follow the same pattern as 
the general traffic movements, with large daily volumes forecast for the M4 East, the M4-M5 Link and the Sydney 
Gateway to Sydney Airport. Reductions are forecast for King Georges Road between the M4 East and the M5 
East Motorway compared to the 2031 ‘with project’ scenario, i.e. just the New M5. 

10.2 Operational performance – M5 Motorway corridor 

 Mid-block level of service 10.2.1

10.2.1.1 M5 East Motorway 

The mid-block traffic volumes and levels of service on the M5 East Motorway under the 2021 ‘with project’ and 
2031 ‘with project’ scenarios in peak hours are provided in Table 82 and Table 83. The results indicate a 
significant reduction in traffic on the motorway with a corresponding improvement in LoS. This decongestion on 
the motorway would improve speed, journey reliability and safety in this corridor – an important link to Sydney 
Airport and Port Botany. 

As the volumes presented in the tables are grown from the surveyed traffic flows, it is worth reiterating that the 
actual LoS would be worse than presented here, as the LoS only represents the satisfied demand (capacity) and, 
due to downstream congestion and queueing at these locations, they underestimate the actual demand. This 
would apply equally to with and without project scenarios. Therefore, the v/c ratios and LoS should be seen as a 
comparison, or indication of change between scenarios, rather than absolute values. 

Table 82 Mid-block operational performance summary for the M5 East Motorway (2021 ‘without project’ and ‘with project’) 

Location and direction 
2021 ‘without project’ 2021 ‘with project’ 

No. of 
lanes 

LV HCV v/c LoS 
No. of 
lanes 

LV HCV v/c LoS 

AM Peak 

M5 East Motorway, 
east of King 
Georges Road 

EB 2 2970 360 0.87 E 2 2110 180 0.58 C 

WB 2 3390 360 0.97 E 2 2400 140 0.63 C 

M5 East Motorway, 
east of Bexley Road 
(in tunnel) 

EB 2 3370 440 1.01 F 2 2720 250 0.76 D 

WB 2 2860 430 0.88 E 2 1790 170 0.50 C 

M5 East Motorway, 
at Cooks River 

EB 2 2510 380 0.78 D 2 2010 260 0.60 C 

WB 2 2830 330 0.82 D 2 2320 150 0.61 C 

PM Peak 

M5 East Motorway, 
east of King 
Georges Road 

EB 2 3390 230 0.90 E 2 2670 60 0.65 D 

WB 2 3390 460 1.02 F 2 2730 240 0.75 D 

M5 East Motorway, 
east of Bexley Road 
(in tunnel) 

EB 2 3430 240 0.92 E 2 2300 40 0.55 C 

WB 2 3100 360 0.90 E 2 2100 130 0.55 C 

M5 East Motorway, 
at Cooks River 

EB 2 2720 180 0.72 D 2 2450 110 0.62 C 

WB 2 2390 320 0.71 D 2 1830 180 0.51 C 
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Table 83 Mid-block operational performance summary for the M5 East Motorway (2031 ‘without project’ and ‘with project’) 

Location and direction 

2031 ‘without project’ 2031 ‘with project’ 

No. of 
lanes LV HCV v/c LoS 

No. 
of 

lanes 
LV HCV v/c LoS 

AM Peak 

M5 East Motorway, 
east of King 
Georges Road 

EB 2 2710 480 0.87 E 2 2110 300 0.64 C 

WB 2 3560 350 1.01 F 2 3150 380 0.92 E 

M5 East Motorway, 
east of Bexley Road 
(in tunnel) 

EB 2 3200 550 1.02 F 2 2850 380 0.85 D 

WB 2 2910 480 0.92 E 2 2360 400 0.75 D 

M5 East Motorway, 
at Cooks River 

EB 2 2360 500 0.80 D 2 2080 400 0.69 D 

WB 2 3000 440 0.92 E 2 2740 340 0.81 D 

PM Peak 

M5 East Motorway, 
east of King 
Georges Road 

EB 2 3630 200 0.94 E 2 3260 270 0.89 E 

WB 2 3220 580 1.03 F 2 2780 400 0.84 D 

M5 East Motorway, 
east of Bexley Road 
(in tunnel) 

EB 2 3390 330 0.95 E 2 3110 260 0.85 D 

WB 2 2950 460 0.91 E 2 2390 290 0.70 D 

M5 East Motorway, 
at Cooks River 

EB 2 3060 310 0.87 D 2 2940 310 0.84 D 

WB 2 2340 430 0.76 D 2 2050 340 0.65 D 

 

The mid-block traffic volumes and levels of service on the M5 East Motorway under the 2031 ‘full WestConnex 
and Southern extension’ scenario are provided in Table 84. With the full development of the WestConnex 
motorway network, the reduction in travel volumes, and improved LoS, is more pronounced. This is seen 
especially on the M5 East Motorway, east of King Georges Road and in the M5 East tunnel, east of Bexley Road. 
Again, this would assist in improved access time and reliability to and from the Airport and Port precinct. 

Table 84 Mid-block operational performance summary for the M5 East Motorway (2031 ‘without project’ and ‘full WestConnex’) 

Location and direction 

2031 ‘without project’ 
2031 ‘full WestConnex and Southern 

extension’ 
No. of 
lanes LV HCV v/c LoS 

No. 
of 

lanes 
LV HCV v/c LoS 

AM Peak 

M5 East Motorway, 
east of King 
Georges Road 

EB 2 2710 480 0.87 E 2 1900 130 0.51 C 

WB 2 3560 350 1.01 F 2 1990 50 0.49 C 

M5 East Motorway, 
east of Bexley Road 
(in tunnel) 

EB 2 3200 550 1.02 F 2 2490 200 0.68 D 

WB 2 2910 480 0.92 E 2 1220 70 0.32 B 

M5 East Motorway, 
at Cooks River 

EB 2 2360 500 0.80 D 2 2560 470 0.84 D 

WB 2 3000 440 0.92 E 2 2690 460 0.86 D 

PM Peak 

M5 East Motorway, 
east of King 
Georges Road 

EB 2 3630 200 0.94 E 2 2980 30 0.71 D 

WB 2 3220 580 1.03 F 2 2380 170 0.64 C 

M5 East Motorway, 
east of Bexley Road 
(in tunnel) 

EB 2 3390 330 0.95 E 2 2610 20 0.61 C 

WB 2 2950 460 0.91 E 2 1620 50 0.40 B 

M5 East Motorway, 
at Cooks River 

EB 2 3060 310 0.87 D 2 3190 80 0.78 D 

WB 2 2340 430 0.76 D 2 1520 140 0.42 B 
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10.2.1.2 New M5 

As the New M5 would be a new motorway, the theoretical mid-block capacity for a single lane of a freeway of 
2,250 PCU/hr/lane19 has been adopted. The New M5 would be built for three lanes in each direction, but marked 
for two lanes in each direction. 

The mid-block traffic volumes and levels of service under the 2021 ‘with project’ and 2031 ‘with project’ scenarios 
are provided in Table 85 and Table 86. The New M5 is forecast to operate at a good level of service with spare 
capacity during the peak hours in both 2021 and 2031.  

Table 85 Mid-block operational performance summary for the New M5 (2021 ‘with project’) 

Location and direction 
 

No. of 
lanes 

Theoretical 
capacity 

Light 
vehicles 

Heavy 
vehicles 

v/c LoS 

AM Peak 

New M5 
EB 2 4500 1260 160 0.36 B 

WB 2 4500 490 80 0.15 A 

PM Peak 

New M5 
EB 2 4500 680 110 0.20 A 

WB 2 4500 1300 150 0.36 B 

 

Table 86 Mid-block operational performance summary for the New M5 (2031 ‘with project’) 

Location and direction 
 

No. of 
lanes 

Theoretical
capacity 

Light 
vehicles 

Heavy 
vehicles 

v/c LoS 

AM Peak 

New M5 
EB 2 4500 1440 230 0.43 B 

WB 2 4500 640 120 0.20 A 

PM Peak 

New M5 
EB 2 4500 950 150 0.28 B 

WB 2 4500 1590 230 0.46 C 

 
The mid-block traffic volumes and LoS on the New M5 under the 2031 ‘full WestConnex and Southern extension’ 
scenario are provided in Table 87. West of the Southern extension ramps, the New M5 would be marked for two 
lanes in each direction, while between the Southern extension and the St Peters interchange, the number of lanes 
would expand to four lanes in each direction. Two of these four lanes would join the M4-M5 Link in each direction 
at the St Peters interchange.  

With the introduction of the Southern extension, traffic on the New M5 to the west of the Southern extension, is 
forecast to decrease with a corresponding improvement to level of service.  

Traffic volumes on the section of the New M5 between the Southern extension and St Peters interchange are 
forecast to increase compared to the 2031 ‘with project’ scenario, but it is still expected to operate at a good level 
of service with spare capacity during the peak hours in 2031.  

  

                                                           
19 Austroads, Guide to Traffic Management Part 3: Traffic Studies and Analysis, Second Edition, April 2013 (Section 4.4) 
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Table 87 Mid-block operational performance summary for the New M5 (2031 ‘full WestConnex and Southern extension’) 

Location and direction 
 

No. of 
lanes 

Theoretical 
capacity 

Light 
vehicles 

Heavy 
vehicles 

v/c LoS 

AM Peak 

New M5, west of Southern 
extension 

EB 2 4500 850 120 0.25 A 

WB 2 4500 1160 140 0.32 B 

New M5, between Southern 
extension and St Peters interchange 

EB 4 9000 3290 250 0.43 B 

WB 4 9000 1850 160 0.25 A 

PM Peak 

New M5, west of Southern 
extension 

EB 2 4500 750 90 0.21 A 

WB 2 4500 1440 220 0.42 B 

New M5, between Southern 
extension and St Peters interchange 

EB 4 9000 1840 160 0.24 A 

WB 4 9000 4830 310 0.61 C 

 

10.2.1.3 Intersections adjacent to the study area 

In Rebuild NSW: State Infrastructure Strategy 2014 – Update (Feb 2015), the NSW Government has committed 
$240 million worth of projects identified to fix pinch points along key Sydney road corridors including King 
Georges Road, commencing in 2016-2017. The program also includes a further $300 million for the ‘Gateway to 
the South’ Sydney to Illawarra Pinch Point program, including $45 million in 2015-2016 to fix pinch points, which 
includes the King Georges Road / Broadarrow Road and King Georges Road / Stoney Creek Road intersections. 
No details are yet available on the upgrades to the intersections or King Georges Road, but any improvement is 
likely to lead to improved overall performance. 

The King Georges Road Interchange Upgrade is underway, the first in a series of projects aiming to improve the 
network operation. The King Georges Road interchange provides on ramps to, and off ramps from, the New M5 
Motorway. An assessment of the operation of the interchange with the full WestConnex scenario was undertaken 
as part of the King Georges Road Interchange Upgrade EIS20. The operation of the interchange was assessed for 
a 2027 assessment year (10 years after opening) with the full WestConnex program of works completed. The 
assessment showed that the operational performance improved with the fully completed WestConnex compared 
to the ‘do minimum’ scenario, although the intersection was forecast to operate at LoS F in both AM and PM 
peaks in the ‘do minimum’ and ‘full WestConnex and Southern extension’ scenarios. A review of the King 
Georges Road interchange for a 2031 assessment year indicated a similar level of service with the full 
WestConnex program of works and the Southern extension completed. 

 Travel times and speeds 10.2.2

10.2.2.1 M5 East Motorway 

A comparison of average travel times and speeds for the 2021 with and without project scenarios on the M5 East 
Motorway between King Georges Road and Foreshore Road is presented in Table 88. These travel times have 
been provided from the strategic transport model.  

