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EXECUTIVE SUMMARY 

Cardno Eppell Olsen has prepared a traffic and transport assessment of a large scale mixed 
use development at Nolan Drive, Morayfield, on behalf of the proponent, Northeast Business 
Park Pty Ltd.  The report will accompany an application to Caboolture Shire Council for 
preliminary master plan approval of the development.  The land uses proposed within the 
development include a range of residential, accommodation, commercial, retail, child care 
centre, marina, golf course and business park (industrial) facilities.  
 
The site is located east of the Bruce Highway, generally north of Uhlmann Road and bounded 
by the Caboolture River to the north.  The major vehicular access to the site will be achieved 
from Buchanan Road, with secondary access via Buckley Road.  This access system provides 
sufficient capacity to adequately service the traffic demands likely to be generated by the site.   
 
The Industry and Employment Lands Report, prepared for Caboolture Shire Council, identifies 
a current and expected future deficiency in local employment with a high proportion of 
residents commuting outside of the shire for employment purposes.  The development will, by 
providing local employment opportunities, enhance the job balance in the Caboolture area and 
retain some of the existing long distance commuter trips.  Broader network analysis using the 
Brisbane Strategic Transport Model (BSTM) supports this conclusion indicating that the 
increase in long distance trips is generally limited.   
 
Review of the 2016 traffic patterns using the BSTM indicates that the development impacts will 
be limited to the immediate area, including the Buchanan Road interchange, Uhlmann Road 
interchange and Buckley Road. Intersection, midblock and ramp analysis has been 
undertaken for these areas to develop a staged road works program which meets the 
demands of the development. 
 
The road works program identifies the short term works that would be required to cater for the 
initial stages of the development.  The works are generally limited to the Buchanan Road 
access and intersections with the Bruce Highway on and off-ramps.  Preliminary concepts for 
the ramp intersections suggest that a set of relatively minor modifications at the Buchanan 
Road roundabouts and along the main development access would be necessary to provide 
adequate capacity for the first and second stages of the development. 
 
In the longer term, additional works would be required along the Bruce Highway, Buchanan 
Road interchange, Uhlmann Road interchange and Buckley Road/Uhlmann Road intersection 
to provide a high capacity network with the ability to cater for the 2030 future year design 
horizon. Upgrading would be required to provide traffic signal control at all of the above 
intersections, duplication of both overpasses and additional lanes along the Bruce Highway.  
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The development would be responsible for the majority of works at the Buchanan Road 
interchange and development access. Works required along Uhlmann Road and the Bruce 
Highway are generally driven by growth in background traffic, although the development would 
likely influence the timing of works.  Suggested works have been proposed in consideration of 
local and state network planning and the proposed works are generally consistent with the 
Council ShirePlan, Main Roads infrastructure program and recommendations of the Bruce 
Highway Upgrade Study prepared by Arup.  
 
Buckley Road would be used as a secondary access to the development and the current road 
form would need to be upgraded to a higher standard, particularly in the northern section. It is 
also proposed to include intersection treatments at Northwood Drive, Ridgewood Drive, Cobb 
Road and Coach Road as part of the overall upgrade of Buckley Road to reinforce the 
appropriate speed environment and reduce the attractiveness for large vehicles.   
 
Heavy vehicle movements along Buckley Road would be restricted by signage and load limits. 
It would also be possible to implement electronic surveillance, should further enforcement be 
required. In response to the concerns raised by local residents, it is proposed to close Nolan 
Drive at the southern end of the site or limit this connection to buses only.  
 
Consideration has been given to Section 10.4 “Protecting Key Sites and Corridors” of the SEQ 
Regional Plan and discussions with the Department of Main Roads in relation to the proposed 
North South arterial corridor.  The development site layout and transport network has been 
designed to accommodate a high capacity link to or through the site, should this be required in 
future years. 
 
The internal road network has been designed consistent with best practice road hierarchy 
guidelines, and it is proposed that speed and intersection management strategies be 
implemented to support the principles adopted.  Detailed design will advance the geometric 
characteristics of the network which will include road cross section, pedestrian, cycle and 
public transport facilities.  Reporting provides guidance on recommended parking rates which 
ensure that adequate provision is made whilst encouraging use of other transport modes.  
 
Local and regional policy has been reviewed in the process of developing a travel 
management plan for the development. This includes consideration of: integration of land use 
and transport planning, demand management, consideration of public transport connections 
and pedestrian and cycle provisions.  
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A privately funded route has been proposed along the main boulevard, to service the business 
park, marina village and high density residential areas.   This route will more than adequately 
cater for the initial demand with the expectation that in the longer term, in line with increased 
development, it would be feasible to provide a feeder bus service that would penetrate the 
lower density residential areas and business park.  This bus route would also provide 
opportunity to service the surrounding residential areas south of the site, which currently have 
limited access to public transport.  The proposed bus services would connect to activity and 
public transport centres in the area, including Morayfield and Caboolture rail stations, 
Caboolture town centre and Morayfield regional shopping centre. 
 
More detailed structure planning will be advanced to clearly define the internal pedestrian and 
cycle network; however, a set of guiding principles has been established which will facilitate 
appropriate and logical provision of infrastructure on road corridors.  Off-road paths would be 
provided throughout the development to and within key precincts including the residential, golf 
course, and parkland areas. 
 
The Northeast Business Park represents a significant opportunity to develop an iconic and 
attractive recreational path network which could attract local and regional visitors to the site.  
There is a specific intent to provide a high quality recreational and commuter network with very 
convenient, safe and legible connections to current and proposed future external attractions. 
 
A range of travel demand management strategies have been developed to maximise 
opportunities for the Northeast Business Park to achieve increased use of sustainable travel 
modes.  These strategies include mechanisms to increase the awareness of available public 
transport, bicycle and pedestrian networks, which could include signage, direct advertising and 
web site information. Other transport modes including canoe and golf buggies have also been 
considered for the site. 
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1.0 INTRODUCTION 

Northeast Business Park Pty Ltd proposes a large scale mixed used development on Lots 2 
(RP 902075), 10 (RP 902079), 7 (RP 845326), 15 (RP902073), 12 (RP145197), 17 (RP 
902072) and 24 (SP 158298), located at Nolan Drive, Morayfield.  The lot layout is illustrated 
on Figure 1, Locality Plan at Appendix A.  When complete, Northeast Business Park would 
provide residential, accommodation, commercial, retail, child care centre, marina, golf course 
and business park (industrial) facilities.  The proposed cadastral boundaries are depicted on 
Figure 4, Development Proposal at Appendix A.  
 
The Northeast Business Park development was declared to be a significant project in June 
2006.  This report is an assessment of the traffic impacts of the proposed development and is 
prepared as part of the Environmental Impact Study (EIS) required for submission to the 
Coordinator-General.  Specifically, the report seeks to address Sections 3.7.1 and 4.2.2.7 of 
the Terms of Reference (December 2006).   
 
This application seeks preliminary approval of the proposed uses.  This assessment therefore 
focuses on the broader traffic and transport planning matters relevant to the development and, 
specifically, the impacts upon the operation of the affected sections of the external road 
network for both the ultimate development, as well as the initial development stages.   
 
The internal road network and parking aspects have also been reviewed as part of this 
assessment, to identify guidelines for the internal provisions, however further work will be 
required at a later stage and will be addressed in subsequent reporting.  Similarly, the public 
transport, pedestrian and cycle needs have been considered to develop recommended 
measures to cater for both the local and visitor demand.  
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1.1 References 

A number of sources were referenced during the compilation of this report.  These documents 
include: 
 

• Northeast Business Park Project – Terms of Reference for and Environmental 
Impact Statement (The Coordinator-General, December 2006); 

• Buchanan Road Interchange Traffic Analysis Report (Arup, 2006); 
• Bruce Highway Upgrade, Uhlmann Road to Caboolture Bypass (Arup 2006) 
• Roads Implementation Program 2007/08 – 2011/12 (RIP) (DMR, 2007); 
• Guidelines for Assessment of Road Impacts (Department of Main Roads,2000); 
• South East Queensland Regional Plan (SEQRP) (Office of Urban Management, 

2005); 
• Integrated Regional Transport Plan for South East Queensland (Queensland 

Transport, 1997); 
• Transport 2007 (Queensland Transport, 2001); 
• Integrated Regional Cycle Network Plan for South East Queensland (Queensland 

Transport, 2003); 
• Draft TransLink Network Plan (TransLink, 2004); 
• Integrated Transport Planning Framework (Queensland Transport, Department of 

Main Roads & Department of Local Government & Planning, 2003); 
• Shaping Up (Queensland Department of Transport); 
• Caboolture ShirePlan (Caboolture Shire Council, 2005); 
• Draft Transport Assessment Guidelines (TAG) (Queensland Transport, 1995); 
• Trip Generation Manual (Institute of Transportation Engineers, 1989);   
• Guide to Traffic Generating Developments (Roads and Traffic Authority, 2002); 
• Queensland Streets (Institute of Municipal Engineering Australia, Queensland 

Division, 1993); 
• South East Queensland Household Travel Survey (Department of Main 

Roads,1992); 
• Guide to Traffic Engineering Practice: Part 14 – Bicycles (AUSTROADS, 1999). 
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2.0 EXISTING SITUATION 

2.1  Site Description 

The subject site is situated in Morayfield to the east of the Bruce Highway, generally north of 
Uhlmann Road and bounded by the Caboolture River to the north.  The site is largely 
undeveloped and part of the site is constrained by flood levels and environmentally sensitive 
areas.   
 
Primary access to the existing road network is proposed from Buchanan Road with secondary 
access for residential and marina traffic proposed to be achieved from Buckley Road. The 
Buckley Road connection is intended for light vehicle access to the Marina Village and 
residential areas south of the site. The link would be designed to minimise the attractiveness 
for business park traffic with restrictions for heavy commercial traffic. 

2.2 Surrounding Land Uses 

The predominant land use to the east of the Bruce Highway is rural residential development.  
There are areas of traditional sized residential lots along Uhlmann Road and Buckley Road 
precincts a well as a minor rural residential catchment located to the north-west of the subject 
land, accessed by Trafalgar Drive.   
 
Immediately west of the Bruce Highway, developed areas contain a mixture of large lot rural 
and smaller size urban residential land uses. Proposals for more intensive development north 
of Buchanan Rd have been prepared.  
 
Morayfield is located approximately 3km west of the site.  The suburb incorporates retail and 
commercial services at the Morayfield Regional Shopping Centre and various retail and 
commercial developments fronting Morayfield Road provide large scale retail opportunities.  
Morayfield is classified as an emerging residential area in the ShirePlan with higher density 
residential developments expected in future years.  The Morayfield rail station provides access 
to the Caboolture line and connections south to Brisbane. 
 
The centre of Caboolture is located approximately 5km to the north-west of the subject site 
and would be accessed primarily via Buchanan Road and Morayfield Road.  The Caboolture 
town centre incorporates the Caboolture rail station plus the traditional town centre of 
Caboolture, including Council offices and other retail and commercial uses. 
 
Educational facilities in the surrounding area include Morayfield Primary, Morayfield East 
Primary and Morayfield High Schools, west of the Bruce Highway and St Eugene’s Catholic 
Primary School, south-west of the site in Burpengary. 
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2.3 Adjacent Road Network 

The surrounding road network comprises a combination of local and state controlled roads. 
Relevant links are outlined on Figure 2.1.  The key roads potentially affected by the proposed 
development are: 
 

• Uhlmann Road east of the Bruce Highway interchange, Uhlmann Road is under 
the control of Caboolture Shire Council.  Along this section it is undivided with a 
single lane in each direction and primarily serves adjacent residential 
developments and a sewerage treatment plant at its end, near the mouth of the 
Caboolture River.  To the west of the Bruce Highway, Uhlmann Road is controlled 
by the Department of Main Roads and joins with Morayfield Road to continue 
north to Caboolture. The Caboolture Shire Council Road Hierarchy identifies 
Uhlmann Road as a District Collector Road east of the Bruce Highway with a 
higher order arterial function west of the highway and along Morayfield Road to 
Caboolture town centre; 

• Buchanan Road currently serves a traffic carrying function between the Bruce 
Highway and Morayfield Road.  It also serves the growing number of residential 
lots to the west of the Bruce Highway.  Buchanan Road is classified sub arterial. 
East of the Bruce Highway, Nolan Drive and Trafalgar Road feed into Buchanan 
Road with low volumes of traffic from a reasonably undeveloped/low density area; 

• The Bruce Highway is a part of the national road network under the control of the 
Department of Main Roads.  Currently, the highway consists of a divided 
carriageway with two lanes of traffic in each direction.  Current planning proposes 
progressive upgrading from four to six and eventually eight lanes, with the current 
Roads Implementation Program identifying construction of widening to six lanes 
as an approved allocation for the 2007/8 – 2008/09 period.  Works to widen the 
section south of Uhlmann Road to six lanes has been completed; 

• Buckley Road is considered to have a District Collector Road function south of 
Coach Road East. The northern section serves a local access function for a 
limited number of large rural residential lots.  Buckley Road has a varying 
pavement width of approximately 10m with kerb and channel at various locations 
along its length, within a large road reserve (approximately 40m).  Both the 
pavement and reserve width exceed that typical of a Collector Road, indicating 
that Buckley Road had historically been planned to accommodate a function 
higher than is existing.  Buckley Road connects to Coach Road East and then to 
Nolan Drive in effect providing a north-south link between interchanges to the 
Bruce Highway; 

• Coach Road and Nolan Drive serve a limited catchment of residential dwellings.  
The link also provides a sub arterial function for longer distance north-south 
movements, although the indirect alignment is expected to limit these movements.  
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2.4 Existing Traffic Volumes 

Australasian Traffic Surveys were commissioned to undertake traffic surveys at key points on 
the adjacent road system.  Manual traffic counts were undertaken on Thursday 16 March 2006 
between 6:00am to 9:00am and 3:00pm to 6:00pm at the following locations: 
 

• Buchanan Road/Bruce Highway Northbound ramps interchange intersection; 
• Buchanan Road/Bruce Highway Southbound ramps interchange intersection; 
• Uhlmann Road/Buckley Road intersection; 
• Uhlmann Road/Bruce Highway Northbound ramps interchange intersection; 
• Uhlmann Road/Bruce Highway Southbound ramps interchange intersection. 

 
The adopted 2006 background traffic volumes are illustrated on Figure 2.2.  
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3.0 CURRENT PLANNING & POLICIES 

3.1 Road Network Planning 

3.1.1 Bruce Highway 

The Bruce Highway is part of the AusLink National Road Network. Under AusLink, the 
Australian Government has allocated funding to widen the Bruce Highway from four to six 
lanes with provision for eight lanes in the future.  The project also involves upgrading works of 
key interchanges and associated infrastructure.   
 
Highway widening works are completed in the section between Boundary Road and Uhlmann 
Road.  Further works to six lane the section between Uhlmann Road and Caboolture River are 
expected to be completed 2007/2008.  

3.1.2 North-South Arterial  

Long term planning by the Department of Main Roads recognises a potential north-south link 
parallel with the Bruce Highway and lying largely to the east of existing development.  The 
urban section of the proposed North South Urban Arterial, between Boundary Road and the 
Bruce Highway at the North Pine River is relatively well defined.  The Department of Main 
Roads are currently considering opportunities to extend this link further north in the long term.  
 
The corridor between Caboolture Bribie Island Road and Deception Bay Road was notified 
under the Transport Infrastructure Act in 1994 and identified in the Caboolture Shire Planning 
Scheme and SEQ Regional Plan 2005 -2026.  A study is currently underway to evaluate: 
 

• the proposed 1994 location; 
• alternative corridor options in consideration of the surrounding terrain; 
• the regional function of the link; 
• the physical requirements of the North South Arterial.  

 
The Northeast Business Park project team has been coordinating with the Department of Main 
Roads to identify alignment options. 
 
At this time, there is a lack of confirmed direction with regard to this future planning.  Further 
contact has been made with DMR in relation to these matters and potential future road 
corridors will be considered when state and local government planning has progressed further.  
This report documents assessment for a network scenario that is not reliant on a potential link 
to Bribie Island Road or the North South Arterial connection.  The road layout makes provision 
for the major internal road corridor to potentially form part of the north-south link or a 
connection thereto. 
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It should be noted that the North South Arterial connection is included in the draft 2021 
Caboolture Shire Council (CSC) priority infrastructure program road network.  The strategic 
modelling provided by CSC does not indicate an east-west connection though the Northeast 
Business Park site. 

