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Three options were investigated for the riverside edge road. These options are coded Blue, Green and Pink and are 
indicated in Figure 7-1 (the Molonglo River Corridor boundary shown as a red dash). Design sketches of the plan and 
long sections of the options are provided in Appendix B, inclusive of a notional edge road alignment for the M3E 
southern precinct and link into the River Road underpass / access track. 

7.2 Blue Option 
The Blue option links the southern M3E precinct to the northern leg of the M3E connector road, forming a T 
intersection (likely a left in – left out arrangement). The alignment of the Blue option is broadly parallel with the EWA, 
although curvilinear geometry was required to increase the route length and ensure that it has compliant vertical 
grading as it climbs the existing terrain. Considerations and features of the Blue option include: 

• A maximum grade of 12% for approximately 220m which is at the limit of what is allowed by the ACT Estate 
Development Code for vehicular traffic and is much steeper than recommended for accessibility 
requirements. 

• Would likely require a skewed abutment of the Molonglo River Bridge (or alternatively extension of the 
proposed bridge).  

• There is a substantial level difference between the proposed alignment and the MVIS odour control facility 
which is likely to result in a relatively steep access to the facility from the proposed road, or alternatively 
reconfiguration of the access arrangements. 

• Given its link into the M3E connector road, there are concerns that the Blue option will induce ‘rat running’ 
of the north-south movement between sub-precincts, routing relatively high traffic volumes along local 
roads (the proposed left in – left out arrangement of the M3E connector road intersection would be an effort 
to mitigate this risk). 

• A material deficit as the alignment is almost entirely in fill 

Given that the development of the M3E urban master planning activity was  in its early stages of development at time 
of writing, it is unclear how consistent the Blue option is with the intended layout of the local road network of the 
M3E northern precinct. 

7.3 Green Option 
The Green option creates a riverside edge road that (for the most part) sits within the 60 m buffer between the 
Molonglo River corridor and the developable zone of M3E. Again, the alignment of the Green option is also curvilinear 
in response to the relatively steep local terrain. Considerations and features of the Green option include: 

• The lowest incursion into the Molonglo River Corridor of all considered options. 
• A maximum grade of 11% for approximately 80m. Whilst this is also a steep (albeit compliant) grade and 

unsuitable for accessibility requirements, the incline is significantly shorter than the Blue option. 
• Would likely require a skewed abutment of the Molonglo River Bridge (or alternatively extension of the 

proposed bridge).  
• There is a substantial level difference between the proposed alignment and the MVIS odour control facility 

which is likely to result in a relatively steep access to the facility from the proposed road, albeit less severe 
than the Blue Option. 

• The alignment has a combination of cut and fill areas 
• Linkage into and edge road located in the 60m Molonglo River Corridor buffer that is understood to be 

intended as part of the M3E urban masterplan, creating a consistent approach to a riverside edge road for 
the M3E development.  

7.4 Pink Option 
The Pink option generally adopts a similar philosophy to the Green Option, albeit with a different approach to road 
geometry. The Pink option provide gentler road geometry (both horizontally and vertically), whilst also located within 
the 60 m buffer between the Molonglo River corridor and the developable zone of M3E. Considerations and features 
of the Pink option include: 
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• Significantly higher impact on the Molonglo River Corridor than other considered options. 
• A maximum grade of 7.5% for approximately 100m. This grade is substantially more desirable than that 

provided in other options. 
• No implications for the Molonglo River Bridge.  
• As the alignment is further away from the MVIS odour control facility there is more scope to provide more 

desirable access arrangement to the facility than in other options. 
• The alignment has a combination of cut and fill areas. 
• Linkage into and edge road located in the 60m Molonglo River Corridor buffer that is understood to be 

intended as part of the M3E urban masterplan, creating a consistent approach to a riverside edge road for 
the M3E development.  

