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EXECUTIVE SUMMARY
An assessment of the current transport system, focusing on pedestrian and cycle accessibility,
car parking supply and operations, and the road network around the Calwell GC, was conducted
by SMEC as an input to the Calwell master plan to be developed by EPD.
The assessment reviewed policies relating to transport planning and operations, most of which
recommend increasing development around centres to reduce congestion and allow shorter
trips, which are more likely to be undertaken using active transport modes.
The assessment of existing conditions found the following issues:
 There are many issues with accessibility, particularly relating to kerb ramps, path
gradients, footpath/landing widths and general fragmentation of the pedestrian
environment by car parks and roads
 There is poor pedestrian connectivity into and through the group centre with missing path
network connections, missing kerb ramps and a lack of safe crossing points, particularly
along Were Street
 Bicycle facilities are generally inadequate with missing path connections and a lack of onroad lanes
 Available parking is not used efficiently, leading to user frustration and under-utilised
parking areas
 Some disabled parking spaces have non-compliant design and there is insufficient
disabled parking supply close to the shopping centre
 The Park & Ride facility is significantly under-utilised, which is probably related to poor
access to bus stops, limited public transport services and car-dependent population
Opportunities to address the issues in the short term include:
 Update street furniture and pedestrian areas and facilities (particularly kerb ramps) to
current best practice standards
 Widen existing paths and fill in gaps in the network, based on the location of desire lines
shown by informal paths
 Update disabled parking spaces to current design standards and add spaces close to the
shopping centre
 Improve path connectivity between the Park & Ride facility and the bus stops on Johnson
Drive and increase public knowledge of the facility
Two future land use scenarios were prepared by EPD for analysis to determine future parking
and transport network parameters. These scenarios represent realistic but possibly ambitious
targets for residential, commercial and community uses. The Low scenario represents limited
development in the study area while the Medium scenario represents a moderate but ambitious
development plan.
The assessment of the proposed future land use scenarios found the following:
 The proposed development will have a positive impact on sustainable travel modes,
although the positive impact may be limited to local trips
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 There is expected to be no significant impact on traffic operations due to the
developments, although further investigations are needed after more details of the master
plan are known
 The Low development scenario requires approximately 55% additional parking demand
while the Medium scenario requires 140% additional parking demand. Most of the
additional parking is private parking associated with residential developments but an
increase in public parking, provided by the ACT Government, is required in both
scenarios.
 There is significant spare parking capacity in the Calwell GC that could be used to offset,
potentially totally, the calculated additional parking demand
 If the additional parking cannot be accommodated in the existing capacity, it is unlikely
that the additional parking capacity, particularly in the Medium scenario, would be able to
be provided in a cost effective and efficient way. This is primarily due to the lack of
available at-grade space which would mean that some additional parking would need to
be provided in basements or a parking structure.
A transport strategy to support the potential master plan development, covering pedestrians and
cyclists, car parking and the road network, has been developed. The key points in the strategy
include:
 Improve the pedestrian and cycle accessibility through the public realm by updating
furniture, kerb ramps, stairs, ramps and gradients to current standards and best practice
design
 Update the pedestrian and cycle path network with wider paths, formalise desire lines,
rehabilitate damaged areas and address gradient issues
 Upgrade disabled parking spaces to current design standards and provide additional
disabled parking spaces near the shopping centre
 Provide sufficient public parking in the centre to support the proposed developments,
possibly in a basement or structured car park facility, if the forecast demand cannot be
met using existing spare capacity
 Consider signalising the current roundabouts on Were Street at Johnson Drive and
Webber Crescent to improve pedestrian and cyclist safety and accessibility around the
group centre
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INTRODUCTION
1.1

Background

The Environment and Planning Directorate (EPD) is beginning preparation of a master plan for
the Calwell Group Centre (GC). This master plan is to be consistent with current policies and
strategies that aim to make Canberra a more sustainable and liveable city. The master plan will
consider how Calwell could develop sustainably and realistically into the future.
The ACT Planning Strategy, developed in line with the Territory Plan and the National Capital
Plan, outlines nine strategies, each of which has its own set of key actions, for how the ACT
Government want Canberra to develop in the future. Strategy #1 proposes the creation of a
'more compact, efficient city by focusing urban intensification in town centres, around group
centres and along major public transport routes, and balancing where greenfield expansion
occurs.' Strategy #4 ensures that people are in good proximity to services by ‘reinforcing the
role of group and local centres as community hubs.’ The Calwell GC master plan is expected
to be in line with these strategies by planning for some urban redevelopment and intensification
of residential and commercial land uses in and around the group centre. Other strategies include
the improvement of mobility and travel choices and the provision of cost effective and
sustainable living options, both of which are expected to be consistent with the objectives of the
master plan.
In addition to the strategies identified in the ACT Planning Strategy, other ACT Government
policies, including Transport for Canberra, AP2 and the Healthy Weight Action Plan call for
changes to current transport behaviour in the ACT to encourage less reliance on private car
travel and higher active travel mode share. Again, the outcome of the Calwell GC master plan
is expected to support these goals.

1.2

Purpose

The main purpose of this transport, movement and car parking study for the Calwell GC is to
inform the development of the master plan. This study will identify car parking provision and
management, and identify potential transport infrastructure improvements, while investigating
how:
 movement and connections to and through the centre can be improved for pedestrians,
cyclists and vehicular traffic
 car parking can be provided and managed for the centre over time
 improvements can be made to transport and pedestrian and cycle infrastructure and
amenity
More specifically, the study aims to achieve the following objectives:
 Ensure all forms of movement, particularly active travel modes, to and through the centre
are optimised to enable all users safe access to the centre and its destinations.
 Provide an understanding of the current pedestrian and cycle network in terms of
effectiveness, safety and infrastructure quality for all users including the mobility, frail and
visually impaired.
 Ensure improvements to the amenity effectiveness and safety of the pedestrian and cycle
network.
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 Ensure an appropriate supply of short-stay and long-stay car parking spaces that are
conveniently located and easily accessible to support economic growth for the centre.
 Ensure that the provision of car parking and vehicle movements do not overwhelm the
potential for quality outdoor public spaces at the centre and that parking contributes to
good urban design outcomes such as active frontages and good access to the centre.
 Ensure the provision of car parking supports efforts to encourage alternative forms of
transport and considers parking in the context of the wider road and transport network.
 Ensure that the Park & Ride located in the centre can be optimised for best use and
supports efforts to encourage and connect to alternative forms of transport.
The study also aims to develop planning strategies that assist in encouraging increased
pedestrian and cyclist movement from surrounding suburbs and trunk routes into the centre.

1.3

Study Area

The study area for this project, and the upcoming master plan, covers the Calwell GC, which is
bounded by Johnson Drive to the north, Were Street to the west and south, while the eastern
boundary runs along the western edge of the Calwell District Playing Fields, as shown in Figure
1.1. A concrete stormwater drain runs through the study area and is a major access constraint.

Figure 1.1: Study Area (Source of Aerial Photo: ACTMAPi, 2014)

Figure 1.2 shows areas that are influenced by activities in the study area. These include
Tuggeranong Homestead to the northwest, district playing fields to the east, and Calwell High
School and St Francis of Assisi Primary School to the south.
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Figure 1.2: Study Area and Area of Influence (Source of Aerial Photo: ACTMAPi, 2014)

Currently, the part of the study area south of the stormwater drain is developed. A major aged
care facility is currently under construction in the southern part of the study area but does not
appear in the aerial photo, which was taken in 2014.

|

|

SMEC Transport, Movement and Car Parking Study for Calwell Group Centre: Final Report Page 5

EPD | Final Report

POLICY DIRECTIONS
A number of policies are relevant to the consideration of transport, movement and parking issues
in the Calwell GC. Key pieces of legislation include:
 National Capital Plan

 Transport strategies should promote public transport
 National and Arterial roads generally should not provide frontage access and should
not intersect directly with local roads
 Territory Plan
 ACT Planning Strategy

 Create a more compact, efficient city by focusing urban intensification in town centres,
around group centres and along the major public transport routes

 Improve everyone’s mobility and choice of convenient travel by integrating land use
and transport networks

 Improve access to facilities, services and social interaction by reinforcing the role of
group and local centres as community hubs
 Transport for Canberra

 Link public transport with other modes
 Manage parking, mainly through pricing
 Implement other behaviour change programs
 AP2

 Reduce greenhouse gas emissions by implementing Transport for Canberra
 Plan for electric vehicles
 Heathy Weight Action Plan

 Encourage active travel, particularly by locating long-stay parking away from centres
and providing good connections to other transport modes
A summary of these policies and key factors relating to this project are discussed in the following
sections.
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2.1

Key Policy Directions

Key policy directions relating to transport in the Calwell GC include:
 Increase public transport usage by:

 Increasing land use density around public transport routes and nodes
 Improving inter-modal access through Park & Ride and Bike & Ride facilities
 Increase active travel by:

 Increasing density and land use diversity around group centres to allow shorter trips
 Manage parking demand
 Integrate land use and transport networks

2.2

Centres Policy

The ACT Planning Strategy and Transport for Canberra both include recommendations to
increase density and development around centres across the ACT, while recognising the
hierarchy of centres and their different sizes and catchment areas. This increased density, both
residential and commercial, will add to the diversity and choice of where and how people want
to live. Increased employment opportunities in the centres will reduce congestion and make
commuting trips shorter and easier.
The ACT Planning Strategy specifically aims to reinforce the role of group and local centres to
ensure everyone has access to a range of facilities and services. Group centres should attract
visitors from not only their own suburb but surrounding suburbs as well. The scale and type of
land use in the centre should cater for that larger catchment area.

2.3

Travel Demand Management

Section 5 of Transport for Canberra is centred on managing travel demand, both by reducing
travel where possible and promoting transport options other than private vehicle travel.
A major part of the travel demand management process examines the interaction between land
use and travel. By increasing development around public transport corridors and nodes, average
trip lengths can be reduced and alternative transport modes can become more attractive. In
particular, increased development within walking distance of the group centre could replace car
trips to the shops with walk and cycle trips.
Other travel demand management options include improving alternative transport infrastructure,
providing comprehensive information and changing the relative attractiveness of transport
modes through application of pricing.
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2.4

Transport Planning

The Transport for Canberra policy serves as the foundation for transport planning for the next
20 years. Transport planning in the ACT will focus on the six principles outlined in Transport for
Canberra, which is to create a transport system that:
1. is integrated with land use planning
2. makes active travel like walking and cycling the easy way to get around
3. provides sustainable travel options and reduces transport emissions
4. is safe for moving people however they get around
5. is accessible for everybody whatever their level of mobility at any time or place
6. is efficient and cost effective, providing value for money for the government, business
and the community by managing travel demand across the whole transport system.
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EXISTING SITUATION
A review of the current transport situation in the study area has been conducted, with a focus
on access, pedestrian and cycle facilities, car parking, road network and traffic, and public
transport modes.