3.1.3 Other Road Network Planning 

The DMR has commenced planning for the upgrade of Morayfield Road between Uhlmann 
Road and Gaffeld Street.  The preliminary design will consider works to widen the current two 
lane configuration to four lanes with allowance for a six lane cross section.  These works have 
been allocated funding in the South East Queensland Infrastructure Plan and Program 
(SEQIPP) in the period 2009/2010 to 2014/2015.  The project is intended to improve the 
operation of intersections along Morayfield Road, reduce traffic delays and improve safety.      
 
In addition, the Caboolture ShirePlan identifies the following Proposed Strategic Road 
Projects: 
 

• Cundoot Creek Road between Market Drive and Lower King Street is proposed in 
the period 2010 – 2012.  This link, together with Weier Road would form an 
alternative north-south connection between Buchanan Road and Lower King 
Street in the area between Morayfield Road and the Bruce Highway; 

• the Buchanan Road – Rail overpass and connection to Morayfield Road is 
proposed for implementation in the 2012 – 2014 timeframe. 

 
The proposed road projects are included at Appendix A. 

3.2 Pedestrian, Cyclist and Public Transport Network Planning 

In order to develop regionally appropriate transport management strategies for the proposed 
Northeast Business Park, a range of planning documents have been reviewed.  These 
documents were used to better understand future planning for pedestrians, cyclists and public 
transport in the region and specifically in proximity to the Northeast Business Park.  A 
summary of relevant planning documents is provided herein. 

3.2.1 South East Queensland Regional Plan  

The South East Queensland (SEQ) Regional Plan provides strategic planning guidance for the 
whole of SEQ, including land use and transport planning, to respond to increasing population 
growth pressures.  Specifically, Section 8.7 (Integrated Land Use and Transport Planning) and 
Section 12.2 (Sustainable Travel and Improved Accessibility) were considered relevant to the 
Transport Management Plan (TMP) for the Northeast Business Park. 
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Some of the key policies for integrated land use and transport planning, sustainable travel and 
improved accessibility identified in the Regional Plan are discussed below: 
 

• land use and transport planning should be undertaken concurrently;   
• transit oriented development (TOD) principles such as high density, mixed use 

development surrounding transport nodes, high levels of walkability, convenient 
access to high frequency and quality public transport (e.g. rail) should be 
considered; 

• developments should provide strong connections to surrounding centres, 
communities and services to discourage the development of an isolated 
community that is reliant on private vehicle use; 

• parking will need to be managed to ensure a balance is achieved between 
sufficient supply, to meet the communities needs and assist economic viability, 
whilst encouraging use of sustainable transport modes; 

• a mix of land uses and activities should be provided within new development to 
achieve some level of self containment and reduce the need for external trips.  
Self containment can be important in reducing private vehicle use as there are 
more destinations within walking and cycling distance; 

• pedestrian amenity, connectivity and safety should be maximised within the 
development.  Attractive, convenient and safe pedestrian and cycle facilities can 
encourage greater use of these modes as day to day transport options, 
particularly for shorter trips; 

• a high quality and accessible public transport network linked to regional and sub-
regional centres and services; 

• walking, cycling and public transport should be supported through the provision of 
infrastructure, services and information; 

• there is a need to increase awareness about travel options and thus encourage a 
change in travel behaviour. 
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3.2.3 Integrated Regional Transport Plan for South East Queensland  

The Integrated Regional Transport Plan (IRTP) for SEQ sets a strategic framework for the 
continued development of the region’s transport system. The IRTP seeks to improve public 
transport services and encourage greater walking and cycling.  Strategies identified in the 
IRTP to support this are discussed below and should be considered in the planning and 
design of the Northeast Business Park: 
 

• new infrastructure – this includes feeder buses to rail stations, walking and cycling 
networks surrounding public transport stops/stations and bus/rail interchange 
facilities; 

• new services;  
• appropriate land use planning (e.g. residential and commercial development 

intensity surrounding rail stations, walkable communities); 
• improved quality of walking and cycling networks – in terms of safety, amenity and 

connectivity; 
• improved community design – this is to allow greater pedestrian and cycle 

connectivity as well as public transport service (i.e. 90% of the community within 
400m of a well-served public transport stop); 

• increased awareness – including education regarding the benefits of walking and 
cycling. 

3.2.4 Transport 2007  

Transport 2007 is Queensland Transport’s shorter term plan for the implementation of early 
recommendations to 2007 of the IRTP and includes strategies to meet the region’s transport 
challenges.  Overall, desired outcomes identified in Transport 2007 include: 
 

• a safe and equitable system for all; 
• an ecologically sustainable transport system; 
• better use of the existing transport system through travel demand management; 
• transport-friendly communities through better land use planning; 
• high quality, integrated public transport system; 
• improved facilities for pedestrians and cyclists; 
• a road network that links people, goods and services; 
• efficient movement of freight. 

 
Some more specific transport network elements and opportunities are also identified in the 
Caboolture/Morayfield area.  This includes radial feeder bus routes to Caboolture (e.g. from 
Beachmere) and cycling routes within a 5km radius of the Caboolture/Morayfield centre. 
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3.2.5 Integrated Regional Cycle Network Plan for South East Queensland 

The Integrated Regional Cycle Network Plan (IRCNP) for South East Queensland identifies 
existing, proposed and investigation regional cycling routes.  The aim of this document is to 
better coordinate, plan and deliver cycle infrastructure in SEQ.  The IRCNP is currently under 
review, and thus the latest version of the document is currently not available.  In the original 
IRCNP, there are a number of regional cycle routes surrounding the Caboolture/Morayfield 
regional centre, including: 
 

• Morayfield Road – extending north and south of the centre.  A section of the route 
exists between Walkers Road and Bribie Island Road; 

• Lower King Street – extending east and west of the centre.  The section extending 
west from the Bruce Highway currently exists; 

• Bruce Highway – an investigation route is shown along the Bruce Highway 
extending between the Narangba area to the south and Sippy Downs to the north.  

3.2.6 Draft TransLink Network Plan 

The Draft TransLink Network Plan identifies a ten year plan and a three year program to 
progressively implement the TransLink public transport network in South East Queensland to 
2014.  Overall, the development of the network is guided by the following strategic priorities: 
 

• making services connect; 
• making services fast, frequent and reliable; 
• filling the gaps; 
• making it easy, comfortable and safe. 

 
Specific network improvements identified for the Caboolture/Morayfield area include: 
 

• more frequent peak period services on the Caboolture rail line; 
• upgrade current three car trains on the Caboolture rail line to six car trains; 
• enhance local and feeder services at the Caboolture train station; 
• upgrade Caboolture train station; 
• upgrade the bus/rail interchange at Caboolture train station; 
• extend the bus network into developing suburbs. 
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3.2.7 Integrated Transport Planning Framework  

The Integrated Transport Planning Framework (ITPF) is a guide to good practice for transport 
planning in Queensland.  The guide identifies a set of overarching desired outcomes, as 
follows: 
 

• an efficient and effective transport system to support economic growth across 
Queensland; 

• a transport system that maintains and enhances the health, safety and security of 
users and the wider community; 

• a reasonable level of access and mobility for all; 
• a transport system that values, conserves and enhances our natural environment; 
• a transport system that connects communities and contributes to the way we live, 

work and play. 
 
Supporting these desired outcomes are a range of directions and principles which provide 
further guidance on how to achieve the desired outcomes.  Those directions and principles 
considered most relevant to the Northeast Business Park are listed below: 
 

• integrate the transport system: 
- integrate infrastructure and services across all modes to create an 

interconnected and coordinated transport system; 
- make best use of existing transport infrastructure and services first; 
- manage demand and influence travel choices for people and goods; 
- work with industry to develop logistical solutions for the full transport chain. 

• integrate transport and land use: 
- identify preferred sequences and locations for development to ensure 

connectivity and efficient provision of infrastructure and services.  This 
relates to the early provision of public transport networks that link emerging 
communities to transport networks; 

- match land use activity, location, densities and design with transport routes 
and services to ensure efficiency, connectivity and amenity. 
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3.2.8 Shaping Up 

Shaping Up was developed by Queensland Transport to guide the development of urban 
areas so as to achieve desired transport outcomes.  That is, specifically, reducing the reliance 
upon private vehicle travel by urban communities.  The document identifies potential issues in 
the design of urban communities and defines preferred patterns of development for a number 
of development types.  Some of the features of the preferred patterns of development for new 
residential subdivisions are as follows: 
 

• provide opportunities for pedestrians, cyclists and vehicles to move through and 
beyond the site; 

• provide permeability and legibility; 
• provide a high level of local connectivity focusing local traffic movements onto 

local streets rather than arterial roads; 
• design neighbourhoods so that densities of 15 dwellings/hectare is provided within 

400m of major bus stops; 
• provide for home-based employment opportunities; 
• consider safety and security in movement networks, lot layout and the location 

and design of non-residential uses; 
• provide the most direct pedestrian and cycle connections within neighbourhood 

centres; 
• minimise walking distances and times. 

3.2.9 Caboolture ShirePlan  

The Caboolture ShirePlan was adopted by the Caboolture Shire Council in December 2005.  
The ShirePlan is a planning and development assessment tool for the Shire.  Overseeing the 
transport elements of a development is the Traffic, Access and Parking Code.  Development 
must be consistent with the specific outcomes outlined in the code and probable solutions are 
provided to assist in understanding what solutions may be acceptable.  Within this code, there 
is limited reference to pedestrians and cyclists and no mention of public transport provision.  
Specifically outlined is the need to provide safe, useable and readily accessible pedestrian 
and bicycle facilities.  
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Reference is also made to the Council’s Bicycle and Pedestrian Strategy.  This strategy shows 
the proposed trunk pathway projects within the Council area (see Appendix B).  Specific 
projects in proximity to the Northeast Business Park, includes: 
 

• a pathway along Uhlmann Road running east from Buckley Road to Carissalee 
Court (high priority, 2005/6 – 2010/11); 

• a pathway along Buckley Road running south from Uhlmann Road to Junction 
road (high priority, 2005/6 – 2010/11); 

• a pathway along Morayfield Road between Uhlmann Road and Gaffield Street 
(medium priority, 20011/12 – 2015/16); 

• a pathway along Lindsay Road between Morayfield Road and Hunt Road 
(medium priority, 20011/12 – 2015/16); 

• a pathway system in the Caboolture South area (i.e. west of the Bruce Highway), 
including a link over the Bruce Highway at Bribie Island Road; 

• some pathway links within the Caboolture town centre. 

3.3 Land Use and Employment   

Historically, Caboolture Shire has been one of the fastest growing local government areas in 
Australia and is projected to continue to have a strong population growth into the future. The 
Industry and Employment Lands Report identifies a current and expected future deficiency in 
local employment with a high proportion of residents commuting outside of the shire for 
employment purposes. That report suggests that in 2001 only 52% of the resident workforce 
both lived and worked in the Shire, making it necessary for 48% of the resident workers to 
commute to jobs. The Industry and Employment Lands Report recommends provision for 
industrial land within the shire to improve self containment.  
 
Caboolture Shire Council is investigating opportunities for developable land inside and outside 
of the urban footprint to meet the employment needs in future years.  
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4.0 STRUCTURE PLAN 

4.1 Table of Uses 

The proposed structure plan is included at Appendix A. It incorporates three main precincts; 
 

• the proposed business park precinct will consist of a mixture of uses, including 
general/mixed industry, business, commercial, warehouse/showroom, child care 
centre, marine industry and transport/logistics;    

• the marina precinct consists of two segregated areas; the market town located 
adjacent to the marina basin and a recreational precinct located near the southern 
site boundary.  The market town is expected to include office, retail, restaurant, 
tavern and resort land uses while the recreational precinct contains a yacht club, 
marina berths, golf club and golf course; 

• the residential precinct consists of two distinct areas, with detached lots and 
attached accommodation separated by the proposed golf course and units in a 
residential precinct near the marina basin.   

 
The land uses and yields provided for each precinct within the development are detailed in 
Table 4.1. These yields have been used for the traffic and parking analysis.  
 
Table 4.1 Proposed Land Uses and Yields 
Precinct Land Use Expected Yield/Land Area 

Industry 155ha 
Neighbourhood Centre (mixed use) 10,000sq.m GFA 
Child Care Centre 75 children 

Business Park 

Marine Industry/Shipyard 5,498sq.m GFA 
Restaurant 1,808sq.m GFA 
Tavern 1,575sq.m GFA 
Retail 7,500sq.m GFA 
Office 7,000sq.m GFA 

Marina – Retail 

Resort 120 rooms 
Yacht Club 800sq.m GFA 
Marina Berths 800 berths 
Golf Club 1,500sq.m GFA 

Marina – Recreational  

Golf Course 18 holes 
Detached Lots 1,272 lots Residential – Golf 

Course Attached Housing 85 lots 
Residential – Marina Units 927 units 
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4.2 Site Access 

The major access location for the site will be via Buchanan Road, east of the Bruce Highway.  
It is expected that the majority of the business park, marina and residential precinct traffic will 
utilise this access location.  A secondary access will also be provided to the south of the site 
from Buckley Road.  This access is expected to be used by the residential and marina precinct 
traffic.  It is anticipated that this access will only be used by light vehicles due to the nature of 
the surrounding land uses both internal and external to the site and regulatory controls to deny 
truck usage are also proposed as discussed in Section 8.4, Heavy Vehicle Management.  

4.3 Staging Concept 

The development is proposed in 11 stages in the period 2008 – 2020. Initial stages involve 
establishment of the business park precinct adjacent to the Bruce Highway and progressive 
development to the east.  Detailed investigation of each stage is outside of the scope of the 
master plan assessment of traffic implications, however, analysis of the initial stages as well 
as the ultimate design has been undertaken to allow consideration of a staged road works 
program.   
 
Stage 1 includes the establishment of 28.9 hectares of the Business Park adjacent to Nolan 
Drive. Construction activities and earthworks would be underway in other areas on the site.  
The development would gain temporary access via Trafalgar Road and it has been assumed 
that Stage 1 of the development would be accessed primarily via the Buchanan Road 
interchange and that no or limited access would be available via the Nolan Drive – Coach 
Road connection. Completion of this stage is expected mid-2009.  
 
Stage 2 comprises further development of the district industry land, earthworks and road 
construction. Current planning considers a scenario where an additional 31.4ha of the 
Business Park component would be complete by mid-2010.  The northern section of Nolan 
Drive would be realigned to meet the main boulevard at the westernmost permanent industry 
access intersection. For the purpose of the intersection analysis, it has been assumed that all 
access to the external road network is provided at the Buchanan Road interchange.  

4.4  Construction traffic 

Construction activity falls into two components; 
 

• development construction to build the marina and sites for sale to end users;  
• end user construction of the business premises and residences forming the 

ultimate community. 
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Development construction activity will be largely contained on-site.  The number of items of 
plant involved varies for each stage, with a maximum of 88 machines in use at any time.  Most 
of these will move to site and remain for an extended period.  All excavated materials will 
remain on-site and be used to reshape development sites and ensure appropriate base levels 
for flood immunity. 
 
The construction schedule is attached in a detailed spreadsheet at Appendix C.  This shows 
the plant and operator numbers for the development construction aspect.  This peaks at about 
190 employees on-site in the most active construction of Stage 3 and averages somewhat 
less than 70.   
 
Advice from the economic analysts is that the construction workforce covering both aspects of 
construction will be around 300 employees. 
 
Our approach to assessing traffic associated with construction activity is to factor the 
generation of operating uses on-site in proportion to the number of employees involved in 
business on-site to account for 300 additional employees involved in construction.  This is 
expected to be conservative as construction workers tend to travel outside normal traffic 
peaks, and the development construction crew will largely remain on-site all day. 
 
Indivisible loads are not anticipated beyond normal construction equipment (e.g. scrapers and 
possibly bridge girders.  Normal transport arrangements for such loads will be undertaken and 
permits obtained, if required.  Access to the site for construction traffic will be from Buchanan 
Road to avoid construction traffic use of Buckley Road. 
 
It is expected that a construction management plan will be prepared by the appointed 
contractor as part of later applications. This would address the specific requirements of each 
stage of construction including management of temporary road works and road safety. As fill 
or spoil materials are not proposed to be transported onto or off the site, movement of plant on 
and off the site will be the only significant heavy vehicle movements on the external road 
system.  Special permissions for some large items of plant would be sought, if needed, via 
normal permitting processes. 
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5.0 STRATEGIC MODELLING 

Over the course of the project, strategic model data from a number of sources has been 
considered. The assessment primarily relies on data from the Brisbane Strategic Transport 
Model (BSTM) and strategic modelling undertaken by Caboolture Shire Council (CSC).  Both 
models are developed using EMME2 software, but differ in the level of detail and scope.  
 
A key issue for the strategic traffic modelling is the extent to which the substantial employment 
involved in the Northeast Business Park allows greater self containment of commuter 
movements in Caboolture. 
 