7.5 Options analysis outcomes 
The three options that were developed for the riverside edge road were qualitatively assessed in consultation with 
EPSDD and IDPG. The Green option was assessed as being the preferred alternative as it provided the best overall 
outcomes on balance of all considerations. The basis of this decision centred on the Green option: 

• Minimising impact on the Molonglo River corridor (significantly lower impact than the Pink option) 
• Being less likely to induce rat running than the Blue option 
• Having shallower and shorter vertical grades than the Blue option 
• Being most consistent with the edge road philosophy (ie and local perimeter road on the buffer edge) that is 

likely to form part of the M3E urban master plan than the other options. 

Having identified the Green option as the preferred approach, consultation with PCS was undertaken on 16 
September 2020. PCS staff raised concerns over the incursion of the proposed riverside edge road into the Molonglo 
River Corridor, noting if possible, a preference for the project team to identify a secondary access solution for the 
southern M3E precinct that did not enter the river corridor. 

In response to this feedback the project team investigated the provision of a secondary unsignalised left in – left out 
intersection between the Molonglo River bridge and the M3E connector road intersection. This additional priority 
controlled intersection option is considered viable and has been incorporated into  preferred option for the project 
(refer Section 6.6.4.3). 
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In the western edge scenarios, the EWA is extended further west to provide a second access point, along with Uriarra 
Road, to the western edge development.  Both EWA and Uriarra Road are modelled as arterial roads with two lanes 
each way. 

8.4 Summary of Model Findings  
The modelling showed that the options developed in this project provided largely similar results on a network-wide 
level.  All options provided a substantial improvement in performance over the Do Nothing case with reductions in 
both Vehicle Kilometres Travelled and Vehicle Hours Travelled, which indicates a more direct and efficient road 
network. Option 3 appeared to operate marginally better than other options in the AM peak, but slightly behind 
Option 4 in the PM peak.  A number of observations were made that were applicable to all scenarios in the AM and 
PM Peaks (without the Western Edge development): 

• All arterial roads in and out of Molonglo operate over capacity in both peak periods, whether or not the East-
West Arterial is constructed. 

• William Hovell Drive west of John Gorton Drive has spare capacity, likely because of the congestion further east 
making it preferable to travel to Civic via Belconnen Way instead. 

• William Hovell Drive, east of John Gorton Drive, and Parkes Way generally operate at or over capacity. 
• Belconnen Way and Barry Drive, between Kingsford Smith Drive and Clunies Ross Street operate at or over 

capacity. 
• Tuggeranong Parkway generally operates close to capacity in both directions. 
• Much of John Gorton Drive and Bindubi Street Extension operate at or above capacity. 
• East-West Arterial generally operates with some spare capacity between the town centre and Molonglo 3 East 

Connector road and above capacity around the Tuggeranong Parkway interchange. 
• Construction of the EWA reduces traffic on nearly all roads in Molonglo, William Hovell Drive (between Coulter 

Drive and Bindubi Street), Bindubi Street and Belconnen Way.  Traffic increases on Tuggeranong Parkway, 
William Hovell Drive (west of Coulter Drive), Gungahlin Drive, Parkes Way and Cotter Road (east of Tuggeranong 
Parkway).  Traffic also decreases on a number of local roads in Hawker, Weetangera, Macquarie, Cook and 
Aranda, indicating better arterial capacity and less rat-running. 

The development of the Western Edge area causes substantial additional traffic in the Molonglo area, which causes 
congestion that leads to further impacts across the network as people try to avoid the congested Molonglo area.  Even 
without the Western Edge, many arterial roads in the area operate at or above capacity in the 2041 peak periods and 
the additional traffic causes very high congestion and low operating speeds.  General observations that were 
consistent across all the Western Edge scenarios include: 

• All roads into and out of Molonglo operate over capacity. 
• William Hovell Drive west of John Gorton Drive has spare capacity, likely because of the congestion further east 

making it preferable to travel between Civic and Belconnen via Belconnen Way instead of William Hovell Drive 
and Parkes Way. 

