New Wilks Road interchange — RECOMMENDED OPTION

RECOMMENDED
\(I)VI':I-II(-IOFF{‘J FgR Risks and Opportunities
; RS noa » Risk of works in the vicinity of the North Shore Airport and associated impacts on
|nterChange operation.
» Risk that the interchange places pressure on rural zoned land to the North East of the
interchange to urbanise.
Interdependencies
+ Interdependency with the'\Redvale interchange and service road arrangement
providing access to thedVlotorway service centre
PROJECT » Interdependengy with'the New Connection between Dairy Flat Highway and
ALIGNMENT Wilks Road
Investment Objectives Alignment
Improve productivity of the SH1 corridor between Albany and Provides accessibility for the Silverdale West industrial structure plan area to the strategic road
Silverdale. network.

Ceontributes to an increase in the proportion of employment accessible by private vehicles increases in
each of the time intervals assessed. Within 15 mins there is a 27% increase and within 30 mins there is
a 2% increase.

Improve reliability and resilience of the SH1 corridor between Provides connectivity to the SH1 corridor for business within Silverdale west.
| Albany and Silverdale for general vehicles and freight.
-+
Support the transition to a reduced reliance on SOV travel by Interchange provides for all transport modes including separated active mode facilities.
providing a high quality, low carbon transport netwerk
Integration: Integration with both the transport network and the Provision of high quality strategic access supports development of industrial land.
timing and pace of development in the area. Project enables heavy vehicles from the industrial area to gain access to SH1 without needing to travel

through the neighbouring residential areas.

Contribution to climate change response

Climate Elimination of this project would have adverse effects involving increase VKT and time in congestion. The Option assessment considered multiple locations. The
Change recommended option performed best from an embodied carbon and equally well from an enabled carbon perspective.
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Improvements to the existing Silverdale interchange

ﬁ"“": é
Siterdale Vest i ¥ GAP ANALYSIS OPTION ASSESSMENT: PROCESS
e S PURPOSE » No gaps identified. Optioneering considered . '
; adequate to progress to route refinement 1. Constraints mapping undertaken
Silverdale
ﬂ 2 ilrr:errg\r;:;%its 2. Interchange form and function undertaken
i rievrostimion CONSTRAINTS
Upgrades to the P9 i = X/ 3. Consideration of active mode treatment
eXiSting Silverdale A all modes Silverdale Interchange \O N
Study Area 2 %
Interchange \ A | 4 Constraints led design undertaken for the
— ;
Existing Designation ’ ’ prO]eCt
6759 - State Highway 7
oy Bawden B 1 - Silverdale - 4 '
o e Existing Designation
Oy, 6760 - State Highway 1
gy - Redvale to Silverdale
bn:r‘wk] :1, ) ‘
Y, .
@\/ = U
1
A -~ il
’ Goldwater Drive
Comest® NN fd Albany \,  Browns Bay , ] l )
| Albany - o ' I
Dairy Blat Highway Flood Plains
g, W i
Existing®esignation 1480
WPife Valley Road South
CORRIDOR FORM AND FUNCTION S Daky Fit Highwey i
dpgrade
« Two general traffic lanes each direction A - -
» Separated active mode facilities Legend % T
. 50 kph in future = Culvert [Tl Business- General Business Zone
~ Open watercourse [T Future Urban Zone
[ Flood Plains [T] Residential - Mixed Housing Urban Zone
|| Indigenous Vegetation (Non-SEA) B Open Space - Informal Recreation Zone
Potential Natural Wetlands | Open Space - Sport and Active Recreation
QEll Covenant Zone
Significant Ecological Areas Overlay
[0 Existing Designations




Improvements to the existing Silverdale interchange - EMERGING PREFERRED OPTION DEVELOPMENT

ACTIVE MODE TREATMENT DESIGN REFINEMENTS
Option Commentary sl During the option development phase, the following design refinements were
made:
Upgrade to Silverdale Interchange — active mode bridge options
North side of main | ~This option doesn't provide an efficient and safe connection for active mode users = + Geometric refinemenis to active mode connections to Dairy Flat Highway and
interchange using the cycle facilities that are anticipated to exist on both the northern and southern ihi [ b X H H
sides of Deiry Flat Highway and Hibiseus Coast Highway. Hibiscus Coast Highway from each active mode bridge.
South side of main | -This option doesn't provide an efficient and safe connection for active mode users 3] » Refinements to minimise property effects outside the existing road reserve.
interchange using the cycle facilities that are anticipated to exist on both the northern and southern \ ’

sides of Dairy Flat Highway and Hibiscus Coast Highway.

+ Consgideration of the Small Road access on south-east side of interchange.
Both sides side of | -There are currently limited east-west connections between Dairy Flat Highway and v
main interchange | Silverdale.

~There are expected to be future active mode facilities on both the northern and
southem sides of Dairy Flat Highway and Hibiscus Coast Highway

-The New Walking and Cycling Path along SH1 to crosses the SH1 corridor (West to
East) in this location. This requires a crossing to the north of the interchange.

-The Hibiscus Coast Bus Station (Park and Ride) is expected to remain in place within
Silverdale for the foreseeable future — at least until the main RTC is operational. This
creates demand for a crossing facility on the south of the interchange.

INTEHEHANGE FARMASSESSMENT MATTERS TO CONSIDER FURTHER IN FUTURE DETAILED DESIGN

Commentary

Silverdale Interchange O\ Design Parameters g:t_r:‘pglexity

-Equally preferred from an operational perspective as gyratory — preferred over trafﬁc_v!aig‘l_llaﬂe‘ls;
-Selecti f roundabouts I( ith grade ted active mode: Id prévide flexibili . - v - . . .
foundabouts: | e ko f ey, e A = Consideration of interim staging options for Public transport to M

-Potential for vehicles to use roundabouts for u-turning which is an adverse outéome according to i H
S Badbak reduce bus travel time through the interchange

-Equally preferred from an operational perspective as roundabouts — preferred over traffic signals. Consideration of upgrade staging M
-Selection of roundabouts or a gyratory with grade separated active modes would provide flexibility
Gyratory in the footprint to accommodate future signalisation, if necessary. v
-A ‘gyratory’ configuration was preferred by SME's, as his removed the potential for re-circulating
{u-turning) vehicles that can be associated with roundabouts.

-Less preferred than roundabouts and gyratory configurations from an operational perspective.
-Less opportunity to accommodate roundabout or gyratory configurations within a traffic signal

Traffic designated footprint. E3|
signals




Improvements to the existing Silverdale interchange — RECOMMENDED OPTION

RECOMMENDED OPTION

PROJECT ALIGNMENT

Investment Objectives

Alignment

Improve the access of people to ecéanomic
and social opportunities for movements
through the Silverdale interchange:

Provision of active mode facilities across the
interchange linking people and jobs via safe and
separated facilities.

Improved accessibility between the existing urban
area and the FUZ area on the west.

Improve the reliability, of people movement
through the interehange

Reduced congestion will improve reliability of the
interchange and east-west connection between
urban areas.

Support transformational mode share and a
low carborrtransport network in the North

Provision of active modes through the interchange
will encourage active mode trips and contribute to

ineluding’the provision of high-quality active | the overall mode share of 20% for active modes.
medefacilities through the interchange

Risks and Opportunities

« Opportunity for a staged implementation to respond to
a staged development of the FUZ land to the west.

» Opportunities for value engineering / consolidation of
walking and cycling components.

Contribute to the operation of an Recommended intersection form for a ‘Safe System’
interchange that is free of deaths and which minimises the risk of deaths and serious
serious injuries. injuries at the intersection.

Contribution to climate change response

Removal of this project from the network would severely compromise several key outcomes for the
network by increasing congestion and journey time, causing east-west severance, and negative effects

Interdependencies
@[l on the HBC bus station.

 Independency with Dairy Flat Highway upgrade.

» Forms the east — west crossing for the SH1 walking
and cycling path so needs to be in place for this
project.

Change

Option development has looked to make best use of existing infrastructure.
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Upgrade to Pine Valley Road

O i PURPOSE
S Mildsle [ Milwater Improve the existing
© east-west connection
Rt for all modes between
> i j <wee. Kahikatea Flat Road
/ and the new Argent

Silverdale West

'/ Lane Connection that
) runs through Milldale.
!
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LAND USE

» Land use in the catchment is mostly Future Urban Zone.
« Spatial land use strategy identifies a potential local centre
south of Pine Valley Road

GAP ANALYSIS

« The gap analysis identified the need to test an
option at the eastern end of the corridor.

« Aneed to consider options/designs that avoid
(where practicable) and otherwise minimise
impacts on SEA around WEiti Stream.

CONSTRAINTS

area

Legend

w [ndicative Business case Recommended
option

— Open watercourse

[ Flood Plains

[7 Indigenous Vegetation (Non-SEA)

[ Potential Natural Wetlands

Outstanding Natural Landscapes Overlay
Significant Ecological Areas Overlay
QEll Covenant Area

[0 Designations

Landscape and SEA

e

)
4 / N
Outstanding Natural v A

s

Milldale K,

RN

Existing Désignatith

Dairy Flat
Highway

0 02 0.4km

[] Future Urban Zone

[C] Rural - Countryside Living Zone

[[] Residential - Mixed Housing Urban Zone

[T] Special Purpose Zone

[Z] Rural - Mixed Rural Zone

[] Residential - Mixed Housing Suburban
Zone

[] Residential - Single House Zone

B Open Space - Conservation Zone

== DBC Study Area for optioneering

CORRIDOR FORM AND FUNCTION

» Single traffic lane in either direction for
general vehicles and public transport

» Dedicated walking and cycling facilities will
be provided along the corridor.

» Posted speed limit will be 50 km/hr.

Indicative 24m cross section

OPTION ASSESSMENT: PROCESS

1. Constraints mapping undertaken

2. Optioneering scope narrowed to the
existing road corridor following review of
constraints and existing designation for
New Pine Valley Road

3. Single option developed using a targeted
MCA and constraints-led design
approach




Upgrade to Pine Valley Road — ROUTE REFINEMENT AND ASSESSMENT

EMERGING PREFERRED OPTION - Hybrid option

« S1 - Road Widening to the north - to avoid the
stream / floodplain and wetlands running parallel to
south side of road and to minimise number of
properties impacted.

« S2 - Road Widening more to the South - to avoid
SEA and Esplanade Reserve along WEiti

« 83 - Road Widening on both sides — no significant
constraints but consider avoiding wetlands and
streams nearby where possible. Consider opportunity
to use recently constructed roundabouts on eastern
side of the alignment.

3d Natural hazards

1é H.eritage‘” No known issues. 2\ /Nb known issues. No known issues.
2a. Land use futures |FUZboth sides " As for Widen both sides As for Widen both sides
Will need to tie into existing designati
1479 at eastem end’ roul uts
have recently been Potential
for a section of road ( e of scope)
at the eastern off in the
2b. Urban design No key issues.
2d Social cohesion; Similar number
of properties
Land affected either side of
2c. an oL
requirement
3b. ;ﬂoodplains on both sides of road of a similar Floodplains on both sides of road of Floodplains on both sides
Stormwater/flooding size. a similar size. of road of a similar size.
3c. Ecology Some areas of potential
wetland. Similar on both
sides of the road.

Non-SEA indigenous
forest is on

south where WEéiti tributar
y crosses under the road.

As for Widen to North

Western section of the route has
steep topography on the southern
side and the central

section, steep topography on

Western section of the route has steep
topography on the southemn side and the
central section, steep topography on the

5a Construction north. This corresponds to the stream

impacts on alignment which is parallel along the the north. This corresponds
utilities/infrastructure  route. Widening both sides will reduce the  to the stream alignment which is pa
extents of the batters. rallel along the route. Impact

of widening on one side may result

6a Construction in larger batters.

cost/risk
. High/significant constraints or potential effects (avoid where practicable)
Moderate constraints or potential effects present (consider avoiding on balance with other issues)

No key constraints present or potentially low adverse/positive effects

No Known issues :
As for Widen both sides

No key issues

Similar number of properties
affected either side of road

Floodplains on both sides
of road of a similar size.

Some areas of potential
wetland. Similar on both sides
of the road.

Western section of the

route has topography on
the southemn side and the
central section, steep
topography on the north. This
corresponds to the stream
alignment which is parallel
along the route. Widening both
sides will reduce the extents of
the batters.




Upgrade to Pine Valley Road — EMERGING PREFERRED OPTION DEVELOPMENT

HOW SOLUTION MEETS FUTURE MODAL PRIORITY

« Provision for separated cycle
facilities and footpaths along the
length of the corridor to connect
key destinations.

« Retention of existing level of
traffic capacity i.e. one lane in
each direction.

«  Carefully manage existing vehicle I
access points to remove conflicts

with walking & cycling £ m o ¢ @
e O

movements. Additionally, safe

crossing facilities are required.
Future Modal Priority

INTERSECTION FORM ASSESSMENT

Existing (if Future — SGA
relevant) Recommendation

1 — Pine Valley Road (SGA 24m 2-  Priority

lane arterial) / Old Pine Valley
Road (Local Road) QQ~

2 — Pine Valley Road (SGA 24m 2-  Periority Priority Controlled (SME
lane arterial) / Young Access feedback to
(Local Road) convert intersection to

Single-Lane Roundabout)

DESIGN REFINEMENTS

During the design refinement stage, the following key refinements were made to Option 1:

«  Within the eastern portion (S3) the design refinement looked to minimise effects on a water
feature on the southern side-6f\Pine Valley Road through shifting the alignment to the north.

+  Within the central portion. ;(82) the design refinement looked to minimise effects to the stream on
the northern side of RineyValley Road through shifting the alignment to the south where
necessary to avoiththe-rieed for stream diversions.

+  The Young Ac€esS Road roundabout was shifted to the south to minimise impacts on the SEA.

CONSULTATION FEEDBACK

An emerging preferred option was consulted on with the Public in July to August 2022. There was
limited community feedback on this project which included the following:

/" General strong support for planning of future road upgrades

+ Highlighting the importance of Pine Valley Road as a connection to the surrounding rural
hinterland and advocated for upgrade of the full length of the road.

+ As the proposed upgrade does not add traffic capacity, the form and function of Pine Valley to the
west of the study area is considered appropriate for future use.

MATTERS TO CONSIDER FURTHER IN FUTURE DETAILED DESIGN

Design Parameters Complexity
Rating

Provision of an appropriate transition between the urban and rural M
environment at the western extent of the project.

Integration of earthworks with surrounding development L




Upgrade to Pine Valley Road - RECOMMENDED OPTION

RECOMMENDED OPTION FOR
Pine Valley Road

Risks and Opportunities
*  Opportunities for developers to
contribute to implementation.
»  Opportunity for connection to a

Rapid Transit station for local bus
services via Pine Valley Road.

Interdependencies

» Interdependency with the upgrade
of Old Pine Valley Road / Argent
Lane intersection.

PROJECT ALIGNMENT

Sorre o] | MOT FOR CONSTRUCTION

Investment Objectives

Alignment

Improve access to economic and social opportunities by providing an
integrated multi-modal corridor along Pine Valley Road

Existing rural corridor is upgraded to a multimodal urban arterial. The new walking and cycling paths will
improve access for the future residential zoning and potential local centre to Argent lane and Dairy Flat
Highway helping to reduce the need for private vehicle trips for short distances.

Contribution to 48% increase in jobs accessible via active modes within 10 min for the Wainui area.

Support transformational mode share in the North by previding a high
quality, low carbon transport network

Provision of a contiguous active mode facility to connect into the walking and cycling networks for the rest
of the FUZ area.
Contribution to 71% of FUZ area within 400m of dedicated separated active mode facilities.

Provide corridor protection to support planned/growth and flexibly enable
future land use and transport integration

Intersection upgrades to support active mode permeability across the corridor. Integrates with proposed
centres in Silverdale West and a future RTC station in the area.

Contribution to climate change response

Climate

Change

similar outcomes from an enabled carbon perspective.

As the Pine Valley Road corridor is an existing road, eliminating this project would reduce road safety, create an incomplete network of active modes in the northern growth area and reduce
active mode travel for short trips resulting in a higher reliance on private vehicle use (enabled emissions).
The recommended route seeks to avoid key constraints and as such represents the option with the lowest climate change resilience risk and lowest embodied carbon. All options delivered
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New connection between Milldale and Grand Drive (Upper Orewa Road Extension)

PURPOSE

» The corridor

seecese/ Dt Orewd provides a north-
_— { | g8 south connection
O \ o for all modes
| s between Wainui
J O
wo\«u‘“d / “Ra R Road and the
Milldale Miliwater g"\ Grand Drive
§" Interchange.
LAND USE
:
Ara hills
development | Future Urban Zone
i Residential - Terrace
| T Housing and
l‘ Apartment Buildings
| ‘ o Mixed House
4 | | & o B Urban Zone
‘-“"“\‘r 7 ; = - Business - Light
( Industry Zone
T L .
A v
o 1 1'\ MOE future
==’ school site

Land use in the catchment is mostly Future Urban Zone.

Ara Hills development has some consented development at the
northern end. Mix of either residential (urban) or neighbourhood
centre.

Ministry of Education have purchased land to west for a school
(ECE, Primary and secondary)

GAP ANALYSIS

« The gap analysis concluded that the IBC was
sufficient in considering options

« Highlighted the need to consider the new NPSs for
Freshwater and UD and consider private
developments in the area

CONSTRAI NTS

9366 - Orewa Reservnori
; 4
2 Z
o’ 4
e }i

NG ] ) Existing Desngna{ion <
/S 6761 - NZTA i

L o —@&(L%

>,I
o\
Lkegend b &

== |ndicative Business case Recommended [] Future Urban Zone

0.4km

option [] Residential - Large Lot Zone
-~ Open watercourse [ Rural - Countryside Living Zone
£ Flood Plains [Z] Residential - Mixed Housing Urban Zone

| Indigenous Vegetation (Non-SEA)
Potential Natural Wetlands
== Rural Urban Boundary
Significant Ecological Areas Overlay
Flood Prone Areas
Z) Outstanding Natural Landscapes
Overlay
] Designations

[7] Rural - Mixed Rural Zone

[7] Rural - Rural Production Zone

[_] Open Space - Sport and Active Recreation
Zone

B Open Space - Conservation Zone

7] Open Space - Informal Recreation Zone

CORRIDOR FORM AND FUNCTION

« At northern end (through Ara Hills), 30m four
lane arterial with separated active modes and
bus lanes.

» South of Ara hills, the corridor is to provide one
lane in each direction.

» Dedicated walking and cycling facilities will be
provided along the corridor.

» Posted speed limit will be 50 km/hr.

Indicative 24m cross section

OPTION ASSESSMENT: PROCESS

« Constraints mapping

» Route option development — development of
route options for MCA analysis

» Route option assessment— MCA of the route
options

» Targeted MCA and Constraints led assessment
of the common Upper Orewa Road upgrade
segment of the project




New connection between Milldale and Grand Drive (Upper Orewa Road Extension) — MCA option assessment

OPTIONS CONSIDERED MCA ASSESSMENT

Qpﬂﬁh'fzi MCA Criteria Option A Option B

Investment Objective 1 - Access: Access to ecoriemic and social
opportunities in Wainui East will be limitedvif this connection is not
provided

Investment Objective 2 - ResilienceyErable reliable and resilient people
movement

Investment Objective 3 - Travel Choice: Support transformational mode
share in the North bysproviding a high quality, safe and attractive
movement of pedple.

Non-scored criteria assessment:

« Value for money - Option A preferred, as Option B has significantly more llier il
earthworks than Option 1 (in the order of $15m more expensive) ['2d. Social cohesion
« Manawhenua preference — Option B supported by those Manawhenya 26. Human health and wellbeing
who have identified a preference
3a. Landscape / visual
EMERGING PREFERRED - OPTION B 3b. Stormwater/flooding
« Performs best from an effects perspective. se-Ecolagy
» |Is more expensive however provides greater opportunity for 3d. Natural hazards
integration with development of the FUZ land.
» Option B aligns with Manawhenua preferences. 8= Consticion impacts on liiies it

» Opportunity for protection of this corridor through alternative

means to a NOR 5b. Construction disruption

6a. Construction costs / risk / value capture




New connection between Milldale and Grand Drive (Upper Orewa Road Extension) — Emerging preferred option development

HOW SOLUTION MEETS FUTURE MODAL PRIORITY DESIGN REFINEMENTS
. . « Refinements to alignment in northern section due to sight distance
Provision for separated cycle requirements at the Ara Hills tie in point and to tie-in with land set aside by Ara
facilities and footpaths along the 6 Hills developer.

length of the corridor to connect

: A «  Structure allowed4or'to span the Orewa River.
active modes to key destinations.

«  Steepen grades§ ofyoad of northern portion (8%) to minimise the earthworks

»  Provision for a single traffic lane for
private vehicles and public transport
services.
»  Carefully manage existing vehicle
access points to remove conflicts CONSULTATION FEEDBACK
with walking & cycling movements.
Additionally, safe crossing facilities 2 & N o o ¢ @ An emerging preferred option was consulted on with the Public in July to August 2022.
are required. There was limited community feedback on this project which included the following:

Future Modal Priority
»/General strong support for planning of future road upgrades

INTERSECTION FORM ASSESSMENT

Intersection Existing (if Future — SGA MATTERS TO CONSIDER FURTHER IN FUTURE DETAILED DESIGN
relevant) Recommendation
1 — Upper Orewa Priority Roundabout Design Parameters Complexity
Road and Wainui Rating
Road
— Integration of the horizontal and vertical alignment with the M
g‘ HEgor G Faiosity! Raundabout development on either side of the road to reduce earthworks
oad and Russel
Road Consideration of interface with the future School site M




s -

=

PROJECT ALIGNMENT

Risks and Opportunities Interdependencies

«  Opportunity tontegrate with a » Interdependency with the Ara
future schogl with'high quality Hills Development Road 1
active modedand PT facilities

«  Opportunity'to reduce impacts
throughrdesign changes

« Regional consenting risk due to
highearthworks and interaction
with Orewa River tributaries.

Investment Objectives

Alighment

Enable access to economic and social opportunities by
providing a new integrated multi-modal corridor

New r0ad corridor providing connectivity for all modes between the Future Urban development area and

SH1 Grand Drive interchange in the north and Wainui Road in the South. This route provides

connectivity for residential development, a neighbourhood centre and a future school site.

Contribution to 48% increase in jobs accessible via active modes within 10 min for the Wainui area.

Support transformational mode share in the North by
providing a high quality, low carbon transport network

Provision of a contiguous active mode facility to connect between the existing communities in Orewa, the
new growth area and a future school site. Connects to wider roading network to extend the future bus
service offerings and further support mode shift.

Contribution to 71% of FUZ area within 400m of dedicated separated active mode facilities.

Enable reliable and resilient people movement

Location of the corridor provides effective access to Future Urban Zone to the West of Ara Hills. Corridor
provides a N-S connection for local trips reducing the reliance on the SH1 corridor.

Climate Change

Contribution to climate change response

Currently no active mode or public transport connection is provided between Grand Drive and Wainui Road. Without this connection there will be reduced accessibility to
the proposed Hall Farm development and Wainui East for both feeder buses and active modes.

The recommended option requires additional embodied carbon for construction however provides better infrastructure resilience and is considered to better provide for
access to surrounding road which could reduce the need for local roads when developed.
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Upgrade to Dairy Flat Highway between Silverdale interchange and Dairy Flat
PURPOSE CONSTRAINTS

i — - GAP ANALYSIS
Dairy Flat Highway forms an important north- ?j/" 5= S B  The gap analysis concluded that the IBC was sufficient in considering
south connection on the North network s -{l._m £ options proportionate to the scale of impacts and is not subject to any
providing connection to the existing urban { f,/,.— 1% 8 Segment § e new information which requires a ‘corridor’ level of assessment to be
areas, Silverdale West industrial area, Dairy A s ol C undertaken
Flat Future Urban area. The corridor forms a //» :,’ ' g  Furthéronsider NPSs and ways to minmise/avoid effects on sensitive
strategically important connection to Albany _,;%3 Tl receiving environments (heritage features, streams, natural wetlands
and forms an alternative North south link to the U;,",.k,,;,,,,,,.,",‘na, g /- and an Outstanding Natural Landscape near Green Road Park).
SH1 COI’I’IdOI’ _ Highway Intersection . g ..\/L

CORRIDOR FORM AND FUNCTION

« A mixture between the 30m 4 lane arterial cross section and a 29m
two lane rural edge treatment.

» Posted speed limit will be 50 km/hr. within urban areas and 60km/h in
rural edge sections.
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nd ECE (Designated)
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\% o OPTION ASSESSMENT: PROCESS
.88 o %, 2 AY - / : f
3%~ = 8 f’ 3 4 = { 7\ . : < 3 .
5K \f Lisiend o o3 osmil The following steps were undertaken:
= = Indicaive Business case Recommended [ Fuwre Urban Zone 1. Targeted MCA and Constraints led assessment by sections of the
\. option B Residential -Terrace Housing and Apartment .
ad \ Open watercourse Buildings Zone Corrldor
% E : Aw?“mm \ I Flood Plains [ Residential - Mixed Housing Suburban Zone x A
% Indigenous Vegetation (Non-SEA) [ Resid | - Mixed H Urban 2
- t«% or/,"y Qd | Potential Natural Wetlands ,: HZ::)IE:::M R:lalZ::e”ng i 2' Development Of a Slngle Optlon
x ~ -+ Rural Urban Boundary 1 Rural - Rural Production Zone
Significant Ecological Areas Qverlay [l Open Space - Informal Recreation Zone
Flood Prone Areas |1 Open Space - Sport and Active Recreation
2 outstanding Natural Landscapes Zone

Overlay




Upgrade to Dairy Flat Highway between Silverdale interchange and Dairy Flat

OPTIONS CONSIDERED
 Corridor considered in 4 segments

» Within each segment, con

‘dale West N

_ —
Widen both ~_—=
sides

: ‘

sideration was given to widening the corridor to-the West, East and on both sides

\»V‘ g

Silverdale >,
Segment 1 — Silverdale to Wid th sides Lowest impact on surrounding
Wilks (widen where practical land/constraints
archaeological sites)
LOR

Widen to East

Segment 2 — Wilks to Hold the rural edge and minimise

Redvale

l

Widen to

Widen both
side or north

astCoasgpg

(widen to west where
possible around Dairy Flat
School)

Richards Road
Segment 3 — ichard Road
to Bawden

Segment 4 — Bawden Road
to Durey Road

impacts on industrial/rural property

v}
’,/“;',J?Eksffl\ﬁ/ay

Lowest impact on surrounding land
while minimising effects on
potential wetlands and floodplains
and the Outstanding natural
heritage area

Hybrid- Combination
of widening both side
and widening to the
north

Widen both sides Lowest impact on surrounding

land/constraints

AW




Upgrade to Dairy Flat Highway between Silverdale interchange and Dairy Flat

HOW SOLUTION MEETS FUTURE MODAL PRIORITY DESIGN REFINEMENTS

«  Provision for separated cycle facilities and footpaths along the length of the corridor to During the design refinement stage, the following key changes were made to the alignment:
connect active modes to key destinations.