3.1

Access Appraisal

During the site visit and from community feedback gathered during consultation events, it was
apparent that there are some accessibility issues across the study area, particularly inside the
Calwell GC. Pedestrian and cycle movement routes do not always have appropriate paths and
the environment is generally fragmented by car parks and roads.
An access appraisal for the study area has been conducted to better understand the current
issues and help to identify potential opportunities for improvement in the master plan. Key
findings of the appraisal include:
 Access on the paved area around the shopping centre is reasonable, although it is difficult
to access the central paved area from the surrounding car parking areas
 Access away from shopfronts frequently has excessive gradients, particularly on Webber
Crescent near the intersection with Were Street, around the pedestrian underpass under
Were Street and along the trunk path near the Johnson Drive underpass
 The network of paths beyond the centre is poor with lack of paths and connections, kerb
ramps with excessive gradients and none or inadequate landings
 Paths against key roads, including Were Street and Webber Crescent, are too narrow
 Ramp and stair connections to the Webber Crescent bus stop do not comply in detail
 Designated parking is reasonable but gradients are slightly in excess of standards
 Grates in paved areas around the shopping centre are not to standard
 Dirt paths exist along north side of the Calwell GC against stormwater drain
 Some fittings are not accessible or best practice such as seats with no arms/back rests,
the post office box is too high and bins are too high
Figure 3.1 shows the location of issues that were identified during the access appraisal. Issues
are labelled according to the following:
 G

Grates with openings in excess of AS 1428.1

 S

Seats without armrests/back rest

 K
Kerb ramp (no TGSI1, many have inadequate landings, excessive gradients &
poorly arranged)

1

 B

Rubbish bin too high

 ST

Stair does not comply with AS 1428.1

 R

Ramp that does not comply with AS 1428.1

Tactile Ground Surface Indicator
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 Bu

Bus stop

 Po

Post Office Box that is too high

 L

Landing too narrow

 F

Footpath too narrow

Other issues are noted on the figure.
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Figure 3.1: Issues Identified during Access Appraisal
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3.2

Pedestrian and Cycle
Network

Around the Calwell GC, there are some barriers to bicycle and pedestrian movement, primarily
to the north. The most significant barrier is the stormwater drain, which has very steep sides and
generally has water in the bottom. There are only two crossings over the drain, one pedestrian
bridge and one road bridge, which has very narrow shoulders and no path connections. The
other major barrier is Johnson Drive, which has a single grade-separated crossing and a number
of at-grade crossings. During peak traffic periods this may limit pedestrian access to and from
the north. Were Street just south of Johnson Drive is the widest street in the centre and carries
the second largest traffic volume. While its central median offers a refuge for pedestrians, the
existing treated pine vehicle barriers along the median make it difficult to cross. The remaining
roads are residential streets with limited traffic. Figure 3.2 shows the existing pedestrian and
cycle facilities within the study area. The roundabouts on Were Street do not offer good crossing
opportunities for pedestrians and cyclists.
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Figure 3.2: Existing Cyclist and Pedestrian Facilities (Source: EPD GIS Data, Aerial Photo)
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There is an extensive network of footpaths and substantial amounts of open space in the
suburban residential areas surrounding the centre. While these paths offer reasonable
connectivity between the centre and the surrounding areas, there are some gaps in the network
which have been filled in with informal “goat tracks”. There are also a number of discontinuities
where paths and crossing points do not line up on either side of the street. The path running
between Were Street and Webber Crescent, between the two residential developments, is a
good example of this issue.
The trunk cycle path runs to the east of, and does not connect directly into the group centre. Its
crossing under Johnson Drive runs along the eastern edge of the stormwater drain with which it
shares its underpass. It then crosses over the drain at the eastern edge of the group centre.
Between the underpass and the bridge, the path is quite steep. Formal access to this crossing
is very indirect, being available only from the eastern edge of the group centre, and it is thus
also served by a well-developed informal “goat track” that runs along the northern edge of the
group centre as shown in Figure 3.3. This informal track appears to be partially caused by
vehicular traffic. It appears that people walking along this route are travelling between the
western parts of the group centre (service station, Calwell Club or Calwell Tavern) and
Richardson.

Figure 3.3: Informal Access to Cyclepath Overpass between Car Wash and Stormwater Drain

There is also evidence of informal use of the underpass along the western edge of the drain,
some of which is potentially crossing the drain to reach the cycle path, as shown in Figure 3.4.
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Figure 3.4: Informal Use of Johnson Drive Underpass

Other informal paths in the study area connect Were Street to Costello Circuit, to the west of the
Calwell GC, and the group centre to the community playing fields, to the east of the group centre
on the northern side of Were Street.
The trunk path itself along the eastern edge of the group centre is in poor repair and has been
encroached upon by construction activities along its eastern edge, as shown in Figure 3.5. This
trunk path is quite isolated from the group centre and has no passive surveillance or lighting,
which makes it quite unattractive, especially for vulnerable users.
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Figure 3.5: Deterioration and Encroachment on Trunk Path behind Car Wash

Poor maintenance can also be seen on the footpaths serving the trunk cycle path, as shown in
Figure 3.6

Figure 3.6: Storm Debris Fouling Footpath, Pavement Discontinuities Marked with Paint at Were
Street Shared Path Underpass
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In terms of bicycle access to and around the group centre, Figure 3.2 shows some gaps in the
network. Off-road travel to the north and south is well catered for with the trunk cycle path
running past the eastern side of the group centre. However, access into the group centre is poor
with only narrow concrete footpaths and many road crossings and car parks. There are no onroad cycle lanes in the study area. Johnson Drive, which is a high-quality road connection from
Drakeford Drive and the Monaro Highway into Calwell and surrounding suburbs, has high traffic
volumes, high speeds and no shoulders, and is not suitable for cycling in its current state.
There is limited bicycle parking in the study area. Figure 3.7 and Figure 3.8 show the existing
bicycle racks within the group centre and the four racks standing in the open alongside the Park
& Ride facility on the westbound carriageway of Johnson Drive, respectively. Bicycle travel
surveys, discussed further in Section 3.2.2, show that there are very few cyclists travelling in
and out of the centre so demand for bicycle parking is likely to be low.

Figure 3.7: Bicycle Racks Outside Shopping Centre
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Figure 3.8: Bicycle Racks Adjacent to Park & Ride Facility near Johnson Drive

Routes and Movements
Figure 3.9 shows the key routes in and around the centre. Routes shown in green represent
movements around the perimeter and access into the centre from surrounding areas. Routes
shown in orange are movements inside the centre between car parks and key attractors,
including:
 Shopping centre
 Calwell Club
 Kings Swim School (also referred to as Kings in the report)
 Bus stop on Webber Crescent
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Key Movements
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Figure 3.9: Key Pedestrian and Cycle Movements

A brief assessment of the internal routes in the Calwell GC found the following:
 Access to the shopping centre from car parks immediately adjacent is reasonable
 Access into the Calwell Club from the designated parking area is poor, with inadequate
gradients, landings and path width
 Access to Kings from the onsite car park is good, but the car park is relatively small and
access from the adjacent car park has no kerb ramp near the Kings entry
 Access between the shops and the Webber Crescent bus stop is reasonable with ramps
and stairs, but some details are non-compliant
In addition to access to the key attractors, movement within the Calwell GC in general is difficult
due to the fragmented nature of the pedestrian environment. There are many road and car park
areas that must be crossed and not all kerbs have ramps. Movement within the group centre
also requires pedestrians to cross traffic aisles in the car parks and interact with vehicles
manoeuvring into and out of parking spaces.
Pedestrian and cycle movement surveys were carried out by BVY traffic surveyors on Thursday
4 June 2015 and Saturday 6 June 2015. It is assumed that these days represent typical
conditions in the study area. The surveys counted pedestrian and cycle movements around and
across the perimeter of the Calwell GC (i.e. along and across Were Street and the trunk cycle
path between Were Street and the stormwater drain). Pedestrian and cycle movements inside
the group centre were not surveyed but key movements have been identified based on site
observations.
From the surveys, three key movements have been identified, which are:
 Along Were Street
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 Along the trunk path
 Into/out of the centre, across Were Street and from the trunk path
Table 3.1 shows the number of pedestrians and cyclists making these movements across the
Weekday AM, PM and weekend peak periods. These counts are taken at points across the
network and it is probable that there is some double-counting of people as they pass through
the area. However, the volumes shown are useful for a broad assessment of movement in the
area.
Table 3.1: Pedestrian and Cyclist Movements
Pedestrians

Cyclists

Movement
AM
Along Were Street
Along the trunk path
In/out of the centre

PM

Weekend

AM

PM

Weekend

3

2

9

0

0

20

16

35

0

3

6

0

6

25

27

0

1

20

From Table 3.1, it appears that very few people are accessing the Calwell GC from the
surrounding areas using active travel modes (i.e. walking or cycling). A comparison of
pedestrian volumes accessing the centre and traffic volumes accessing the car parks shows
that the active travel mode share ranges from 0.5% in the AM peak to 2.4% in the Weekend
peak. The PM peak has an active mode share of 0.8%. Traffic surveys were conducted during
the same time periods and are discussed in detail in Section 3.4.2.
The very low active mode share of trips accessing the centre is probably due to a number of
factors, including:
 Barriers to travel and network connectivity (discussed in Section 3.2.1)
 Low catchment density, leading to lower catchment population and longer average trip
length as houses are spaced further apart
 Land uses in the Calwell GC which do not typically have high active mode share.
Supermarkets, pubs/clubs, religious institutions and child-care centres are less likely to
have people walk and cycle to them than employment centres, schools and recreational
areas.
As discussed earlier, there are a number of significant barriers to active travel in the study area,
including major roads and stormwater infrastructure. In addition, there are a large number of
issues with the pedestrian and cycle network, including damaged paths, substandard gradients
and missing links. The low number of people accessing the centre across Were Street reduces
the possibility of conflict between pedestrians and vehicles but the poor access across Were
Street probably contributes to the low pedestrian volumes.
The trunk path underpass under Were Street offers a safe crossing location but access between
the trunk path and the group centre is via narrow paths that have excessive gradient in some
areas, as discussed in Section 3.1.
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3.3

Car Parking

Car parking utilisation surveys have been undertaken by BVY traffic surveyors on Thursday 4
June 2015 and Saturday 6 June 2015. It is assumed, for the purposes of this study, that these
days represent typical usage for weekday and weekend times. The surveys were undertaken
for 12 hours on the Thursday and 14 hours on Saturday. Utilisation data for the Park & Ride
facility was gathered on another date and for a shorter time period each day. A preliminary
assessment of the parking utilisation found that parking is typically well under capacity, although
some car parks are more heavily utilised. Detailed examination of the survey data showed that,
while there is significant spare capacity, much of the spare capacity is in areas that are not close
to key attractors, primarily the main entrance to the shopping centre.