• William Hovell Drive, east of John Gorton Drive, and Parkes Way generally operate at or over capacity. 
• Belconnen Way and Barry Drive, between Kingsford Smith Drive and Clunies Ross Street operate at or over 

capacity. 
• Tuggeranong Parkway generally operates close to capacity in both directions. 
• Much of John Gorton Drive and Bindubi Street Extension operate at or above capacity. 
• East-West Arterial (west of Molonglo) and Uriarra Road operate at or over capacity in both peak periods. 
• Development of the Western Edge reduces traffic on William Hovell Drive (west of Coulter Drive) due to 

increased congestion on William Hovell Drive (east of Coulter Drive) and Parkes Way.  The traffic that had been 
using William Hovell Drive now uses Belconnen Way or other east-west links further north.  Traffic on John 
Gorton Drive (north of the town centre) decreases, likely due to trip destinations being fulfilled by people 
travelling to and from the Western Edge instead of Belconnen. 

• The development of the Western Edge, reduces traffic operating speeds in the EWA scenarios below that of the 
Do Nothing (without Western Edge scenario). 
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8.4.1 Additional Comments on the Strategic Transport Modelling 

A number of general comments about the CSTM are noted: 
• The CSTM does not account for peak spreading to address additional congestion in future years. 
• There is room for improvement in the public transport network modelling in the CSTM.  In particular, the 

Western Edge development does not have any public transport coverage.  Planning of the public transport and 
assumptions around expected mode share should inform the planning of road network capacity. 

• The ACT Government has made a commitment to increasing the mode share of public transport and active travel 
modes.  Providing large amounts of additional capacity for car travel will not encourage mode shift.  However, 
sufficient capacity should be provided to allow for the amount of road traffic expected assuming that the mode 
share targets are met. 

• The impact of future vehicle technologies, particularly connected and autonomous vehicles (CAVs), is currently 
not easily modelled but should be considered in all medium to long term road and public transport network 
planning activities. CAVs are expected to drastically change travel patterns and road network capacities and 
should therefore be considered especially when planning for a transport network that is expected to operate 20-
30 years into the future. 

 



Traffic Operations Modelling 

50 
 

 

VOLUME 1 - ROUTE OPTIONS ASSESSMENT REPORT 
Molonglo East-West Arterial Road Feasibility Study 
and Molonglo Strategic Traffic Study  
Prepared for ACT EPSDD 

SMEC Internal Ref. 3002754 
27 April 2021 
 

9 Traffic Operations Modelling 
9.1 Introduction 
Microsimulation modelling was conducted for Molonglo East-West Arterial using Aimsun Next 8.3. 

9.2 Study Area 
The extents of the study area for the microsimulation modelling is shown in Figure 9-1. In the Base Case it includes 
Tuggeranong Parkway between Cotter Road and Glenloch Interchange and includes the interchanges of Tuggeranong 
Parkway with Cotter Road and Forest Drive. To the east, the John Gorton Drive – Holborow Avenue intersection is 
included. 

 

Figure 9-1  Microsimulation Model Study Area 

9.3 Base Model Calibration 
The Aimsun microsimulation model was calibrated to a 2019 base case for both the weekday AM and weekday PM 
peaks, meeting the requirements of the ACT Microsimulation Modelling Guidelines link and turn volume validation 
targets. In addition, some effort was made to calibrate the peak queue development and propagation at the Cotter 
Road and Forest Drive interchanges. The detail of the base model development and calibration can be found in the 
Base Model Development Report (refer Appendix H). 

