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TRAFFIC STATEMENT  EVERLEIGH REGIONAL SPORT & 
RECREATION PARKS 

29/04/2021 

Bradley Jones 

MIR-017-R01 

1. INTRODUCTION 

Premise was engaged by Mirvac to prepare a Traffic Statement for Everleigh regional sport & recreation parks 
based on Premise sketches: 

 MIR-017-SKC06: Northern Park Link Overall Functional Layout; 

 MIR-017-SKC07: Northern Park Link Intersection Functional Layout; 

 MIR-017-SKC08: Southern Car Park Road Traffic Functional Layout; and 

 MIR-017-SKC09: Typical Cross Sections. 

The precinct incorporates parking for more than 440 cars and six (6) buses including: 

 106 off-street spaces provided at the western end of the Northern Park Link near a proposed sports oval 

 125 off-street spaces provided in the Southern Car Park near three (3) proposed sports fields; and 

 107 off-street spaces provided at the eastern end of the Northern Park Link near eight (8) proposed courts. 

 62 spaces on Ivory Parkway passing through the regional sport & recreation parks; and 

 Approximately 200 on street parking spaces which front the regional sport and recreation parks located 
on Everleigh Drive, Anderson Drive, Watercress Drive and the future road south of the parkland (south) 
and wetland.  

This statement includes: 

 Frontage assessment; 

 Access assessment including turn warrant assessment, intersection analysis and sight distances; 

 Northern Park Link (Road 53) assessment; 

 Southern Car Park assessment; and 

 Parking assessment. 

  



2. FRONTAGE ASSESSMENT 

2.1 Approved Movement Network Infrastructure Master Plan 
 dated 03 March 2017 by MWH for 

Mirvac was approved on 9 August 2017 as part of the development approval DEV2016/768. Figure 1 

map. The regional sport & recreation parks are located centrally within the Everleigh development with 
frontage to Neighbourhood Connector 1 class roads and residential standard lots. A park connector is aligned 
generally east-west through the regional sport & recreation parks with a community facility (school) located 
on the northwest corner of the eastern Neighbourhood Connector 1 / Park Connector intersection. 

 

Figure 1 - Road layout and hierarchy map (reproduced from the "Movement Network Infrastructure Master 
Plan") 

  



As shown by MIR-017-SKC06, Everleigh Drive to the west and Anderson Drive to the east are Neighbourhood 
Connector 1 class roads. Figure 2 reproduce  
the cross section of a Neighbourhood Connector 1. This cross section is generally consistent with a 
Neighbourhoo
Development Queensland, February 2019). Guideline 6 provides the following additional information regarding 
neighbourhood connectors: 

 Neighbourhood connector streets connect neighbourhood destinations including shops and parks, 
provide access to the surrounding road network and can include a bus and a safe family friendly cycling 
route; 

 3000  7499 vpd; 

 Direct property access; 

 No traffic calming;  

 Default 50 km/h posted speed; and 

 120 metres intersection spacing. 

 

Figure 2 - Neighbourhood Connector 1 cross section (reproduced from the "Movement Network Infrastructure 
Master Plan") 

 
  



Ivory Parkway as shown by MIR-017-SKC06, SKC07 and SKC08 is a Park Connector. Figure 3 and Figure 4 
r
Park Connector 1 with regional park on both sides and a Park Connector 2 adjacent to a school. Park 
Connectors differ from Neighbourhood Connectors in that no shared path is provided off-road. This is 
acceptable as off-road cycle facilities are provided in the adjacent regional park. The Park Connector 2 differs 
from a Park Connector 1 in that the footpath adjacent to the school is widened from the standard minimum 
width of 1.5m to 4m which provides for movement of students on foot and bicycles as well as waiting children 
and parents at school pick-up time.  
 

 

Figure 3 - Park Connector 1 cross section (reproduced from the "Movement Network Infrastructure Master Plan") 

 

 

Figure 4 - Park Connector 2 cross section (reproduced from the "Movement Network Infrastructure Master Plan") 

  



In areas where residential standard lots are located adjacent to the regional sport & recreation park, Access 
Streets (Park) may provide frontage. Figure 5 ovement Network Infrastructure Master 

consistent with a 
Neighbourhood Access Street in Guideline 6 except that the verge width adjacent to the park is reduced to 
2.2m. This is acceptable as services corridors are not required on the park frontage. 
 

 

Figure 5 - Access Street (Park) cross section (reproduced from "Movement Network Infrastructure Master Plan") 

  



Figure 6 
transport network. Bus routes can be provided on Neighbourhood and Park Connectors with indented bus 
stop pairs proposed adjacent to the regional sport & recreation parks at the following locations: 
 On Everleigh Drive immediately north of Ivory Parkway; 

 On Anderson Drive adjacent to the community facility (school); and 

 On Anderson Drive south of Ivory Parkway. 

frontage with capacity for five (5) buses and will be available to support the regional sport & recreation parks 
at times other than school drop-off and pick-up. 

 

Figure 6 - Ultimate public transport network (reproduced from "Movement Network Infrastructure Master Plan") 

 

  



2.2 Without Development  Traffic Volumes 
Figure 7 shows estimated typical daily traffic volumes on Everleigh Drive, Anderson Drive and Ivory Parkway 
fronting the regional sport & recreation park when Everleigh is fully developed. Traffic volumes are consistent 
with those recommended as appropriate for a Neighbourhood Connector in Guideline 6. 