In the 2021 ‘with project’ scenario, a large reduction in travel times, and increase in speeds, is forecast in both 
directions on the M5 East Motorway in both peak hours compared to the 2021 ‘without project’ scenario.  

                                                           
20 Jacobs (2014), WestConnex M5 – King Georges Road Interchange Upgrade: Traffic and Transport Assessment 
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Table 88 Comparison of average travel times between 2021 ‘without project’ and ‘with project’ scenarios for M5 East Motorway 
between King Georges Road and Foreshore Road 

Direction 
2021 ‘without project 2021 ‘with project’ 

Average travel time 
(min) 

Average speed 
(km/h) 

Average travel time 
(min) 

Average speed 
(km/h) 

AM Peak 

Eastbound 20 42 11 76 

Westbound 17 49 11 76 

PM Peak 

Eastbound 18 47 10 84 

Westbound 19 44 12 70 

Source: WDA strategic transport model, 2015 

 

Table 89 presents a comparison of average travel times and speeds for the 2031 with and without project 
scenarios and the 2031 ‘full WestConnex and future Southern extension’ scenario on the M5 East Motorway 
between King Georges Road and Foreshore Road. These travel times have been provided from the strategic 
transport model. 

Similar to the 2021 scenario, in the 2031 ‘with project’ scenario, a large reduction in travel times, and increase in 
speeds, is forecast in both directions on the M5 East Motorway in both peak hours compared to the 2031 ‘without 
project’ scenario. Travel times are generally forecast to half, with travel speed roughly doubling.  

In the 2031 ‘full WestConnex and future Southern extension’ scenario, travel times are forecast to improve further, 
with a commensurate increase in average travel speeds, compared to the 2031 ‘with project’ scenario. 

These results indicate a significant improvement in travel time and reliability on the M5 East Motorway, serving 
the important Airport and Port precinct. 

Table 89 Comparison of average travel times between 2031 scenarios for M5 East Motorway between King Georges Road and 
Foreshore Road 

Direction 

2031 ‘without project’ 2031 ‘with project’ 
2031 ‘full WestConnex and 

Southern extension’ 
Average 

travel time 
(min) 

Average 
speed 
(km/h) 

Average 
travel time 

(min) 

Average 
speed 
(km/h) 

Average 
travel time 

(min) 

Average 
speed 
(km/h) 

AM Peak 

Eastbound 26 32 12 70 11 76 

Westbound 23 37 12 70 11 76 

PM Peak 

Eastbound 26 32 13 65 10 84 

Westbound 27 31 15 56 11 76 

Source: WDA strategic transport model, 2015 

10.2.2.2 New M5  

Estimated travel times on the New M5 have been modelled to give an indication of how the roadway would 
perform in both 2021 and 2031 scenario years. A comparison of average travel times and speeds for the 2021 
and 2031 scenarios on the New M5 between King Georges Road and the new St Peters interchange (10.3 km) is 
presented in Table 90. These travel times have been provided from the strategic transport model. 

The travel times indicate an average travel speed of about 68 km/h along the New M5 in all future year scenarios, 
with a slight reduction in the westbound direction in the PM peak hour under the 2031 ‘with project’ scenario. 
Under the 2031’full WestConnex and future Southern extension’ scenario, this travel time improves again, as 
traffic reduces on the New M5, west of the future Southern extension.  
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Table 90 Comparison of average travel times for the New M5 between King Georges Road and St Peters interchanges 

Direction 

2021 ‘with project’ 2031 ‘with project’ 
2031 ‘full WestConnex and 

Southern extension’ 
Average 

travel time 
(min) 

Average 
speed 
(km/h) 

Average 
travel time 

(min) 

Average 
speed 
(km/h) 

Average 
travel time 

(min) 

Average 
speed 
(km/h) 

AM Peak 

Eastbound 9 68 9 68 9 68 

Westbound 9 68 9 68 9 68 

PM Peak 

Eastbound 9 68 9 68 9 68 

Westbound 9 68 10 62 9 68 

Source: WDA strategic transport model, 2015 

 

 Traffic crashes 10.2.3

The frequency of crashes on the M5 East Motorway would be expected to change relative to the forecast traffic 
changes in the future. The potential for crashes – indicated by the crash rates per vehicle kilometre travelled in 
Section 6.2.2 – would remain. Table 91 presents the changes in crashes forecast under the ‘with project’ 
scenarios compared to the ‘without project’ scenarios. 

The analysis has been undertaken assuming the future frequency, type, and severity of crashes on the M5 East 
Motorway would be consistent with historic trends. This is a conservative estimate, as the crash rates are likely to 
improve with a reduction in congestion. The crash rates on the existing Sydney motorway tunnels (Lane Cove, 
Eastern Distributor, Cross City and Sydney Harbour tunnels) were used for the New M5 tunnel. 

On this basis, the change in traffic from the M5 East Motorway to the New M5 would be expected to result in a 
reduction in both the total number and cost of crashes. In 2021, this results in a road safety benefit with a 13 per 
cent reduction in crash numbers and a reduction in crash costs from $17.9M to $15.4M. In 2031, the project would 
result in a road safety benefit with a four per cent reduction in crash numbers and a reduction in crash costs from 
$19.5M to $18.6M. Under the 2031’full WestConnex and future Southern extension’ scenario, this would result in 
an increased road safety benefit with a nine per cent reduction in crash numbers and a reduction in crash costs 
from $19.5M to $17.5M compared to the 2031 ‘without project’ scenario. 

Table 91 M5 East Motorway: Crash comparison between ‘with project’ and ‘without project’ scenarios 

Road Section from Section to 
Section 
length 
(km) 

ADT 
(veh) 

Average 
annual 

crashes 

Average 
annual cost 

2021 ‘without project’ 

M5 East 
Motorway 

King Georges Road 
General Holmes 

Drive 
9.5 87,640 108 $17,880,031

2021 ‘with project’ 

M5 East 
Motorway 

King Georges Road 
General Holmes 

Drive 
9.5 67,170 82 $13,704,111

New M5 Western portal St Peters portal 8.8 28,900 11 $1,646,199 

Total 93 $15,350,310

2031 ‘without project’ 

M5 East 
Motorway 

King Georges Road 
General Holmes 

Drive 
9.5 95,600 117 $19,503,875
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Road Section from Section to 
Section 
length 
(km) 

ADT 
(veh) 

Average 
annual 

crashes 

Average 
annual cost 

2031 ‘with project’ 

M5 East 
Motorway 

King Georges Road 
General Holmes 

Drive 
9.5 81,390 100 $16,604,778

New M5 Western portal St Peters portal 8.8 34,230 13 $1,949,778 

Total 113 $18,554,459

2031 ‘full WestConnex and Southern extension’ 

M5 East 
Motorway 

King Georges Road 
General Holmes 

Drive 
9.5 73,070 90 $14,907,512

New M5 Western portal Southern extension 5.8 29,290 7 $1,095,741 

New M5 Southern extension St Peters portal 2.9 80,520 10 $1,540,474 

Total 107 $17,543,727

 

 Public transport services 10.2.4

The forecast reduction in traffic on the M5 East Motorway is unlikely to impact on public transport services, as 
there are no regular bus services on the M5 East Motorway or the M5 South Western Motorway. 

Intercity coach services, such as those operated by Murrays or Greyhound, that use the M5 East Freeway or M5 
South Western Motorway would benefit from reduced traffic and increased travel speeds on the M5 East 
motorway as a result of the project and later the full WestConnex program of works and the Southern extension. 

As noted in section 8.2.4, there is a planned rapid bus route between Hurstville and Macquarie Park via Burwood 
(current route M41), with a commitment to deliver bus priority along the corridor, including on Stoney Creek Road 
and Bexley Road. The forecast increase in traffic volumes along these roads will be reviewed as part of an 
operational traffic review undertaken on the surrounding arterial roads and major intersections about 12 months 
after the commencement of operation of the project. Roads and Maritime and Transport for NSW will continue to 
work together to deliver Sydney’s Bus Future, with the surface road network being adapted to include bus priority 
measures already identified, as well as those identified at a future date. 

 Walking and cycling facilities 10.2.5

The off-road shared path (the M5 Linear Park) within Beverly Grove Park would be permanently realigned to the 
north and south of the western surface works to accommodate the westbound surface lanes and the new 
westbound bypass ramp and the ancillary construction facilities. However, this would not affect its operation or 
usability. 

At the commencement of construction, the shared path to the north of the M5 East Motorway would be realigned 
to follow the northern boundary of Beverly Grove Park. Upon completion, the shared path would be realigned 
closer to the noise wall. 

The shared path within the southern portion of Beverly Grove Park would be closed for about three years during 
construction of the project and would be reinstated at the completion of construction.  

The Kindilan underpass, which provides a connection between the northern and southern shared path through 
Beverly Grove Park would continue to provide this function as part of the project. The underpass would be closed 
for four weeks as part of its extension, and would require additional intermittent closures. In instances where the 
underpass is closed, pedestrians and cyclists would be diverted to Karingal Street and Coolangatta Road for 
access between the southern and northern paths. It would be partially closed to allow construction vehicle access 
between Kingsgrove North and Kingsgrove South and pedestrian access. Once open, the extended Kindilan 
underpass would include three large voids between carriageways, which would allow sunlight into the underpass. 

These permanent changes to walking and cycling facilities are described and depicted further in Chapter 5 of the 
EIS. 
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As part of the project, the motorway shoulders would be narrowed to accommodate the changed lane 
configuration and, as such, would not be suitable for use by cyclists. Consequently, all cyclists would be 
prohibited from riding on the motorway shoulder between Belmore Road and Bexley Road. The M5 Linear Park 
on either side of the M5 Motorway corridor would provide an alternative route for cyclists, and as shown in the 
existing surveys, appears to be the preferred route for cyclists anyway. 

10.3 Operational performance – St Peters and surrounds 

 Changes to the road network in the ‘with project’ scenarios  10.3.1

Local roads around the St Peters interchange and the intersection of Campbell Road and Euston Road would be 
upgraded to provide safe and efficient connections with the New M5, and to cater for additional traffic demands. 
Local road upgrades would include: 

- Upgrade and widening of Euston Road, from the upgraded Campbell Road / Euston Road intersection to the 
intersection with Maddox Street to the north of Sydney Park 

- Upgrade, widening and extension of Bedwin Road / Campbell Street / Campbell Road from the railway 
bridge near Camdenville Park to a new intersection with Bourke Road, Mascot 

- Upgrade and widening of Bourke Road / Bourke Street, Mascot between the new Campbell Road 
intersection and Church Avenue 

- Widening of Gardeners Road, west of Kent Road and construction of a new connection over the Alexandra 
Canal to the St Peters interchange  

- Other minor local road changes 

- New and upgraded bridges and structures 

- Access arrangements for heavy vehicles. 

Local road upgrades would include modifications to existing intersections, construction of new intersections, 
localised works on connecting streets, cuttings and embankments works. Details of the local road upgrades are 
provided in the following sections. As described in section 4.1.3.2, the traffic modelling also included modified 
arrangements at Sydney Park Road / Mitchell Road and Princes Highway / May Street intersections. 

10.3.1.1 Euston Road  

Euston Road would be widened between the upgraded Campbell Road / Euston Road intersection and the 
intersection with Maddox Street, to the north of Sydney Park. The widening and upgrade of Euston Road would 
affect three main areas: 

- Euston Road between Campbell Road and Sydney Park Road / Huntley Street. 

- Euston Road between Sydney Park Road / Huntley Street and Maddox Street. 

- Intersections of Euston Road with Campbell Road, with Sydney Park Road / Huntley Street, and with 
Maddox Street. 

Euston Road between Campbell Road and Sydney Park Road / Huntley Street 

Between Campbell Road and Sydney Park Road, Euston Road is marked as a single lane in each direction, with 
space for kerbside parking. 

