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1 Executive Summary 

7KH SXUSRVH RI WKH 7H 7XSX 1JƗWDKL 3URJUDPPH �WKH 3URJUDPPH� LV WR UHFRPPHQG D VXVWDLQDEOH
WUDQVSRUW QHWZRUN IRU URXWH SURWHFWLRQ WR VXSSRUW $XFNODQG¶V SODQQHG JUHHQILHOG JURZWK RYHU WKH QH[W
30 years. Access to high quality public transport and safe walking and cycling options to support 

urban growth will avoid or minimise new transport emissions as growth occurs.  

The North DBC study area is approximately, 14km in length, 4km north of Albany, and 20km north of 

the city centre. Auckland Council has identified approximately 4,000 ha of land for future urban 

GHYHORSPHQW LQ WKH 1RUWK� LQFOXGLQJ SDUWV RI ƿUHZD� :DLQXL (DVW� 6LOYHUGDOH :HVW DQG 'DLU\ )ODW �WKH
µ1RUWKHUQ JURZWK DUHD¶�� 

This Northern growth area is anticipated to accommodate approximately:  

x 41,000 dwellings 

x 110,000 additional people 

x 22,000 new jobs 

The timing of land use in the Northern Growth area is uncertain. The Future Urban Land Supply Strategy 

(FULSS) provides some indication of assumed development, however more recent forecasts suggest 

a slower development of the majority of the land in FUZ. The DBC has assumed development of the 

north area in line with the latest land use forecasts from Auckland Council (Scenario i11.6) but 

recognises uncertainty in timing.  

While Councils timing for development suggests a long timeframe (majority of growth outside of the 

2048 timeframe) to development for much of the North area, development pressure is present in a 

number of areas, with plan changes (both private and council led), fast track consents and structure 

planning occurring.  

1.1 Scope of the project 

The North Detailed Business Case (DBC) follows on from the outcomes identified at both the 

Programme Business Case (PBC) and Indicative Business Case (IBC) stages and further investigates 

and confirms a fit-for-purpose transport network for route protection in the Northern growth area. 

The DBC scope encompasses the IBC Indicative Strategic Transport Network as shown in Figure a 1. PROACTIV
ELY
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Figure a 1: North IBC Recommended Network (2019) 

 

Together these projects form a cohesive transport response for the Northern growth area to respond 

to planned future growth. The transport investment identified in the IBC enables an integrated 

transport system with a range of strategic and local elements supporting mode choice in the North. 

The IBC network vision included a connected walking and cycling network supporting an enhanced 

local and regional public transport system. The timing for implementation will vary and will be 

dependent on the release of surrounding land use. 

This document focuses on providing the overall North DBC investment case for route protection and 

details the recommended route protection strategy. The preparation of the Notices of Requirement 

(NoRs) for applicable corridors is being completed in parallel to this DBC.  
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1.2 Why is investment needed? 

The proposed growth in the North is a significant increase from the existing population of 63,0001 and 

employment in an area that is presently predominantly rural in character. With the urban development 

of the FUZ area, the existing population could triple. The existing transport system is not appropriate, 

and this growth will exacerbate existing transport problems resulting in the current network being 

unsuitable to support this planned future growth. 

The existing transport system is not designed to accommodate intensified growth and will only 

exacerbate existing problems if not planned appropriately. Without any investment in alternative 

modes, the majority of additional trips will continue to be undertaken by private vehicles and the 

Vehicle Kilometres Travelled (VKT) would be expected to significantly increase, with associated 

increases in greenhouse gas emissions.   By 2048, the additional VKT would result in significant 

congestion on existing routes such as SH1, Interchanges and key connections such as Dairy Flat 

Highway and East Coast Road and further reduce access to social and employment destinations.  

The future challenge for the North therefore, is not if the greenfield growth will or should occur, but 

rather what needs to be done, so when this growth happens the transport network is best positioned 

to respond appropriately. The future transport network needs to support a well functioning urban 

environment, which enables a variety of homes to have good accessibility for all people between 

housing, jobs, community services, natural spaces, including by way of public or active transport. 

Otherwise without investment, urban growth will continue to contribute to congestion and transport 

emissions rather than supporting the government policy to avoid emissions when growth occurs.  

Without significant transport investment, the North growth area will experience: 

x Poorly integrated land use which will result in reduced access to social and economic 

opportunities, reduced viability of industrial land, compromised liveability and reduced 

opportunities to maximise transport catchments to increase mode share for public 

transport, walking and cycling. 

x Reduced climate change outcomes resulting in an inability to shift to low emission 

transport modes with a continual reliance on private, low occupancy vehicles. The 

network will remain susceptible to climate change risks such as flooding. 

x Limited transport choice which will compromise transformational mode shift targets and 

not deliver the benefits of a compact urban form. 

x Reduced resilience arising from limited access to SH1 and congestion at key 

interchanges such as Silverdale.  

x Decreased safety including additional conflict between active modes and increasing 

traffic as well as on rural roads which are not safe or efficient for future multimodal travel. 

x Unmanaged growth in demand for private vehicle travel which will cause severe 

congestion on the local network. 

x Reduced reliability for bus networks which will be delayed in the congestion. 