 

 

Figure 7 - Estimated typical daily traffic volumes when Everleigh is fully developed 

  



Figure 8 and Figure 9 respectively show estimated typical morning and evening peak hour traffic volumes at 
intersections on Everleigh Drive, Anderson Drive and Ivory Parkway fronting the regional sport and recreation 
park when Everleigh is fully developed. 

 

 

Figure 8 - Estimated typical morning peak hour traffic volumes when Everleigh is fully developed 

 

 

Figure 9 - Estimated typical evening peak hour traffic volumes when Everleigh is fully developed 

  



3. ACCESS ASSESSMENT 

Vehicle access to the regional sport & recreation parks will be provided at the following three (3) locations: 

 Anderson Drive / Northern Park Link (Road 53) / Road 103 crossroads controlled by a single lane 
roundabout; 

 Ivory Parkway / Northern Park Link (Road 53) priority T-intersection; and 

 Ivory Parkway / Southern Car Park priority T-intersection. 

3.1 Development Traffic 
Peak hour development traffic generation has been estimated on the basis that every off-street parking space 
generates one (1) inbound and one (1) outbound trip during a single hour. This is a conservative assumption 
implying that there is an exchange of cars for every off-street parking space during a single hour. Given the 
mix of activities taking place within the regional sport and recreation park this traffic generation is considered 
appropriate as the 30th highest hourly volume (30HHV) 

The distribution of development traffic on the external road network has been estimated based on the 
distribution of residential lots within Everleigh. 

Figure 10 shows estimated peak hour regional sport & recreation park traffic volumes at intersections on 
Everleigh Drive, Anderson Drive and Ivory Parkway fronting the regional sport & recreation park when Everleigh 
is fully developed. 

 

Figure 10 - Estimated peak hour regional sport and recreation park traffic volumes 

  



3.2 ic 

Figure 11 and Figure 12 respectively show morning and evening peak hour traffic volumes at intersections on 
Everleigh Drive, Anderson Drive and Ivory Parkway fronting the regional sport & recreation parks assuming 
peak regional sport & recreation parks traffic (Figure 10) occurs during the commuter peak hours (Figure 8 and 
Figure 9). Such an extreme traffic scenario could represent a regional interschool sports event taking place on 
a typical school day and would be very rare (say once per year). 

 

Figure 11 - Estimated morning peak hour traffic volumes with peak regional sport and recreation park traffic 

 

Figure 12 - Estimated evening peak hour traffic volumes with peak regional sport and recreation park traffic 

  



3.3 Turn Warrant Assessment 
A turn warrant assessment was undertaken using the Normal Design Domain major road turn treatment 

ign Part 4A: Unsignalised and Signalised 
 Edition 2: volume 3, Transport and Main Roads, August 2014) 

for a design speed which is less than or equal to 70km/h. 

hown by Figure 11 and Figure 12 as design traffic volumes, 
basic left and right (BAL / BAR) turn treatments are warranted on Ivory Parkway at the Northern Park Link (Road 
53) priority T-intersection. Basic turn treatments provide no auxiliary lane for turning traffic and require traffic 
to turn directly from through traffic lanes on the major road. 

Figure 11 and Figure 12 as design traffic volumes, 
a basic left (BAL) turn treatment is warranted on Ivory Parkway at the Southern Car Park priority T-intersection. 
The warranted right turn treatment on Ivory Parkway at the Southern Car Park priority T-intersection is on the 
borderline between a basic right (BAR) turn treatment and a channelised right turn treatment with a short turn 
slot (CHR(S)). Given the conservative nat
3.2), it is recommended that the BAR treatment is provided. 

As the Anderson Drive / Northern Park Link (Road 53) / Road 103 crossroads is proposed to be controlled by 
a single lane roundabout, a turn warrant assessment is not required. 

3.4 Intersection Analysis 
Access intersection analysis was undertaken using SIDRA Intersection Version 9 (SIDRA). SIDRA is an advanced 
micro-analytical traffic tool for evaluation of intersections. SIDRA reports intersection performance in terms of 
a range of parameters including: 

 Demand Volumes (V): The modelled number of vehicles arriving at the intersection during the 
assessment hour. Demand volumes are calculating by dividing the peak hour volumes by the peak flow 

 

 Degree of Saturation (DoS): The ratio of the demand volume, V, to the theoretical capacity. An 
intersection is considered to be operating at its practical capacity when the DoS reaches 0.80 for a 
priority-controlled intersection and 0.85 for a roundabout; 

 Average Delay (D): The mean control delay including both queuing delay and geometric delay for all 
vehicles arriving during the assessment period including the delay experienced after the end of the 
flow period until the departure of the last vehicle arriving during the flow period; 

 95th Percentile Back of Queue Length (Q): The maximum backward extent of the queue relative to 
the stop line or give-way / yield line during a signal cycle or gap acceptance cycle below which 95% of 
all queue lengths fall. For design purposes, the 95th percentile back of queue length is generally 
accepted as the maximum queue length. 

  



3.4.1 ANDERSON DRIVE / NORTHERN PARK LINK / ROAD 103 ROUNDABOUT 

The Anderson Drive / Northern Park Link (Road 53) / Road 103 crossroads was analys
devel Figure 11 and Figure 12 and the single lane roundabout arrangement 
shown by Figure 13. The following movement summary tables copied from SIDRA indicate that the roundabout: 

 Is operating well below its practical capacity with a maximum DoS of 0.492 despite the conservative 
assumption that peak regional sport & recreation parks traffic occurs during the commuter peak hour; 

 Delays are short with the maximum average delay to any movement being 13.5sec for the right turn from 
the Northern Park Link (Road 53) to Anderson Drive during the morning peak hour; and 

 Queues are not expected to exceed four (4) vehicles or a queue storage length of 30m which are not 
expected to impact on adjacent intersections or accesses. Given the very short delays expected at the 
roundabout, queues are considered to be rolling queues where vehicles are able to manage their speed 
in order to avoid coming to a complete stop at the intersection. 