As a result of the project, Euston Road would be widened to three northbound and three southbound lanes 
between Campbell Road and Sydney Park Road / Huntley Street. All lanes would be between three and 3.5 
metres wide. 

The northbound and southbound lanes would be separated by a central turning lane, which would allow right-
hand turning movements for traffic travelling in both directions. Near the intersection of Sydney Park Road / 
Huntley Street, the central turning lane would be replaced with a median and a right-hand turning lane for 
northbound traffic. This right-hand turning lane would allow movements into Huntley Street for northbound traffic. 
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A shared pedestrian and cycle path (about three metres wide) would be provided on the western side of Euston 
Road (northbound carriageway). A pedestrian footpath (about two metres wide) would be provided on the eastern 
side (southbound carriageway). Pedestrian and cycling facilities to be provided along the upgraded Euston Road 
would tie-in to existing facilities.  

Parking in the kerbside lanes of Euston Road would be permitted during off-peak periods.  

The majority of works required to widen Euston Road would be conducted in land designated as road reserve 
along the western side of Euston Road (northbound carriageway), next to Sydney Park. 

Euston Road between Sydney Park Road / Huntley Street and Maddox Street 

North of the intersection with Sydney Park Road / Huntley Street, Euston Road would be widened to provide 
single turning lanes at Sydney Park Road / Huntley Street and at Maddox Street. The additional turning lanes at 
Sydney Park Road / Huntley Street would connect with an upgrade of that intersection (refer below). An additional 
left-hand turning lane would be provided at Maddox Street for northbound traffic. 

Euston Road intersection upgrades 

As part of the Euston Road widening and upgrade works, the following intersections would be upgraded: 

- Euston Road / Campbell Road intersection 

- Euston Road / Sydney Park Road/ Huntley Street intersection 

Upgrade works at these intersections are summarised in Table 92. 

Table 92 Euston Road intersection upgrades  

Intersection  Upgrade works 

Euston Road / Campbell Road 

- Upgrade from a priority controlled T-junction to a signalised four way 
junction 

- Tie-in works to connect with the on and off ramps for the main 
alignment tunnels and the local road network 

- Additional lanes, including dedicated right-hand and left-hand turning 
lanes would be provided. 

Euston Road / Sydney Park Road / 
Huntley Street 

- Upgrade to a signalised intersection. 

 

10.3.1.2 Realignment, widening and extension of Bedwin Road / Campbell Street / Campbell Road  

The upgrade of Bedwin Road / Campbell Street / Campbell Road would comprise the following key components:  

- Realignment of Bedwin Road between the railway bridge and the Unwins Bridge Road/ Campbell Street/ 
May Street intersection 

- Widening of Campbell Street / Campbell Road between Unwins Bridge Road and Burrows Road 

- Extension of Campbell Road eastwards over the Alexandra Canal to connect to Bourke Road, Mascot 

- Upgrades to intersections along Bedwin Road / Campbell Street / Campbell Road. 

Realignment of Bedwin Road 

Bedwin Road would be realigned between the railway bridge near Camdenville Park to the intersection with 
Unwins Bridge Road / May Street/ Campbell Street. The realignment would remove two existing tight curves and 
improve the overall alignment of Bedwin Road. 

The realignment of Bedwin Road would result in the intersection of Bedwin Road with Unwins Bridge Road / May 
Street/ Campbell Street moving about 20 metres to the north of its current location. Further details of the 
intersection upgrade works are provided below. 
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Widening of Campbell Street / Campbell Road 

Campbell Street / Campbell Road is currently one lane in each direction, and would be widened in three sections: 

- Between Unwins Bridge Road and the Princes Highway to provide two traffic lanes in each direction, 
separated by line marking or a median in some places 

- Between the Princes Highway and Euston Road to provide three traffic lanes in each direction. Eastbound 
and westbound traffic lanes would be separated by a median, which would be provided at variable widths to 
accommodate turning lanes at intersections 

- Between Euston Road and Burrows Road to provide two lanes in each direction, separated by a median.  

All traffic lanes would be between three and 3.5 metres wide. A new parallel parking lane (around 2.5 metres 
wide) would be provided in both directions along Campbell Street between Hutchinson Street and St Peters 
Street. Off street car parking spaces would also be provided between St Peters Street and Church Street.  

Pedestrian footpaths would be provided in each direction along Campbell Street / Campbell Road. Between the 
Princes Highway and Barwon Park Road, a separate cycle path would be provided along the northern side of 
Campbell Street / Campbell Road as part of a broader series of works to improve pedestrian and cyclist 
accessibility around Sydney Park.  

Campbell Road would be realigned between Euston Road and Burrows Road, moving it around 50 metres to the 
south of its current location. This realignment would be required to connect to the extension of Campbell Road 
over the Alexandra Canal (refer below). 

The majority of the works required to widen Campbell Street / Campbell Road would be conducted in the existing 
road reserve along the southern side of Campbell Street / Campbell Road (westbound carriageway). The kerbside 
lanes on Campbell Road are designed such that they could be converted to bus lanes if and when required in the 
medium to long term. 

Extension of Campbell Road across the Alexandra Canal 

Campbell Road would be extended eastwards to provide a direct connection to Bourke Road, Alexandria via a 
bridge over the Alexandra Canal (the Campbell Road extension bridge). The Campbell Road extension would 
terminate at a new intersection with Bourke Road and would comprise two eastbound lanes, two westbound lanes 
and a median. The westbound carriageway of the Campbell Road extension would include an 80 metre long right-
turn lane for vehicles to turn right into Euston Road.  

Traffic lanes in both directions would be about three metres wide. A shared pedestrian and cycle path would be 
provided on the northern side of Campbell Road (eastbound carriageway). A pedestrian footpath would be 
provided on the southern side (westbound carriageway). A separate cycle path would also be provided along the 
southern side of the Campbell Road extension as part of a broader series of works to improve pedestrian and 
cyclist accessibility around Sydney Park (refer to Section 10.3.5). 

Bedwin Road / Campbell Street / Campbell Road intersection modifications 

As part of the Bedwin Road / Campbell Street / Campbell Road upgrade, widening and extension works, 
intersections would be modified as summarised in Table 93. 

Table 93 Bedwin Road / Campbell Street / Campbell Road intersection works  

Intersection  Upgrade works  

Bedwin Road / Campbell Street / 
Unwins Bridge Road / May Street 

- Realignment of the intersection to the north east of its current location 

- Construction of a new left-hand turn from Campbell Street into Unwins 
Bridge Road 

- Extension of the left-turn lane from Unwins Bridge Road into Bedwin 
Road 

- Construction of a new shared left and through lane on May Street 
southbound 

- Removal of the high angle left turn from May Street into Campbell 
Street and replacement with a shared through/ left turn lane 

- New right turn from Campbell Street into May Street. 
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Intersection  Upgrade works  

Campbell Street / Brown Street - Left-in, left-out (westbound) turning provisions only.  
- Alternative access would be available via Conway Place and Unwins 

Bridge Road.  
Campbell Street / Hutchinson 
Street  

- The existing left-in one way arrangements would be maintained, with 
realignment of the intersection. 

Campbell Street / Florence Street - Left-in, left-out (westbound) turning provisions only. 
- Inclusion of a median along Campbell Street to reinforce turning 

movements.  
- Alternative access would be available via Silver Street and Unwins 

Bridge Road.  
Campbell Street / St Peters Street - Upgrade to signalised intersection, catering for all turning movements 

from and to Campbell Street.  
- Additional northbound lane to provide for left-turn and right-turn 

movements onto Campbell Street.  
Campbell Street / Church Street  - Left-in, left-out (westbound) turning provisions only. 

- Inclusion of a median along Campbell Street to reinforce turning 
provisions.  

- Alternative access via Victoria Street.  
Campbell Street / Princes 
Highway  

All turning movements would be provided, including: 

- One southbound through lane of the Princes Highway would be 
converted to a right-turn lane for vehicles to turn into Campbell Street 
(westbound) 

- two high-angle left-turn lanes from Campbell Street westbound into 
Princes Highway (southbound) 

- Additional right-turn lane from Princes Highway (northbound) inbto 
Campbell Street (eastbound) 

- Conversion of Princes Highway (northbound) kerbside lane from 
through lane to shared through and left-turn movement into Campbell 
Street (westbound) 

- One additional westbound and eastbound through lane along 
Campbell Street  

- One additional right-turn lane from Campbell Street (westbound) into 
Princes Highway (northbound) 

- Two new right-turn lanes from Campbell Street (eastbound) into 
Princes Highway (southbound). 

Campbell Street / Crown Street  - The existing left-in turning provisions only would be maintained , with 
realignment works only. 

Campbell Street / Albert Street - Upgrade to a signalised intersection with a new right-hand turn lanes 
on Campbell Street (eastbound) to provide access for future M4-M5 
Link construction works in the St Peters interchange site. The long 
term presence of these works would be subject to the future M4-M5 
Link.  

- Left-out (westbound) turning provisions only. 

Campbell Street / Campbell 
Road/ Barwon Park Road  

- Modification from a three way T-junction to a four way junction. 
- Barwon Park Road would become left in, left-out only. 

Campbell Road / Harber Street - Closure of Harber Street to the south of Campbell Road.  
- Left-in, left-out turning provisions only for eastbound traffic. 

Campbell Road / Euston Road - Upgrade from a priority controlled T-junction to a signalised four way 
junction 

- Tie-in works to connect with the on and off ramps for the main 
alignment tunnels and the local road network.  

- Additional lanes, including dedicated right-hand and left-hand turning 
lanes would be provided. 
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Intersection  Upgrade works  

Campbell Road / Burrows Road - Left-in, left-out only. 
- Alternative access to Burrows Road north of Campbell Road via 

Euston Road and Huntley Street.  
- Alternative access to Burrows Road south of Campbell Road via the 

Princes Highway and Canal Road.  
Campbell Road (extension) / 
Bourke Road 

- A new signalised T-intersection at the junction of the Campbell Road 
extension and Bourke Road. 

- Bourke Road northbound would include two through lanes and one 
right-turn lane. 

- Bourke Road southbound would include one left-turn lane and one 
right-turn lane. 

- Campbell Road would include one left turn lane and two through lanes. 
Campbell Road / Southend 
Distribution Centre 

- A new T-junction at the junction of the Campbell Road extension and 
the distribution centre access road 

- Campbell Road eastbound would include two through lanes and one 
right-turn lane 

- Campbell Road eastbound would include one through lane and one 
shared through and left-turn lane 

- Distribution centre egress would be left-out only 
 

10.3.1.3 Upgrade and widening of Bourke Road / Bourke Street  

The upgrade of Bourke Road / Bourke Street would comprise the following key components:  

- Widening of Bourke Road between the new intersection with the Campbell Road extension and the 
intersection with Gardeners Road 

- Widening of Bourke Street between the intersection with Gardeners Road and the intersection with Church 
Avenue 

- A new intersection where the Campbell Road extension meets Bourke Road and upgrades to the 
intersection of Bourke Road / Bourke Street with Gardeners Road. 

Widening of Bourke Road 

Bourke Road would be upgraded and widened from around 100 metres north of the new intersection with the 
Campbell Road extension to the intersection with Gardeners Road. Two traffic lanes would be provided in the 
southbound direction with a single lane retained northbound. Each lane would be about three metres wide. 

In the southbound direction, two additional lanes would be provided near the intersection with Gardeners Road to 
allow for left-hand and right-hand turning movements into Gardeners Road. In the northbound direction, a right-
hand tuning lane would be provided near the intersection with the Campbell Road extension to allow traffic to turn 
into Bourke Road north rather than continue along the Campbell Road extension over Alexandra Canal. 