Layout and Design
A brief assessment of the current car park design was conducted using aerial photography. This
assessment was to check for supply of disabled parking spaces and assumed that all parking
spaces were constructed to the required minimum dimensions. Generally, the car parking in the
study area appears to meet the current design standards for most cases. However, some
disabled parking spaces are not compliant with the current Parking and Vehicular Access
General Code (PVAGC, 13 April 2012), which requires a clear area beside or between disabled
parking spaces, rather than larger spaces as in the previous design standard. The parking areas
shown in Figure 3.10 were assessed for provision and design compliance with the findings as
follows:
B. On-street: not compliant with provision, however only 6 spaces
C. On-street: not compliant with provision, however only 3 spaces
D. Centre of group centre: compliant with design and provision
E. East of group centre: compliant with design and provision
F. West of group centre: not compliant with provision
G. North-west of group centre: not compliant with provision
H. North of group centre: compliant with design and provision
J. 5 Webber Crescent: not compliant
K. Calwell Club: compliant with provision but not design
L. Service station: compliant with provision
M. Swimming school: compliant with provision
N. Car wash: not compliant, however only 6 spaces
O. St Mary’s church: not compliant (unmarked)
P. Alliance church: compliant with provision but not design
Q. Early childhood centre: compliant with provision but not design
R. Park & Ride: compliant with design and provision
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Figure 3.10: Calwell GC Carpark IDs (Source: BVY Parking Survey)

Across all parking areas in the centre, both public and private, there are 16 disability parking
spaces. This is 3% of the total parking provision in the group centre, in line with the minimum
requirement in the code. However, some of the disability parking spaces provided are in car
parks which are relatively remote from the retail core of the centre. The major public parking
areas around the shopping centre (areas D, E, F and H) have 260 parking spaces and 7 disability
spaces, which is less than the 3% minimum required. Members of the community have noted
that it is often difficult to find a disabled parking space.

Capacity
The surveyed parking capacity across the study area is shown in Table 3.2. The parking
capacity is classified according to the following:
 Location:

 On-street parking: typically kerbside, sometimes in an indented bay
 Off-street parking: normally in a paved and kerbed area but some off-street car parks
are unpaved
 Accessibility:

 Public: parking spaces are able to be used by anyone
 Private: parking spaces are attached to land uses and, while being publically
accessible, are intended for the use of patrons of the land use (e.g. school car parks).
 Restriction:
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 No Parking: parking is not allowed in certain circumstances, e.g. between certain times
of day

 Restricted: parking spaces are only for certain vehicle or driver types (e.g. buses,
medical practitioners, disabled permit holders etc.)

 Timed: parking spaces have a time limit on them, ranging from five minutes to three
hours. These parking spaces are assumed to be short stay parking.

 Unrestricted: parking spaces have no restrictions on vehicle type, users or times.
Unrestricted parking is assumed to be used for long stay parking.
Table 3.2: Parking Capacity
Location

On-Street

Accessibility

Public

Restriction

Total

Proportion

No Parking

0

0%

Restricted

1

0%

Timed

0

0%

Unrestricted

9

2%

10

2%

No Parking

0

0%

Restricted

26

5%

Timed

163

29%

Unrestricted

205

36%

Total

394

69%

Restricted

8

1%

Timed

6

1%

Unrestricted

149

26%

Total

163

29%

Total

Public

Off-Street

Private

Total

567

The survey indicates that 98% of the total parking capacity is off-street. 69% of total parking is
for public use and 64% of all parking spaces are unrestricted/long stay. Timed (short stay)
parking spaces make up 30% of the parking capacity. Short and long stay parking capacities,
broken down by time limit and location, are shown in Table 3.3.
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Table 3.3: Short and Long Stay Parking Capacity
Parking
Area

5 Minute

30 Minute

3 Hour

Untimed/
Long Stay

B

0

0

0

6

C

0

0

0

3

D

0

32

60

0

E

0

0

71

0

F

0

0

0

65

G

0

0

0

74

H

0

0

0

8

J

0

0

0

10

K

0

0

0

29

L

0

0

0

25

M

0

0

0

16

N

0

0

0

5

O

0

0

0

8

P

0

0

0

50

Q

6

0

0

6

R

0

0

0

58

Total

6

32

131

363

Proportion of
Total Parking
Supply

1%

6%

23%

64%

The surveyed total capacity for each parking facility in the study area is shown in Figure 3.11.
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Figure 3.11: Parking Capacity
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Utilisation – Total
The parking utilisation (i.e. demand over capacity) for a typical weekday is shown in Figure 3.12,
with the profile of parking usage in 30 minute intervals between 7am and 7pm. Surveys for the
Park & Ride facility (Area R, as indicated in Figure 3.10) were only available between 7am and
10am.

Weekday Parking Usage
Map Layers
Block
Building Footprint
Kerb
Section
Carpark
Study Area
Parking Areas

Maximum Utilisation
0% to 30%
30% to 50%
50% to 70%
70% to 80%
80% to 90%
90% to 100%

Usage Profile
100
50
25
Capacity
Weekday 07:00-19:00
0
.02 .04 .06
Kilometers

Figure 3.12: Parking Utilisation for Weekday (Surveyed every 30 minutes from 7am to 7pm)

The peak parking utilisation for a typical weekday occurs between 1pm and 4pm, and is shown
in Figure 3.13. This peak in demand is probably associated with the end of school and is likely
to be parents either stopping at the group centre to conduct errands on their way to or from the
school to collect their child, or picking their child up from the group centre, which is within walking
distance of Calwell High School and Calwell Primary School.
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Weekday Peak Parking Usage
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Parking Areas Charts
100
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Weekday 16:00
0
.02
.04

.06

Kilometers

Figure 3.13: Parking Utilisation for Weekday Daytime Peak (Hourly from 1pm to 4pm)

Figure 3.14 shows the weekday evening parking utilisation. As with the weekday daytime
utilisation, the parking usage is concentrated in the car parks around the shopping centre. By
the end of the survey period (7:00pm), most of the car parks are empty and there are very few
cars remaining. This is most likely due to the relative lack of restaurants, clubs and cafes in the
Calwell GC. This could be an issue for the few remaining people in the group centre as the
nearly empty car parks will likely feel unsafe and isolated.
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Weekday Evening Parking Usage
Map Layers
Block
Building Footprint
Kerb
Section
Carpark
Study Area
Parking Areas

Evening Utilisation
0% to 30%
30% to 50%
50% to 70%
70% to 80%
80% to 90%
90% to 100%

Parking Areas Charts
100
50
25
Weekday 16:00
Weekday 17:00
Weekday 18:00
Weekday 19:00
0
.02
.04

.06

Kilometers

Figure 3.14: Parking Utilisation for Weekday Evening Peak (Hourly from 4pm to 7pm)

Figure 3.12, Figure 3.13 and Figure 3.14 show that the weekday parking usage is concentrated
within the public parking facilities surrounding the shopping centre at the core of the group
centre, however the largest facilities do not reach capacity throughout the day, with the central
carpark peaking at 85% of capacity. Timed (short term) parking utilisation in the core area peaks
at 79% while untimed (unrestricted) parking demand peaks at 39% of capacity.
Most of the retail and commercial land uses in the group centre are in or around the shopping
centre, so it is reasonable to expect the highest demand in the car parks close to the centre, as
most people prefer to walk as short a distance as possible. Other land uses in the area, such
as the Calwell Club, Calwell Tavern, churches and Calwell Early Childhood Centre do not
generate significant parking demand during this time of day and there is low parking demand in
their car parks.
Figure 3.15 through Figure 3.18 show some of the parking areas in the group centre on a
weekday. Figure 3.15 shows the central carpark at the front of the shopping centre, Figure 3.16
shows the outer edge of the central carpark, along Were Street, Figure 3.17 shows the carpark
in front of the Calwell Club and Figure 3.18 shows the Park & Ride facility behind the Calwell
Club. These photos were taken around 1:30pm on a Friday.
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Figure 3.15: Group Centre Central Carpark

Figure 3.16: Group Centre Central Carpark Edge
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Figure 3.17: Calwell Club Front Carpark

Figure 3.18: Calwell Club Rear and Park & Ride Carparks

The peak parking utilisation for a typical weekend is shown in Figure 3.19, with the profile of
parking usage between 8am and 10pm. It shows that many of the car parks in the study area
are completely unused during the day on a weekend, in particular those further away from the
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shopping centre. Those that are used are the central carparks surrounding the shopping centre.
Timed parking demand in the core area peaks at 75% of capacity while untimed parking peaks
at only 28% of capacity.

Weekend Parking Usage
Map Layers
Block
Building Footprint
Kerb
Section
Carpark
Study Area
Parking Areas

Maximum Utilisation
0% to 30%
30% to 50%
50% to 70%
70% to 80%
80% to 90%
90% to 100%

Usage Profile
100
50
25
Capacity
Weekend 08:00-22:00
0
.02 .04 .06
Kilometers

Figure 3.19: Parking Utilisation for Weekend (Surveyed every 30 Minutes from 8am to 10pm)

The peak parking utilisation for a typical weekend occurs between 1pm and 4pm, and is shown
in Figure 3.20. Parking at this time of day is likely to be associated with people shopping or
going out for lunch.
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Weekend Peak Parking Usage
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Figure 3.20: Parking Utilisation for Weekend Daytime Peak (Hourly from 1pm to 4pm

Figure 3.19 and Figure 3.20 show that parking utilisation for most car parks in the study area
are at an acceptable level. However, the car parks outside the Calwell Club and King’s Swim
School are operating close to capacity and patrons are probably overflowing into nearby car
parks. As with the weekday parking utilisation, the largest parking demand is in the car park in
front of the shopping centre, which is a key attractor for people shopping and going to cafes.
The parking utilisation for the weekend evening period between 5pm and 8pm is shown in Figure
3.21. During this time, most shops are closed and parking demand is likely associated with the
Calwell Club, Calwell Tavern and Kings Swim School.
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Weekend Evening Parking Usage
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Figure 3.21: Parking Utilisation for Weekend Evening (Hourly from 5pm to 8pm)

Figure 3.21 also shows that, similar to the weekend daytime peak period, much of the parking
in the study area is not used in the weekend evening period. The strongest demand in this period
is in the Calwell Club front carpark, accessible directly from Were Street, which reaches 90% of
its capacity during the daytime peak and is only slightly less than that at the beginning of the
evening period. Parking demand across the study area decreases over the evening, which is
probably related to the relative lack of restaurants in the study area. Demand in the Calwell
Club car park decreases by less than the rest of the study area as the club remains open until
very late.
Overall, there is significant spare parking capacity in the study area. However, the central public
carparks do operate near capacity during the peak periods on both weekdays and weekends.
Some additional capacity or better utilisation of other car parks may be required to address these
localised issues.

Utilisation – Duration and Custodianship
The parking analysis conducted showed that timed parking (assumed to be short stay) utilisation
was much higher than untimed parking in nearly all periods. This is probably due to its closer
proximity to the centre. For parts of the study area away from the main retail area (generally the
private parking areas), typical utilisation was 20-30%. However, close to the shopping centre,
utilisation was around 80% for some time periods. Car parks operating at these high utilisation
levels are approaching capacity and experience increased delay, travel distance and conflict as
drivers search for a parking space.
Figure 3.22 shows the utilisation ratios for short and long stay parking on a typical weekday.
The short stay parking operates close to capacity in the mid-afternoon but falls quickly,
apparently after the school day ends, following by businesses closing.
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Weekday Parking Utilisation by Type
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Figure 3.22: Parking Utilisation by Facility Type (Weekday)

Figure 3.23 shows the utilisation of short stay parking on a weekday. This figure shows that
utilisation of the 1/2P is very high for most of the day. Most of the 1/2P parking is directly in front
of the shopping centre and appears to be the most highly utilised parking in the study area.