 

Figure 13 - Anderson Drive / Northern Park Link (Road 53) / Road 103 single lane roundabout - SIDRA layout 

  



  

MOVEMENT SUMMARY  

Site: 1 [1AM (Site Folder: General)]  

  

  

Anderson Drive / Northern Park Link (Road 53) / Road 103 crossroads  
Single lane roundabout  
Design morning peak hour traffic  
Site Category: (None)  
Roundabout  
Vehicle Movement Performance  

Mov 
ID  

Turn 
INPUT 

VOLUMES  
DEMAND 
FLOWS  Deg. 

Satn 
 Aver. 
Delay 

Level 
of 

Service 

 
95% BACK OF 

QUEUE  Prop. 
Que 

 
Effective 

Stop 
Rate 

Aver. 
No. 

Cycles 

Aver. 
Speed  

[ Total  HV ]  [ Total  HV ]  [ Veh.  Dist ]  
  veh/h  %  veh/h  %  v/c  sec   veh  m      km/h  

South: Anderson Drive  

1  L2  7  5.0  7  5.0  0.372  7.5 LOS A  2.5  18.4  0.73  0.77 0.73 51.6 
2  T1  241  5.0  254  5.0  0.372  7.7 LOS A  2.5  18.4  0.73  0.77 0.73 52.8 
3  R2  52  5.0  55  5.0  0.372  12.4 LOS B  2.5  18.4  0.73  0.77 0.73 52.7 
Approach  300  5.0  316  5.0  0.372  8.5 LOS A  2.5  18.4  0.73  0.77 0.73 52.7 

East: Road 103  

4  L2  98  5.0  103  5.0  0.492  5.3 LOS A  3.8  27.9  0.52  0.64 0.52 51.4 
5  T1  74  5.0  78  5.0  0.492  5.5 LOS A  3.8  27.9  0.52  0.64 0.52 52.6 
6  R2  396  5.0  417  5.0  0.492  10.1 LOS B  3.8  27.9  0.52  0.64 0.52 52.5 
Approach  568  5.0  598  5.0  0.492  8.7 LOS A  3.8  27.9  0.52  0.64 0.52 52.3 

North: Anderson Drive  

7  L2  112  5.0  118  5.0  0.239  4.7 LOS A  1.5  10.7  0.37  0.50 0.37 53.6 
8  T1  139  5.0  146  5.0  0.239  4.9 LOS A  1.5  10.7  0.37  0.50 0.37 55.0 
9  R2  28  5.0  29  5.0  0.239  9.6 LOS A  1.5  10.7  0.37  0.50 0.37 54.8 
Approach  279  5.0  294  5.0  0.239  5.3 LOS A  1.5  10.7  0.37  0.50 0.37 54.4 

West: Northern Park Link (Road 53)  

10  L2  28  5.0  29  5.0  0.157  8.6 LOS A  1.0  7.0  0.73  0.75 0.73 51.6 
11  T1  74  5.0  78  5.0  0.157  8.9 LOS A  1.0  7.0  0.73  0.75 0.73 52.8 
12  R2  7  5.0  7  5.0  0.157  13.5 LOS B  1.0  7.0  0.73  0.75 0.73 52.7 
Approach  109  5.0  115  5.0  0.157  9.1 LOS A  1.0  7.0  0.73  0.75 0.73 52.5 

All 
Vehicles  

1256  5.0  1322  5.0  0.492  7.9 LOS A  3.8  27.9  0.56  0.65 0.56 52.9 

Site Level of Service (LOS) Method: Delay (SIDRA). Site LOS Method is specified in the Parameter Settings dialog (Site tab).  
Roundabout LOS Method: SIDRA Roundabout LOS.  
Vehicle movement LOS values are based on average delay per movement.  
Intersection and Approach LOS values are based on average delay for all vehicle movements.  
Roundabout Capacity Model: SIDRA Standard.  
Delay Model: SIDRA Standard (Geometric Delay is included).  
Queue Model: SIDRA Standard.  
Gap-Acceptance Capacity: SIDRA Standard (Akçelik M3D).  
HV (%) values are calculated for All Movement Classes of All Heavy Vehicle Model Designation.  
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MOVEMENT SUMMARY  

Site: 1 [1PM (Site Folder: General)]  

  

  



Anderson Drive / Northern Park Link (Road 53) / Road 103 crossroads  
Single lane roundabout  
Design evening peak hour traffic  
Site Category: (None)  
Roundabout  
Vehicle Movement Performance  

Mov 
ID  

Turn 
INPUT 

VOLUMES  
DEMAND 
FLOWS  Deg. 

Satn 
 Aver. 
Delay 

Level 
of 

Service 

 
95% BACK OF 

QUEUE  Prop. 
Que 

 
Effective 

Stop 
Rate 

Aver. 
No. 

