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Executive Summary 
This report provides background information and potential options for future development for 
the Tuggeranong and Erindale Centres Planning Project (specifically for the Tuggeranong 
Town Centre) relating to transport.  It builds on an Issues Paper that was developed as part 
of the same project to identify transport issues in the Tuggeranong Town Centre study area. 

The investigation into transport issues in the study area found that there exist a number of 
issues relating to the following areas: 

• Road network, hierarchy and current usage 

• Parking supply and utilisation 

• Public transport usage and planned upgrades 

• Pedestrian and cyclist connections and access 

• Current and planned land use, including self containment 

• Road safety 

This report found that the transport situation in the study area is relatively good in most 
areas.  However, there are a number of issues including: 

• Very low sustainable transport mode share (walk, cycle, bus) 

• Very low self-containment requiring residents to leave the Tuggeranong Valley to access 
employment 

• Poor connectivity and legibility of pedestrian and cycle networks 

Future plans for the study area were investigated and some recommendations made in order 
to address current or expected issues.  Some of the major recommendations include: 

• Increasing the level of employment in the Tuggeranong Valley, preferably in 
Tuggeranong Town Centre to reduce travel demands 

• Increasing the amount of residential development in the Tuggeranong Town Centre, 
preferably focused around a high quality transit facility 

• Increasing the amount of mixed-use development to allow multi-purpose trips and trip 
chaining 

Finally, the report presents a structured way in which the goals of the project can be met in 
the short, medium and long term planning horizons and performance indicators to monitor 
the performance of the project.  Also identified are some barriers that may preclude the 
options presented in the report, including economic and environmental issues. 

While this report is based on the investigation of transport issues in some detail, there was 
no quantitative analysis carried out on either the current situation or the proposed future 
options. 
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1. Scope of Draft Background Report 

This Draft Background Report presents the findings of preliminary investigations into options 
for resolving existing and identified issues relating to transport in the Tuggeranong and 
Erindale Centres Planning Study area, specifically in the Tuggeranong Town Centre. 

Transport is an integral part of society and issues relating to this will always have a 
significant impact on the community.  The Tuggeranong Town Centre provides employment, 
commercial, community, education and recreational activities for residents of the surrounding 
suburbs.  Therefore, the provision of adequate accessibility and mobility between this activity 
centre and the residential areas is of utmost importance. 

The four transport modes relevant to this study are: 

• Walking 

• Cycling 

• Public Transport (Bus) 

• Car 

Options for resolving transport issues in the Tuggeranong Town Centre identified in the 
Issues Paper are presented as: 

• Road network, hierarchy and current usage 

• Parking supply and utilisation 

• Public transport usage and planned upgrades 

• Pedestrian and cyclist connections and access 

• Current and planned land use, including self containment 

• Road safety 

An implementation strategy for the options presented has been conceptualised to allow the 
development of a master plan for the study area. 

Finally, some performance indicators have been suggested to allow the measurement of 
success related to the implementation of the proposed options. 

2. Policy Context 

Legislative Context 

A number of pieces of policy are relevant to the consideration of transport issues.  While this 
list may not include all pieces of legislation, the key pieces of legislation relating to transport 
are listed below.  

Australian Capital Territory (Planning and Land Management) Act 1988 (The Act) 
The Act defines the authority and the processes that must be followed relating to planning in 
the ACT. 

National Capital Plan 
The National Capital Plan is defined in the Act and provides an overall guideline to planning 
as well as specific requirements for designated land.  Chapter 6 of the National Capital Plan 
relates to planning of transport infrastructure, including policies to recognise the importance 
of public transport.  Key points include: 

Transport planning and provision will: 
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• reserve a route for the development of a public transport service to link major 
employment nodes.  As far as practicable the service will be segregated from other 
transport systems and will operate with priority of right-of-way 

• incorporate nationally recognised practices and standards consistent with the role and 
function of each road, or additional standards set out for the Designated Areas of this 
Plan 

The National and Arterial Roads System will: 

• generally not provide frontage access to development except where such access will 
meet appropriate design standards and road safety needs 

• generally intersect with the local road network through distributor roads 

While none of the roads in the study area are classified as National Roads, the following 
roads are classified as Arterial Roads (NCA, 2009 Figure 1 pg 18) and must meet the 
requirements of the National Capital Plan: 

• Athllon Drive 

• Ashley Drive (south of Erindale Drive) 

• Drakeford Drive 

• Erindale Drive 

• Soward Way (between Drakeford Drive and Athllon Drive) 

A corridor between Civic, the town centres and major employment nodes, suitable for priority 
or segregated right-of-way for use by public transport services will be reserved against a 
possible future need to develop a system of inter town and express routes suitable for buses 
or other technologies as appropriate. 

Transport strategies should promote the convenience and efficiency of public transport use. 

The final alignment of proposed arterial roads shall be subject to consultation with the 
Authority and to a determination by the Authority that proposals are not inconsistent with the 
Plan. 

Territory Plan 
The Territory Plan provides the policy framework for planning across the ACT and is the key 
statutory planning document.  The Territory Plan must be consistent with the National Capital 
Plan and aims to manage land use development to meet the strategic direction laid out by 
the ACT Government. 

Planning Context 

The last significant planning studies undertaken for the Tuggeranong and Erindale Centres 
were the Tuggeranong Lakeshore Masterplan (February, 2001) and the Erindale Policy Plan 
(July, 1983). It was determined that the need to produce a formal planning study for the area 
was not only overdue, but was consistent with the requirements of a number of other plans 
for Canberra.  

