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1.0 INTRODUCTION 
Rytenskild Traffic Engineering (RTE) has been engaged by Wearco Pty Ltd to prepare a Traffic Impact 
Assessment of its proposed industrial subdivision at North Maclean. 
 
The site forms part of the Great Flagstone Priority Development Area and therefore this report forms 
part of an application to be lodged with the Department of Infrastructure, Local Government and 
Planning for assessment. 
 
This version of the report responds to the following Further Issues raised by EDQ.  A brief response is 
provided in relation to each, with further detailes provided in the report.  
 
 

2) Transport Network 
a) EDQ is seeking a connection (link road) between the existing cul de sacs 

 
Response: 
The proposed masterplan has been modified and no longer contains any cul-de-sac roads.   
 
 

b) EDQ is also seeking 
o that an 8m dedication be shown on the subdivision plan. EDQ indicated that this 

Crowson Lane dedication would be considered trunk infrastructure and infrastructure 
credits would apply 

o that an interim design for the intersection with Crowson Lane be allowed for in the 
subdivision design and shown on the plans 

There was also discussion around the ability of the proposed north-south road running 
adjacent to the Mt Lindsay Highway to fulfil the function of the indicative north-south 
‘Regional Road’ shown on Maps 2 & 3 of the Development Scheme. The road will provide 
direct  access to all the remaining lots in the PDA fronting the Mt Lindsay highway in 
circumstances where alternative internal PDA access to the north may not be possible or 
severely impact PDA layouts due to potential environmental values and protection within 
PDA Lot 1 on RP113251. In this respect the road will serve a ‘trunk’ purpose. 
  
It was also discussed that whilst service roads generally do not form part of the trunk 
network, the construction of the road as part of the proposal would be of mutual benefit 
to the proponent and the State.  Access to lots off the service road would be designed 
appropriately (adequate separation of driveways, vehicle queuing etc) so to not 
compromise the future function of the service road.  Such is typical of similar service road 
systems throughout south east Queensland (eg Pacific Mway service road system through 
at Ormeau and Yatala), and therefore the cost of constructing the service road, if carried 
out as part of the project, should be shared between the project and the State. That is, a 
proportion of the cost should be creditable. 
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Response: 
An allowance for the 8.0 metre dedication has been provided on the latest masterplan.   
 
Indicative plans of the interim and ultimate access arrangements are shown in Section 3.2.  SIDRA 
modelling has been carried out for each of these scenarios.  The SIDRA modelling indicates that the 
interim layout will function satisfactorily for a considerable period of time.  The need and timing for 
traffic signals largely depends on future background traffic growth on Crowson Lane.  It is 
recommended that further traffic modelling be carried out at each stage of the development to 
determine the required timing for signals.   
 
It is noted that any upgrade works to Crowson Lane, including land dedication is considered to be 
trunk and therefore creditable  
 
Commentary in relation to the applicant’s responsibility for the cost of constructing the north – south 
service road is provided in section 5.   
 
 

c) EDQ is seeking some advice in relation to how the stormwater management devices and 
biodiversity areas can be accessed for maintenance purposes 

 
Response: 
This item has been addressed by the projects Civil Engineers.   
 
 

d) EDQ is seeking further information and review on the trip generation rates proposed as 
part of the traffic report submitted with the application. 

 
Response: 
Trip generation rates have been based on surveys of other large industrial developments at Yatala.  A 
copy of these surveys has been provided as Appendix A.  A sensitivity analysis has been carried out 
using a trip rate of 0.4 trips per 100m2 of GFA, which is specified as being appropriate forwarehouse 
style development in the TMR Road Planning and Design Manual.  It is recommended that further 
traffic analysis be carried out ona stage by stage basis, using actual development trip generation 
rates, which can be surveyed at that time.   
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2.0 SUBJECT SITE 
2.1 Location of Subject Site 
 
The site is located within the Greater Flagstone Priority Development Area (GFPDA), and is part of 
the North Maclean Industry and Business Zone.  The location of the site within the context of the 
GFPDA is shown in Figure 2.1.   
 