Pedestrian footpaths would be provided in both directions. A separate cycle path would be provided along the 
western side of Bourke Road, adjacent to the pedestrian footpath. 

Widening of Bourke Street 

Bourke Street would be upgraded and widened from the intersection with Gardeners Road to around the 
intersection with Church Avenue. Two through traffic lanes would be provided in each direction and a right hand 
turn lane northbound to the eastbound Gardeners Road Each lane would be three metres wide. 

Pedestrian footpaths would be provided in both directions. A separate cycle path would be provided along the 
western side of Bourke Street, adjacent to the pedestrian footpath. 
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Bourke Road / Bourke Street intersection upgrades 

As part of the upgrade and widening of Bourke Road / Bourke Street, the following intersection works would be 
carried out: 

- Provision of a new intersection between Bourke Road and the Campbell Road extension (also detailed in 
Section 10.3.1.2 in relation to intersection upgrades along Campbell Road). 

- Upgrade of the Bourke Road/ Bourke Street / Gardeners Road intersection. 

Intersection works at these locations are summarised in Table 94. 

Table 94 Bourke Road / Bourke Street intersection works  

Intersection  Upgrade works  

Bourke Road / Campbell 
Road (extension) 

- A new signalised T-intersection at the junction of the Campbell Road 
extension and Bourke Road. 

- Bourke Road northbound would include two through lanes and one right-turn 
lane. 

- Bourke Road southbound would include one left-turn lane and one right-turn 
lane. 

- Campbell Road would include one left turn lane and two through lanes. 
Bourke Road / Bourke 
Street / Gardeners Road 

- Bourke Street northbound would be widened from one lane to three lanes and 
would include one combined left / through lane, one through lane and one 
right turn lane.  

- Bourke Road southbound would be widened from two to four lanes and would 
include one dedicated left-turn lane, one combined left-turn,/ through lane and 
two right-turn lanes. 

- Gardeners Road westbound would be widened from three lanes to four, 
including two right-turn lanes into Bourke Road northbound and two through 
lanes. 

 

10.3.1.4 Gardeners Road  

Gardeners Road would be widened in the vicinity of the upgraded Bourke Road / Bourke Street / Gardeners Road 
intersection to accommodate an additional through lane for westbound traffic, a new concrete median between 
the eastbound and westbound carriageways and two right-turn lanes for westbound traffic to turn into Bourke 
Road. These widening works would generally be undertaken along the northern side of Gardeners Road.  

East of Kent Road, Gardeners Road is currently two lanes in each direction. Gardeners Road would be widened 
to three lanes in each direction between the Gardeners Road bridge over the Alexandra Canal to east of the 
intersection with Bourke Road / Bourke Street. All turning movements would be provided at the Gardeners Road / 
Kent Road intersection, including:  

- Three through lanes on Gardeners Road (eastbound) 

- One right-turn lane on Gardeners Road (eastbound) onto Kent Road (southbound) 

- Two right-turn lanes on Kent Road (northbound) onto Gardeners Road (eastbound) 

- One left-turn lane on Kent Road (northbound) onto Gardeners Road (westbound).  

These widening works would generally be undertaken along the northern side of Gardeners Road. All lanes would 
be around three metres wide.  

10.3.1.5 Other minor local road upgrades  

As a consequence of local road upgrades, minor changes to other local roads would be required. These changes 
would include: 

- Construction of Venice Street 

- Minor upgrade works on Albert Street 

- Some permanent road and intersection closures. 
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Venice Street  

The existing driveway located between three Ricketty Street, Mascot and five Ricketty Street, Mascot would be 
extended to form Venice Street. Venice Street would provide access to properties between Ricketty Street and 
Gardeners Road and would be one lane in each direction with a turning head at the northern end. Parking bays 
would be included along the eastern side (southbound) of the road. 

Vehicles travelling westbound along Gardeners Road would be able to turn left into Venice Street via a slip lane, 
allowing vehicles to travel southbound along Venice Street and turn into Ricketty Street. Venice Street would 
comprise two lanes, about three metres wide and a pedestrian footpath along the eastern (southbound) side of 
the street. The northbound lane of Venice Street would provide access to properties. However, no vehicles would 
be able to turn into Gardeners Road from Venice Street.  

Upgrade works on Albert Street 

Albert Street is currently open to eastbound traffic only between the Princes Highway and Holland Lane, and two-
way traffic between Holland Lane and Campbell Road. As part of the local road upgrades, Albert Street would 
maintain one-way traffic movements between the Princes Highway and Campbell Road.  

Permanent road and intersection closures 

The local road upgrade works would require the permanent closure of the following roads and intersections: 

- Harber Street between Holland Street and Campbell Road 

- Campbell Lane between Albert Street and Harber Street 

- Woodley Street between Holland Street and Campbell Road 

- Holland Street between Woodley Street and Harber Street 

- The Campbell Road / Woodley Street intersection. 

10.3.1.6 Bridges and structures  

The local road upgrades would include construction or upgrade of the following bridges and structures:  

- A new bridge over the Alexandra Canal as part of the Campbell Road extension 

- A new grade separated pedestrian and cycle bridge over Campbell Road into Sydney Park, west of Euston 
Road 

- A new pedestrian and cycle bridge extending from east of Alexandra Canal, to over the on-and off-ramps at 
the St Peters interchange  

- A cut and cover structure beneath Campbell Street and Albert Street to allow potential future construction of 
the future M4-M5 Link  

- Widening of the Euston Road bridge over the Munni Street stormwater channel 

- A new bridge over the Alexandra Canal as part of the Gardeners Road extension. 

Campbell Road bridge (Campbell Road extension) 

The Campbell Road extension bridge would be a three span girder bridge, extending across the Alexandra Canal. 
The substructure would comprise bored piles, piers and abutments. The headstock to support the superstructure 
would consist of steel box girders, precast concrete floor slabs with an in-situ deck and precast parapets. 

Pedestrian and cycle bridge over Campbell Road 

The Campbell Road pedestrian and cycle bridge would extend from the Bourke Road cycle path to Sydney Park. 
The bridge would be delivered as part of a broader series of works to improve pedestrian and cyclist accessibility 
around Sydney Park. 
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The bridge would be made up of two main sections: 

- Extending from Bourke Road, across Alexandra Canal to then run parallel to Campbell Road to around 
Campbell Lane. This section would: 

 Be around 370 metres long and provide pedestrian and cycle access across the on- and off-ramps, as 
part of the St Peters interchange 

 Comprise nine spans, including two long spans over the on-and off-ramps and over the Alexandra 
Canal. The substructure would comprise bored piles, piers and abutments. The superstructure would 
include steel box girders and beams.  

- Extending across Campbell Road to Sydney Park. This section of the bridge would: 

 Be around 60 metres long and four metres wide and would cross Campbell Road in a single span 

 Include architectural features, comprising a sweeping arc, anti-throw screens, integrated pedestrian 
lighting and landscaping. The substructure would consist of bored piles and abutments built from the 
pile level. The superstructure would consist of a steel arch, precast floor slabs and an in-situ deck.  

Cut and cover structure beneath Campbell Street 

A cut and cover structure underneath Campbell Street would be constructed at about the intersection with Albert 
Street. The cut and cover structure would allow for the potential construction of the future M4-M5 Link. The 
structure would consist of bored piles as well as abutment and pier headstocks which would be encased around 
super T beams forming an internal bridge. 

Widening of the Euston Road stormwater channel bridge  

The existing bridge structure which carries Euston Road over the Munni Street stormwater channel would be 
widened as part of the Euston Road widening works (refer to Section 10.3.1.1). The widening would utilise bridge 
components similar to the existing crossing. 

Gardeners Road extension 

The Gardeners Road extension bridge over the Alexandra Canal would be a three span girder bridge, extending 
across the Alexandra Canal. The substructure would comprise bored piles, piers and abutments.. 

 Operational performance 10.3.2

An assessment of the future performance of the modelled St Peters network without the project was undertaken. 
The extent of the modelling analysis covers areas forecast to be impacted by the project and was agreed in 
advance with Roads and Maritime. For the St Peters area, the operational performance has considered the 
following outputs for the future 2021 and 2031 ‘without project’ scenarios: 

1) Network performance 

2) Intersection performance. 

10.3.2.1 Network performance 

2021 ‘with project’ scenario 

Table 95 and Table 96 present a comparison of the modelled road network performance between the 2021 ‘with 
project’ and ‘without project’ scenarios for the AM and PM peak hours.  

In both AM and PM peak hours, the network performance with the project improves slightly compared to the 
network performance without the project. In the AM peak hour, the average travel time per vehicle through the 
network reduces by nine per cent, with the average speed per vehicle increasing by 17 per cent. 

In the PM peak hour, the average travel time per vehicle through the network reduces by seven per cent and the 
average speed per vehicle increases by 16 per cent. This indicates a slight easing of congestion with the project 
in 2021.  



AECOM WestConnex New M5 
 

Revision H – 18-Nov-2015 
Prepared for – Roads and Maritime – ABN: 76 236 371 088  

251

Table 95 St Peters model network performance – AM Peak Hour (2021 ‘without project’ vs 2021 ‘with project’ scenario)  

Network measure 
2021 ‘without 

project’ 
2021 ‘with 

project’ 
Percentage 

change 

All vehicles 

Total traffic demand (veh) 23,800 25,290 +6% 

Total vehicle kilometres travelled in network (km) 66,400 74,860 +13% 

Total time travelled in network (hr) 3,510 3,380 -4% 

Total number of stops 170,600 156,270 -8% 

Average per vehicle 

Average vehicle kilometres travelled in network (km) 2.8 3.0 +6% 

Average time travelled in network (mins) 8.8 8.0 -9% 

Average number of stops 7.2 6.2 -14% 

Average speed (km/h) 18.9 22.1 +17% 

Unreleased vehicles  

Unreleased demand (veh) 980 710 -27% 

% of total traffic demand 4% 3% - 

Source: AECOM (2015) 

 

Table 96 St Peters model network performance – PM Peak Hour (2021 ‘without project’ vs 2021 ‘with project’ scenario)  

Network measure 
2021 ‘without 

project’ 
2021 ‘with 

project’ 
Percentage 

change 

All vehicles 

Total traffic demand (veh) 24,800 26,320 +6% 

Total vehicle kilometres travelled in network (km) 67,000 76,720 +15% 

Total time travelled in network (hr) 2,900 2,860 -1% 

Total number of stops 124,100 129,480 +4% 

Average per vehicle 

Average vehicle kilometres travelled in network (km) 2.7 2.9 +8% 

Average time travelled in network (mins) 7.0 6.5 -7% 

Average number of stops 5.0 4.9 -2% 

Average speed (km/h) 23.1 26.8 +16% 

Unreleased vehicles  

Unreleased demand (veh) 520 50 -90% 

% of total traffic demand 2% 0% - 

Source: AECOM (2015) 

 

2031 ‘with project’ scenario 

Under the 2031 ‘with project’ scenario, the traffic demand exiting from the WestConnex portal at St Peters in the 
AM peak period increases by approximately 20 per cent and the traffic demand traveling to WestConnex in the 
PM peak increases by approximately 25 per cent compared to the 2021 ‘with project’ scenario. In addition, there 
is a significant increase in local trip generation which needs to be accommodated in the network. The change in 
total network traffic demand between 2021 and 2031 in the ‘with project’ scenarios is approximately 17 per cent in 
the AM peak period and 16 per cent in the PM peak period. 
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Under the 2031 ‘with project’ scenario, this additional traffic needs to be accommodated without any increase in 
road space attributed to WestConnex Stage 3. Figure 73 illustrates the additional network infrastructure which is 
included as part of the full WestConnex scheme. Although there is a significant increase in traffic demand in the 
2031 ‘full WestConnex and future Southern extension’ scenario, the construction of Stage 3 provides the 
additional road space through the Sydney Gateway proposals and increases the ability to distribute and 
accommodate the predicted increase in local traffic. 