The CSC model provides a higher level of detail in the local area land use input and 
calibration. The scope of the model is limited to the Caboolture area and traffic volumes 
external to the Caboolture Local Government Area are “hard wired”.  The model reflects local 
effects of adding a significant employment centre but is not responsive to wider shifts in travel 
patterns into and out of the Shire.  Our analysis of the local implications relies on the CSC 
model together with traffic generation rates normally applied in traffic impact studies. 
 
The BSTM considers the greater Brisbane area and has not been adjusted to finer detail level 
in Caboolture.  As a result it has been used only to assess the strategic implications, i.e. the 
travel pattern changes flowing from adding local employment.  Importantly, that work indicates 
the scope of assessment appropriate by identifying the extent of traffic volume changes 
moving further from the site.   
 
Strategic analysis has been undertaken primarily to establish the following: 
 

• broader network implications; 
• background traffic growth without the Northeast Business Park; 
• traffic distribution of development generated traffic. 

 
Strategic analysis results are documented below with detailed results included at Appendix D. 

5.1 Broader Network Implications & Analysis Scope 

Strategic modelling using the BSTM was undertaken by Cardno Eppell Olsen to assess the 
broader network implications of the Northeast Business Park.  This analysis considered a 
2016 future year base case with original population and employment projections for the area 
and a scenario with the additional jobs and population included in the proposed development.  
 
The residential development was assumed to have 2,284 households with an average 
household containing 2.3 people.  This would generate a residential population for the 
development of 5,253 people. 
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The business park and marina was estimated to yield around 8,000 jobs, including: 
 

• retail sector  448 jobs;   
• service sector  3,552 jobs; 
• professional   2,558 jobs; 
• general industry  1,938 jobs. 

 
Compared to the base 2016 population and employment projections, the Northeast Business 
Park would increase the number of resident workers from 20% to 22% in the Pine Rivers, 
Caboolture and Redcliffe area.  
 
Based on the above input data, the business park would yield approximately 37,700 trips in 
2016, 29,500 of these external to the site. Some of these are expected to replace longer 
distance commuter trips and comparison of the without and with development trip generation 
suggested that around 23,000 trips per day was added to the background model volume. 
Strategic model volumes on key links, with and without the development, are summarised in 
Table 5.1 below. 
 
Table 5.1 BSTM Volumes 

Road Location 2016 
base 

2016 
base + 
NEBP 

Difference 

Bruce Highway  North of Bribie Island Road 85,953 86,771 818 1% 
Bruce Highway  North of Buchanan Road 116,851 120,180 3,329 3% 
Bruce Highway  South of Buchanan Road 111,145 112,426 1,281 1% 
Bruce Highway  South of Uhlmann Road 127,496 130,587 3,091 2% 
Bruce Highway  South of Old Bay Road 130,736 131,750 1,014 1% 
Bribie Island Road  East of the Bruce Highway 39,622 40,532 910 2% 
Lower King Street West of the Bruce Highway 29,673 30,061 388 1% 
Buchanan Road West of the Bruce Highway 26,224 31,104 4,880 19% 
Morayfield Road  South of Buchanan Road 34,308 34,042 -266 -1% 
Morayfield Road  North of Buchanan Road 48,322 49,706 1,384 3% 
Graham Road South of Glenwood Drive 20,584 21,275 691 3% 
Uhlmann Road  West of the Bruce Highway 16,033 17,617 1,584 10% 
Morayfield Road  South of Uhlmann Road 11,832 11,107 -725 -6% 
Morayfield Road  North of Uhlmann Road 27,289 27,638 349 1% 

 
The analysis suggests that the development impacts are expected to be relatively limited 
outside of the immediate area. The increase in long distance trips is generally limited and it is 
expected that the development would divert some of the existing long distance commuter trips 
by providing local employment opportunities.  
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The scope of the traffic impact assessment is therefore limited to the following: 
 
Intersection Analysis – Section 7.1 
 

• Buchanan Road/Bruce Highway intersections; 
• Uhlmann Road/Bruce Highway intersections;   
• Buckley Road/Uhlmann Road intersection. 

 
Bruce Highway Ramp Analysis – Section 7.2 
 

• Buchanan Road ramps; 
• Service Station ramps; 
• Uhlmann Road ramps. 

 
Midblock Analysis – Section 7.3 
 

• Buchanan Road; 
• Buckley Road; 
• Uhlmann Road.  

5.2 Background Traffic Growth 

Traffic growth rates used in assessing the future year background traffic volumes (i.e. without 
the proposed development) at the Uhlmann Road and Buchanan Road interchanges with the 
Bruce Highway were calculated based on data extracted from a number of sources including:  
 

• the Brisbane Strategic Transport Model (BSTM, 2004) for the years 2001, 2006, 
2011 and 2016; 

• strategic modelling undertaken by Caboolture Shire Council (CSC, 2006) for 2006, 
2016 and 2031; 

• traffic count data recorded on-site by Australasian Traffic Services (ATS) in June 
2004 and March 2006; 

• Buchanan Road Interchange Traffic Analysis report (Arup, 2006) for 2021 and 
2031. 

 
The traffic volumes and corresponding growth rates varied significantly between the different 
data sources and no clear trends could be identified.  Growth rates were therefore determined 
based upon conservative assumptions of the projected growth.  The adopted rates have been 
provided to Caboolture Shire Council and the Department of Main Roads for comment.   
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The growth rates considered in this review and the resulting linear growth rates adopted for 
assessment of the Bruce Highway interchanges are detailed in Table 5.2.  Figure 5.1 
illustrates the adopted growth rates in the period 2006 - 2016 and 2016 – 2031. 
 
Table 5.2 Annual Background Traffic Growth Rates 

Location Link Direction 
Adopted 

Rate 
(2006 – 2016) 

Adopted 
Rate 

(2016 -2031) 
On-Ramp Northbound 3% 3% 
On-Ramp Southbound 5% 5% 
Off-Ramp Northbound 5% 5% 

Buchanan Road Interchange 

Off-Ramp Southbound 3% 3% 
On-Ramp Northbound 10% 3% 
On-Ramp Southbound 3% 3% 
Off-Ramp Northbound 3% 3% 

Uhlmann Road Interchange 

Off-Ramp Southbound 10% 3% 
 
A nominal background growth rate of 3% per annum has been applied to through traffic on 
Uhlmann Road, Buchanan Road and Buckley Road. 
 
The adopted rates are likely to present a conservative analysis of future year traffic operations 
and importantly the extent of upgrading potentially required.   
 
The forecast background traffic volumes for the nominated design years are included at 
Appendix E. 

5.3 Traffic Distribution 

The external distribution rates adopted were based on the distributions shown in the 
Caboolture Shire Strategic Model (future year 2031) and the 2016 Brisbane Strategic 
Transport Model (BSTM).  Based on the general distribution patterns of these models, review 
of the land use in the surrounding area and location of activity centres the following broad 
distribution was adopted: 
 

• Bruce Highway North   35%; 
• Buchanan Road West  30%; 
• Uhlmann Road West  5%; 
• Uhlmann Road East  2%; 
• Buckley Road South  1%; 
• Bruce Highway South  27%. 

 





Northeast Business Park –  
Traffic Impact Assessment  

CE005353 210108 am/kb/aw/mg/jo/ts/vc   21

The route choice from the development precincts vary depending on location within the site.  
It follows that the residential and marina precincts would have a higher reliance on access to 
and from the south via Buckley Road.  The industrial component would predominantly make 
use of the main boulevard and the Buchanan Road interchange for access with only a small 
proportion of trip from this precinct making use of the Buckley Road link to access destinations 
in the local area south of the site.   
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6.0 DEVELOPMENT TRAFFIC VOLUMES 

The traffic generation potential has been assessed separately for the business park, marina 
and residential precincts.  The trip generation of the entire mixed use development is later 
reviewed to assess the likely origins and destinations for development traffic and to separate 
the internal and external trips demand.  The generation assumptions are discussed in the 
following sections.  Further detail is available at Appendix E.  

6.1 Business Park Precinct 

The business park precinct includes the following land uses and yields: 
 

• Industry    155ha; 
• Neighbourhood Centre  10,000sq.m GFA; 
• Marina Industry/Shipyard  5,498sq.m GFA;  
• Child Care Centre   75 children. 

 
The traffic generation potential of the industrial component of the business park has been 
assessed based on surveys of similar land uses.  In this context, surveys have been 
undertaken at the Norwest Business Park in Sydney (December 2005) and at the Metroplex 
Business Park in Murarrie (February 2004).  The following peak hour traffic demands were 
identified based on the collected data: 
 

• Metroplex Business Park   20vph/ha; 
• Norwest Business Park   50vph/ha. 

 
Although these developments can be considered to be indicative of the expected operation of 
the proposed Northeast Business Park, it should be noted that the higher employment 
densities of the exemplar developments are expected to result in a significantly greater 
generation potential than the subject development.  The draft Economic Benefit Assessment 
undertaken by Core Economics in December 2005 describes the comparative employment 
potential of these developments as follows:  
 

• Norwest Business Park (existing)    90 workers/hectare; 
• Metroplex Business Park (existing)  73 workers/hectare; 
• Northeast Business Park (estimated)  40 - 60 workers/hectare. 
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It is expected that the trip demand would have a high correlation with the number of workers 
on the site and the number of vehicles per hour per worker for the Metroplex and Norwest 
developments was determined using the measured peak hour traffic flows and above 
employment densities.  The average of these rates was then applied to an estimated 50 
workers per hectare for the Northeast Business Park.  As a result, the overall average 
generation rate of the proposed industrial precinct is estimated at approximately 21vph/ha.  A 
peak to daily factor of ten has been adopted. 
 
The following neighbourhood centre and marine industry trip generation rates have been 
adopted: 
 

• Neighbourhood Centre  40vpd or 4.0vph/100sq m. GFA; 
• Marina Industry/Shipyard  9vpd or 0.9vph/100sq m. GFA. 

 
For the child care centre trips, it is assumed that all of these trips would be ancillary trips made 
by employees at the Business Park and potentially residents of the Marina Village.  This 
means that no additional trips would be generated due to the child care centre. 
 
For the purpose of this assessment, 10% of the generated business park traffic is assumed to 
consist of commercial vehicles.   

6.2 Residential Precinct 

The residential component comprises a mixture of dwelling types and land use densities.  The 
following mix has been used for the purpose of the traffic report: 
 

• detached dwellings  1,272 lots; 
• attached dwellings   85 lots; 
• multi unit apartments  927 units.  

  
Traffic generation rates have been adopted from the Draft Transport Assessment Guide 
(Queensland Transport).  Given the size of the development, it was considered appropriate to 
use a reduced daily rate for detached dwellings (from 10vpd to 8vpd), as recommended for 
large areas (over 200 households).  The traffic generation rates adopted for the residential 
land uses are as follows: 
 

• detached dwellings  8vpd or 0.8vph/lot; 
• attached dwellings   6vpd or 0.6vph/lot; 
• multi unit apartments  4vpd or 0.4vph/lot.  
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6.3 Marina Precinct  

Similarly to the business park component, the marina precinct retail component comprises a 
range of land uses.  Advice from Northeast Business Park Pty Ltd suggests the following 
ultimate yield: 
 

• Restaurant   1,808sq.m GFA; 
• Tavern    1,575sq.m GFA; 
• Retail    7,500sq.m GFA; 
• Office    7,000sq.m GFA; 
• Resort    120 rooms; 
• Golf Course   18 hole course; 
• Golf Club    1,500sq.m GFA; 
• Marina    800 berths; 
• Yacht Club   800sq.m GFA. 

 
The generation potential of the marina retail section has been assessed based on existing 
survey data, review of a number of reference documents, including the draft Transport 
Assessment Guidelines, ITE’s Trip Generation Manual, RTA’s Guide to Traffic Generating 
Developments and previous work undertaken by Cardno Eppell Olsen (CEO).  Table 6.1 
shows the generation rates that have been adopted for each land use. This gives 
consideration to the temporal variations across the day for the different uses. It is noted that 
some of the recreational land uses will have a higher generation rate outside of the general 
weekday AM and PM peak hours.  
 
Table 6.1 Marina Precinct - Retail Traffic Generation Rates 

Land Use AM Peak Generation 
Rate 

PM Peak Generation 
Rate Daily Generation Rate 

Restaurant 0.5vph/100sqm GFA 5.0vph/100sqm GFA 40vpd/100sqm GFA 
Tavern 0.5vph/100sqm GFA 5.0vph/100sqm GFA 40vpd/100sqm GFA 
Retail  2.0vph/100sqm GFA 12.0vph/100sqm GFA 90vpd/100sqm GFA 
Office 3.4vph/100sqm GFA 3.4vph/100sqm GFA 10vpd/100sqm GFA 
Resort 0.4vph/room 0.4vph/room 4.0 vpd/room 
Marina Berths 0.1vph/berth 0.1vph/berth 0.9vpd/berth 
Golf Course 48vph/course 48/vph/course 480vpd/course 
Golf Club 0.5vph/100sqm GFA 5.0vph/100sqm GFA 40vpd/100sqm GFA 
Yacht Club 0.5vph/100sqm GFA 5.0vph/100sqm GFA 40vpd/100sqm GFA 
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6.4 Traffic Distribution & Self Containment 

The planning for the site has considered a mix of land uses that complement each other and 
provides local services, residential, shopping and recreational opportunities.  This allows for 
some degree of self containment of trips and a component of the traffic generation potential is 
therefore expected to be internal to the development site.   
 
Traffic generated by the residential precinct has been assigned likely destinations within the 
site based on the trip purpose. This considers the distribution of trips by purpose based on the 
1992 SEQ Household Travel Survey, as follows:  
 

• Home Based Employment    32.3%: 
• Home Based Education     11.6%;    
• Home Based Shopping/Personal Business  28.5%: 
• Home Based Social/Recreation    10.2%: 
• Home Based Other     17.4%. 

 
All education and the majority of employment related trips are expected to have an external 
destination with a more significant proportion of the recreation and shopping demand catered 
for internally.  The layout of the site and relatively short travel distances to the marina, golf 
course and club, parkland and riverside has the potential to encourage travel by non-
motorised modes.  
 
The neighbourhood centre is proposed to provide local shopping and dining options for the 
business park employees and residents.  It is therefore expected that the trips attracted to this 
component would predominantly have an internal origin.  
 
Some degree of the industrial travel demand is expected to be catered for locally, with 
products and services targeted to the needs of surrounding land uses.  Employees of the 
business park would predominantly be sourced from the greater Caboolture area, however it is 
not expected that a significant proportion of new employment opportunities would be absorbed 
by residents of the Northeast Business Park.  
 
The breakdown of external and internal trips was looked at on a case by case approach to 
establish the expected distribution.  The resulting daily and peak hour demands are 
summarised in Table 6.2. 
 



Northeast Business Park –  
Traffic Impact Assessment  

CE005353 210108 am/kb/aw/mg/jo/ts/vc   26

Table 6.2  Ultimate Traffic Demand 

Daily AM Peak PM Peak 
Land Use 

Total External Total External Total External 
Residential 14,394 7,950 55% 1,439 717 50% 1,439 618 43%
Business Park - Industry 33,045 25,950 79% 3,304 2,554 77% 3,304 2,436 74%
Business Park – 
Neighbourhood Centre 

4,000 0 0% 400 0 0% 400 0 0% 

Marina Village 9,283 3,523 38% 444 133 30% 1,355 593 44%
Other 2,120 1,160 55% 132 95 73% 235 196 83%

TOTAL 62,842 38,582 61% 5,719 3,499 61% 6,734 3,844 57%
 
Two interim scenarios have been included in the assessment. For these scenarios, interim 
traffic is related to the business park precinct and construction traffic. The demand would be 
entirely external and would access via Buchanan Road. The timing, yield, and traffic volumes 
outlined in Table 6.3 have been adopted for the interim stages. 
 
Table 6.3  Interim Traffic Demand 

Peak Hour Stage Timing Yield 
Operation Construction Total 

Stage 1 2009 28.9ha 607 200 807 
Stage 2 2010 60.3ha 1266 418 1,684 

 
It should be noted that the above considers early start of construction and full operation 
immediately upon completion of construction. These parameters can be considered 
conservative and staging of road works may be better considered based on a traffic volume or 
lot base rather than a future year. 
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6.5 Design Traffic Volumes 

Adopting the above traffic generation rates and distribution parameters for the proposed 
Business Park, the potential traffic generated by the ultimate development has been assigned 
to the road network.   
 
The background and development traffic volumes are reported at Appendix F: 
 

• 2006 Background traffic; 
• 2009 Background traffic; 
• 2009 Background and Stage 1 traffic; 
• 2010 Background traffic; 
• 2010 Background and Stage 1 and 2 traffic; 
• 2020 Background traffic; 
• 2020 Background and Full Development traffic; 
• 2030 Background traffic; 
• 2030 Background and Full Development traffic. 