The Canberra Spatial Plan 
The Canberra Spatial Plan (ACTPLA, 2007a) identifies the importance of a more compact 
urban form. The principles identified to achieve this include containing growth, residential 
intensification, locating employment and good travel connections.  The Spatial Plan 
recommends that future urban development be contained within 15 kilometres of the city 
centre.  Tuggeranong Town Centre is approximately 15 kilometres from the city centre.  In 
addition, the Sustainable Transport Plan (ACTPLA, 2004) promotes a mix of uses and higher 
density development in and around centres and along transport corridors. In light of these 
two documents the future of Tuggeranong as an interchange needs to be considered. 
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Transport for Canberra 
The Transport for Canberra Action Plan (previously referred to as the Sustainable Transport 
Action Plan 2010-2016) is currently under development. This action plan draws together 
transport policies and programs and will deliver the next stage of the Sustainable Transport 
Plan. The plan proposes Erindale as Tuggeranong’s primary bus station, and a new node on 
the primary north-south corridor connecting Gungahlin in Canberra’s north, to Tuggeranong 
in the south. This is proposed to achieve service improvements, and improve rapid and 
feeder services within the district. The new station facilities are identified as a major short 
term priority in the plan.  

Tuggeranong Town and Erindale Group Centre Infrastructure Study 
The ACT Government has made a commitment to undertake the Tuggeranong Town and 
Erindale Group Centre Infrastructure Study in 2010/11. This work will identify the 
requirements for civil infrastructure and transport infrastructure. 

3. Road Network 

Current Situation 

The current road network in the study area, including the road hierarchy, is shown in Figure 
1.  Note that the study area for this project includes the Erindale Centre.  This report, 
however, only considers the Tuggeranong Town Centre as a separate study was carried out 
for the Erindale Centre. 

 
Figure 1: Current Road Layout and Road Hierarchy (TAMS, GIS Data) 

The main arterial roads in the study area are: 

• Drakeford Drive, running to the east of the Tuggeranong Town Centre, Drakeford Drive 
allows traffic travelling north-south to bypass the town centre. 

• Athllon Drive, connecting to Drakeford Drive on both the north and south sides of the 
Tuggeranong Town Centre. 
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• Erindale Drive, running from the Tuggeranong Town Centre, past the south side of 
Erindale and on to Woden, Erindale Drive is the primary link between Tuggeranong 
Town Centre, Woden and Civic. 

• Ashley Drive, connecting to the eastern side of Erindale Centre providing access to 
Erindale from Gowrie, Chisholm, Richardson and Isabella Plains. 

• Isabella Drive, connecting to the suburbs east of Tuggeranong including Gowrie, 
Macarthur, Chisholm and Gilmore. 

• Taverner Street, running between Erindale Drive and Drakeford Drive. 

All of these roads, with the exception of Taverner Street, are classified as arterial roads by 
the NCA and the following requirements apply (NCA, 2009, Section 6.3 pp 104-105): 

(a) The National and Arterial Roads System will: 
• generally not provide frontage access to development except where such 

access will meet appropriate design standards and road safety needs 
• generally intersect with the local road network through distributor roads. 

(b) A corridor between Civic, the town centres and major employment nodes, suitable for 
priority or segregated right-of-way for use by public transport services will be reserved 
against a possible future need to develop a system of inter town and express routes 
suitable for buses or other technologies as appropriate. 

(c) Transport strategies should promote the convenience and efficiency of public 
transport use. 

(d) The final alignment of proposed arterial roads shall be subject to consultation with the 
Authority and to a determination by the Authority that proposals are not inconsistent 
with the Plan. 

 

Some of the major road characteristics are as follows: 

• Arterial roads tend to be dual carriageway, four lane roads except for Erindale Drive 
(space has been reserved to duplicate Erindale Drive if required).  They have reduced 
access and sections tend to be approximately 500 to 1,000 metre long, with most around 
750 metres.  Arterials tend to operate at higher speeds, typically 80 km/hr.  Arterial roads 
do not have any active frontage or provide direct access to car parks.  The primary 
purpose of an arterial road is to move traffic as quickly as possible. 

• Major collectors are intended to have a balanced function between movement and 
access.  They tend to be 60 km/hr, two lane, single carriageway roads.  Major collectors 
provide access to car parks and may have limited on-street parking.  Most major 
collectors have footpaths but have limited crossing points for pedestrians. 

• Minor collectors are very similar to major collectors but offer less movement and more 
access.  They tend to operate at 50 km/hr and have on-street parking.  Pedestrian 
movements across minor collectors are more common. 

• Access roads are not intended to provide any through traffic capability.  They exist only 
to access land use and may have parking requiring reversing movements out of car 
parks.  Pedestrians are easily able to cross access roads due to very low traffic speeds 
and volumes. 

Major Intersections 
The intersections of major arterial roads are a mix of signalised intersections and 
roundabouts.  During peak times, there are anecdotal reports of congestion along Erindale 
Drive, particularly at the large roundabouts near Erindale Centre.  Roundabouts are not well 
suited to very heavy traffic flows, especially when the majority of the traffic is coming from 
one direction, as happens on Erindale Drive.  However, during off-peak time, roundabouts 
offer a good way to manage operating speeds and reduce delay further than signals. 
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Tuggeranong Town Centre 
The local road network in the Tuggeranong Town Centre is a relatively fine grained grid 
offering reasonable connectivity and access, along with easy navigation and way-finding.  
The Tuggeranong Town Centre road network, along with the current building footprints is 
shown in Figure 2. 

Road connectivity to surrounding areas is achieved via Athllon Drive, Isabella Drive and 
Erindale Drive which are all arterial roads.  There are no lower-order roads providing access 
to Tuggeranong Town Centre 

 
Figure 2: Tuggeranong Town Centre Road Network (TAMS, GIS Data) 

 

Potential Options 

There are two major aspects of the road network to consider, namely the arterial road 
network and the local road networks around the two town centres. 

Arterial Road Network 
There are no current proposals to upgrade any of the roads in the study area, with the 
exception of Ashley Drive, along its whole length. 