Paramics modelling suggests that only about 80 per cent of the traffic demand in the 2031 ‘with project’ scenario 
could be accommodated in the network. In the absence of the development of the full WestConnex program of 
works and the future Southern extension, additional network upgrades would be required to accommodate the 
2031 ‘with project’ traffic demand in the St Peters interchange area.  

2031 Stage 2 only network 2031 Stage 3 network 

Figure 73: Road network changes at St Peters between Stage 2 and Stage 3 (future M4-M5 Link and future Sydney Gateway) 

 

2031 ‘full WestConnex and future Southern extension’ scenario 

Table 97 and Table 98 present a comparison of the modelled road network performance between the 2031 ‘full 
WestConnex and future Southern extension’ and 2031 ‘without project’ scenarios for the AM and PM peak hours. 
The increase in total vehicle kilometres travelled reflects the additional traffic attracted to and through the network 
due to the additional connectivity and accessibility with the full WestConnex program of works and the future 
Southern extension. The model indicates that the local road network would be able to accommodate increased 
traffic demand, while retaining operational efficiency. The interchange and the associated tunnels all operate well 
within capacity levels and no congestion or significant queuing is predicted by the models. 

In the AM peak hour, the network performance under the full WestConnex scenario improves with the average 
travel time per vehicle reducing by 11 per cent and average speed per vehicle increasing by 42 per cent. In the 
PM peak hour, there is a larger improvement in network performance, with the average travel time per vehicle 
reducing by 26 per cent and average speed per vehicle increasing by 74 per cent.  

Additional Stage 3 capacity 
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Table 97 St Peters model network performance – AM Peak Hour (2031 ‘without project’ vs 2031 ‘full WestConnex and future 
Southern extension’ scenario)  

Network measure 
2031 ‘without 

project’ 

2031 ‘full 
WestConnex and 

Southern 
extension’ 

Percentage 
change 

All vehicles 

Total traffic demand (veh) 27,000 34,520 +28% 

Total vehicle kilometres travelled in network (km) 72,500 117,330 +62% 

Total time travelled in network (hr) 3,840 4,360 +14% 

Total number of stops 160,600 175,140 +9% 

Average per vehicle 

Average vehicle kilometres travelled in network (km) 2.7 4.6 +72% 

Average time travelled in network (mins) 8.5 7.6 -11% 

Average number of stops 5.9 5.1 -14% 

Average speed (km/h) 18.9 26.9 +42% 

Network measure 
2031 ‘without 

project’ 
2031 ‘full 

WestConnex’ 
Percentage 

change 

Unreleased vehicles  

Unreleased demand (veh) 2,530 1,000 -60% 

% of total traffic demand 9% 3% - 

Source: AECOM (2015) 

 

Table 98 St Peters model network performance – PM Peak Hour (2031 ‘without project’ vs 2031 ‘full WestConnex and Southern 
extension’ scenario)  

Network measure 
2031 ‘without 

project’ 

2031 ‘full 
WestConnex and 

Southern 
extension’ 

Percentage 
change 

All vehicles 

Total traffic demand (veh) 27,600 36,720 +33% 

Total vehicle kilometres travelled in network (km) 72,800 125,120 +72% 

Total time travelled in network (hr) 4,470 4,420 -1% 

Total number of stops 172,700 173,530 +0% 

Average per vehicle 

Average vehicle kilometres travelled in network (km) 2.6 4.8 +83% 

Average time travelled in network (mins) 9.7 7.2 -26% 

Average number of stops 6.3 4.7 -25% 

Average speed (km/h) 16.3 28.3 +74% 

Unreleased vehicles  

Unreleased demand (veh) 2,200 270 -88% 

% of total traffic demand 8% 1% - 

Source: AECOM (2015) 
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10.3.2.2 Intersection level of service 

Table 99 provides an overview of the AM peak hour intersection LoS in the 2021 and 2031 ‘with project’ scenarios 
and compares them to the 2014 base and 2021 and 2031 ‘without project’ scenarios.  

In the 2021 ‘with project’ AM peak hour, with the additional network traffic demand and the reduction in 
unreleased demand for the northbound Princes Highway movement from the south, more traffic reaches the 
upstream intersections and leads to a reduced LoS at the Princes Highway intersections with Canal Road, 
Campbell Street and May Street. The Princes Highway / Campbell Street intersection reduction in LoS in the ‘with 
project’ scenario is as a result of balancing the traffic demand and the surrounding environment. A larger 
intersection would improve the LoS for traffic, but would increase pedestrian / cyclist crossing times and 
potentially require further property to be acquired. 

In the 2031 ‘full WestConnex and future Southern extension’ AM peak hour, improvements in LoS along the 
Princes Highway are forecast due to the reduction in forecast traffic with the additional network traffic demand 
from the Princes Highway south and from King Street.  

The Princes Highway / Railway Road and Gardeners Road / O’Riordan Street intersection remains at a poor LoS 
in all future scenarios. 

In Rebuild NSW: State Infrastructure Strategy 2014 – Update (Feb 2015), the NSW Government has committed 
$300 million for the ‘Gateway to the South’ Sydney to Illawarra Pinch Point program, including $45 million in 2015-
2016 to fix pinch points, which includes the Princes Highway / Railway Road intersection. No detail is yet available 
on the upgrades to this intersection, but any improvement is likely to lead to improved overall performance. 

Table 99 Overview of AM peak hour intersection levels of service (‘with project’ scenarios) 

Intersection 
2014 
Base 

2021 
‘without 
project’ 

2021 
‘with 

project’ 

2031 
‘without 
project’ 

2031 
‘full 

WCX’ 

Princes Highway / Sydney Park Road C B C F C 

Princes Highway / May Street E B C C A 

Princes Highway / Campbell Street D C E D F 

Princes Highway / Canal Road E C F F C 

Princes Highway / Railway Road F F F F F 

Sydney Park Road / Mitchell Road C B D B D 

Euston Road / Sydney Park Road / Huntley Street A A C A C 

Unwins Bridge Road / Campbell Street C B C B D 

Campbell Road / Euston Road A A C A D 

Campbell Road / Bourke Road* - - C - D 

Ricketty Street / Kent Road* - - C - B 

Gardeners Road / Kent Road* - - C - C 

Gardeners Road / Bourke Road C C D D D 

Gardeners Road / O'Riordan Street E F F F F 

Source: AECOM (2015) 

* These intersections are either new or substantially changed as a result of the project and so were not reported on in the base 

or without project scenarios. 

 

Table 100 provides an overview of the PM peak hour intersection LoS in the 2021 and 2031 ‘with project’ 
scenarios and compares them to the 2014 base and 2021 and 2031 ‘without project’ scenarios.  

In the 2021 ‘with project’ PM peak hour, even with the additional network traffic demand, improvements in 
intersection LoS are forecast through the project network, except for the Princes Highway / Campbell Street 
intersection. As with the AM peak hour, the LoS at this intersection is as a result of balancing the traffic demand 
and the surrounding environment. A larger intersection would improve the LoS for traffic, but would increase 
pedestrian / cyclist crossing times and potentially require further property to be acquired.  
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In the 2031 ‘full WestConnex and future Southern extension’ PM peak hour, improvements in LoS along the 
Princes Highway is forecast due to the reduction in forecast traffic with the additional network traffic demand from 
the Princes Highway south and from King Street. The Princes Highway / Railway Road intersection is still forecast 
to operate at a poor LoS. 

Again, the Gardeners Road / O’Riordan Street intersection remains at a poor LoS in most future scenarios. 

Table 100 Overview of PM peak hour intersection levels of service (‘with project’ scenarios) 

Intersection 
2014 
Base 

2021 
‘without 
project’ 

2021 
‘with 

project’ 

2031 
‘without 
project’ 

2031 
‘full 

WCX’ 

Princes Highway / Sydney Park Road D F C F C 

Princes Highway / May Street D D A D A 

Princes Highway / Campbell Street D C E F E 

Princes Highway / Canal Road F E D F C 

Princes Highway / Railway Road E F D F F 

Sydney Park Road / Mitchell Road D B D D D 

Euston Road / Sydney Park Road / Huntley Street D A C E C 

Unwins Bridge Road / Campbell Street C C D F D 

Campbell Road / Euston Road A A D F E 

Campbell Road / Bourke Road* - - B - E 

Ricketty Street / Kent Road* - - C - C 

Gardeners Road / Kent Road* - - B - C 

Gardeners Road / Bourke Road C C D E F 

Gardeners Road / O'Riordan Street D D F F F 

Source: AECOM (2015) 

* These intersections are either new or substantially changed as a result of the project and so were not reported on in the base 

or without project scenarios. 

 

Figure 74 and Figure 75 illustrate the modelled AM and PM peak hour intersection average delays and LoS for 
the 2021 ‘with project’ scenario compared to the 2021 ‘without project’ scenario. The reduction in unreleased 
demand from the northbound Princes Highway movement from the south in the ‘with project’ scenario is 
illustrated. This means the network is less congested and more trips can be accommodated in the network. 

The intersections that are forecast to operate at LoS E / F in the 2021 ‘with project’ scenario are: 

- Princes Highway / Campbell Street (AM and PM peak hours). 

- Princes Highway / Canal Road (AM peak hour) 

- Princes Highway / Railway Road (AM peak hour) 

- Gardeners Road / O’Riordan Street (AM and PM peak hours). 
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2021 ‘without project’ 2021 ‘with project’ 

Source: AECOM, 2015 

Figure 74: Intersection levels of service (2021 ‘without project’ vs 2021 ‘with project’ scenario, AM peak hour) 

 

2021 ‘without project’ 2021 ‘with project’ 

Source: AECOM, 2015 
 

Figure 75: Intersection levels of service (2021 ‘without project’ vs 2021 ‘with project’ scenario, PM peak hour) 
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Figure 76 and Figure 77 illustrate the modelled AM and PM peak hour intersection average delays and LoS for 
the 2031 ‘full WestConnex and Southern extension’ scenario compared to the 2031 ‘without project’ scenario. 

The intersections that are forecast to operate at LoS E / F in the 2031 ‘full WestConnex and Southern extension’ 
scenario are: 

- Princes Highway / Campbell Street (AM and PM peak hours). 

- Princes Highway / Railway Road (AM and PM peak hours) 

- Campbell Road / Euston Road (PM peak hour) 

- Campbell Road / Bourke Road (PM peak hour) 

- Gardeners Road / Bourke Road (PM peak hour). 

- Gardeners Road / O’Riordan Street (AM and PM peak hours). 

2031 ‘without project’ 2031 ‘full WestConnex and Southern extension’ 

   

Source: AECOM, 2015 

Figure 76: Intersection levels of service (2031 ‘without project’ vs 2031 ‘full WestConnex and Southern extension’ scenario, AM peak 
hour) 
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2031 ‘without project’ 2031 ‘full WestConnex and Southern extension’ 

   

Source: AECOM, 2015 

Figure 77: Intersection levels of service (2031 ‘without project’ vs 2031 ‘full WestConnex and Southern extension’ scenario, PM peak 
hour) 

10.3.2.3 Selected zone to zone travel times 

In addition to network statistics, average vehicle travel times through the modelled network from external zone to 
external zone have been compared between the with and without project scenarios and are presented in  
Table 101 and Table 102 for the AM and PM peak hours respectively.  

In addition to the two cross-model journeys previously reviewed, a journey from WestConnex South to north of 
Euston Road was included for comparison with the ‘without project’ travel times.  

In comparison with the ‘without project’ scenarios, there is a significant travel time saving in the ‘with project’ 
scenarios for journeys from the Princes Highway South zone to north of Euston Road between using the 
WestConnex tunnel rather than the Princes Highway in the AM peak hour.  