Weekday Short Stay Parking Utilisation
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Figure 3.23: Short Stay Parking Utilisation by Duration (Weekday)
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Figure 3.24 shows the utilisation ratios for carparks by land custodianship during the weekday.
There is a strong preference towards the public parking facilities, which is most likely because
they are the car parks closest to the shopping centre, which appears to be the main generator
of parking demand during the day.

Weekday Parking Utilisation by Custodianship
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Figure 3.24: Parking Utilisation by Land Custodianship (Weekday)

Figure 3.25 shows the short (three hours or less) and long (untimed) stay parking utilisation
ratios for a typical weekend day. As with the weekday, short stay parking operates much closer
to capacity during the day, with demand falling in the evening. Long stay parking operates well
below capacity throughout the day. Again, this is likely due to the location of short stay parking
close to the retail activities. However, it could also indicate that parking is being misused and
people are parking in the short stay car parks for long periods.
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Weekend Parking Utilisation by Type
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Figure 3.25: Parking Utilisation by Facility Type (Weekend)

Figure 3.26 shows the utilisation of short stay parking during the weekend. Again, the 1/2P is
the most highly utilised parking for most of the day.

Weekend Short Stay Parking Utilisation
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Figure 3.26: Short Stay Parking Utilisation by Duration (Weekday)
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Figure 3.27 shows the utilisation ratios for carparks by land custodianship during the weekend.
In comparison with the equivalent weekday profile, the public parking demand is lower while the
private parking demand is higher, probably reflecting the increased patronage at the Calwell
Club on the weekend. Both are far from capacity at all times of the day, which shows that, overall,
there is sufficient parking capacity for all land uses.

Weekend Parking Utilisation by Custodianship
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Figure 3.27: Parking Utilisation by Land Custodianship (Weekend)

Safety, Landscaping and Amenity
The PVAGC makes a number of specific recommendations regarding the safety, landscaping
and general amenity of car parks. In particular, the following design criteria should be
considered:
 Average and minimum lighting requirements, including minimisation of shadowed areas
 Bush and tree landscaping should not block sightlines but should be used to break up
hard areas and provide shade
 Car parks should be overlooked and visible from adjacent streets and land uses
 Pedestrian routes should be clearly marked and have no obstructions
There are a number of considerations when planning parking areas, particularly with
landscaping. Trees and shrubs are important to break up the hot areas and provide shade but
care must be taken to ensure that sightlines are not blocked and shadows are not created,
especially at night. The car parks around Calwell GC have a mixture of landscaping, with some
established eucalypts and large trees and some small trees that do not provide any shade at all.
It is assumed that these small trees will grow and provide shade in the future. Overall, there do
not seem to be any significant problems with lighting and landscaping of the car parking areas
in the centre, although some of the car parks, particularly the one outside the loading dock, could
be improved with better lighting.
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Most of the businesses in the Calwell GC are located in the shopping centre and do not have
windows providing oversight of the car parks. The Calwell Club entry faces away from the group
centre. Generally, there is little active frontage in the centre, which limits passive surveillance
and creates spaces with little or no activity. In addition, car parks are generally screened from
the road by trees and do not have good oversight from passing motorists.
Pedestrian routes through the car parks are not marked or easily legible, although some of the
car parks around the retail area have paved verges. Many of these paved areas are
disconnected and do not have sufficient kerb ramps. It is very difficult for people, especially
those with limited mobility, to safely and easily move through the car parks on foot.

Park & Ride
The Calwell GC contains a Park & Ride facility and bus stops along Johnson Drive as shown in
Figure 3.28. Access between the carpark and both bus stops requires crossings of the two most
heavily trafficked roads in the group centre. Pedestrian access to other parts of the study area
is via the substandard footpath along Were Street or along the internal roadways of the car
parks.

Figure 3.28: Calwell GC Park & Ride and Bus Stops

Based on aerial photos, the Park & Ride facility contains 58 general parking spaces2, which do
not require a permit, and two disabled parking spaces. The two disabled parking spaces require
users to cross the central traffic aisle to reach the nearest footpath, which connects to Were
2

The parking survey data provided to SMEC had 68 parking spaces recorded in the Park & Ride facility.
This was assumed to be a typographical error as the aerial photo shows only 58 general spaces and 2
disabled spaces.
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Street and Johnson Drive. The observed occupancy of the facility at 10am on five consecutive
weekdays is shown in Figure 3.29. The facility is substantially underutilised, probably because
of pedestrian accessibility and safety going to the bus stops, and less than attractive bus
services (discussed below).

Park & Ride Occupancy
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Figure 3.29: Park & Ride Weekly Occupancy

The total number of unique vehicles observed using the Park & Ride facility throughout the week
was 25, of which only 11 were present for more than two days.
Of the vehicles using the Park & Ride facility, 62% display ACT registration plates, 32% are from
NSW and 6% are from other states.
The average vehicle occupancy (persons/vehicle) throughout the week was observed to be
1.34. The sample for each individual day is small, however the minimum occupancy occurred
on Tuesday (1.2) and the maximum occurred on Thursday (1.5).
Of the occupants of the vehicles using the Park & Ride facility, 80% were observed to travel
away from both of the ACTION bus stops when leaving the carpark on foot. It is possible that
some of those walking east (62% of the total) do so to use the stormwater drain underpass to
avoid crossing Johnson Drive. However, it is a much longer walk without clear formal
connections. Other reasons for walking away from the bus stops on Johnson Drive are that the
users could be walking to the bus stop on Webber Crescent or could be working in the group
centre and using the Park & Ride facility as long stay parking.
The bus stops nearest the Park & Ride facility are serviced by the following routes:
 66 – Tuggeranong/Woden via Calwell and Erindale (Coverage)
 67 – Tuggeranong/Woden via Calwell and Erindale (Coverage)
 71 – Tuggeranong/Woden via Calwell and Erindale (Frequent Local)
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 171 – Tuggeranong/City via Calwell, Erindale and Woden (Frequent Local)
 767 – Calwell/City via Russell (Peak Express)
 775 – Lanyon/City via Russell (Peak Express)
Coverage routes typically run every 20-30 minutes during peak times and every 60 minutes
during off peak times and follow a meandering route through suburbs. They are intended to
provide a basic service for all residents and travel at a relatively low average speed.
Frequent Local routes run every 12-15 minutes during peak times and every 30 minutes off
peak. They provide a faster, more direct service than the Coverage routes but still try to serve
as many residents as possible.
Peak express routes only run a few times each peak, in the peak direction (i.e. to the City in the
AM and away from the City in the PM). These routes offer relatively high travel speeds but have
limited stops and reduced coverage of residents.
Overall, the Park & Ride facility is well served by buses travelling between Woden and
Tuggeranong but travel speeds are very slow and transfers are required to travel to Civic outside
of peak times and the other major centres (Belconnen and Gungahlin) at all times, which reduces
the attractiveness of public transport. While the Peak Express routes appear more attractive in
terms of travel time, they only leave Calwell between 6:00-7:45 in the AM period and leave Civic
between 5:00-6:30 in the PM period.
All of the buses that serve the Park & Ride stops on Johnson Drive, except the 775, also stop
at the Webber Crescent bus stop. Some Park & Ride users may walk to and from the Webber
Crescent bus stop via the shopping centre to undertake minor errands on their way to or from
work.
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3.4

Road Network and Traffic
Road Network and Functional Assessment

The ACT road network database supplied to SMEC contains the following road hierarchies and
functions:
 Highway: High speed, direct roads with limited access connecting long distances. The
purpose of these roads is high capacity movement.
 Urban Arterial: High speed roads with limited access primarily connecting town centres.
The purpose of these roads is also high capacity movement.
 Urban Distributor: Moderate speed roads offering a balance between movement and
access to land uses.
 Urban Residential 1, 2 and 3: Lower speed streets primarily for accessing land uses.
Urban Residential 3 is the lowest hierarchy and is used solely for access.
The current road network and hierarchy is shown in Figure 3.30. Most of the roads in the study
area are Urban Residential 1, 2 and 3. Johnson Drive is the only road classified as Arterial.
Johnson Drive provides the main route for travel through the study area, with some traffic on
Clift Crescent and Were Street, while other streets provide access to land uses in the area. As
Clift Crescent and Were Street serve the dual functions of local access and transport through
the area, potential conflicts, especially around driveways, may arise as traffic volumes increase,
although there are relatively few driveways on Were Street. Webber Crescent is only used for
accessing the Calwell GC and has a low signposted speed limit which recognises the increased
pedestrian and cycle activity around the group centre.
Overall, the road network hierarchies appear logical with lower order roads being relatively
indirect and not offering opportunities for rat-running.
Access to the off-street car parks in the group centre is from Were Street and Webber Crescent.
Johnson Drive has direct access to the Emergency Services Agency facility on the northern side
of the stormwater drain but no other direct access to land use.
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Figure 3.30: Road Network and Hierarchy (Source: EPD GIS Data)

Intersections in the study area are either roundabouts or priority controlled. No intersections are
signalised, which could become a pedestrian crossing safety issue if traffic volumes increase in
the future. Were Street and Clift Crescent (both Urban Residential 1) connect directly to Johnson
Drive (Urban Arterial). While it is preferable that Arterial roads connect only to Distributor roads,
which then connect to residential streets, the current arrangements appear to operate
acceptably and are common around Calwell and surrounding suburbs.
Some concerns have been raised about the proximity of the service station driveways to the
adjacent intersections. The PVAGC states that driveways must be more than 25 metres
upstream of a signals, or potential future signals, on a non-arterial road and more than 8 metres
away from a left turn. The entry to the service station on Were Street is approximately 50 metres
from the intersection with Webber Crescent and the exit is approximately 20 metres from the
western car park access on Webber Crescent. From a compliance perspective, there are no
issues with the driveway locations. However, visibility from the exit is partially obscured by trees
and a safety barrier, which may increase the chance of a collision if a vehicle turns left from
Webber Crescent at high speed as a vehicle is exiting the service station. Linemarking on the
driveway could help to control vehicle paths and reduce speeds to improve safety. Forcing
vehicles to leave the service station perpendicular to the road, rather than diagonally across the
driveway, would reduce the turning radius and vehicle speed.
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Intersection and Midblock Volumes
Turning movement surveys were conducted for six intersections in the Calwell GC, shown in
Figure 3.31:
1. Johnson Drive – Were Street
2. Were Street – Northern Carpark Access
3. Were Street – Outtrim Avenue/Webber Crescent
4. Webber Crescent – Western Carpark Access
5. Webber Crescent – Eastern Carpark Access
6. Were Street – Webber Crescent
Midblock volumes at six locations shown in Figure 3.31 have been extracted from the turn
counts. These are:
A. Johnson Drive west of Were Street
B. Johnson Drive east of Were Street
C. Were Street between Johnson Drive and Outtrim Avenue/Webber Street
D. Outtrim Avenue west of Were Street
E. Were Street between Webber Crescent west and Webber Crescent west
F. Were Street east of Webber Crescent east
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Figure 3.31: Intersection Turning Movement Count Survey Locations
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The hourly traffic profiles observed at each intersection are shown in Figure 3.32 for the weekday
and Figure 3.33 for the weekend. There are clear AM and PM peak periods in the weekday
traffic profile, with an inter-peak period from 9:30am to 1:30pm with minimal fluctuation. The
intersection of Johnson Drive with Were Street is the busiest at all times of day, although the
intersection of Were Street with Outtrim Street/Webber Crescent carries a similar amount of
traffic between 2:00-3:00pm, probably associated with school finishing for the day. The
intersection of Were Street with Webber Crescent generally carries the lowest traffic volumes
but spikes around 9:00am and 3:00pm are probably associated with school traffic.
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Figure 3.32: Calwell GC Weekday Intersection Traffic