A study is currently underway into the feasibility of duplicating Ashley Drive (GTA, ongoing).  
This study is expected to provide a schedule of works for short, medium and long term 
horizons.  The study is expected to recommend the signalisation of the following 
intersections: 

• Erindale Drive / Ashley Drive 

• Ashley Drive / McBryde Circuit 

• Ashley Drive / Sternberg Crescent 

• Erindale Drive / Sternberg Crescent 
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It is expected that there will be some form of bus priority at the intersections along the bus 
routes in the area, especially the rapid routes.  Bus priority is discussed in more detail later in 
this report. 

Tuggeranong Town Centre 
The road network in the Tuggeranong Town Centre, as discussed previously, is already a 
relatively fine-grained grid that offers good connectivity and easy way-finding.  No 
modifications to the road network are recommended unless significant changes to land use 
in the Town Centre occur. 

If there are any land use developments in Tuggeranong Town Centre, it is expected that the 
intersection of Soward Way and Anketell Street may need to be upgraded to provide 
acceptable performance for traffic and public transport operations.  Other intersections may 
need to be upgraded but these should be identified through traffic impact studies associated 
with the new developments. 

 

4. Parking 

Current Situation 

Currently, parking in the Tuggeranong Town Centre is a mixture of free and pay parking.  
Current parking occupancy data for Tuggeranong indicate that approximately 62% of 
available parking is utilised (ISG, 2009).  This indicates that there is still some capacity in the 
centre. 

Figure 3 shows the current parking utilisation in the Tuggeranong Town Centre.  This figure 
shows that there is spare capacity in some areas of the town centre. 
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Figure 3: Current Parking Utilisation in Tuggeranong Town Centre (TAMS, GIS Data) 

Figure 4 shows the number of spare parking spaces in the Tuggeranong Town Centre.  
There is significant spare capacity in the northern part of the centre associated with the 
Hyperdome.  It is likely that this spare capacity is only available during the week as parking 
demand for shopping centres is higher on weekends.   
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Figure 4: Spare Parking Capacity in Tuggeranong Town Centre (TAMS, GIS Data) 

 

Potential Options 

The Draft ACT Parking Strategy (ACTPLA, 2007b) recommends limiting parking supply to 
help reduce the private car demand in urban centres.  To achieve this goal, a possible 
solution is to replace some of the existing parking lots with developments providing some 
publically available parking.  These developments would have their own basement parking 
areas and would contribute to total parking supply but the prominence of parking would be 
reduced and the attractiveness of driving lessened.  This option is only likely to be feasible 
where there are existing surface car parks not directly associated with a lease.  The majority 
of the spare capacity in Tuggeranong Town Centre is associated with Bunnings and the 
Hyperdome.  While the parking survey indicates spare capacity at these locations, it is likely 
that the utilisation is much higher on weekends and during peak shopping times.  Land uses 
with different peak times to the existing facilities may be appropriate to share these car parks. 

As long as free or very cheap parking is available, the car will remain a very popular mode 
choice.  Increasing parking fees significantly will not only make car travel within the study 
area less attractive, but will also force people to think about shifting to other modes.  Ideally, 
if parking is made less attractive and difficult for motorists, a concurrent process of improving 
more sustainable modes of transport should also be undertaken. 

While parking capacities should ideally be reduced, an alternative option is to reduce the 
availability of long-stay parking by converting it to shorter stay parking more appropriate for 
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shopping trips rather than commuting trips.  This will allow people to transport heavy or bulky 
goods by car but discourage them from driving for purposes such as commuting.  Increased 
enforcement of parking will be required for this strategy to work well. 

5. Public Transport 

Current Situation 

Public Transport Usage 
The current share of sustainable transport modes for Journey-to-Work (JTW) trips in the 
study area is below the ACT average. Table 1 shows the mode choice for residents in the 
Tuggeranong Valley for JTW trips.  This table excludes “Did Not Work”, “Worked at Home” 
and “Not Stated” modes. 

Table 1: Journey-to-Work Mode Share for Residents of Tuggeranong SLA and ACT (2006) 

Mode 
Tuggeranong (SLA) ACT 

Trips Proportion Trips Proportion 

Car (Driver) 32,370 79.3% 107,018 73.3% 

Car (Passenger) 3,675 9.0% 12,956 8.9% 

Bus 2,343 5.7% 10,218 7.0% 

Other Motor 1,176 2.9% 3,621 2.5% 

Cycle 398 1.0% 3,741 2.6% 

Bus and Car 309 0.8% 1,069 0.7% 

Walk 559 1.4% 7,304 5.0% 

Total 40,830 100% 145,927 100% 

 Source: ABS Population and Housing Survey, Journey to Work (in ACTPLA, 2009) 

Table 1 shows that the bus share of work trips from Tuggeranong is lower at 5.7% than the 
ACT average of 7.0%.  The walk and cycle trips are significantly lower than the ACT 
averages and will be discussed in more detail later in this paper. 

For JTW trips terminating in Tuggeranong Town Centre, there is also a lower sustainable 
transport mode share than the ACT average as shown in Table 2. 

Table 2: Mode Share of Journey to Work Trips (2006) 

Mode 
Tuggeranong 

TC ACT 

Proportion Proportion 

Car (Driver) 75.7% 72.4% 

Car (Passenger) 10.0% 8.7% 

Bus 7.6% 7.9% 

Other Motor 1.3% 1.2% 

Cycle 2.2% 2.5% 

Other 0.9% 2.4% 

Walk 2.3% 4.9% 

Total 100% 100% 

 Source: ABS Population and Housing Survey, Journey to Work (in ACTPLA, 2009) 
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Table 2 shows that almost 86% of work trips arriving in Tuggeranong Town Centre are 
coming by car compared to approximately 81% for the ACT.  This is in spite of the fact that 
73% of jobs are filled by residents of Tuggeranong suggesting less than ideal connectivity 
and accessibility by sustainable transport modes between residential and employment areas.  
One of the largest differences in mode share is in the walk mode.  The relatively low walk 
share for Tuggeranong is most likely related to the distance between Tuggeranong Town 
Centre and the residential areas in Tuggeranong. 