6.6 Peak Hour Analysis Consideration 

The volumes used for the peak hour intersection analysis can be considered conservative in 
that no set targets for mode share for sustainable transport modes have been adopted and it 
has been assumed that all trips are by private vehicle. No reduction has been made for the 
redistribution of long distance commuter trips.  
 
The majority of construction machinery is expected to stay on-site and the earthworks are 
expected to result in a balance of cut and fill on-site.  Traffic associated with construction 
activity was assessed by applying a factor of 1.33 to the generation of operating uses on-site 
to account for the additional employees involved in construction.  This is expected to be 
conservative as construction workers tend to travel outside normal traffic peaks, and the 
development construction crew will largely remain on-site all day. 
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7.0 EXTERNAL TRAFFIC IMPACTS 

As discussed in Section 4.0 the traffic impact assessment has been undertaken for peak hour 
intersection operation, analysis of Bruce Highway ramp merge and diverge areas and the 
midblock capacity analysis.  Each component has been assessed initially on a stand alone 
basis, and is reported as follows: 
 

• Intersection Analysis   Section 7.1; 
• Bruce Highway Ramp Analysis Section 7.2; 
• Midblock Analysis   Section 7.3. 

 
The impacts have then been considered for the affected road segments as a whole in Section 
7.4.   

7.1  Intersection assessment  

Analysis has been conducted at the key intersections serving the proposed development to 
determine the traffic impact of the development in future years.  For the purpose of this 
analysis the following scenarios have been assessed: 
 

• 2006 Existing Traffic Volumes (existing deficiencies); 
• 2009 Background Traffic Volumes; 
• 2009 Background + Stage 1 Development Traffic Volumes; 
• 2010 Background Traffic Volumes; 
• 2010 Background + Stage 2 Development Traffic Volumes; 
• 2020 Background Traffic Volumes; 
• 2020 Background + Full Development Traffic Volumes; 
• 2030 Background Traffic Volumes; 
• 2030 Background + Full Development Traffic Volumes. 

 
Analysis has been undertaken for the following intersections: 
 

• Buchanan Road/Bruce Highway Northbound ramps interchange intersection; 
• Buchanan Road/Bruce Highway Southbound ramps interchange intersection; 
• Uhlmann Road/Buckley Road intersection; 
• Uhlmann Road/Bruce Highway Northbound ramps interchange intersection; 
• Uhlmann Road/Bruce Highway Southbound ramps interchange intersection.  

 
Figures 7.1 and 7.2 show the current intersection configuration and overpass arrangement. 
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The current constructed form of the highway overpasses on Buchanan Road and Uhlmann 
Road are undivided two lane bridges.  Any upgrading required for extra capacity (four laning) 
on these overpasses would require works to increase the width of the bridges.   
 
The operation of each individual intersection is briefly discussed in the following sections. 
Details of the analysis results and the layouts assessed are included in the SIDRA output 
report (available as a separate issue).  Section 7.4 considers the interaction between adjacent 
intersections and the upgrades required to achieve a legible and safe road network with 
sufficient capacity to achieve satisfactory operation of the Buchanan Road and Uhlman Road 
interchanges. The cycle time of adjacent signals has been considered to allow some level of 
coordination.  
 
In accordance with AUSTROADS guidelines, a maximum degree of saturation of 0.80 for 
unsignalised intersections, 0.85 for roundabouts and 0.90 for signalised intersections has 
been adopted for the capacity analysis. 

7.1.1 Buchanan Road/Bruce Highway Northbound Intersection  

This intersection is currently configured as a four leg, single lane roundabout.  The northern 
and southern legs are single lane highway on and off-ramps respectively.  The eastern and 
western legs (Buchanan Road) both have a single approach and depart lane.  Table 7.1 
summarises the SIDRA intersection analysis for this intersection.  
  
Table 7.1 Buchanan Road/Bruce Highway Northbound Intersection  

Layout Scenario AM Peak PM Peak
2006 Existing 0.23 0.28 

2009 Background 0.26 0.31 
2010 Background 0.27 0.32 
2020 Background 0.42 0.45 
2030 Background 0.65 0.68 

2009 Background + Stage 1 Development 0.49 0.45 

Existing Layout (single 
lane roundabout) 

2010 Background + Stage 2 Development 0.90 0.78 
Dual lane roundabout  2010 Background + Stage 2 Development 0.55 0.38 

2020 Background 0.28 0.40 

2030 Background 0.35 0.40 

2020 Background + Full Development 0.80 0.83 
Signalised Layout 

2030 Background + Full Development 0.81 0.88 
 
The existing single lane roundabout operates adequately at 2030 with background traffic.  This 
intersection form is also sufficient to cater for the first stage of development.  
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Minor upgrading works would be required to accommodate Stage 2 of the development. 
Adequate capacity for this scenario would be achieved by adding a short left turn lane to the 
western leg and short right turn lanes on the eastern and southern approach legs.  Two 
circulation lanes will be required to facilitate this change. The current circulating width appears 
to be sufficient to accommodate this.  
 
With the later stages of development in operation, the intersection would require further 
upgrading.  The proposed signalised form can provide sufficient capacity for full development 
at the expected time of completion (2020) and at the ten year design horizon (2030). The 
works required are discussed in Section 7.6. 

7.1.2 Buchanan Road/Bruce Highway Southbound Intersection 

This intersection is currently configured as a single lane roundabout. The southbound on-ramp 
is located adjacent to the off-ramp and access onto the highway is provided via a loop ramp.  
The on and off-ramps are both one way, single lane links.  The eastern and western legs 
(Buchanan Road) both have a single lane approach and a single lane depart with the western 
leg having a slip lane to the highway on-ramp.   
 
Table 7.2 summarises the analysis of existing and proposed intersection layouts. 
 
Table 7.2 Buchanan Road/Bruce Highway Southbound Intersection 

Layout Scenario AM Peak PM Peak 
2006 Existing 0.21 0.18 

2009 Background 0.23 0.19 
2010 Background 0.24 0.20 
2020 Background 0.29 0.29 
2030 Background 0.37 0.41 

2009 Background + Stage 1 
Development 0.55 0.49 

Existing layout (single lane 
roundabout) 

2010 Background + Stage 2 
Development 1.29 1.00 

Two lane roundabout 2010 Background + Stage 2 
Development 0.69 0.63 

2020 Background 0.25 0.25 

2030 Background 0.32 0.35 

2020 Background + Full Development 0.68 0.60 
Signalised layout 

2030 Background + Full Development 0.73 0.63 
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The analysis results indicate that, if subject to background traffic only, the intersection has 
adequate capacity for all volumes up to and including 2030.  With development, a single lane 
roundabout exceeds desirable capacity limits by Stage 2.  
 
Additional lanes from the east and north will be required to cater for the Stage 2 traffic 
demand. This would require works to accommodate two circulating lanes at the roundabout. 
This intersection layout would not require widening of the Buchanan Road bridge.   
 
In order to accommodate full development traffic in 2020 and 2030, the intersection requires 
upgrading to a signalised form, with additional turn and through lanes.  Additional lanes would 
also be required on the on and off-ramp. This lane configuration would require widening of the 
Buchanan Road bridge to four lanes. 

7.1.3 Uhlmann Road/Buckley Road Intersection 

This intersection currently exists as a four way unsignalised junction with Uhlmann Road 
having the priority.  Each leg of the intersection consists of a single approach lane and a single 
depart lane, except for the western leg, which also has a short right turn lane.  This 
intersection has been assumed to serve a relatively minor component of development traffic.  
 
Significant volumes of development traffic are only expected to be added to this intersection at 
the later stages of the development and the intersection analysis therefore only considers the 
later year analysis at the 2020 and 2030 design horizon.  Table 7.3 summarises the SIDRA 
intersection analysis.  
 
Table 7.3 Uhlmann Road/Buckley Road Intersection 

Layout Scenario AM Peak PM Peak
2006 Existing 0.42 0.52 

2009 Background 0.50 0.64 
2010 Background 0.53 0.68 
2020 Background 0.92 1.33 

Existing Layout 
(unsignalised four way) 

2020 Background + Full Development 2.06 3.31 
2020 Background 0.51 0.54 

2030 Background 0.64 0.66 

2020 Background + Full Development 0.74 0.77 
Signalised layout 

2030 Background + Full Development 0.78 0.88 
 
The intersection, in its existing form, is expected to have insufficient capacity for background 
traffic and exceeds capacity sometime before 2020.  The development traffic would increase 
the demand and would likely bring forward the need for upgrading works at this location.  
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For the “with development” scenarios, a signalised intersection is preferred as it provides a 
better design for pedestrian and bicycle traffic.  This intersection was highlighted by the public 
as a major safety concern due to the nature of existing property boundaries limiting the sight 
distances available from Buckley Road. It may well be upgraded in response to these 
pressures before the development connects to Buckley Road which is expected during Stage 
3. 
 
In the signalised form proposed, the intersection would include additional lanes on the eastern 
and northern approaches, with slip lanes for left turns from the south and west. The 
intersection is expected to then provide adequate capacity for the 2030 design horizon with full 
development traffic. 

7.1.4 Uhlmann Road/Bruce Highway Northbound Intersection  

This intersection currently exists as a four way unsignalised junction with Uhlmann Road 
having the priority.  It includes a short left turn continuous slip lane from the south and a short 
left turn slip lane from the west.  Table 7.4 summarises the SIDRA intersection analysis for all 
scenarios and intersection layouts analysed.  
 
Table 7.4 Uhlmann Road/Bruce Highway Northbound Intersection  

Layout Scenario AM Peak PM Peak
Existing Layout 
(unsignalised four way) 2006 Existing 0.47 1.01 

2006 Existing 0.65 0.97 
2009 Background 0.77 0.78 
2010 Background 0.80 0.83 
2020 Background 1.03 1.09 

Signalised layout (interim 
form) 

2020 Background + Full Development 1.10 1.48 
2020 Background 0.61 0.63 

2030 Background 0.77 0.80 

2020 Background + Full Development 0.64 0.77 
Signalised layout (ultimate 
form) 

2030 Background + Full Development 0.80 0.88 
 
The analysis suggests that the Uhlmann Road/Bruce Highway Northbound ramps intersection 
operates over capacity under current conditions.  
 
The intersection was also analysed in a signalised form, in a similar configuration to the 
existing layout with the addition of a short right turn lane from the east.  In this layout, the 
Uhlmann Road/Bruce Highway Northbound ramps interchange is expected to exceed capacity 
by 2020 irrespective of the development traffic.   
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For 2020 and 2030 demands to be adequately met, additional through and turn lanes would 
be required on Uhlmann Road (east and west of the Bruce Highway).   

7.1.5 Uhlmann Road/Bruce Highway Southbound Intersection 

This intersection has been recently upgraded from two staggered unsignalised T-junctions to a 
four way signalised intersection with provisions for left and right turns.   
 
Table 7.5 summarises the SIDRA intersection analysis. 
 
Table 7.5 Uhlmann Road/Bruce Highway Southbound Intersection 

Layout Scenario AM Peak PM Peak

2006 Existing 0.65 0.97 
2009 Background 0.77 0.78 
2010 Background 0.80 0.83 
2020 Background 1.03 1.09 

Existing Layout (signalised 
four way) 

2020 Background + Full Development 1.10 1.48 

2020 Background 0.61 0.63 

2030 Background 0.77 0.80 

2020 Background + Full Development 0.64 0.77 
Signalised layout (ultimate 
form) 

2030 Background + Full Development 0.80 0.88 
 
The intersection is expected to require upgrading to accommodate the 2020 projected 
background traffic volumes. This would involve an additional through lane in the westbound 
direction and extension of one right turn lane (west to south).  The addition of development 
traffic may marginally bring forward the need for these upgrades.   

7.2 Bruce Highway Ramp Analysis 

7.2.1 Ramp Analysis Scope 

Analysis was undertaken for the Bruce Highway on and off-ramps between Buchanan Road 
and Uhlmann Road in both the northbound and southbound directions.  In view of the 
influence area indicated in the strategic model investigations, the assessment includes the 
following sections: 
 

• Buchanan Road;  
• BP service stations (located between Buchanan Road and Uhlmann Road); 
• Uhlmann Road. 
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Due to the layout of the highway and the merge and diverge lanes as well as the distances 
between merge and diverge locations, analysis of traffic weaving does not need to be 
assessed.  

7.2.2 Traffic Volumes 

The merge and diverge ramps were tested for both the background case and the full 
development case for the years 2020 and 2030.  For Buchanan Road and Uhlmann Road, the 
assessment uses the background and development ramp volumes identified in Sections 5.2 
and 6.3. Future volumes on the Bruce Highway and the BP service station ramps are based 
on the Bruce Highway Upgrade, Uhlmann Road to Caboolture Bypass report produced by 
Arup for the Department of Main Roads in July 2006.   
 
In was assumed in that report that 9.0% of the overall traffic was made up of commercial 
vehicles.  This was based on permanent counter information and previous studies.   
 
Traffic volumes used for the ramp analysis are illustrated on Figures 7.3 and 7.4. 

7.2.3 Lane Configuration and Design Speed 

The Arup Report considers the timing of upgrades on the Bruce Highway. The report 
recommends “an allowance in the design for a potential future upgrade of the Bruce Highway 
to 8 lanes south of the Buchanan Road interchange, 10 lanes between the Buchanan Road 
and Bribie Island Road interchanges, and 6 lanes north of the Bribie Island interchange should 
no wider road network improvements be implemented by 2021”.  
 
The relevant section of the Bruce Highway is expected to be widened to six lanes by 
2007/2008. It was therefore assumed that the relevant section of the Bruce Highway would be 
a minimum of six lanes by 2020.   
 
It was also assumed in all cases that every on and off-ramp consisted of a single lane at the 
merge or diverge area. This is supported by the intersection analysis which suggests that the 
required intersection lane configurations and queue storage areas can be accommodated by 
short up and downstream lanes outside of the merge and diverge areas.  Details of the ramp 
configurations and influence areas adopted for the ramp analysis are as follows: 
 
Buchanan Road 
 

• a 115m deceleration lane exists for the Buchanan Road southbound off-ramp.  
The Buchanan Road on-ramp, which is located some 945m away, influences this 
off-ramp;   
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• the Buchanan Road Southbound on-ramp has a 300m acceleration lane.  The 
adjacent ramp which influences this on-ramp is the upstream Buchanan Road 
southbound off-ramp, located 945m away; 

• for the Buchanan Road off-ramp in the northbound direction along the Bruce 
Highway, a deceleration lane of 115m exists.  The adjacent ramp which influences 
this off-ramp is the upstream ramp, the BP Service Station on-ramp, located 785m 
away; 

• for the Buchanan Road on-ramp in the northbound direction along the Bruce 
Highway, an acceleration lane of 300m exists.  The adjacent ramp which 
influences this on-ramp is the upstream ramp, the Buchanan Road off-ramp, 
located 815m away.   

 
BP Service Station 
 

• the BP Service Station southbound off-ramp has a 115m deceleration lane.  The 
adjacent ramp which influences this off-ramp is the upstream ramp, the Buchanan 
Road on-ramp, located 875m away; 

• for the BP Service Station on-ramp in the southbound direction along the Bruce 
Highway, an acceleration lane of 300m exists.  The adjacent ramp which 
influences this on-ramp is the downstream ramp, the Uhlmann Road off-ramp, 
located 570m away; 

• for the BP Service Station off-ramp in the northbound direction along the Bruce 
Highway, a deceleration lane of 115m exists.  The adjacent ramp which influences 
this off-ramp is the upstream ramp, the Uhlmann Road on-ramp, located 675m 
away; 

• for the BP Service Station on-ramp in the northbound direction along the Bruce 
Highway, an acceleration lane of 300m exists.  The adjacent ramp which 
influences this on-ramp is the upstream ramp, the BP Service Station off-ramp, 
located 785m away.   

 
Uhlmann Road 
 

• for the Uhlmann Road off-ramp in the southbound direction along the Bruce 
Highway, a deceleration lane of 115m exists.  The adjacent ramp which influences 
this off-ramp is the upstream ramp, the BP Service Station on-ramp, located 570m 
away; 

• for the Uhlmann Road on-ramp in the southbound direction along the Bruce 
Highway, an acceleration lane of 100m exists; 

• for the Uhlmann Road off-ramp in the northbound direction along the Bruce 
Highway, a deceleration lane of 90m exists.  The adjacent ramp which influences 
this off-ramp is the downstream ramp, the Uhlmann Road on-ramp, located 970m 
away; 
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• for the Uhlmann Road on-ramp in the northbound direction along the Bruce 
Highway, an acceleration lane of 300m exists.  The adjacent ramp which 
influences this on-ramp is the downstream ramp, the BP Service Station off-ramp, 
located 675m away.   