Cycles 

Aver. 
Speed  

[ Total  HV ]  [ Total  HV ]  [ Veh.  Dist ]  
  veh/h  %  veh/h  %  v/c  sec   veh  m      km/h  

South: Anderson Drive  

1  L2  7  5.0  7  5.0  0.253  5.7 LOS A  1.5  11.3  0.53  0.63 0.53 52.1 
2  T1  157  5.0  165  5.0  0.253  5.9 LOS A  1.5  11.3  0.53  0.63 0.53 53.4 
3  R2  87  5.0  92  5.0  0.253  10.5 LOS B  1.5  11.3  0.53  0.63 0.53 53.3 
Approach  251  5.0  264  5.0  0.253  7.5 LOS A  1.5  11.3  0.53  0.63 0.53 53.3 

East: Road 103  

4  L2  63  5.0  66  5.0  0.303  5.4 LOS A  1.9  14.2  0.51  0.64 0.51 51.8 
5  T1  74  5.0  78  5.0  0.303  5.7 LOS A  1.9  14.2  0.51  0.64 0.51 53.0 
6  R2  178  5.0  187  5.0  0.303  10.3 LOS B  1.9  14.2  0.51  0.64 0.51 52.9 
Approach  315  5.0  332  5.0  0.303  8.2 LOS A  1.9  14.2  0.51  0.64 0.51 52.7 

North: Anderson Drive  

7  L2  330  5.0  347  5.0  0.477  5.2 LOS A  3.6  26.2  0.50  0.56 0.50 53.4 
8  T1  198  5.0  208  5.0  0.477  5.4 LOS A  3.6  26.2  0.50  0.56 0.50 54.7 
9  R2  28  5.0  29  5.0  0.477  10.1 LOS B  3.6  26.2  0.50  0.56 0.50 54.6 
Approach  556  5.0  585  5.0  0.477  5.5 LOS A  3.6  26.2  0.50  0.56 0.50 53.9 

West: Northern Park Link (Road 53)  

10  L2  28  5.0  29  5.0  0.123  6.3 LOS A  0.7  4.9  0.57  0.62 0.57 52.8 
11  T1  74  5.0  78  5.0  0.123  6.5 LOS A  0.7  4.9  0.57  0.62 0.57 54.1 
12  R2  7  5.0  7  5.0  0.123  11.2 LOS B  0.7  4.9  0.57  0.62 0.57 53.9 
Approach  109  5.0  115  5.0  0.123  6.8 LOS A  0.7  4.9  0.57  0.62 0.57 53.7 

All 
Vehicles  

1231  5.0  1296  5.0  0.477  6.7 LOS A  3.6  26.2  0.51  0.60 0.51 53.5 

Site Level of Service (LOS) Method: Delay (SIDRA). Site LOS Method is specified in the Parameter Settings dialog (Site tab).  
Roundabout LOS Method: SIDRA Roundabout LOS.  
Vehicle movement LOS values are based on average delay per movement.  
Intersection and Approach LOS values are based on average delay for all vehicle movements.  
Roundabout Capacity Model: SIDRA Standard.  
Delay Model: SIDRA Standard (Geometric Delay is included).  
Queue Model: SIDRA Standard.  
Gap-Acceptance Capacity: SIDRA Standard (Akçelik M3D).  
HV (%) values are calculated for All Movement Classes of All Heavy Vehicle Model Designation.  
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3.4.2 IVORY PARKWAY / NORTHERN PARK LINK (ROAD 53) T-INTERSECTION 

The Ivory Parkway / Northern Park Link (Road 53) T-
deve Figure 11 and Figure 12 and the BAL / BAR priority intersection 
arrangement shown by Figure 14. The following movement summary tables copied from SIDRA indicate that 
the priority T-intersection: 

 Is operating well below its practical capacity with a maximum DoS of 0.156 despite the conservative 
assumption that peak regional sport & recreation parks traffic occurs during the commuter peak hour; 

 Delays are very short with the maximum average delay to any movement being 7.6sec for the right turn 
from the Northern Park Link (Road 53) to Ivory Parkway during the morning peak hour; and 

 Queues are not expected to exceed one (1) vehicle and therefore are not expected to impact on adjacent 
intersections or accesses. 

 

Figure 14 - Ivory Parkway / Northern Park Link (Road 53) BAL/BAR priority T-intersection - SIDRA layout 

  



MOVEMENT SUMMARY  

Site: 2 [2AM (Site Folder: General)]  

  

  

Ivory Parkway / North Park Link (Road 53) priority T-intersection  
Design morning peak hour traffic  
Site Category: (None)  
Give-Way (Two-Way)  
Vehicle Movement Performance  

Mov 
ID  

Turn 
INPUT 

VOLUMES  
DEMAND 
FLOWS  Deg. 

Satn 
 Aver. 
Delay 

Level 
of 

Service 

 
95% BACK OF 

QUEUE  Prop. 
Que 

 
Effective 

Stop 
Rate 

Aver. 
No. 