In the weekend, the morning peak occurs at 11am, with traffic slowly declining towards 3:30pm,
followed by a peak at 5pm and then a sharp decline over the next few hours.
As with the weekday, traffic volumes around the intersection of Johnson Drive with Were Street
are the highest, closely followed by volumes at the intersection of Were Street with Outtrim
Street/Webber Crescent. Through the first half of the day, traffic volumes at the intersections of
Webber Crescent with the western car park entry and Were Street with Webber Crescent are
very similar, which may indicate that traffic travelling to and from the group centre is coming
from both ends of Were Street. However, in the afternoon and evening, the traffic volumes at
the intersection of Webber Crescent with the western car park entry are much higher than
volumes at the intersection of Were Street with Webber Crescent. This probably reflects the
shift in parking demand away from the retail area over to the Calwell club, and may also indicate
a shift in origin of trips, as the club may have a wider catchment than the shopping centre.
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Calwell GC Weekend Intersection Traffic
1600
1400

Hourly Volume

1200
1000
800
600
400
200
0
07:00 08:00 09:00 10:00 11:00 12:00 13:00 14:00 15:00 16:00 17:00 18:00 19:00 20:00 21:00 22:00

Time
Johnson Dr - Were St

Were St - Carpark North

Were St - Outtrim St/Webber Cres

Webber Cres - Carpark West

Webber Cres - Carpark East

Were St - Webber Cres

Figure 3.33: Calwell GC Weekend Intersection Traffic

The midblock traffic profiles show fundamentally the same shape as the intersection profiles.
Johnson Drive west of Were Street carries the most traffic and Were Street between the two
Webber Street intersections carries the least.
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Figure 3.34: Calwell GC Weekday Midblock Traffic
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Calwell GC Weekend Midblock Traffic
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Figure 3.35: Calwell GC Weekend Midblock Traffic

The traffic entering and exiting the Calwell GC public carparks is shown in Figure 3.36. Parking
traffic is steady throughout the weekday, with a noticeable increase beginning at 2pm and
peaking at around 4:30pm, probably associated with people stopping to run errands on the way
home from work. Entering volumes are higher than exiting volumes in the AM peak period and
are lower in the PM peak, which shows that some people are parking in Calwell all day, most
likely to work. During the weekend, demand is fairly steady between 11am and 5pm, as shown
in Figure 3.36. On the weekend, there is more traffic exiting than entering for most of the day,
which suggests that there may be an issue with the traffic surveys. Examination of the data
shows a surprisingly low number of cars turning left into the Calwell Club car park from Were
Street.
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Figure 3.36: Calwell GC Weekday Carpark Traffic Profile
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Figure 3.37: Calwell GC Weekend Carpark Traffic
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EXISTING ISSUES AND OPPORTUNITIES
The review of existing conditions undertaken for this study has highlighted a number of issues
relating to transport in and around the Calwell GC. However, as with many areas in Canberra,
there are few issues associated with car travel through the area as roads and intersections are
relatively generous.
Transport, movement and car parking issues identified for the group centre and surrounding
area include:
 Many issues with accessibility, particularly relating to kerb ramps, gradients and
footpath/landing widths
 Poor pedestrian connectivity into and through the group centre
 Inadequate bicycle facilities, including paths and on-road lanes
 Inefficient usage of available parking, non-compliant design, poor general amenity
 Significant under-utilisation of Park & Ride spaces, probably related to limited public
transport services
These issues and potential opportunities are discussed in more detail in the following sections.

4.1

Accessibility

The access appraisal carried out for this study showed that there are a number of accessibility
issues in the study area. Many of these issues can be addressed with relatively low cost in the
short term. Some of the more difficult issues may need to be addressed in the longer term and
the master plan should include some provision for these works.
In the short term, specific opportunities to improve the accessibility include:
 As part of public realm improvement, updating street furniture (bins, seats and post office
box) to reflect best practice design
 Improving paved areas in the public realm (replacing drainage grates, improving gradients
if possible)
 Upgrading hand rail and kerb rail on ramp and stair access to the Webber Crescent bus
stop and add TGSI to be compliant with current design standards (AS1428.1)
 Improving kerb ramps by replacing with correct gradient, adding tactile pavement markers
and increasing landing size
Longer term improvements include:
 Widening key footpaths, especially along Were Street and Webber Crescent
 Creating clear, safe, paths of travel for pedestrians through car parks
 Improving pedestrian and cycle access and flow through the centre
In addition to the improvements above, key improvements that should be included in the master
plan are mainly related to gradients, which are unlikely to be able to be modified without relatively
large cost and disruption, including:
 Reduce gradient of car parking, particularly disabled parking spaces
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 Reduce gradient of trunk paths on the northern side of the stormwater drain, around the
Were Street underpass and at the western end of Webber Crescent, which are all key
access routes in the Calwell GC

4.2

Pedestrian and Cycle Network

Bicycle and pedestrian access to the Calwell GC is relatively good from the southern side of the
study area but there are significant barriers on the northern side, including the stormwater drain
and Johnson Drive. The location of informal paths in the study area shows where existing
demand is and provides a good starting point for network upgrades. Opportunities presented in
this section relate primarily to network upgrades, and should be implemented in addition to the
accessibility actions discussed in the previous section.
In the short term, opportunities to improve the bicycle and pedestrian network include:
 Rehabilitating the trunk cycle path, especially where construction activities related to the
swim school and aged care facility have damaged it
 Formalising desire lines and adding new paths to areas with poor connectivity, including
across the northern side of the Calwell GC, between Were Street and Costello Circuit and
connecting the group centre to the district playing fields
 Improving crossing opportunities on Were Street, possible via a zebra crossing midway
between the two Webber Crescent intersections
 Providing bike racks close to the main entry of the Calwell shopping centre
In the longer term, potentially in the master plan, opportunities include:
 Construction of a new crossing over the stormwater drain near the western end of the
Calwell GC to improve access from the north (this would be a footpath on a new bridge if
Johnson Drive is ever duplicated as it is unlikely a new bridge would be built for
pedestrians only)
 Development of clear pedestrian routes into and through the group centre, including:

 New/upgraded north-south route from Webber Crescent to the Park & Ride facility,
along the western edge of the shopping centre

 A clear east-west route connecting the existing trunk path to the new north-south route
along the southern side of the shopping centre

 Upgrade the existing path from the Webber Crescent bus stop to Were Street and
provide better crossing opportunities on Were Street
 Construction of clear pedestrian and cycle paths between the group centre and
surrounding suburbs
 Possible incorporation of on-road cycling on Johnson Drive to facilitate direct cycling
access to Drakeford Drive and Monaro Highway
 Improvement of passive surveillance through outward facing retail, commercial and
residential developments
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4.3

Car Parking
Capacity and Utilisation

This study has demonstrated that there appears to be sufficient car parking capacity in the group
centre to accommodate current demand. However, the central carparks do come reasonably
close to their capacity during the day. Improving the pedestrian connectivity and signage to
other car parks will help to use the available capacity more efficiently during peak times.

Layout and Design
A brief review of parking layout and design found the following issues:
 Parking for people with disabilities:

 Across the entire study area, disabled parking supply meets minimum requirements.
However, if parking areas close to the shopping centre are assessed in isolation, they
do not provide sufficient disabled parking spaces.

 Some disabled parking spaces are not designed to current standards
Opportunities for short-term improvement include:
 Upgrade existing disabled parking spaces to current design standard
 Add some disabled parking spaces close to the shopping centre
 Management of vehicle speeds through the car park parallel to Webber Crescent, along
the front of the Calwell shopping centre
In the longer term and the master plan, it may be possible to reduce the number of small parking
areas to make it easier for users to search for parking spaces.

Safety, Landscaping and Amenity
The safety, landscaping and general amenity of the car parking in the Calwell GC appears to be
relatively good overall. However, opportunities for improvement include:
 Better lighting and visibility, along with clearly marked, legible and obstruction-free access
routes, to improve safety and utilisation in the short term, especially in car parks not
directly adjacent to the main shopping centre
 In the future, developments in the group centre should be designed to have some active
frontage or windows facing parking areas to provide passive surveillance

4.4

Road Network and Traffic

The review of the road network and traffic volumes has shown that connectivity and capacity
through the study area road network appears to be acceptable (although detailed intersection
analysis has not been carried out). Traffic volumes appear appropriate for the network
hierarchy, where higher order roads, Johnson Drive, carry the most traffic and lower order roads,
Were Street and Outtrim Avenue, carry the least. Webber Crescent is signposted at 40km/hr,
which is appropriate considering the potentially high pedestrian activity close to the shopping
centre. There are no specific issues with network connectivity or direct access from higher order
roads.
If traffic volumes in the area increase in the future, it may be necessary to duplicate Johnson
Drive or modify the intersections with Were Street and Clift Crescent. Duplication of Johnson
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Drive would require the Park & Ride facility to be removed as it is located in the Johnson Drive
road reserve. If either or both of the intersections of Johnson Drive with Clift Crescent and Were
Street were to be signalised, pedestrian accessibility from Richardson into the Calwell GC would
be improved as it would be easier to cross Johnson Drive. Similarly, if the intersection of Were
Street and Webber Crescent were to be signalised, pedestrian and cycle access from the
residential areas to the west of the group centre would be improved significantly. It is unlikely
that signalisation would be warranted purely on traffic performance but the improved
accessibility and safety should be considered.
Future development in the study area must consider the traffic volumes, especially on Were
Street to ensure that they do not exceed the volumes set out in the Estate Development Code
relating to road hierarchy.
An area in the northeast of the study area has been identified as potentially developable, as
shown in Figure 4.1. This potential development area could be accessed by a new road
connecting to Johnson Drive at the existing Clift Crescent intersection, converting it into a fourway intersection, probably signalised.