< Seciti ] d 2 will the fut industrial ‘h h freight priori . Widening around the Dairy Flat School was shifted to west to minimise impacts on the school carpark.
ection 1 an WI. serve : e future In U.S r!a area, e'nce ave a freight priority . Consideration was given to the location of the Dairy Flat Highway / Postman Road intersection due to impacts on the Tennis
. Increased pedestrian, cycling and bus priority on Sections 3 and 4 due to land use Club. Due to constraints in this locatiom,the existing intersection location was maintained.
IS : 5 i : L Adjustments to the horizontal and Vertical alignment and proposed physical works (bridges and retaining walls) were
mf:;i“g::al Priority - Silverdaleto f: ;’i;::::’éz:: e f: g"::::;f::"mw T undertaken to minimise effects/on floadplains and streams in the vicinity of the Bawden Road and Green Road intersections.
£ Adjustments to Physical works't@ misiimise impacts on the Outstanding Natural Landscape area south of Dairy Flat Highway.

. Wilks Road / DFH interseftiopsis pushed further to South west to minimise impacts on heritage site (Wade Junction Hotel
archaeological site).

L Some additional encroachment over the Rural Urban Boundary to reduce impacts on dwellings on the east where western
property impactsaivere low.
I I I I . Active mode faciliti€s through existing industrial centre area included on both sides of road.

S My B A S R e '* i CONSULTATION FEEDBACK
An emerging preferred option was consulted on with the Public in July to August 2022. There was limited community feedback on
INTERSECTION FORM ASSESSMENT this project which included the following:
General strong support for planning of future road upgrades

Safety improvements and a speed reduction are needed

The need for appropriate intersection treatments

The proposed upgrade of this corridor will change the nature of the Dairy Flat Highway, by reducing speed and treating
intersections in an appropriate manner.

% Y LA
i}
) .
A
F i

Dual Lane Roundabout

R
DI

Single Lane Roundabout

""" ) / @  sionalised intersection MATTERS TO CONSIDER FURTHER IN FUTURE DETAILED DESIGN
2
! ) Priority Controlled Desian Parameters Complexity
3 ¢ '{: O Intersection 9 Rating
' . Leftin / L&t Consider opportuqities tq integrate rogd upgrade with neighbouring M
& development on either side of the corridor
4 @ Dual-lane Roundabout Consider localised narrowing of the corridor to reduce effects on M
: (Signalised intersection sensitive areas.
A will be tested within the
/ ) ‘ footprint) Consider a staging approach to manage road space and influence L
¥

travel behaviour as the area develops




Upgrade to Dairy Flat Highway between Silverdale interchange and Dairy Flat

RECOMMENDED OPTION
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RISKS and
OPPORTUNITIES INTERDEPENDENCIES
»  Opportunity to reduce + Interdependency with

impacts through design
changes

«  Opportunity for
developers to contribute
to construction costs

» Archaeological impacts

upgrade to DFH in the
rural section south of
Durey Road

Upgrade of DFH and
New Pine Valley Road
by AT

PROJECT ALIGNMENT

Investment Objectives

Alignment

Improve access to economic
and social opportunities by
providing an integrated multi-
modal corridor along Dairy
Flat Highway

Contribution to an improvement in access to jobs via active modes and
Public transport. In the Wainui area, an 48% increase in jobs accessible via
active modes'within 10 min for the Wainui area. A 48% increase in jobs
accessiblewithin 30min via Public Transport.

[nythe Dairy Flat area, an 100% increase in jobs accessible via active modes
within 10 min. More than a 100% increase in jobs accessible within 30min
via Public Transport.

Enable reliable people and
freight movement

Provides a strategic facility providing access between Silverdale, future
employment areas, residential land and future centres.

Corridor has been raised in a number of locations to provide resilience to
flooding (designed to meet Q100 levels).

Support transformational
mode share in the North by
providing a high quality, low
carbon transport network

Provision of a contiguous active mode facility to connect into the walking
and cycling networks for the rest of the FUZ area.

Bus Priority measures providing contribution to an overall mode share of
33% for public transport.

Provide corridor protection to
support planned growth and
flexibly enable future land
use and transport integration

v
K

Provision of high-quality strategic access supports development of adjoining
land. Contribution to 49% of FUZ area within 400m of dedicated separated
active mode facilities.

Contribution to climate change response

Climate

Change

carbon perspective.

Dairy Flat Highway is an existing arterial road therefore elimination of this project is not viable. The
recommended route seeks to avoid key constraints and as such balances the option with the lowest climate
change resilience risk and lowest embodied carbon. All options delivered similar outcomes from an enabled
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New Connection From Dairy Flat Highway to Wilks Road

PURPOSE CORRIDOR FORM AND FUNCTION GAP ASSESSMENT
To provide an improved )
east-west connection Segment 1 — Kahikatea Flat Road to Postman The gap analysis found the following:
tsh.’ ough theeanie of the Road a) The IBC recommended connecting these two defined
ilverdale V!/est— Dairy . '
Flat Industrial Area to SH1 - Single traffic lane in either direction for general | points.
vehicles and public transport B)  There are few key constraints between these two
+ Dedicated walking and cycling facilities will be connection points.

provided along the corridor.

c) An alignment between these two points would be
» Posted speed limit will be 50 km/hr. consistent with the Silverdale West - Dairy Flat Industrial

-\“XJ Structure Plan.
\“—ﬂv/ d) Interdependencies with the Wilks Road interchange and
Kahikatea Flat upgrade of Dairy Flat Highway.

Road

. N\
X ' 777, 77
| | ZIY. 780 OPTION ASSESSMENT: PROCESS
/\P\\/ \ S ST s 4 » S
: Lo The following steps were undertaken:
‘ \\-7 Segment 2 — Pogtman Road to SH1 interchange gseR
“ Potential Natural 3 QN
Wetlands . i .
\ ”\ Single.trafficlane in either direction for general 1. Constreinia mapping exeraise ynderkaken
g rpor * . "
Horseshoe Bush Ro:ad\'.,( \<~‘ / th N AEa vehiclgs’and dedicated public transport lane 2. Targeted MCA and Constraints led assessment by
, Postman Road sy Dairy rm res:dennal section of the corridor
/. ,) D'ec'"(‘ + _Dedicated walking and cycling facilities will be 3. Development of a single option
\‘ﬁ) ‘ ) \\\t provided along the corridor.

* "Posted speed limit will be 50 km/hr.

Legend 0. 0 Akm

== |ndicative Business case Recommended [] Future Urban Zone
option B Residential -Terrace Housing and Apartment

— Open watercourse Buildings Zone

B Flood Plains [ Residential - Mixed Housing Suburban Zone

| Indigenous Vegetation (Non-SEA) [] Residential - Large Lot Zone

Potential Natural Wetlands [7] Residential - Mixed Housing Urban Zone

=« Rural Urban Boundary 7] Rural - Mixed Rural Zone - .
Significant Ecological Areas Overlay [C] Rural - Rural Production Zone

73 Outstanding Natural Landscapes I Special Purpose Zone

Overlay I Business - Mixed Use Zone




New Connection From Dairy Flat Highway to Wilks Road— PRELIMINARY ASSESSMENT

Recommended Option ; s — yi A
.. 2 - | , ,
; ; : ¥ 4. mi | Smallflood g J
Through consideration of the constraints and development of . 4 prone area (
the option, the following recommendations were identified: | » B P d!
» Segment 1 —Align corridor slightly to South to avoid W [ . Sy "3;’ | ‘i\, o
or minimise potential effects on key constraints where ; ;v g‘ilggt:'tlzogcf)lg&f 0 W7 Wilks Road |~
possible J / o V. o) I \‘

» Segment 2 — Align corridor as shown between Postman '5
Road and Wilks Road (as no key constraints) and widen b
to North along Wilks Road section to avoid impacts on

the North Shore airport / runway and residential precincty

)

o)l

e N ' .,;4‘ North Shore
¥ Al Airport runway

3 Postman Road gemmmss

P 4 Yy s




New Connection From Dairy Flat Highway to Wilks Road— PRELIMINARY ASSESSMENT

DESIGN REFINEMENTS
HOW SOLUTION MEETS FUTURE MODAL PRIORITY

During the design refinement stage, the following key refinements were made :

+  Provision for separated Future Modal Priority Future Modal Priority

cycle facilities and footpaths _ Western section — Eastern section
along the length of the

corridor to connect active

+ Refinements to alignment at western end to minimise effects on potential natural wetlands

» Design refinements aroundithe Kahikatea Flat Road / Dairy Flat Highway has considered existing

modes to key destinations T business located on thé west'0f the intersection and impacts on the businesses (e.g. removal of swales)
. Eastern section has a ; .

reduced bus functionas .

services use alternative I I I . I I CONSULTATION,FEEDBACK

routes 3 ’
. Increased pedestrian . ' i An emerging preferfed option was consulted on with the Public in July to August 2022. There was limited

priority on eastern section A S R e e @ A S mo o » B community feedback on this project which included the following:

as this will be a key

connection to SH1 facility » General strong support for planning of future road upgrades

and crossing to east.
+ Consider upgrading Kahikatea Flat Rd into Dairy Flat and bring forward implementation of Wilks Rd

Interchange

The recommended project includes upgrade of the Kahikatea Flat Road / Dairy Flat Highway intersection as
a signalised intersection due to space requirements. Staging of the projects is discussed in more detalil in the

INTERSECTION FORM ASSESSMENT DBC but is uncertain at this stage.
: - MATTERS TO CONSIDER FURTHER IN FUTURE DETAILED DESIGN
Intersection Future — SGA Recommendation
i C lexit

1 — Industrial Arterial (SGA 30m 4-lane Signalised Intersection Design Parameters R:trm;em 3
arterial) / Dairy Flat Highway (SGA 30m 4-
lane arterial) / Kahikatea Flat Road (Existing Consideration of a staging approach to manage provision of road L
Colisctor) space as the area develops
2 — Industrial Arterial (SGA 30m 4-lane Roundabout Provision of priority measures for freight M
arterial) / Postman Road (Existing Collector)

Consideration of integration of earthworks and stormwater facilities M

with development on either side of the corridor




New Connection From Dairy Flat Highway to Wilks Road

RISKS and OPPORTUNITIES

* Risk of impacts on the North Shore
Airport operation

. Opportunity for developer contribution to
implementation of the road.

INTERDEPENDENCIES

» Wilks Road interchange project
« Dairy Flat Highway upgrade

: e o - s
; e & .;l‘,, i
£ '@ I~
= &S s:o - )
o g i

PROJECT ALIGNMENT
Investment Objectives [NAlignment

Provides accessibility for the Silverdale West industrial structure plan area to the strategic road
network.

Contributes to an increase in the proportion of employment accessible by private vehicles increases
in each of the time intervals assessed. Within 15 mins there is a 27% increase and within 30 mins
there is a 2% increase.

Enable access to economic and social opportunities. by
providing a new integrated multi-modal corridor

Support transformational mode share in the'North by Corridor provides for all transport modes including separated active mode facilities and bus priority
providing a high quality, low carbon trafsport network over a portion of the corridor.

. . Provides connectivity to the SH1 corridor for business within Silverdale west area.
Enable reliable and resilient people movement

Contribution to climate change response

The link provides direct and important link for the Silverdale West industrial area. Provision of the corridor will enable more local jobs in the Silverdale area, reducing
Climate Change long distance travel and enabled carbon. The corridor has been right sized with a mixture of 2 and 4 lane cross section to manage provision of road space and limit
attractiveness for general vehicles. The corridor has an opportunity to provide priority for PT and Freight which will further reduce enabled carbon.




Upgrade and extension to Bawden
Road
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Upgrade and extension to Bawden Road

CONSTRAINTS
Ty

S Postman Road

Dairy Stream
Road

Legend

== |ndicative Business case Recommended
option

~—  Open watercourse

[Z Flood Plains

| Indigenous Vegetation (Non-SEA)

Potential Natural Wetlands

== Rural Urban Boundary
Significant Ecological Areas Overlay

2 Outstanding Natural Landscapes
Overlay

[ Designations

4
Bawden Road

Large floodplains
”
Dair Flat Highway k# and wetlands
L g‘s.t "y \

PURPOSE

Provide an east-west
connection between the
strategic transport
network and the future
Dairy Flat town cenire,

% Dairy Flat residential and

Transpower .
transmission A
tower ! ; K
) ol &, Non-SEA
- _\ indigenous
\ Vegetation
Existing Designation (Kahikatea
6777 - Weiti River Forest) &

Crossing (Penlink)

Existing Designation
6760 - NZTA

[C] Future Urban Zone

[l Residential -Terrace Housing and Apartment
Buildings Zone

[C] Residential - Mixed Housing Suburban Zone

[] Residential - Large Lot Zone

[C] Residential - Mixed Housing Urban Zone

[C1 Rural - Mixed Rural Zone

[} Rural - Rural Production Zone

[C] Open Space - Sport and Active
Recreation Zone

== DBC Study Area for optioneering

CORRIDOR FORM AND FUNCTION

» Single traffic lane in either direction for general vehicles
and a dedicated public transport lane

» Separated cycle lanes and footpaths on both sides

» Posted speed limit will be 50 km/hr.

s N\ Y
-3 (R

LAND USE

Bawden Road passes
a proposed future
centre in Dairy Flat

= MuEgale Station
— Rural Urban Boundary (RUB)
= North RTC Alignment (SGA)
— Bawden Road Artenia
----- Bawden Road (10 be detaminad)
— Siate Highway 1
C3 Alrcran Noise Overay
Residential - Large Lot Zone
Special Purpose Zone
Al Otner Zones
Road
W Local Centre
W Dary Flat centre indicatve lacation
M Hgh Densty Residential
(7] Green Road Park
R Proposed light industry
. Il Proposed heavy industry
Futire Urban Zone

GAP ANALYSIS

The gap analysis found the following:

a) All options need to tie into the proposed O
Mahurangi Penlink interchange

b)  Uncertainty around location of Dairy Flat town
centre and RTC alignment- hence more detailed
corridor options should be considered at DBC
phase, including consideration of the likely location
of a future town centre and the selected RTC
alignment.

OPTION ASSESSMENT: PROCESS

The following steps were undertaken:

1. Constraints mapping
2. Detailed Corridor Options developed and assessed
via MCA
3. Targeted MCA and Constraints led assessment
followed to look at which side of the road to widen




Upgrade and extension to Bawden Road

Options Considered

“vw

Option B

Option A

/
s \Potential Town

Centre Option 1

v ,/ Option C
~ Potential Town

GréenPark Centre Option 2

In relation to non-scored criteria:

Manawhenua who stated a
preference, noted their
overall preference for Option
A.

From a policy perspective,
Option A is preferred as it
minimises impacts on
potential natural wetlands
and avoids new stream
crossings.

There was no real difference
between the options in
relation to value for money:

Option A is the recommended option for the following reasons:

1 Scores best overall against the investment objectives, land use futures, urban design and against

environmental and social criteria as it follows the existing road corridor.

2 Aligns with Manawhenua preferences.

Provides access to a future RTC station for bus services from both the north and south.

avoids new stream crossings.

Less property acquisition required.

Slightly preferred from construction cost/risk perspective.

Preferred option from an ecology perspective as avoids large wetlands on both sides of the road and

MCA assessment

MCA Criteria

Option A

Option B

Option C

Investment Objective 1: Access

1

Investment Objective 2: Résilience

3

Investment Qbjective 3: Integration

Investment‘Objective 4: Travel Choice

; ad use futures

g. Urban design

2c. Land requirement

2d. Social cohesion

2e. Human health and wellbeing

3a. Landscape / visual

3b. Stormwater

3c. Ecology

3d. Natural hazards

5a. Construction impacts on utilities /
infrastructure

5b. Construction disruption

6a. Construction costs / risk




Upgrade and extension to Bawden Road

HOW SOLUTION MEETS FUTURE MODAL PRIORITY

. Provision for separated cycle facilities
and footpaths along the length of the
corridor to connect active modes to key
destinations.

*  Key bus priority route with bus lanes
provided to connect to the Dairy Flat
centre and potential RT station

. Carefully manage existing vehicle
access points to remove conflicts with
walking & cycling movements.
Additionally, safe crossing facilities are
required.

Future Modal Priority

o

: I I I I
A &£ R
CONSULTATION FEEDBACK

= = B
An emerging preferred option was consulted on with the Public in July to August 2022. There
was limited community feedback on this project which included the following:

» General strong support for planning of future road upgrades
» Concerns over the speed and alignment of Bawden Road

The recommended option realigns corners and reduces the speed of Bawden Road.

INTERSECTION FORM ASSESSMENT

Future “/SGA
Recomméndation

Intersection Existing (if relevant)

Bawden Road / Top Road Priority T intersection Dual land roundabout

Bawden Road / Bobs Way Priority T intersection Priority T intersection

Bawden Road / Oregon Park Priority T intersection Priority T intersection

Bawden Road / Dairy Stream Road Priority T intersection Dual Lane Roundabout

Bawden Road / Dairy Flat Highway Priority T intersection Dual lane roundabout

DESIGN REFINEMENTS

The design refinement considered constraints present along the existing Bawden
Road corridor by section. The key outcomes of this process are outlined below:

» Realignment of Westefn.tie.to Dairy Flat Highway to minimise impacts on

streams / floodplains ahd’potential natural wetlands

« Maximised grades ©nBawden Road to reduce earthworks at eastern end.
Connection to Top Road maintained requiring work to Top Road to tie in.
« Intersection‘between Bawden Road and Dairy Stream Road has been amended

to allow,for a ytoundabout.

Hybrid option for the whole section to avoid
key constraints

Section 1 - Widen both sides ~ No major
constraints In this area

Section 2 - Widen to east side - To avoid a
large section of wetland to the west

Section 3 - Consider location of wetlands.
Avoid floodplain to the east,

MATTERS TO CONSIDER FURTHER IN FUTURE DETAILED DESIGN

The connection onto
Dairy Flat Highway
was realigned to
reduce impacts on
stream and natural
wetlands.

Design Parameters Complexity
Rating

Consider how the Bawden Road corridor is treated in the vicinity of M

a future Dairy Flat Centre and potential RTC station

Integration of earthworks and stormwater treatment with M

surrounding development to optimise the urban outcomes




Upgrade and extension to Bawden Road

RISKS and OPPORTUNITIES
« Uncertainty over the land use in this location as no
structure planning has been completed at this point.
» Significant\earthworks required at eastern end and
opporiunity to integrate with development to reduce
impacts
« /Stormwater and ecological impacts at western end.
INTERDEPENDENCIES
+,” Redvale interchange upgrade
« Dairy Flat highway upgrade

« Land use and town centre location

Investment Objectives

Alighfment

Enable access to economic and social opportunities by
providing a new integrated multi-modal corridor

Contribution to an overall improvement in access to jobs via Public Transport and active modes.
Within the Dairy Flat area, within 10 mins there is more than an 100% increase in access to jobs via
active modes. Within 45min, there is a more than an 100% increase in access to jobs via public
transport.

Support transformational mode share in the’Nerth by
providing a high quality, low carbon transport network"

Contribution to a Mode share of 20% for active modes and 33% for Public Transport.

Contribution to 59% of Dairy Flat being within 400m of a dedicated, separated active mode facility.

Enable reliable and resilient people niovement

In the Dairy Flat area, there is an 13% reduction of vehicle kilometres travelled in peak congestion
(>90% v/c) in the AM peak in the Recommended Option.

Climate Change

Contribution to climate change response

The recommended option follows an existing road for the majority of the length. Elimination of the corridor is not considered a practical option and would require
provision of a connection in another greenfield location. The recommended route seeks to avoid key constraints and as such balances the option with the lowest
climate change resilience risk and lowest embodied carbon. All options delivered similar outcomes from an enabled carbon perspective.
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Upgrade to East Coast Road from Silverdale to Redvale Interchange

o e CONSTRAINTS
¥ 50 PURPOSE CORRIDOR FORM AND FUNCTION S R
b phls" residential land B A )
| i ; ° : Hibi i - P b v
: Sitverdale High quality safe and segment 1z Hlblacuy Consl Highway:to fiewman RS Cstj Dedonaion ' = ar A
S eelmn smatie Road - Single traffic lane with dedicated walking and ‘ - ‘
6 Bt cycling facilities and 50 km/hr speed limit e
connection baiween - Segment 2: Newman Road to Jackson Way - Sindle subdvison
th.e growth areas of traffic lane with dedicated walking and cycling facilitiés.on | = ey i Aicon Naeres r
Silverdale and one side and 60 km/hr speed limit 4 Park - Luge Area —— ¥
i Redvale £ Redvale - Segment 3: Jackson Way to Redvale - Single traffic \
ooy lane with dedicated walking and cycling facilities and < Exiting Designation 8895 A
b, 50 km/hr speed limit. "~ e 2
. y Existing Designation !
6760 - NZTA 1\
OPTION ASSESSMENT: PROCESS Al :
| | WWII Mortar
.‘\ % . range area
it The following steps were wndertaken: 7 .J‘! . "
% Wilks Road 1
. : s 1
GAP ANALYSIS 1. Constraints mapping North shore L0
. . . . ) Alrport
The gap analysis of previous phases concluded: 2. Two options dévéloped and assessed via MCA = ‘
» An appropriate range of alternatives was considered, 3. Targeted MCA and Constraints led assessment . >
and the project could proceed to route refinement considering.which side to widen on a LS 5
« Consider ways to minimise earthworks considering 4. Reconsideration of form and function recognising o Wetands bt G
location of the road on a ridgeline significant property impact and scale of works > - ! //
» Consider implications of the O Mahurangi Penlink 677 - e er
project occurring earlier than assumed. v : S ,
N -_ y
™ s
CORRIDOR FORM AND FUNCTION Legend D .
Recommended cross sections == Indicative Business case Recommended [7] Future Urban Zone
option ["] Residential - Large Lot Zone
~ Open watercourse [ Rural - Countryside Living Zone
- " [ Flood Plains ] Residential - Mixed Housing Urban Zone
= : o @ [ Indi Vegetation (Non-SEA) [7] Rural - Mixed
87 @ ({) @ W Pol?r;?;:t:atz?; ;v:lr;nd: \J :::l-zu)r‘jl :;éﬂcfic::\ehne
= Rural Urban Boundary [7] Open Space - Sport and Active Recreation
Significant Ecological Areas Overlay Zone
i - - . 2 Outstanding Natural Landscapes B Business - Light Industry Zone
0 Overlay E Business - General Business Zone
Designations Business - Heavy Industry Zone
SEGMENT 1 SEGMENT 2 SEGMENT 3 == DBC Study Area for optioneering [ Special Purpose Zone




Upgrade to East Coast Road from Silverdale to Redvale Interchange

Options Considered

An MCA assessment was undertaken on two options.

»  Option A: Active mode
upgrade of East Coast
Road between Hibiscus-
Coast Highway in the
north and Pen link in the
south

»  Option B: Active mode
upgrade of East Coast
Road limited to the
Business and FUZ
sections with an east-
west active mode
connection across SH1
to the strategic Active
Mode corridor

In relation to non-scored criteria:

. Option A was the stated
preference of those
Manawhenua that stated a
preference

. Option A was slightly preferred
from a policy perspective as it
affects less potential natural
wetlands

. Option A was preferred from a
value for money perspective as it
has better benefits and similar
costs.

Option A is the emerging preferred option forthe
following reasons:

a) Scores better for Access and travel'choice investment
objectives (as it has a more direct N-S connection
without interruption)

b) Supported by Mahawhenua who have stated a
preference

c) Less future land use segregation (as it avoids connection
across FUZ to SH1)

d) Less impact on ecology (potential wetlands,
flood prone areas and streams)

e) Less geotechnical instability risk.

MCA Assessment

MCA Criteria

Option A

Option B

Investment Objective 1- Access:
Access/integration: Improve access to
economic and social eppertunities through
direct and attractive"active mode facilities

Investment Objeetive 2 - Travel Choice:
Provide@ high'quality, low carbon strategic
active, mode facility within the catchment

Investment Objective 3 - Safety: A safe facility
which separates vulnerable users from
conflict with vehicles

1a. Heritage

2a. Land use futures

2b. Urban design

2c. Land requirement

2d. Social cohesion

2e. Human health and wellbeing

3a. Landscape / visual

3b. Stormwater

3c. Ecology

3d. Natural hazards

5a. Construction impacts on utilities /
infrastructure

5b. Construction disruption

6a. Construction costs / risk / value capture




Upgrade to East Coast Road from Silverdale to Redvale Interchange

Targeted MCA and constraints led design
The following recommendations were made

] ¥ to inform option refinement:

&

Segment 1 I iiver
g i e ECR Segment 1 - Widening to both
sides where possible. Avoid
; Segment 2 the cemgtery an.d make use of grassed
road corridor adjacent the recently
g [l Redvele H developed residential land on the

Ckson Way

west. This option also avoids recently

& developed land parcels. Then widen to
£ west where the route adjoins the
Segment 3 cemetery.

¢ ECR Segment 2 - Widening to both sides to avoid/minimise impacts and
the partial land acquisition of snow planet/ adventure park (where,possible)
and avoids impacts on dwellings to east. Avoid substation gonstraint by
widening to the east around this area. The overall preferénce-is to widen into
future urban zone land and not rural zoned land.

e ECR Segment 3 - Widen both sides as there are no key constraints that
aren’t on both sides of the road. Potential flooding of road due to upstream
catchment and low spot in road from contours. Crosses permanent stream.
Large enough catchment for bridge. Reduce cuts near Puke at northern end
of segment.

Segment 2 Existing Situation  Roaa reserve 20m

Reconsideration of form
and function (Segment 2 B

 NEC——
o n Iy) Option 1 (Emerging preferred) A
+ Road raserve 33m
Im:l(ld";C
deatgnation Ingicative
s . required e Ha::m
The impacts of thexemerging /S I o

: i e SES——
preferred option-were significant 4 ' ,

" Minor widening to carriageway 1o allow raom for bamers « full
given the topagraphy of the area.

stormwater freaiment via swales

Option 2 - Swale on one side/ shared path on side (west side)
«_Road reserve 28,5m
h:\‘!u‘.]ﬂ\;e

Optionsweére considered to

. designation Swale on western side
chiange the cross section to . it only that reats watr from
reduce impacts. .

Option 3- No swale, Shared path

Indicative Road resarve 20m

: on west ¢ *  Leave existing
Three options were tested using Sesinaton o, dontuwat
L~ required . - stormy om cycle
targeted MCA framework. T e—

The project team recommended Option 3 be selected for the following reasons:

e Topography — Option 1 creates very large earthworks batters and significant
property and land use effects on both sides.

° When comparing Options 2 and 3, overall earthworks/effects from widening to the
west are likely quite a lot greater for Option 2 (for a relatively minor stormwater
benefit). Option 2 would only provide stormwater treatment for half the road surface
(to west).

o Option 3 meets project objectives and there would still be opportunity to treat
stormwater through a piping system in place of the table drain in future if this was
desired.