 
It was assumed that the speed environment on the Bruce Highway would be 100km/h.  It was 
also assumed that the speed for all the on and off-ramps will be 55km/h.   

7.2.4 Methodology and Level of Service Thresholds 

Macroscopic theory based on the Highway Capacity Manual (HCM) was used to assess the 
merge and diverge operation on the Bruce Highway. The HCM merge and diverge 
methodology is used for single or double-lane freeway ramps where an acceleration or 
deceleration taper is provided for the ramp/mainline movement.  The HCM analysis has been 
performed using the HCS+ (Highway Capacity Merge and Diverge operations Software) 
Ramps Version 5.21 software.  
 
The Level of Service (LOS) is defined by the density of the merge or diverge location within a 
450m influence area. In ramp locations where influence areas overlapped, the LOS in the 
overlapping region is determined by the ramp with the highest density. The flow of traffic 
entering, exiting, and on the ramp in a merge or diverge area was also checked against the 
corresponding capacity of the roadway segment or ramp to determine if capacity constraints 
exist in the merge or diverge influence area. The Level of Service (LOS) criteria used for the 
capacity analysis are based on the densities shown in Table 7.6. 
 
Table 7.6 LOS Criteria for Merge/Diverge Areas 

LOS Density (pc/km/ln) 
A ≤6 
B 6-12 
C 12-17 
D 17-22 
E ≥22 
F Demand Exceed Capacity 

 Source: HCM 2000, Exhibit 25-4 
 
The Arup analysis has adopted a Capacity Life, the year at which the Level of Service (LOS) is 
either an E or F, for the Bruce Highway.  
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7.2.5 Analysis Results  

The Level of Service for the 2020 analysis of Bruce Highway with six lanes is shown in Table 
7.7.   
 
Table 7.7 2020 Ramp Density & LOS (Six Lanes) 

Background With Development 
Ramp Direction Ramp 

AM PM AM PM 
off-ramp 18.1 D 15.5 C 21.3 D 17.5 D Buchanan 

Road  Southbound 
on-ramp 14.9 C 12.9 C 15.8 C 15.9 C 
off-ramp 17.4 D 15.5 C 18.5 D 20.5 D 

Service Station Southbound 
on-ramp 15.5 C 13.7 C 16.3 C 16.3 C 
off-ramp 19.0 D 16.8 C 19.6 D 19.0 D 

Uhlmann Road  Southbound 
on-ramp 18.4 D 15.1 C 19.7 D 17.6 D 
off-ramp 15.8 C 22.7 E 17.8 D 23.9 E 

Uhlmann Road  Northbound 
on-ramp 12.8 C 18.8 D 16.1 C 19.6 D 
off-ramp 18.3 D 22.8 E 21.2 D 23.7 E 

Service Station Northbound 
on-ramp 13.3 C 18.6 D 16.9 C 20.0 D 
off-ramp 16.2 C 21.1 D 19.4 D 22.1 E Buchanan 

Road  Northbound 
on-ramp 12.8 C 17.7 D 14.8 C 21.7 D 

 
The analysis suggests that Bruce Highway ramp operation is nearing capacity in 2020, with 
the northbound service station and Uhlman Road off-ramps operating at a LOS E under 
background conditions. The operation at the Buchanan Road northbound off-ramps is reduced 
from a LOS D to a LOS E with the additional demand from the development.  Table 7.8 
summarises the 2030 operation with six lanes.   
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Table 7.8 2030 Ramp Density & LOS (Six Lanes) 

Background With Development 
Ramp Direction Ramp 

AM PM AM PM 
off-ramp 20.8 D 18.2 D 23.8 E 20.2 D Buchanan Road  Southbound 
on-ramp 18.1 D 16.2 C 19.1 D 19.3 D 
off-ramp 20.1 D 19.1 D 21.7 D 24.7 E 

Service Station Southbound 
on-ramp 19.3 D 17.1 D 20.1 D 20.5 D 
off-ramp 22.5 E 20.6 D 23.1 E 22.6 E 

Uhlmann Road  Southbound 
on-ramp 22.1 E 18.6 D 23.5 E 21.2 D 
off-ramp 19.3 D 25.2 F 21.1 D 27.4 F 

Uhlmann Road  Northbound 
on-ramp 17.9 D 22.0 E 20.2 D 22.8 E 
off-ramp 23.8 E 25.7 E 26.7 F 27.5 F 

Service Station Northbound 
on-ramp 17.7 D 21.0 D 21.9 D 23.7 E 
off-ramp 20.3 D 23.3 E 23.4 E 25.0 E 

Buchanan Road  Northbound 
on-ramp 16.5 D 20.0 D 18.5 D 24.1 E 

 
In a six lane form the majority of ramp merges and diverges would operate at or over capacity 
by 2030.  
 
Overall, the addition of development traffic would marginally reduce the operation of the Bruce 
Highway, however the above analysis suggest that widening to eight lanes would be needed 
around 2020, with or without the development. This is supported by the findings of the Arup 
report, which recommends widening to eight lanes south and ten lanes north of Buchanan 
Road by 2021. 
 
Table 7.9 and 7.10 shows the 2020 and 2030 operation under eight lane conditions.  
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Table 7.9 2020 Ramp Density & LOS (Eight Lanes) 

Background With Development 
Ramp Direction Ramp 

AM PM AM PM 
off-ramp 14.4 C 12.1 C 19.3 D 14.8 C Buchanan Road Southbound 
on-ramp 13.3 C 11.3 B 13.6 C 12.6 C 
off-ramp 13.7 C 11.8 B 14.2 C 13.5 C 

Service Station Southbound 
on-ramp 13.1 C 11.3 B 13.7 C 13.2 C 
off-ramp 13.9 C 12.8 C 14.6 C 14.8 C 

Uhlmann Road Southbound 
on-ramp 15.0 C 12.2 C 16.1 C 14.1 C 
off-ramp 12.6 C 20.4 D 14.5 C 22.0 E 

Uhlmann Road Northbound 
on-ramp 11.0 B 15.6 C 13.1 C 16.1 C 
off-ramp 12.1 C 16.5 C 13.8 C 17.0 D 

Service Station Northbound 
on-ramp 11.7 B 15.9 C 13.6 C 16.5 C 
off-ramp 12.5 C 16.8 C 16.4 C 18.0 D 

Buchanan Road Northbound 
on-ramp 11.3 B 15.5 C 12.2 C 17.0 C 

 
Table 7.10 2030 Ramp Density & LOS (Eight Lanes) 

Background With Development 
Ramp Direction Ramp 

AM PM AM PM 
off-ramp 17.3 D 14.6 C 22.2 E 17.5 D Buchanan Road Southbound 
on-ramp 15.8 C 13.8 C 16.0 C 15.2 C 
off-ramp 16.4 C 14.5 C 16.9 C 16.2 C 

Service Station Southbound 
on-ramp 15.6 C 13.9 C 16.2 C 15.8 C 
off-ramp 16.8 C 15.9 C 17.4 D 17.9 C 

Uhlmann Road Southbound 
on-ramp 17.8 D 14.7 C 18.9 D 16.6 C 
off-ramp 16.0 C 23.8 E 17.9 D 25.5 E 

Uhlmann Road Northbound 
on-ramp 14.3 C 17.3 D 15.8 C 17.8 D 
off-ramp 15.5 C 17.9 D 17.2 D 19.4 D 

Service Station Northbound 
on-ramp 14.9 C 16.9 C 16.7 C 18.5 D 
off-ramp 16.2 C 18.7 D 20.1 D 20.9 D 

Buchanan Road Northbound 
on-ramp 14.3 C 17.2 D 14.8 C 18.7 D 
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Accepting an operation at LOS E as the capacity threshold, works would be required at  the 
Uhlmann Road northbound off-ramp by 2020 with development and 2030 with background 
traffic only.  This analysis indicates that at the time the mainline freeway is widened to eight 
lanes, additional ramp capacity should also be provided at the Uhlmann Road northbound off-
ramp to provide a reasonable life for the works involved in eight laning. 
 
The development would also influence the operation at the Buchanan Road southbound off-
ramp, reducing the LOS from D to E at the 2030 timeframe.  It should be noted that the ramp 
operation is assessed for a scenario where eight lanes are provided north of Buchanan Road 
although the Arup report suggests a ten lane form being needed.  A ten lane configuration 
would add significant capacity at this location. 
 
It may therefore be appropriate to increase the capacity of the off-ramps at these locations as 
part of the upgrading works along the highway. Table 7.11 and Table 7.12 details the 
operation of these ramps, should two lanes be provided.  
 
Table 7.11 2020 Ramp Density & LOS (Eight Lanes + Two Lane Ramps) 

Background With Development 
Ramp Direction Ramp 

AM PM AM PM 

Uhlmann Road Northbound off-
ramp 8.3 B 13.6 C 9.8 B 15.1 C 

 
The above suggests that the ramps would operate satisfactorily with a two lane configuration. 
 
Table 7.12 2030 Ramp Density & LOS (Eight Lanes + Two Lane Ramps) 

Background With Development 
Ramp Direction Ramp 

AM PM AM PM 

Buchanan Road Southbound off-
ramp 12.7 C 10.6 B 15.8 C 11.9 B 

Uhlmann Road Northbound off-
ramp 11.0 B 13.1 C 12.5 C 17.9 D 

 
The above results suggest that the ramps would operate satisfactorily with a two lane 
configuration. 
 
The ramp and midblock requirements on the Bruce Highway are schematically represented on 
Figure 7.5.  
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7.3 Midblock Analysis 

Midblock analysis has been undertaken to determine the required cross section configurations 
for relevant road sections.  Based on analysis of the strategic modelling, the development has 
been deemed to have significant impacts at the following locations: 
 

• Buchanan Road; 
• Uhlmann Road.  

 
The impact on Buckley Road is not adequately described in the BSTM but given that this link 
would operate as a secondary access point it was considered appropriate to include this link in 
the assessment scope. 
 
For the purposes of this assessment, a deficiency volume of 18,000vpd has been assumed for 
a two lane roadway.  The projected future daily background traffic volumes have generally 
been identified using a factor of five applied to the combined AM and PM peak volumes. Using 
the material and assumptions discussed in the previous sections, the daily two way traffic 
volumes on each of the key road sections were determined for with and without development 
scenarios and the midblock capacity of the corresponding links assessed. 

7.3.1 Buchanan Road 

The daily traffic volumes for Buchanan Road have been assessed at two locations; east of the 
southbound Bruce Highway ramp and west of the northbound Bruce Highway ramp.  The 
volumes estimated for these locations, both with and without development, at the expected 
time of completion of the first two stages of the development and at the ten year horizon are 
displayed in Table 7.13. 
 
Table 7.13 Buchanan Road Daily (Two Way) Link Volumes 

Location 
Scenario West of Bruce 

Highway 
East of Bruce 

Highway 
2006 Existing 10,300 900 
2009 Background  11,500 1,000 
2010 Background  11,900 1,100 
2020 Background 16,600 1,400 
2030 Background 22,200 1,700 
2009 Background + Stage 1 Development 13,400 7,100 
2010 Background + Stage 2 Development 15,700 13,700 
2020 Background + Full Development 28,200 35,100 
2030 Background + Full Development 33,800 35,500 
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Buchanan Road generally provides a two lane undivided cross section. Based on a deficiency 
volume of 18,000vpd, Buchanan Road would require upgrading to four lanes, west of the 
Bruce Highway, sometime before 2030 due to growth in background traffic volumes.  The 
section east of the Bruce Highway northbound ramps would be expected to have sufficient 
capacity for background traffic in the current two lane configuration.   
 
With the addition of development generated traffic, Buchanan Road would likely require 
upgrading to four lanes (east and west of the highway) before the completion of Stage 3.  
Signalisation of the existing roundabout would be accompanied by widening of the approach 
roadway to properly develop stand up lanes. West of Weier Road, development volumes 
disperse and the total traffic volumes are expected to reduce. The implication of future 
development adjacent to Weier Road and the proposed connection between Weier Road and 
Lower King Street makes assessment of the western section of Weier Road uncertain.  

7.3.2 Uhlmann Road 

The traffic volumes on Uhlmann Road have been analysed at three locations; east of the 
southbound Bruce Highway interchange, west of the northbound Bruce Highway interchange 
and east of the Buckley Road intersection.  The expected daily traffic volumes at these 
locations are shown in Table 7.14. 
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Table 7.14 Uhlmann Road Daily (Two Way) Link Volumes 

Location 

Scenario West of Bruce 
Highway 

East of Bruce 
Highway (ramp 
intersection to 
Buckley Road) 

East of Buckley 
Road 

2006 Existing 14,900 8,200 4,100 
2009 Background 16,500 9,300 4,500 
2010 Background 17,000 9,600 4,600 
2020 Background 22,700 13,100 5,900 
2030 Background 28,800 16,600 7,100 
2009 Background + Stage 1 
Development 16,800 9,500 4,600 

2010 Background + Stage 2 
Development 17,700 10,000 4,800 

2020 Background + Full 
Development 24,600 16,700 6,700 

2030 Background + Full 
Development 30,700 20,200 7,900 

 
Uhlmann Road, west of the Bruce Highway, has one lane in the eastbound direction and two 
lanes (comprising a though lane and a continuous left turn lane) in the westbound direction.  
This section is expected to exceed the capacity of a two lane section sometime after 2010 
without development. The eastbound and westbound distribution is relatively similar and the 
single lane eastbound section may need upgrading to allow a four lane cross section on 
Uhlmann Road west of the Bruce Highway by 2013.  
 
As noted in Section 3, the Roads Implementation Program has identified that funds have been 
allocated for upgrading works on Morayfield Road between the Bruce Highway northbound 
ramps at Uhlmann Road and Gaffield Street.  As part of this upgrading, Morayfield Road is to 
be widened from two lanes to four lanes.   
 
The early stages of the development (prior to connection to Buckley Road) are expected to 
have limited impact at this location and midblock works are generally driven by background 
growth.  The upgraded four lane cross section is expected to accommodate the projected 
traffic volumes with development in 2030. 
 
Without the addition of development traffic, the projected midblock volumes east of the Bruce 
Highway are below the adopted deficiency threshold for the current two lane configuration until 
after 2030.  With the development traffic volumes added, the existing configuration is expected 
to be exceeded sometime before 2030.   
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East of the Buckley Road intersection, the existing two lane road form is expected to be 
sufficient for all future scenarios irrespective of development.  

7.3.3 Buckley Road 

Buckley Road exists as a two lane undivided road carriageway approximately 10m in width, 
within a 40m road reserve. The early stages of development would not connect to here and 
the Stage 1 and 2 impacts are therefore expected to be insignificant. Analysis has been 
undertaken at two location, immediately north of Uhlmann Road and north of Coach Road. 
Background volumes north of coach Road have been estimated at 400vpd based on a limited 
residential catchment. The expected daily traffic volumes are detailed in Table 7.15.  
 
Table 7.15 Buckley Road Daily (Two Way) Link Volumes 

Scenario North of Uhlmann Road North of Coach Road 
2006 Existing 3,300 400 
2020 Background 4,700 400 
2030 Background 5,700 400 
2020 Background + Full 
Development 9,600 5,200 

2030 Background + Full 
Development 10,600 5,200 

 
Buckley Road is expected to have adequate capacity in a two lane form up to and beyond 
2030 with and without the development traffic.  

7.4 Recommended Road Works Program 

7.4.1 Existing Deficiencies  

The Uhlmann Road northbound ramps intersection (west of the Bruce Highway) is currently 
operating over capacity. This intersection will need upgrading to a signalised form with a 
protected right turn lane from the east. This arrangement is illustrated on Figure 7.6.   

7.4.2 Interim Works  

The main access is proposed via Buchanan Road.  This link is expected to need significant 
upgrades in the early stages of development, including a realignment of Buchanan Road and 
a left in/left out arrangement to Trafalgar Drive north and south.  All movements connections to 
Trafalgar Drive will be provided to Main Boulevard within the site and via re aligned 
connections.   
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It is also recommended to close Nolan Drive at the southern end (immediately north of Coach 
Road East) to remove the potential for development traffic impact on residents in this area. 
Connections for buses may need to be retained.  While management approaches are 
available to deny commercial vehicles access to Coach Rd, it is preferable to close the road 
as it would provide a general traffic connection from the southern part of the industrial area to 
Buckley Rd and thence to Bruce Highway at Uhlmann Road.   
 