9.4 Future Options Scenarios 
The Canberra Strategic Transport Model (CSTM) was used to develop growth for each of the design options between 
2019 and 2041. This growth was applied to the 2019 AM and PM Base Case origin-destination (OD) matrices to obtain 
2041 AM and PM OD matrices for the microsimulation model. For each zone, the relative growth method was 
preferred, with absolute growth used as an alternative if relative growth resulted in an excessive growth rate. The 
total hourly peak volumes in each of the scenarios is shown in Table 9-1. 
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Tuggeranong Parkway performed poorly as a merge and, by agreement with TCCS, was converted to a lane-add with 
an upstream merge on Tuggeranong Parkway from three lanes back to two. Tuggeranong Parkway northbound thus 
takes the following form in all EWA Options as shown in Figure 9-3 on Option 3: 

• Tuggeranong Parkway northbound remains two lanes south of the Cotter Road northbound off-ramp (red) 
• The Cotter Road northbound on-ramp joins as a lane-add, widening Tuggeranong Parkway to three lanes 

(orange) 
• The EWA northbound off-ramp diverges and Tuggeranong Parkway remains three lanes (yellow) 
• Tuggeranong Parkway merges from three lanes to two on approach to the point at which the EWA northbound 

on-ramp joins (green) 
• The EWA northbound on-ramp joins as a lane-add, widening Tuggeranong Parkway back to three lanes (blue) 
• The Forest Drive northbound off-ramp diverges and Tuggeranong Parkway remains three lanes, merging back to 

two before reaching the Forest Drive overpass (purple). 

 
Figure 9-3  Tuggeranong Parkway Northbound Widening 

 

9.4.3 All Options: Cotter Road Interchange and Tuggeranong Parkway Auxiliary Lanes 

The inclusion of East-West Arterial in the road network results in significant changes to travel patterns as discussed in 
Section 8. One of the consequences of this is that there is a large increase in traffic approaching Cotter Road on the 
southbound off-ramp from Tuggeranong Parkway. As such, all the Options scenario models include an upgrade to the 
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Cotter Road – Tuggeranong Parkway southbound ramps intersection. Currently, there are three lanes approaching 
Cotter Road with one dedicated left turn lane, one dedicated right turn lane and a shared lane providing two turning 
lanes for each movement. An upgrade is required to provide two dedicated lanes for each turning movement, along 
with a geometric realignment to improve the turning speeds and hence capacity of each movement, as the turning 
radii are currently reasonably tight. The existing layout is shown in Figure 9-4 while the upgraded layout is shown in 
Figure 9-5. 

 

Figure 9-4  Cotter Road Interchange (Existing) 

 

Figure 9-5  Cotter Road Interchange (Upgraded) 

In addition, auxiliary lanes are required between the EWA and Cotter Road interchanges and two lanes are required 
for the southbound Cotter Road off-ramp exit, as shown in Figure 9-6 for Options 3 and 5 and in Figure 9-7 for Option 
4. 
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In Options 3 and 5, on Tuggeranong Parkway northbound the section between the Cotter Road northbound on-ramp 
and the EWA northbound off-ramp is lane balanced, with a lane-add entering the segment and a ramp diverge leaving 
it. The ramp configuration for Option 4 negates the need for auxiliary lanes by diverting traffic between the two 
interchanges and is described in detail in Section 9.4.5. 

 

Figure 9-6  Tuggeranong Parkway Auxiliary Lanes and Cotter Road SB Off-ramp Detail (Options 3 and 5) 
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Figure 9-7  Tuggeranong Parkway Widening and Cotter Road SB Off-ramp Detail (Option 4) 

9.4.4 EWA Option 3 

Option 3 connects to Tuggeranong Parkway with a fully grade-separated “trumpet” interchange, as shown in Figure 
9-8. 
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Figure 9-8  Option 3 Interchange Overview 

9.4.5 EWA Option 4 

Option 4 connects to Tuggeranong Parkway using semi-direct ramps with a signalised at-grade intersection where the 
southbound off- and on-ramps cross, as shown in Figure 9-9. In addition, the configuration of the ramps between East-
West Arterial and Cotter Road compels vehicles accessing EWA both to and from the south to travel through the 
Cotter Road interchange, as shown in Figure 9-7. 

 

Figure 9-9  Option 4 Interchange Overview 
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9.4.6 EWA Option 5 

Option 5 connects to Tuggeranong Parkway using a conventional split diamond interchange similar to the existing 
Cotter Road interchange, as shown in Figure 9-10. 