 

Therefore, it is critical that the transport requirements for the North are planned for to match the 

intended growth. Route protection is the first and critical step for ensuring the transport enhancements 

needed can be provided. The intent of route protection is to identify and appropriately protect the land 

 
1 &XUUHQW SRSXODWLRQ LQ ƿUHZD 6LOYHUGDOH DQG :KDQJDSDUƗRD� ���� FHQVXV 
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/ corridor necessary to enable the future construction, operation and maintenance of the 

recommended network options.  

Route protection provides the mechanism to protect the network in advance as opposed to 

retrospectively making the transport interventions fit the existing urban form. The key benefits of route 

protection is that it: 

x Provides certainty and direction for future land use. This supports key land use 

integration measures such as future structure planning and plan change processes and 

intensification around stations and public transport routes. 

x Provides a mechanism for AT and Waka Kotahi to plan for future financial 

investment while retaining flexibility on the detailed development of the recommended 

future network, enabling it to respond to the pace, scale, and exact location of future 

urban growth.   

x Allows for major infrastructure to be implemented at the right time, integrated with 

the urban development driving the desired transport and urban outcomes.  

x Reduces future cost risk. If the corridor is protected by either early acquisition or 

notices of requirement, then there is an opportunity to reduce some land costs.  

x Protects project feasibility. Route protection prevents the land from being developed in 

a manner which makes projects more expensive, has compromised outcomes or in the 

worst case the project is no longer feasible.  

1.3 Problems and benefits of investment 

Six problem areas have been reconfirmed for the North as shown in Figure 1-1. Investment in these 

elements was determined to maximise land use and transport integration and align with the Ministry of 

Transport (MoT) Transport Outcomes Framework and GPS 2021. 

Figure 1-1 Problem areas for investment in the North 

The underlying causes of all these problems can be attributed to the planned urbanisation in the 

Northern growth area and the resulting increased transport demands.  

A summary of the problems and how they map across the previous business cases is shown in Figure 

1-2. 
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Figure 1-2 North Investment logic map 
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1.4 Recommended North Transport Network 

The recommended North transport package is shown in Figure 1-3. 

Figure 1-3 Recommended North Transport Network 
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Overall, this is a comprehensive transport solution that responds to planned growth and provides a 

transport network that supports: 

x 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. 

x 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.  

x Support Councils aspirations for future centres in the future urban areas with direct access to the 

RTC corridor.  

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

x Opportunities for walk up catchments to public transport interchanges and a high frequency local 

bus network.  

x Increased reliability for public transport through provision of an alternative strategic link (a new 

rapid transit corridor) and additional resilience through urbanised alternative routes. 

x 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 compact urban areas.  

x An area-wide focus on safety through a holistic set of measures including Road to Zero safety 

principles, fully separated cycling/pedestrian facilities, well designed intersections and sufficient 

space for all modes to interact safely. 

The outcomes will be achieved by targeted investment in: 

x A new Rapid Transit corridor between Albany and Milldale ± To provide a strategic public 

transport corridor to serve the growth in the North between Albany and Silverdale, leading to an 

increase in public transport (PT) mode share and improved accessibility to social and economic 

opportunities in the North. 

x Upgrades to SH1 between Albany and Silverdale with a new interchange at Wilks Road and 

upgraded interchange at Redvale ± The interchanges provide access to/from the strategic road 

network to serve adjacent development areas. Widening to SH1 will provide room for 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. 

x Improvements to the existing Silverdale Interchange ± Updated layout at the Silverdale 

Interchange to improve accessibility for future communities. 

x 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. 

x 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. 

x Provision of a network of urban arterials that will support provision for frequent public transport, 

walking and cycling and general traffic including: Upgrade to Wainui Road, Upgrade to Pine 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 
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transport and active modes, A new SH1 crossing at Dairy Steam (Dairy Stream Motorway Crossing), 

New Argent Lane and new Pine Valley Road,  

x 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. 

It is noted that this recommended network will also require supporting measures to maximise the benefit 

realisation of the network including ongoing land use integration, travel demand management, 

operational funding to provide increased bus frequencies and implementation of a collector local 

network that continues to link active mode facilities and bus services. 

1.5 Outcomes achieved 

The key outcomes for this recommended network are shown in Figure 1-4. 
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1.6 Staging 

The North network has been designed with enough flexibility to respond to land use changes whilst 

making the best use of existing assets and minimising impacts from new infrastructure.  The main 

impact on the North network from land use changes is expected to be in relation to the timing of 

investment.  

A set of key principles has been applied to the recommended North network, which links staging to 

broader strategic goals regarding travel demand management and desired modal shift.  

The suggested principles for the North staging can be summarised as:  

x 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.  

x Programme public transport and active mode facilities and services from the outset of urban 

development to support a shift to more sustainable travel. 

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

x 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. 

x Consider the needs to support place-function, not solely movement function. 

x Provide safe travel by all modes. 