Upgrades are required at the Buchanan Road interchange prior to opening Stage 2.  A slip 
lane between Buchanan Road west and the northbound on-ramp will need to be added to the 
existing single lane roundabout east of the Bruce Highway.  The Buchanan Road/Bruce 
Highway southbound ramps intersection will need a two lane roundabout configuration to 
provide for the additional lanes on the eastern and northern approaches.  
 
The proposed works are illustrated on Figure 7.7. These upgrades are required as a result of 
development generated traffic. 

7.4.3 Ultimate Configuration  

Buchanan Road 
The additional demand from the development would require a high capacity signalised 
interchange at the Buchanan Road access.  To achieve sufficient capacity a five lane bridge is 
required to accommodate the proposed intersection arrangement east and west of the 
highway.  These upgrades are required as a result of the additional demand from the 
development as the existing single lane roundabouts are expected to provide adequate 
capacity for the expected 2030 background demand, without development of the site. 
 
Bruce Highway is expected to require eight lanes south of Buchanan Road sometime around 
2020.  The Arup report suggests that ten lanes would be required for capacity north of this 
location and it would be reasonable to provide a two lane off-ramp at the ten to eight lane 
cross section reduction.  The additional demand from the development would influence the 
operation of the southbound Buchanan Road off-ramp and it would be reasonable to provide 
contribution towards these works. 
 
It would also be necessary to provide four lanes on Buchanan Road, east and west of the 
Bruce Highway.  Without the development, there is limited growth in the area east of the 
highway and a two lane configuration on Buchanan Road east would be sufficient to cater for 
background growth.  
 
Buchanan Road would require upgrading to four lanes west of the Bruce Highway sometime 
before 2030 due to growth in background traffic volumes.  With the addition of development 
generated traffic, Buchanan Road would likely require upgrading to four lanes (east and west 
of the highway) before the completion of Stage 3. 
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The intersection works required at the Buchanan Road are illustrated on Figure 7.8. 
 
Uhlmann Road 
The Uhlmann Road interchange is expected to require significant upgrading works and 
duplication of the existing overpass sometime before 2020.  The intersection works are largely 
related to growth in background traffic, although the development may bring forward the need 
for these works.  An additional lane would be required to provide sufficient capacity at the 
northbound off-ramp.  The need for the additional width would be required by 2020 with 
development and sometime before 2030 with background traffic only.  It would be reasonable 
to expect that the widening would be undertaken at the time of other widening works on the 
Bruce Highway regardless of the influence of the development.  
 
Uhlmann Road west of the highway is expected to need upgrading to allow a four lane cross 
section sometime before 2020.  Funds have been allocated for upgrading works on Uhlmann 
Road/Morayfield Road between the Bruce Highway and Gaffield Street.  The early stages of 
the development are not expected to have a significant impact at this location and midblock 
works are generally driven by background growth.  The upgraded four lane cross section is 
expected to accommodate the projected traffic volume with development in 2030. 
 
Without the addition of development traffic, the projected midblock volumes on Uhlmann 
Road, east of the Bruce Highway, are below the adopted deficiency threshold for the current 
two lane configuration until after 2030.  With the development traffic volumes added, the 
capacity of the existing configuration is expected to be exceeded sometime before 2030 and a 
four lane cross section would ultimately be required.  
 
The recommended upgrading works are illustrated on Figure 7.9. 
 
Buckley Road 
The Buckley Road/Uhlmann Road intersection, in its existing form, is expected to have 
insufficient capacity for growth in background traffic and exceeds capacity sometime before 
2020.  The development traffic would significantly increase the traffic volumes along this link 
and would bring forward the need for intersection works.   
 
A signalised intersection form has been proposed to cater for the ultimate 2030 design 
scenario. This form would include additional lanes on the eastern and northern approaches, 
with slip lanes for left turns from the south and west, as illustrated on Figure 7.9.  
 
Buckley Road would be used as a secondary access to the development and the current road 
form would need to be upgraded to a higher standard, particularly in the northern section. The 
cross section requirements and potential works along this link are further discussed in Section 
8.4. The proposed cross section should adequately carter for the 2030 with development 
demand. 
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8.0 INTERNAL LAYOUT 

8.1 Road Network  

The major internal road network has been established and is shown on the Structure Plan for 
the development. Other internal detail is conceptual at the time of this report. The 
recommended road hierarchy and cross section requirements are discussed in this section, 
however the detailed design requirements would need to be revisited once the site and lot 
layouts are further developed.  Figure 8.1 gives an indication of the currently envisaged road 
network layout and hierarchy classifications.  
 
Access to the external road network would occur via Buchanan Road and Buckley Road. The 
Main Boulevard would connect the two access points and provide a connection between the 
industrial business park precinct adjacent to the Bruce Highway and the marina and residential 
components in the eastern section of the site.  This link would serve as the main connection 
both internally within the site and to the external road network. The link would be classified as 
an arterial link and would require a high capacity design able to cater for a high volume and 
speed environment.   
 
Four access points are proposed from the Main Boulevard to service the industrial precinct. 
Intersections to this area and along the main arterial would likely require a signalised form, 
although intersections in the eastern section of the boulevard may be managed with 
roundabout control.  A signalised intersection form may be necessary to provide connectivity 
for pedestrians where the crossing demand is expected to be high. 
 
The existing connections of Trafalgar Drive and Nolan Drive to Buchanan Road are proposed 
to become left in left out because of their proximity to the highway interchange. Connections to 
the Main Boulevard will be provided further east within the site.  This will resolve alignment 
issues now present on Nolan Drive. 
 
The industrial road connections to the Main Boulevard and higher volume links within this area 
would have an industrial collector function. Minor links could be designed to an industrial 
access standard. 
 
The marina road network, particularly along the marina basin would have a pedestrian friendly 
design. A potential marina main street design has been considered for harbour front link, with 
wider footpaths able to cater for an active shop/restaurant frontage.  
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Residential links would be provided with two basic cross sections as access place or collector 
standard, depending on the number of lots served.  The lower order links would allow direct 
driveway access and have a lower capacity and speed environment (40km/h).  These links 
would serve the main function of providing residential access.  Residential collectors would 
have a higher speed environment (50km/h) and capacity to cater for bus movements as 
necessary. Property access to these higher order links should be managed with amalgamated 
driveways.  

8.2 Cross Sections 

The proposed internal road network is intended to be provided under a body corporate 
arrangement. It is therefore proposed to modify the Caboolture Shire Council standards, 
however the intent of Council guidelines has been considered in the development of the 
recommended designs. Council standards for the relevant road types are described in Table 
8.1 below. 
 
Table 8.1 Caboolture Shire Council Typical Cross Sections 

Road Type Travel 
Lanes Median Verge Parking Footpath Bike Path 

Residential Access 3 - 4m - 4.0m No Special 
Provision 

1.5m 
(one side) 

No Special 
Provision 

Residential 
Collector 3.5m - 5.0m 2.5m 2.5m shared (both sides) 

Industrial Access 4.0m - 5.0m 2.5m 
1.5m 

(both sides) 
No Special 
Provision 

Industrial Collector 5.0m - 5.0m 3.0m 2.5m shared (both sides) 
Arterial Road 3.5m 6.0m 5.0m 2.5m 2.5m shared (both sides) 

 
The Caboolture Shire Council standards suggest a typical residential access pavement width 
as 6m for catchments up to 25 lots with a widening to 8m for streets serving  
25 – 75 lots.  It is recommended to maintain the narrower road width for all access streets to 
maintain a lower speed environment.  Footpaths are proposed on the recommended access 
street cross section, however pedestrians and bikes could share the road with vehicular traffic 
on short street sections were no through movements are expected.  
 
The recommended residential cross section is similar to the Council standard, however it is 
proposed to include on-road bike provision. This would result in a typical pavement width of 
10m on all collector streets, which is sufficient to cater for bus movements.  
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Lower order industrial streets would be sufficiently catered for by a 3.5m travel lane width. 
These streets include a 2.5m parking lane, thereby widening the kerb to kerb width to 12.0m 
and facilitating large vehicle movements at access driveways. This should allow sufficient 
space for manoeuvring of large vehicles. With a pavement width slightly less than the 
industrial collector, the road hierarchy is clarified and provides improved network legibility. The 
higher order industrial collectors are proposed in accordance with Council standards. 
 
The Main Boulevard would generally be designed to an arterial standard, however additional 
pavement width is proposed to allow provision of on-road bike paths.  An increased verge 
width is also proposed to increase the space available for landscaping.  The section east of 
Buckley Road could be provided to lower speed and cross section design. 
 
The marina main street design includes wide footpaths on either side. One side could allow for 
off-road bicycle provision, if suitable to the overall marina design.  On-street parking should be 
made available for street front retail and restaurant use.  The street network in this area should 
be designed to suit the specific needs of this area and refinement of the proposed network 
design standards would be required at a later stage when the marina village layout is more 
certain.  
 
Buckley Road is proposed as a secondary access to the development and upgrading works 
will be required, particularly in the northern section, to allow a suitable standard for this link.  
The link has a district collector road classification, with a wide (approximately 40m) reserve 
width. It is proposed to widen the current pavement width to 12m, including 2.5m parking lanes 
on either side.  The additional width would provide space for vehicles accessing properties 
along the link to slow down and turn from the kerbside, thereby reducing conflicts with through 
movements.  The parking lane would also improve safety for exiting vehicles.  This road width 
will need to incorporate speed controls, such as kerb buildouts to narrow apparent width and 
intersection control devices. 
 
Pedestrian and bicycle paths are proposed on either side of the road to increase accessibility 
for non motorised modes. The paths provided are identified as separate bike and pedestrian 
paths to allow for higher speed commuter bicycle travel. The pathways should be designed to 
connect to existing footpaths in the southern section of Buckley Road.  
 
The proposed cross section requirements are summarised in Table 8.2 and illustrated on 
Figure 8.2.  
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Table 8.2 Recommended Cross Sections 

Road Type Travel 
Lanes Median Verge Parking Footpath Bike Path 

Residential Access 3.0m - 4.0m No Special 
Provision 

1.5m (both 
sides) 

No Special 
Provision 

Residential 
Collector 3.5m - 6.0m No Special 

Provision 
2.5m shared (both sides) plus 

1.5m on-road bike path 

Industrial Access 3.5m - 5.0m 2.5m 1.5m (both 
sides) 

No Special 
Provision 

Industrial Collector 5.0m - 5.0m 3.0m 2.5m shared (both sides) 

Marina Main Street 3.5m - - 2.5m 4.5-6.0m 

Bike path 
provision will 

depend on the 
final layout 

and adjacent 
land use 

Buckley Road 3.5m - - 2.5m 1.5m (both 
sides) 

2.0m (both 
sides) 

Main Boulevard 3.5m 6.0m 7.5m - 3.0m shared (both sides) plus 
1.5m on-road bike path 

8.3 Preservation of Corridors 

Consideration has been given to Section 10.4 “Protecting Key Sites and Corridors” of the SEQ 
Regional Plan and discussions with the Department of Main Roads in relation to the proposed 
North South Arterial corridor.  The link is currently proposed east of the site, however 
alternative alignment options are currently being considered by DMR.   
 
The network and site layout has therefore been designed to accommodate a high capacity link 
to or through the site. The intersection spacing and road reserve width on the Main Boulevard 
would allow a high order function.    

8.4 Heavy Vehicle Management 

In response to the concerns stated by local residents, it is proposed to close Nolan Drive at 
the southern end of the site or provide this connection as a bus only access.  
 
The business park is located in the area immediately adjacent to the Bruce Highway and 
heavy vehicle movements are expected to make use of Buchanan Road and the Bruce 
Highway for access. This would provide the most efficient route to the external road network 
and the high speed, high capacity connection has a shorter travel time than the Buckley Road 
connection.  
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It is also proposed to include intersection treatments as part of the overall upgrade of Buckley 
Road. This could include roundabout or deviated T-intersection treatments at Northwood 
Drive, Ridgewood Drive, Cobb Road and Coach Road. This would reinforce a lower speed 
environment and reduce the attraction for larger vehicles.  
 
Heavy vehicle movements along Buckley Road would also be restricted by signage and load 
limits. It is also possible to implement electronic surveillance, should further monitoring be 
required. 

8.5 Preliminary Parking Requirements 

The Caboolture Shire Council parking rates applicable to the development are outlined in 
Table 8.3. 
 
Table 8.3 Caboolture Shire Council Car Parking Rates  

Land Use Car Parking Rate 

Multiple Dwellings 1 covered space/unit plus 1 visitor space/3 units plus 1 
car wash bay/building 

Dwelling House 1 space/dwelling 
Indoor Entertainment and Recreation
(Tavern/Yacht Club)  

1 space/20sq.m net floor area 

Restaurant 1 space/15sq.m net floor area 
Shop/Retail (Neighbourhood Centre) 1 space/15sq.m net floor area 
Office 1 space/20sq.m net floor area 
Hotel (Resort) 1space/15sq.m net floor area 
Marina 1 space/berth 
Golf Course/Club* (not in the Caboolture ShirePlan) 
Industry 
 

1 space/50sq.m roofed area plus 1 space/200sq.m 
remaining area 

Marina Shipyard (not in the Caboolture ShirePlan) 

Child Care Centre 1 space/5 children plus 1 space/employee 
* the Gold Coast City Council planning scheme recommends 4 spaces/hole plus 3 spaces/100sq.m GFA 
(clubhouse)  
 

The above rates appear have been reviewed against other standards and inconsideration of 
the site specific demand.  In particular the visitor rate for multiple dwellings and marina rates 
appear to be high in consideration of other planning schemes and standards.  
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The following documents were reviewed in relation to the marina rate: 
 

• Tweed Planning Scheme    0.5 spaces/wet berth;  
• Newcastle Planning Scheme   0.6 spaces/wet berth; 
• Gold Coast City Council Planning Scheme  0.6 spaces/wet berth (<10m); 

0.8 spaces/wet berth (10 -15m); 
1.0 spaces/wet berth (>15m); 

• Australian Standards (AS 3962 – 2001)  0.3 – 0.6 spaces/wet berth; 
0.2 -0.4 spaces per dry berth. 

 
In addition to the above, there is also likely to be a significant number of resident owners with 
access to dedicated residential parking bays within the marina apartment car parks.  A 
proportion of the berths would also be used by visitors arriving by boat. 
 
One visitor bay per unit is normally sought for multiple dwellings. This rate is considered to be 
appropriate for the development. Office rates are proposed in accordance with Brisbane City 
Council rates. 
 
Table 8.4 identifies the proposed parking rates for the Northeast business Park site. 
 
Table 8.3 Proposed Parking Rates  

Land Use Car Parking Rate 

Multiple Dwellings 1 covered space/unit plus 1 visitor space/4 units  

Dwelling House 1 space/dwelling ( visitor parking as informal on street) 
Tavern/Yacht Club 1 space/20sq.m net floor area 
Restaurant 1 space/15sq.m net floor area 
Shop/Retail/Neighbourhood Centre 1 space/15sq.m net floor area 
Office 1 space/30sq.m net floor area 
Hotel/Resort 1space/2 rooms 

Marina 

0.3 space/wet berth 
0.2 space per dry berth 

(AS 3962 rates adopted. Scale of dry berth facility may 
lead to reduced requirement for dry berths.) 

Golf Course/Club* 4 spaces/hole plus 3 spaces/100sq.m GFA (licensed 
area) 

Industry 1 space/50sq.m roofed area  

Marina Shipyard 1 space/50sq.m roofed area plus 1 space/200sq.m 
remaining area 

Child Care Centre 1 space/5 children plus 1 space/employee 
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Parking relaxations due to cross utilisation and temporal variations between peaks of various 
uses are likely to be appropriate within the marina precinct for the residential visitor parking, 
office, retail, restaurant, yacht club, tavern and marina land uses.  It is assumed that spaces 
will be allocated to resident and hotel use in secured areas and not available for shared use. 
Table 8.4 describes the possible temporal variation within the marina precinct. 
 
Table 8.4 Temporal Variation ( % of peak rates) 

Weekday Weekend Land Use 
Day time PM Peak Day time Night time 

Multiple Dwellings (Visitor Spaces) 60% 70% 100% 100% 
Restaurant/Tavern/Yacht Club 60% 70% 75% 100% 
Shop/Retail  75% 100% 100% 0% 
Office 100% 20% 0% 0% 
Marina Berths 50% 20% 100% 50% 

 
For the purposes of identify likely efficiencies and the benefits of mixed use development in 
the Marina Village the following rates have been adopted.  
 
The resulting demands are detailed in Table 8.5.  
 