Upgrade to East Coast Road from Silverdale to Redvale Interchange

HOW SOLUTION MEETS FUTURE MODAL PRIORITY DESIGN REFINEMENTS

;o The following refinements were made to the design during the design
«  Provision for separated cycle

facilities and footpaths along the refinement:

length of the corridor to connect : + Revision to the assumed cross section to reduce earthworks in Segment 2
active modes to key destinations. - I I I I I I I « Provision of retairfing,walls in some locations to reduce impacts

- Segment 2 has lower pedestrian » Southern extents of.the upgrade are included in the SH1 upgrade package

priority due to rural nature. o T $ £ mne e due to in"terdepende.nce with Redvale inte'rchjange upgrgde.
. jsgrgin; Ssdhea; ;ﬁgﬁTg “f[elght Future Modal Prioriy — Seqment FS e il iy~ B . Irr;tfrzzczztcl)c:‘r;)wuh Dairy Stream SH1 crossing included (single lane
«  Carefully manage existing ‘

vehicle access points to remove s CONSUITATION FEEDBACK

An‘emerging preferred option was consulted on with the Public in July to August 2022.

movements. Additionally, safe N 3 . : " X
There was limited community feedback on this project which included the following:

conflicts with walking & cycling . I
crossing facilities are required. & I

A & W=y e @

ki lodei Diiority < Sogmepts « General strong support for planning of future road upgrades

INTERSECTION FORM ASSESSMENT » Query whether walking and cycling path on both sides of the road are necessary
Intersection Existing (if Future — SGA Recommendatfion The recommended option includes walking and cycling on one side only within segment
relevant) 2. On segment 1 and 3, facilities on both sides are required due to the future urban
nature of the corridor.
1 — East Coast Road and Signals Signalised Intersection
Ll i e MATTERS TO CONSIDER FURTHER IN FUTURE DETAILED DESIGN
2 — East Coast Road and Signals Signalised Intersection
Forge Road Design Parameters gompleXiW
tin
3 — East Coast Road and Priority Priority Controlled\Intersection (Agreement) i
Newman Road Consideration of localised narrowing to reduce earthworks M
4 — East Coast Road and Priority Priority Controlled Intersection (SME'’s indicated extents
Spur Road a preference for a Roundabout) ; : 77
E Consideration of retaining walls to reduce extent of batter M
5 — East Coast Road and Priority Single-Lane Roundabout slopes
Wilks Road
6 — East Coast Road and Priority Priority Controlled (Agreement) Managgment of vehl(.:le decossioietuceconlichuih M
Jackson Way pedestrians and cyclists




Upgrade to East Coast Road from Silverdale to Redvale Interchange

RECOMMENDED OPTION RISKS and OPPORTUNITIES

=7\

«  Stormwater treatment on rural section for the existing
carriageway is left as is in the existing situation.

Silverdale PROJECT ALIGNMENT

INTERDEPENDENCIES

* Redvale interchange upgrade
»  Wilks Road interchange

Investment Objectives

Alignment

Enable access to economic and social
opportunities by providing a new
integrated multi-modal corridor,

Lhe project contributes to an increase in accessibility to jobs for the
Dairy Flat and Silverdale area. Within the Dairy Flat area, within 10
mins there is more than an 100% increase in access to jobs

via active modes. Within 45mins, there is a more than

an 100% increase in access to jobs via public transport.

Support transformational mode share in
- the North by providifiga High quality,
A= henieeen | Jow carbon transport hétwork"

The corridor provides a continuous active mode facility between the
Silverdale area and the FUZ land to the south.

Contribution to an overall mode share of 20% for active modes and
33% for public transport for the North area.

Enableyreliable and resilient people
maeverment

2

Provides an alternative corridor to SH1 and provides connectivity to
the SH1 in a number of locations.

Contribution to an overall 9% reduction of vehicle kilometres travelled
in peak congestion (>90% v/c) in the AM peak.

Contribution to.climate change response

Climate

location.

As the corridor is an existing arterial road, elimination of the project would have an adverse effect on enabled
carbon. The reduced cross section adopted for this project significantly reduces embodied carbon while
maintaining enabled carbon benefits. This comes at the expense of stormwater treatment (climate change
resilience),but is considered an appropriate trade off given the lack of flooding and stormwater issues in this




Upgrade to Dairy Flat Highway
between Dairy Flat and Albany
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Upgrade to Dairy Flat Highway between Dairy Flat and Albany

R N\ PURPOSE
%
E \ Upgrade of
Dairy Flat
{ Highway
@  betweenAlbany

Village and the

FUZ to improve

| safety and

\_ provide walking

\ and cycling
facilities.

ve rh@a
< Ky
Wy

Albany

GAP ANALYSIS

The Gap analysis of previous phases concluded:

« A sufficient range of options was considered at IBC
stage and the project could proceed to route
refinement

» Further analysis was required to investigate how
adverse effects on the SEAs can be avoided,
minimised or mitigated

OPTION ASSESSMENT: PROCESS

The following steps were undertaken:

Constraints mapping

Offline options considered but discounted

Route options developed and assessed via MCA
Targeted MCA and constraints-led assessmeptof thé
selected route alignment — as an input to option
refinement. Note: this was considered necessary as the
corridor has numerous and complex cénstraints, which
require a ‘thread the needle’ approach to'manage effects
and costs of the project.

PG =

CORRIDOR FORM AND FUNCTION

» Segment 1: Durey'Roadd to Potter Road Single traffic lane
with dedicated'walking and cycling facilities and 60 km/hr
speed limitwithhswale treatment for stormwater.

+ Segment 2! Potter Road to Albany - Single traffic lane
with 'dedicated walking and cycling facilities and 60 km/hr
speed limit with kerb and channel

FORM AND FUNCTION ASSESSMENT

Recommended cross sections

oo ) SRR e "

SEGMENT 1

SEGMENT 2

CONSTRAINTS

\ W )

{ Kennedy Road

Legend

== |ndicative Business case Recommended
option
Open watercourse
Flood Plains
Indigenous Vegetation (Non-SEA)
Potential Natural Wetlands
- Rural Urban Boundary
Significant Ecological Areas Overlay
Z Outstanding Natural Landscapes
Overlay
[ Designations
7 National Grid Corridor
== DBC Study Area for Optioneering

'EEm |

Heritage site CHI 13686 -
Military (Year 194

| Hemage site - CHI
} I9646~ Domestic

| National Grid Cmvidm‘
Transpower .

Future Urban Zone

l
[] Residential - Large Lot Zone
[7] Rural - Countryside Living Zone
] Residential - Mixed Housing Urban Zone
[Z1 Rural - Mixed Rural Zone
[C] Rural - Rural Production Zone
[ Open Space - Conservation Zone
[ Open Space - Informal Reaction Zone
[l Business - Light Industry Zone
[ Business - Neighbourhood Centre Zone
[ Business - Local Centre Zone
[ Special Purpose Zone

QEll Covenant




Upgrade to Dairy Flat Highway between Dairy Flat and Albany

: . . Option C
Options Considered _ _ _ Option A Option B (Cycling = Option D (Cyeling
Offline options were considered MCA Criteria il N PO Wi iy
. . i st st
away from Dairy Flat Highway. (E48p et 6 as - with salety) e
\ \ o These options were excluded as Investment Objective | : : .
j o they did not meet investment 1- Access/integration Q
(/ roties SRR Pore e o6 objectives. ivestment OpedE ) X X
P — g — 2 - Travel Choicé
"~ ,\4;':’ e An MCA assessment was e v, . 1 )
‘ )\\ : ~3 * ™ ~1 | undertaken on four route 3 -Sasély
LT !ﬁff &8 # | refinement options. Ad I
AN PV a. Herit II -1 | 2 ] -1
7 . 1
Recommended option: 2a. Land use futures 1 0
) 2b. Urban design 3 3 3
L Poter s 04 Option D (cycle path on west 2c. Land requirement 1 -1 =
side, north of Coatesville 2d. Social cohesion -1 0 5
. . 1
Riverhead and east side to the zw:"'::i:'ga" ety e 1 1
south of Coatesville Riverhead [
nghway) 3a. Landscape / visual
3b. -
Stormwater/flooding . i
Option D was preferred for the following reasons: Sc, Ecolog
« Significant constraints are present on the west, including ecology (SEAs and mature Kauri), 3. Natural hazards I
a QEIl covenanted area, natural hazards and social features (reserves) s CondntiGn
» Option D was preferred from a natural hazard perspective impacts on utilities /
infrastructure
«  Option D was supported by Manawhenua 5b. Construction
: : . : : : disrupti
« Although a crossing from west to east will be required for this option, a safe crossing can be i :
) ) ) 6a. Construction costs
included in the design. /tisk / value capture




Upgrade to Dairy Flat Highway between Dairy Flat and Albany

Targeted MCA and constraints-led assessment

o8

Y

Avoid reclamation ar
realignment of existing
stream 10 the east. And avoid
potential wetlands/floodplains
where practicable

Shift corndor further to the
west.

Moderate with effects on
stream tributary to the west.

Avoid kauri lrees on
west, conservation zoned
fand and SEA by shifting
corridor further east if
required

Move comidor further
1o the west—if
required to avoid
heritage site (approx
£ m northeast of
existing road
1| cariageway).

% Shift comndor further east (further

Avold impacts on
dwellings and businesses
on both sides.

| Avoid areas of instability on the west (gully-head
instability — existing fill in gullies) and avoid kauri tree
4 (notable tree 1D.1379 — Kaun) by shifting corridor

further east Note existing slips evident on east

Key:

Emerging preferred corridor ——
(cycle path on wesl, wiih the existing carriageway widened on bolh sdes]

Shift corridor further east

Shift corridor further west R

~iw e

Avoid kauri tree on west. Shift
i cormndor further east if required

Vv
Key:
Emerging preferred corridor \

(Cydde path o east with videning to east, Wit the existing carriaféwsy o both Sdes)

Shift emerging preferred dor West me—

(cyce path on vrest vAIh widsning 10 west, with the exstng camagewlly widened on doth sides)

Shift corridor further e%\
A

(if requirad 1o avold gigl constraint)
Shift corridor furtl

(if required 10 svoid sigi constral
Kauri trees (
Heritage si

D

into FUZ) to avoid QEIl land / kaun

~ Lsads xR P v ve

Note: The emerging preferred corridor had cycle path
on the east for the whole of Segment 2 and 3.

Shift corridor further east if
required to avoid wetiand/

the south

reserve areallive zoned land to

However, to avoid SEA and heritage constraints on the
eastern side between Potter Road and the Coatesville-
Riverhead roundabout, it is recommended to shift the

Avoid Albany
Hotel to the
nosth

emerging preferred corridor to the west for this section
and then cross over (safely) to the east at the
roundabout — assuming this can be done safely. If
feasible this would include avoiding the kauri tree just
north of Coatesville-Riverhead Highway




Upgrade to Dairy Flat Highway between Dairy Flat and Albany

HOW SOLUTION MEETS FUTURE MODAL PRIORITY DESIGN REFINEMENTS
Future Modal Prioritv — Seament 4
«  Provision for separated cycle facilities and 6 The following design refinements were made: ,
footpaths along the length of the corridorto » Foley Quarry access Road and Hobson Road changed to left in left out due to
connect active modes to key destinations. . topographical constraints'and presence of a barrier.
«  Segment 5 has lower pedestrian priority due I » Project extents adjdsted.to end at Stevenson Crescents to tie in with existing AT
to rural nature and distance to the Albany project. _ -
Centre. £ e = 3 3 « Shortening of. passing lane to avoid impacts on a SEA/ QEll parcel of land.
«  Segment 5 has increased car priority as it AT L, N e + Retaining providéed at various locations to reduce extents of earthworks and
provides a key link to Albany for the .- associateddmpacts on property and surrounding environment.
surrounding area.
»  Carefully manage pedestrian and cycle
crossing points and existing vehicle access
points to remove / manage conflicts. I
Additionally, safe crossing facilities are x » B
required. Sy B e
) INTERSECTION FORM
ASSESSMENT MATTERS TO CONSIDER FURTHER IN FUTURE DETAILED DESIGN
e . ~ Investigate
- Albany Heights ; =
Road . O Dual Lane Roundabgut DeSIQn Parameters R:g;pgexﬂy
becomlng . Single Lane Roundabout _ K K
' Consider reallocation of road space from the passing lanes to M
@ signatised intersection reduce the overall extents of works, costs and effects
O Priority Controlled
SRt Consider use of retaining walls to reduce earthworks M
D v Consideration of property access and connection across the active M
e mode facilities to ensure safety for all users




Upgrade to Dairy Flat Highway between Dairy Flat and Albany

RECOMMENDED 2 -4 RISKS and OPPORTUNITIES
OPTION e s
G « Significant effect on SEA area
« Opportunity to reduce cost and impacts of the project through
* reallocation of€oad space.
@
INTERDEPENDENCIES
,\ « The Avenue project in Albany treats the corridor through the
e \ Browns Bay Albany village and is important for delivering outcomes of this
i Albany 1 pFOjeCt
.~ Dairy Flat Highway upgrade north of this project
PROJECT ALIGNMENT
Investment Objectives Alignment
Improve access to economic and social opportunities through direct and Improvements to accessibility to employment for the Dairy Flat area. Within the Dairy
attractive active mode facilities Flat area, within 10 mins there is more than an 100% increase in access to jobs

via active modes. Within 45min, there is a more than an 100% increase in access to
jobs via public transport.

| Provide a high quality, low carbon strategic active mode facility within the | The corridor provides a continuous active mode facility between the Dairy Flat growth
catchment area and the existing Albany area to the south.

Contribution to an overall mode share of 20% for active modes and 33% for public
transport for the North area.

A safe facility which separates vulnerablle/users from conflict with Separated active mode facilities reducing conflict for users.

vehicles. Road safety barriers are expected to reduce overall DSls by XX over the project
lifetime.

Contribution to climate change response

The Dairy Flat Highway is an existing arterial road and provides an important resilience role to State Highway in this location. If this project was not included in the
Climate network, this would result in a significant reduction in outcomes across the network.

Change The recommended option has diverged from a standard cross section to reduce the extents of earthworks over certain sections while maintaining the enabled carbon
benefits from the facility.
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Upgrade to Wainui Road

PURPOSE

Form an important east-west connection for all
modes on the edge of proposed Milldale town
centre. Additionally, the corridor connects to SH1
and the growth area of Millwater.

=
Wainui East &
Bang |
%l@Rd
\‘\ Milldale ( Millwater
GAP ANALYSIS

The gap assessment process determined:

« An appropriate range of options was
considered at IBC stage

» Consider options that avoid (where
practicable) or minimise effects on the SEA
and Orewa river

» Consider the need to route protect the
western portion of the corridor due to
developer arrangements.

The scope of the project was refined to

between SH1 and Lysnar Road due to

developer agreements in place for the

western portion.

CONSTRAINTS
...... % ..;. x { ‘

Orewa River

Milldale

LY ] Existing Designation
6761 - SH1/ Silverdale

-2
Upper Orewa Road s—e_ |
MOE Land e

’
-
P 4
¥ r _=" @ == education Cefitre
— = ——

Ll

1

S

Early Childhood

Lysnar Road

/ f

Existing Designation
8914 - Millwater

—— A

2
N\

‘. ArgentLane 4’ Substation
(! MExisting Designation 4 |
/ X ( 67259~ SH1 alteration ==
Cemeter '
Eoad y ! Vi Waterlge Greek l
: ad AN 4
e
Leg en d 0 02 04km
== |ndicative Business case Reectimended ] Future Urban Zone
option [] Residential - Large Lot Zone
-~ Open watercourse [C] Rural - Countryside Living Zone
[ Flood Plains [C] Residential - Mixed Housing Urban Zone

[ Indigenous,Vedetation (Non-SEA)
| Potentidl Natural Wetlands
—- Rural Urbap Boundary
Significant Ecological Areas Overlay
Outstanding Natural Landscapes
Overlay
] Designations
[Z] Open Space - Informal Recreation Zone
I Open Space - Conservation Zone
[] Special Purpose Zone
== DBC Study Area for optioneering

[] Rural - Mixed Rural Zone

[ Rural - Rural Production Zone

[] Open Space - Sport and Active Recreation
Zone

B Business - LightIndustry Zone

[T] Business - General Business Zone

B Business - Heavy Industry Zone

Residential -Terrace Housing and Apartment
Buildings Zone

[] Business - Neighbourhood Centre Zone

Business - Local Centre Zone

CORRIDOR FORM AND FUNCTION

« Single traffic lane in either direction for general
vehicles and public transport

» Dedicated walking and cycling facilities will be
provided along the corridor.

« Posted speed limit will be 50 km/hr.

OPTION ASSESSMENT: PROCESS

The following steps were
undertaken:

MCA'd

Segments subject to saction of |8
 constraints led design | Wainui ==
\ s Rl I 1. Constraints mapping
R W 2. Options developed and
' \ assessed via MCA for
Segment 2.

@

Targeted MCA and
constraints-led
assessment for
Segments 1 and 2.




Upgrade to Wainui Road

DBC Options Considered

Option A: WR_01 Option B: WR_02

Non-Scored criteria

In regard to non-scored criteria:

perspective.

reasons:

businesses including a private lodge and golf course.

Options included:

« Option A: Widening along
both sides of Wainui Road
between Upper Orewa Road
and the roundabout at the top
of SH1 southbound off-ramp

« Option B: Widening to the
north between Upper Orewa
Road and Kowhai Road.
Then widens to south
between Kowhai Road-and
the roundabout at the tep of
the SH1 southbound offramp

° Manawhenua who stated a preference, noted a preference for Option A

. There was no real differentiation between options from a policy perspectivetor awValue for Money

Recommended option: Option A -Widening both sides for the following

» Option A performs best from an effects-based perspective. [nparticular, the option scores better for
ecology and landscape/visual (natural character) as it minimises disturbance of riparian vegetation
within the Orewa River/Waterloo Creek crossing. The option also has less impact on existing

» Option A was supported by Manawhenua who had stated a preference.

MCA Assessment

MCA Criteria

Option A

Option B

Investmenit Objective 1 - Access

Investment Objective 2 - Integration

Investment Objective 3 - Travel Choice

2a. Land use futures

2b. Urban design

2c. Land requirement

2d. Social cohesion

2e. Human health and wellbeing

3a. Landscape / visual

3b. Stormwater

3c. Ecology

3d. Natural hazards

5a. Construction impacts on utilities / infrastructure

5b. Construction disruption

6a. Construction costs / risk / value capture




Upgrade to Wainui Road

Targeted MCA and constraints-led assessment undertaken for Segments 1 and 2 (outside the scope of the MCA

assessment). The key findings of this assessment are outlined below:

Segment 1: Between Lysnar Road and
Upper Orewa Road

Options considered:
« Widen both sides

+ Widen to the south
« Widen to the north

Recommendation:
« Widen both sides

Reasons for recommendation:

« Reduced impact on property compared
with widening to South

« Makes best use of existing road
corridor and construction

« Avoids impact on ECE

Segments subject to
L constraints led design

MCA'd .
section of
Wainui =

Segment 2: Between Roundabouts and
SH1

Options considered:
« Widen both sides

« Widen to the south
« Widen to the north

Recommendation:
« Widen both sides

Reasons for recommendation:

* Reduced impact on property compared
with widening to west

« Makes best use of existing road corridor
and construction

* Not expected to impact on Montessori
Primary School




Upgrade to Wainui Road

HOW SOLUTION MEETS FUTURE MODAL PRIORITY DESIGN REFINEMENTS

« Provision for separated cycle
facilities and footpaths along the
length of the corridor to connect
active modes to key destinations.

«  Provision for a single traffic lane for
private vehicles and public transport
A

«  Scope of project adjusted to end at Lysnar Road to reflect presence of an IFA
between AT and developer for the western portion.

« Lengthening and raising of structure over Orewa River to improve flood

I resilience and minindise earthworks on adjacent areas.

e

services

«  Carefully manage existing vehicle
access points to remove conflicts
with walking & cycling movements.
Additionally, safe crossing facilities
are required.

G-~ U P |

o

Future Modal Priority

INTERSECTION FORM ASSESSMENT

MATTERS TO CONSIDER FURTHER IN FUTURE DETAILED DESIGN

Intersection Existing (if Future — SGA
relevant) Recommendation ; .

Design Parameters Complexity

Wainui Road and Priority Roundabout Rating

Lysnar Road 2 - - -
Consider use of a low impact bridge structure for active modes M
across the Orewa River to reduce impacts

Wainui Road and Priority Roundabout - =

Upper Orewa Road Consider use of retaining walls to reduce earthworks M

VK\L?,:;:; Read and Priorky ErierlyControlls) Consideration of property access and connection across the active M

mode facilities to ensure safety for all users




Upgrade to Wainui Road

RECOMMENDED OPTION
\ L AR RO . A BRI RISKS and OPPORTUNITIES
" | WERE G| i St @ Opportunity to improve water quality in the receiving
AF environment
« Opportunity to integrate with surrounding
dévelopment.

INTERDEPENDENCIES

¢ Wainui to Grand Drive link
« Active mode upgrades to the Wainui Road interchange

PROJECT ALIGNMENT

Investment Objectives Alighment

Improve access to economic and social opportunities By Contribution to improved access to jobs within the Wainui area. For active modes, there is a
providing an integrated multi-modal corridor along Wainui 48% increase in the number of jobs within 10min active mode travel. For Public transport there is a
Road 100% increase in jobs within a 30min public transport trip.

Provision of continuous active mode facilities between the Wainui interchnage and the Argent Lane
corridor.

Contribution to an overall mode share of 20% for active modes and 33% for public transport for the
North area.

Support transformational mode share in the North by
providing a high quality, low carbon trarisport-network

Provide corridor protection to support planned growth and | Enables 71%of the FUZ area in Wainui to be within 400m of a dedicated, separated active mode
flexibly enable future land use and transport integration facility.

Contribution to climate change response

Climate Change

As the corridor is an existing arterial road, elimination of the project would have an adverse effect on enabled carbon. The recommended option represents the
option with the lowest embodied carbon and provides enabled carbon benefits through enabling mode shift for residents of the future growth area.
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Upgrade of Hibiscus Coast Highway and Grand Drive for public transport and active modes

PURPOSE

Provide a high-quality
strategic walking and
cycling connection
and PT priority (bus
lanes) through the
growth areas of
Orewa, Millwater and
Silverdale.

Réed Beach

-l

Silverdale Whang

The project team is seeking a Type A business
Case and not pursuing Route Protection for
this project.

The general design philosophy of the project is
to stay within the existing road reserve.

OPTION ASSESSMENT: PROCESS

The following process was followed in relation
to this project:

» Constraints mapping process undertaken

» Corridor Form and function process
identified gaps

» AType A Business Case was selected

» Concept design developed to inform DBC

LAND USE

L AND USE

Residential —
Single House
" Open Space —
7 Conservation
Residential — Residential — Large
Mixed Housing Lot

Urban % Business — General

Business

Business — Town
Centre

Open Space — Sport &
Active Rec Zone

Sections

?ction 1: Grand
»Drive

Section 2: HBC
Orewa

Section 3: HBC
north of
Whangaparaoa

Section 4: HBC
Silverdale to
Whangaparaoa

Upgrades

Required

Separated
walking and
cycling

» Bus priority at
intersections

N/A

» Separated
walking and
cycling

» Bus priority at
intersections

» Separated
walking and
cyling

» Bus priority at
intersections

Business
Case Type

Type A

Nothing
required

Type A

Type A




Upgrade of Hibiscus Coast Highway and Grand Drive for public transport and active modes

HOW SOLUTION MEETS FUTURE MODAL PRIORITY

« Provision for separated cycle Future Modal Priority — Segment 1

facilities and footpaths along the
majority of the corridor to

connect active modes to key
destinations. For Section 3, no ;
separate cycling facilities are "% & okt 10

proposed due to the town centre
land use and presence of a path
through reserve land.

» Private vehicle priority is highest
in Segment 1 and 4 reflecting I
connection to SH1 at both ends. ; = I

«  Bus priority varies across the e e
corridor and is highest in Future Modal Priority — Segment 3
Segment 4 as the corridor ’
connects to the HBC bus

Future Modal Priority — Segment 2

station.
« Pedestrian priority is highest : I I I

around Orewa centre (Segment ; 7z

2) and Silverdale centre A& gRyR G » @

Segment 4). Future Modal Rriority — Segment 4
« Segment 4 has a higher freight

priority due to the industrial area

south of Hibiscus Coast

Highway.

S MR e @

MATTERS TO CONSIDER FURTHER IN FUTURE DETAILED DESIGN

Design Parameters Complexity Rating

Consideration of reduttions to design standards to ensure M
upgrades can be\aehieved within the road reserve

Detailed investigation and design of services M

Consideration of changes required to property access and H
consideration of options

Consultation with the affected community on proposed H
changes to the corridor

Consideration of reallocation of road space to reduce M
widening requirements of the project in selected sections
including removal of on street parking and median space

Consideration of high value ecological and coastal areas M
and minimising work which effects these areas




2

| intersections

Bus priority at

Upgrade of Hibiscus Coast Highway and Grand Drive for public transport and active modes

RECOMMENDED OPTION

Separated

walking and
cycling —
_ Buspriority at
i intersections Segment 1 Nothing

required

Separated walking
and cycling
Segment 3

Separated walking

‘\ and cycling
Bus priority at
intersections
- N\
a2 H LY ;)
/
7 &/

4

W A

RISKS and OPPORTUNITIES

Risk that outcomes are compromised through reduced standard of .

infrastructure

Opportunity to reduce effects on community and property through

upgrades within the road reserve.

The O Mahurangi Penlink project will remove trafficfromithe corridor

and provides opportunity for reallocation of road.gpace.

INTERDEPENDENCIES

The O Mahurangi Penlink project relieves
this corridor to the west of Whangaparaoa
Road.

*  Silverdale intersection upgrade

Investment Objectives

Alignment

Access/integrationsmprove
access to econemie and social
opportunitiesthrough direct and
attractive active mode facilities

Improved access to jobs within the existing Orewa and
Silverdale area.

Contribution to improved job accessibility via active modes
and PT. For active mode travel, a 28% increase in jobs
accessible within a 10min active mode trip. For PT, a 100%
increase in the jobs accessible within 30-45min public
transport trip.

Provide a high quality, low carbon
strategic active mode facility within
the catchment

Provision of separated active mode facilities and bus priority
through the corridor providing travel choice to the Orewa and
Silverdale residents.

Contribution to a wider mode share of 20% for active modes
and 33% for public transport.

A safe facility which separates
vulnerable users from conflict with
vehicles.

A separated provision for walking and cycling.

Upgrades likely to include a reduction in speed over part of
the corridor which is likely to result in reduced DSls.

Contribution to climate change response

future growth area.