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

Considering all these principles and the current understanding of how the land use is planned to 

develop, the recommended staging for North is therefore shown in Figure 1-5 
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Table 1-1 BCRs for North DBC by package 

Projects BCR  BCR including WEBS 

Full Recommended Transport Network 1.1 1.3 

RTC 1.8 2.0 

SH1 1.0 1.1 

Wainui 0.6 0.6 

Silverdale West 2.0 2.3 

Dairy Flat 0.3 0.4 

 

The North recommended transport programme underpins the whole premise for growth in Northern 

Growth area 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 time savings. 

The purpose of a large portion of the Northern projects is about providing the basic infrastructure to 

make growth happen such as urbanising existing rural roads. A number of the corridors involve 

addition of walking and cycling infrastructure and urbanising an existing rural road. The local projects 

(Dairy Flat, Wainui and Silverdale West) have high costs but relatively small transport benefits 

(primarily walk/cycle and public transport benefits), and exclude other, un-monetised benefits that 

ZRXOG DOVR DULVH IURP µXUEDQLVDWLRQ¶� There is inherent overlap between the RTC and SH1 projects 

and local packages given the beneficiaries of each projects are often similar.    

Despite the low BCR, the recommended programme is still needed to respond to the planned growth 

and realise the wider transport outcomes and therefore the DBC continues to recommend the full 

programme is route protected to enable the growth sought.  

Further, Route Protection of the network now is expected to provide value for money in the long-term 

preventing build out on the optimal transport corridors, reducing future construction costs and 

delivering enhanced outcomes through integration with the urban development. 

1.8 Proposed route protection 

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 1-6.   

The corridors in the North DBC are split into two types of route protection: 

x ³7\SH $´ - No route protection as the corridor upgrade does not require additional land 
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x Notice of Requirement ± Lodgement of a Notice of Requirement (NoR) for route 

protection or alteration to an existing designation.  

 

Through the development of the route protection strategy some extents of projects have changed due 

to agreements with developers including the Wainui Road upgrade and new connection between 

Milldale and Grand Drive.  

The North Route Protection Strategy has also 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. Figure 1-6 outlines the notice of requirements 

proposed through this DBC. Processes will be put in place to manage the non NoR route protection 

pathways and are set out in the next steps for this DBC. 
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Figure 1-6 North Route Protection Strategy 
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x Design changes and site investigation feedback leads to additional unexpected property 

impacts 

x Different growth pace than assumed 

x Poorly understood / mitigated construction impacts lead to objections 

x Protracted negotiations with property owners 

Specific additional North DBC risks and opportunities include: 

x Interface uncertainties with parallel projects ± The RTC corridor connects to the wider 

network in Albany. There is uncertainty over the nature and timing of adjoining projects.  

x Regional consenting complexities ±mostly associated with natural wetlands/streams, 

stormwater and significant ecological areas. 

x Integration of land use with the transport network represents both a risk and 

opportunity. If land use does not complement the RTC corridor, outcomes are at risk. 

Conversely integration of land use with the RTC could enhance system outcomes.  

x Opportunity for value capture around RTC stations which could help to fund the 

project¶s implementation.  

x Risk of build out at the RTC stations (south of Pine Valley) prior to route protection of 

these stations considering route protection now is not recommended for these elements.  

1.12 Recommendations sought for approval 

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. 

2. Approval of lodgement of 13 NORs to protect future transport corridors in the 

northern area 

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 focused on route protection and that there are funding 

implications associated with the potential early property 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 the impact of 

Covid-19 on 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 should be undertaken and completed at this time to provide: 

 

x Ability to plan infrastructure to support planned growth. The very nature of route 

SURWHFWLRQ HQDEOHV WKH SURYLVLRQ RI SODQQHG LQIUDVWUXFWXUH UDWKHU WKDQ ³UHVSRQVLYH´
infrastructure which typically results in infrastructure being retrospectively added and 

squeezed into available land that has already experienced growth-related development. 
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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 also protects the ability to actually realise the step 

change in transport outcomes (mode shift, land use integration and accessibility 

enhancements) which otherwise could be compromised as space is restricted. It also 

allows proactive collaboration with developers to assist in the delivery of key 

infrastructure and drive good urban outcomes. 

x Financial upside. 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 (costs of obtaining NoR and early purchase 

of some property) but reduces overall cost of implementation and property purchase.  

x Ease of Implementation. Implementation will be considerably less difficult (and costly) 

with designations in place prior to the growth. In some locations it will unlock development 

infrastructure where land has fragmented ownership. 

x Increased certainty for developers. Route protection provides increased certainty for 

developers. This increases opportunities for co-funding agreements to be reached, 

resulting in the best possible opportunity for increased affordability of the required 

infrastructure and achieving quality urban form.  

x Ability to deal with unplanned growth. While much of the growth in the northern area is 

anticipated and desired to occur beyond the next 20 years, private plan changes are likely 

to occur out of sequence. With designations in place, WK and AT have set expectations 

on what infrastructure is required to support FUZ development and can negotiate better 

outcomes (i.e. Value for money or quality of solutions) than would be possible without the 

designations in place.   