Public Transport Facilities 
The bus interchange in Tuggeranong Town Centre is a relatively large, off-street facility 
located in the northern part of Tuggeranong Town Centre adjacent to the Hyperdome.  There 
are a number of platforms for buses to stop at and the waiting area for passengers is 
undercover with seating available. 

The bus interchange has spare capacity and only half of the platforms are currently in use. 

The location of the Tuggeranong bus interchange provides good access to the residential 
area to the north of the Town Centre and the Hyperdome but is located too far away from the 
southern area of the Town Centre to provide good public transport access there. 

Supporting Infrastructure 
Figure 5 shows the location of bus stops, footpaths, cyclepaths and bus related buildings in 
Tuggeranong Town Centre. 
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Figure 5: Location of Bus Stops and Related Buildings in Tuggeranong Town Centre (TAMS, 

GIS Data) 

It can be seen from Figure 5 that while the facilities in Tuggeranong Town Centre are 
relatively extensive, not all of the bus stops have footpaths allowing easy pedestrian access. 

Bus Network 
Figure 6 shows the current bus network through the study area.  Most of the buses are 
standard routes that meander through the suburbs.  The exception is the Blue Rapid route.  
This is a limited stop route that travels between Tuggeranong Town Centre and Belconnen, 
via Woden and Civic, every five minutes offering good connectivity to these employment 
areas.  The blue rapid travels along Athllon Drive to Woden.   
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Figure 6: Current Bus Routes through the Study Area (ACTION, 2010) 

Future Public Transport Plans and Options 

There are a number of options available for increasing public transport usage including: 

• Improving facilities 

• Increasing network coverage 

• Improving network performance 

• Increasing access to public transport by increasing density around public transport 
facilities 

• Improving pedestrian connectivity to public transport facilities 

It is expected that a combination of all five of these options will need to be undertaken to 
have a significant impact on public transport usage in the study area. 

The SPTNP (MRC, 2009) does not recommend any infrastructure changes in the 
Tuggeranong Town Centre as the current facilities are considered to be sufficient.   

Larger bus facilities, in this case Tuggeranong Interchange, should be designed so that there 
is a sense of importance about them.  By making the facilities more attractive and prominent, 
the importance of public transport will be emphasised, again increasing public transport 
usage.  These larger facilities should have good amenities for bus users including, 
comfortable seating, protection from the elements and possibly toilet facilities, depending on 
predicted patronage. 

The ACT Government is currently investigating the implementation of Real Time Passenger 
Information Systems (RTPIS) for the ACTION bus network.  RTPIS allows real time updates 
of bus location and arrival times to allow passengers to make better decisions about travel.  
RTPIS should be a prominent feature of the more highly utilised bus stops and stations, 
including the facilities in the Tuggeranong Town Centre. 

Bus Network 
As indicated in the ACT Strategic Public Transport Network Plan (SPTNP) (MRC, 2009), 
there are planned changes to the public transport arrangements in the Tuggeranong Valley.  
A major change will be the re-routing of buses between Tuggeranong and Woden through 
Erindale.  The bus facilities in Erindale will be upgraded in anticipation of the network 
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modification with the interchange expected to be much more heavily utilised.  Figure 7 shows 
the public transport network in the study area as proposed in the ACT SPTNP. 

 
Figure 7: Proposed Public Transport Network in the Study Area (Source: MRC, 2009) 

When the bus station in Erindale is upgraded, it is expected to service a much greater area of 
Tuggeranong than it currently does.  Currently, most of the local bus routes carry passengers 
to Tuggeranong to transfer to intertown routes.  By shifting this transfer function to Erindale, 
many public transport trips will be shortened.  TAMS is currently planning Network ’12, which 
will start to implement the SPTNP by shifting some of the rapid routes between Tuggeranong 
Town Centre and Woden through Erindale Centre. 

Services in Tuggeranong Town Centre will also be improved with the Peak Express and 
Frequent Local routes supplementing the Rapid route.  ACTPLA (2009b, pg 22) states: 

(a) At least 90% of dwellings are within 400 m safe walking distance from an existing or 
potential bus route, or 200 m safe walking distance from an existing or proposed 
demand-responsive or community bus service route. In addition, at least 90% of 
dwellings are within 500 m from the nearest existing and proposed bus stop. OR 

(b) at least 90% of dwellings are within 750 m of a high frequency trunk service bus stop 
that has, or is projected to provide, a minimum of eight outbound buses an hour 
during the morning peak. 

The 750 metre coverage area of the proposed Rapid stop on Soward Way, northeast of 
Anketell Street, covers most of Tuggeranong Town Centre.  The other lower order routes 
provide sufficient coverage for the currently planned developments in the area.  Bus services 
may need to be increased if there are significant land use increases in Tuggeranong Town 
Centre. 

Network Performance 
Two key components of the attractiveness of public transport are operating speed and 
service reliability.  Passengers must first recognise the bus as a viable alternative to the car 
when trying to reach their respective destination and the only way to do this is to make the 
bus system more accessible, arrive and depart on time, increase the frequency and reduce 
the travel times.  One of the most effective ways to improve public transport speed and 
reliability is to implement bus priority measures. 

As discussed previously in the road network section, it is likely that bus priority measures will 
be required in the study area to meet the goals of the proposed rapid bus network.  Options 
for bus priority measures include: 

• Queue jump lanes at intersections (spot treatment) 

• Dedicated bus phases at signalised intersections (spot treatment) 

• Segregated bus lanes on mid-blocks and at intersections (whole of corridor treatment) 
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It is expected that bus priority measures in other parts of the study area will be investigated 
quantitatively in the future and specific recommendations made.  For the purposes of this 
study, it is sufficient to say that any modifications to roads that have rapid bus routes on them 
should include an investigation into the feasibility of bus priority measures. 