As the corridor is an existing arterial road, elimination of the project would have an adverse effect
on enabled carbon. The recommended option represents the option with the lowest embodied
carbon and provides enabled carbon benefits through enabling mode shift for residents of the
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A new SH1 crossing at Dairy Stream

PURPOSE CONSTRAINTS CORRIDOR FORM AND FUNCTION

To provide an all-modes connection across

« Single traffic lane in either direction for general

SH1 in the vicinity of Dairy Stream (just south East Coast Road ) T _
i SH1 National Grid y pUth transport.

- th%Motorway ?e_rw%e h(IJVentre oISH; )'t' Yard Corridor A « Dedicated walking and cycling facilities will be

providing connectivity between communities S _—— P e

and access to social-economic opportunities 6760 =S Bt
between and on both sides of the existing
SH1

Existing designation
6777 - Waiti River
Crossing (Penlink)

Dairy Stream ’

« Posted speed limit will be 50 km/hr.

Motorway Service
Centre

North crossing
study area

Top Road

| b Central crossing
study area

\

Ara Weiti
Road

\

e‘)

South cross.m
study area

The berm space and median would be removed on-any bridge structure

04km
g OPTION ASSESSMENT: PROCESS
~— Open watercourse [l Future Urban Zone :
[ Flood Plains [ ] Residential - Large Lot Zone
1 Indigenous Vegetation (f¥on:SEA] [ Rural - Countryside Living Zone The following steps were undertaken:
| Potential Natural Wetlands [C] Residential - Mixed Housing Urban Zone
== Rural Urban Boundary Rural - Mixed Rural Zone : .
Significant Ecolagieal Areas Overlay ] Rural - Rural Production Zone 1. Constraints mapping
GAP ANALYSIS [] Designationé == DBC Study Area for optioneering 2. Three broad areas for the connection were

considered and assessed using a targeted MCA

The gap assessment process determined: and constraints-led assessment

» An appropriate range of options was
considered at IBC stage

Further investigation of SH1 and interchange
options confirmed the desire to retain the
existing Motorway service centre.




A new SH1 crossing at Dairy Stream

DBC Options Considered

Three areas considered for a crossing:
« Northern area

« Central area

« Southern area 2a. Land use futures

1a Heritage No known Issues ‘ o Known issues No known Issues

/.
- -

No key issues. No key issues.

Located within FUZ

/Policy analysis

- I\
O Key | S
oA

No key'issues. Best option to
educe overall severance of SH1
is bridge location is evenly
spaced between the Redvale and
Wilks interchanges
Small flood prone area.

Small potential wetland to the
north.

Design to consider spanning South of Worsnop Way,

2b. Urban design

2d Social cohesion;

No key issues No key issues

2c. Land requirement

3b. Stormwater/flooding Flood plains and flood prone

areas on the northern side of
SH1.

Significant-constraints-present-—avoid-where-practicabley

3c. Ecology

Recommended option — Northern area

The assessment recommended the 3d-Natural hazards

northern study area for the following o o erisction impicts on ;";g:scm Sl 'a."el ’n"‘i‘r‘l’;“’; f:::j’i‘r’;‘g)'fb Sita (brdge
reasons: utilities/infrastructure SHA1.

SH1 will be raised at this section

« Largely avoids floodplains and wetlands s deinl g

« Provides adequate spacing with the
Redvale interchange

« Is remote from the National Grid
cO rridOr Moderate-constraints-present—-consider-avoiding-on-balance-with-other-issues|

6a Construction cost/risk

Na-significant-or-moderate-constraints-presentq




A new SH1 crossing at Dairy Stream

HOW SOLUTION MEETS FUTURE MODAL PRIORITY DESIGN REFINEMENTS
o «  During design refinement the connection was pushed further north as a result
g Prq\{l_smn for separated cycle of geometric requirements and a desire to retain access to Worsnop Road
facilities and footpaths along the . « Angle of the bridge altered to achieve the required vertical grades

length of the corridor to connect
active modes to key destinations.

»  Provision for a single traffic lane for
private vehicles and public transport
services
»  Carefully manage existing vehicle N
access points to remove conflicts A S Emmaea
with walking & cycling movements.
Additionally, safe crossing facilities Future Modal Priority

are required.

MATTERS TO CONSIDER FURTHER IN FUTURE DETAILED DESIGN
INTERSECTION FORM ASSESSMENT

Design Parameters Complexity

Intersection Existing (if Future — SGA g Rating
relevant) Recommendation - — - - - -

Consider opportunities to integrate this connection with M
Dairy Stream Bridge | N/A Priority intersection development of FUZ land on either side of SH1
/ Top Road - —

Consider use of retaining walls to reduce earthworks M
Delryrtoam Bildgrs |/hia Slingle:lane/Fodndaint Consideration of property access and connection across the active M
/ East Coast Road / .
Worsnop Road mode facilities to ensure safety for all users




A new SH1 crossing at Dairy Stream

RECOMMENDED OPTION

-

RISKS and OPPORTUNITIES

» Opportunity for the project to guide future
subdivision patterns through early
identification of the optimal crossing position

INTERDEPENDENCIES

SH1 upgrade project

Upgrade of East Coast Road

Project needs to connect to the local and
collector road network in the future. The
network is uncertain at this time.

PROJECT ALIGNMENT

Investment Objectives

Alignment

Enable access to economic and social
opportunities by providing a new integrated
multi-modal corridor

Provides a direct connection between FUZ land on eastern and
western side of SH1 for all modes providing access to jobs and social
Opportunities.

Centribution to an overall improvement in access to jobs via

Public Transport and active modes. Within the Dairy Flat area, within
10 mins there is more than an 100% increase in access to jobs

via active modes. Within 45min, there is a more than

an 100% increase in access to jobs via public transport.

Support transformational medé-share in the
North by providing a high quality, low
carbon transport network

Contribution to a Mode share of 20% for active modes and 33%
for Public Transport

Enable réliable and resilient people
movement

Provides an east west connection across SH1 that is separated from
the SH1 interchange at Redvale, thus provides an alternative route
between eastern and western areas which is not susceptible to
congestion and resilience issues.

Rrovide corridor protection to support
planned growth and flexibly enable future
land use and transport integration

Contribution to a 50% increase (percentage points) in the proportion
of Dairy Flat within 400m of a high-quality, dedicated active mode
facility in the Recommended Option.

Contribution to climate change response

Without this link in place, future development areas on either side of SH1 will be severed from each other. East west
movements for all movements will need to use future motorway interchanges as connections. This is anticipated to
lead to unattractive walking and cycling conditions, and congestion and unreliability for public transport services.
The recommended location for the bridge is considered to provide best resilience to climate change and best
outcomes from an enabled carbon perspective.




A new active mode connection along
the Dairy Stream
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A new active mode connection along Dairy Stream

PURPOSE

Provide a high-quality strategic walking and cycling
connection through the growth area of Dairy Flat
which connects to the wider strategic active mode
network

Type A Business case

The Dairy Stream active mode facility was determined
as a Type A business case which did not require /
warrant route protection at this time. This was
determined for the following reasons:

« The project follows a riparian corridor which is
unlikely to see build out from development of the
FUZ area

« Avriparian corridor is likely to be vested to Council
through the plan change process

» The project is likely to be implemented as a
greenway type project and therefore not by AT / WK

CONSTRAINTS

B Revers and Parmanent Streams

Open Watercourse —
M Wetlands (desktop only)
B ndigenous w-:-gee'.allunD

B Flood Plains

ng Natural Landscapes Oveday jren'dolz)

OtheriConstraints

» ¢ Alignment follows Dairy Stream — Floodplains, potential
wetland areas, stream crossings, riparian vegetation
(largely exotic)

Opportunities

«  Opportunity to locate active mode corridor parallel (but
offset) with stream alignment, i.e.: at the outer edge of
existing (and proposed) vegetated buffer.

CORRIDOR FORM AND FUNCTION

» Dedicated walking and cycling facilities will be
provided along the corridor.

18
|8

. L i |

e | LORROR e
AN AN
(345 (o
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L_.{__.,f

TUTES

-

OPTION ASSESSMENT: PROCESS

The following steps were undertaken:

1. Constraints mapping
2. Single option developed for DBC purposes




A new active mode connection along the Dairy Stream

RECOMMENDED OPTION RISKS and OPPORTUNITIES

« The facility is at risk during flooding events and is unlikely

i3 = b to be usable during the event itself
' | «  Opportunity,for developers to contribute to
implementation
=k 4\{ ? «  Opportunity for low impact design (e.qg.: Bridle path) to
V| =~ limit effeets on receiving environment
il o = INTERDEPENDENCIES

« New SH1 crossing at Dairy Stream
PROJECT ALIGNMENT

Investment Objectives Alignment

. ; - Provides a direct connection between SH1 facility, a future Dairy Flat centre and the Green Park.
Improve access to economic and social opportunities

through a direct and attractive active mode facilities within

] Contribution to an overall improvement in access to jobs via active modes. Within the Dairy Flat
the Dairy Flat area

area, within 10 mins there is more than an 100% increase in access to jobs via active modes.

Contribution to a Mode share of 20% for active modes.
Provide a high quality, low carbon strategic active mode

facility within the catchment Contribution to 59% of Dairy Flat being within 400m of a dedicated, separated active mode facility.

A safe facility which separates vulnerahle users from

conflict with vehicles. A separated active mode facility free of conflict with vehicles

Contribution to climate change response

Elimination of the connection would likely adversely affect mode shift by reducing active mode facilities through the Dairy Flat growth area and wider inter-
Climate Change connections in the strategic active modes network. The project is expected to have benefits from an enable carbon perspective by carries some risk from a
climate change resilience perspective given the location.




Upgrade to Argent Lane and New
Pine Valley Road
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Upgrade to Argent Lane and New Pine Valley Road

PURPOSE

Upgrades to the existing Argent Lane and New Pine
Valley Road between Wainui Road to Old Pine
Valley Road to provide for all modes.

Ba,;

Silverdale West

Type A Business case

The upgrade to Argent Lane and New Pine Valley
Road was determined as a Type A business case
as the corridor did not require route protection at
this time. This was determined for the following
reasons:

» The Milldale development and Auckland
Transport have delivered a two lane collector
road in this location.

» Sufficient road space has been allowed for to
implement a four lane road in the future.

CONSTRAINTS

Section under
construction / to be
built and included in

Section built and
vested to AT

Existing designation
from Auckland
Transpoft

- |

Other Constraints
s.. “(EXisting crossing over the Weiti Stream

Opportunities

« Existing portions have been implemented as a two-lane
road with a wide median and can be easily modified to a
four-lane arrangement.

CORRIDOR FORM AND FUNCTION

» Current corridor provides for a single lane of
traffic with separated walking and cycling
facilities.

+ In the future, this is required to be widened to
allow for four traffic lanes.

» Posted speed limit will be 50 km/hr.

OPTION ASSESSMENT: PROCESS

The following steps were undertaken:

1. Constraints mapping
2. Single option developed for DBC purposes




New Argent Lane and new Pine Valley Road

HOW SOLUTION MEETS FUTURE MODAL PRIORITY PROJECT ALIGNMENT

. Provision for separated cycle facilities Future Modal Priority Investment Objectives Alignment

and footpaths along the length of the
corridor to connect active modes to key

destinations. 8

*  Key bus priority route with bus lanes 5

provided to connect to the Dairy Flat 4

centre and potential RT station .

. Carefully manage existing vehicle )
[

The Argent Road corridor provides a connection
through the Milldale area .

Contributes to the Wainui area having increased jobs
Improve access to.eebnomic accessible via active modes and public transport.
and social opportunities Within the Wainui area, within 10 mins there is more
through a direCt'and attractive than an 48% increase in access

active mode facilities within the | to jobs via active modes. Within 45min, there is
Dairy,Flat'area a more than an 48% increase in access to

jobs via public transport.

access points to remove conflicts with
walking & cycling movements.
Additionally, safe crossing facilities are .

required. A S =y »» @

Contribution to a Mode share of 20% for active modes
and 33% for Public Transport.

MATTERS TO CONSIDER FURTHER IN FUTURE DETAILED

DESIGN Provide a high quality, low

carbon strategic active mode Contribution to 71% of Wainui being within 400m
Design Parameters Complexity facility within the catchment of a dedicated, separated active mode facility.
Rating
Consideration to intersection form and function along the M

A safe facility which separates
vulnerable users from conflict
with vehicles.

corridor within the context of development which has
occurred (i.e. Schools, centres)

A separated active mode facility free of conflict with
vehicles

Stormwater treatment — The current Argent Lane design M
relies on rain gardens for stormwater treatment. This needs
to be considered through detailed design

Contribution to climate change response

Crossing of the Wéiti Stream is a highly sensitive H
environment. Detailed design should consider how to best
avoid, mitigate and remedy effects.

Elimination of the connection would likely adversely affect mode shift by reducing active
mode facilities through the Dairy Flat growth area and wider inter-connections in the
strategic active modes network. The project is expected to have benefits from an enable
carbon perspective by carries some risk from a climate change resilience perspective
given the location.

Climate

Change







North Detailed Business Case

11 Recommended North Package

The recommended North transport package is shown in Figure 11-1. From this network the following
walking, cycling and micro mobility network will be achieved as shown in Figure 11-2.

Figure 11-1 Recommended North Transport Package
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North Detailed Business Case

Figure 11-2 Recommended walking, cycling and micro mobility network
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North Detailed Business Case

This is a comprehensive transport solution that responds to planned growth and provides a transport
network that supports:

Long term development of a low carbon transport system to support future growth and
facilitates mode shift from private vehicles to public transport and active modes to reduce
greenhouse gas emissions.

The network supports local jobs with the Silverdale West industrial area and provides direct
freight access to the strategic network to minimise conflict with surrounding residential land.

Local jobs are provided via centres in the future urban areas with direct access to the RTC
corridor to encourage a mix of land use around future stations.

Opportunity for intensification of land use around RTC station and walk up catchments.

Transport corridors maximise opportunities for walk up catchments to public transport
interchanges and a high frequency local bus network.

Increased reliability for public transport through provision of an alternative’strategic link and
additional resilience through urbanised alternative routes.

Real travel choice with high quality, attractive alternatives to the\private vehicle. This includes
a contiguous, legible active mode network that connects people to key destinations and
encourages active mode trips within the compact urbamarea.

An area wide focus on safety through a holistic set ofmeasures including Road to Zero safety
principles, fully separated cycling facilities, well designed intersections and sufficient space for
all modes to interact safely.

The outcomes will be achieved by targeted investmenttin:

A new Rapid Transit corridor between’Albany and Milldale — To provide a strategic public
transport corridor to serve the grewth in the North between Albany and Silverdale, leading to
an increase in public transpart (PJ) mode share and improved accessibility to social and
economic opportunities in'the North.

Upgrades to SH1 between“Albany and Silverdale with a new interchange at Wilks Road and
upgraded interchang€ at Redvale — The interchanges provide access to/from the strategic
road network.to\serve adjacent development areas. Widening to SH1 will provide bus
shoulder lanes<from Albany to Silverdale in the short-medium term, with managed motorway
capacity between Albany and Silverdale Interchange in the long term.

Improvements to the existing Silverdale Interchange — Updated layout at the Silverdale
Interchange.

A new walking and cycling path along SH1 (SH1 Walking and Cycling Path) — To provide a
high-quality strategic walking and cycling connection adjacent to SH1 which will allow people
to access social and economic opportunities in the various development areas in the North.

A new walking and cycling path along the rapid transit corridor (RTC Walking and Cycling
Path) — To provide a high-quality strategic walking and cycling connection adjacent to the
proposed RTC in Dairy Flat and Silverdale which will allow people to access social and
economic opportunities.

Provision of a network of arterials that will support provision for frequent public transport,
walking and cycling and general traffic including Upgrade to Wainui Road, Upgrade to Pine
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North Detailed Business Case

Valley Road, Upgrade to Dairy Flat Highway between Silverdale and Albany, New connection
between Dairy Flat Highway and Wilks Road (New Link Road), Upgrade to East Coast Road
between Silverdale and Redvale Interchange, Upgrade and extension to Bawden Road, New
Connection between Milldale and Grand Drive, Upgrade of Hibiscus Coast Highway and
Grand Drive for public transport and active modes, A new SH1 crossing at Dairy Steam (Dairy
Stream Motorway Crossing), New Argent Lane and new Pine Valley Road,

e Improved walking and cycling links including: Upgrades to the Wainui Interchange for Active
Modes, A new active mode connection along the Dairy Stream and the Silverdale to Highgate
active mode connection.

11.1 Key Performance Indicator Outcomes

The key outcomes for this recommended network are shown in Figure 11-3. Additional detailed
information on overall outcomes for the North as well as insights for key strategic and local
interventions are included in Appendix G: Transport Outcomes Report.
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Figure 11-3 Outcomes for the North recommended network

North Detailed Business Case

OVERALL INVESTMENT OUTCOMES FOR THE NORTH RECOMMENDED TRANSPORT NETWORK (2048+)

Wana East

Sivesda West

By full
buildout

évmv;vi
)

Access

110,000 more people

Employment
accessibility

15 mins t 21%
45 mins "‘ 100%

The RTC doubles the amount.of*
jobs accessible for the north(argea"

Employment

scasabilty | TS 1 28%
o o 10mins t 9%
O% N 15 mins ‘.’ 10%

Reduction of
vehicle kilometres
travelled in peak

congestion (
Period)

Network rasiiea®

p 47km of
9%1 (rodds resilient
AM ,to Q100

flooding

1

RTC corridor provide:
a7m4ti\|/(enr'1|1:;e +1 astrategic aiternative

s to SH1
facilities =
fosiliart 4o Improved resilience

Q100 flooding o0 Dy T

+1 Highway

//300m of an RTN route

So

1Modd share for public transport

withuifie recommended 200
programme compared (o 25% for I A

\Do ldin. (External trips)
Propartion of North FUZ within

I 53%

=

| 32

Mode share from
single occupancy
private vehicle

Active mode share with

the Recommended programme
compared to 16% in the Do
Min. (trips within North area)

Proportion of North growth area
within 400m of high quality,
dedicated facility.

<] |

New and improved corridors with
safe and separated cycle facilities.

74km

Conflict between cyclists and future increased
traffic reduced due to implementation of safe
separated cycle network.

52 %

Land use and transport Integration
results in 52% of North growth areas
within 800m of the RTC corridor

- Dairy Flat Town / Metro centre is

E n integrated with RTC station

41,000 new houses  pu—_—

Change
22,000 new jobs

®

Cco,

Reductions in
12,400 daily VKT

2048+ (compared 1o
min)

12,800 tonnes
reduction of

CO? per year

Local centre In Pine Valley integrated
with future RTC station
100% of new corridors and stream crossings
in designed to accommodate 1 in 100 year
4o Tlooding with flexibility to respond to climate
changes
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North Detailed Business Case

The North DBC recommended programme provides transport benefits by:

1. Supporting the realisation of further benefits from these earlier interventions e.g., through
investment on local roads to improve connectivity to rapid transit stations to maximise station

catchments.

2. Delivering additional transport benefits for the existing northern area catchment (Silverdale,
Orewa and Whangaparaoa) which as a result of this DBC programme are provided with
enhanced travel choice and accessibility.

This recommended programme is a holistic package of interventions and whilst individual options may
vary in their performance when considered in isolation, the performance of the programme is greatly
increased when considered as a connected and complementary transport response. This results in
the sum of the whole being greater than the sum of the individual parts. Each individual project
addresses a local issue but then has a wider role in extending or completing an active mode or public
transport network which has a flow on effect to the transport choices, reliability and efficiency area

wide.

Additional commentary on the key investment theme outcomes is summarised in Table 11-1.

Table 11-1 Investment theme commentary

North Investment
Theme

Commentary

Access

» The proportion of employment accessible by active modes increases in each of
the time intervals assessed. Within 5 mins the proportion of employment
increases by 28%, within 10,mins there is a 9% increase and in 15 mins there is a
10% increase in e Recommended Option compared to the Do-min.

» The proportion of employment accessible by PT increases in each of the time
intervals assessed. Within 15 mins the proportion of employment increases by
21%, withim30 mins and 45 mins there is more than a 100% increase in the
Recemmended Option compared to the Do-min.

Reliability/Resilience

s~~Jhe transport network as a whole experiences less severe congestion. There is
an 9% reduction of vehicle kilometres travelled in peak congestion (>90% v/c) in
the AM peak in the Recommended Option.

e 47 km of the road network within the Northern growth area achieves Q100 Flood
level immunity. This helps support the overall sustainability and resilience goals
of the North transport network.

e The average PT travel time from the North area changes from an average of
82min to 68min to a destination in the City Centre.

e Thereis a 20% (4% increase) in active mode share in the Recommended option.
o There is a 33% (8% increase) PT mode share in the Recommended option.

Mode choice ) . . ) ) )
e There is 6% mode shift from single occupancy private vehicles in the
Recommended Option.
* While the number of previous active mode DSls are relatively low. The conflict
Safety risk for these users will increase in the future as there are more vehicles and

active mode users on the network. This risk can be significantly reduced by
providing dedicated facilities separated from traffic.

Te Tupu Ngatahi Supporting Growth 3/May/2023 | Version 1 | 95



North Detailed Business Case

North Investment Commentary
Theme

e The north network includes 74km of separated active mode facilities.
e 10 DSI reduction per year is anticipated from the recommended network.

e The Rapid Transit corridor ensures 1400 Ha of developable future urban area is
within a direct catchment of the RTC corridor.

o The RTC corridor integrates with the Future Town/Metro Centre in Dairy Flat and
a proposed local centre in Pine Valley.

¢ Inthe Recommended Option, 3,103 hectares (53%) of the North is within 400m of
a dedicated, separated active mode facility. Compared to the Do-min Option
which has 242 hectares (4%).

« With the RTC corridor, 52% of the FUZ area is within 800m of the RTC corridor

Integration and an additional 49% of the population of the Northern growth"area are within
400m of a high-quality, dedicated active mode facility in the Recommended
Option

e The north network includes 46.8 km of new urban street'Scape space which will
provide enough space for street furniture/lighting @nd tre€ planting appropriate to
the known place function and built form.

» The proposed network supports the development/0f the Silverdale West Structure
plan which provides industrial land and alarge>quantum of local jobs for the
Northern Growth area.

Climate Change » The recommended network is based on the premise of maximising mode shift in

Response the North.

o ltis estimated to achieve a reduction in CO2 emissions of 12,800 tonnes per year
compared to the Do Minimum scenario.

e The recommended network has been adapted to respond to 1 in 100 year
flooding with’100% of new corridors and stream crossings meeting Q100 flood
level immunity with flexibility to adjust to climate change.

» Congerve and provide opportunities to enhance the natural environment and
cultural.héritage including wetlands, SEA’s, streams and vegetation stands.

Many of the outcomeésjoutlined above compare the recommended network against a do minimum
scenario. In the Nerth area, the Do Minimum scenario is somewhat unrealistic in that the development
of FUZ land is assumed to take place with no significant investment in transport infrastructure
assumed. Travel in the Do minimum scenario is suppressed as a result of the significant congestion
occurring on the network. This results in relatively high proportions of people using alternatives to
private vehicle travel despite the lack of facilities and lower quality public transport network.

11.2Sustainability outcomes

The concept of sustainability is in synergy with Te Ao Maori (Maori world view) and the
interconnectedness and interrelationship of all living and non-living things. The development of the
North recommended transport network has been undertaken holistically and is based around the
three principles of social, environmental and economic sustainability.

The overarching sustainability principles were introduced in Section 6.3 and are shown again in
Figure 11-4 below.
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North Detailed Business Case

Figure 11-4 Sustainability principles

Regional considerations Local considerations

* Resilience of strategic transport corridors * Access to jobs for residents

* Value for money of transport infrastructure *» Access for business

* Prioritisation of projects * Enabling growth area development in

= Efficiency of the regional transport network line with FULSS

-

-

Il,

Regional considerations @ ll

= Reduction in VKT and in CO2, /

* Impact on Coastal marine areas

* Climate and regional flooding
impacts

4
" Regional considerations
1
* Resources ( energy, carbon, water, |
1
1
\
\
\

* Mode share and travel behaviour
» Safety of transport network
* Access to social opportunities

% iderations

material) efficient transportation
infrastructure construction,
operation

3 -
e e

\ ostiof travel for residents
= = k. ansport choice available
Local constderuhonf . \ ‘ g . % afety of transport network
o Natura'l assets — S:gmflcant. : > + Human Health and wellbeing
:;:::f,:,?;:rea' Streams, rivers and . g « Social cohesion

-~ = Effects on surrounding land use

* Stormwater effects and treatments ol R o 7

« Liveability of future growth areas
* Flooding impacts (local level)
* Mode share of growth areas
Figure 11-5 to Figure 11-7 detail how the recommende me delivers against these three

principles to support a positive environmental outcome, better community outcomes and impact on
economics outcomes for the communities.
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Figure 11-5 North environmental outcomes

North Detailed Business Case

North Environment Outcomes

Wetlands
ﬁ Natural wetlands and high amenity wetlands have
y/i been avoided where possible in the development
¥ of options.
Stormwater

Stormwater ponds have been provided where possible
to assist the attenuation and treatment of stormwater
from the corridors.

Riparian habitats

Opportunities to enhance riparian habitat
and retain mature vegetation have also
been identified. Opportunities for stream
enhancements have been identified for the
SH1 corridor, RTC, Pine Valley Road

and Dairy Flat Highway.

Habitats
Wherever possible, impacts on local streams, QEll covenanted
areas and Significant Ecological Areas have been avoided, and

through design have been identified.

O

where this has not been possible opportunities for mitigationv

Earthworks
Earthmoving quantities have been conside
been avoided . This is of particular signifj
by effects on earthworks and the sur,
further optimise earthworks duringsth

eek a good cut/fill balance, significant gullies have
e RTC corridor where the route was influenced
d. This remains a key step for most corridors to
ages of detailed design.

cycling materials

here possible design solutions that reuse existing roads or
assets have been adopted. New corridors presents a burden
on resource use, Upgrades of existing roads have focused on
road space reallocation to minimise excessive use of
materials and identification of opportunities to reuse
materials during the design phase. Futureimplementation
stages will need to consider how to further minimise
embodied carbon and construction emissions as well as
consider type of materials used.

&

Climate change and flooding

Options which impact the least on flood zones and Overland Flow Paths
have been selected wherever possible and 100% of new roads have been
raised to meet Q100 flood immunity levels.

Emissions

9% reduction in vehicle kilometres travelled
in peak congestion in the AM peak. CO2
reduced by 12,800 tonnes per annum from
2048+

Attractive public transport and safe active
mode facilities on all corridors reduces
private vehicle mode share to 71%
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Figure 11-6: North social outcomes

North Detailed Business Case

North Social Outcomes

Walking and
 § cycling

Links to Greenways

All projects include new or
improved separated active
mode facilities (74km) to
support safer walking and
cycling and improved health.
Creates an integrated local
network that contributes
towards reduction in private
vehicle trips.

provides some greenway

ides better choice for residents for
short and longer trips, and encourages
healthy and active lifestyles. Over
300,000 jobs accessible within 45 mins
by public transport and over 50,000
jobs accessible by active modes within
15min.