 

 

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 to address this issue including:  

1. +DYLQJ D SURSHUW\ WHDP IRFXVHG RQ WKH 7H 7XSX 1JƗWDKL programme. 

2. Developing an agreed position for the programme on the approach and application to betterment. 

3. Developing and providing a programme position on advanced property purchase. 

4. Providing the agreed programme positions outlined above to the Auckland Transport and Waka 

Kotahi boards for endorsement in 2023. 

There is also the challenge of funding the implementation of the options identified given the 

constrained National Land Transport Fund (NLTF).  Whilst not the focus of this business case, it is 

important that Auckland Transport and Waka Kotahi work together to resolve this long-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 

ZLGHU 7H 7XSX 1JƗWDKL SURJUDPPH LV RI D VFDOH QRW XQGHUWDNHQ EHIRUH� SURYLGLQJ XQLTXH FKDOOHQJHV
and opportunities for alternative funding models.   
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2 Introduction 

Auckland is projected to experience significant population growth over the next 30 years and 

Auckland Council has planned new greenfield growth areas as part of its response to support this 

increasing population.   

The purpose of the 7H 7XSX 1JƗWDKL Programme (the Programme) is to recommend a sustainable 

transport network for route protection to respond to this planned growth. This will be achieved through 

access to high quality public transport and safe walking and cycling options to avoid or minimise new 

transport emissions as this planned growth occurs.  

The North (DBC) follows on from the outcomes identified at both the Programme Business Case 

(PBC) and Indicative Business Case (IBC) stages and further investigates and confirms a fit-for-

purpose transport network for the northern growth area. This DBC: 

x Identifies changes since the development of the IBC. 

x Reviews the IBC assumptions, evidence and main findings. 

x Develops and assesses options and confirms the preferred option for each corridor. 

x Develops the economic case and measures expected benefits and outcomes. 

x Identifies the arrangements needed for delivery and route protection. 

The scope of this DBC is limited to outlining the case for route protection for the North network. As 

projects progress for funding consideration and construction, separate implementation business 

cases will need to be prepared. 

2.1 The Northern growth area 

The North DBC study area is approximately, 14km in length, 4km north of Albany, and 20km north of 

the city centre. Auckland Council has identified approximately 4,000 ha of land for future urban 

GHYHORSPHQW LQ WKH 1RUWK� LQFOXGLQJ SDUWV RI ƿUHZD� :DLQXL (DVW� 6LOYHUGDOH :HVW DQG 'DLU\ )ODW �WKH
µ1RUWKHUQ JURZWK DUHD¶�2.  

This Northern growth area is anticipated to accommodate approximately 41,000 dwellings. When 

combined with growth in the existing urban areas in the wider North study area (ƿUHZD, Silverdale, 

5HGYDOH� :KDQJDSDUƗRD� WKH ZLGHU QRUWKHUQ DUHD DFFRPPRGDWHV DURXQG ������ KRXVHKROGV� 7KH WRWDO
increase in households (over 2018) could grow to more than three times its existing population of 

approximately 63,000 people by full buildout (beyond 2048). In addition, the number of jobs in the North 

study area is expected to increase from approximately 12,000 to 34,000 over the same period.  

The infrastructure identified in the IBC to support the North growth is shown in Figure 2-1. 

 
2 Based on the Future Urban Land Supply Strategy update 2017 
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Figure 2-1 North Indicative Strategic Transport Network 

 

The recommended IBC network provides: 

x A new 16km rapid transit corridor from Albany via Dairy Flat and onto Milldale providing efficient, 

frequent, high-quality public transport 

x Improved public transport connections for the wider area with bus priority on key routes including a 

KLJK IUHTXHQF\ EXV URXWH FRQQHFWLQJ ƿUHZD DQG 6LOYHUGDOH 

x An integrated system of arterial roads that have a dual function to connect sub-regions and to link 

land uses to the new public transport system and existing strategic road network.   
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x 28km of new dedicated high quality walking and cycling paths 

x Improvements to the Northern Motorway (SH1) including additional space to respond to increased 

travel demand and upgraded interchanges at Redvale and Silverdale and a new interchange at 

Wilks Road. 

Accordingly, the DBC encompasses a total of 23 projects from the IBC Indicative Strategic Transport 

Network. This Strategic Case provides a breakdown of each element within this system ± noting that 

the collective benefit of the network as a whole outweighs the individual benefits to each element. 

Since the IBC phase in 2019, several changes in policy and land use context have occurred which have 

been considered during this business case. These are set out in the following sections.  

2.2 Business Case change history 

A snapshot of the North Business Case history is shown in Table 2-1. It summarises the 

recommended network for each Business Case stage, the urbanisation growth assumptions and the 

applicable regulatory and planning policies influencing decisions made. It is noted that the drivers for 

transport intervention have not changed throughout this process with continuity of: 

x Growth in North:  Dwellings, jobs and population assumptions have continued to increase 

throughout the business case stages demonstrating further urban intensification.  

x Regulatory and planning policies:  These policies support the mode neutral approach to 

transport interventions.  