Table 8.5 Expected Parking Demand 

Weekday Weekend Land Use 
Proposed 

Rate Day time Night time Day time Night time 
Multiple Dwellings  
(Visitor Spaces) 232 139 162 232 232 
Restaurant 121 72 84 90 121 

Tavern/Yacht Club 119 71 83 89 119 
Shop/Retail  500 375 500 500 0 
Office 233 233 47 0 0 

Marina Berths 240 120 48 240 120 

TOTAL 1,444 1,011 924 1,151 591 
Possible Reduction 0% 30% 36% 20% 59% 

 
Given the mixture of uses proposed, it may be appropriate to allow a relaxation to the standard 
Council rates. It should however be noted that any relaxation would need to consider the 
relative location of the land uses and the practical potential for cross utilisation. This should be 
undertaken at a later stage when the design and component land use yields are better 
understood. 
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It would be appropriate to strategically locate the marina parking so that there is potential for 
overflow marina parking to utilise commercial parking spaces when temporal demands permit.  
Short term parking or loading areas should be provided in close proximity to the marina berths, 
to allow for convenient loading and unloading of equipment, with the longer term parking areas 
located further away.  This would also limit the likelihood of residents or visitors of the 
apartment dwellings using marina parking spaces. 

8.6 Waterway Crossing 

The site area contains some low lying areas and waterway crossings will be required across 
creeks as follows: 
 

• Main Boulevard across Raff Creek; 
• northern end of Buckley Road; 
• Residential East precinct access. 

8.7 Spill Contingency Plan 

The road network is generally well connected both for internal circulation and to external 
areas. This works to ensure that alternative access can be provided from most areas if 
incident or spill management would result in temporary road closures.  Spill contingency 
planning is most relevant for the main industrial precinct. Three access points are provided 
from this area and traffic movements between the site and external areas are possible via 
either Buckley Road or Buchanan Road. The detail of access routes and contingency plans 
can be considered on a more detailed level for subsequent applications for relevant areas. 
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9.0 TRANSPORT MANAGEMENT PLAN 

The Terms of Reference specified that a Transport Management Plan was to be developed for 
the Northeast Business Park, detailing how development transport demands would be 
provided for and managed over the longer term.  The following section outlines the proposed 
Transport Management Plan, including provisions for public transport, walking and cycling 
networks. 

9.1 Summary of Regional Goals 

Local and regional planning documents produced by Local and State government will provide 
the basis for an appropriate Transport Management Plan.  A summary of these documents 
was provided in Section 3.2 of this report.  Key goals and targets relevant to the Transport 
Management Plan were identified and will guide transport strategies for the Northeast 
Business Park.  These include: 
 

• undertake integrated land use and transport planning, providing a high level of 
accessibility to activity centres and public transport within the development (i.e. 
90% of the community within 400m of a public transport route); 

• provide services and facilities within the development to meet the needs of 
residents (i.e. convenience facilities, employment and recreation opportunities); 

• provide quality public transport connectivity to surrounding centres and other 
major public transport services (i.e. North Coast rail line); 

• provide higher development densities in proximity to mixed use, activity centres 
and major public transport stops to encourage increased walking, cycling and 
public transport trips; 

• provide a convenient, connected, safe and attractive walking and cycling network 
within the development; 

• connect to existing and proposed local and regional pedestrian and cycle 
networks; 

• provide development and transport infrastructure in sequence to ensure the timely 
delivery of transport access, particularly public transport, to residents; 

• increase awareness of the benefits of sustainable travel modes, targeting 
developers and residents; 

• contribute to achieving regional mode share targets through increased walking, 
cycling and public transport trips within the development; 

• explore travel demand management mechanisms to reduce demand for private 
vehicle travel. 
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9.2 Land Use Planning 

A mix of land uses is proposed within the proposed development.  This includes retail, service, 
industrial, offices, residential and recreational uses.  This mix is intended to cater for the 
majority of daily residential needs, thereby reducing the need for external trips.  The land use 
patterns and mix within the Northeast Business Park is intended to enhance to accessibility 
and use of the various facilities.  In particular, the structure plan seeks to locate necessary 
facilities and services within walking and cycling distance of homes. 
 
The resulting land use patterns are as follows: 
 

• high density residential located in proximity to mixed use development and by 
public transport and movement corridor; 

• lower density residential located away from the marina mixed use activity area 
(i.e. the marina); 

• residential areas located away from the marina activity area will be designed 
based on more traditional neighbourhoods.  That is, neighbourhoods will be 
structured generally around a 400m walkable catchment with neighbourhood 
shops located centrally.  Pedestrian connectivity will be key in these areas. 

 
The overall land use structure adopted for the Northeast Business Park is intended to increase 
the potential for trips to be undertaken by walking or cycling by reducing distances to services 
and facilities.  It also seeks to maximise public transport usage by increasing the proportion of 
the population located in proximity to public transport corridors. 

9.3  Public Transport 

9.3.1 Issues & Opportunities  

Local bus services in the area are generally located on the western side of the Bruce Highway.  
Based on the TransLink Network Plan, and comments from local residents there are limited 
bus provisions in the area east of the highway.  Furthermore, there are currently no new 
services planned in proximity to the business park.  It is therefore concluded that the existing 
public transport services do not offer a viable alternative to visitors, residents and employees 
of the proposed development.  With such development occurring to the east of the Bruce 
Highway, it would be appropriate that a new regular bus route be established, particularly for 
trips to Morayfield and Caboolture rail stations, Caboolture town centre and Morayfield 
regional shopping centre. 
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The Caboolture and Morayfield rail stations provide a high quality service to the area and will 
be important to achieving regional connectivity to the Northeast Business Park.  Although the 
proposed development is located outside of a feasible walking catchment of the rail station 
(i.e. 800m-1km), there is an opportunity to connect residents, workers and visitors to rail 
services.     
 
Feeder bus services would not only satisfy this demand, but would also connect the proposed 
development to major centres (i.e. Caboolture, Morayfield), transport interchanges (i.e. bus/rail 
interchange at train stations) and surrounding residential areas.  A bus connection to existing 
rail services would therefore achieve local and regional connectivity for the Northeast 
Business Park. 

9.3.2 Proposed Provision 

The short term strategy for the Northeast Business Park is to provide a privately operated bus 
service connecting the Northeast Business Park to surrounding centres.  This service will be 
provided and operated by the Northeast Business Park and will connect to existing public 
transport services (i.e. rail and bus) at Caboolture and Morayfield.   
 
As the Northeast Business Park is currently located outside of TransLink’s planned network 
area, a private contribution may be necessary to ensure the early delivery of public transport 
service.  Early provision of this service can help to reduce reliance on private vehicle travel 
and therefore increase potential patronage and service viability in the longer term.  It would be 
expected that the service would eventually fall under the responsibility of the State 
Government.  
  
Initially, the bus route would operate along the Main Boulevard which will connect through to 
the proposed marina precinct and higher density residential areas.  This service will extend 
into Caboolture and Morayfield centres, stopping at bus interchanges at these centres.  This 
service will enable people to access the Northeast Business Park for work and for residents to 
access external employment, shopping and regional public transport services.  A bus stop and 
turn around facility would be required within the marina precinct to cater for this service.   
 
Public transport services would develop in line with increased development within the 
Northeast Business Park and it is proposed that in the long term a bus route would be 
diverting from the Main Boulevard and operating through the future residential areas.  
 
It is intended that in the long term two bus services would operate through the Northeast 
Business Park with increasing service frequencies as demand increases.  The service on the 
Main Boulevard is intended to operate as a higher frequency bus service connecting the key 
activity areas (i.e. marina and mixed use precinct) and the additional bus route will be a feeder 
service provided predominantly for residents. 
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Detailed route and bus stop planning for the bus services will rely on more detailed structure 
planning and discussions with TransLink.  Potential routes that have been identified for a bus 
operating through the Northeast Business Park residential areas and external to the site are 
shown on Figure 9.1.   

9.3.3 Responsibilities 

The provision of public transport service to the Northeast Business Park is reliant on a number 
of factors and stakeholders.  Principally, public transport services are reliant on TransLink as 
the government agency that plans, manages and coordinates public transport services within 
the South East Queensland region.   
 
In addition, the frequency of public transport service to and through the site relies on ultimate 
development densities and patronage.  Public transport strategies discussed herein therefore 
seek to, in the shorter term, provide travel options for Northeast Business Park residents and 
workers that are not reliant on State Government funding. The service would best be managed 
by TransLink so as to ensure better integration with the existing public transport network in the 
area with the development providing contribution for the provision of services. 
 
Long term responsibilities for public transport service to the Northeast Business Park are 
anticipated to be transferred to TransLink.   

9.4 Pedestrian and Bicycle  

9.4.1  Connectivity to the Local and Regional Network  

A comprehensive local and regional pedestrian and cycle network is planned in the area 
surrounding the development site.  The existing and proposed pedestrian and cycle network is 
illustrated on Figure 9.2.  The surrounding networks will form the basis of planning within the 
business park and strategies developed for the Northeast Business Park will seek to provide a 
high level of connectivity into these existing and proposed walk and cycle networks. 
 
Key linkages will therefore include linkages along the main access connections, the Buchanan 
Road overpass and Buckley Road. The following provisions should be considered to achieve 
connectivity to the surrounding area: 
 

• high quality bike and pedestrian paths to be included in the upgrade of the 
Buchanan Road overpass;  

• on-road bike provision and shared bicycle and pedestrian paths along the Main 
Boulevard; 

• off-road bike paths for commuter and recreational use and quality footpaths along 
Buckley Road.  
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The proposed pathway connection aims to provide integration with the external networks, 
connecting into existing and future routes at key points.  This will provide increased access to 
the site, particularly for residents located to the south of the Northeast Business Park. Shorter 
connections to southern residential areas (e.g. Farry Road) will be considered in more detailed 
structure planning. 

9.4.2  Internal Network  

As the proposed site is a ‘greenfield’ development, there is significant opportunity to provide a 
high level of internal connectivity.  The network will be shaped to provide convenient walking 
and cycling connections to public transport services and key activity areas.   
 
At this stage, more detailed pedestrian and cycle planning for the Northeast Business Park 
cannot be undertaken.  This will occur in following stages of the development process.  The 
preliminary design considerations are illustrated on Figure 9.2. As shown, an extensive 
internal network of pedestrian and cycle routes is possible, allowing easy movement 
throughout the site.   
 
More detailed section planning is necessary to define the detailed layout of the internal 
network; however, basic principles have been identified for the provision of pedestrian and 
cycle infrastructure on road corridors. These principles, shown in Table 9.1 below, will be 
applied in the planning and design of the detailed road network. 
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Table 9.1 Pedestrian and Cycle Provision and Standards 

Road Type Recommended Pedestrian/Bicycle 
Provision 

Recommended Standard of 
Facility 

Pedestrian paths on both  sides of the 
roadway 

Minimum 1.5m wide concrete 
path Residential Access 

No specific cycle lane requirements - 

On-road cycle lanes on both sides of 
the roadway where volumes exceed 

3000vpd 
Minimum 1.2 m wide lane Residential 

Collector Shared pedestrian and cycle paths on 
both sides of the roadway 

Minimum 2.5m concrete path 
with line marking and signage 

Pedestrian paths on both sides of the 
roadway 

Minimum 1.5m wide concrete 
path Industrial Access 

No specific cycle lane requirements - 

Industrial Collector Shared pedestrian and cycle paths on 
both sides of the roadway 

Minimum 2.5m concrete path 
with line marking and signage 

Pedestrian paths on both sides of the 
roadway 

4.5 - 6.0m wide path allowing 
active shop/retail frontage 

Marina Main Street 
Bike provision will depend on the 

expected traffic volumes and speed, 
distance to other paths and marina road 
layout and land use (i.e. shops one side 

or both) 

 

Pedestrian paths on both sides of the 
roadway 

Minimum 1.5m wide concrete 
path Buckley Road 

Off-road cycle lanes on both sides of 
the roadway 

Minimum 2.0m wide concrete 
path 

On-road cycle lanes on both sides of 
the roadway Minimum 2.0m wide lane 

Main Boulevard 
Shared pedestrian and cycle paths on 

both sides of the roadway 
Minimum 3.0m concrete path 
with line marking and signage 

 
Safe bike storage and shower facilities should be provided at businesses to encourage 
commuter travel to the site. Facilities should also be provided near transport nodes and 
activity centres.  
 
In addition to road corridor facilities, a network of off-road paths will be provided to cater for 
commuter and recreational demands.  This will include extensive recreational paths along the 
Caboolture River. River access is currently limited within Caboolture Shire and the proposed 
network would provide public access for residents and visitors to the Shire.  These riverfront 
paths will provide for shared use as pedestrian and cycle paths.   
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Other off-road paths will be provided throughout the development in residential, golf course, 
and parkland areas.  This will provide increased permeability for pedestrians and cyclists as 
their movement will not be dependent on the road network alone.  Such paths will be important 
where ecological areas and drainage are a constraint to the provision of roads.  In these 
areas, a pedestrian and cycle connection will be important to ensure all neighbourhoods and 
recreational facilities are easily accessible. 

9.4.3  Travel Demand Management/Encouragement Strategies  

A range of travel demand management strategies have been developed to maximise 
opportunities in the Northeast Business Park to achieve increased use of sustainable travel 
modes.  The recommended initiatives are intended to support the various infrastructure and 
services that will be provided as the Northeast Business Park develops.  Recommended 
strategies are described below. 
 
Way-finding Signage 
It is recommended that easy to read and highly visible way-finding signage be provided at 
strategic locations on the pedestrian and cycle network throughout the development site.  This 
signage would include directional and distance information to key destinations (e.g. public 
transport stops, marina etc.).  Map-based signage should also be provided indicating the 
various routes available to connect to surrounding destinations within the development.  Such 
signage would facilitate easy movement through the site for pedestrians and cyclists.  This is 
particularly important for infrequent users (i.e. visitors) of the site.  A legible network, assisted 
through signage, can increase walking and cycling by making these more convenient modes 
of transport.  Signage can also help to increase awareness of travel options for people who 
typically drive. 
 
Welcome Packages for Residents and Businesses 
It is recommended that a welcome package be developed for new residents and businesses 
that purchase in the Northeast Business Park.  This package could provide a mechanism to 
deliver a range of information, including transport choices.  The provision of quality information 
on travel options at an early stage can assist in shaping travel choices, particularly in 
‘greenfield’ developments.  Information to be provided in the welcome package includes the 
following: 
 

• a site map showing pedestrian, cycle and public transport (i.e. routes and stops) 
networks; 

• pocket public transport timetables; 
• public transport tickets (e.g. 6 month pass); 
• in resident packages, information about services and facilities located within the 

Northeast Business Park (e.g. medical centre, hairdresser, café etc.) and 
potentially vouchers for these businesses. 
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Travel Information on Website 
It is recommended that travel information be posted on the Northeast Business Park website.  
This website should be well advertised to residents and employees.  Information to be 
included on the website includes maps showing pedestrian, cycle and public transport 
networks and a link to the TransLink website (i.e. if TransLink operated services are ultimately 
provided) or public transport timetable and connection times (i.e. at Morayfield and Caboolture 
train stations). 
 
Recreational Walking and Cycling Network 
There is an opportunity to develop an iconic and inviting recreational path network within the 
Northeast Business Park that could attract local and regional visitors to the site.  A network of 
recreational paths would also provide public access to the Caboolture River which is currently 
very limited.  The provision of a recreational network would increase pedestrian and cycle 
activity within the development.  In addition, recreational walking and cycling is considered to 
assist in changing daily travel behaviour in some people.  That is, by walking and cycling for 
recreational pursuits, some people may be more likely to walk or cycle for transport purposes 
as well (e.g. to work, to the shops). 
 
Golf Buggies 
The opportunity to provide a golf buggy network within the development site has been 
discussed.  Providing new residents with golf buggies would offer an alternative travel option 
to the car for trips located within the Northeast Business Park.  It is recommended that the 
potential issues, opportunities and value of providing golf buggies should be further 
investigated before a decision is made. 
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10.0 TRANSPORT NETWORK DEVELOPER CONTRIBUTIONS 

Caboolture Shire Council has developed a Transport Network Developer Contributions 
scheme to allocate funds for the maintenance and upgrade of the Caboolture Trunk roads.  
This includes provision the following works, as set out in the Planning Scheme Policy 21A, for 
arterial, sub-arterial and district collector roads: 
 

• road pavements and surfacing; 
• intersections; 
• bridges (and culverts); 
• shared-use pathways;  
• associated works (e.g. traffic signalisation, kerb and channel and local drainage). 

 
This includes shared used pathways located within the reserve of a trunk road as well as 
those proposed within the Draft Bicycle and Pedestrian Strategy.  
 
The planning scheme specifies that a set amount is required for each vehicle trip that is 
generated by the development. For the Northeast Business Park, which is in Zone 7 of 
Caboolture, the amount is $716/vpd, which is based on a 2005 value, increasing with inflation.  
 