 

Figure 9-10  Option 5 Interchange Overview 

9.4.7 EWA Option 6 

Option 6 is a hybrid of Option 3 east of the M3E intersection and Option 5 to the west. As Options 3 and 5 are 
considered very similar west of the M3E intersection from an operational perspective, the operational performance of 
Option 6 is assumed the same as Option 3. Hence, it was not considered necessary to model Option 6 independently 
from Option 3. 

9.5 Performance Assessment 
9.5.1 Overall Network Performance 

The overall network performance statistics for each scenario model are shown in Table 9-2. These show the following 
statistical measures: 

• Demand: The total number of vehicles attempting to use the network during the peak hour 
• Total Travel Distance: The total distance travelled by vehicles in the network (aka Vehicle Kilometres Travelled) 
• Total Travel Time: The total time spent by vehicles in the network (aka Vehicle Hours Travelled), separated into: 

− Released: Time spent by vehicles travelling through the network during the simulation period 
− Unreleased (including unmet demand): Time spent by vehicles that have attempted to enter the network 

but are stuck in their origin zone due to congestion during the simulation period 
• Average Speed: Total Distance divided by Total Travel Time 
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AM, a solid queue is visible propagating from the southbound on-ramp. This queue extends a significant distance 
along EWA. In the PM, Tuggeranong Parkway appears clear because the Cotter Road interchange is overloaded, and 
this causes blockages on Tuggeranong Parkway northbound approaching the interchange. 

 

Figure 9-12  Option 4 2041 Queues (Left: AM, Right: PM) 

9.5.4 EWA Option 5 

The queues at the end of the simulation period are shown in Figure 9-13. Tuggeranong Parkway is busy in both 
periods. In the AM peak, a queue is visible on the southbound on-ramp but it does not propagate through the 
interchange. The demand for the ramp is slightly less in Option 5 than the other options due to the effect of the design 
on the strategic modelling; the route is slightly longer and has more intersections on it, which reduces its capacity in 
the CSTM. The interchange therefore operates well with the modelled traffic but applying the Option 3 traffic to this 
scenario would most likely result in similar queuing to Option 3. 

 

Figure 9-13  Option 5 2041 Queues (Left: AM, Right: PM) 
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9.6 EWA-M3E Intersection Options Modelling (SIDRA Intersection) 
In parallel to the Aimsun microsimulation modelling of the complete EWA alignment, the intersection of East-West 
Arterial with the Molonglo 3E connector road was modelled in two configurations using SIDRA Intersection 8 to 
identify which configuration is likely to offer better performance. As discussed above, these two options are a four-
way intersection and a staggered-T intersection. The lane configurations are broadly similar with lane lengths and 
types selected to optimise performance. Both options have slip lanes for left turns with signalised pedestrian 
crossings. The staggered-T intersection separates the M3E approaches such that any traffic between the two must 
also use a section of EWA, however the benefit it provides is that it can operate with fewer signal phases than the 
four-way intersection and thus each intersection is more efficient. 

9.6.1 Four-way Intersection 

The proposed four-way intersection layout is shown in Figure 9-14. 

 

Figure 9-14  EWA-M3E Four-way Intersection Layout 

The turning volumes for the four-way intersection are taken from the accompanying Option 7 microsimulation model 
and are shown in Figure 9-15. 
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Figure 9-15  EWA-M3E Four-way Intersection Turn Volumes (Left: AM, Right: PM) 

The traffic pattern through the intersection necessitates a signal phasing arrangement that provides additional time 
for the movements between EWA (east) and M3E (north). The selected phasing is shown in Figure 9-16 and is used for 
both 2041 AM and 2041 PM. The green times calculated by SIDRA are included in the phasing summaries in Appendix 
G. 

 

Figure 9-16  EWA-M3E Four-way Intersection Signal Phasing 
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9.6.2 Staggered-T intersection 

The proposed staggered-T intersection layout is shown in Figure 9-17. This layout was modelled using SIDRA 
Intersection’s network modelling functionality, which considers signal coordination & progression and the impact of 
queue propagation between adjacent intersections. 