Table 2-1 History of the North Business Case 

Stage Detail Growth Policy 

Programme 

Business 

Case 

 (2016-

2017) 

TFUG considered a 

programme of intervention for 

the North, Warkworth and 

South growth areas. The 

possible North interventions 

included: 

x An extension to the RTC 

corridor from Albany to 

Grand Drive 

x Upgrades to the SH1 

corridor including new 

interchanges 

x A range of upgrades to 

new and existing roads  

x Responds to the pace, 

scale and staging of 

growth identified in the 

AUPOIP and FULSS 

2015. 

x FULSS 2015 greenfield 

growth assumptions: 

Additional dwellings - 

25,500-13,100 

additional Jobs - 4,040. 

x FULSS (2015). 

x AUPOIP (2015). 

x I9 Land Use Scenario. 

x ATAP first revision. 

x GPS on Land Transport 

(2015-2018) 

Indicative 

Business 

Case 

 (2018 -

2019) 

IBC focused on North area 

only: 

x Diversion of the RTC 

corridor through the FUZ  

x Upgrades to SH1 with bus 

priority in the short term 

x Response to the pace 

of the updated FULSS 

2017. 

x FULSS 2017 greenfield 

growth assumptions: 

x Dwellings 32,000 

x Jobs 20,000 

x Updated FULSS (2017). 

x I11.4 Land Use Scenario. 

x Updated ATAP. 

x New GPS (2018-2021). 

x New Auckland Plan 2050. 

x Outcome: new GPS and 

Auckland Plan reinforces a 
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Stage Detail Growth Policy 

x Upgrade to a package of 

roads 

x New walking and cycling 

connections  

x Modelled growth 

assumptions* ± 

Dwellings 42,000 

x Jobs 25,000 

x Total Population 

180,000 (including 

ƿUHZD� 6LOYHUGDOH DQG
:KDQJDSDUƗRD� 

balanced, mode neutral 

response in the North. 

Focusing on greater mode 

choice and consideration of 

modal priorities. 

 

Detailed 

Business 

Case 

(2020-

2021) 

DBC investigated 

interventions identified during 

the IBC: 

x Some minor changes to 

RTC route, particularly in 

Pine Valley area 

x Confirmation of SH1 

upgrade projects 

x New and upgraded road 

corridors 

x Separate walking and 

cycling upgrades on SH1, 

RTC and Dairy Stream 

with local connections.  

x  

x Silverdale West 

structure plan has been 

adopted.  

x Response to the pace 

of the updated FULSS 

2017. 

x Similar modelled 

growth to IBC numbers 

so ultimate transport 

response is 

commensurate. 

x Modelled growth 

assumptions* ± 

Dwellings 42,000 in 

FUZ 

x Jobs 25,000 

x Total Population 

180,000 (including 

ƿUHZD� Silverdale and 

:KDQJDSDUƗRD� 
x Additional time until full 

build out. Could affect 

timing of infrastructure. 

Using 2048+ scenario 

for modelling. 

 

x I11.5 Land Use Scenario 

x New GPS (2021-2024) 

x Vision Zero 2019. 

x Climate Change Response 

(Zero Carbon) Amendment 

Act 2019 

x NPS Urban development 

(NPS-UD). 

x NPS Freshwater 

Management (NPS-FM). 

x Outcome: Continued focus 

on mode shift and choice. 

Increased focus on 

achieving climate change 

response and intensification 

of development at transport 

nodes. 

 

*Modelled growth numbers are generally reported in this DBC documentation. The modelled growth 

assumptions include the full buildout of the North i.e., both Future Urban Zoning as well as 

subdivisional capability under the Unitary Plan.3  

2.3 Recent changes in policy 

Recent policy changes include the introduction of the National Policy Standard on Urban 

Development (NPS:UD) and Medium Density Residential Standards (MDRS). The intention of the 

MDRS is to enable housing choice in main urban areas. These standards support the development of 

three homes up to three storeys on each site, without the need for resource consent.  To enable this, 

the Resource Management (Enabling Housing Supply and Other Matters) Amendment Act 2021 

 
3 This does not take into account the MDRS and NPS:UD  

PROACTIV
ELY

 R
ELE

ASED



North Detailed Business Case 

 3/May/2023 | Version 1 | 15 

 

Te TXSX 1JƗWDKL Supporting Growth

(RMA-EHS) requires Tier 1 territorial authorities in greater Auckland, Hamilton, Tauranga, Wellington 

and Christchurch to incorporate the MDRS into every relevant residential zone in their district plan.  

In the case of the North, much of the land within the study area is not live zoned and the MDRS 

changes will not take effect until plan changes to rezone future urban zone are undertaken. The 

MDRS will result in changes in already established areas such as ƿUHZD, Silverdale, Millwater, 

:KDQJDSDUƗRD and Milldale. The proposed changes are shown below in Figure 2-2 and Figure 2-3. 

Figure 2-2: Existing Land Use (AUP) Figure 2-3 Proposed Land Use (Plan Change 78) 

 

As shown, Plan Change 78 enables greater densities within the existing urban areas in the North with 

the predominant change being a shift from residential single house zone and mixed housing suburban 

zone changing to the mixed housing urban zone. This will allow for intensification of these areas for 

any developments within the area. The expected level of uptake for increased density in the areas 

shown is still unclear in the north area.  