Cycles 

Aver. 
Speed  

[ Total  HV ]  [ Total  HV ]  [ Veh.  Dist ]  
  veh/h  %  veh/h  %  v/c  sec   veh  m      km/h  

East: Ivory Parkway  

5  T1  203  5.0  214  5.0  0.122  0.1 LOS A  0.1  0.7  0.05  0.03 0.05 59.5 
6  R2  11  5.0  12  5.0  0.122  6.6 LOS A  0.1  0.7  0.05  0.03 0.05 57.0 
Approach  214  5.0  225  5.0  0.122  0.4 NA  0.1  0.7  0.05  0.03 0.05 59.4 

North: Northern Park Link (Road 53)  

7  L2  11  5.0  12  5.0  0.144  6.1 LOS A  0.5  3.6  0.40  0.70 0.40 52.0 
9  R2  106  5.0  112  5.0  0.144  7.6 LOS A  0.5  3.6  0.40  0.70 0.40 51.4 
Approach  117  5.0  123  5.0  0.144  7.5 LOS A  0.5  3.6  0.40  0.70 0.40 51.5 

West: Ivory Parkway  

10  L2  106  5.0  112  5.0  0.144  5.6 LOS A  0.0  0.0  0.00  0.25 0.00 56.0 
11  T1  147  5.0  155  5.0  0.144  0.0 LOS A  0.0  0.0  0.00  0.25 0.00 57.7 
Approach  253  5.0  266  5.0  0.144  2.4 NA  0.0  0.0  0.00  0.25 0.00 57.0 

All 
Vehicles  

584  5.0  615  5.0  0.144  2.7 NA  0.5  3.6  0.10  0.26 0.10 56.6 

Site Level of Service (LOS) Method: Delay (SIDRA). Site LOS Method is specified in the Parameter Settings dialog (Site tab).  
Vehicle movement LOS values are based on average delay per movement.  
Minor Road Approach LOS values are based on average delay for all vehicle movements.  
NA: Intersection LOS and Major Road Approach LOS values are Not Applicable for two-way sign control since the average 
delay is not a good LOS measure due to zero delays associated with major road movements.  
Delay Model: SIDRA Standard (Geometric Delay is included).  
Queue Model: SIDRA Standard.  
Gap-Acceptance Capacity: SIDRA Standard (Akçelik M3D).  
HV (%) values are calculated for All Movement Classes of All Heavy Vehicle Model Designation.  
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MOVEMENT SUMMARY  

Site: 2 [2PM (Site Folder: General)]  

  

  

Ivory Parkway / North Park Link (Road 53) priority T-intersection  
Design evening peak hour traffic  
Site Category: (None)  
Give-Way (Two-Way)  
Vehicle Movement Performance  

Mov 
ID  

Turn 
INPUT 

VOLUMES  
DEMAND 
FLOWS  Deg. 

Satn 
 Aver. 
Delay 

Level 
of 

Service 

 
95% BACK OF 

QUEUE  Prop. 
Que 

 
Effective 

Stop 
Rate 

Aver. 
No. 

Cycles 

Aver. 
Speed  

[ Total  HV ]  [ Total  HV ]  [ Veh.  Dist ]  
  veh/h  %  veh/h  %  v/c  sec   veh  m      km/h  

East: Ivory Parkway  

5  T1  153  5.0  161  5.0  0.094  0.1 LOS A  0.1  0.7  0.07  0.04 0.07 59.4 
6  R2  11  5.0  12  5.0  0.094  6.6 LOS A  0.1  0.7  0.07  0.04 0.07 56.9 
Approach  164  5.0  173  5.0  0.094  0.6 NA  0.1  0.7  0.07  0.04 0.07 59.2 

North: Northern Park Link (Road 53)  

7  L2  11  5.0  12  5.0  0.140  6.2 LOS A  0.5  3.5  0.40  0.69 0.40 52.1 
9  R2  106  5.0  112  5.0  0.140  7.4 LOS A  0.5  3.5  0.40  0.69 0.40 51.5 
Approach  117  5.0  123  5.0  0.140  7.3 LOS A  0.5  3.5  0.40  0.69 0.40 51.6 

West: Ivory Parkway  

10  L2  106  5.0  112  5.0  0.156  5.6 LOS A  0.0  0.0  0.00  0.23 0.00 56.1 
11  T1  168  5.0  177  5.0  0.156  0.0 LOS A  0.0  0.0  0.00  0.23 0.00 57.9 
Approach  274  5.0  288  5.0  0.156  2.2 NA  0.0  0.0  0.00  0.23 0.00 57.2 

All 
Vehicles  

555  5.0  584  5.0  0.156  2.8 NA  0.5  3.5  0.10  0.27 0.10 56.5 

Site Level of Service (LOS) Method: Delay (SIDRA). Site LOS Method is specified in the Parameter Settings dialog (Site tab).  
Vehicle movement LOS values are based on average delay per movement.  
Minor Road Approach LOS values are based on average delay for all vehicle movements.  
NA: Intersection LOS and Major Road Approach LOS values are Not Applicable for two-way sign control since the average 
delay is not a good LOS measure due to zero delays associated with major road movements.  
Delay Model: SIDRA Standard (Geometric Delay is included).  
Queue Model: SIDRA Standard.  
Gap-Acceptance Capacity: SIDRA Standard (Akçelik M3D).  
HV (%) values are calculated for All Movement Classes of All Heavy Vehicle Model Designation.  
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3.4.3 IVORY PARKWAY / SOUTHERN CAR PARK T-INTERSECTION 

The Ivory Parkway / Southern Car Park T-intersec
volumes shown by Figure 11 and Figure 12 and the BAL / BAR priority intersection arrangement shown by 
Figure 15. The following movement summary tables copied from SIDRA indicate that the priority T-intersection: 

 Is operating well below its practical capacity with a maximum DoS of 0.119 despite the conservative 
assumption that peak regional sport & recreation parks traffic occurs during the commuter peak hour; 

 Delays are very short with the maximum average delay to any movement being 7.1sec for the right turn 
from the Southern Car Park to Ivory Parkway during the morning peak hour; and 

 Queues are not expected to exceed one (1) vehicle and therefore are not expected to impact on adjacent 
intersections or accesses. 