Transit Oriented Development 
The potential redevelopment of the Tuggeranong Town Centre offers a chance to implement 
the ideas of Transit Oriented Development (TOD).  TOD refers to a medium to high density 
development designed to maximise access to, and use of, public transport and non-
motorised modes.  A TOD typically has a high quality transit station at or near the centre of 
the development with high density mixed use around the station out to a distance of 
approximately 400 metres, allowing easy walk to the station. 

TOD is characterised by the following features (Morris, 1996; Renne, 2009): 

• Designed for walking and cycling with good facilities and attractive streets 

• Good street connectivity, typically a grid street pattern, and traffic calming to reduce 
traffic speeds 

• Mixed-use development, including office and retail facilities and housing allowing mixed 
family sizes 

• Parking management to reduce parking demand 

• High quality public transport facilities 

The rapid bus lines proposed in the SPTNP offer a good opportunity to increase density and 
development along the rapid corridors, which pass through Tuggeranong Town Centre, 
which is expected increase the mode share of public transport. 

The ideal level of development for TOD may not be met in the short to medium term as it 
requires the following (VTPI, 2010a): 

• 5,000 to 15,000 residents within approximately 800 metre radius of the public transport 
station 

• At least four-storey development around the transit station 

• Complete community services including education, employment, retail, medical and 
recreational opportunities 

While the ideal development levels required for true TOD may not be met in the study area, 
even in the long term, any increase in density of land use around the transit stations and 
lines is expected to lead to an increase in public transport usage. 

Figure 8 shows the approximate area that would be covered by TOD in the Tuggeranong 
Town Centre. 
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Figure 8: Approximate Coverage of TOD in Tuggeranong 

It is likely that the ideals of TOD will be more achievable in Tuggeranong Town Centre in the 
short-medium term as there is already a higher level of commercial development and a well 
established grid road network.  If the required level of residential development can be met 
and the public transport service improves, it is likely that the level of public transport usage in 
the area will increase dramatically. 

Any high density development of this size may potentially require major infrastructure 
upgrades in the area of utility services including sewer, water supply, power and 
communications.  Education facilities may also require development in both centres. 

6. Pedestrians and Cycling 

Current Situation 

Pedestrians 
As shown in Table 1, the walk mode of work trips in Tuggeranong is significantly below the 
ACT average.  While this is probably related to the lower density and relatively longer walk 
trips, there are a number of specific barriers to walk trips in the area. 

Around the Tuggeranong Town Centre, there are two major barriers to pedestrian access – 
Drakeford Drive and Lake Tuggeranong.  There are three pedestrian underpasses linking the 
Town Centre to residential areas to the east. Signalised intersections between Drakeford 
Drive and Erindale Drive and Taverner Street also provide crossing opportunities.  However, 
some of these routes are indirect due to Lake Tuggeranong.  There are only four points 
available that provide reasonably direct pedestrian access to the town centre from the east.  
These crossing points are located on Athllon Drive north of the centre, Athllon Drive south of 
the centre, Soward Way and a pedestrian only bridge to the south of Soward Way. 

These access constraints around the Tuggeranong Town Centre are serious issues and 
when they are combined, they separate the town centre from the residential areas not only 
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with physical barriers, but with a distance that is almost as long as the maximum expected 
walk distance in the Sustainable Transport Plan.  This almost entirely excludes the possibility 
of walking to the Tuggeranong Town Centre. 

Figure 9 shows the current pedestrian and cycle facilities around the Tuggeranong Town 
Centre.  The information in Figure 9 was supplied by TAMS and it is noted that there may be 
inconsistencies or inaccuracies in the data. 

 
Figure 9: Tuggeranong Town Centre Pedestrian and Cycle Facilities (TAMS, GIS Data) 

In the Tuggeranong Town Centre itself, previous work has been carried out that identified it 
as a priority area in the Cycling and Pedestrian Network Study (Cardno Eppell Olsen, 2010) 
which identified the following issues: 

• Tuggeranong is a newer town centre with extensive pedestrian and cyclist facilities; 

• there are some missing links in the footpath network that were not provided during 
development of the town centre and where demand is evident; 

• some streets are difficult to cross due to a combination of road reserve width and limited 
pedestrian crossing facilities; 

• connectivity between the bus interchange and the northern area of the town centre is 
poor; 

• cycle lanes along Anketell Street could create a cycling spine through the town centre; 
and 
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• connections from the town centre to surrounding suburbs are limited due to barriers such 
as the lake, and major roads such as Soward Way and Athllon Drive (south) routes. 

The specific issues identified in the CEO study are shown in Figure 10. 

 
Figure 10: Pedestrian Issues Identified in Tuggeranong Town Centre (CEO, 2010) 

Cycling 
Table 2 showed that the mode share of Journey-to-Work trips going to Tuggeranong Town 
Centre was 2.2%, which is only slightly lower than the ACT average of 2.5%.  However, 
when the Journey to Work mode for residents of Tuggeranong is investigated in Table 1, it is 
found that the cycle share is only 1.0%, compared to the ACT average of 2.6%.  This is 
primarily due to the fact that employment in Tuggeranong Town Centre is relatively low 
compared to the population of the Tuggeranong region so residents are travelling to other 
town centres to find employment.  This results in longer trips which are less likely to occur on 
the cycle mode. 

Cycling in the study area faces many of the same issues as walking although distance is not 
such a factor.  The Sustainable Transport Plan indicates that the maximum trip length for 
cycling is ten kilometres, which gives a coverage area that covers much of the Tuggeranong 
Valley.  Also, it is unlikely that bicycle trips will travel between the Tuggeranong Valley and 
Woden Valley due to the presence of a ridge between the two valleys. 