Much of the surrounding areas, like Millwater, parts of Milldale and Upper ƿUHZD area have a 

relatively new housing stock and are less likely to be affected by changes in density rules. Other 

areas have potential for greater intensification including:  

x Parts of :KDQJDSDUƗRD ± sites of larger sizes and the ƿ Mahurangi Penlink project provides 

an improvement to transport access 

x Remaining areas within Milldale Development ± While a portion of the Milldale development 

has been constructed, subsequent stages could be implemented with higher densities 

PROACTIV
ELY

 R
ELE

ASED



North Detailed Business Case 

 3/May/2023 | Version 1 | 16 

 

Te TXSX 1JƗWDKL Supporting Growth

x Remaining areas in ƿUHZD Heights ± Like Milldale, remaining development areas could 

increase in density following changes in legislation.  

x Future Urban areas once lived zoned will enable greater density, particularly around the RTC 

corridor primarily as a result of the NPS:UD. 

The RMA is set to be repealed and replaced with three new pieces of legislation including:  

x Spatial Planning Act (SPA) which requires the development of long-term regional spatial 

strategies to help coordinate and integrate decisions made under relevant legislation 

x Natural and Built Environment Act (NBA), the main replacement for the RMA, to protect and 

restore the environment while better enabling development 

x Climate Adaptation Act (CAA) to address complex issues associated with managed retreat, 

and funding and financing climate adaptation. 

The Natural and Built Environment Bill and Spatial Planning Bill were introduced to Parliament in early 

2023. The Climate Change Adaptation Bill is likely to follow in the second half of 2023. While these 

changes to the RMA will likely take some time to be in place and are unlikely to effect the designation 

process, future implementation phases of project will need to consider the change in legislation.  

2.4 Land use 

Land use planning in the Northern Growth area is varied. Portions of the study are live zoned such as 

the Wainui area (Milldale Development). The Silverdale West Dairy Flat Industrial area has been 

structure planned (adopted by Council in 2019). The remaining areas including Upper ƿUHZD, Pine 

Valley and Dairy Flat have not been structure planned and Auckland Council have no current plans to 

progress structure planning at this time. Figure 2-4 shows the relevant future urban zones within the 

study area.  

PROACTIV
ELY

 R
ELE

ASED



North Detailed Business Case 

 3/May/2023 | Version 1 | 17 

 

Te TXSX 1JƗWDKL Supporting Growth

Figure 2-4: Wainui Silverdale Dairy Flat Future Urban Zones 

 

2.5 Timing of Growth 

The development of the majority of North FUZ land is anticipated to occur over the long term and has 

been planned to be sequenced in stages over the next 20+ years as bulk infrastructure capacity allows. 

To provide clarity about when the land identified in tKH $83� 23 ZLOO EH µGHYHORSPHQW UHDG\¶� $XFNODQG
Council developed the FULSS to provide for sequenced and accelerated greenfield growth in the future 

urban areas of Auckland. The FULSS refresh (2017) provides for a staged release of land in the 

Northern growth area as indicated in Figure 2-5. 

The Silverdale West Industrial area is anticipated for development now, with Council in the process of 

pursuing a Council led plan change for the first stage. The majority of the remaining FUZ land is 

anticipated to be development ready by 2033-2037. 
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Figure 2-5: North Growth Area Development Stages 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

It is acknowledged that due to recent changes to land use policies (such as the Medium Density 

Residential Standards and the NPS:UD) Auckland Council is currently revisiting the land use strategy 

which is being completed in parallel to this DBC YLD WKH µFuture 'HYHORSPHQW 6WUDWHJ\¶ ZRUNVWUHDP. 

This document will set out the Councils desired sequencing of land development in the Auckland 

region.  

It is not expected to significantly change the quantum and location of future land available in the 

northern growth area, but increased intensification, different housing typology and refined staging are 

expected. Given the Dairy Flat and remaining FUZ area is one of the last areas anticipated to be 

development ready in the FULSS, a delay in expected timing for Dairy Flat is expected as part of this 

refined development strategy.  

There is still considerable uncertainty around timing of the growth in the northern area for the 

following reasons:  

x Council have identified a need for industrial land in the north immediately and are progressing 

a plan change for the first phase of this area. Several developers are known to have land 

holdings in this area and have indicated a desire for development of the land within the next 5 

years.   

x Growth in and around Milldale is continuing at a faster rate than has been historically forecast. 

Te Tupu 1JƗWDKL is aware of early structure planning for Milldale North (area immediately 

north of Milldale led by Fulton Hogan).    
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x $Q RXWFRPH RI SROLF\ FKDQJHV PD\ LQFUHDVH µRXW RI VHTXHQFH¶ SODQ FKDQJHV E\ WKLUG SDUWLHV
as has been the case in other areas in Auckland. In Drury, out of sequence plan changes in 

areas anticipated to be developed beyond 2035 have been successful through the judicial 

process.  

x Implementation of the ƿ Mahurangi Penlink Project is likely to increase land use pressure 

through improved accessibility for the eastern FUZ land adjoining this corridor.  