 

Figure 15 - Ivory Parkway / Southern Car Park BAL/BAR priority T-intersection - SIDRA layout 

  



  

MOVEMENT SUMMARY  

Site: 3 [3AM (Site Folder: General)]  

  

  

Ivory Parkway / Southern Car Park priority T-intersection  
Design morning peak hour  
Site Category: (None)  
Give-Way (Two-Way)  
Vehicle Movement Performance  

Mov 
ID  

Turn 
INPUT 

VOLUMES  
DEMAND 
FLOWS  Deg. 

Satn 
 Aver. 
Delay 

Level 
of 

Service 

 
95% BACK OF 

QUEUE  Prop. 
Que 

 
Effective 

Stop 
Rate 

Aver. 
No. 

Cycles 

Aver. 
Speed  

[ Total  HV ]  [ Total  HV ]  [ Veh.  Dist ]  
  veh/h  %  veh/h  %  v/c  sec   veh  m      km/h  

South: Southern Car Park  

1  L2  66  5.0  69  5.0  0.119  6.1 LOS A  0.4  3.2  0.29  0.61 0.29 52.6 
3  R2  59  5.0  62  5.0  0.119  7.1 LOS A  0.4  3.2  0.29  0.61 0.29 52.0 
Approach  125  5.0  132  5.0  0.119  6.6 LOS A  0.4  3.2  0.29  0.61 0.29 52.3 

East: Ivory Parkway  

4  L2  59  5.0  62  5.0  0.117  5.6 LOS A  0.0  0.0  0.00  0.17 0.00 56.6 
5  T1  148  5.0  156  5.0  0.117  0.0 LOS A  0.0  0.0  0.00  0.17 0.00 58.4 
Approach  207  5.0  218  5.0  0.117  1.6 NA  0.0  0.0  0.00  0.17 0.00 57.9 

West: Ivory Parkway  

11  T1  92  5.0  97  5.0  0.101  0.5 LOS A  0.4  3.1  0.27  0.25 0.27 56.8 
12  R2  66  5.0  69  5.0  0.101  6.3 LOS A  0.4  3.1  0.27  0.25 0.27 54.6 
Approach  158  5.0  166  5.0  0.101  2.9 NA  0.4  3.1  0.27  0.25 0.27 55.9 

All 
Vehicles  

490  5.0  516  5.0  0.119  3.3 NA  0.4  3.2  0.16  0.31 0.16 55.7 

Site Level of Service (LOS) Method: Delay (SIDRA). Site LOS Method is specified in the Parameter Settings dialog (Site tab).  
Vehicle movement LOS values are based on average delay per movement.  
Minor Road Approach LOS values are based on average delay for all vehicle movements.  
NA: Intersection LOS and Major Road Approach LOS values are Not Applicable for two-way sign control since the average 
delay is not a good LOS measure due to zero delays associated with major road movements.  
Delay Model: SIDRA Standard (Geometric Delay is included).  
Queue Model: SIDRA Standard.  
Gap-Acceptance Capacity: SIDRA Standard (Akçelik M3D).  
HV (%) values are calculated for All Movement Classes of All Heavy Vehicle Model Designation.  
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MOVEMENT SUMMARY  

Site: 3 [3PM (Site Folder: General)]  

  

  

Ivory Parkway / Southern Car Park priority T-intersection  
Design evening peak hour  
Site Category: (None)  
Give-Way (Two-Way)  
Vehicle Movement Performance  

Mov 
ID  

Turn 
INPUT 

VOLUMES  
DEMAND 
FLOWS  Deg. 

Satn 
 Aver. 
Delay 

Level 
of 

Service 

 
95% BACK OF 

QUEUE  Prop. 
Que 

 
Effective 

Stop 
Rate 

Aver. 
No. 

Cycles 

Aver. 
Speed  

[ Total  HV ]  [ Total  HV ]  [ Veh.  Dist ]  
  veh/h  %  veh/h  %  v/c  sec   veh  m      km/h  

South: Southern Car Park  

1  L2  66  5.0  69  5.0  0.115  5.9 LOS A  0.4  3.1  0.23  0.59 0.23 52.7 
3  R2  59  5.0  62  5.0  0.115  7.0 LOS A  0.4  3.1  0.23  0.59 0.23 52.2 
Approach  125  5.0  132  5.0  0.115  6.4 LOS A  0.4  3.1  0.23  0.59 0.23 52.5 

East: Ivory Parkway  

4  L2  59  5.0  62  5.0  0.089  5.6 LOS A  0.0  0.0  0.00  0.22 0.00 56.2 
5  T1  98  5.0  103  5.0  0.089  0.0 LOS A  0.0  0.0  0.00  0.22 0.00 58.0 
Approach  157  5.0  165  5.0  0.089  2.1 NA  0.0  0.0  0.00  0.22 0.00 57.3 

West: Ivory Parkway  

11  T1  113  5.0  119  5.0  0.110  0.3 LOS A  0.4  3.1  0.21  0.22 0.21 57.3 
12  R2  66  5.0  69  5.0  0.110  6.1 LOS A  0.4  3.1  0.21  0.22 0.21 55.0 
Approach  179  5.0  188  5.0  0.110  2.5 NA  0.4  3.1  0.21  0.22 0.21 56.4 