Again, the Tuggeranong Town Centre was identified as a priority area in the Cycling and 
Pedestrian Network Study (Cardno Eppell Olsen, 2010) which made the following 
recommendation: 

“This project will provide a southern connection from the Tuggeranong town centre and will 
connect into the surrounding suburbs and existing off-road path network” (Cardno Eppell 
Olsen, 2010) 

In terms of specific issues relating to cycling, there is no on-road cycle lane along Erindale 
Drive which would improve connectivity.  However, Erindale Drive is relatively narrow, has no 
shoulder and operates at 80 km/h.  In addition to this, there are a number of roundabouts 
which are not conducive to cycling.  There is an off-road cycle path running parallel to 
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Erindale Drive but there are many road crossings at roundabouts.  This path ends at 
Drakeford Drive and a footpath continues into Tuggeranong Town Centre. 

Drakeford Drive and Athllon Drive both have on-road paths providing good access around 
Tuggeranong Town Centre and Athllon Drive also has an off-road path running parallel for 
most of the distance around the town centre.  These paths however do not continue into the 
town centre. 

Potential Opportunities 

The main opportunities that are available for improving the pedestrian and cycle network 
include reducing the traffic dominance of an area and improving the connectivity of the 
network. 

Traffic Calming 
Traffic calming is a valuable tool in improving the pedestrian accessibility and safety of an 
area.  Traffic calming is intended to reduce traffic speeds and make an area less attractive to 
traffic so that volumes may decrease and through traffic does not use the area for rat-
running.  Traffic calming is only appropriate on lower-order local roads and should not be 
implemented on arterial roads whose function is to carry traffic, not provide access to land 
use. 

Some traffic calming options include: 

• Speed bumps, cushions or tables 

• Surface treatments such as paving or cobblestones 

• Small diameter roundabouts 

• Horizontal offsets or chicanes in carriage ways 

• Short blocks with a larger number of T-intersections 

• Increased landscaping and tree planting 

• Narrowing of traffic lanes in areas where lanes are wider than necessary 

• On-street parking 

Traffic speeds should be managed in areas of high pedestrian demand.  However, whenever 
traffic calming is introduced, care must be taken to ensure that traffic has a valid alternative 
route around the calmed area. 

Path Connectivity 
The future pedestrian and cycle network in the Tuggeranong Town Centre should be as 
complete and direct as possible.  The network should be fine-grained and penetrate the 
centres well. 

On a broader scale, access to the centres from surrounding suburbs should be as easy and 
direct as possible.  Figure 11 shows the walk and cycle coverage areas for the Tuggeranong 
Town Centre.  This figure illustrates the acceptable walk distances described in the 
Sustainable Transport Plan (ACTPLA, 2004).  Upgrades to paths allowing improved access 
to the town centres should be focused in these areas.  Particular attention should be paid to 
providing safe crossing points across arterial roads around both of the centres so that 
pedestrians have access from surrounding suburbs. 
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Figure 11: Walk and Cycle Coverage of Tuggeranong Town Centre 

Previous studies have been conducted into the path connectivity in Tuggeranong Town 
Centre and Figure 12 shows the proposed upgrades to the pedestrian and cycle network 
around the Tuggeranong Town Centre to resolve the issues identified in the Cycling and 
Pedestrian Network Study (Cardno Eppell Olsen, 2010). 
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Figure 12: Proposed Upgrades around Tuggeranong Town Centre (CEO, 2010) 

It is noted that some of the paths presented in Figure 12 do not match some of the paths 
presented in earlier figures.  CEO conducted a detailed study and carried out a number of 
site visits to accurately document the existing paths.  It is likely that such detailed work has 
not been carried out for the data provided by TAMS. 
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7. Land Use 

Current Situation 

Current planning data used by TAMS for future transport modelling indicates that there is 
expected to be some growth in the Tuggeranong Town Centre.  Table 3 shows the current 
and future land use in the Tuggeranong Town Centre.  This table shows that there is 
expected to be growth in all land uses except school enrolments. 

Table 3: Current and Planned Land Use in Tuggeranong Town Centre 

Land Use 2006 2011 2016 2021 2031 

Population 1,153 1,500 1,550 1,800 2,700 

Employment 9,204 9,516 10,110 10,511 11,046 

Retail Space 112,525 115,525 122,190 128,855 131,500 

School Enrolments 895 790 790 750 700 

Tertiary Enrolments 1,195 1,300 1,300 1,300 1,300 

 Source: Compendium of 2006~2031 ACT Land-Use Data (TAMS, 2010) 

It is noted that the land use estimates shown in Table 3 do not show the level of growth that 
would be expected if major development occurs at the centre. 

Self Containment 
Tuggeranong currently has the lowest local jobs to resident workers ratio in Canberra at 0.33 
jobs/resident.  It also has the highest percentage of local jobs filled by local residents at 
72.8% (Employment Location in Canberra, ACTPLA, 2009a).  This indicates that while 
residents may prefer to work locally, insufficient jobs are available in the local area and 
resident have to travel further to Woden, South Canberra or Civic to find work.  The high 
proportion of residents working locally may also be partially due to the fact that Tuggeranong 
Town Centre is a relatively long distance from the other areas of Canberra which will reduce 
the attractiveness of jobs there for residents of other areas. 

Combining the jobs ratio and percentage of jobs filled by local residents, it is found that 
23.8% of Tuggeranong residents work locally.  The distribution of work destinations is shown 
in Table 4. 

Table 4: Current Work Location for Residents of Tuggeranong (2006) 

Place of Work Tuggeranong 

Tuggeranong 23.8 

South Canberra 23.8 

North Canberra 19.3 

Woden Valley 14.5 

Other ACT/Undefined 5.5 

Belconnen 4.2 

Queanbeyan 2.5 

Majura 2.4 

Weston Creek 1.9 

Gungahlin 1.1 
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Total 100.0 

 Source: ABS Population and Housing Survey, Journey to Work (in ACTPLA, 2009a) 

Employment Location in Canberra (ACTPLA, 2009a) states: 

“The availability of jobs in the new towns reduces pressure on the external road system and 
the centre of the city. ... Shorter trips to work enable lower energy use, less air pollution, less 
congestion and more leisure time.” 