In addition to the project specific factors listed above, there are some macro-economic factors such as 

market conditions, pricing (i.e. developer contributions), road pricing, net migration to Auckland, and 

brownfield versus greenfield development uptake which could influence the timing of development. At 

this stage the FULSS remains the best regional forecast available that considers how growth might be 

realised in Auckland. 

2.5.1 Silverdale West- Dairy Flat Industrial Structure Plan 

7KH FRXQFLO¶V )ULSS identifies part of the Silverdale West Dairy Flat area specifically for business and 

it is sequenced to be development ready in the period 2018 ± 2022.  

The Silverdale West Dairy Flat area will become the focus for future light industry growth in the urban 

north due to the urban growth proposed in the wider area and the imminent exhaustion of light industry 

zoned land supply in the North Shore, Silverdale and the Highgate Business Park.  

In 2020, Auckland Council finalised a structure plan for the Silverdale West-Dairy Flat area (see Figure 

2-6 below) that identifies the future land use through this area as a mixture of light and heavy industry. 

Riparian margins and floodplains are also shown.  

The structure plan identifies 294ha (net, excludes floodplains and roads) for light industry and 56ha 

(net) for heavy industry. The area of heavy Industry is located south of Wilks Road. The total structure 

plan area is 603ha gross, however, once floodplains and roads are deducted the net developable area 

is 350ha. 

By 2048 the additional industrial land demand for the northeast will amount to between 156 and 299ha 

(net) of light industry zoned land and up to 125ha (net) of heavy industry zoned land. It is considered 

prudent to plan to accommodate near the high end of the range given the difficulties with finding more 

industrial land once other activities are in place.  

While there is a preference for the northern part of Auckland to provide for some heavy industry in the 

IXWXUH� LW LV DFNQRZOHGJHG WKDW LW LV GLIILFXOW WR SUHGLFW WKH PL[ RI LQGXVWULDO ODQG QHHGHG LQ �� \HDUV¶ WLPH�
Before a decision is made on the appropriate zoning, the need for land for heavy industry will be 

reassessed prior to the plan change required to rezone the land in Stage 2 (2038-2048). 

$OWKRXJK WKH VWUXFWXUH SODQ KDV OLWWOH VWDWXWRU\ ZHLJKWLQJ XQGHU WKH 50$� LW VKRZV WKH &RXQFLO¶V LQWHQGHG
land use for Silverdale West and the northern part of Dairy Flat. This may change through the 

subsequent Council led plan change process (which will be subject to submissions, hearings and likely 

appeals with court proceedings). Additionally, private developers have their own aspirations for the area 

and may also submit their own private plan changes. 
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Figure 2-6: Silverdale West - Dairy Flat Industrial Structure Plan 

Note: The Structure Plan maps show an outdated transport network based on the IBC.  

PROACTIV
ELY

 R
ELE

ASED



PROACTIV
ELY

 R
ELE

ASED



North Detailed Business Case 

 3/May/2023 | Version 1 | 22 

 

Te TXSX 1JƗWDKL Supporting Growth

 

Figure 2-8: Auckland Council Draft Spatial Land Use Strategy 

 

2.5.3 Wainui and Pine Valley 

Part of the Wainui area is live zoned for the Milldale development, including a new township (residential 

and town centre zoning) ± see below. This area is currently under development with initial stages now 

occupied by residents.  
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The transport investment identified in the IBC will enable an integrated transport system with a range 

of strategic and local elements supporting mode choice in the North. The infrastructure identified to 

support this growth includes the following key aspects: 

x A new 16km rapid transit corridor from Albany via Dairy Flat and onto Milldale providing 

efficient, frequent, high-quality public transport 

x Improved public transport connections for the wider area with bus priority on key routes 

LQFOXGLQJ D KLJK IUHTXHQF\ EXV URXWH FRQQHFWLQJ ƿUHZD DQG 6LOYHUGDOH 

x An integrated system of arterial roads that have a dual function to connect sub-regions and to 

link land uses to the new public transport system and existing strategic road network.   

x 28km of new dedicated high quality walking and cycling paths 

x Improvements to the Northern Motorway (SH1) including additional space to respond to 

increased travel demand and upgraded interchanges at Redvale and Silverdale and a new 

interchange at Wilks Road. 

Accordingly, the DBC encompasses the IBC Indicative Strategic Transport Network. This Strategic 

Case provides a breakdown of each element within this system ± noting that the collective benefit of 

the network as a whole outweighs the individual benefits to each element.  

The DBC considers the case for investment and refinement of options for the projects outlined in 

Table 2-2. These projects form the arterial strategic transport network for the northern area but it is 

acknowledged that there will also need to be a complementary collector road network and other cycle 

connections.  

The investment decisions sought at this stage are: 

1. Approval of the North recommended transport network. 

2. Approval of lodgement of 13 NORs to protect future transport corridors in the 

northern area. 