Q ohcion

connections such as the Dai
Stream corridor and compl

to over future Greenway$\roj
the North area Q

. @Q
Planned active mode network 6 A\ . Safety

N /' North growth areas are fully accessible
3 by safe, legible and connected active
mode facilities

Network supports community
facilities and land uge

Examples of how projects support land use:

» The RTC corridor integrates with a future town/metro centre
in Dairy Flat and future centre in Pine Valley Road providing
a high level of accessibility.

- Network designed to support intensified land use with
maximised walkable catchments to bus services and active
mode facilities.

- New Wilks Road interchange to support direct freight access
to industrial areas and separate heavy vehicle trips from the
local residential land use.

= Schools are connected to key housing areas and local
centres by active mode facilities.
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Figure 11-7 North Economic outcomes

Transport Choice

Focused investment in public transport and
active mode options to enable travel choice
in the Growth Area

Active mode investment creates connected
infrastructure linking people to jobs and
schools.

Public transport services have been
designed to maximise developable area
within a direct catchment of RTC stations to
provide a high-quality PT service
Reductions in 80M annual VKT in

2048+ (compared to do min)

Mode share for the North recommended
network in 2048 AM peak is:

& % 20%
B 33%

- Further improvements on bus mode share

can be expected with supporting measures

such as travel behaviour and parking
controls.

Access§ togjobs

Til

- Ovep300,000 jobs can be accessed within 45

“miRutes by public transport.

=.Over 50,000 jobs can be accessed within
15 minutes by active modes

North Detailed Business Case

North Economic Outcomes

W=

Integrate with other projects
sntegrates with RTC corridor at Albany to the south
of the study area.
- Intergration with O Mahurangi Penlink project

providing a direct connection to Whangaparaoa for
all modes

Connectivity

slgl=
E=

- Provide direct connections for freight to the
strategic road network via a new Wilks Road
interchange

Integration with development

Options that integrate well with future land use and
FUZ development have been selected.

The RTC corridor provides 1400 Ha of developable
area within the FUZ within a walkable catchment to

a RTN station.

Walking and cycling network and road network offer a
spine network on which surrounding development
can access and build upon.
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North Detailed Business Case

11.3Supporting measures

If all the transport infrastructure projects identified in the Te Tupu Ngatahi programme were
successfully delivered this would not guarantee or optimise the outcomes sought from the
programme. This is due to the wide range of other necessary elements, including pre-conditions to
investments, that also need to be implemented and monitored to ensure the successful overall
outcome of the programme.

These elements can be broadly summarised into three areas, being Urban System Integration,
Transport System Optimisation and Other Transport, as shown in Figure 11-8.

Figure 11-8 Additional contributory elements

Trans @m Optimisation
resgto reduce the need to
ch as travel demand

mahagement measures

Urban System Integration

Ensuring that the appropriate
landuse, including pace and scale of
release as well as the urban form
sought is delivered.

Other Transport

Transport projects that site outside of
those identified for route protection
in the Supporting Growth Programme

It is critical that each of these elemﬁ@@ delivered in parallel and in collaboration with this
programme of transport interventions to optimise and deliver the full range of outcomes sought. For
example, if the projected land x@not delivered the planned transport system will be sub-optimal,
underutilised and critical ele such as mode-shift targets will not be met.

Specific North com y measures are summarised in Table 11-2. Management of these
measures are di:é urther in the Management Case of this DBC (Section 14).

Table 11-2 Suppotting measures for the North Recommended Network

Supporting Measure North application
measure

This programme of transport interventions is intrinsically linked to the urban
system including land use, urban form & place quality, density & proximity, and
employment self-sufficiency. Te Tupu Ngatahi recognises this with place
making and liveability outcomes a key focus area, alongside alignment with the
future pace, location and scale of the proposed growth.

Urban System | Ongoing land
integration use and
transport

integration It is therefore critical that these urban system integration outcomes are

delivered alongside and at the appropriate timing for the transport interventions
recommended.
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Supporting
measure

Measure

North application

Parts of the North area have an adopted structure plan (Silverdale West
industrial area) which gives an initial level of certainty over how land use is
expected to develop. The first phase of this structure plan area is anticipated to
undergo a plan change in the following years.

Other parts of the network are yet to undergo structure planning and thus the
land use is less certain. Continued discussions will be required with Council to
help shape the land use in these areas to best support the overall North
transport outcomes. This will include maximising development around RTC
stations and centres and creation of local cycling networks on newly developed
roads to connect with the planned arterial active mode_network to support the
wider uptake of cycling. There will be an important ongoing discussion in
relation to timing of growth and the ability to have the cefe infrastructure ready
to enable good travel behaviour choices andsaccessAfrom the outset of
development.

Land use integration discussions will'also need to be extended to identified
government partners such as Kainga Ora or Eke Panuku as well as third party
developers to maximise oppoftunities’to best connect developments with the
transport network.

Transport
system
optimisation

Travel Demand
Management

The Te Tupu Ngatahi programme IBCs identified a wide range of Travel
Demand Management initiatives to ensure the demand pressure on the
transport system of Auckland substantial growth is appropriately managed prior
to the transport system being called upon to move people to and from their
destipations:"These measures are a combination of locally driven interventions
and'whole’of region measures, which make coordination and collaboration
across the multiple parties required challenging.

Increased.bus
frequencies

The North recommended network enables a future high frequency local bus
network. However, without the operational funding to actually increase bus
services and the overall attractiveness of the service, the public transport mode
shift will not be realised.

Fleet
Management

Whilst mode shift is preferable to reduce emissions there is also a role for
better fleet management to support emission reduction targets. This will
include wider government-led initiatives to support the uptake of electric
vehicles (including buses) to reduce emissions from private vehicles and could
also extend to the introduction and uptake of biofuels. Emission modelling in
2048+ includes an assumption of ~66% of the total fleet being electric and this
is a major contributor to reduction in emissions. Therefore, this is a very
important measure to support the overall reduction in emissions and maximise
the outcomes of the North recommended network.

Other
Transport

Implementation
of key projects

This programme relies on a number of other transport projects being in place
within the transport system to support the preferred transport network and
realise the desired transport outcomes. Examples of this are:
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Supporting Measure North application
measure

e Completion of O Mahurangi Penlink project
« Completion of the Argent Lane and New Pine Valley Road upgrades
« Completion of the Milldale to Highway Bridge.

The DBC has identified project dependencies in Section 5.2.

11.4 Difference to the IBC network

The recommended North transport network is mostly aligned with the IBC network as shown in Figure
11-9. The corridors highlighted in red are the corridors that have changed since t and
additional details of these changes are summarised in Table 11-3. @

C
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Figure 11-9 Comparison of the North IBC network to the DBC network (key c@s
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Table 11-3 Summary of key changes between North IBC and DBC networks

Corridor

What has changed?

RTC tie in to Albany

The DBC assessed and ultimately recommends changing the tie in point for
the Rapid Transit corridor between the eastern side of SH1 (IBC) to the
western side.

Jackson Way arterial

The IBC included an arterial road along Jackson Way with connection to O
Mahurangi Penlink. During the DBC project, this corridor was excluded from
the route protection scope as the traffic volumes expected considered to
reflect a collector road.

RTC alignment in Dairy Flat

Through the DBC option development, the RTC alignmentaltered from the
IBC corridor as more detailed design and assessment. The change in
alignment (up to 200m to the south) reduced the project'effects on ecology
and property.

RTC alignment in Pine
Valley

Through the DBC option development, thegecommended option has diverted
north of Dairy Flat Highway. The recommended option provides for Stations
within a future residential development area.

New connection between
Wainui and Grand Drive
alignment

Through the DBC option development, a change to the alignment has
occurred at the northern.extent with the alignment moved to the north west
compared with thedBC alignment.

Wainui Road extents

Through the DBCy the length of Wainui Road has been reduced to reflect the
presencenof an.existing Infrastructure Funding Agreement between the
developers and Auckland Transport. The western extent has been identified at
Lysnar Road.

Kowhai Road active mode
connection

This project was removed from the DBC scope as a connection has been
completed by the developer in this area.

Silverdale to Highgate active
mode connection(Curley
Avenue)

The DBC option development considered options for this connection. The
recommended option favours a connection to the SH1 active mode facilities as
opposed to the IBC option through the Curley Avenue area.

11.5Staging assessment

Given the long-term nature of this route protection DBC, there is some uncertainty as to the final land
use and timings for supporting infrastructure upgrades. The following sections discuss the resilience
of the proposed network to these external uncertainties.
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11.5.1 Proposed staging

For the purposes of the DBC, an assumed staging of projects has been identified based on a set of
staging principals:

e Provide a meaningful improvement to Walking and cycling and public transport in the short to
medium term to support the existing urban areas and portions of new growth already
underway.

e Programme public transport and active mode facilities and services from the outset of urban
development to support a shift to more sustainable travel.

e Prioritise PT and active mode facilities that support attractive access to the RTC stations.

e Consider staging of elements of a project to match likely development stages and system
needs, whilst also considering pathways to achieve the full-build elements.

e Consider the need to support place-function, not solely movement function,

e Provide safe travel by all modes.

e Staging that can respond to the timing, scale and form of urban development.

For the north network, the application of the staging principles and expeeted land use pressures has
resulted in four stages of implementation of projects within the programmeé. While some expected
timeframes are provided, these are uncertain, however there is a diréct.correlation between land use
and the transport infrastructure required to support each areasAt'a high level, the key components of
each stage are set out in Table 11-4.

Table 11-4: Staging of the north network relative to langd usé

Stage and indicative Transport Network
timing
Stage 1 (2023-2033) Provides the necessary infrastructure to support the stage 1 of the

Silverdalé West industrial area and includes upgrade to the Hibiscus Coast
Highway and Grand Drive corridor to support mode shift in the existing
brewnfield areas.

Stage 2 (2033-2043) Continues to provide infrastructure to support the ongoing development of
the Silverdale West industrial area and includes some infrastructure around
the Milldale development. An upgrade is proposed on SH1 to improve bus
travel to and from the north area.

Stage 3 (2043-2053) Includes infrastructure required to cater for development of the Pine Valley
area and Redvale development areas. From a Public transport perspective,
Stage 3 includes implementation of a portion of the RTC corridor and a
station at Pine Valley as a catalyst from development in the area however is
dependant on the mode of the RTC corridor.

Stage 4 (beyond 2053) Sees the full implementation of the RTC corridor and infrastructure required
to serve the Dairy Flat area.

Following implementation of the RTC corridor, changes could be made to
SH1 to reuse the bus lanes for another purpose.
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Figure 11-10 provides the proposed staging of projects in a summary map.

Figure 11-10: North programme staging
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11.5.2 What happens if the timing of land use changes?

The timing of growth in the Northern growth area is subject to inherent uncertainty in timing. Since the
IBC phase, regional forecasting has suggested a delay to growth in the northern area. In recent
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population forecasts, Auckland regional growth has reduced further compared to the growth assumed
in the regional transport model.

The council is considering both changes in regional forecasts and the implications of Policy changes
such as the NPS:UD and MDRS on both existing urban areas and Future urban areas alike in the
refresh of the FULSS work. The Future Development Strategy workstream is occurring in parallel to
this DBC. While no detailed changes were available to be taken into account within the DBC,
consideration has been given to what a delay in growth might mean for the North staging.

On the flipside, portions of the North area could come under development pressure building on
successful developments in the area such as Milldale and Ara Hills or taking advantage of Transport
infrastructure projects. Examples from elsewhere in Auckland suggest development of FUZ land out
of the Council’s desired sequencing can occur and avenues are available to developers to progress
these projects.

Table 11-5 sets out some consideration of changes to land use timing, consideringboth delay and
acceleration to land use development and provides commentary on how this.mightinfluence staging
of infrastructure.

Table 11-5: Resilience of the proposed network to land use changes

Change

Commentary

Dairy Flat growth
is delayed further

With growth in Dairy Flat delayed furthér, Stage 4 of the recommended staging strategy
would be delayed. Infrastructure such as implementation of the full RTC, Upgrades to
Dairy Flat Highway, Upgrade and extension of Bawden Road, Upgrade of the Redvale
interchange, Dairy Flat SH1,cressing and Dairy Stream active modes would be delayed
in implementation timeframes.

With the RTC corrider implementation delayed further, consideration should be given to
further enhancements te the SH1 bus lanes through consideration of priority at the
interchanges™to better serve the existing and newly developed areas until such time as
the RTC corridor/could be implemented.

Dairy Flat growth
occurs earlier
than anticipated
and earlier than

With growth in Dairy Flat area occurring earlier, the staging approach to the RTC project
will need to adapt to service this area. Development of the RTC corridor from the south
(Albany) to Dairy Flat could serve the area and drive desirable land use outcomes. As
areas to the north are developed, the RTC corridor could be extended north.

land to north
Other projects within the Dairy Flat area would also likely be required to cater for growth
including Redvale interchange, The Dairy Stream SH1 crossing, Bawden Road, Dairy
Flat Highway and dairy stream active mode corridor.

Wainui area The Wainui area (north of Milldale) is expected to come under development pressure

develops earlier
than anticipated

prior to the FULSS and regional modelling assumed timeframes for development.

If development was brought forward, implementation of supporting transport
infrastructure would be required. The infrastructure expected to be required include:

¢  Wainui Road
e  SH1 walking and cycling facility
e  SH1 upgrade
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Change Commentary

e New connection between Wainui and Grand Drive
e Argentland and New Pine Valley Road upgrade

If land use development is accelerated, funding is likely to be a key consideration
governing if the required infrastructure can be implemented to support development.

Redvale area The O Mahurangi Penlink project is currently under construction and will provide access
develops earlier for land in the Redvale area. Development pressure could occur in this area prior to the
than anticipated assumed timing in the FULSS and regional planning.

Several parts of the network are expected to be required earlier to cater for any change
in timing including:

e Upgrade to East Coast Road
¢ Walking and Cycling facilities on SH1

Appendix N — Staging consideration provides further details as to each project and the
interdependency on other projects and land use development in,the north. The proposed network is
considered to be robust to external land use changes. The maip impact from land use changes will be
the order of infrastructure development.

Te Tupu Ngatahi Supporting Growth 3/May/2023 | Version 1 | 108



North Detailed Business Case

12 Economic Case

This section summarises the economic analysis which has been prepared for the full recommended
package. The North DBC is for the purposes of route protection, rather than imminent implementation.
The appraisal has therefore been targeted at this decision (to progress to route protection), rather
than at the more detailed assessment that could be expected for an implementation decision.

This economic evaluation has been undertaken in accordance with the Waka Kotahi NZ Transport
Agency Monetised Benefits and Costs Manual (MBCM).

Appendix K: Economics Assessment sets out the full methodology, assumptions, scenario testing,
incremental analysis, and sensitivity analysis undertaken. For economic assessment purposes the
North DBC has been split into the following packages in Table 12-1.

Table 12-1 Economic packages for assessment.

Economic Package Corridors included

North overall All projects

Rapid Transit Corridor Rapid transit corridor between,Albany,and Milldale including stations
SH1 improvements SH1 upgrades between/Albany¥and Silverdale including interchanges

and active mode corridorbetween Albany and Grand Drive.

Dairy Flat Upgrades within the Dairy Flat area including:

e ‘Bawden Road upgrade

o . Dairy Flat Highway (Kahikatea to Durey)
¢ %, Dairy Flat Highway Durey Road to Albany
o Dairy Stream active modes

e Dairy Stream SH1 crossing

Silverdale West Upgrades within Silverdale West including:

e Dairy Flat Highway
e New link between Wilks Road and Dairy Flat Highway
e East Coast Road upgrade

Wainui Upgrades within Wainui and the Upper Orewa area including:

e Pine Valley Road
e  Wainui Road
e Argent Lane and New Pine Valley

12.1 Key assumptions

The key assumptions assumed in the economic analysis are shown in Table 12-2.
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Table 12-2 Key economic assumptions

Assumption Type

North DBC Assumptions

Base date

1 July 2022

Time zero

e Time zero was assumed a year before construction start for each project.

Analysis period

e Analysis period for local project packages is 40 years, but sensitivity tested at
60 years

e Analysis period for Strategic Packages is assumed as 60 years for base case
analysis

Travel time benefits

Travel Time user cost is a mixture of Urban Arterial and Rural Strategic composite
costs. The North DBC project traffic benefits are largely associated,with Urban
projects. As such, it is expected to have 90% urban arterial share and rest 10% as
rural strategic. This aligns with the assumed share estimatéd for Te Tupu Ngatahi
South DBCs. For robustness, a test with 100% urban drterialshare was
undertaken and the BCR remained unaffected.

Vehicle operating costs

Assessment of base running vehicle operating‘edsts?(VOC) from the EMME models
other than RTC (using MSM Model).

Discount rates

Discount rate 4% applied to all anfual benefits and costs, but sensitivity tested for
3% and 6%.

Transport reliability
benefits

e Assumed as 8% of the base travel time benefit, as a standard approach.
e Public transportieliability benefits are estimated as 70% of public transport
user benefits initheséommuter peaks and 40% in other periods.

Public transport
reliability

For RTC, the' PTureliability is predicted to be 90% in commuter peaks and 40% in
other peaks.

Emissions

CO2 benefits are calculated from VEPM 6.1 Emissions.

Walking and cycling
benefits

Estimated based on trip demand and travel cost matrices from SAMM, using the
same method as used for PT benefits in the MSM, and using same approach as
South DBCs.

WEBs

WEBS calculated for a test-case of the full package in 2048+ and for RTC as a
representation of strategic projects, in accordance with the MBCM, then applied to
the project using an adopted percentage uplift to the conventional benefits. The
analysis is done for three principal type WEBS — Agglomeration, Imperfect
Competition impact and Labour supply impact.
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12.2Cost

This section summarises the project construction and property costs prepared for the economic
analysis. Indications of operational and maintenance costs have also been given. The estimates and
appraisal have been developed with available information for the purpose of informing a decision
whether to invest in route protection.

Detailed information is included in Appendix J: Cost Report.
12.2.1 Capital Cost

Cost estimates (expected cost P50) and property costs for each individual project are outlined in
Table 12-3.

It is worth noting the following key cost assumptions:

* Type A projects (Hibiscus Coast Highway, Argent Lane and New Pine Valley’Road upgrade and
Dairy Stream active modes) do not require land and are therefore not béingprogressed to route
protection. The costing methodology for these routes has been base@en finear rates for the
concept designs.

o Property pricing undertaken by AT. For AT projects, this does not'include Auckland Council
property as when AT is acquiring land under the Public Works"Aet (PWA) it is doing so on behalf of
Auckland Council. For WK projects, allowance has been,madé for acquisition or temporary
occupation of this land.
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Table 12-3 Capital Costs

No. Package Projects P50 Cost P50 Property
11
(Undiscounted, $M Cost
2023) (Undiscounted,
$M 2023)
1 Rapid Transit Corridor $1,745 $352
2 SH1 improvements $2,161 $93
3 Wainui package $781 $62
4 Silverdale West package $357 $49
5 Dairy Flat package $1,314 $124
Total $6.4B $679M

The P50 estimated costs for the North projects includes the following/Costs.

e Property.

e Project development.

e Pre-implementation.

e Physical works and Implementation.

A breakdown of these cost components is shown,graphically in Figure 12-1.

™ Includes temporary occupation cost
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Figure 12-1 North P50 Cost estimates — by project area
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12.2.2 Operation and maintenance costs

Operating and maintenance costs associated with the North are shown in Table 12-4. The following
descriptions describe how these costs were assessed.
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12.2.3 Public transport operating costs

PT operating costs were adopted from those used in the IBC, namely |8 for buses. Although
the cost of operating PT services depends on several variables (distance travelled, drivers’ salaries,
fleet maintenance and parking, etc.), at this stage a simplification was used. The operation costs for
bus and rail services were estimated using a cost rate per VKT, based on 2017/18 data provided by
Auckland Transport. These rates were applied to the change in bus and light raikservice kms form
from the MSM model.

The change in farebox revenue'2 was calculated from the models, but only used in the Government
BCR. The revenue was not included in the National BCR as it is conSidered an economic transfer.
The farebox revenue obtained from MSM for the RTC stations have eeh discounted in similar way as
the benefits as mentioned in Section 1.3.6.

12.3 Benefits

The key economic benefits generated by the North recommended programme are summarised in
Table 12-5.

Table 12-5 North economic benefits

NPV Benefits ($m)
Wainui  Siverdale  p; py  North
Arterials West Arterials DECAAR
Arterials Projects)
Traffic - Travel Time 4
Benefits A @
Traffic - Congestion /=479 195 5 18 -29 368
Benefits
Traffic - Trip 36 71 3 19 0 129
Reliability
Traffic - Vehicle -20 49 12 39 -59 21
Operating Costs
Active Modes 9 14 89 8 20 143
Crash savings 5 10 0 3 0 18
PT - Travel Time 474 3 81 32 132 723
Benefits
PT - Reliability 249 5 39 16 64 373
PT - Health 242 -23 24 11 22 276
benefits
CcO2 14 -2 1 3 -3 12
PV total net benefits 1635 1213 290 393 150 3681
excluding WEBs

12 Farebox revenue - Fares collected on public transport services
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e The PT user benefits comprise the major portion of benefits for RTC which appears reasonable for
this scale and type of Project. The RTC project has a major benefit to the remaining network

through reducing congestion.

e The SH1 improvements is expected to improve travel time benefits significantly. There is modelling
evidence that when SH1 and RTC are implemented together, there combined effects are much
intensified than individual implementation.

¢ Inthe Dairy Flat and Wainui area, the majority of benefits are provided through public transport

and active mode benefit streams.

12.4 Benefit Cost Ratio (BCR)

The Base Estimate BCRs with and without Wider Economic Benefits (WEBs) are’shown in Table 12-6
and Table 12-6. Overall, the North programme is expected to achieve a 1.1 BCR.

Table 12-6 North DBC BCR excluding WEBS

Projects PV total benefits, PV total net costs, National BCR
$M PV $M PV

RTC 1635 919 1.8

SH1 improvements 1217 1251 1.0

Wainui 290 516 0.6

Silverdale West 393 198 2.0

Dairy Flat 150 480 0.3

North programme wide 3685 3365 1.1

Table 12-7 North DBC BCR including WEBs

Projects PV total benefits, PV total net costs, National BCR
$M PV $M PV

RTC 1880 919 2.0

SH1 improvements 1395 1251 1.1
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Projects PV total benefits, PV total net costs, National BCR
$M PV $M PV

Wainui 333 516 0.6

Silverdale West 452 198 23

Dairy Flat 173 480 0.4

North programme wide 4233 3365 1.3

The North recommended transport programme underpins the whole premise for growth in the North
and without it growth would be constrained. The evaluation is based on the standard evaluation
methods for transport infrastructure, which is typically dominated by travel time8avings. The purpose
of many of the identified schemes are primarily about providing the basic infrastfuctlre to make
growth happen such as urbanising existing rural roads or providing new confiections to enable the
land use to develop. Therefore, although travel times may improve for thoséliving in the area this is a
secondary consideration to the fundamental requirement to provide,access.

12.5Range of BCR estimation

The BCR range estimation is split into analysis framework and parameter sensitivity tests. The
Analysis framework includes Discount rate and Analysis period and Parameter sensitivity include
%WEBS, PT Reliability, Active mode and traffic benefits variability. Full details are included in
Appendix K: Economics Assessment.

The sensitivity tests show that the BERhave fairly small impact on the parameter sensitivity tests but
larger variations are observed on.discount rate and analysis period sensitivity. For the Rapid Transit
Corridor, the BCR may range betwegn 1.4-2.2 and for SH1 improvements 0.6-1.3. The North
Program-wide DBC BCR haveinot been tested for parameter sensitivity but given that it has negligible
effect on BCR, and the BCR lies within the analysis framework range, it can be predicted to range
between 0.8-1.6.

Table 12-8: Sungmary of BCR Range for the North DBC Projects (Draft and subject to peer review)

RTC SH1 Wainui Silverdale Dairy Flat Combined
Arterials West Arterials Arterials North
DBC
Analysis 1.4-2.2 0.6-1.7 0.4-0.9 1.4-3.1 0.2-04 0.8-1.6
Framework
Parameter 1.5-2.2 0.7-1.2 0.5-0.7 1.6-2.5 0.2-04 0.9-14
Sensitivity
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The appraisal has not considered 3rd party funding (such as developer contributions), nor of more
detailed staging scenarios in line with the growing travel demand (e.g., construction of station
corridors expanded to full stations at a later date when needed). Both of these opportunities could
increase the likely BCRs. The progressive development of this area over the next 30+ years suggests
there would likely to significant opportunities for such strategies.

12.5.1 Delay to growth in the North

The Land use growth might slow down in the north area for unknown reasons in long term and hence
the project start date might need to be delayed meeting the changed transport needs. We recognise
such situation to arise but believe it will not have any significant impact on the economic returns from
the project as the costs and benefits timestreams will be shifted with the project start.

Te Tupu Ngatahi Supporting Growth 3/May/2023 | Version 1 | 117



North Detailed Business Case

12.6Investment prioritisation method

The Waka Kotahi Investment Prioritisation Method for the 2021-24 National Land Transport
Programme (NLTP) has been used to understand the potential investment prioritisation for the North
DBC.

Factor Rating

GPS alignment High — Very High

Gives close effect to the GPS. The recommended North
network has a strong focus on safety, mode shift (30%
mode share by PT and 20% mode share for active
modes) and better access to social and economic
opportunities (100% increase in jobs accessible via PT).
This is provided through new cennections, real transport
choice and design improvements. Fhe mode shift focus
of the network fundamentally-stpports the development
of a low carbon transport network for future growth. The
proposed upgrades oh State Highway 1 and upgrade
arterial network supperts/improved freight connections.

Efficiency BCR 1.1 (L)

Scheduling High.

This programme has a high interdependency rating.
Non delivery of the route protection will affect
developability of FUZ land and lead to significant
increases in implementation costs and reduce outcomes
achieved by the projects once implemented. Without the
investment the planned land release will not be able to
occur at the same speed or density.

Priority order 2

Explain any variances from the existing NLTP priority order

The North IBC used the Waka Kotahi 2018-2021 Investment Prioritisation Method. This
identified programme as High — Very high for alignment and low for Cost Benefit Appraisal.
Activities were assessed by activity class in the IBC phase. The North DBC remains consistent
with this assessment. Both the costs and benefits have increased from the IBC however have
remained consistent from a relatively perspective.

These projects are not VKT based and therefore these benefits are not particularly well
captured under the MBCM framework. Due to the route protection nature of this DBC, no
consideration has yet been given to value engineering or alternative value capture
methodologies. The IBC BCR included WEBSs as part of its base BCR, however the new MCBM
excludes WEBS from the base calculations. BCR range in this table to demonstrate that the
alignment between the IBC and DBC is not dissimilar when WEBS are considered.
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13 Financial Case

This section outlines the Financial Case for both route protection and implementation of the
recommended North package. The Financial Case is based on several variables as long-term route
protection has not been previously widely undertaken. The types of uncertainty include:

e Level of third party (developer) funding, as this requires negotiation, agreement and must be
undertaken on a case by case basis.

e Change in quantum of property acquisition required.

o Cost of property is higher or lower than assumed.

o Growth is quicker or slower than assumed.