Potential Road
Connection

Figure 4.1: Potential Future Development Area and Access (road extension shown in red)

Advantages of the development of this area include:
 Increased land use close to an activity node, as recommended by the ACT Planning
Strategy, although the site is physically separated from the Calwell GC
 The development area is easily accessed from Johnson Drive
 The signalised intersection on Johnson Drive would improve pedestrian access and safety
between Richardson and the group centre
Disadvantages of the development of the area include:
 The site would probably be separated from the Calwell GC as extending the new road
across the stormwater drain would be very expensive and would bisect the development
area, which would reduce the developable area and
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 Loss of open space and wildlife corridor
 Poor land yields as the development site is small and would be bisected by the potential
new road if it is extended across the stormwater drain
 Impact to traffic along Johnson Drive due to signalised intersection
 The proposed road would impact on the future use of the stormwater easements (block 2
section 788 and block 18 section 798) to implement projects to improve water quality
locally and for the Murrumbidgee River
The development of the area to the north of the stormwater drain appears feasible. However,
connection of the development to Were Street would be very expensive in terms of
infrastructure, reduces development potential and could have significant environmental impacts.

4.5

Park & Ride and Public Transport

The parking analysis carried out showed that the Park & Ride facility has large capacity but is
significantly underutilised. Possible reasons for this include:
 High levels of car dependence in catchment area
 Relatively poor access to bus stops, requiring crossings of busy roads or long walks
without formed paths
 Indirect or limited public transport services to Civic, which is the main destination for Park
& Ride users
 Relatively small catchment and somewhat poor location away from major arterial routes
(Monaro Highway and Drakeford Drive)
Based on these reasons, there are few opportunities to improve the utilisation of the Park & Ride
facility. However, possible options include:
 Improve path connection and crossing location across Johnson Drive
 Improve bus services, potentially by adding some later services to the Peak Express
(Expresso) routes, which currently finish around 7:30am in the AM Peak
 Upgrade bus stops to provide additional shelter from the elements and install other
amenities such as real time passenger information
 Increase public knowledge of the facility through targeted information
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FUTURE DEVELOPMENT AND GROWTH
Two future development scenarios have been prepared by EPD to allow an assessment of
potential transport requirements in the future. These scenarios were primarily developed by
calculating potential yields based on current zoning and planning codes. There is also some
consideration given to minor changes to land use zoning changes to support appropriate
development. Both of the scenarios developed represent achievable development of the study
area without significant changes to the current low-scale character of the Calwell GC.

5.1

Land use growth forecast

Future development in the study area is expected to be comprised of a mix of residential,
commercial, retail, community and other land uses. A summary of the estimated yields for each
development scenario is outlined in Table 5.1.
Table 5.1: Estimated Yields for each Development Scenario
Existing
Situation

Low
Development

Medium
Development

Residential

2,717m²

13,517m²

27,509m²

Commercial

4,782m²

6,500m²

10,693m²

Retail

7,350m²

7,900m²

7,900m²

11,045m²

14,045m²

17,175m²

Other

275m²

575m²

575m²

Total

26,169m²

36,920m²

63,852m²

Land Use

Community Use

The Low Development scenario (also referred to as the “Low scenario” in this report) represents
limited development in the study area, primarily additional residential. There are minor
increases to commercial and community land uses. The additional “other” land use is the
planned SES training facility on the northern side of the stormwater drain adjacent to the
ambulance station.
In the Medium Development scenario (also referred to as the “Medium scenario”), there is more
residential, commercial and community land use. There is no more additional “other” land use
than in the Low scenario.

5.2

Development Location and Type

The Low scenario includes the following developments:
1. Add some additional retail fronting on to Webber Crescent towards the eastern side of
the shopping centre, which requires that part of the existing car park be converted to
public realm and the existing car park exit is shifted to Webber Crescent immediately
east of the bus stop
2. Convert the car wash to 6-story mixed use (approximately 108 residential units,
assuming 100m² per unit, and 2,160m² commercial floor area)
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3. Add a community facility to the northern side of the stormwater drain, near the
Emergency Services Agency facility
The Medium scenario includes all three Low scenario developments and the following:
4. Convert the existing townhouses (assumed to be 20 units) on the south side of Webber
Crescent (Section 72, Block 2) to 4-storey mixed use with ground-floor commercial and
residential above (approximately 90 residential units, assuming 100m² per unit, and
2,978m² commercial floor area)
5. Increase community use around the Calwell Early Childhood Centre
6. Increase the density of the small set of townhouses on Webber Crescent adjacent to
the Calwell Early Childhood Centre (Section 72, Block 10) (from 8 units to
approximately 30 units, assuming 100m² per unit)
7. Add approximately 48 residential units above the shopping centre, assuming 100m²
per unit
8. Increase the height of the Calwell Club building
9. Increase community use around the Alliance Church
Figure 5.1 shows the location and type of development proposed in the future scenarios.
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Figure 5.1: Proposed Development Locations

The following sections provide an assessment of the transport system requirements for the two
development scenarios.
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5.3

Influences on travel mode

The potential development scenarios proposed for Calwell GC are expected to increase the use
of sustainable transport modes. Residents of new developments close to, or inside, the group
centre are more likely to walk or cycle to retail and entertainment activities in the group centre.
For travel to destinations outside the Calwell GC and surrounds, there is likely to be a smaller
shift to sustainable transport modes. The nearest town centre is Tuggeranong, which is
approximately six kilometres away, following the off road path. This is well outside the upper
limit of an easy walking distance (approximately two kilometres) and most people would be
unlikely to walk that far to access land use. The potential developments are located inside the
cycle catchment for Tuggeranong Town Centre and some residents may choose to cycle instead
of drive to Tuggeranong. Cycle trips to Woden Town Centre and beyond are unlikely due to the
distance and effort required to cross Mt Taylor and Farrer Ridge.
The potential developments will be located close to the existing bus stop on Webber Crescent,
which provides reasonable access to Woden and Tuggeranong Town Centres. Public transport
access to Civic outside peak times will generally require a transfer, as discussed in Section
3.3.6. It is likely that the new residential developments will have higher public transport usage
than the existing suburb of Calwell, primarily due to the proximity of the existing bus stop.
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MOVEMENT ENVIRONMENT IMPROVEMENTS
In the future development scenarios, it is expected that there will be a significant increase in the
number of pedestrians, cyclists and cars moving in and around the Calwell GC. The issues that
have been identified in Chapter 4 should be addressed to ensure that movement in the centre
is as safe and efficient as possible.
Potential improvements to key aspects of the movement environment, to address the issues
identified in Chapter 4 and support the growth outlined in Chapter 5, are presented in the
following sections.

6.1

Addressing pedestrian and cycling safety and access

A number of pedestrian and cycling issues were identified and it is recommended that the
following pedestrian and cycling safety and access improvements be made:
 Rehabilitate the trunk cycle path behind Kings Swim School, realign two metres to the
east to address sight issues at building corners and path junctions and improve lighting
 Formalise desire lines and add new paths to areas with poor connectivity, particularly
between the group centre and district playing fields
 Provide a new crossing over the stormwater drain near the western end of the Calwell GC
to improve access from the north (assumed to be unfeasible as a pedestrian structure but
if Johnson Drive is duplicated, the new bridge should have a wide pedestrian path with
connections to the existing trunk path)
 Provide bike racks close to the main entry of the Calwell shopping centre
 Develop clear pedestrian routes within the group centre, particularly between new
residential developments and new and existing retail and commercial areas, including:

 New/upgraded north-south route from Webber Crescent to the Park & Ride facility,
along the western edge of the shopping centre

 A clear east-west route connecting the existing trunk path to the new north-south route
along the southern side of the shopping centre

 Upgrade the existing path from the Webber Crescent bus stop to Were Street and
provide better crossing opportunities on Were Street
 Construct clear pedestrian and cycle paths between the group centre and surrounding
suburbs as follows:

 Along the northern side of Were Street between the trunk path underpass and the
district playing fields

 From the trunk path, along the northern side of the new aged care facility to the district
playing fields connecting with the wider shared path network

 Between Were Street and Costello Circuit (and potentially along the northern side of
Costello Circuit parallel to Johnson Drive)

 Potential on-road cycle lanes on Johnson Drive
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 Improve passive surveillance through outward facing retail, commercial and residential
developments wherever possible

6.2

Improving accessibility and connection amenity

The accessibility assessment found a number of issues, particularly relating to gradients, path
widths and outdated designs. A number of improvements to the public realm in the group centre
should be made, including:
 Update existing street furniture in the public space outside the shopping centre to reflect
best practice design
 Improve paved areas outside the shopping centre by replacing drainage grates and
improving gradients (if possible) for all identified locations shown in Figure 3.1
 Upgrade hand rail and kerb rail on ramp and stair access to the Webber Crescent bus
stop and add TGSI to be compliant with current design standards (AS1428.1)
 Improve kerb ramps by replacing with correct gradient, adding tactile pavement markers
and increasing landing size as shown in Figure 3.1
General accessibility improvements should also be made, including:
 Widen key footpaths, especially along Were Street and Webber Crescent
 Create clear, safe, paths of travel for pedestrians from all at-grade car parks to their
associated land uses by providing marked routes with appropriate kerb ramps
 Improve pedestrian and cycle access and flow through the centre following the three
major routes discussed in Section 6.1
 Reduce gradient of car parking, particularly disabled parking spaces
 Reduce gradient of paths on key access routes to the Calwell GC, including:

 The trunk path along the northern side of the stormwater drain, just south of the
Johnson Drive underpass

 Around the Were Street underpass
 At the western end of Webber Crescent
In addition to the improvements above, the following accessibility issues must be considered:
 Buildings of two or more storeys should include a lift to provide access for all abilities
 Residential developments must be accessible at all times (24 hours a day)

6.3

Road Network and Intersection Improvements

The assessment of existing conditions found a few issues relating to traffic operations in the
study area. All roads and intersections appear to have sufficient capacity and operate in an
acceptable way. The additional traffic generated by the proposed developments should
generally be accommodated in the road network with few issues. Referring back to Figure 5.1,
developments 2 (mixed use replacing the car wash) and 7 (residential units above the shopping
centre) may generate up to 200 vehicle trips per hour in the peak hours, all of which will enter
and exit the area via the eastern car park connection to Webber Crescent. It is recommended
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that further investigations into this intersection be carried out when more details of the proposed
master plan are available.
While the road network operates well, it does not allow for safe and easy pedestrian and cycle
movement through the study area. To improve the accessibility of the study area for pedestrians
and cyclists, the intersections of Were Street with Webber Crescent and Johnson Drive could
be signalised. Signalising these intersections would improve access along a number of key
active travel routes, including:
 From the Park & Ride facility to the City-bound bus stop on Johnson Drive
 From the Calwell GC to the Tuggeranong Homestead
 From residential areas north and west of the group centre into the group centre
The current roundabouts accommodate the traffic volumes and there are no expected
performance issues with signalised intersections at these two locations.
The proposed community use development on the northern side of the stormwater drain will
require access from Johnson Drive. To provide appropriate vehicle, pedestrian and cycle
access, the existing intersection of Johnson Drive and Clift Crescent could be converted to a
four-way intersection and signalised. This would also improve pedestrian and cycle access
between Richardson and the Calwell GC.
Expansion of the shopping centre to the south east will require part of the existing car park to
be closed and the existing exit to be connected directly to Webber Crescent, east of the bus
stop. The realigned car park aisle should be designed to minimise vehicle speeds and allow
easy movement of pedestrians to and from the Calwell shopping centre and new public realm.
There are some issues that will need to be addressed, including:
 Height difference of approximately 1.5 metres
 Potential sight distance issues with Webber Crescent being curved
 Potential conflict and sight distance issues with buses at the bus stop
If these issues can be addressed in the design phase, the car park and road modification will
allow new retail and public realm developments.