All 
Vehicles  

461  5.0  485  5.0  0.115  3.4 NA  0.4  3.1  0.15  0.32 0.15 55.6 

Site Level of Service (LOS) Method: Delay (SIDRA). Site LOS Method is specified in the Parameter Settings dialog (Site tab).  
Vehicle movement LOS values are based on average delay per movement.  
Minor Road Approach LOS values are based on average delay for all vehicle movements.  
NA: Intersection LOS and Major Road Approach LOS values are Not Applicable for two-way sign control since the average 
delay is not a good LOS measure due to zero delays associated with major road movements.  
Delay Model: SIDRA Standard (Geometric Delay is included).  
Queue Model: SIDRA Standard.  
Gap-Acceptance Capacity: SIDRA Standard (Akçelik M3D).  
HV (%) values are calculated for All Movement Classes of All Heavy Vehicle Model Designation.  
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3.5 Sight Distances 

distance criteria for consideration in intersection design being: 

 Approach Sight Distance (ASD); 

 Minimum Gap Sight Distance (MGSD); and 

 Safe Intersection Sight Distance (SISD). 

The spacing between intersections / accesses is frequently specified in order to meet minimum sight distance 
standards. 

SISD provides sufficient distance for a driver of a vehicle on the major road to observe a vehicle on a minor 
road approach moving into a collision situation (e.g. in the worst case, stalling across the traffic lanes), and to 
decelerate to a stop before reaching the collision point. With a posted speed limit of 50km/h (refer Section 2.1) 
the design speed for Anderson Drive , Everleigh Drive and Ivory Parkway is 60km/h being 10km/h above the 

2017) specifies SISD for a design speed of 60km/h is approximately 120m which is consistent with the minimum 
intersection spacing specified by Guideline 6 for Neighbourhood Connectors (including Park Connectors). SISD 
is the ideal sight distance standard to be achieved at all accesses and intersections but this is not always 
practical. 

MGSD is based on distances corresponding to the critical acceptance gap that drivers are prepared to accept 
when undertaking a crossing or turning manoeuvre at intersections. For a two-lane road such as Ivory Parkway 
the critical acceptance gap is considered 5sec which corresponds to a travel distance of approximately 80m at 

ision of MGSD as the 
minimum sight distance standard at public road intersections if SISD cannot be achieved. 

ASD is the minimum level of sight distance which must be available on the minor road approaches to all 
intersections and access to ensure that drivers are aware of the pr

is approximately 70m which is consistent with the proposed spacing between Everleigh Drive and the Northern 

intersections (not public road intersections) it is acceptable to provide ASD only without satisfying the 
requirements of MGSD and SISD. Therefore, the proposed separation between Everleigh Drive and the 
Northern Park Link (Road 53) on Ivory Parkway is considered acceptable. 

  



4. NORTHERN PARK LINK (ROAD 53) 

The Northern Park Link (Road 53) provides access to 213 parking spaces associated with the proposed sports 
oval and courts but also provides a direct link between the intersections of Anderson Drive with Road 103 and 
Everleigh Drive with Ivory Parkway. To minimise through traffic and vehicle speeds on the Northern Park Link 
(Road 53) it is recommended that the carriage width is minimised and traffic calming devices are provided at 
regular intervals along the link. 

Australian Standards Parking Facilities Part 1: Off-Street Car Parking (AS2890.1) specifies parking for sports 
facilities as user class 2 parking. Therefore, the minimum dimensions required for 900 parking are: 

 2.5m wide bays; 

 5.4m long bays (unless overhanging a low kerb); and 

 5.8m wide aisles. 

Based on AS2890.1, it is recommended that where 900 parking is provided the aisle width should be 5.8m which 
is the minimum permitted for user class 2 parking. Where parking is not provided, the carriageway width could 
be reduced to 5.5m. On curves with a radius of less than 50m some widening may be required to ensure 
adequate clearance is provided between vehicles travelling in opposite directions. 

 
Australia which provides information and guidance for the development of pedestrian and cycle friendly 
environments that promote health and strengthen communities. It recommends a maximum spacing between 
traffic calming devices of 80m to achieve operating speeds no greater than 30km/h which are typical for all 
successful shared street types. Appropriate traffic calming devices for use on the Northern Park Link (Road 53) 
are: 

 Wombat crossings, that is, raised pedestrian crossings (zebra), 
Northern Park Link (Road 53); 

 A single-lane slow point between the parking areas for the sports oval and courts; and 

 Road humps as required to ensure the spacing between traffic calming devices is 50m to 90m. 

5. SOUTHERN CAR PARK 

As with the Northern Park Link (Road 53) (refer Section 4), the Southern Car Park is a user class 2 parking facility 
in accordance with AS2890.1 and the minimum dimensions for 900 parking are: 

 2.5m wide bays; 

 5.4m long bays (unless overhanging a low kerb); and 

 5.8m wide aisles. 

The proposed layout complies with AS2890.1 with respect to providing for efficient vehicle circulation and 
separation between the external road network and conflict points within the car park. 



6. PARKING ASSESSMENT 

Logan Planning Scheme 2015 SC6.2.5 Infrastructure Part 3.12 Parks Infrastructure Standards lists typical parking 
for parks as: 

 District Recreation Park = 40 parking bays that meet relevant Australian standard; and 

 Metropolitan Sport Park = 400 parking bays that meet relevant Australian standard including bus parking 
and turnaround or pull through. 