Land Use Options 

The best way to decrease travel times and distances is to increase the local provision of 
destinations for people to travel to.  As discussed previously, the proportion of employment to 
workers in the Tuggeranong Valley is very low.  By increasing the employment opportunities, 
travel will be decreased. 

Another important factor to consider is the opportunity for trip-chaining where a number of 
activities are available in close proximity.  This allows people to fulfil their needs without 
making so many trips.  For example, having shops close to employment means that people 
can access the shop on their way from work back to their car or the bus stop, rather than 
making a separate trip.  Mixed-use development is vital in the implementation of TOD, as 
discussed previously. 

Increases in all land uses are likely to be appropriate in the Tuggeranong Town Centre.  
Locating medium to high density residential in the centres, allowing good walking access to 
public transport, shops and employment will reduce the travel demands of the Tuggeranong 
Valley.  In particular, development in the Tuggeranong Town Centre should be located such 
that it occurs within a walkable distance to the centre. 

8. Road Safety 

Within the Tuggeranong Town Centre the grid layout of the road network combined with off-
road parking allows drivers to travel at or near the posted speed limit apart from Anketell 
Street adjacent to the shopping mall where traffic calming devices have been constructed.  
Most intersections are traffic signal controlled, pedestrians and cyclists are encouraged to 
cross roads at the traffic signals.  There are no on-road cycling zones within the town centre 
such that the streets are vehicle dominated zones.  All roads have adequate width and sight 
distance for safe operation. 

Erindale Drive is the main access between Tuggeranong and Erindale centres and has a 
9.0m wide carriageway for two way operation.  Erindale Drive is not suited for on-road cycling 
due to the number of roundabouts and narrowed lane widths for protected right turn lanes at 
two T intersections.  A parallel off-road path is provided for pedestrians and off-road cycling.  
All intersections have adequate approach sight distance for the safe operation of the road. 

Accident records for 50 midblock sections with the most accidents in Canberra were obtained 
from TAMS.  None of the roads in the study area were on that list. 

Also, accident records for the 200 intersections with the most accidents in Canberra were 
obtained from TAMS.  Nine intersections in the study area were included on that list.  Figure 
13 shows the number of accidents at those intersections, separated by type. 
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Figure 13: Road Accidents for Five Years 2005-2009 (TAMS, GIS Data) 

More details, along with the intersection rank, are shown in Table 5.  This table shows that 
the number of accidents is relatively high at some of the larger intersections in the study 
area.  This could possibly be due to the larger amount of traffic passing through those 
intersections, rather than any specific safety flaws at the intersection itself. 

The development of safety improvements for intersections is a task requiring detailed 
investigation.  It is not considered appropriate to make specific recommendations about 
safety in a qualitative report such as this.   

 

Table 5: Accident Data for Study Area (2005-2009) 

Rank Intersection Fatal Serious 
Injury 

Minor 
Injury 

Property 
Only Total 

9 Athllon Dr / Drakeford Dr 0 1 2 206 209 

14 Drakeford Dr / Isabella Dr 0 2 4 181 187 

18 Ashley Dr / Erindale Dr 1 0 2 165 168 

22 Erindale Dr / Sternberg Cr 0 0 0 135 135 

32 Drakeford Dr / Erindale Dr 1 2 5 96 104 

43 Athllon Dr / Scollay St 0 0 0 87 87 

91 Anketell St / Soward Wy 0 0 1 49 50 

165 Ashley Dr / McBryde Cr 0 0 0 34 34 

184 Anketell St / Athllon Dr 0 0 3 29 32 

199 Athllon Dr / Barr Smith Ave 0 0 0 29 29 
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General improvements to safety can be achieved in a number of ways.  VTPI (2010b) makes 
the following comments about road safety improvement strategies: 

• Strategies that reduce traffic speeds can significantly reduce per-mile crash frequency and 
severity where they are applied, and encourage reductions in total vehicle travel.  

• Strategies that reduce traffic congestion tend to reduce the frequency of crashes but can increase 
the severity of those crashes that do occur. Strategies that shift automobile travel time, route or 
destination but do not reduce total vehicle travel probably do little to increase road safety or public 
health, and may increase injuries and fatalities.  

• Strategies that shift travel from driving to transit and ridesharing tend to provide medium to large 
road safety benefits.  

• Strategies that shift automobile travel to non-motorised modes may increase risk per mile for the 
people who change mode, but this can be offset by reduced risk to other road users, reduced trip 
length, and health benefits from aerobic exercise.  

• TDM strategies that reduce total personal travel can provide large safety benefits. Each 1% 
reduction in reduced motor vehicle travel typically reduces total crashes and casualties by 1.4% 
to 1.8%.  

• Strategies that create more accessible land use patterns and more balanced transportation 
systems can provide large reductions in per capita crash costs and increase aerobic health.  

 

9. SWOT Summary 

A SWOT analysis provides an opportunity to assess the issues, both positive and negative, 
that affect the transport system in relation to this project.  Strengths and Weaknesses tend to 
be internal to the study area while Opportunities and Threats are external factors that may 
affect the study area. 

Strengths 

In general, existing road capacities are reasonably high and travel demand is not expected to 
increase significantly.  Current planning data (TAMS, 2010) indicates that the population of 
the Tuggeranong region is expected to fall as dwelling occupancy rates decrease and limited 
new development occurs. 

Current car parking is operating below capacity which may allow for some development 
without expanding current ground level carparks. 

Weaknesses 

The ratio of employment to population is lower in Tuggeranong than any other district of the 
ACT.  This means that many residents are travelling out of Tuggeranong which is likely to 
lead to longer trips, increased emissions and longer travel times. 

The current car mode share is higher than the ACT average. 

Current public transport usage is much lower than the ACT average and well below the 
Sustainable Transport Plan (ACTPLA, 2004) targets. 