6.4

Movement Network

Based on the movement network improvements discussed in the previous sections, an
indicative movement network has been prepared. This network is expected to meet the goals
of improved accessibility and connectivity through the study area.
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Figure 6.1: Proposed Movement Environment Upgrades
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MANAGEMENT OF FUTURE CAR PARKING
RESOURCES
Parking supply is divided between parking that is reserved for patrons of a development, that is
provided on-site, and parking provided on territory land that is publically accessible. In the
Calwell GC, approximately 65% of the current car parking capacity is provided in surface car
parks on Territory Land. To realise and encourage both redevelopment and new development
growth at the centre in the future, appropriate parking capacity and management will be
required.
Car parking requirements for various land uses in different urban areas around the ACT are set
out in the Parking and Vehicular Access General Code (PVAGC). The rate and location of
parking to support the land uses are modified based on where the development is planned to
occur. For the study area, there are a variety of zonings, primarily commercial and community
use.
The PVAGC takes into account public transport and the effect of multiple different land uses in
a small area, such as the Calwell GC, that allow multi-purpose trips and reduces the amount of
parking required.

7.1

Parking Forecast Methodology and Assumptions

To calculate the parking requirements for each of the development scenarios, the following
assumptions were used:
 Residential parking is to be provided on-site, in basements where necessary
 Residential visitor parking is to be provided on-site but can be at-grade
 Retail and commercial parking will be primarily provided at grade
 Retail and commercial parking should be located:

 On site or within 400 metres of the development for long stay parking
 On site or within 200 metres for short stay and visitor parking
 On site or within 100 metres for operational parking
 67% of commercial parking spaces will be classified as public, the remainder is allocated
employee parking
 All retail parking will be classified as public
 Each car parking space requires 30m² including aisles and access roads
 Residential units are 100m² on average (for determining number of residences from floor
areas)
 Sensitivity testing of the scenarios was not conducted as the two scenarios (discussed in
Chapter 5) were assumed to cover the highest and lowest levels of development
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7.2

Car Parking Rates
Residential Land Uses

The PVAGC sets out parking requirements for residential land uses at Section 3.1.5. The car
parking provisions shown in Table 7.1 are utilised for this assessment.
Table 7.1: Residential Parking Provision
Dwelling
type/purpose
Single bedroom
dwelling

Two bedroom
dwelling

Parking Provision

One (1) parking space per single bedroom dwelling
A minimum average provision of 1.5 spaces per two bedroom dwelling,
provided that each two bedroom dwelling is allocated a minimum of one (1)
parking space and each two (2) bedroom dwelling is allocated no more than
two (2) parking spaces
OR
Two (2) parking spaces per two bedroom dwelling

Three or more
bedroom dwelling

Two (2) parking spaces for each dwelling with three or more bedrooms

Visitor

One (1) visitor space per four (4) dwellings or part thereof where a complex
comprises four (4) or more dwellings

For this assessment, two bedroom dwellings have been assumed to have an average of 1.5
parking spaces per dwelling. All other residential developments are as per the code
requirements. Table 7.2 shows the assumed breakdown of dwellings by type and number of
bedrooms for each scenario.
Table 7.2: Proposed Additional Residential Development

Type of Dwelling

Bedrooms

Additional
Dwellings

Proportion
Low

Medium

Apartment

1

15%

16

37

Apartment

2

50%

54

124

Apartment

3

35%

38

87

100%

108

248

Total

Other Land Uses
While the proposed development scenarios do not specify the types of land use proposed, the
following assumptions have been made:
 Retail land use is split 50% shop and 50% store
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 Commercial land use is split 50% for each of personal services and financial
establishments
 Community land uses are assumed to be community activity centres
As per the PVAGC, the following car parking provisions are utilised for the non-residential land
uses in a group centre:
 Shop: 5 spaces per 100m²
 Store: 2 spaces per 100m²
 Personal services: 5 spaces per 100m²
 Financial establishment: 5 spaces per 100m²
 Community Activity Centre: 4 spaces per 100m²

Overall Car Parking Rates
Table 7.3 shows the overall parking rates adopted for this assessment based on the combination
of land uses proposed in the development scenarios.
Table 7.3: Overall Car Parking Rates for the Development Scenarios
Development
Type

Land Use

Parking Rate
Quantity

Apartments
Residential

Total

Public

Private

1.6/unit

-

1.6/unit

0.25/unit

-

0.25/unit

3.5/100m²

3.5/100m²

-

5.0/100m²

3.3/100m²

2.7/100m²

108-248
Visitor
Shop

50%

5/100m²

Store

50%

2/100m²

Personal services

50%

5/100m²

Financial

50%

5/100m²

Community activity
centre

100%

Retail

Commercial

Community

4/100m²

4/100m²

The rates shown in the table are based on the current requirements of the PVAGC, which are:
“… derived from a set of criteria relating to safety, economic efficiency, accessibility,
commercial viability and social and environmental objectives. The parking provision
rates take account of factors such as the availability of public parking and the
potential for shared parking with neighbouring development, accessibility of the
location to public transport and relevant transport, economic, social and
environmental policies such as travel demand management measures.”
However, the PVAGC also allows some flexibility where the proponent can demonstrate to the
satisfaction of the Territory that parking objectives can be met, either by using lower rates or by
sharing nearby parking. At this stage of the master plan development process, it is considered
appropriate to use the basic rates in the PVAGC.
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7.3

Future Car Parking Capacity Requirements

Based on the proposed land uses under the different development scenarios, the car parking
capacity required in the future has been calculated and is summarised in Table 7.4. Note that
the Existing car parking requirement is calculated using the same assumptions as the Low and
Medium scenarios and provides a basis for comparison.
Table 7.4: Parking Rates and Required Supply

Development
Type

Land Use

Existing
Requirement1

Future Parking Requirements
Low

Medium

Public

Private

Public

Private

Public

Private

Apartments

0

45

0

218

0

442

Visitor

0

7

0

34

0

70

258

0

278

0

278

0

161

80

217

109

357

178

0

74

0

194

0

319

419

206

495

555

635

1,009

Residential

Shop
Retail
Store
Personal
services

Commercial

Financial
Community activity
centre

Community
Total

625

1,050

1,644

1. Existing requirements are calculated using the same parking rates as the future parking requirements

Based on the assumptions above, the total parking requirements for the proposed developments
in the Calwell GC range from 1,050 to 1,644 parking spaces, compared to existing calculated
requirement of 625 parking spaces. Changes to the distribution of development types in each
land use would change the number of spaces required but these numbers give a reasonable
estimate for the purposes of this assessment.
From Table 7.4, it can be seen that the both the Low and Medium scenarios would require
additional public parking to be provided by the ACT Government. In the Low scenario, an
additional 76 spaces would be required. In the Medium scenario, an additional 216 public
spaces would be required. If these are provided at-grade, the total area required would range
from 2,240m² in the Low scenario to 6,480m² in the High scenario. Currently, based on the
survey data provided, there is a minimum of 116 public parking spaces vacant, which could be
used to offset the future demand. This means that the current parking supply could
accommodate the Low scenario and 100 additional spaces would be required in the Medium
scenario.

Potential Reduction of Parking Provision
The calculations carried out in the previous section are based on the requirements of the
PVAGC, which relate to the expected peak demand for each land use. Each different land use
will have their parking peak demand at a specific time. As the proposed developments have a
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mixture of land use, there may be an opportunity to reduce the parking supply to ensure that
there is not an over provision of parking supply.
Earlier studies of parking in Canberra3 indicate that commercial parking is very rarely used on
weekends and retail parking is not fully utilised on weekdays. In areas where retail and
commercial parking is able to be shared, the parking provision could be lowered to account for
this difference in peak usage.
In addition, the parking surveys discussed in Section 3.3.3 showed that there is significant spare
capacity in the Calwell GC. Parking in the centre is currently not efficiently used, probably due
to the accessibility issues discussed in Section 3.2. If the car parking utilisation and efficiency
can be improved, less additional parking will be required in the future.

7.4

Provision of future parking demands

For the provision of future parking demand and provision, the following issues have been
examined:
 Type of car parking
 Loss of existing car parking
 Use of spare capacity
 Location of car parking facilities
 Park & Ride
Each of these issues is discussed in the following sections.

Future Car Parking Type
Parking in the Calwell GC in the future is expected to be provided in a number of possible ways,
including:
 At-grade parking (off-street)
 Basement parking
 Parking structure
At-grade (off-street) parking typically has the lowest capital cost for parking but it can lead to
fragmentation of land uses and large inactive areas in a centre. At-grade parking is likely to be
the primary parking supply in both development scenarios.
Basement parking is a higher cost parking solution but is likely to be required for multi-storey
developments. It is expected that most private parking, especially residential parking, would be
provided using basements underneath the developments.
Parking structures are usually cheaper than basement car parking and allow large areas of offsite parking to be aggregated in a cost and space efficient way. Parking structures are unlikely
to be required in Calwell but could offer a way to consolidate parking into a central location and
improve the public and pedestrian environment.
It is expected that a combination of various types of parking provision will be required to satisfy
the requirements of future parking in the group centre.

3

Kingston Foreshore Section 49 Traffic and Parking Investigations, GTA, 2013
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Potential Loss of Existing Car Parking
In the future, some of the current car parking in the group centre is expected to be lost due to
land use and transport network developments, including the potential public realm
improvements southeast of the shopping centre and the possible duplication of Johnson Drive.
The car parking areas likely to be affected are:
 The eastern part of the car park in front of the shopping centre
 The Park & Ride facility
 The public car park behind the Calwell Club
Part of the car park in front of the shopping centre is proposed to be removed to allow a small
expansion of the shopping centre and open space. This would result in the loss of up to 32
parking spaces, which would need to be replaced nearby. The Park & Ride facility and public
car park behind the Calwell Club are both located in the Johnson Drive road reserve. If Johnson
Drive is duplicated in the future, much of this parking would need to be removed. This would
result in the loss of up to 125 parking spaces, 67 of which may need to be replaced. The Park
& Ride facility, with 60 spaces (58 unrestricted and 2 disabled), may not need to be replaced,
depending on ACT Government policy at the time.

Use of Spare Capacity
The parking surveys discussed in Section 3.3.3 showed that there is significant spare capacity
in the Calwell GC, which could be used to offset some of the future parking provision calculated
in this study. The surveys showed that there was a minimum of 241 vacant spaces (116 public
and 125 private) on a Thursday and 277 vacant spaces (165 public and 112 private) on a
Saturday. Some of the parking spaces are not in appropriate locations but most of the vacant
spaces are in parking areas that are located close to future developments and could be used if
accessibility issues can be resolved.