 

Figure 9-17  EWA-M3E Staggered-T Intersection Layout 

The turning volumes for the four-way intersection are taken from the accompanying Option 7 microsimulation model 
and are shown in Figure 9-18 for 2041 AM and in Figure 9-19 for 2041 PM. 

 

Figure 9-18  EWA-M3E Staggered-T Intersection Turn Volumes (2041 AM) 

 

Figure 9-19  EWA-M3E Staggered-T Intersection Turn Volumes (2041 PM) 
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The traffic pattern through the intersection necessitates a signal phasing arrangement that provides additional time 
for the movements between EWA (east) and M3E (north). The selected phasing is shown in Figure 9-20 for the 
western intersection and for Figure 9-21 for the eastern intersection. This phasing is used for both 2041 AM and 2041 
PM. It can be seen that the staggered-T phasing is much more efficient than the four-way intersection phasing and this 
has benefits in reducing green time lost during phase transitions, while the coordination of the two sites also adds 
some versatility to the phasing. The green times were calculated by SIDRA using the optimum cycle time method are 
included in the phasing summaries in Appendix G. 

 

Figure 9-20  EWA-M3E Staggered-T Intersection Signal Phasing (West) 

 

Figure 9-21  EWA-M3E Staggered-T Intersection Signal Phasing (East) 

9.6.3 Performance Comparison 

The intersection modelling performance results are shown in Table 9-3. The staggered-T intersection results are a 
combination of the individual site results within each network, with the overall network performance included in the 
“Overall” rows of the table. The Level of Service (LoS)for individual intersections is determined from average delay 
using the Delay (RTA NSW) method while LoS for networks is determined from speed efficiency, which is a measure of 
the average speed as a proportion of desired speed. The reported LoS for “Overall” thus includes the network speed 
efficiency result. 

The SIDRA modelling indicates that the staggered-T option performs significantly better than the four-way option in 
the 2041 AM peak period, with less than half the overall delay and 95th percentile queues on the west and north 
approaches that are approximately 300 metres shorter. The staggered-T option also outperforms the four-way option 
in the 2041 PM peak period but to a lesser degree. 
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• Line and pavement marking 
• Road signage 
• Signalised intersection works on Tuggeranong Parkway Intersection as indicated on drawings 
• Preliminaries (15%) 
• Traffic Management (6%) 
• Design and Management Fees (15%) 
• Procurement and Project Management Fees (12%) 

10.2.2 Estimate Exclusions 

The order of cost estimate for each of the project options excludes the following items: 

• Escalation beyond estimate date 
• New In-ground services 
• Diversion / Relocation of existing services 
• Demolition of existing services 
• 2 lane cycle highway - Assumed delivered under separate project 
• Tuggeranong Parkway northbound third lane - Assumed delivered under separate project 
• Alterations to Tuggeranong Parkway to suit new bridge works over Molonglo River - Assumed delivered 

under separate project 
• Cotter Road connector road onto Tuggeranong Parkway – Assumed delivered under separate project 
• Signalised intersection for connector road into residential area 
• Signalised intersection with the Molonglo 3 East connector road 
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11 Multi Criteria Analysis  
11.1 Multi Criteria Analysis 
A multi criteria analysis is an evaluation procedure that is used to assess a suite of options in an effort identify the 
most appropriate option for further consideration. The analysis can consider both quantifiable measures and 
intangible (qualitative) criteria together to create a comparative score for each of the considered options, with the 
highest scoring option being the most appropriate for further consideration and development. 

The MCA process scores each option against a set of criteria that have been identified as important in the context of 
the project. Through consultation with the assessment team, these criteria are agreed and weighted as function of 
their relative importance and relevance to the project, with the product of score and weighting for each criteria 
aggregated for each option to generate an overall score. 