As shown in Figure 2.2, the subject site is located to the southwest of the Mount Lindesay Highway / 
Crowson Lane interchange roundabout, and is formally identified as Lot 39 on SP258739.  The site 
has an area of approximately 118 hectares.   
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FIGURE 2.2 – LOCATION OF SUBJECT SITE 
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2.2 Existing Road Network 
 
Crowson Lane is a two lane rural road providing through movement between the Mount Lindesay 
Highway and Greenbank Road, and also access to adjoining rural residential properties.  Crowson 
Lane generally has a posted speed limit of 80km/hr, with a reduced speed limit of 60km/hr near the 
Mount Lindesay Highway interchange.  Crowson Lane intersects with the Mount Lindesay Highway 
interchange via a single lane roundabout which was constructed as part of the Mount Lindesay 
Highway upgrade.   
 
The Mount Lindesay Highway is a State controlled road and is the primary arterial route south of the 
Logan Motorway and west of the Pacific Motorway.  Adjacent to the subject site the highway has 
been upgraded to a dual carriageway road however currently only a single lane is provided in each 
direction.  The highway has been designed to suit a future upgrade to four lanes.   
 
The Mount Lindesay Highway / Chambers Flat Road / Crowson Lane interchange comprises of a 
roundabout on each side with a connecting overbridge.  On and off ramps to the Highway are 
provided for each direction of travel.   
 
Images of Crowson Lane and the Crowson Lane / Mount Lindesay Highway interchange are shown in 
Figures 2.3 to 2.4.   
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

FIGURE 2.3 – IMAGES OF CROWSON LANE ADJACENT TO THE SITE 

Crowson Lane adjacent to site facing east 

Crowson Lane adjacent to site facing west 
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Rytenskild Traffic Engineering carried out peak period traffic counts at the Mt Lindesay Highway / 
Crowson Lane intersection (roundabout) in November 2016.  A summary of the surveyed peak hour 
volumes is provided below.  As shown, traffic volumes at the intersection are currently low and 
particularly on the Crowson Lane leg. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

FIGURE 2.5 – SURVEYED (2016) PEAK HOUR TRAFFIC VOLUMES AT 
THE MT LINDESAY HIGHWAY / CROWSON LANE INTERSECTION 
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2.3 Planning Future Road Network 
 
Detailed road network planning has been carried out as part of studies associated with the Greater 
Flagstone Priority Development Area (GFPDA) and also by TMR.  As shown in Figures 2.6 – 2.9, it is 
intended that Crowson Lane will upgraded to a major east/west link connecting the Mount Lindesay 
Highway to Greenbank Road and Teviot Road.  The TMR West Mount Lindesay Highway 
Development Corridor Major Road Network Study prepared in 2010 states the following objectives in 
relation to Crowson Lane: 
 
 
 
 
 
 
 
 
 
 
 
 
 
In the West Mount Lindesay Highway study prepared by TMR, it is stated that Crowson Lane, along 
with other roads in the area, would become a major urban arterial east – west link.  As shown in 
Figure 2.8, Crowson Lane will provide a direct connection between the Mount Lindesay Highway and 
Teviot Road, which will be the major north -south corridor through Flagstone, extending down too 
Bromelton.   
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FIGURE 2.6 – PLANNED LONG TERM ROAD NETWORK 
SOURCE: TMR MT LINDESAY / BEAUDESERT STRATEGIC TRANSPORT NETWORK INVESTIGATION 2009 
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FIGURE 2.8 – FUTURE ROAD NETWORK PLANNING (OVERALL NETWORK) 
SOURCE: WEST MT LINDESAY HWY DEVELOPMENT CORRIDOR MAJOR ROAD NETWORK STUDY 2010 

Subject Site 
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FIGURE 2.9 – FUTURE ROAD NETWORK PLANNING (GREATER FLAGSTONE) 
SOURCE: WEST MT LINDESAY HWY DEVELOPMENT CORRIDOR MAJOR ROAD NETWORK STUDY 2010 

Subject Site 
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3.0 DEVELOPMENT PROPOSAL 
3.1 Proposed Layout 
 
The proposed plan of development comprises of a 4 lot industrial subdivision (refer to Figure 3.1). 
The areas of the proposed lots are as follows: 
 

Lot 1: 14.97 hectares  
Lot 2: 20.0 hectares  
Lot 3: 26.68 hectares  
Lot 4: 50.17 hectares  
Total: 111.82 hectares 

 
 
 
3.2 Vehicle Access 
 
It is proposed that access be gained via the planned service road along the Mt Lindesay Highway 
frontage of the site, and a new intersection with Crowson Lane, opposite Greenhill Road.  It is 
expected that there will be some individual lot access from the service road.  The appropriate 
location of those access points would be addressed as part of a future application when specific 
details are known. 
 