Without making any allowance for sharing of parking spaces between facilities the desirable parking provision 
is 440 car spaces plus bus parking. This is provided by: 

 106 off-street car spaces provided at the western end of the Northern Park Link near a proposed sports 
oval; 

 125 off-street car spaces provided in the Southern Car Park near three (3) proposed sports fields; and 

 107 off-street car spaces provided at the eastern end of the Northern Park Link near eight (8) proposed 
courts. 

 62 car spaces on Ivory Parkway passing through the regional sport & recreation parks; 

 Approximately 200 on street parking spaces which front the regional sport and recreation parks located 
on Everleigh Drive, Anderson Drive, Watercress Drive and the future road south of the parkland (south) 
and wetland.; and 

 Parking for six (6) buses located as described below: 

 Two (2) on-road bus parking bays located on Ivory Parkway to service the Sports Fields. 

 Two (2) indented bus parking bays located on the Northern Park Link to service the Sports Oval; and 

 Two (2) indented bus parking bays located on the Northern Park Link to service the Sports Courts. 

L
following rates for outdoor sport and recreation uses: 

 4 spaces per court; 

 1 space for every 3 seats at a sports arena; 

 15 spaces per field; and 

 1 space per 15m2 of gross floor area. 

Based on the above parking rates: 

 The 106 parking spaces provided at the western end of the Northern Park Link (Road 53) near the 
proposed sports oval support up to 1,590m2 of clubhouses or 318 arena seats at the field; 

 The 125 parking spaces provided in the Southern Car Park near the proposed sports fields support three 
(3) sports fields (45 parking spaces) plus up to 1,200m2 of clubhouses or 240 arena seats; and 

 The 107 parking spaces provided at the eastern end of the Northern Park Link (Road 53) near the proposed 
courts support eight (8) courts (32 parking spaces) plus up to 1,125m2 of clubhouses or 225 arena seats. 

The above stated overall number of car parking spaces have been provided on the basis that all sports and 

not consider sharing of parking between uses whose peak operating periods are unlikely to coincide. 

  



As stated in Sections 4 and 5, Australian Standards Parking Facilities Part 1: Off-Street Car Parking (AS2890.1) 
specifies parking for sports facilities as user class 2 parking. Therefore, the minimum dimensions required for 
900 parking are: 

 2.5m wide bays; 

 5.4m long bays (unless overhanging a low kerb); and 

 5.8m wide aisles. 

6.1 Bicycle Parking 
Australian Standard: Parking Facilities  Part 3: Bicycle Parking Facilities (AS 2890.3:1993) specifies three (3) 
classes of bicycle parking facilities. Table 7.1 adapted from AS 2890.3:1993 summaries the bicycle parking 
classes. 

Class Security Level Description 

1 High Fully enclosed individual lockers 

2 Medium Locked compounds with communal access using duplicate keys 

3 Low Facilities to which the bicycle frame and wheels can be locked. Unless 
the frame and both wheels of a bicycle can be locked to a facility, it 
cannot be regarded as secure and will not meet the requirements of AS 
2890.3:1993. 

 

EDQ and Logan City Council and Austroads provide limited guidance on requirements for bicycle parking rates 
of provision for recreation / sports parks and outdoor sports and recreation. Based on 
Traffic Management Part 11: Parking Management Techniques, it is recommended that Class 3 parking be 
provided at all sports fields and associated facilities for visitors / spectators with Class 1 / 2 facilities for 
employees / players incorporated within club house buildings (if required).  

Thirty (30) Class 3 bicycle parking spaces are proposed to be provided within the Central Park area which 
corresponds to more than one (1) bicycle parking space per 15 car parking spaces. The location of these spaces 
within the Central Park is listed below. 

 10 bicycle parking spaces - Future Club House  Park Lot 804 
 10 bicycle parking spaces - Future Club House  Park Lot 808 
 10 bicycle parking spaces - Future Club House  Park Lot 809 

  



7. WEEKEND PEAK PERIOD 

The preceding discussion and analysis is based on the extreme traffic scenario of a regional interschool sports 
event taking place on a typical school day. The scenario implies that all on-site facilities are utilised to their 
capacity with ever off-street parking space generating one (1) inbound and one (1) outbound trip during the 
commuter peak hour with no diversion or linking of trips generated by the adjacent community facility (school). 
This scenario is likely to occur only once per year. As indicated above, this extreme traffic scenario can be 
accommodated safely and efficiently by the proposed transport infrastructure. 

Realistically, it is unlikely that peak periods for all sport and recreation facilities, the adjacent school and 
commuter trips will coincide. 

Given the scale and mix of uses within the regional sport & recreation parks, it is likely that not all parking 
facilities will be fully utilised at the same time. Also the assumption that all spaces generate one (1) inbound 
and one (1) outbound trip during a single hour is conservative as people the average dwell time for on-site 
parking is likely to be greater than 80min to allow participation in / watching of an entire sports game. 
Therefore, the typical peak traffic generation of the development is likely to be less than 70% of the 30HHV 
estimated in Section 3.1. 

A major event such as described in Section 3.1 would most likely occur on a weekend or, if it did occur during 
a school day, would be managed to avoid the peak in event traffic coinciding with commuter peak periods. 
Therefore, the traffic generation on the surrounding road network would likely be 

 identified in Section 2.2 and traffic flows would be more balanced further improving the 
efficiency of intersections. 

Based on the above discussion, it is concluded that the proposed transport infrastructure would operate even 
better during a weekend peak period than the very good performance already demonstrated for the extreme 
traffic scenario analysed, As discussed in Section 6, the proposed parking supply is understood to comply with 

astructure Standards, and Servicing, Access and Parking Code. 