The travel time for journeys from the Princes Highway North (King Street) zone to Sydney Airport Domestic 
Terminal in the 2021 AM peak hour with the project remains the same, while there is a reduction in travel time in 
the 2021 PM peak hour with the project.. 

In the 2031 comparison, there is a significant reduction in travel time for journeys from the Princes Highway North 
(King Street) zone to Sydney Airport Domestic Terminal in both peak hours due to the presence of the Sydney 
Gateway.  
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Table 101 Average travel speed and journey time comparison – AM Peak Hour 

From To 

Average travel time (min) 

2021 
‘without 
project 

2021 ‘with 
project’ 

2031 
‘without 
project 

2031 ‘full 
WestConnex 
and Southern 

extension’ 

Princes Highway S North of Euston Rd 22:00 21:30 25:30 24:30 

WestConnex S North of Euston Rd - 6:00 - 6:00 

Princes Highway N 
(King St) 

Sydney Airport  
Domestic Terminal 

14:00 14:00 44:30 15:00 

 

Table 102 Average travel speed and journey time comparison – PM Peak Hour 

From To 

Average travel time (min) 

2021 
‘without 
project 

2021 ‘with 
project’ 

2031 
‘without 
project 

2031 ‘full 
WestConnex 
and Southern 

extension’ 

Princes Highway S North of Euston Rd 14:00 9:00 38:00 9:30 

WestConnex S North of Euston Rd - 6:00 - 6:30 

Princes Highway N 
(King St) 

Sydney Airport  
Domestic Terminal 

17:30 14:30 45:00 13:00 

10.3.2.4 Traffic crashes 

The frequency of crashes would be expected to change relative to the forecast traffic changes, as well as the 
intersection upgrades planned as part of the project. The potential future crashes were initially calculated using 
the historical crash rates and the forecast traffic flows. The crash reductions at the upgraded intersections were 
then applied to the forecast future crashes only for the crashes at those intersections.  

Table 103 presents the proposed intersection works that have been shown to be effective in reducing the 
likelihood of crashes at intersections and the crash reduction from these upgrades, based on the Austroads Road 
Safety Engineering Toolkit.  

Table 103 Intersection works  

Intersection Upgrade works Crash reduction 

Euston Road / 
Sydney Park Road - Upgrade from a roundabout to a signalised intersection. 30% 

Euston Road / 
Campbell Road 

- Upgrade from a priority controlled T-junction to a signalised 
four way junction 

- Additional lanes, including dedicated right-hand and left-hand 
turning lanes would be provided. 

30% 
 
35% 

Princes Highway / 
Campbell Street 

- One southbound through lane of the Princes Highway would 
be converted to a right-turn lane for vehicles to turn into 
Campbell Street (westbound). 

Nil 

Bourke Road / 
Campbell Road 
(extension) 

- A new signalised T-intersection at the junction of the Campbell 
Road extension and Bourke Road. 

30% 



AECOM WestConnex New M5 
 

Revision H – 18-Nov-2015 
Prepared for – Roads and Maritime – ABN: 76 236 371 088  

260

Intersection Upgrade works Crash reduction 

Bourke Road / 
Bourke Street / 
Gardeners Road 

- Bourke Street northbound would be widened from one lane to 
three lanes and would include one combined left / through 
lane, one through lane and one right turn lane.  

- Bourke Road southbound would be widened from two to four 
lanes and would include one dedicated left-turn lane, one 
combined left-turn / through lane and two right-turn lanes. 

- Gardeners Road westbound would be widened from three 
lanes to four, including two right-turn lanes into Bourke Road 
northbound and two through lanes. 

20% 

Gardeners Road / 
Kent Road 

- Upgrade to a priority control to a signalised intersection 30% 

Bedwin Road / 
Campbell Street / 
Unwins Bridge Road / 
May Street 

- Construction of a new left-hand turn from Campbell Street into 
Unwins Bridge Road.  

- Extension of the left-turn lane from Unwins Bridge Road into 
Bedwin Road.  

- Construction of a new right-hand turn lane from May Street into 
Bedwin Road.  

- Removal of the high angle left turn from May Street into 
Campbell Street and replacement with a dedicated left turn 
lane.  

- New right turn from Campbell Street into May Street. 

35% 

 

Table 104 presents the crashes forecast under the 2021 ‘with project’ scenarios compared to the ‘without project’ 
scenarios.  

Daily traffic on the Princes Highway, Canal Road / Ricketty Street / Gardeners Road and Bourke Road is 
generally forecast to decrease in the 2021 ‘with project’ scenarios compared to the ‘without project’ scenarios. In 
combination with the above intersection upgrades, this would result in a decrease in total number and cost of 
crashes. 

The current high crash rate on Euston Road is driven by accidents at the Euston Road / Sydney Park Road 
intersection, which account for about 85 per cent accidents on the section of Euston Road between Sydney Park 
Road and Campbell Road. The Euston Road / Campbell Road intersection accounts for another five per cent of 
the accidents on this section of Euston Road. The upgrade of these two intersections to signalised intersections is 
considered to be effective in reducing the crashes at the intersections by 30 per cent each21. Allowing for this, an 
increase in the total number and cost of crashes is still expected on Euston Road due to the large increase in 
forecast traffic. 

Table 104 shows that, with the project and the associated traffic control improvements, there is a negligible 
change in the number and cost of annual crashes at these locations (with a less than two per cent difference). 

                                                           
21 Austroads Road Safety Engineering Toolkit (http://www.engtoolkit.com.au/default.asp?p=treatment&i=33), accessed 
September 2015 
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Table 104 St Peters and surrounds: Crash comparison between 2021 ‘with project’ and ‘without project’ scenarios 

Road Section from Section to 
Section 
length 
(km) 

ADT 
(veh) 

Average 
annual 
crashes 

Average 
annual cost 

2021 ‘without project’ 

Princes Highway Enmore Road Gannon Street 3.8 62,840 100 $22,289,840 

Canal Road / 
Ricketty Street / 
Gardeners Road 

Princes Highway Botany Road 2.4 47,280 59 $11,410,421 

Euston Road Sydney Park Road Campbell Road 0.9 5,870 5 $1,325,584 

Bourke Road Wyndham Street Gardeners Road 2.1 15,250 18 $3,902,584 

2021 ‘with project’ 

Princes Highway Enmore Road Gannon Street 3.8  59,370  95 $21,059,607 

Canal Road / 
Ricketty Street / 
Gardeners Road 

Princes Highway Botany Road 2.4  37,010  45 $8,711,249 

Euston Road Sydney Park Road Campbell Road 0.9  43,960  33 $7,062,407 

Bourke Road Wyndham Street Gardeners Road 2.1 11,250 12 $2,570,652 

 

Table 105 compares the crashes forecast under the 2031 scenarios. In the 2031 ‘full WestConnex and Southern 
extension’ scenario, notwithstanding the intersection upgrades, the forecast increase in traffic on Euston Road 
would cause an increase in the total number and cost of crashes on Euston Road, south of Sydney Park Road. 
However, the significant decrease in daily traffic forecast on the Princes Highway and Canal Road / Ricketty 
Street / Gardeners Road, in combination with the intersection upgrades, would result in a significant reduction in 
the total number and cost of crashes on these roads. 

Table 105 shows that, with the traffic diverted into the WestConnex Stage 3 motorway, there is a significant 
benefit in the reduction in number and cost of crashes at these locations (nearly 50 per cent difference). 

Table 105 St Peters and surrounds: Crash comparison between 2031 ‘without project’ and ‘full WestConnex and Southern extension’ 
scenarios 

Road Section from Section to 
Section 
length 
(km) 

ADT 
(veh) 

Average 
annual 
crashes 

Average 
annual cost 

2031 ‘without project’ 

Princes Highway Enmore Road Gannon Street 3.8 69,950 112 $24,810,976 

Canal Road / 
Ricketty Street / 
Gardeners Road 

Princes Highway Botany Road 2.4 54,940 69 $13,257,922 

Euston Road Sydney Park Road Campbell Road 0.9 6,950 6 $1,569,242 

Bourke Road Wyndham Street Gardeners Road 2.1 17,350 21 $4,439,148 

2031 ‘full WestConnex and Southern extension’ 

Princes Highway Enmore Road Gannon Street 3.8 18,080 29 $6,414,542 

Canal Road / 
Ricketty Street / 
Gardeners Road 

Princes Highway Botany Road 2.4 22,120 27 $5,207,199 

Euston Road Sydney Park Road Campbell Road 0.9 51,500 38 $8,273,733 

Bourke Road Wyndham Street Gardeners Road 2.1 14,420 16 $3,295,414 
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 Regional network impacts  10.3.3

10.3.3.1 Unreleased demand  

Unreleased demand is the number of vehicles unable to enter the Paramics model due to congestion extending 
back into model entry points. This would be realised as queues on the approaches to the modelled network. The 
number of unreleased vehicles is an indication of the effectiveness of the network. For a defined traffic demand, 
the lower the number of unreleased vehicles there are, the better the network is able to accommodate the 
demand flows. 

The network performance results summary in Table 106 indicate that by 2031 in the ‘without project’ scenario, the 
unreleased demand is approaching 10 per cent and becoming significant. The development of the full 
WestConnex program of works and the Southern extension is shown to reduce this unreleased demand, thereby 
relieving some of the queuing back onto the wider road network.  

It should be noted that a significant increase in the total traffic demand (over 20 per cent in each peak hour) is 
forecast in the 2031 ‘full WestConnex and Southern extension’ scenario compared to the 2031 ‘without project’ 
scenario. The traffic demand increases in the ‘with project’ scenarios cannot be fully accommodated by the 
network. However, the number of unrealised vehicles is smaller in the ‘with project’ scenarios than in the ‘without 
project’ scenarios. This represents lower levels of congestion for the ‘with project’ scenarios when compared to 
the ‘without project’ scenarios. This indicates that the upgraded core St Peters road network is forecast to deliver 
an improved network performance, accommodating more of the background traffic growth, as well as the induced 
traffic as a result of the project.   

Table 106 St Peters model network performance – summary of unreleased demand in peak hours between scenarios  

Network measure 
2021 ‘without 

project’ 
2021 ‘with 

project’ 
2031 ‘without 

project’ 

2031 ‘full 
WestConnex 
and Southern 

extension’ 

AM peak hour 

Total traffic demand (veh) 23,800 25,290 27,000 34,520 

Unreleased demand (veh) 980 710 2,530 1,000 

% of total traffic demand 4% 3% 9% 3% 

PM peak hour 

Total traffic demand (veh) 24,800 26,320 27,600 36,720 

Unreleased demand (veh) 520 50 2,200 270 

% of total traffic demand 2% 0% 8% 1% 

Source: AECOM (2015) 

10.3.3.2 Routes adjacent to the study area 

Table 107 indicates the changes in peak hour traffic volumes on routes adjacent to the study area with and 
without the project in 2021.  

Increased peak hour volumes are forecast along Railway Road, Euston Road (north of Sydney Park Road), 
Edgeware Road and Gardeners Road in both peak hours. Similar or slight reduced peak hour volumes are 
generally forecast along King Street and Princes Highway (south of Railway Road) in the both peak hours. 

Table 108 indicates the changes in peak hour traffic volumes on routes adjacent to the study area with and 
without the project in 2031. 