The intersection on Crowson Lane will be constructed as a priority controlled junction with dedicated 
left and right turn lanes.  An 8 metre wide land dedication will be provided along the site frontage to 
achieve a 29 metre wide road reserve.  This will allow the Rural Arterial – Single Carriageway to be 
achieved. 
 
It is envisaged that traffic signals will be required in the long term when Crowson Lane is upgraded to 
a four lane profile (Urban Collector Road – Multi Modal Dual Carriageway).  It is envisaged in the 
ultimate scenario that a further 8m wide dedication will be provided on the northern side of Crowson 
Lane. Together with the 8m wide land dedication on the southern site of Crowson Lane provided as 
part of this application, the required ultimate road reserve width of 37m will be achieved. 
 
Concept plans of the interim and ultimate intersection arrangements are shown in Figures 3.2 and 
3.3.   
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4.0 DEVELOPMENT TRAFFIC 
4.1 Trip Generation 
 
Given the location of the site and the size of the proposed lots, it is expected that the estate will 
generally be occupied by ‘large’ users such a warehouses, factories and distribution centres.  The 
following trip rates are considered to be appropriate for the site given its scale and isolation from 
other industrial areas: 
 

Peak Hour Trips: 0.2 trips per 100m2 GFA 
Daily trips -  4 trips per 100m2 GFA 

 
The above rates are based on surveys of a large industrial parcel at Yatala which has similar lot 
characteristics to the proposal.  A sensitivity analysis has also been carried out using a rate of 0.4 
peak hour trips / 100m2 GFA, which is specified by the TMR RPDM for warehouse uses. 
 
Assuming a 45% site cover to the developable area of 111.82 hectares, the potential total floor area 
of future development in the estate is 503,000m2. Application of the above trip rate (0.4) results in a 
trip generation estimate of 2,000 vehicle trips per hour. 
 
Table 4.1 – Estimated Development Traffic Generation (peak hour) 

Morning Peak Hour Afternoon Peak Hour 
In Out Total In Out Total 

1,400 600 2,000 800 1,200 2,000 

Peak Hour Distribution: AM 70 / 30, PM – 40 / 60 
 
 
4.2 Traffic Distribution 
 
The distribution of trips generated by the estate will vary as the surrounding area and road network 
develops, particularly large residential estates such as Flagstone and Flinders (to the west), and 
Yarrabilba (to the east).  However, for the purposes of this assessment, the following distribution is 
considered to be reasonable : 
 
 To / from the north on the Mt Lindesay Hwy -   65% 
 To / from the south on the Mt Lindesay Hwy -   10% 
 To / from the east via Chambers Flat Road -   10% 
 To / from the west via Crowson Lane / Greenbank Rd -  15% 
 
The majority of heavy vehicles generated by the estate will travel to and from the north via the Mt 
Lindesay Highway, connecting to the Logan, Gateway and Pacific Motorways. 
 
Resultant estimates of peak hour traffic distributions are shown in Figures 4.1 and 4.2.   
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4.3 Road Network Impact 
 
As shown in Section 2, traffic volumes on Crowson Lane and at the North Maclean interchange are 
currently low and the single lane on / off ramps and roundabouts function without any significant 
queuing or delays.  As discussed in the West Mount Lindesay Highway Development Corridor Major 
Road Network Study, it is expected that Crowson Lane will eventually need to be upgraded to a four 
lane profile.   
 
The traffic generation of the development was accounted for during the design of the Mount 
Lindesay Highway / Chambers Flat Road / Crowson Lane interchange.  However, for completeness an 
analysis of year 2030 traffic conditions has been carried out to ensure that the roundabout will 
function satisfactorily under medium term traffic conditions.  An annual traffic growth rate of 4% has 
been applied in order to estimate year 2030 background traffic volumes. 
 