The location of the Tuggeranong bus interchange requires large deviations for trips out of 
Tuggeranong due to its location on the fringe of the urban area. (Tuggeranong Town Centre) 

The current walk mode share is much lower than the ACT average and well below the 
Sustainable Transport Plan (ACTPLA, 2004) targets. 

There are a number of barriers to walk trips including high speed roads, lakes and long 
distances that need to be addressed. 

The current cycle mode share is much lower than the ACT average and well below the 
Sustainable Transport Plan (ACTPLA, 2004) targets. 
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Cycling facilities between Erindale and Tuggeranong Town Centre are incomplete and cater 
more to recreational users than commuters. 

Opportunities 

Erindale is ideally placed to have the planned bus interchange providing access to 
surrounding suburbs as catchment area covers more residential area than the current 
Tuggeranong interchange.  Also, transferring from local routes to rapid routes in Erindale is 
much more efficient for residents of the Tuggeranong Valley than transferring at 
Tuggeranong Town Centre or Woden Town Centre. 

Implementation of the SPTNP in the long term and intermediate options in the short and 
medium term should lead to significant increases in public transport usage and 
corresponding decreases in car usage and traffic congestion. 

Focusing development in the Tuggeranong Town Centre in the area specified for TOD will 
lead to increases in public transport usage and corresponding decreases in car usage and 
traffic congestion. 

Threats 

Continued development in Civic and other areas outside the Tuggeranong Valley is likely to 
draw residents out of the area to meet their employment, retail and recreational needs.  This 
will tend to increase travel distances and may reduce sustainable transport mode share  

10. Implementation 

The implementation of the options presented in this report should be staged over the short, 
medium and long term planning horizons.  The recommended initiatives have been broken 
down into these horizons and some justification, related to the identified weaknesses, 
provided.  The implementation must be accompanied by some form of monitoring and 
analysis of key performance indicators to ensure that the initiatives are having the desired 
effect. 

Recommended Initiatives 

The full implementation of the options presented in this report is expected to be a long 
process.  However, if approached correctly, consistent progress can be made towards to 
ultimate goals.  The short term goals presented are mainly easy tasks or projects that are 
already scheduled for implementation.  The medium and longer term projects will require 
significant planning and investigation to ensure that they are feasible.  For the main part, the 
initiatives recommended here are aimed at reducing the dependence on cars in the 
Tuggeranong Valley.  The ACT Government has set ambitious targets in the Sustainable 
Transport Plan (ACTPLA, 2004) and the Tuggeranong Valley already lags behind other 
areas of Canberra in sustainable transport.  As mentioned previously, reduction in vehicle 
travel is expected to have benefits, not only to the environment, but to the health and safety 
of residents in the area. 

Short Term 
Short term projects include: 

• Improve pedestrian and cycle facilities as recommended by Cardno (2010).  Details of 
the recommended improvements for Tuggeranong Town Centre are shown in Figure 12.  
These improvements will help in increasing the walk mode share, which is below the 
ACT average and well below the Sustainable Transport Plan targets. 

• Implement planned PT network changes for Network ’12 to improve PT access around 
Erindale and increase patronage. 
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Medium Term 
The medium term projects are larger scale capital works and planning changes to allow full 
implementation of options in the long term.  Medium term projects include: 

• Ashley Drive duplication as recommended by GTA (ongoing study) to reduce congestion 
that has been identified in their study 

• Increase in developments in the Tuggeranong Town Centre and potentially along 
Erindale Drive, depending on feasibility study.  This increase in density, of residential 
and other land uses, will significantly increase the walkability of the study area and is 
expected to lead to an increase in walk and cycle mode share.  It should also lead to an 
increase in public transport mode share if the developments are focused around high 
quality public transport facilities. 

Long Term 
The long term projects include: 

• Medium-high density residential around upgraded bus stations in the town centre in the 
areas shown in Figure 8 to allow residents good access to public transport as well as 
walkable access to employment, commercial and recreational activities 

• Medium-high density residential corridor along Erindale Drive (if feasible) to increase 
public transport patronage and sustainable transport mode share 

• Increased commercial, retail, recreational developments in the town centre to allow 
residents to access these land uses without having to drive 

Potential Performance Indicators 

A number of performance indicators can be used to determine the success of the initiatives 
recommended here.  Most indicators are related to travel practices of residents and are 
expected to be available through the Australian Census, which is carried out every five years. 

The recommended indicators and justification are: 

• Journey to Work data including: 

- Car as Driver trips (should be reduced).  Reductions in the number of drivers 
directly relates to the number of cars on the road.  Reductions in vehicle numbers 
are desirable 

- Bus, walk or cycle trips (should be increased).  These three modes are recognised 
as sustainable transport modes and should be compared to the goals in the 
Sustainable Transport Plan. 

• Car Vehicle Kilometres Travelled (VKT) (should be reduced).  A reduction in private car 
VKT is expected to have environmental benefits and indicates less car travel. 

• Number of Accidents (should be reduced).  The number of accidents is related to the 
number of vehicles on the road and the number of vehicle kilometres travelled.  
Reductions in those areas should lead to reductions in accidents.  However, safety 
initiatives can also be investigated to further reduce accidents. 

• Level of self containment (should be increased).  ACTPLA (2009) states “The availability 
of jobs in the new towns reduces pressure on the external road system and the centre of 
the city.” and “Shorter trips to work enable lower energy use, less air pollution, less 
congestion and more leisure time.” 

Barriers to Implementation and Alternative Solutions 

Some of the potential barriers to the implementation of the proposed options include: 

• Economic feasibility.  The value of the land and the economic capacity of the centres 
may not be sufficient to allow development. 
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• Community sentiment may be such that proposed developments will not be able to 
proceed. 

• Budgetary constraints may reduce the amount of development that can be undertaken 

• Budgetary constraints and political feeling may not allow the full development of the 
recommended public transport facilities and services in Canberra. 

• Environmental constraints may preclude the intensification of the urban areas in 
Tuggeranong Town Centre. 
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