This is to allow for “reasonable contribution to towards the establishment cost of the trunk 
transport network to meed the demand placed on the network by the development”. Given the 
location of the site, the majority of development generated traffic would access via the State 
Controlled road network. Approximately 16,400 vpd will be making use of the Council road 
network (counting traffic on Buckley Road south/Uhlmann Road and Buchanan Road west). It 
would be reasonable to expect a CSC Infrastructure Charge for this component.  
 
Works along Buckley Road and Uhlmann Road could be offset against this. The private 
management of the internal road network may also be considered as an offset.  
 
Given the complex nature of the development, it is expected that an infrastructure agreement 
would be developed to define the respective responsibilities for provision of and contributions 
towards road works. 
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NORTH EAST BUSINESS PARK PRELIMINARY RESOURCE
TIMING FRAMEWORK

ACTIVITY

Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3

ESTABLISHMENT D7 Dozer
30t Exc

4 20m3 Dump Truck
4 Grader

Operators - 4No

BULK EARTHWORKS AND MARINA EXCAVATION D10 Dozer - 2No D10 Dozer - 2No D10 Dozer - 2No D10 Dozer - 2No D10 Dozer - 2No D10 Dozer - 2No D10 Dozer - 2No D10 Dozer - 2No D10 Dozer - 2No D10 Dozer - 2No D10 Dozer - 2No
40t Exc - 4No 40t Exc - 4No 40t Exc - 4No 40t Exc - 4No 40t Exc - 4No 40t Exc - 4No 40t Exc - 4No 40t Exc - 4No 40t Exc - 4No 40t Exc - 4No 40t Exc - 4No
20m3 Dump Truck - 10No 20m3 Dump Truck - 10No 20m3 Dump Truck - 10No 20m3 Dump Truck - 10No 20m3 Dump Truck - 10No 20m3 Dump Truck - 10No 20m3 Dump Truck - 10No 20m3 Dump Truck - 10No 20m3 Dump Truck - 10No 20m3 Dump Truck - 10No 20m3 Dump Truck - 10No

24 16G Grader - 2No 16G Grader - 2No 16G Grader - 2No 16G Grader - 2No 16G Grader - 2No 16G Grader - 2No 16G Grader - 2No 16G Grader - 2No 16G Grader - 2No 16G Grader - 2No 16G Grader - 2No
28 825 Compactor - 3No 825 Compactor - 3No 825 Compactor - 3No 825 Compactor - 3No 825 Compactor - 3No 825 Compactor - 3No 825 Compactor - 3No 825 Compactor - 3No 825 Compactor - 3No 825 Compactor - 3No 825 Compactor - 3No

Water Cart - 3No Water Cart - 3No Water Cart - 3No Water Cart - 3No Water Cart - 3No Water Cart - 3No Water Cart - 3No Water Cart - 3No Water Cart - 3No Water Cart - 3No Water Cart - 3No
Grade Checkers - 4 No Grade Checkers - 4 No Grade Checkers - 4 No Grade Checkers - 4 No Grade Checkers - 4 No Grade Checkers - 4 No Grade Checkers - 4 No Grade Checkers - 4 No Grade Checkers - 4 No Grade Checkers - 4 No Grade Checkers - 4 No
Operators - 24 No Operators - 24 No Operators - 24 No Operators - 24 No Operators - 24 No Operators - 24 No Operators - 24 No Operators - 24 No Operators - 24 No Operators - 24 No Operators - 24 No

DREDGING Dredge 300mm Dredge 300mm Dredge 300mm Dredge 300mm Dredge 300mm Dredge 300mm Dredge 300mm
Pilot Boat Pilot Boat Pilot Boat Pilot Boat Pilot Boat Pilot Boat Pilot Boat

3 Pipe Handler Pipe Handler Pipe Handler Pipe Handler Pipe Handler Pipe Handler Pipe Handler
10 Operators - 4No Operators - 4No Operators - 4No Operators - 4No Operators - 4No Operators - 4No Operators - 4No

Cons Workers - 6No Cons Workers - 6No Cons Workers - 6No Cons Workers - 6No Cons Workers - 6No Cons Workers - 6No Cons Workers - 6No

SUBDIVISION WORKS 3xGraders 3xGraders 3xGraders 3xGraders 3xGraders 3xGraders 3xGraders 3xGraders 3xGraders 3xGraders 3xGraders 3xGraders 3xGraders 3xGraders 3xGraders 2xGraders 
3xRollers 3xRollers 3xRollers 3xRollers 3xRollers 3xRollers 3xRollers 3xRollers 3xRollers 3xRollers 3xRollers 3xRollers 3xRollers 3xRollers 3xRollers 2xRollers

15 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators
24 2xD7 Dozers 2xD7 Dozers 2xD7 Dozers 2xD7 Dozers 2xD7 Dozers 2xD7 Dozers 2xD7 Dozers 2xD7 Dozers 2xD7 Dozers 2xD7 Dozers 2xD7 Dozers 2xD7 Dozers 2xD7 Dozers 2xD7 Dozers 2xD7 Dozers D7 Dozer
12 1x Loader 1x Loader 1x Loader 1x Loader 1x Loader 1x Loader 1x Loader 1x Loader 1x Loader 1x Loader 1x Loader 1x Loader 1x Loader 1x Loader 1x Loader 1x Loader
20 2x615 Scrapers 2x615 Scrapers 2x615 Scrapers 2x615 Scrapers 2x615 Scrapers 2x615 Scrapers 2x615 Scrapers 2x615 Scrapers 2x615 Scrapers 2x615 Scrapers 2x615 Scrapers 2x615 Scrapers 2x615 Scrapers 2x615 Scrapers 2x615 Scrapers 2x615 Scrapers

1x Compactor 1x Compactor 1x Compactor 1x Compactor 1x Compactor 1x Compactor 1x Compactor 1x Compactor 1x Compactor 1x Compactor 1x Compactor 1x Compactor 1x Compactor 1x Compactor 1x Compactor 1x Compactor
10x Cons Workers 10x Cons Workers 10x Cons Workers 10x Cons Workers 10x Cons Workers 10x Cons Workers 10x Cons Workers 10x Cons Workers 10x Cons Workers 10x Cons Workers 10x Cons Workers 10x Cons Workers 10x Cons Workers 10x Cons Workers 10x Cons Workers 8x Cons Workers
Operators - 14No Operators - 14No Operators - 14No Operators - 14No Operators - 14No Operators - 14No Operators - 14No Operators - 14No Operators - 14No Operators - 14No Operators - 14No Operators - 14No Operators - 14No Operators - 14No Operators - 14No Operators - 12No

MAJOR ROAD,ENTRY & INTERCHANGE 16G Graders - 4No 16G Graders - 4No 16G Graders - 4No 16G Graders - 4No 16G Graders - 4No 16G Graders - 4No 16G Graders - 4No 16G Graders - 4No 16G Graders - 4No
20t Rollers - 3No 20t Rollers - 3No 20t Rollers - 3No 20t Rollers - 3No 20t Rollers - 3No 20t Rollers - 3No 20t Rollers - 3No 20t Rollers - 3No 20t Rollers - 3No

13 Water Carts - 2No Water Carts - 2No Water Carts - 2No Water Carts - 2No Water Carts - 2No Water Carts - 2No Water Carts - 2No Water Carts - 2No Water Carts - 2No
27 Loaders - 2No Loaders - 2No Loaders - 2No Loaders - 2No Loaders - 2No Loaders - 2No Loaders - 2No Loaders - 2No Loaders - 2No

615 Scrapers - 2No 615 Scrapers - 2No 615 Scrapers - 2No 615 Scrapers - 2No 615 Scrapers - 2No 615 Scrapers - 2No 615 Scrapers - 2No 615 Scrapers - 2No 621 Scrapers - 2No
Grade Checkers 4No Grade Checkers 4No Grade Checkers 4No Grade Checkers 4No Grade Checkers 4No Grade Checkers 4No Grade Checkers 4No Grade Checkers 4No Grade Checkers 4No
Cons Workers - 10 No Cons Workers - 10 No Cons Workers - 10 No Cons Workers - 10 No Cons Workers - 10 No Cons Workers - 10 No Cons Workers - 10 No Cons Workers - 10 No Cons Workers - 10 No
Operators 13 No Operators 13 No Operators 13 No Operators 13 No Operators 13 No Operators 13 No Operators 13 No Operators 13 No Operators 13 No

GOLF COURSE 3xGraders 3xGraders 3xGraders 3xGraders 
3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators

12 2xD7 Dozers 2xD7 Dozers 2xD7 Dozers 2xD7 Dozers
18 1x Loader 1x Loader 1x Loader 1x Loader

2x615 Scrapers 2x615 Scrapers 2x615 Scrapers 2x615 Scrapers
1x Compactor 1x Compactor 1x Compactor 1x Compactor
6x Cons Workers 6x Cons Workers 6x Cons Workers 6x Cons Workers
Operators - 12No Operators - 12No Operators - 12No Operators - 12No

BOULEVARD BRIDGE Pile Driving Rigs - 2No Pile Driving Rigs - 2No Pile Driving Rigs - 2No Pile Driving Rigs - 2No Pile Driving Rigs - 2No Pile Driving Rigs - 2No Pile Driving Rigs - 2No Pile Driving Rigs - 2No Pile Driving Rigs - 2No
80t Hydr Cranes - 3No 80t Hydr Cranes - 3No 80t Hydr Cranes - 3No 80t Hydr Cranes - 3No 80t Hydr Cranes - 3No 80t Hydr Cranes - 3No 80t Hydr Cranes - 3No 80t Hydr Cranes - 3No 80t Hydr Cranes - 3No

9 20t All Terr Crane - 1 No 20t All Terr Crane - 1 No 20t All Terr Crane - 1 No 20t All Terr Crane - 1 No 20t All Terr Crane - 1 No 20t All Terr Crane - 1 No 20t All Terr Crane - 1 No 20t All Terr Crane - 1 No 20t All Terr Crane - 1 No
24 30t Exc - 2No 30t Exc - 2No 30t Exc - 2No 30t Exc - 2No 30t Exc - 2No 30t Exc - 2No 30t Exc - 2No 30t Exc - 2No 30t Exc - 2No

Loader - 1No Loader - 1No Loader - 1No Loader - 1No Loader - 1No Loader - 1No Loader - 1No Loader - 1No Loader - 1No
Cons Workers - 15No Cons Workers - 15No Cons Workers - 15No Cons Workers - 15No Cons Workers - 15No Cons Workers - 15No Cons Workers - 15No Cons Workers - 15No Cons Workers - 15No
Operators - 9No Operators - 9No Operators - 9No Operators - 9No Operators - 9No Operators - 9No Operators - 9No Operators - 9No Operators - 9No

MARINA CONSTRUCTION 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 3x30tonne excavators 
3x 20t All Terrain cranes 3x 20t All Terrain cranes 3x 20t All Terrain cranes 3x 20t All Terrain cranes 3x 20t All Terrain cranes 3x 20t All Terrain cranes 3x 20t All Terrain cranes 3x 20t All Terrain cranes

6 20x Cons Workers 20x Cons Workers 20x Cons Workers 20x Cons Workers 20x Cons Workers 20x Cons Workers 20x Cons Workers 20x Cons Workers
26 Operators - 6No Operators - 6No Operators - 6No Operators - 6No Operators - 6No Operators - 6No Operators - 6No Operators - 6No

MINOR BRIDGES Pile Driving Rig Pile Driving Rig Pile Driving Rig Pile Driving Rig 
1x80tonne hydraulic crane 1x80tonne hydraulic crane 1x80tonne hydraulic crane 1x80tonne hydraulic crane

6 1xAll Terrain Crane 1xAll Terrain Crane 1xAll Terrain Crane 1xAll Terrain Crane
16 2x30tonne excavator 2x30tonne excavator 2x30tonne excavator 2x30tonne excavator

1xLoader 1xLoader 1xLoader 1xLoader
10x Cons Workers 10x Cons Workers 10x Cons Workers 10x Cons Workers
Operators - 6No Operators - 6No Operators - 6No Operators - 6No

MANAGEMENT 10No Staff 10No Staff 10No Staff 10No Staff 10No Staff 10No Staff 10No Staff 10No Staff 15No Staff 15No Staff 15No Staff 15No Staff 10No Staff 10No Staff 10No Staff 10No Staff 10No Staff
10
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TOTAL MACHINES (NO) 28 39 42 42 70 70 70 70 88 85 85 61 15 15 15 15 34
TOTAL SITE STAFFING(NO) 42 62 72 72 149 149 149 149 188 178 178 150 34 34 34 34 81
Annual Average ( Rolling average) 62 88.75 110.5 129.75 149 158.75 166 173.25 173.5 135 99 63 34 45.75

2008 2009 2010 2011 2012



NORTH EAST BUSINESS PARK PRELIMINARY RESOURCE
TIMING FRAMEWORK

ACTIVITY

ESTABLISHMENT

BULK EARTHWORKS AND MARINA EX

DREDGING

SUBDIVISION WORKS 

MAJOR ROAD,ENTRY & INTERCHANG

GOLF COURSE

BOULEVARD BRIDGE

MARINA CONSTRUCTION

MINOR BRIDGES

MANAGEMENT

TOTAL MACHINES (NO)
TOTAL SITE STAFFING(NO)
Annual Average ( Rolling average)

Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1
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Model Sectors and  Zones
18/06/2007

Model Zones and Sectors
gt1: Business Park & Marina (NEBP)
gt2: North East of NEBP/Bribie Island
gt3: South West of Bruce Hwy
gt4: South of NEBP/East of Bruce Hwy
gt5: Southern of Pine River
gt6: Northern of Caboolture



Sector Population 2016 Jobs 2016 Resident Workers
1 5,253                        8,497        5,253                      
2 39,718                      9,726        39,805                    
3 151,540                    32,740      219,330                  
4 95,106                      31,414      111,471                  
6 32,342                     10,292    40,106                  

Total 323,959                    92,669      415,965                  
Job balance Base without NEBP: 0.20
Job balance with NEBP: 0.22

Table 1  - Summary of Model Inputs

G:\5353\5353 Strategic Modelling\2016 Network\Sector_Zones\2016 Demog



From To Base Network With Development Difference (Development - Base)
gt01 gt01: 0 8,268 8,268
gt01 gt02: 0 2,421 2,421
gt01 gt03: 0 6,214 6,214
gt01 gt04: 0 2,913 2,913
gt01 gt05: 0 1,333 1,333
gt01 gt06: 0 1,846 1,846
gt02 gt01: 0 2,426 2,426
gt02 gt02: 50,103 49,104 -999
gt02 gt03: 13,008 12,520 -489
gt02 gt04: 5,323 5,107 -216
gt02 gt05: 25,694 24,845 -849
gt02 gt06: 7,045 6,759 -286
gt03 gt01: 0 6,216 6,216
gt03 gt02: 12,990 12,502 -488
gt03 gt03: 146,607 141,721 -4,886
gt03 gt04: 23,293 22,533 -759
gt03 gt05: 55,972 54,607 -1,364
gt03 gt06: 18,520 17,847 -674
gt04 gt01: 0 2,916 2,916
gt04 gt02: 5,317 5,101 -217
gt04 gt03: 23,251 22,490 -761
gt04 gt04: 107,349 105,290 -2,058
gt04 gt05: 36,075 35,536 -540
gt04 gt06: 2,619 2,455 -164
gt05 gt01: 0 1,324 1,324
gt05 gt02: 25,675 24,825 -851
gt05 gt03: 55,445 54,102 -1,343
gt05 gt04: 36,063 35,520 -543
gt05 gt05: 4,159,595 4,155,452 -4,143
gt05 gt06: 5,250 4,892 -358
gt06 gt01: 0 1,857 1,857
gt06 gt02: 7,048 6,761 -286
gt06 gt03: 18,612 17,936 -676
gt06 gt04: 2,631 2,467 -165
gt06 gt05: 5,320 4,954 -366
gt06 gt06: 31,862 31,018 -844
Total NEBP Generation 0 22,995 22,995
External Trips from Brisbane 122,434 120,663 -1,771

From/to NEBP Sector Total Vehicle Trips
Internal gt01 8,268
North East & Bribie Island gt02 4,848
South West of Bruce Highway gt03 12,430
South of NEBP/East of Bruce Hwy gt04 5,829
Nothern Caboolture gt05 2,657
South of Pine River gt06 3,703
Total NEBP Extrenal Trips 29,466
Total NEBP Trips 37,734

Daily trips between sectors
Brisbane Strategic Transport Model

Summary Trips Distribution from NEBP

G:\5353\5353 Strategic Modelling\2016 Network\Sector_Zones\Total Private Vehicle Matrix
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Background Traffic Volumes 
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 Development Traffic Volumes 
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