SIDRA software has been used to model the operation of the Mt Lindesay Highway / Crowson Lane 
roundabout at the year 2030, assuming the full development of the site and the background traffic 
volumes shown in Figure 4.4. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

FIGURE 4.4 – ESTIMATED FUTURE BACKGROUND (2030) PEAK HOUR TRAFFIC 
VOLUMES AT THE MT LINDESAY HWY / CROWSON LANE INTERSECTION 



 
 
 
 
 

Page 26 of 50 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

FIGURE 4.5 – ESTIMATED YEAR 2030 PEAK HOUR TRAFFIC VOLUMES 
AT THE MT LINDESAY HWY / CROWSON LANE INTERSECTION (WITH DEV) 

 
 
Detailed SIDRA output for the Mt Lindesay Highway / Crowson Lane intersection is provided as 
Appendix B. As shown, the analysis indicates that the intersection will function satisfactorily under 
the project year 2030 traffic conditions.  
 
The analysis indicates that a short queue of up to five vehicles will form on the service road approach 
to the Crowson Lane roundabout. The proposed Road 2 intersection will be located over 200 metres 
south of the roundabout. As shown in Figure 4.5, traffic modelling indicates that vehicles queuing at 
the proposed service road / Road 1 intersection will be low and well clear of the Crowson Lane 
intersection.   
 
The service road will be designed so that there is sufficient width available for southbound through 
traffic to pass vehicles queued to turn right into the proposed estate roads.   
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MORNING PEAK HOUR 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
AFTERNOON PEAK HOUR 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

FIGURE 4.5 – MODELLING OF PROPOSED SERVICE ROAD / ROAD 1 INTERSECTION 
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5.0 RESPONSIBILITY FOR SERVICE ROAD CONSTRUCTION 

 
The proposed road layout includes the construction of the highway service road along the site 
frontage.  It is understood that the service road is planned by TMR, given that land has been taken 
from the subject site for its future construction.  Furthermore, a stub has been provided at the 
interchange roundabout to establish its alignment. 
 
This is considered to be a highly desirable outcome for the local area for the following reasons: 
 

 The service road will be critical to providing connectivity to the balance of the SDA area to 
the south and Greenbank Road.  It is also an important component of the highway system as 
it will provide for local trips and allow for alternative movement in the event that the 
highway needs to be closed due to an incident or road works. 

 The future extension of the service road to the south will enable traffic generated by that 
area to access the Mt Lindesay Highway via the existing grade – separated interchange at 
Chambers Flat Road / Crowson Lane.  Whilst traffic signals are planned to be constructed at 
the Mt Lindesay Highway / Greenbank Road intersection, these are considered to be an 
interim solution until the Highway is grade – separated through to Jimboomba.  The service 
road will allow access to the existing grade separate interchange, which will reduce pressure 
on and extend the life of the at grade intersection (signals) at Greenbank Road. 

 The connection of the service road to the south will allow local trips to occur within the SDA 
area and other local areas instead of those vehicles having to make short trips on the 
Highway between Greenbank Road and Crowson Lane.   

 
The connectivity of the proposed road network within the site between Crowson Lane and the 
service road is an added benefit as it will reduce impact upon the existing roundabout at the Highway 
/ Crowson Lane interchange.  The proposal would establish the formation of the service road so that 
it can be extended as development occurs to the south.  This will encourage the development of the 
local road network between Crowson Lane and Greenbank Road. 
 
Considering the benefit of the service road to the local area and wider road network, it is considered 
that the service road will serve a trunk purpose, and therefore its construction cost should be fully 
creditable. 
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6.0 SUMMARY OF CONCLUSIONS & RECOMMENDATIONS 
 

 The subject site is located within the Greater Flagstone Priority Development Area (GFPDA), 
and is part of the nominated North Maclean Industry and Business Zone. The site is located 
to the southwest of the Mount Lindesay Highway / Crowson Lane interchange roundabout, 
and has an area of approximately 118 hectares. 