This uncertainty should be considered by funders when allocating property funding.

The following analysis is based on the staging assumed in the Economic Case which is broadly based
on the estimated release of land in the North as set out in Appendix N Staging{Considérations. Section
10.5 discussed an example of an alternative staging which would lead to a/delay\in implementations
of parts of the network. Given this is a route protection DBC, the effect of.this,pOssible alternative
staging is unlikely to change the costs of potential property acquisitioh neéded in the first 20 years,
but spread out capital expenditure over a greater period.

It is also noted that the graphs assume the “likely” escalation of10% for property and 2% for
construction costs unless otherwise stated.

Not all projects in the recommended network have.been recommended to proceed for route
protection. Table 13-1 provides a summary of the project assumptions for this financial case. For
more detailed information on the route protection strategy refer to Section 10.5 and Appendix L:
Route Protection Strategy.

Table 13-1 Financial case assumptigis fongoute protection

NOR Package Projects Project to be Route Type of Route
implemented Protection protection
required?
1 Rapid Transit Corridor — Albany to Yes Yes NOR

Milldale«(including new walking and
cycling path along RTC)

New Milldale Station Yes Yes NOR
3 New Pine Valley Station Yes Yes NOR
4A Upgrades to SH1 between Albany Yes Yes NOR
and Silverdale
48 New Walking and Cycling path Yes Yes NOR
along SH1
4G Upgrade to Silverdale Interchange Yes Yes NOR
4D )
New Wilks Interchange Yes Yes NOR
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NOR Package Projects Project to be Route Type of Route
implemented Protection protection
required?
4E Upgrade to Redvale Interchange Yes Yes NOR
4F Wainui Interchange Active Mode Yes Yes NOR
Upgrade
4G Silverdale to Highgate Active Mode Yes Yes NOR
Connection
5 New Crossing of SH1 at Dairy Stream Yes Yes NOR
6 New Connection between Milldale Yes Yes NOR
and Grand Drive
7 Upgrade to Pine Valley Road Yes Yes NOR
8 Upgrade to Dairy Flat Highway Yes Yes NOR
between Silverdale and Dairy Flat
9 Upgrade to Dairy Flat Highway Yes Yes NOR
between Durey Road and Albany
Village
10 Upgrade to Wainui Road Yes Yes NOR
1 New Connection between Dairy Yes Yes NOR
Flat Highway and Wilks Road
12 Upgrade and Extension to Bawden Yes Yes NOR
Road
13 Upgrade to East Coast Road Yes Yes NOR
Al Upgrade of Argent'tane and New Pine Yes No N/a
Valley Road
A2 Upgradé of Hibiscus Coast Highway and Yes No N/a
Grand Drive for public transport and
active modes
A3 Dairy Stream Active Mode Path Yes No N/a

13.1 Whole of life costs

The financial implications for Waka Kotahi and Auckland Transport can be summarised into the
following categories:

o Cost of route protection (Post lodgement costs, early property acquisition and property
implementation costs).
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+ Implementation costs (Project development, pre-implementation, project implementation).
+ Operations and Maintenance costs.

The North cashflow by project phase is shown in Figure 13-1. This demonstrates that the initial costs
are predominantly route protection and development costs with implementation costs spread over the
next 30 years.

Figure 13-1 Whole of life North cashflow (excluding contingency)

North project cashflow (Base costs with 2% escalation on
1400 Capex and 10% on property)
g

Q
véo
&

800

N/
S W

$
o° |

Millions

2044 W
2051 M

200 Q |‘ |

0 IIIIIIIIIII I III n
NN M 1D O NDVDO O~ AN MTW ONNO O — N ™M n O N~ o O
OO0 OO OO0 0000000 OO0 O OO0 O O o o o O o O
AN AN AN AN NN AN AN AN AN AN AN ANANNANANAN N AN NN AN N AN A AN

mBase costs  mOverall property (likely)  mOverall development  mOverall Construction

13.1.1 Cost of route protection

Route protection using NoR is the recommended mechanism for nine of the projects identified in the
North package. The DBC seeks to progress the recommended upgrades to the next phase, which
includes post-lodgement. Two key cost elements have been identified as being related to route
protection.
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13.1.1.1 Professional services — Post lodgement costs

The expected post lodgement cost is detailed in Table 13-2. It is assumed these costs will be incurred
following NOR lodgement in 2023. It is assumed costs will be split equally over 2024 and 2025. Post
lodgement fees are already allocated within the RLTP and no additional funding is required to cover
post lodgement for the North NoRs.

Table 13-2 Professional service costs for North post lodgement

Post Lodgement cost item Cost (undiscounted $Millions)
Target Cost Estimate (TCE) 7.6
Risk 0.5
Escalation 1.6
Management cost (including 5.7% charge) 6.2
TOTAL 15.9

13.1.1.2 Expected property costs of route protectip

There is a potential property cost implication once the North NoRs are lodged. While the vast majority
(60-80%) of property purchase is typically anticipated.in the three years prior to implementation of a
particular project, this acquisition could occur prior to route protection being enacted, or during the
route protection process.

The Te Tupu Ngatahi Programme Wide Preperty Strategy identifies several different potential
acquisition profiles for forecasting the, potential property acquisition cashflow:

o Profile A: Designate and hold,until implementation (generally applies to greenfield sites and
assumes 20% early acquisition)

o Profile B: Designateland moderate acquisition (generally applies to brownfield sites and assumes
40% early acquisition).

o Profile C: Earlyjacquisition (applicable for strategic sites where 60% of property is acquired early).

The North profiles are shown in Table 13-3 below. The majority of corridors within the North are
considered likely to follow Profile A being predominantly within Greenfield areas, having limited full
acquisitions and low implementation timeframes. The RTC project has been assumed to follow Profile
B due to the offline nature of the corridor, quantum of full acquisitions and impacts on the existing
land.

No project has been identified as a profile C due to the generally longer lead time for expected
implementation. However, going forward further consideration to early acquisition of key sites such as
RTC station sites might be considered by the owners as part of the commitment to land use and
transport integration in the North.
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Table 13-3 Property acquisition profiles for the North?3

Package Projects ProfleA  Profile B Profile C
A new Rapid Transit corridor between Albany and Milldale v

Upgrades to SH1 between Albany and Silverdale
A new walking and cycling path along SH1

\Improvements to the existing Silverdale interchange
Upgrade to Pine Valley Road

Upgrade to Dairy Flat Highway between Silverdale
linterchange and Dairy Flat

New connection between Dairy Flat Highway and Wilks
Road

Upgrade and extension to Bawden Road

New connection between Milldale and Grand Drive

Upgrade to East Coast Road between Silverdale and
Redvale Interchange

Upgrade to Dairy Flat Highway between Dairy Flat and
Albany

Upgrade to Wainui Road

N ARNERNANENIENERNENENENEN

Upgrade of Hibiscus Coast Highway and Grand Drive for
ublic transport and active modes N
New SH1 crossing at Dairy Stream

A new active mode connection along the Dairy Stream é

New Argent Lane and new Pine Valley Road !
The overall cashflow associated with the cost’o protection is shown in Figure 13-2 and
illustrates how the condensed timeframe f elease front loads the route protection liability for

the North. The assumed staging showx tively consistent property requirement for both the
strategic (RTC and SH projects) andlocakhprojects. One local project (part of Dairy Flat highway) is
assumed to be implemented wi@w 0-year period and thus requires property for implementation.

v
O
&

13 Note only corridors that are proceeding to route protection are included in this property assessment..
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Figure 13-2 Cashflow for cost of route protection- NoR Post Lodgement Costs, Early Property
Acquisition, Property Implementation (base estimate plus likely escalation 10%)

Cashflow for NOR including early property liability and
implementation property (Base estimate with likely

$60,000,000 escalation)
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The first decade cashfl e route protection only part of the property costs is shown in Figure
13-3 and totals $13 m shown scenario (base estimate plus 10% escalation including NoR
costs). The total fi de early property acquisition ranges from $106M (5% escalation) to $159M
(15% escalati nding on the level of escalation assumed. The assumed staging to respond to
land use release demonstrates the speed at which the early property acquisition is anticipated to start
to meet the current implementation timeframes.
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Figure 13-3 First decade cashflow for cost of route protection — NOR Post Lodgement Costs, Early
Property Acquisition (base estimate plus likely escalation 10%)

First Decade cashflow - NOR and early property liability
only
(base estimate and likely escalation)

j
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A final full property cashflo @y is provided in Figure 13-4 to illustrate how the project cashflow
occurs over time. This cludes NOR post lodgement costs, early property acquisition and
Sts

property implementai:'o
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Figure 13-4 Total Property North Cashflow including Early Property Acquisition and Property
Implementation costs (base estimate plus likely escalation)

Property Cashflow (Base costs with likely escalation)
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property prices there is a high degree of uncertainty of property cost in the future.
Three levels of property escalation have been considered for sensitivity purposes:

* Low - 5% escalation.
* Likely- 10% escalation.
* High - 15% escalation.

The ‘likely’ escalation has generally been assumed for reporting purposes. The overall route
protection costs for these three scenarios are shown in Table 13-4 as well as the % split across the
three components. The early property acquisition as a result of the NORs (consisting of NOR post
lodgement and the route protection liability) ranges from $171-305M.
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Table 13-4 Full Cost of Route Protection costs

Scenario NOR Post Property Route | Property Total cost for
Lodgement Protection Implementation | route protection
M Liability $M $M
(undiscounted) | $M
Base Estimates, Low Escalation $15.9 $273M $814 $1104
(1%) (25%) (74%)
Base Estimates, Likely Escalation $15.9 $379 $1250 $1646
(1%) (23%) (76%)
N
Base Estimates, High Escalation $15.9 $486 $16 @ } $2181
(1%) (22%) (

The cashflow for the just the early property acquisition element of ?Iatlon scenarios is shown
graphically in Figure 13-5.

Figure 13-5 Early Property Acquisition Cashflow (base estiai@yscalation scenarios)

Early Property Liability Cas%)w (Comparison of Low,
Likely ar@;/h scalation)
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Note these reported property costs are the full estimated costs and there is potential for these to
reduce following agreements with developers to vest land or with the ability to sell residual land back
following the infrastructure upgrades. The potential cost savings from the developer aspect is likely to
have the most impact on the early property acquisition aspect as land would not be able to be sold
until after completion of construction.
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13.1.1.3 Impact of alternative staging on costs of route protection

The staging based on the latest land use assumptions spreads the delivery of the transport network
across a 30-year period. Within the first decade, only one project is assumed for implementation, the
remaining components are spread over the 10-30-year timeframe.

The alternative staging scenario (outlined in detail in Appendix N — Staging considerations) delays the
timing of implementation further beyond the 30-year timeframe.

Theoretically the property liability for early purchases in the first decade will reduce slightly as a result
of this change. In reality, this is unlikely to occur as the property owners are affected in a similar
manner to anticipated staging scenario, whether or not projects are delayed further.

13.1.2 Implementation costs
The implementation costs include:

e Project development — including consultancy fees and Waka Kotahi and’AT mahagement costs.

e Pre-implementation costs — including consenting, design fees, site investigations, consultation, and
mana whenua consultation.

e Project implementation costs. Associated with construction, as well as other non-construction
costs associated with supporting the construction. An allowanee of 7% of physical works costs has
been allowed for non-construction costs associated with cempletion of the implementation phase.
This is made up of 5% for consultancy fees to allow for a-traditional measure and value contract,
plus an additional 1% for Waka Kotahi / AT managed coOsts, and 1% for construction monitoring
fees.

o A‘“likely” construction escalation scenario/6f 2% Mas been adopted.

Figure 13-6 shows the project cashflow.for the implementation costs with the assumed land use
release scenario.
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Figure 13-6 North Cashflow — Implementation costs (Base estimates, likely construction escalation)

North Programme cashflow - Implementation costs (Base
estimate plus likely escalations)
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13.1.3 Operational costs A@\/

The operational costs were describ Ne ion 11.2.2 and these have been applied as an annual or
one-off cost as appropriate. T &qprofile for these costs is shown in Figure 13-7 for general
operations and maintenance and asjexpected is weighted at the end of the assessment period once
infrastructure is constructed. e 13-8 provides the public transport operational cost profile.

O
QQ*
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Figure 13-7 North Operation and maintenance cost profile (general and resurfacing)
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Financial Period

13.2 FundingQ~O

13.2.1 Funding sources

Potential funding sources are detailed in Table 13-5.

Table 13-5 Potential funding sources for the North

Funding source Commentary
National Land Transport This is anticipated to be the main funding stream for the North Projects. For
Fund (NLTF) the 2018-21 NLTP, no specific funding is allocated to the North area.

The Supporting Growth programme has funding allocated for Pre and post
lodgement activities.
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Funding source

Commentary

The NLTF funding is projected to increase to between $4.5b and $5b in
2028. At similar allocation percentage (using population as proxy),
Auckland’s NLTF share could be somewhere between $1.5b and $1.7b in
2028.

Approved organisations’
local share

Auckland Transport and Auckland Council are the most relevant
organisations to contribute funds to the North, with the majority of ownership
resting with Auckland Transport.

Government grants

This is a long term delivery programme and the nature of additional
government funds will vary throughout time. But it is feasible that one or
more of the projects may qualify for criteria under separate government
funding. Examples of current funding streams include projéets being
delivered under NZUP funding. This DBC cannot assume,any of this type of
funding but it is worth noting that the owners should'be’looking for
opportunities to contest this type of future funding forthe North projects. This
would obviously increase the affordability ofthis large-scale investment.

Other supplementary
funding sources

Refers to contributions that are
additional to the NLTF, local
share funding or Crown loans.

¢ Financial contributions towards the casts’of improving network
infrastructure (Developer Contributions). Note Auckland Council is
undertaking a citywide assessment of Developer Contributions with a
framework for Drury beihg consulted on at the time of the writing of this
DBC. It is noted thegntention is that a similar process will be rolled out for
both green and brownfield growth Auckland Wide. This process aims to
capture contriutions based on a beneficiary style analysis.

e Leasing temporary land requirement opportunities from Auckland
Council.

e Land acquisition opportunities from Auckland Council.

« Debt finance and Public Private Partnerships (PPPs).

¢ Value capture / Beneficiary pays.

This DBC identifies cost saving opportunities from financial contributions
from developers for the North Programme, primarily through the delivery of
growth corridors and vesting of land. This assessment has not considered
debt finance or value capture and it is recommended this is further explored
by the owners as the Programme progresses.

An analysis of the'recently released Regional Land Transport Plan (RLTP) 2021-2031 is detailed in
Table 13-6 and includes the following funding streams directly related to the North recommended

transport network.

Table 13-6 Identified RLTP funding

ltem Description Funding status Considered by RLTP
if additional funding
available
Supporting Growth Route | There are three funded Post Lodgement
line items for Supporting $64.5M
Protection Programme growth covering the N/A
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Item Description Funding status Considered by RLTP
if additional funding
available

programme, site Site investigations

investigations and post $28M

lodgement and property

purchase Programme $40M
Category 1 - committed

The Post lodgement component of the North NoRs is covered within this current funding allocation.
No specific property purchase is currently allowed for in the north area. Preparation of this
documentation does not in itself trigger the early property acquisition, this arises ofice the NOR is
formally lodged.

The project owners (AT specifically) considers the allocation of funding for early property acquisitions
due to NOR’s, a priority in the next RLTP.
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13.2.2 Funding share

Based on discussions with owners the projects have been split for delivery by organisations as shown
in Table 13-7.

Table 13-7: Projected split of owners for North Projects

NOR Package Projects Owner
1 Rapid Transit Corridor — Albany to Milldale (including new walking and Waka Kotahi
cycling path along RTC)
2 New Milldale Station Waka Kotahi
3 New Pine Valley Station Waka Kotahi
4 Upgrades to SH1 between Albany and Silverdale including Waka Kotahi
interchanges and active modes
5 New Crossing of SH1 at Dairy Stream Auckland Transport
6 New Connection between Milldale and Grand Drive Auckland Transport
7 Upgrade to Pine Valley Road Auckland Transport
8 Upgrade to Dairy Flat Highway between Silverdale and, Dairy.Flat Auckland Transport
9 Upgrade to Dairy Flat Highway between Durey“Read and Albany Auckland Transport
Village
10 Upgrade to Wainui Road Auckland Transport
1 New Connection between Dairy'Flat Highway and Wilks Road Auckland Transport
12 Upgrade and Extension to Bawden Road Auckland Transport
13 Upgrade to East Coast Road Auckland Transport
N/a Upgrade/6f Hibisets Coast Highway and Grand Drive for public transport Auckland Transport
and active‘modes
N/a Dairy Stream Active Mode Path Auckland Transport
N/a Upgrade of Argent Lane and New Pine Valley Road Auckland Transport

The assessment of funding has been undertaken using the project owners as a starting point. This
assessment has been further refined to include identification of potential cost savings through
additional supplementary funding sources such as land being vested by developers or other
contributions. The potential cost savings attributed to developer contributions have been based on the
following high-level principles in Table 13-8 and are consistent with principles being adopted in the
other SGA workstreams including the Warkworth and NW assessments.
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Table 13-8 Assumptions for developer contributions and potential cost savings

Corridor Type

Developers % of
implementation
costs

Developers %

property
costs

Commentary

Strategic
infrastructure

0%

0%

« Developers not expected to contribute to strategic
infrastructure. The exception is regarding RTC
stations where there is potential for developers to
work with Waka Kotahi to build a station on their
land.

RTC stations

50% of selected
station costs

50% of
selected
station costs

e Stations within the Dairy Flat area are assumed to
attract some contribution from developers. A 50%
contribution is assumed for station development at 3
stations through the Dairy Elat’area.

o Stations in the north (Milldale and Pine Valley) have
no assumed contributien.

Greenfield
24m corridor

80%

50%

« Developers need these roads to activate land use.
Depénding,on timing it is anticipated to be able to
negotiate for vesting of at least 50% of property on
these routes.

Greenfield
30m corridor

50%

50%

e Assuming developers pay for the 2 lane part of
these new corridors and AT pays for the upgrade to
4 lanes.

Brownfields
24m corridor

20%

25%

« Developers will need the urbanisation upgrades of
walking and cycling facilities etc to support
developments. Depending on timing, opportunity for
larger developers to vest land as part of this
process.

Brownfields
30m corridor

50%

25%

¢ Widening will be required because of significant
growth. Assumed developers would pay half of
necessary intersection upgrades and associated
localised widening. Developments will also be
beneficiaries of the improved cycle and bus priority
facilities. Complexity regarding timing and
implementation of other strategic projects which
would remove strategic traffic from these corridors
and increase the % of development traffic.

The estimated funding spilit for the P50 costs is shown in Figure 13-9 and Figure 13-10. This
highlights that the majority of funding ($4.6Bn) is likely to be required from the National Land
Transport Fund (NLTF) which consists of the Waka Kotahi share plus the Auckland Transport FAR
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share. There are good opportunities for the Auckland Transport share (and ultimately NLTF) to be
reduced through the ability to harness contributory funding from developers which is currently
estimated to have an indicative value around $760M P50 costs for the North DBC.

Figure 13-9 Funding Split for North Projects (P50 Costs)

Funding Split - P50 Estimate ($M) )
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Figure 13-10 Funding Split for North Projects by Project Area (P50 Costs)
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13.2.3 First Decade route protect':@%dability

The provenance of the first decad 0\ route protection liabilities have been discussed in
Section 12.1.1.2 and Table 13-9 f les"additional commentary on available funding for these

liabilities.

Table 13-9 Decade 1 Co?\% protection (NoR and early property acquisition)

Area Q.Forecast Cost Potential Funding

(undiscounted $M)
Professional services — | $15.9M Covered by RLTP Supporting Growth Programme
SGA post lodgement funding.
Early property $106M Low escalation | As no funding is currently available for the North area,
acquisition (assuming _ this leaves at best leaves a $106M shortfall and at worst
staging as per App N) | $133M Likely itis a $159M shortfall.

escalation

$159M High escalation
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13.3Financial Case Summary

Table 13-10 summarises the first decade costs and current funding allocation for the assumed
staging. As highlighted by the table, funding is currently allocated for NoR lodgement — however,
additional funding will be required during this RLTP cycle to offset property risk arising from NoR

Table 13-10 First decade North Financial Case Summary (Base estimates, no contingency, likely property
escalation)

Element Base Potential cost | Resultant Potential Funding
estimate’# savings Costs funding required
2021-2031 ($M) | ($M) ($M) ($M) ($M)

Professional 15.9 0 15.9 15.9 0

services for

NOR

Early property 133 015 133 0 133

acquisition

Property 37 8 29 0 29

implementation

Implementation 424 120 304 0 304

Operations and 3 0 3 0 3

maintenance

This is a substantial transport investment,programme to support the planned North growth. The
current staging is based on the Gouncil's latest thinking on the timing of land use which assumes the
majority of growth and land will'be released in Decade 2 and Decade 3 pushing much of the
investment into the second and'third decades.

As is shown by the RLTR funding, there is no funding allocated to the north area beyond the obtaining
of NORs. A fundingssource is needed for the route protection of the North network to cover the likely
property liabilityyfrom the notice of requirements.

It is acknowledged that there is a cost to flexibility and route protection and the work undertaken to
date for the North has concentrated on balancing the future needs of the corridors and desired design
flexibility against the property requirements to facilitate the infrastructure. Key considerations and
opportunities to note:

e Throughout the design process a rigorous approach has been undertaken to consider reductions
of corridor widths for constrained corridors such as Dairy Flat Highway and East Coast Road.
Localised reduced cross sections have been applied where appropriate and have been used to

4 Includes likely property and construction escalations. Base estimate so no contingency included.

15 Given the timeframes of the projects, cost savings are unlikely for early property purchase.
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avoid significant topographical or ecological constraints or reduce impacts to adjacent property
land uses.

Provision of additional vehicle capacity for greenfield corridors has been restricted to two lanes
with only a selection of corridors providing 4 lanes to support future bus reliability.

The topography throughout parts of the North is particularly steep. A number of greenfield
corridors have been optimised to balance cut and fill and reduce earthwork batter impacts on
property.

Several projects have been excluded from Route protection and the concept designs have been
developed to avoid impacts on external properties such as the Hibiscus Coast Highway and Grand
Drive Active modes and bus priority upgrade, the Dairy Stream active mode connection and the
Argent Lane and New Pine Valley Road upgrade.

The DBC has not considered cross section reductions for greenfield corridors as the overall
benefits of the 24 or 30m cross sections will best provide for the future growth.

Flexibility has been a particular necessity for the RTC due to the current uncertainty, about mode
and lack of land use planning along the route. The current alignment protecis forran RTC that can
be implemented independent of mode decisions and has the ability to respond 16 future phases of
land use planning with the confirmation of station locations on part of the*Corridor. The alignment
also provides for modal neutrality which needs to be fully grade separated. As more certainty is
realised for this project there are opportunities to reduce land takesand make design decisions
which could reduce both the property liabilities and realise cost reddctions through value
engineering. This flexibility does come at additional cost in this, DBC, but there is a pathway
through subsequent stages to reduce cost as risks cah be mitigated or better understood.

Specific analysis has been undertaken to understand which intersections in the North should
remain route protected for roundabouts compared-with intersections that have clear operational or
legibility requirements for signals. In this waythe additional footprints associated with roundabouts
have been minimised.

13.4 Affordability scenaiips

Given the current funding canstraints for the North route protection, some consideration has been
given to funding constrained sCenarios for route protection of the North Network. Table 13-1 sets out
four scenarios considered in'light of the funding constraints for route protection of the north network.

Table 13-11: Consigéfation of affordability scenarios for route protection

Scenario Projects excluded Rationale Change in 1t decade
property liability and
route protection
costs
100% of pre

5. Recommended | All NORs included. As per the lodgement costs

route recommendations in (~$11M)

protection 13/13 NORs or 19/22 the route protection

strategy projects strategy (Appendix L) 100% of post
lodgement costs
(~16M)
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Scenario Projects excluded Rationale Change in 15t decade
property liability and
route protection
costs
100% of financial risk
from property
(~133M)

100% of pre
6. Removal of No route protection for Removed two projects | l0dgement costs
two NORs the following projects: with high cost and (~$11M)
limited risk in build out.
NOR 9: Upgrade to Dairy | (low route protection 95% of post
Flat Highway between priority) lodgement costs
Dairy Flat and Albany (#16M)
NOR 6: New connection 94% of financial risk
between Milldale and from property
Grand Drive (~125M)
11/13 NORs or 17/22
projects
100% of pre
7. Partial route Route protection for high | | Route protection of high lodgement costs
protection priority projects only. priority projects only (as (~$11M)
par Appendix L)
5/13 NORs or 11/22 70% of post
projects (Includes: NOR lodgement costs
1,2,3,4,10) (~16M)
73% of financial risk
from property (~97M)
100% of pre

8. Delayeddoute | No route protection at lodgement costs

protection this point in time (~$11M)

No post lodgement
or property cost at
this time

It is important to note that a reduction in costs for the 10-year RLTP period does not mean that overall
project costs are reduced. If route protection is not undertaken on projects by SGA as part of this

phase, there is risk that significant rework is required to obtain route protection in the future. This has
potential to increase project costs overall.

Property purchased in the next 10 years (required for the long-term implementation of projects) does
not represent additional cost for the project in the long term, rather an advance of funding compared
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to the typical property purchase timing. It is likely this will reduce the overall project costs in the long
term due to property escalation.

The recommended route protection strategy is considered the best option and provides the greatest
benefits. Options for reducing the short-term costs (with longer term costs forecast to increase) have
been considered if short term funding constraints preclude the recommended option.
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14 Commercial Case

This section sets out the proposed approach to development of each project in relation to the
recommended system described in the economic and financial cases. The following sections
describe:

o Consenting / route protection strategy for each project.
e Property acquisition strategy for each project.
e Procurement strategy for the package.

14.1 Route protection approach

The Route Protection strategy has been developed to support the North DBC and makes
recommendations on the prioritisation, packaging and preferred planning mechanism to secure route
protection for the North recommended network.

The proposed route protection strategy is shown in Figure 14-1.

As discussed previously, the corridors in the North DBC are spilit int6 fourtypes of route protection
relevant to the North network including:

o Type A — No route protection as the corridor upgradeidoes not require additional land
 NoR - Development of a NoR for route protection

o NoR — Alteration to an existing designation

e Plan Change and Landowner Agreements/Memorandum - Delivery by third parties

Table 14-1 summarises the individual corriderfoute protection requirements and priority. The
management of the route protection processes’is considered further in the Management Case of this
DBC.