A similar pattern to 2021 is indicated. Increased peak hour volumes are generally forecast along Railway Road, 
Euston Road (north of Sydney Park Road), Edgeware Road and Gardeners Road in both peak hours. Reduced 
peak hour volumes are forecast along Princes Highway (south of Railway Road), while similar or reduced flows 
along King Street northbound and increased flows along King Street southbound are forecast, in both peak hours. 
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Table 107 Comparison between 2021 ‘without project’ and ‘with project’ mid-block traffic flows 

Location Direction 

AM peak hour PM peak hour 

2021 
‘without 
project’ 

2021 ‘with 
project’ 

Change 
in flow 

2021 
‘without 
project’ 

2021 ‘with 
project’ 

Change 
in flow 

veh/hr veh/hr % veh/hr veh/hr % 
King Street, 

south of Alice 
Street 

Northbound 880 800 -10% 830 910 10% 

Southbound 560 620 11% 1,030 1,010 -2% 

Railway Road, 
west of Princes 

Highway 

Eastbound 540 590 9% 640 910 42% 

Westbound 630 730 16% 1,150 1,490 30% 

Princes Highway, 
south of Railway 

Road 

Northbound 2,590 2,580 0% 1,710 1,760 3% 

Southbound 1,060 980 -8% 2,390 2,360 -1% 

Euston Road, 
north of Sydney 

Park Road 

Northbound 1,050 1,950 86% 820 1,280 56% 

Southbound 790 1,110 41% 1,340 1,940 45% 

Edgeware Road, 
west of 

Edinburgh Road 

Eastbound 720 780 8% 1,060 1,090 3% 

Westbound 770 910 18% 830 1,030 24% 

Gardeners Road,  
west of 

O'Riordan Street 

Eastbound 1,230 1,350 10% 1,410 1,570 11% 

Westbound 1,150 1,150 0% 1,060 1,270 20% 

Source: AECOM (2015) 

 

Table 108 Comparison between 2031 ‘without project’ and ‘full WestConnex and Southern extension’ mid-block traffic flows 

Location Direction 

AM Peak PM Peak 

2031 
‘without 
project’ 

2031 ‘full 
WestConnex 

and 
Southern 
extension’ 

Change 
in flow 

2031 
‘without 
project’ 

2031 ‘full 
WestConnex 

and 
Southern 
extension’ 

Change 
in flow 

veh/hr veh/hr % veh/hr veh/hr % 
King Street, 

south of Alice 
Street 

Northbound 1,100 870 -21% 890 940 6% 

Southbound 450 730 62% 980 1,210 23% 

Railway Road, 
west of Princes 

Highway 

Eastbound 490 650 33% 700 680 -3% 

Westbound 630 990 57% 1,280 1,910 49% 

Princes Highway, 
south of Railway 

Road 

Northbound 2,550 2,180 -15% 1,660 720 -57% 

Southbound 1,150 550 -52% 2,310 2,110 -9% 

Euston Road, 
north of Sydney 

Park Road 

Northbound 990 2,120 114% 780 1,530 96% 

Southbound 970 1,580 63% 1,500 2,160 44% 

Edgeware Road, 
west of 

Edinburgh Road 

Eastbound 760 820 8% 1,030 1,110 8% 

Westbound 830 920 11% 730 1,040 42% 

Gardeners Road,  
west of 

O'Riordan Street 

Eastbound 1,280 1,790 40% 1,560 1,650 6% 

Westbound 1,150 1,410 23% 1,140 1,660 46% 

Source: AECOM (2015) 
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10.3.3.3 Intersections adjacent to the core modelled area 

As described in Section 4.1.3, a core network was modelled around the St Peters interchange that encompassed 
the intersections modified as part of the St Peters interchange works. The performances of other intersections in 
the broader model coverage were also assessed and are reported on to highlight locations warranting additional 
attention by Roads and Maritime. 

The modelling of these indicated that there would be congestion and resultant poor levels of intersection 
performance (LoS E / F) at the following locations in the 2031 ‘full WestConnex and Southern extension’ scenario: 

- Kent Road / Coward Street (AM and PM peak hours) 

- Gardeners Road / Botany Road (AM and PM peak hours) 

- Botany Road / Coward Street (AM and PM peak hours) 

- Canal Road / Burrows Road (PM peak hour) 

- Coward Street / O’Riordan Street (PM peak hour). 

 Public transport services 10.3.4

10.3.4.1 Changes to bus infrastructure 

The local road upgrades would provide the opportunity for potential future public transport connections between 
the Princes Highway, St Peters and Gardeners Road, Mascot via the Campbell Street extension. 

The bus stop on the southbound side of Canal Road along route 418 (Burwood to Bondi Junction) near the 
intersection of the Princes Highway would be permanently relocated further south along Canal Road to 
accommodate access and egress of construction vehicles using the Canal Road construction ancillary facilities 
throughout construction of the project. The final location of this bus stop would be determined during detailed 
design and in consultation with Transport for NSW.  

The existing bus stop on Euston Road northbound, south of the intersection with Maddox Street, would be 
temporarily relocated throughout the upgrade of Euston Road and Maddox Street. The bus stop would be 
reinstated following upgrade of Euston Road. 

10.3.4.2 Impacts on bus operations 

For bus services operating through the St Peters study area, the forecast changes in traffic volumes and local 
road upgrades are likely to impact on bus operations. Preliminary analysis of forecast bus operations for 2021 in 
the St Peters and Mascot vicinity was undertaken to assess the travel time impact for buses through the modelled 
St Peters road network. This identified a range of future bus performance and reliability issues in the area both 
with and without the project.  

Note that the Paramics model used is not a bus priority assessment model, but a project assessment model e.g. 
the model does not simulate PTIPS, which provides priority at intersections if a bus is running behind schedule. 

Table 109 provides a summary of the change in bus travel times for the bus routes planned to be in operation in 
2021, as supplied by Transport for NSW. A negative value indicates a travel time reduction. 

While it has identified that many routes could benefit from improved travel time due to improved traffic 
management and changed traffic demand, there are clearly specific locations and routes likely to be impacted by 
increased travel times. While some of the increased travel time is due to additional traffic, changed conditions on 
the network, e.g. Sydney Park Road / Euston Road intersection changing from the current roundabout control to 
signals, also affects bus travel time.  

There are 22 services crossing the St Peters area, including several ‘Suburban’ tier strategic routes, identified in 
Sydney’s Bus Future as among the city’s most important bus corridors. Of these 22 services, six PM peak 
services are forecast to experience a travel time improvement of 20 per cent or better for the sections of the route 
running through the area, in comparison with a future scenario with no project. Three services are forecast to 
have their AM peak travel time through the area increased by 20 per cent or more, while two services are forecast 
to be similarly affected during the PM peak period.   
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Care needs to be taken in interpreting the outputs as modelling edge effects, where vehicles can be held for a 
period of time before entering the model, can add time delays. It is also noted that the buses travelling through the 
modelled network have origins and destinations further afield and therefore the travel time changes (ranging from 
a saving of around 9.6 minutes to an increase of around 3.3 minutes) should be seen in the context of the longer 
journey times and distances. 

The project offers a flexible design which does not preclude bus priority measures being included in the 
future. Roads and Maritime and Transport for NSW would continue to work together to deliver Sydney’s Bus 
Future in this area, and the surface road network can be adapted to include measures identified at a future date. 

Table 109 Comparison between bus travel times through the St Peters network (2021 ‘with project’ vs 2021 ‘without project’) 

Route 
AM Peak PM Peak 

Travel time 
difference (mins) 

% change 
Travel time 

difference (mins) 
% change 

305 NB 2.8 25% 2.6 24% 

305 SB -0.2 -1% 0.0 0% 

308 EB 0.0 0% -3.4 -33% 

308 WB 1.5 24% -0.1 -2% 

309 NB 0.6 6% -0.6 -5% 

309 SB -0.2 -2% -0.6 -6% 

310 NB -0.1 -1% -1.0 -8% 

310 SB -0.4 -5% -0.6 -6% 

348 EB 1.4 8% -6.0 -29% 

348 WB -0.7 -5% 0.7 5% 

370 EB -0.6 -7% -3.8 -35% 

370 WB 2.5 33% 3.3 48% 

400 EB -0.8 -4% 0.5 2% 

400 WB 0.1 0% -3.6 -14% 

410 EB -0.6 -3% -1.4 -8% 

410 WB 1.7 8% -0.6 -3% 

418 EB -6.0 -19% -9.6 -33% 

418 WB 0.3 2% 2.1 13% 

422 NB 1.4 9% -6.4 -36% 

422 SB -2.2 -15% -4.0 -26% 

5 NB 0.6 5% 0.7 6% 

5 SB 1.4 11% -0.2 -1% 

Source: AECOM (2015) 

 

 Walking and cycling facilities 10.3.5

Sydney’s Walking Future (Transport for NSW, 2013) and Sydney’s Cycling Future (Transport for NSW, 2013) are 
the NSW Government’s long-term plan to promote and provide for walking and cycling throughout Sydney. The 
Transport Master Plan and Sydney’s Cycling Future also provide the strategic policy direction to ensure ‘that the 
needs of bike riders are built into the planning of new transport and infrastructure projects’. 

The project would support Sydney’s Cycling Future objectives by: 

- Maintaining and, where feasible, improving network connectivity 

- Where there is a substantial reduction in traffic as a result of the new infrastructure, investigating 
opportunities for enhanced cycling facilities 
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- Where existing cycling facilities, or access to them, are directly affected during or post construction, 
relocating the cycling to provide long-term enhancement. 

The local road upgrades would include provision of new and upgraded pedestrian and cycle infrastructure. This 
infrastructure has been designed to maintain and enhance pedestrian and cyclist accessibility and connectivity, 
particularly around the St Peters interchange and Sydney Park. 

The most significant new infrastructure would be the construction of a pedestrian and cycle bridge across the 
Alexandra Canal and over the on and off ramps at the St Peters interchange and construction of a pedestrian and 
cycle bridge across Campbell Road to Sydney Park. This would provide a cross-regional separated cycleway 
connecting the Bourke Road cycleway at Mascot Town Centre across the Alexandra Canal to St Peters at Unwins 
Bridge Road. This will provide an opportunity to integrate cycling facilities with the Camdenville Park master plan.  

Other key pedestrian and cycle infrastructure to be delivered as part of the local road upgrades would include:  

- A shared path along the western side of Euston Road between Campbell Road and Sydney Park Road.  

- An on-road separate cycle way along Bourke Road between Campbell Road and Church Avenue 

- Retention of the on-road cycle lane on Bourke Road, north of the Campbell Road extension  

- Provision of footpaths along all local roads upgraded as part of the project.  

The upgrades to pedestrian and cycle infrastructure would provide for a safe cyclist and pedestrian environment 
by minimising the interface of cyclists and pedestrians with vehicular traffic, and would also provide a regional 
cycle connection between Mascot and Marrickville. 

Three new pedestrian pathways would also be provided around the St Peters interchange to enhance pedestrian 
connectivity:  

- Parallel to the Princes Highway along the north-western site boundary, providing a pedestrian connection 
between the Princes Highway at the intersection of Canal Road and Campbell Street, near the intersection 
of Albert Street 

- Along the northbound (western) side of Canal Road 

- Between the future Sydney Gateway and the Princes Highway, providing a pedestrian connection between 
the future Sydney Gateway crossing of Canal Road with the Princes Highway at the intersection with Canal 
Road.  

Pedestrian and cycle infrastructure associated with the local road upgrades component of the project are shown 
on Figure 78. These are described and depicted further in Chapter 5 of the EIS. 