A multi criteria analysis with associated options development and an evaluation workshop was used on the EWA study 
to comparatively evaluative the four project options and identify a preferred option. The MCA method identified in 
the Transport for NSW Principles and Guidelines for Economic Appraisal of Transport Investment and Initiatives (June 
2018) was adopted for the East West Arterial studyy, consisting of the following steps: 

1) Define Objectives & Options 

2) Define Criteria  

3) Weight Criteria  

4) Options Scoring 

5) Aggregate Results & Rank 

6) Sensitivity Analysis 

The identified objective of the MCA was to engage with key stakeholders to assess the relative merits of the 
developed options and their elements to identify a preferred option 

11.2 Workshop Details 
A Multi Criteria Analysis (MCA) workshop was held on the 11th June 2020.  It was hosted in a virtual environment 
through the MS Teams platform and attended by the following project team members and key stakeholder 
representatives: 

• 
• 
• 
• 
• 
• 
• 
• 
• 
• 
• 
• 

The workshop provided attendees with briefing on the constraints, planning and transport context of the EWA, 
presentation of the options, an outline of the MCA process, discussion on the proposed MCA weightings, and finally a 
session on scoring the options. The workshop presentation, including annotated findings is included in Appendix J. 
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12 Conclusions and Next Steps 
12.1 Study Findings 
12.1.1 Constraints analysis 

This Options Study has identified numerous constraints that exist within the envelope of the various EWA corridor 
options. These constraints include: 

• Geotechnical considerations  
• Planning requirements (both Territory and National) 
• Local ecology 
• Heritage values 
• Contamination 

Some of these constraints are significant and have impacted on the design development and options selection 
process. Consultation has been undertaken with relevant stakeholders to better understand the nature of these 
constraints and inform the optioneering process. 

12.1.2 Options Development 

The options assessment process has involved the development of four discrete options for the EWA and the 
associated interchange with the Tuggeranong Parkway. Strategic traffic modelling has indicated that a single two-lane 
carriageway is sufficient for forecast volumes west of the M3E connector road, and a dual carriageway is required to 
the east. Microsimulation modelling indicates that all the options are viable from an operation perspective, although 
further analysis is required to ensure that weave lengths on the Tuggeranong Parkway and EWA are sufficient.  

12.1.3 Options Assessment 

A multicriteria analysis of the four options was undertaken to identify a candidate for a preferred option to be taken 
to strategic design. An initial assessment in an MCA workshop of Options 3-5 was inconclusive and failed to identify a 
clear stand out option. In response, a hybrid of Options 3 and 5 was developed that combined the strongest 
performing features of the two constituent options. Upon further multi criteria analysis, Option 6 was found to be 
demonstrably the strongest option for the considered criteria. 

12.2 Next Steps 
12.2.1 Preferred Option 

Option 6 as described in this Options Study is considered the preferred candidate option to proceed to further design. 
Ratification of Option 6 as the preferred option was confirmed by EPSDD and IDPG on 23 July 2020. 

12.2.2 Strategic Design  

Volume 2 of this Feasibility Study documents the strategic design of the preferred option. There are several items that 
will addressed as part of the strategic design development, including: 

• Final microsimulation traffic modelling of the preferred option 
• Weave analysis of conflicting vehicle movements on: 

1) Both directions of the Tuggeranong Parkway between the EWA interchange and the Cotter Rd 
interchange 

2) The westbound direction of the EWA between the Tuggeranong Parkway and the M3E connector road 
• Refinement of the EWA alignment to improve geometric outcomes and material balance and testing of cross 

road geometry 
• Provision of increased road design detail on the EWA alignment 
• Bridge design of the Molonglo River Bridge and the Tuggeranong Parkway bridge 
• Commentary on potential landscape provisions  
• Further consultation with stakeholders 
• Further consideration of utility impacts 
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• Noise modelling of the EWA alignment  

Further to the development of the strategic design, Volume 2 of the Feasibility Study will report on the order of cost 
estimates for the preferred option and investigate the economic viability of the EWA. 
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