A key consideration during the development of the route protection strategy was the ability to obtain
long lapse dates through thé'NeR"process. Several of the projects within the package are identified
for implementation in aretind 30 years’ time and as such long lapse dates will be required to protect
these corridors. Appendix L: Route Protection strategy provides further details about consideration of
mechanisms. Giventheanticipated timing of land use, longer lapse dates are considered appropriate
in this circumstance and there is examples of other infrastructure providers successfully getting NoRs
with long lapse dates.
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Figure 14-1 Proposed Route Protection
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Table 14-1 North Route Protection by Corridor Summary

NOR # Projects Route Mechanism Requiring Priority (relative to Notes
protect? Authority other projects in
package)
1 Rapid transit corridor — Albany to Milldale Yes NoR Waka Kotahi (or High

potentially AT)

2,3 Rapid transit stations — Milldale and Pine Valley North (and associated facilities) Yes NoR AT/WK High
N/A Rapid transit stations — Pine Valley South and Dairy Flat No N/A N/A N/A No route protection now. Pursue value capture opportunities.
Stations can be route protected at a later date following
structure planning
4A, 4C, SH1 improvements, including: Yes NoR (alteration to Waka Kotahi High Consider bundling with New Walking and Cycling Path along
4D, 4E motorway SH1 (above row)
o SH1 Widening (Albany to S”Verdale) designations)

e O Mahurangi Penlink interchange upgrade
o New Wilks interchange

Silverdale interchange upgrade

4B New Walking and Cycling Path along SH1 Yes NoR (alteration to Waka Kotahi High Consider bundling with SH1 improvements project (next row)
motorway
designations) or
new NoR

4F Wainui Road active mode motorway crossing Yes NoR (alteration to Waka Kotahi High Priority assumes the project is bundled with SH1 active mode
motorway corridor project

designation)

4G Silverdale to Highgate Active mode connection Yes NoR (alteration to Waka Kotahi High Priority assumes the project is bundled with SH1 active mode
existing motorway corridor project
designation)

5 New SH1 Crossing at Dairy Stream Yes NoR AT Medium

6 New Connection between Milldale and Grand Drive Yes NoR AT Low Continue to investigate developer agreements
7 Pine Valley Road upgrade Yes NoR AT Low Continue to investigate developer agreements
8 Dairy Flat Highway Upgrade (FUZ section) Yes NoR AT Medium (Silverdale to | Opportunity to route protect as a single NOR

Kahikatea Flat Road)
and Low (Kahikatea
Flat Road to Durey
Road)

9 Dairy Flat Highway Upgrade south of FUZ Yes NoR NAT Low
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NOR # Projects Route Mechanism Requiring Priority (relative to Notes
protect? Authority other projects in
package)

10 Wainui Road upgrade Yes NoR (eastern end) AT High

and developer

agreements

(western end — west

of Lysnar Road)
11 New Connection from Dairy Flat Highway to Wilks Road Yes NoR AT Medium
12 Bawden Road Upgrade and Extension Yes NoR AT 0 Medium

/ v
13 East Coast Road Upgrade Yes NoR AT G’ Medium Continue to investigate developer agreements
Al Argent Lane and New Pine Valley Road No N/A /?\ N/A No additional space is required.
A2 Hibiscus Coast Highway active mode and PT priority upgrade No N/A \ N/A No additional space is required.
/ A4

A3 Dairy Stream active mode connection No N/A QV N/A N/A Land is already protected from development
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14.2Property Overview

14.2.1 Wider Te Tupu Ngatahi Context
The full property overview for the North DBC is included in Appendix I: Property Overview.

It is important to note that whilst this property overview has been developed for a DBC, the North DBC
is for route protection purposes only and therefore the property implications are different to those of a
project where implementation is imminent. There will be a subsequent Implementation Detailed
Business Case to seek approval for implementation funding for individual projects, which will include
more detailed analysis of the property issues. This DBC also forms part of the wider Te Tupu Ngatahi
programme of works that has developed a Programme Wide Property Overview that outlines the
principles for property acquisition for the entire programme. These will guide the development of the
property approach for the North with the key points being:

e The programme is about long-term affordability and property will be generally’acquired closer to
implementation. It is noted that the longer property purchase is delayedtheé more expensive
property will become through property escalation and change of land,use.for FUZ zoning.

e There will be potential early property acquisition costs as soon as the NoR is lodged for each
project.

e The Requiring authority will take the lead on property negotiatior’s for that specific project, utilising
the current processes of that organisation (Auckland JFransport or Waka Kotahi).

e Advance Purchase Guideline processes will apply.

o Where there is opportunity for strategically impertant properties to be acquired, these should be
taken. The RTC station land has been identified as strategically important for the North area.

» A programme wide property resource will look at opportunities for resultant value capture from
residual land as part of the land use. integration opportunities of the programme.

]

o Early property acquisition costs are a critical issue once the identified projects are route protected

and the Property Overview outlines the analysis and approach to providing as much certainty as

possible to what this cost couldrbe into the future.

This Preliminary Property Overview is a living document developed for the route protection business
case phase. Given'‘theleng-term route protection, this Overview will need to be revisited, reviewed
and updated each/decade and more frequently in the lead up to project implementation, during
development of the detailed business cases and the design and advancement of the consenting and
land acquisition programmes. The acquisition programme is dependent on detailed design and final
land requirement plans being completed.

A total of 1,518 property interests have been identified for acquisition as outlined in Table 14-2. Once
property duplications (e.g., properties that might have partial land acquisition and temporary rental
charges) are considered this results in a total of 742 individual properties.
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Due to the long-term nature of the route protection approach, there are a number of risks and
opportunities from a property perspective as shown below.

Table 14-4 Key Property Risks for North

Risks

Opportunities

Level of appreciation given uncertainty of timing.

The very nature of the area, which is forecast to grow (and
hence needs supporting transport infrastructure) means
that property prices will likely increase as future zoning is
realised. When this happens and to what extent
development is permitted by these zoning changes will
have a significant impact on the potential future value of
property. This is an area that is challenging to predict with
certainty.

Market appreciation

With the level of market appreciation likely in the
North, the earlier property is acquired for the
transport infrastructure the cheaper it is likely to
be (by potentially substantial orders of
magnitude). It is acknowledged that this creates
affordability and funding{priéritisation challenges,
but there is a real fin@nciakopportunity to save
significant costs if cashflow can be found.

Plan Changes and Fast track consents

The main risks arising from out of sequence
development is that additional pressure will be put
on the owners to develop adjacent infrastructure
earlier to harness network wide benefits. In
constrained areas there is an additional risk that new
developments could occur too close to proposed
infrastructure. If route protection is not achieved for
the transport system imminently the,0pportunity may
be lost to efficiently and effectively deliver the
transport system and outcomes sought.

Developer agreements

Thesmain opportunity from Plan Changes or
consents’is the ability to work with the developer
regarding land acquisition, corridor alignment
and co-delivery. There are a number of
significant developers in the area which provides
an opportunity to achieve agreements to support
the funding and implementation of the corridors
as well as support their development aspirations.
Property is an important part of these
agreements.

Cashflow for early property,acquisition given long
term protection. Given the above timing issues, and what
level of s185 claimsithere.could be, confirming a value for
early property acquisition is equally uncertain.
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14.2.4 Managing property risks

There is considerable uncertainty around the property costs given the size of this programme (and the
wider Te Tupu Ngatahi programme). Therefore to best manage this uncertainty and minimise the
early property acquisition expenditure as much as possible until projects are implemented the
following is proposed:

« Joint governance from owners. It is recommended that a joint owner approach to property be
taken at a governance level to ensure the appropriate prioritisation of funding.

o Appropriate resourcing. This is a large programme of works over an extended period of time and
appropriately resourcing will ensure best for programme outcomes are achieved.

o Developer Agreement. Focussing on getting early and comprehensive developer agreements in
place could reduce the affordability burden from a property perspective.

o Application of Betterment. Strengthening the case early for this aspect of the valuation process
and ensuring a consistent and common approach across all projects is critical to, potential
successful use of this tool.

Waka Kotahi and Auckland Transport have comprehensive processes and teams dedicated to the
ongoing management of properties once purchased. It is assumed that thése existing processes will
be used to manage the properties. With only 3% of the properties being full purchases the ongoing
management is considered achievable.

Potential ongoing management issues that will need consideration going forward are:

o« Commercial. Where properties have multiple business tenancies or business operations that
need relocating, the property cost estimates,assume the freehold/unit title interests will be acquired
early to mitigate business relocation costs’and'wanage leases expiring.

¢ Rural. Rural land if acquired early might need ongoing maintenance. Leasing this land for grazing
and other rural lifestyle uses could be Considered.

+ Redevelopment. Where large parcels’of contiguous land are being acquired there could be
opportunities to redevelop and sell residual land. This is detailed more in the next steps.

14.2.5 Wider Te Tupa Ndgatahi property management

It is also important 10 outline that the Te Tupu Ngatahi Wide Property Strategy sets out a number of
initiatives to effectively manage the significant acquisition programme of the route protection
approach. These are currently being considered and this Property Strategy is consistent with the
aspirations of these wider approaches if successful. It is important to note that these wider
Programme Wide proposals are not yet agreed for implementation by the partners.

At the heart of these initiatives is a Strategic Property Fund.

There are some critical components to operate the fund successfully and these are summarised
below.

o The pre allocation of funding for strategic property purchases. The current process does
enable this to occur — however it requires AT Board approval and delegated approvals, and in the
case of Waka Kotahi, approval from LINZ for individual property purchases on a case by case
basis. This process would benefit from streamlining with delegated authorities in place with the
respective organisations and a ring-fenced fund identified within the RLTP. This fund would be
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utilised for properties that are endorsed as ‘Early Acquisitions’. This fund may also be used to
respond to developer integrations opportunities that occur in an ad hoc manner and can occur out
of sequence in response to private led plan changes. This would enable a more nimble and
efficient mechanism consistent with more commercial operations.

» Dedicated Resources. A dedicated Waka Kotahi and Auckland Transport resource to work
through commercial deals and evaluate strategic purchase opportunities. This team will work with
the OIM team on the identification, acquisition and enhancement of properties purchased through
the fund. Without dedicated resource, the property approach required for a programme of this
scale will potentially suffer and opportunities for considerable efficiencies (and enhanced
outcomes) will be lost.

» Governance: The fund would need to be managed and administered by members of both
organisations to ensure transparency of process. This group would oversee the expenditure of the
fund and make recommendations to the acquiring entities approvals processes. The governance
group would be responsible for agreeing, setting and delivering against the objeetives of the fund
as well as confirming the priority areas for investment.

» Commercial Focus: The fund will need to be managed with commercial.acumen that could also
identify commercial opportunities that may arise from an advanced property purchase strategy,
such as aggregation of properties and alignment with/proximity to parinerland holdings. While this
may require changing current approaches, and potential policy dnd’'mandate, this presents the
opportunity to substantially reduce the total cost of the property forthis programme. To fully
realise the opportunities there may be a need to work with partnérs such as Kainga Ora.

* Policy and Procedure Changes: The fund would benefit from some changes including allowing
residual land purchased by AT to be sold and reinvested in the Strategic Land fund, without
returning to Auckland Council. Another key change could be the application of Funding Assistance
Rate (FAR) for advance property purchases:

14.2.6 Property next steps

This programme is focussed on route protection. Uncertainty therefore remains for the exact timing of
the property acquisition needs of the projects until implementation is confirmed. This results in risk
and uncertainty associated with the/scale and timing of early property acquisition of this programme.
To manage this risk and uncertainty appropriately and proactively, it is recommended that during the
projects development the following occurs:

» The Implementation DBC reconfirms the property cost and requirements as design confidence is
further developed.

» Any changes in design avoid the need for minor land requirements.

» Value engineering is undertaken to minimise the land required for projects.

» Detailed property valuations are undertaken closer to implementation.

» Agreements with developers are progressed and ‘locked in’ as soon as possible to try and reduce
the total property costs of the programme.

» Active management (including resourcing) of property programme with a view to reduce costs as
much as possible, whilst also looking for opportunities to maximise value and cost savings when
opportunities and funding allows.
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» Willing buyer willing seller. Where there are properties that hold strategic benefitto the
programme and there is an opportunity for early purchase, consideration.willbe given to securing
these properties earlier in the acquisition programme. It is considered that early acquisitions could
reduce the overall property costs if acquisition occurs in earlier decades=The station sites for the
RTC stations have been identified including land around the Silverdale and Redvale interchanges.
The acquisition of this land would provide flexibility for the owners'te implement the facility in a
timely manner to support land use and behaviour change! Importantly as the land holding is split
among a few landowners, ownership of the land would énablé other developers to implement parts
of the network when required.

» Compulsory process. The remaining projects-will go through the road controlling authorities’
normal PWA compulsory approvals processaThis will include the application of the AT’s current
Early Acquisition Guideline and Waka Katahi’'s Advance Purchase Policy processes for any
purchases prior to the typical three-year\period prior to implementation.

14.3 Procurement Plan

The scope of works for Te TupurNgatahi is to undertake the works necessary to support and obtain
the designations for the(recommended network (i.e., route protection) and does not currently include
obtaining resource gonsents for individual projects. The timing and delivery model for the remainder of
works needed torsupport resource consent applications should therefore be considered in the pre-
implementation phase of work.

Once a project has been through the pre-implementation phase it will be ready for implementation.
This will include detailed design, consenting and physical works. The delivery model will need to
consider factors, including:

» Scale.
» Complexity.
* Programme.

Given that this implementation phase is many years away for most Te Tupu Ngatahi projects, a
detailed procurement strategy should be developed for each project at an appropriate time in advance
and closer to the implementation of each project.
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Some initial issues for consideration during the implementation phase are summarised in Table 14-5.

Table 14-5 Implementation Procurement Strategy

Consideration

Waka Kotahi projects

Auckland Transport Projects

Scale and The implementation of the RTC corridor The Dairy Flat Highway -Albany to Dairy Flat
complexity and State Highway upgrade between section) and Grand Drive to Milldale
Albany and Awanohi Road are interrelated, | connection are likely the most complex of
as the earthworks are required to the east the arterial roads due to the challenging
of SH1 to accommodate the upgrades. topography and sensitive receiving
Careful consideration should be given to environment. The other new greenfield
ensuring initial upgrades (SH1 corridors have lower risks and less
enhancements) future proof the corridor for | opportunity for significant innovation in
the RTC in the future. alignment — although efficiencies could be
gained through alignment with developers.
Depending on the*timingfor implementation,
the upgrades of*existing corridors could
have some traffiesmanagement challenges
due todhesunavailability of alternative routes
Itis noted for all corridors that opportunities
eXist for embodied carbon material
innovation during construction.
Timing and The latest Council developnient assimptions indicate development of the North FUZ is
urgency likely to take place largely'in thesthird decade.

However, there is likely'development pressure in the Silverdale West area and north of
Milldale. This development pressure could eventuate within the first decade.

Defined scope

The strategicupgrades will need to tie into
the networkisouth of the study area. There
issstilhuncertainty as to the future RTC
moderOnce clarification on this is provided
by ‘other studies, this will be defined in the
project scope.

For the local roads, the detailed design will
be completed prior to awarding the
construction contract, this will define the
expected outputs and will involve lower
tendering costs for prospective suppliers
than other contract models. Local roads are
considered business as usual projects for
Auckland Transport.

Supplier market
conditions

For Road upgrades, there are several suppliers available for this type and scale of work in
Auckland which lends itself to traditional contracts for competitive delivery.

The strategic projects are significant in scale and risk. There are a handful of Tier one
contractors capable of undertaking this work. The contract method will need to balance the
need for competition with the management of risk.
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Consideration

Waka Kotahi projects

Auckland Transport Projects

demonstration of
value for money

programme.

Client Client control will depend on the delivery mechanism eventually chosen. But it is expected
involvement, that the client will retain design control and site supervision for the arterial roads.

control and

capability

Tangible Value for money will form part of the decision for delivery for all projects within the North

Due to the competitive tender process for typical road upgrades, it is relatively
straightforward to demonstrate value for money in the construction phase.

These approaches should be reviewed in detail during the Implementation DBC phase once more
detail is understood, and a more definitive procurement approach can be made.

14.4Required Services

Following the route protection level NoR approach described aboveythe remaining elements required
to prepare this project for implementation include:

o Detailed design.
* Regional consents.

e Resource consents and management.
e Surveillance and quality assurance (MSQA).

Key matters to be considered are shown in Table,14-6.

Table 14-6 Considerations for required $grvieés

Consideration

Waka Kotahi projects

Auckland Transport Projects

Scale and complexity

The SH1 and RTC project
have significant effects given
the scale of the projects and
environment which they
traverse. Regional consents
and RC will be complex.

Specialist capability might be
needed to design and deliver
these strategic projects.

New roads such as the New connection
between Milldale and Grand Drive and the
Dairy flat Highway rural upgrade are
expected to attract additional design fees
given the effects of the new links.

Smaller design fees expected for the arterial
road projects. Standard service providers
are likely to be suitable for most of these
upgrades.

Funding

No projects in the recommended North Transport Package have confirmed

implementation funding.

Timing and urgency

The RTC project is linked to
release of land in the Dairy
Flat and Pine Valley areas.

Local road implementation is likely be
related to development pressure in the
immediate area.
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Consideration

Waka Kotahi projects

Auckland Transport Projects

The SH1 project is identified
as being need during the
second decade subject to
availability of funding.

More details can be found in
Appendix N.

Dairy Flat Highway and Wainui Road are
expected to come under development
pressure in the first decade.

More details can be found in Appendix N.

Defined scope

Consent conditions to be secured before award of physical works contract.

Supplier market conditions

Auckland market can service this range of contracts and service requirements.

Client involvement, control
and capability

Clients desire to retain control.

Non-cost success factors

Strong desire for the clients to achieve best practices€hvironmental and
stakeholder outcomes. Committed to addressing-carbon reduction and
maximising the opportunities to mitigate or'where necessary adapt designs to

best respond.

Tangible demonstration of
value for money

Competitive tender for services.reeompiended.

These considerations indicate that the works proposed range from small to large scale works.

It is recommended that the design, consenting and MSQA elements are packaged together. This
reduces the additional time requirement associated with procuring each of these elements separately.

Overall procurement risk is low for.the majority of projects within the north area considering that with
appropriate planning, there are skills, capability and client expertise to deliver these North projects.

Certain projects like the'BRTC and SH1 improvements have an elevated risk due to the scale of works
and effects envelope/6fthe projects.
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15 Management Case

The following sections describe the arrangements that will be implemented for the successful delivery
of the recommended North Transport Network. It describes the delivery arrangement for each phase
of the route protection and tests the project planning, governance structure, risk management,
stakeholder management, benefits realisation, and assurance.

It is noted that the North DBC sits within the wider context of the Te Tupu Ngatahi programme, and as
such this management case draws on the overarching management case developed as part the wider
programme.

There are two distinct phases for delivery:

» Route protection including:
—  Preparation of NoR documentation for lodgement (13 packages)
—  Developer agreements
» Post route protection management — post lodgement activities for NoR packages.

These are discussed separately in Sections 15.1,15.4.2 and below. Each seection discusses the
specific governance, key activities, roles and responsibilities, risks @nd stakeholder engagement
requirements applicable for that stage. This is followed by somesadditiénal overall programme
management considerations.

15.1 NoR Route protection managefment

It is noted there are multiple methods to achieve'touie protection and this section is based on
obtaining a transport designation. This section’covers the preparation and lodgement of NoR
documentation and any post lodgement-activities to confirm the operative designation. It concerns 17
projects within the North to be delivefed‘through 13 NoR packages.

15.1.1 Route protection grogess

The route protection process is shown in Figure 15-1.
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Figure 15-1 Route protection process
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15.1.2 How is the route protection phase being governed?

Waka Kotahi and AT identified a collaborative Alliance model as the appropriate delivery mechanism
to efficiently deliver this route protection. It is intended that the Alliance would also need to work
collaboratively with owner and partner organisations in respect of wider land use, transport system
planning and specific programme governance.

Governance in the context of the Alliance is defined as the processes by which the Alliance is
directed, controlled and held to account. The Governance Management Plan has been developed
and guides the implementation of a shared understanding of why, how and who is responsible for the
effective governance of the Alliance. This structure is summarised below in Figure 15-2.

Figure 15-2 Te Tupu Ngatahi governance structure

Auckland
Transport

Auckland
Council

Pldllll.i”H Governance
Committee Review Q

Local (FRC)
Boards

Decisions
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Officer Review
from Partners
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Integration

The Alliance Board is ultimately responsible for approving Alliance deliverables for release. The
Alliance Board does not replace the approval processes for AT or Waka Kotabhi.

The outcomes sought from the Te Tupu Ngatahi alliance over the next five years are:

Te Tupu Ngatahi Supporting Growth 3/May/2023 | Version 1| 161



North Detailed Business Case

e Business cases that confirm the recommended transport network and enable investors to make
decisions on whether first decade projects will proceed to the implementation phase or
alternatively to route protect corridors for longer term projects.

o The preferred transport network for each growth area is route protected within five years.

o Efficiency of process — by protecting the recommended networks in each of the four growth areas
together, efficiencies are sought through the business case and NoR processes.

While projects without a physical footprint are not within the scope of Te Tupu Ngatahi, these projects
(including TDM and maximising land use opportunities) are critical in meeting programme objectives
and wider policy directives and are recommended to progress in parallel with the route protection
task.

15.1.3 Who decides and approves the route protection approach?

The decision to formally lodge for route protection will ultimately be made by both AT and Waka
Kotahi boards. There are however several steps preceding this ultimate decision as edtlined in Figure
15-3. The process also allows for multiple review and staged approvals of th€ docdments as they are
prepared.

Figure 15-3 Route Protection approval process
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Waka Kotahi technical
team

15.1.4 How ¢ different projects prioritised over others?

APPROVAL TO LODGE
*Endorsed by Te Tupu
Ngatahi board
~Approved by AT and
Waka Kotahi boards
*DOCUMENTS
FORMALLY LODGED

The benefits of route protecting each transport corridor varies subject to a range of matters, including:

¢ Urgency — development pressure including the lodgement of private plan changes, council
structure planning, or the timing of related projects to the intervention.

¢ Financial benefits obtained from protection — route protection can reduce property and
construction costs associated with a project. Benefits achieved are significant if protection is
obtained prior to development but erodes over time for projects in the longer term.

» Place shaping — certain projects have an increased influence on the surrounding urban
environment. Protection of these project corridors is likely to enable land use and shape the urban

form within an area.
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o Potential for value capture — Some projects have significant value capture opportunities which
are enabled through corridor protection and increased certainty for land use and development
opportunities.

o Contribution to programme outcomes — The extent to which a project contributes to the overall
programme benefits including mode share, accessibility, resilience etc.

The North has been prioritised by Te Tupu Ngatahi to progress as a complete programme through
route protection due to the urgency of development (in parts of the study area and the ability of this
network to support place making and good urban form as the area is developed. The Te Tupu
Ngatahi management team regularly review the overall programme prioritisation (at least every six
months) and any changes are recommended to the Alliance board for endorsement. The North
growth area has approval to commence the pre-lodgement work in parallel to the development of the
DBC and current expectation is that lodgement will occur in Q3 of 2023.

15.1.5 Property

The Te Tupu Ngatahi Programme Wide Property Strategy identifies an approach,for the securing of
strategic properties. Whilst the vast majority (80%) of property purchase is typically anticipated in the
three years prior to implementation of a project, this acquisition couldroceur prior to route protection
being enacted, or during the route protection process. The Te TupuNgatahi Programme Wide
Property Strategy identifies several different potential acquisitionprofiles for forecasting the potential
property acquisition cashflow.

Typically, the purchase and ongoing management of these property purchases will be undertaken by
the purchasing entities business as usual (BAU) property teams. Both AT and the Waka Kotahi have
well proven and tested property management processes and dedicated teams in place to manage
these property purchases and then the ongeing'rmanagement of these properties.

15.1.6 NoR Lodgement

The management of the NoR proCess is shown in Table 15-1 below.

Table 15-1 Management of thg e process

Stage Management

endorsement from technical leads within each owner as per the earlier described Quality
Assurance process and any ‘pre board’ committees as required.
e To ensure that the documents prepared are appropriate to the receiving authority (Council)

levels of detail and standard consent conditions prior to lodgement.

Lodgement o The decision to formally lodge documents will be made by the AT and Waka Kotahi board for all
projects as per current processes for both organisations. This includes the Alliance getting owner

regular (fortnightly) meetings have been established with the regulatory arm of Council to agree

interface with the receiving authority (Council) and the hearing processes on behalf of the
specific requiring authority (AT or Waka Kotahi).

number of key aspects, including conditions, submitter negotiations and requests from the
hearings panel/court.

Hearing » Once the decision is made to lodge, and documents are formally lodged; SGA will manage the

e Leading into and during the hearings there is a need for fast decision making in respect to a
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Stage Management

« Both AT and Waka Kotahi have considerable experience in managing these dynamic situations
and the SGA team will work closely with the requiring authority (AT or Waka Kotahi) to ensure
that the required delegations and decision-making approval processes are in place prior to

lodgement.
Property Where the identified route protection mechanism does not include a designation process, such as a
agreements developer agreement, the following steps will be undertaken:

o Te Tupu Ngatahi working closely with AT and/or Waka Kotahi property teams will provide
technical advice to negotiations.

e AT and/or Waka Kotahi will develop developer agreements.

e AT and/or Waka Kotahi property teams will remain the ‘custodian’ of the agreement and ensure
any conditions are undertaken and the agreement is monitored and_actioned as required.

15.2Management of projects not recommended td.bg Foute
protected

The Route protection strategy includes a different approach for several projects within the North
network. Ongoing management of these projects is discussed. in the Table 15-2.

Table 15-2: Management of Type A projects

Project Route protection Ongoing management
approach
Rapid Transit Corridor stations | No route protection Waka Kotahi and AT must play an important
within Pine valley West, recommended for role in the development of structure plans and
Silverdale West and Dairy Flat | stations'west of Pine plan changes in this area to ensure that
Valley. potential future station locations are not

compromised by development of adjoining land.

Once more certainty is available on the Mode of
the RTC and future land use for the area,
consideration should be given to:

e  Whether route protection of stations is
required

e  Whether strategic property purchase
could be undertaken

e Development agreements
opportunities could be explored around

stations
Hibiscus Coast Highway and Not required The upgrade of this corridor is recommended to
Grand Drive Active modes and proceed to an implementation business case. At
bus priority this point AT will confirm the details of upgrades

required on this corridor.
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Project Route protection Ongoing management

approach
Dairy Stream active mode Not required As structure planning and plan changes occur
connection for this area, it is expected that an esplanade

reserve will be identified along Dairy Stream.

AT involvement in the Structure plan and plan
changes should advocate for this facility to be
included and explore opportunities for
developers to contribute to this facility.