 Impact on local property access and on-street parking 10.3.6

Due to the extensive change in the road layouts as part of the St Peters interchange and the local road upgrades, 
there are permanent impacts on property and business access and on street parking provision. This is described 
in Table 110. Most of the spaces lost occur along non-residential roads. The final numbers would be confirmed 
during detailed design. 
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Table 110 Indicative permanent impact on parking 

Road section Indicative impact 

Campbell Street, between Princes 
Highway and Unwins Bridge Road 

Addition of 34 on-street and 26 off-street spaces 

Albert Street Loss of 44 spaces along both sides 
Campbell Road, between Barwon Park 

Road and Burrows Road 
Loss of 111 spaces along both sides 

Burrows Road, south-west of Campbell 
Road 

Loss of 8 spaces along both sides  

Burrows Road, north-east of Campbell 
Road 

Loss of 15 spaces along both sides  

Euston Road, north of Sydney Park 
Road intersection 

Loss of 24 spaces along both sides 

Huntley Street, east of Euston Road  Loss of 28 spaces along both sides  
Princess Highway Loss of 18 spaces along both sides 

May Street Loss of 38 spaces along both sides 
Unwins Bridge Road Loss of 33 spaces along both sides 

Brown Street Possible loss of up to 6 spaces during integration / tie-in works 
Florence Street Possible loss of up to 6 spaces during integration / tie-in works 
St Peters Street Possible loss of up to 6 spaces during integration / tie-in works 

Gardeners Road, between Kent Road 
and cul-de-sac of Gardeners Road 

Loss of 47 on-street spaces 

Bourke Road, north of Bourke Street / 
Gardeners Road intersection 

Loss of 16 off-street spaces 

 
 
 

 
 

Figure 78: Pedestrian and cycle infrastructure proposed at St Peters 
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10.4 Fulfilment of project objectives  

The core traffic and transport objectives of the project are identified in Section 2.1. The performance of the 
project as identified in this section is discussed below under each objective. 

- Support Sydney’s long-term economic growth through improved motorway access and connections linking 
Sydney’s international gateways (Sydney Airport and Port Botany), Western Sydney and places of business 
across the city 

The assessment has identified large reductions in vehicle travel time along the M5 East corridor between King 
Georges Road in the west and Foreshore Road in the east. This would ensure greater accessibility between 
Sydney’s south-western suburbs with the Sydney CBD as well as the airport and port. The New M5 would also 
operate at an improved LoS compared to the current road network and would ultimately provide connectivity to 
the M4–M5 Link, making it a desirable choice for motorists. As part of the full WestConnex project, the New M5 
would help to complete Sydney’s motorway network. As a result, connectivity between the major centres identified 
in this objective would be improved as a result of the project. 

- Relieve road congestion so as to improve the speed, reliability and safety of travel in the M5 Motorway 
corridor, including parallel arterial roads 

As discussed above, large reductions in vehicle numbers and travel time along the M5 East Motorway were 
identified, which would improve speed, journey reliability and safety in this corridor. The project would also provide 
additional route options along the corridor and therefore increase network resilience in the event of incidents, 
especially in the M5 East tunnel. Some improvement along parallel arterial roads is forecast, while increased 
flows are forecast on others, e.g. Stoney Creek Road. An operational traffic review would be undertaken to 
confirm the operational traffic impacts of the project on surrounding arterial roads about 12 months after the 
commencement of operation of the project. 

- Cater for the diverse travel demands along these corridors that are best met by road infrastructure 

Regionally significant cycleways routes would be created to provide east-west connectivity across Alexandra 
Canal connecting the Bourke Road cycleway to St Peters at Unwins Bridge Road.  Such infrastructure would 
increase active transport links for existing populations and the growing populations of Mascot and the Ashmore 
Estate in Erskineville. 

- Enhance the productivity of commercial and freight generating land uses strategically located near transport 
infrastructure 

The improvement in connectivity and journey times across the corridor provides space for the increased 
productivity of land uses. The New M5 would improve accessibility and travel times for commercial and freight-
generating land uses in the St Peters and Beaconsfield employment and light industrial areas, as well as outside 
the boundaries of the corridor. This would allow enhanced productivity of such land uses further from the Sydney 
CBD.  This in turn would assist in relieving pressures for increased residential land use zonings in areas closer to 
the CBD.  

- Provide for integration with other WestConnex projects while not significantly impacting on the surrounding 
environment in the interim period 

The project has been designed to accommodate connection to the future M4-M5 Link, without interrupting the 
operational efficiency.  Further connections would be safeguarded for the Sydney Gateway to ensure it could be 
seamlessly integrated with the proposed St Peters Interchange.   

During the interim period, the environment surrounding St Peters interchange would not experience significant 
traffic impacts, as the Local Roads component has been designed to accommodate traffic projections for both the 
project and future WestConnex projects.  

As part of the broader WestConnex, the project would support NSW’s key economic generators and provide a 
strategic response to the currently inadequate, and highly congested, road network. Critically, this includes a 
targeted response to current failures in the motorway network that support Sydney’s global economic corridor and 
Western Sydney, both of which are important to the economic development of NSW and Australia. Improvements 
to the transport network, including the project, would support the global economic corridor and Western Sydney 
by enabling domestic and international freight and trade and therefore underpin a sustainable NSW economy and 
Sydney’s role as a global city. 
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11.0 Management of impacts  

11.1 Construction 

 Traffic management plans 11.1.1

A Traffic Management and Safety Plan (TMSP) would be prepared as part of the Construction Environmental 
Management Plan (CEMP). The TMSP would include the guidelines, general requirements and principles of traffic 
management to be implemented during construction. It would be prepared in accordance with Austroads Guide to 
Road Design (with appropriate Roads and Maritime supplements), the RTA Traffic Control at Work Sites manual 
and AS1742.3: Manual of uniform traffic control devices – Part 3:Traffic control for works on roads, and any other 
relevant standard, guide or manual. It would seek to minimise delays and disruptions, and identify and respond to 
any changes in road safety as a result of highway construction works. 

The overarching strategy of the traffic management and safety plan is to: 

- Ensure all road users are considered during all stages of the project 

- Provide safe routes for pedestrians and cyclists during construction 

- Design the permanent works so that interaction with existing road users is minimised thereby creating a 
safer work and road user environment 

- Plan and stage works to minimise the need for road occupancy, where possible  

- Minimise the number of changes to the road users’ travel paths and, where changes are required, implement 
a high standard of traffic controls which effectively warn, inform and guide. This would minimise confusion by 
providing clear and concise traffic management schemes 

- Comprehensively communicate changes to roads or paths to emergency services, public transport 
operators, other road user groups and any other affected stakeholders. 

- Propose a detailed travel management strategy for construction staff at the various worksites, in consultation 
with local councils and stakeholders associated with any facilities adjacent to the project site. This would 
include the promotion of public transport and car-pooling to reduce worksite-related vehicle movements, and 
also investigate feasible options for the provision of parking strategies to reduce parking on local roads. 

 Other mitigation strategies 11.1.2

It is expected that the construction contractor would take all reasonable measures to ensure that road user delays 
are kept to an absolute minimum and that access is maintained for all road users.  

In addition to development of a TMSP, the following mitigation strategies would be implemented to manage and 
control traffic during construction: 

- Identify potential road user delays during the planning and consultation phases 

- During the detailed design stage, develop construction staging and temporary works that minimises conflicts 
with the existing road network and maximises spatial separation between work areas and travel lanes 

- Maintain existing peak period road network capacity during construction unless approval is obtained from 
Roads and Maritime, TMC or relevant stakeholders 

- Isolate work areas from general traffic using temporary safety barriers  

- Develop alternative work methods to minimise delays and road user impacts, for example utilising more 
efficient plant and equipment, and applying different design solutions 

- Provide temporary closed-circuit television (CCTV) and Variable Message Signs (VMS) at the outset of 
construction to link with the existing TMC network to facilitate monitoring and management of impacts 

- During construction, work with the TMC to observe traffic flows and incidents from CCTV footage 

- Provide a mechanism for the community to report incidents and delays, for example a project phone 
number. This could be advertised along the construction site’s interface with the road network 
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- Analyse traffic volume data to identify capacity requirements, assess the potential impact of lane 
occupancies on traffic flows, plan lane occupancies to minimise the work area, and identify the best time to 
minimise inconvenience to road users. Restrictions and obstructions would be limited, road capacities 
maximised and peak traffic periods avoided where possible  

- Provide clear and concise guidance and support amongst key stakeholders involved in the Traffic and 
Transport Liaison Group 

- Minimise impacts on the pedestrian paths and cycle lanes, and provide alternatives during construction 
where practical and safe to do so  

- Identify impacts to bus stops and provide alternative locations and access. This would be undertaken in 
consultation with Transport for NSW and the relevant bus service provider 

- Manage local road closures and maintain adequate property access. This would be undertaken in 
consultation with Roads and Maritime, local councils and property owners likely to be impacted 

- Prepare a spoil management plan with subsequent monitoring of heavy vehicle and haul routes to ensure 
compliance and minimise impact on local roads off the arterial road network 

- Prepare a road dilapidation report identifying existing conditions of local roads and mechanisms to repair 
damage to the road network caused by heavy vehicle movements associated with the project. 

11.2 Operation 

 Network changes included in project design 11.2.1

Layout changes to the existing road network have been proposed to complement and/or mitigate the impacts of 
the project within the project design, as described in Section 2.2 and Section 10.3.1.  

 Operational traffic review 11.2.2

The assessment has identified a number of intersections where the operational performance would change 
significantly under the future traffic demands as modelled. This assessment has been based on modelled traffic 
demand and, consequently, the outcome may be affected by the limitations of the modelling process as described 
in Section 4.1. 

The resolution of the proposed future Sydney Gateway interchange, which is still subject to refinement, would also 
impact on the operation of the road network in Mascot (e.g. Coward Street and Sydney Airport access 
intersections).  

An operational traffic review would be undertaken to confirm the operational traffic impacts of the project on 
surrounding arterial roads and major intersections about 12 months after the commencement of operation of the 
project.  

In undertaking the review, the level of service would be assessed at major intersections in the St Peters and 
Mascot area, as well as at the M5 East / King Georges Road interchange. Changes in traffic levels on parallel 
arterial roads, such as Stoney Creek Road, should also form part of the traffic review. 

The assessment would be based on actual traffic counts and the methodology used would be comparable with 
that used in this assessment. The results and recommendations of the review would assist the development of 
Roads and Maritime’s network operations and infrastructure provision plans. 

The project offers a flexible design which does not preclude bus priority measures being included in the 
future. Roads and Maritime and Transport for NSW would continue to work together to deliver Sydney’s Bus 
Future and the surface road network can be adapted to include measures identified at a future date. 
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 Other management techniques and mitigation measures 11.2.3

Management of network assets is a key function of Roads and Maritime which uses network and corridor planning 
strategies to best manage and enhance these assets to maximise community benefits. As defined in the RTA 
Network and Corridor Planning Practice Notes (2008), network and corridor planning is a process aimed at 
enhancing the capacity to manage and enhance the road network to meet community expectations. Integrated 
network and corridor planning processes are critical to working towards the vision of ‘a safe, sustainable and 
efficient road transport system’.  

The process involves a few key elements including: 

- Setting network and corridor objectives in line with NSW and Australian Government strategies and 
community expectations 

- Analysing anticipated performance against appropriate safety, traffic and asset measures 

- Identifying strategic priorities to achieve appropriate safety, traffic and asset performance over the longer 
term within the context of limited funding. 

As a key part of network management, network and/or corridor optimisation is a key tool in the management of 
project impacts. Together with the ongoing development of the Roads and Maritime Pinch Point Program, which 
targets peak hour traffic hotspots, and other infrastructure measures previously discussed, network optimisation 
facilitates the management of impacts identified to ensure travel time savings are maintained to the greatest 
possible extent by minimising intersection and mid-block delays. 

In addition to an optimisation strategy and potential infrastructure provision, the maintenance of the existing traffic 
control system is a key ingredient in providing Roads and Maritime with the tools to appropriately manage 
congestion on the network. A review of existing SCATS infrastructure at key intersections in the study area, 
including detectors, should be undertaken and upgrades should be implemented where appropriate. 
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