Location of Future Car Parking Facilities
In the future scenarios, both private and public parking is required to support the proposed
developments.
Private Parking
The parking code specifies that long stay parking for residential areas must be provided on-site.
For smaller residential developments, this would be at-grade in garages and/or carports. For
larger developments such as those proposed in both scenarios, parking should be in a
basement, possibly multiple levels, to address the amenity requirements in the PVAGC.
Short-stay and visitor parking must be provided within 100 metres. This gives the opportunity
to aggregate parking demand into an efficient location if there are a number of small residential
developments in one area. For larger developments, visitor parking is likely to be at-grade onsite or in the basement.
Public Parking
For commercial and retail land uses in group centres, the parking code specifies that long stay
parking must be provided within 400 metres and short stay must be within 200 metres. This
requirement means that much of the parking demand, especially inside the group centre, could
be consolidated into a few larger basements and structures or provided at-grade.
If a parking structure were to be provided, access should take into account traffic operations and
the safety of pedestrians and cyclists.
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The analysis of current conditions in the group centre identified that the group centre is currently
inward-looking and has limited active frontage on the outer edges. This reduces the
opportunities for community surveillance, which is required by the PVAGC. By having active
frontage on the outside of the shopping centre and providing at-grade parking close by,
community and passive surveillance will be enhanced.
Parking Facilities
The development number and quantity of additional parking that is required for each of the
potential developments is shown in Figure 7.1. From the figure, it can be seen that there is a
significant amount of parking required in the north-eastern part of the group centre, near the
current car wash site. The traffic generated by this amount of parking may cause some traffic
issues around Webber Crescent in the future and further studies should be undertaken.
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1

2
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56
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Figure 7.1: Location and Type of Parking Required in Future Development Scenarios

Table 7.5 shows the amount of public and private parking required for each of the proposed
development sites in the future growth scenarios.
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Table 7.5: Parking Required for each Proposed Development Site
Site

Type

Public

Private

Total

Note

1

Commercial

52

-

52

20 new spaces plus 32 spaces to replace existing

2

Mixed Use

72

236

308

3

Community

-

120

120

4

Mixed Use

99

217

316

5

Community

-

35

35

6

Residential

-

56

56

7

Residential

-

89

89

8

Commercial

60

-

60

9

Community

-

90

90

296

843

1,139

Total

Up to 120 new spaces

Up to 35 additional spaces

Up to 90 additional spaces

In the Low scenario, additional parking is required for the following sites (shown in Figure 7.1):
1. The additional retail area requires 20 publically accessible parking spaces, in addition
to the 32 spaces that would be removed to allow the development and road
realignment, giving a total of 52 public spaces.
2. The mixed use development requires 200 parking spaces for the residential units and
108 parking spaces for the commercial development. This breaks down to 236 private
spaces and 72 public spaces. To accommodate all 236 private spaces on-site under
the proposed building footprint would require at least four basement levels, assuming
30m² per space, which is probably not feasible. Development on this site may need to
be reduced, either by increasing the assumed apartment size or reducing the number
of floors, or both.
3. The exact parking requirements for this site are unknown because the specific
community use has not yet been determined. However, parking rates for a community
activity centre are 4 spaces/100m², which gives a total requirement of 120 parking
spaces. There is likely to be sufficient space on-site to provide enough parking for any
of the likely land uses.
In the Medium scenario, in addition to the requirements in the Low scenario above, additional
parking is required for the following sites:
4. The mixed use development would require 167 parking spaces for the residential units
and 149 parking spaces for the commercial development. This is broken down into
217 private spaces and 99 public spaces. The private spaces could be accommodated
in two basement levels and approximately 20 at-grade spaces, assuming a
development footprint of 80% of the block area and 30m² for each parking space.
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5. The increased community use at this site is assumed to be a community activity centre
and the additional parking requirement should be accommodated on-site, at-grade, if
possible.
6. The residential development on this site would require 56 parking spaces, including
eight visitor spaces. The 48 parking spaces for residents should be provided either atgrade in garages or in single-level basements underneath the development. The eight
visitor spaces should be provided on-site, at-grade.
7. The residential development above the shopping centre would require 89 parking
spaces, 12 of which are visitor spaces. The 77 spaces for residents should be
provided on-site but it may not be possible to construct a basement underneath the
existing shopping centre, so this development is only expected to proceed if there is
some redevelopment of the existing shopping centre building.
8. The expansion of the Calwell Club would require an additional 60 parking spaces,
some of which may need to be allocated for use by employees. These spaces should
be at-grade but there is limited free space around the Calwell Club. Existing spare
parking capacity on the western side of the group centre may be able to accommodate
this increased demand.
9. The increased community use at this site is assumed to be a community activity centre
and the additional parking requirement should be accommodated on-site, at-grade, if
possible. There is considerable empty space on this block and there should be no
issues with increasing the parking space.
Overall, as discussed in Section 7.3, the Low scenario requires an additional 76 public car
parking spaces and the Medium scenario requires an additional 216 public spaces, primarily in
the area around the shopping centre. This could be reduced to no additional spaces in the Low
scenario and 100 additional public spaces in the Medium scenario if current spare capacity is
able to be utilised. There is insufficient free space to provide the additional parking spaces atgrade and it is probable that a parking structure or basement would be required if the Medium
scenario is to proceed.
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RECOMMENDED TRANSPORT STRATEGY
Based on the assessment of the current situation and potential future developments in the study
area, a transport strategy has been developed that covers the pedestrians and cycle network,
car parking and the road network. The strategy includes a number of short term actions to
address current issues and longer term actions to address more complex issues and support
the master plan development targets.

8.1

Pedestrian and Cycle Facilities

In the short term, the following modifications and upgrades to the pedestrian and cycle facilities
should be undertaken:
 Update street furniture outside the shopping centre (bins, seats and post office box) to
reflect current best practice design
 Provide bike racks close to the main entry of the Calwell shopping centre
 Improve paved areas around the Calwell shopping centre (replacing drainage grates,
improving gradients if possible)
 Upgrade hand rail and kerb rail on ramp and stair access to the Webber Crescent bus
stop and add TGSI to be compliant with current design standards (AS1428.1)
 Improve kerb ramps by replacing with correct gradients, add tactile pavement markers
and increase landing sizes at all locations shown in Figure 3.1
 Rehabilitate the trunk cycle path, especially where construction activities related to the
Kings Swim School and aged care facility have caused damage
 Fill in gaps in the path network around the centre by formalising desire lines and informal
paths as follows:

 Along the northern side of Were Street between the trunk path underpass and the
district playing fields

 From the trunk path, along the northern side of the new aged care facility to the district
playing fields

 Between Were Street and Costello Circuit (and potentially along the northern side of
Costello Circuit parallel to Johnson Drive)
Longer term improvements to address larger issues and support the master plan include:
 Widen key footpaths, including:

 Along Were Street
 Along Webber Crescent
 Along pedestrian spine between Were Street and Webber Crescent bus stop
 Reduce gradient of trunk paths on the northern side of the stormwater drain, around the
Were Street underpass and at the western end of Webber Crescent
 Provide wider, more direct paths and road crossing points to surrounding areas, including
Tuggeranong Homestead, Calwell playing fields and surrounding residential areas:
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 Following the existing desire lines as discussed above (if not already upgraded in the
short term)

 Via signalised intersections at Johnson Drive/Were Street and Were Street/Webber
Crescent
 Consider on-road cycling on Johnson Drive to facilitate direct cycling access to Drakeford
Drive and Monaro Highway
 Provide active frontage and consolidated pedestrian areas around the shopping centre to
activate the area and provide attractive and usable spaces

8.2

Car Parking

Short-term modifications to car parking in the study area include:
 Upgrade existing disabled parking spaces to current design standard (noting that all
disabled parking in public car parks is compliant but disabled parking spaces in private car
parks tends not to be compliant)
 Add some disabled parking spaces close to the shopping centre, preferably close to the
main entry
In the longer term, and to support the master plan, the following actions should be undertaken:
 Ensure that the gradient of new car parking is compliant with disabled access
requirements and address any gradient issues in existing parking spaces where possible
 Provide sufficient public parking capacity to ensure that commercial activities in the
Calwell GC are able to operate effectively, noting that there is currently significant spare
capacity that may be used more efficiently to reduce the additional amount of parking
spaces required
 Consider providing a structured public car park in the centre, which could allow the
expansion of the public realm over the existing car parks and improve the amenity of the
centre

8.3

Road Network

Some road network modifications or upgrades have been identified as being required to address
existing issues or support the master plan. In addition, some changes to key intersections in
the study area would offer a significant improvement to pedestrian and cyclist accessibility and
connectivity. The following actions should be undertaken in the longer term:
 Signalise the intersection of Johnson Drive and Clift Crescent and convert it to a four-way
intersection to provide access to the potential community activity centre in Block 8,
Section 788 and improve pedestrian and cycle access between Richardson and Calwell
GC
 Realign the parking aisle parallel to Webber Crescent to connect immediately east of the
bus stop and convert the eastern half of the existing car park to public realm to support
the proposed expansion of the shopping centre (assuming that all gradient and sight line
design requirements can be met). This realigned parking aisle should be designed to
minimise vehicle speeds and allow easy movement of pedestrians and cyclists.
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 Consider converting the roundabout at the intersection of Were Street and Webber
Crescent to a signalised intersection, which would improve pedestrian and cycle access
into the Calwell GC
 Consider converting the roundabout at the intersection of Were Street and Johnson Drive
to a signalised intersection, which would allow better access between the Park & Ride
facility to the Johnson Drive bus stops and better connectivity between the group centre
and Tuggeranong Homestead.
 Conduct further investigations into the operation of the eastern and western car park
access points on Webber Crescent to ensure that the additional traffic generated by the
proposed master plan developments can be accommodated
In addition to the changes listed above, the existing 40km/hr speed limit on Webber Crescent
should be maintained.
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CONCLUSION
The aim of this project was to conduct an assessment of the current transport, movement and
car parking system, including investigations into accessibility, pedestrian and cycle network, car
parking, the road network, traffic volumes and Park & Ride around the Calwell GC, was
conducted as an input to the Calwell GC master plan currently being developed by EPD. The
assessment also reviewed policies relating to transport planning and operations. Most of the
relevant policies recommend increasing development around centres to reduce congestion and
allow shorter trips, which are more likely to be undertaken using active transport modes.
The assessment found that there are a number of issues that reduce the accessibility and
efficiency of movement through the study area. A number of potential improvements to the
public realm, pedestrian and cycle network and road network were identified to address these
issues.
Potential future growth scenarios, developed by EPD, were assessed to determine what new
infrastructure and modifications to existing infrastructure would be required to support the
development scenarios. A transport strategy, encompassing the pedestrian and cycle network,
car parking and road network was developed, based on the current issues and future growth
scenarios to support the master planning process.
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