New Pine Valley Road and Not required As sufficient property is provided for this project,
Argent Lane extension the next steps for the upgrade will likely include
an implementation Business.case (depending
on funding required) followed by /detailed design
and implementation. This/Upgrade can be dealt
with as per a typical road upgrade and will be
managed by AT:

15.3 Route protection through Plan ChangeN\and developer
agreements

15.4 Risk apdh\@gpportunity management

The Te Tupu Ngatahi programme is a large programme comprised of multiple projects and a range of
policy and land use uncertainties which transpire into risks and opportunities. These must be
managed to enable successful delivery.

A Risk and Opportunity Management Plan has been developed and endorsed by the Te Tupu Ngatahi
governance team. The risk management process is consistent with AS/NZS ISO 31000:2009 and is
consistent with typical risk management processes undertaken by AT and Waka Kotahi.

A full risk report is included in Appendix M: Risk Register which includes details of the methodology
undertaken to identify and manage risk for both the North programme as well as individual project
risks.

The key identified programme risks are shown in Table 15-3.
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15.4.1 Engagement

Te Tupu Ngatahi has an extensive and ongoing engagement and consultation programme. The
purpose of this plan is not solely to ‘consult’ with partners and stakeholders, but also to collaborate
and empower others, particularly partner organisations who have their own roles and responsibilities
in delivery of an integrated urban transport system and sustainable land use pattern (e.g., particularly
the Council).

A Communications and Engagement Management Plan has been prepared which outlines
operational policies and procedures for managing the communications, stakeholder and community
engagement workstream within Te Tupu Ngatahi. The Management Plan has informed the
Communications and Engagement Strategy and a variety of plans to inform engagement with
partners, key stakeholders and the community/public. The relationship of these documents is shown
in Figure 15-4.

Figure 15-4 Te Tupu Ngatahi communications and engagement @Q

p ‘ Communication & Engagement
Te Tupu Strategy/Partner Engagement Plans
" Ngatahi ey i "
- Communications | £ '
| and Engagement
' Management Engagement

~ . Plan /4
Area !Vide @#ement o _

Manawhenua
Partner

r bl
= I
I fin i

£ ment
: |g'e::; & Engagement I
Rorth and Plan - South |
Warkworth 1
I
|
4
_____________ 1|
Stakeholder v, Stakeholder Stakeholder :
Engagement gy Engagement Engagement Eng 1
Plan(s) foi garly Action Plan for Action Plan for i
Works - DBC Pre Lodgement 1
: 1

- o R - = JE—

The focus of the ggagement at a programme wide level during the preparation of the NoRs is
detailed in Table 15-4.

Table 15-4 Engagement during preparation of NoR

Theme Programme Wide response North specific response

Manawhenua | « Regular hui to communicate progress and discuss * Regular hui.

specific project activities. » Discussions around impacts
and mitigations on sensitive
locations such as the Weiti,
Lukus Creek, Okura Creek area
and Orewa River.
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and timing for the preferred sietwork{ including
specific opportunities for sequencing of urban
development (e.g., meetings with utility providers
regarding integration ofutilities within the future
transport corridor).

Ongoing workshops and communications with
Programme-wide stakeholders and stakeholder
groups ewg.; Development/Freight/Road Users
Group, Active Modes/Public Transport Advocacy
Group-and Environmental/Social Impact Group

Theme Programme Wide response North specific response
Public Continue to build understanding of wider Te *  Development of engageme“‘
engagement Tupu Ngatahi progress and the process of route plan for NoR preparation phase.
protection as set out in the Programme Wide *  Forthe North particular regard
Comms and Engagement Strategy will be given to the re- ]
Continue one-on-one engagement with engagement stratggy W'th
landowners / developers (e.g., meetings) Iandowngrs associated with the
regarding potential effects and opportunities for RTC COI.‘I’IdOF and new road
shared alignment in outcomes (e.g. through connections.
developer agreements) — particularly in areas ¢ Initial land owner meetings will
where land is live zoned or is about to be. need t? be hel‘.j with property
Inform stakeholders about the processes for 9“ .prOJects Wh'Ch hav.e had
route protection (e.g., via e-updates, meetings and limited owner interactions to
website information) and provide an opportunity for date.
participation (i.e. submission on the NoR or similar
as appropriate).
Council Critical ongoing discussion with the Council around | ° Paisifytion in Counil land use
engagement land use and transport integration. This will include Op™
a range of interactions from detailed structure plans ¢ 5 Gontinued relationships with
to wider discussions around achieving sustainable Council Plans and Places about
urban mobility in the un-zoned future urban aréas. future structure plans.
This will take place through specific Auckland
Council/SGA forums, workshop environmentstand
individual meetings.
Stakeholders Provide information (and seek feedback) on staging | * Ongoing attendance at existing

stakeholder forums.

Environment

Further understand specific issues/ environmental/
urban development effects and opportunities in the
preferred network to identify potential design
responses and environmental management /
mitigation (for route protection documentation

Will be considered as part of
the preparation of AEE
documentation.

Information to be passed on by

protection mechanisms for the preferred network.

Property Identify opportunities for AT and Waka Kotahi to i )
undertake early property acquisition (e.g. willing project team .to ellpproprlate
buyer/willing seller arrangements. Note leading this owner organisation.
process is outside the specific scope of work for Te
Tupu Ngatahi.

Decision Enable Te Tupu Ngatahi to inform decision makers | ° Regular lf‘_)date O.f risks and

makers on the risks and opportunities of potential route opportunities registers.

Project team to work with
Owner Interface Managers to
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Theme

Programme Wide response

North specific response

allow briefing into owner
organisations.

15.4.2 NoR Post route protection management

This section covers the management of tasks after the designation has become operative.

15.4.2.1 Key tasks

During this phase of the programme the key tasks could include:

Table 15-5 Key tasks post designation

Task

Commentary

Management of
designations
obtained in
previous phase.

This could include the management of conditions and’the‘potential for monitoring lapse
periods as required. The requiring authority for a project will be responsible for the
management of a specific designation. Both AT and Waka Kotahi have existing and
proven systems for the management of these désighations and currently do this on a
regular basis. The Te Tupu Ngatahi designations would be added to the respective
requiring authority’s current suite of desighations to manage.

Scoping,
procurement and
delivery of
required
implementation
DBCs.

The DBCs undertaken have been focused on the case for investment in the route
protection of the identifiedpreferted interventions. It is acknowledged that given this
route protection focus, therewill need to be a further investment ‘gate’ to confirm the
case for investmentin‘the implementation of the identified interventions when required in
the future. This_subsequent investment decision will require appropriate information.

It is proposed that this sits within the business case framework as an Implementation
Detailed'Businéss Case (ImpDBC). The scope of each ImpDBC will be informed by the
spegifigiintervention but is anticipated to include:

» / Review of any changes in critical assumption since package DBC completed.

», Further design development.

o Safety Audit.

o Parallel Estimate.

+ Consenting Strategy.

o Confirmation of funding sources.

* Inter-dependences with other projects and any critical triggers.

e Procurement Strategy.

e The scoping of this ImpDBC will be undertaken by the lead entity for the intervention

and it is recommended that:

e Scoping is undertaken at least three years prior to planned implementation.

e The ImpDBC is completed at least one year prior to planned implementation, earlier if
property issues are anticipated.

Te Tupu Ngatahi Supporting Growth

3/May/2023 | Version 1 | 170




North Detailed Business Case

projects to
implementation.

Task Commentary

Scoping, Once a project has funding (through acceptance of ImpDBC) the next stage in the
procurement and implementation of the project will include four stages as shown in Figure 15-5 below.
delivery of

Figure 15-5 Project implementation

Consenting

Secure the required resource and regional consents

Design g7y, Implementation

[ = 4 It ] The procurement and construction of project
Design development to allow construction to occur ) )

Operations and Maintenance < )

The ongaing management of asset defivered

Depending on the project, there will be a number ofdifférent options to deliver each of
these stages. For example, consenting, design«and implementation could all be
procured separately from one another, or in_one,collective contract (such as an Alliance).

This will be very dependent on the projéect risks as defined in the ImpDBC. It is
anticipated that the ImpDBC will include a‘procurement strategy that will outline in detail
how each of these steps will be precured and managed.

Both AT and Waka Kotahjsaye the systems and capability to successfully manage the
procurement and delivery of.each of these steps.

Purchasing and
management of
property
acquisitions.

Typically, the vast majority of property purchase for a project is anticipated in the three
years priorte.mplementation of a particular project. The Programme Wide Property
Strategy. also outlines the need for a dedicated Supporting Growth Strategic Property
Eund for advanced property purchase and a dedicated team to drive this fund.

Both AT and Waka Kotahi have well proven and tested property management processes
and dedicated teams in place to manage these property purchases and then the ongoing
management of these properties.

Land use and
transport
integration
optimisation
activities.

Tasks could include continued input into future structure planning or progressing
intensified land use development and Transit Oriented Development at stations. These
tasks are likely to involve ongoing discussions with multiple organisations with the
outcome to maximise land use and transport integration. Many of these have been
identified in the next steps section of this North DBC (Chapter 15).
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15.4.2.2 How will the North programme be governed?

The Te Tupu Ngatahi scope finishes with the route protection of the identified transport corridors.
Therefore, this next phase will be managed and governed directly by the project owners of Waka
Kotahi and Auckland Transport. It is noted that a formal handover and knowledge transfer will need to
occur between Te Tupu Ngatahi project team and the wider owner organisations to ensure the
appropriate next steps are progressed.

These post designation activities are generally considered Business as Usual for the owners and it is
expected that the owners would identify the relevant teams within the organisations to progress the
tasks.

Given the scale of the overall Te Tupu Ngatahi programme there may be opportunity for the owner
organisations to consider how they will resource and deliver the tasks. There are many different
governance options, with three main governance ‘themes’:

e Option 1: Individual Project BAU — Each project would be delivered and governed by
appropriate requiring authority (i.e., AT would govern and deliver arterial roads) in isolation.

e Option 2: Complete Programme Approach — Similar to current govetnance, AT and Waka
Kotahi would jointly govern a programme approach and procure/Services together to deliver the
next stages of the programme.

e Option 3: Partial Programme Approach — Similar to Option 2yhowever whilst governance would
be combined, delivery would be undertaken by either AT, onWaka Kotahi, reporting to a combined
governance arrangement for say funding and prioritisation.

Any future joint governance arrangement will need to be considered and agreed by Waka Kotahi and
Auckland Transport.

15.4.2.3 Risk and opportunity manggenient

Both the AT and Waka Kotahi delivery,systems and processes have risk management at their core.
In terms of the key risks envisaged at this time for this stage of the programme, these are considered
to be:

o Consistency of messaging to stakeholders and property owners.

e Availability of funding-for implementation (and property funding).

e Land use in€luding’housing and business/ employment yields and co-investment in the public
realm occurs at a pace and level that is generally consistent with levels assumed at the DBC.

e Appropriate width of designations obtained for latest transport system requirements.

These risks (and others identified closer to the time) during the scoping and the continued project
development phases will need to be proactively managed to ensure the successful implementation of
the projects moving forward.

15.50verall programme management

15.5.1 Prioritisation

Prioritisation of the overall programme is a critical component to ensuring the programme outcomes
are delivered, as prioritising the programme incorrectly could in fact undermine the outcomes sought.

Te Tupu Ngatahi Supporting Growth 3/May/2023 | Version 1 | 172



North Detailed Business Case

Each individual DBC has identified an assumed prioritisation at this time to best deliver the outcomes
sought. It is acknowledged that this a programme to ‘support growth’ and is therefore intrinsically
linked to the scale and pace of development that eventuates as a result of land use zoning and
market forces. Therefore, each DBC and the overall prioritisation has identified triggers for
implementation of a number of the projects in the programme.

At the conclusion of the route protection process undertaken by Te Tupu Ngatahi there will be an
overall programme implementation and prioritisation plan based on the information at that time and
based on the key principles of scale and pace of development, mode share outcomes, placemaking
and contribution to climate change response. Given this programme could take in the order of 30
years it is almost certain that circumstances will change that impact on the delivery and prioritisation
of the programme.

Ongoing tracking and measurement are another important aspect of the programmeto make sure the
outcomes sought are delivered. This is particularly important for a programme 6f this scale and
duration where there is likely to be considerable change in what actually oceurs’(such as pace and
scale of land use) over this long time period.

The DBCs have therefore been developed with a consistent programmé wide Benefit Logic Map
(BLM). Adopting a BLM approach ensures the benefits of each project align with strategic objectives
and help deliver the programme-level benefits. The BLM_ also allows proposed outputs to be logically
mapped to benefits (via outcomes), so that different scenatios can be compared on the basis of their
benefits impact. A single BLM for the programme will\also:

Allow subsequent time profiling of benefitrealisation to inform prioritisation discussions, by sub-
programme and programme.

Allow more effective and consistent,pregramme communications and stakeholder engagement.
Minimise the amount of re-workswhen‘completing the benefits for the DBCs.

Inform the consenting strategdy.

The BLM will act as a reference document for validating each options’ contribution to programme
benefits. Analysing options in this way will immediately address the value for money strategic
objective, by transparently"demonstrating the:

Contribution'towards the desired GPS results (benefits).

Return on the investment — expected benefits compared with expected cost.

Reason for the decisions, especially where there is a cost benefit ratio lower than would normally
be required for inclusion in the NLTP.16

In addition, value for money also requires investments to be made at the right time. Developing a
benefit realisation profile based on when outputs are complete (i.e., when assets are commissioned)
will allow resources to be focused on those activities that shift the benefits dial the most. Re-
prioritising initiatives in the event that strategic objectives change or external factors dictate - becomes
a simple exercise of re-mapping the outputs and outcomes to the updated benefit set.

16 Government Policy Statement on Land Transport, 2021, Section 3.2
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15.5.3 Optimising the outcomes from Te Tupu Ngatahi Programme

Specific measures to support the North recommended network have been detailed in Section 10.3.

Table 15-6 outlines the proposed management to ensure that these complementary and necessary
elements are also delivered.

Table 15-6 Proposed management for supporting measures

Element Organisations Proposed Te Tupu Ngatahi
Management
Urban This is an incredibly complex arrangement as there are Develop an urban strategy for
System often competing needs and low cross party coordination the North.
integration in planning and implementation activities. It is critical that . _ B .
common outcomes are sought, clearly communicated to | All parties will be critical to its
all parties for alignment and that parties are held to devglopment, aetions and active
account in the delivery of their particular aspect of the monitering:
complete solution. Itis.proposed that as well as the
. o . cutfent bodies tasked with urban
There are multiple parties involved in these aspects, . .
including: F>utcng1eS, tha.t a dedicated role is
identified that is focused on the
« Auckland Council (statutory & spatial planning} delivery, monitoring and
consent authority, civil & social infrastructure: implementing of the Urban
provider, local transport system specifier & operator, Strategy.
via CCO Auckland Transport).
» Government departments (publie,facilities including
schools and other facilities)«
o Developers (implement form and function ultimately).
o Transport authorities (build*stations and supporting
infrastructure).
e Kainga Ora —@n urban development agency to assist
in delivering transport supportive urban outcomes.
e Separation'i metropolitan rail provision between
public transport operators and infrastructure
providers.
g7~ Council urban renewal agencies such as Panuku in
Auckland.
Transport To be led by Waka Kotahi and Auckland Transport. Provide a dedicated TDM
system ) ) . . . . resource.
optimisation Financial, technological and operational incentives are
also needed to support mode shifts needed to address It is proposed that a dedicated
climate change and congestion. resource is tasked with ensuring
the TDM elements identified are
developed, implemented and
monitored.
Other It is critical that there is cross organisation collaboration Part time programme
Transport and alignment on the implementation of these ‘other’ coordinator role
projects so that the outcomes sought can be delivered by
all projects. There are many competing needs and

Te Tupu Ngatahi Supporting Growth

3/May/2023 | Version 1 | 174



North Detailed Business Case

Element Organisations

Proposed Te Tupu Ngatahi
Management

challenges to aligning multiple projects and careful

There will need to be coordination between:

services).
¢ KiwiRail (Rail infrastructure).
« Developers (Key local transport links).
e Kainga Ora.

planning and management of this integration is required. delivery in a dynamic

¢ Waka Kotahi (funding and state highway projects). proposed to ensure the
* Auckland Transport (Local roads and public transport | necessary level of coordination is

To ensure the coordinated

environment, a part time
programme coordinator role is

achieved.

15.5.4 Ongoing programme management roles

Q
@‘0

It is proposed to manage identified roles through the establlshmen% een Fields Action team.

This ongoing programme management team for the programm

for a total of five roles as

shown in Figure 15-6. This includes three roles to deliver op tcomes as detailed above and
two additional roles for previously identified property tas Q

Figure 15-6 Project management team roles

TPM Coordinator ’ Projects Coordinator |

* Manage delivery © * Manage delivery of TDM

Strategy's elerments

* Manage implemeatation of + Laad coordination of
strategies parties and ensure

« Lead coordination of parties delivery
and ensure delivery

Lead coordination of + Two roles
parties and encure delivery + Identity and priontse
ccordination strateqle proparty purchyses
* Develop commercial
outcomes form peoperty
portiolic
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16 Conclusion and Next Steps

This North DBC sets out the rationale for investing in route protection for the North. Based on the
information provided throughout this document, the following approvals are sought:

1. Approval of the North recommended transport network.

Approval and endorsement is sought for the recommended options of the North recommended
transport network which includes:

— Total of 22 recommended projects in the North.

— Two key pieces of strategic infrastructure including the Rapid Transit Corridor and the upgrade
of State Highway corridor between Albany and Silverdale

— Three new or upgraded state highway interchanges.

—  Eight upgraded arterial roads.

— Two new arterial road alignments

— One rural transport corridor upgrade on Dairy Flat Highway

2. Approval of lodgement and route protection preparation for the North.

— Approval for lodgement and route protection for the North growth  area which includes:
— 18 NoR packages.

It is noted that the preparation of NoR documentation for:the North is underway and
documentation would be subject to standard review processes by Waka Kotahi and AT.

3. Approval to release funding from the existing allocated SGA funding for the North post lodgement
activities.

4. Acknowledgement of the potential early,property acquisition and associated risk arising from route
protection of the recommended North Package.

It is acknowledged that this business case is focussed on route protection and that there are funding
implications associated witheearly=pfoperty acquisition of this route protection. This business case
does not seek to resolve.issues surrounding the funding required for the delivery of the recommended
new infrastructure and services. For a range of reasons including forward revenue projections, there
is significant uncertainty.surrounding the ability to fund the programme using traditional funding
mechanisms/ NLTF over the long-term.

Acknowledging this uncertainty and the forecast long-term funding gap it is recommended that route
protection and resultant property purchases be completed at this time because:

While growth predictions have been the subject of change in recent time and timing changes are
expected to be formalised through Councils FDS work, ongoing development pressure is present in
the North area. No change to extent of growth is proposed. Therefore, there is certainty that we are
route protecting for an area that will need additional transport infrastructure in the future.

The very nature of route protection enables the provision of planned infrastructure rather than
“responsive” infrastructure which typically results in infrastructure being retrospectively added and
squeezed into available land that has already experienced growth-related development. This planned
approach therefore provides the owners with significant opportunity to front foot and respond to key
issues such as climate change and other mitigation/ adaptation needs of the network. Importantly it
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also protects the ability to actually realise the step change transport outcomes (mode shift, land use
integration and accessibility enhancements) which otherwise can be compromised as space is
restricted.

Financially, a small investment now is forecast to save many millions of dollars in property and
implementation costs that makes financial sense. Route protection requires some upfront expenditure
but is cheaper than acquiring land later due to escalated property prices due to underlying growth in
land values, rezoning and development.

Implementation will be considerably less difficult (and costly) due to a designation being in place prior
to the growth. sp

Having route protection in place now provides increased certainty for developers, providing a better
environment for co-funding agreements to be made, providing the best possible opportunity for
increased affordability of the required infrastructure.

e The most significant risk for route protecting now is affordability due to the‘early,property
acquisition costs. This can be managed through Programme wide initiatives tovaddress this issue
including:

Having a property team focussed on the Te Tupu Ngatahi programmee.

Developing an agreed position for the programme on the approach and application to betterment.
Developing and providing programme position on advaneed property purchase.

Provide agreed programme positions outlined above, to‘the Auckland Transport and Waka Kotahi
boards for endorsement in the fourth quarter of 2023.

N~

There is also the challenge of funding the implementation of the options identified given the
constrained NLTF. Whilst not the focus of thisbusiness case, it is important that Auckland Transport
and Waka Kotahi work together to resolve this'iong-term funding challenge. It is almost certain given
the challenges facing the NLTF that alternative funding mechanisms are required. Whilst both
organisations have experience with these, the scale of the wider Te Tupu Ngatahi programme is of a
scale not undertaken before, providing unique challenges and opportunities for alternative funding
models.
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16.1 Next Steps

The following key next steps for Te Tupu Ngatahi in terms of route protection are:

Preparation of documentation for NoR
Approval to lodge the NoR
Lodgement of NoR

Post lodgement activities.

pODd -

In a DBC this complex there have been a number of key activities that have been identified that need
to be undertaken to either reduce residual risks, better manage uncertainty or unlock additional
potential and opportunities for the projects. These activities will also support a handover to the owner
organisations once the Te Tupu Ngatahi programme is completed. These are documented in Table
16-1 to Table 15-3 below and are split into general, strategic project and local project actions. Some
fall outside the Te Tupu Ngatahi remit of route protection and in these instances, appropriate owners
have been identified for the actions. These steps have been discussed with both Auckland Transport
and Waka Kotahi to agree the best solution for ongoing management.
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Table 16-1 General next steps for North

Project/ | Corridor Next step Action Owner/s Dates
NoR
All Recommended Property Develop overall plan for Northern property purchase. Waka Kotahi/Auckland Transport Ongoing
North Transport o Consideration of strategic advance purchases, agreeing developer agreements.
Management of property acquisition
Network.
All Recommended Land use and transport integration for Owners to continue to work with Auckland Council in further iterations of the Spatial Land Use framework. | Waka Kotahi/Auckland 2023 -2030
North Transport non- structure planned areas. Owners to engage with Auckland Council in the structure planning process and preparation of Integrated Transport/Auckland Council regular dialogue
Network. N Transport Assessments (ITAs). Consider instigating a recurring meeting to aid regular dialogue in the lead S
Opportunities as part of future structure up to the commencement of the structure plan process. With |nt.er|m support from Te Tupu
planning processes to ensure further Ngatahi.
integration between the preferred transport
network and land use.
All Recommended Sustainability and Climate Change Climate change factors have already been incorporated in the North-DBC e.g., through the transport Waka Kotahi/Auckland Transport
North Transport response. outcomes/investment objectives, option selection, measurement’of emissions.
Network. o . . Te Tupu Ngatahi has developed a programme wide respense tosthese broader issues and scope for NoR
Organisations are developing strategies to phase. Will continue to explore ways to mitigate greenhouse,gas emissions through subsequent phases.
respond. Owner organisations are currently developing theirewn,to0ls to assess and review projects against
climate change. It is recommended that the Te Tupl Ngatahi projects are included in owner climate
change assessment programmes at the appropriate future gateways to realise the maximum
opportunities for mitigation and adaptation.
All Recommended Changes to the Resource Management North NoR team will continue tracking thése policy changes and will need to adapt the strategy if Te Tupu Ngatahi NoR team Ongoing
North Transport Act required.
Network. Not expected to influencethe “why” for route protection but might impact the “how”.
Impacts on the Route protection strategy.
Table 16-2 Next steps — Project specific next steps
Project/ Corridor Next step Action Ownetr/s Dates
NoR
1,2,3 e Rapid Transit | Explore Value capture opportunities The RTC station land has been identified as a strategic opportunity from a property perspective. Waka Kotahi 2023-2035
Corridor - around RTC stations Consideration should be given to property purchase in and around stations to provide future Value
stations Capture opportunities via willing selling / willing buyer arrangements or applications for hardship.
1 o Rapid Transit | Confirmation of RTC mode. AWHC business case to confirm mode. Expected to be completed in 2023. Modal decision could be late | Waka Kotahi/Auckland Transport/ | 2023-2025

Corridor

Direction is being informed by Auckland
Rapid Transit Plan and the work currently
being undertaken by the Additional
Waitemata Harbour Connections business
case.

2028.

North DBC team to continue using mode agnostic principles in NoR preparation, but for the purposes of
effects assessment assume a busway. Working closely with AWHC team and wider Waka
Kotahi/Auckland Transport to understand how the modal decision is progressing. If resolution is achieved
during NoR timeframes then refinements to design based on mode choice could be undertaken e.g
station location, alignment refinements and grade separation assumptions.

Te Tupu Ngatahi.
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Project/ Corridor Next step Action Owner/s Dates
NoR
1 o Rapid Transit RTC Station Locations. Waka Kotahi and Auckland Transport urban design and land use futures teams to commence discussions Waka Kotahi/Auckland Transport 2023-2035
Corridor , , , ) with: . .
Final detailed station locations and (Depending on the designated
alignment to be confirmed during NoR o Potential wider partners such as Kainga Ora or Panuku to understand the development potential around Requiring Authority).
reparation. Consideration to be given to i
prep . _— 9 . stations. . . . _ With support from Auckland Council.
land use intensification around stations. « Auckland Council Plans and Places Group regarding structure planning for the Kumed town centre and
access to the Kumel RTC stations e.g boulevard. approach. To also include the consideration of a
complementary north south road to provide access to the future Huapai RTC station.
¢ Consideration of the NPS:UD and potential third party developer interest.
« Rapid Transit Consideration of optimal locations for The location of grade separated crossings for collector roads is not yet known given the uncertainty of the Waka Kotahi 2023 onwards
Corridor Collector roads to cross the rapid collector and local road networks.
Transit corridor ) o ) » ) ) ) )
As private plan changes and consent applications are identified, consideratioh should be given to the optimal
location for collector roads to cross the RTC corridor with the least impact’on thewertical geometry.
4 o State Highway | Consideration of interim rapid transit Develop a plan to assess the need for interim public transport improvemients pre delivery of the RTC. This Auckland Transport 2023-2030
improvements | services. might consider aspects such as:
Opportunity to improve existing public o Temporary bus services (such as frequent shuttles to'Westgate) and infrastructure on SH16.
transport services prior to the  Interim passenger rail services.
implementation of the RTC. « Temporary use of RTC or ASH facilities for bus serVices.
e Impacts on planned RTC staging.
o State Highway | Demand management strategy to be o Prior to the implementation for the RTC carridor in the North, consideration should be given to State Waka Kotahi Prior to
developed Highway corridor and how this space could be used to improve travel choices and manage VKT. implementation of
« A demand management stratégy.is\recommended to be prepared to weigh up the use of this space and the RTC corridor
integrate with the networkdownstream.
o Dairy Flat Involvement in the plan change process | « The Silverdale West area s likely to be subject to a Plan Change within 2023. Involvement in the plan Auckland Transport / Waka Kotahi | 2023-2024
Highway to ensure the Dairy Flat upgrade is change will ensure outcomes are obtained with regard to the road network and urban development in the
upgrades, surrounding/areads.
Rapid Transit
corridor Pine
Valley station
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