 
 The proposed plan of development comprises of a four lot industrial subdivision, with a total 

developable area of approximately 111 hectares.  It is proposed that access be gained via the 
planned service road along the Mt Lindesay Highway frontage of the site, and a new 
intersection with Crowson Lane, opposite Greenhill Road.  The intersection on Crowson Lane 
will be constructed as a priority controlled junction with dedicated left and right turn lanes.  
It is envisaged that traffic signals will be required when Crowson Lane is upgraded to a four 
lane profile. 

 
 Crowson Lane is a two lane rural road providing through movement between the Mount 

Lindesay Highway and Greenbank Road, and also access to adjoining rural residential 
properties. Crowson Lane generally has a posted speed limit of 80km/hr, with a reduced 
speed limit of 60km/hr near the Mount Lindesay Highway interchange.   

 
 Road network planning carried out by the Department of Transport and Main Roads as part 

of the West Mount Lindesay Highway Development Corridor Major Road Network Study 
indicates that Crowson Lane will be upgraded to a four lane sub-arterial road, and will 
function as a primary east – west link between the Mount Lindesay Highway and Teviot 
Road.   

 
 Traffic analysis for projected volumes (assuming 4% pa growth) at the year 2030 indicate that 

the Mt Lindesay Highway / Crowson Lane intersection will function satisfactorily with the 
proposed development. Traffic modelling indicates that the proposed interim (priority 
controlled) intersection on Crowson Lane will operate satisfactorily for a considerable period 
of time.  The need for traffic signals will primarily depend on population growth in the area 
and resultant background traffic growth on Crowson Lane.   

 

 Considering the benefit of the service road to the local area and wider road network, it is 
considered that the service road will serve a trunk purpose, and therefore its construction 
cost should be fully creditable (refer to Section 5). 
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APPENDIX A – PERFORMANCE CRITERIA (INTERSECTION PERFORMANCE) 
 
1. Level of Service (LOS) 

LOS Traffic Signals and Roundabouts Give Way and Stop Signs 

'A' 

'B' 

 

'C' 

'D' 

'E' 

 

'F' 

Good operation. 

Good with acceptable delays and spare capacity. 

Satisfactory. 

Operating near capacity. 

At capacity; at signals incidents will cause excessive 
delays. Roundabouts require other control mode. 

Unsatisfactory and requires additional capacity. 

Good operation. 

Acceptable delays and spare capacity. 

 

Satisfactory but accident study required. 

Near capacity and accident study required. 

At capacity and requires other control mode. 

 

Unsatisfactory and requires other control mode. 

 
2. Average Vehicle Delay (AVD) 
 
The AVD provides a measure of the operational performance of an intersection as indicated on the table 
below which relates AVD to LOS. The AVD’s listed in the table should be taken as a guide only as longer 
delays could be tolerated in some locations (i.e. inner city conditions) and on some roads (i.e. minor side 
street intersecting with a major arterial route). 
 

Level 

of 

Service 
Average Delay per 
Vehicle (secs/veh) 

 

Traffic Signals, Roundabout 

 

Give Way and Stop Signs 

A less than 14 Good operation. Good operation. 

B 15 to 28 Good with acceptable delays and spare capacity. Acceptable delays and spare capacity. 

C 29 to 42 Satisfactory. Satisfactory but accident study required. 

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

E 

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

Roundabouts require other control mode. 

At capacity and requires other control 
mode. 

 

3. Degree of Saturation (DS) 

The DS is another measure of the operational performance of individual intersections. 
For intersections controlled by traffic signals1 both queue length and delay increase rapidly as DS 
approaches 1, and it is usual to attempt to keep DS to less than 0.9. Values of DS in the order of 0.7 
generally represent satisfactory intersection operation. When DS exceeds 0.9 queues can be anticipated. 
For intersections controlled by a roundabout or GIVE WAY or STOP signs, satisfactory intersection 
operation is indicated by a DS of 0.8 or less. 
 

                                                           
1The values of DS for intersections under traffic signal control are only valid for cycle length of 120 secs. 
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APPENDIX B – SIDRA MODELLING (INTERIM INTERSECTION ON CROWSON LANE) 
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APPENDIX C – SIDRA MODELLING (ULTIMATE INTERSECTION ON CROWSON LANE) 
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APPENDIX D – SIDRA MODELLING (CROWSON LANE / HIGHWAY SERVICE ROAD) 
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