3. Approval for funding release 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. 

This document focuses on providing the overall North DBC investment case for route protection and 

details the recommended route protection strategy. The preparation of the Notice of Requirement 

(NoR) packages is being prepared concurrently with this DBC.  

*LYHQ WKH QXPEHU DQG UDQJH RI SURMHFWV DFURVV WKH HQWLUH 7H 7XSX 1JƗWDKL 3URJUDPPH DQG WKH
difference in likely timing of implementation (between 10-30+ years), three broad DBC types have 

been identified: 

x Type A: Detailed Business Case for corridor confirmation ± identification of a preferred 

corridor however, no further detailed work required as no investment is being sought for route 

protection.  

x Type B: Detailed Business Case for route protection ± identification of a preferred corridor 

with sufficient design to inform the assessment of effects and lodge a NoR Investment in pre-

implementation and resultant property costs sought. 
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x Type C: Detailed Business Case for implementation ± a typical DBC assessment suitable 

for selection of a preferred option with sufficient detail to progress to pre-implementation, and 

implementation funding is sought. 

The projects within this DBC have been allocated to the following type of business cases as detailed 

in Table 2-2. 

Table 2-2 Projects included in DBC and pathway proposed 

NOR # / Project 

Business Case Type Commentary 

Type A Type B Type C  

1 

Rapid Transit Corridor including a 

shared path along the rapid 

transit corridor 
3

Typical Detailed Business Case 

for route protection 

2 RTC ± Milldale station 3
Typical Detailed Business Case 

for route protection 

3 RTC ± Pine Valley Station 3
Typical Detailed Business Case 

for route protection 

4 

4A: Upgrades to SH1 between 

Albany and Silverdale 
3 Typical Detailed Business Case 

for route protection 

4B: A new walking and cycling 

path along SH1 
3 Typical Detailed Business Case 

for route protection 

4C: Improvements to the existing 

Silverdale Interchange 
3 Typical Detailed Business Case 

for route protection 

4D: A new interchange at Wilks 

Road 
3 Typical Detailed Business Case 

for route protection 

4E: Upgrades to the Redvale 

interchange 
3 Typical Detailed Business Case 

for route protection 

4F: Upgrades to the Wainui 

interchange for active modes 
3 Typical Detailed Business Case 

for route protection 

4G: Silverdale to Highgate Active 

Mode Connection 
3 Typical Detailed Business Case 

for route protection 

5 
New SH1 crossing at Dairy 

Stream  
3 Typical Detailed Business Case 

for route protection 

6 
New connection between Milldale 

and Grand Drive 
3 Typical Detailed Business Case 

for route protection 
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NOR # / Project 

Business Case Type Commentary 

Type A Type B Type C  

7 Upgrades to Pine Valley Road 3 Typical Detailed Business Case 

for route protection 

8 

Upgrade to Dairy Flat Highway 

between Dairy Flat and Silverdale 

interchange 
3

Typical Detailed Business Case 

for route protection 

9 
Upgrade to Dairy Flat Highway 

between Albany Village and FUZ 
3 Typical Detailed Business Case 

for route protection 

10 Upgrade to Wainui Road 3

Typical Detailed Business Case 

for route protection. Part of the 

corridor is already protected via 

a developer agreement therefor 

scope reduced.  

11 
New Road between Kahikatea 

Flat Road and Wilks Road 
3 Typical Detailed Business Case 

for route protection 

12 

Upgrade to Bawden Road and 

extension to create a new 

connection with SH1 

3
Typical Detailed Business Case 

for route protection 

13 

Upgrade to East Coast Road 

from Silverdale to Redvale 

Interchange 
3

Typical Detailed Business Case 

for route protection 

A14 
New Argent Lane and new Pine 

Valley Road 
3 Corridor is already route 

protected 

A2 

Upgrade of Hibiscus Coast 

Highway and Grand Drive for 

public transport and active modes 

3
No route protection required as 

proposed treatment stays within 

existing road reserve.  

A3  Dairy Stream Active Mode Path 3 No route protection required as 

land is within riparian margin 

A4 Jackson Way arterial road link N/A Removed from DBC scope 

A5 
Kowhai Road active mode 

connection 
N/A 

Removed from DBC scope 

 
4 No NOR proposed for type A projects. 
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NOR # / Project 

Business Case Type Commentary 

Type A Type B Type C  

A6 
John Creek active mode 

connection 
N/A 

Removed from DBC scope 

Three projects from the IBC have been removed from the DBC scope. These projects and an 

explanation as to why they been removed is outlined below:  

x Jackson Way arterial road link ± Removed as the form and function process confirmed this 

route as a collectoU URDG WKHUHIRUH RXWVLGH WKH VFRSH RI 7H 7XSX 1JƗWDKL 

x Kowhai Road active mode connection ± Since the IBC, a developer has consented an 

equivalent connection and this is no longer considered to be required.  

x John Creek active mode connection ± Since the IBC, the structure plan has confirmed a 

John Creek facility will be provided and is likely to be delivered by developers hence is no 

longer considered to be required for route protection.  

This DBC has undertaken sufficient design detail and assessment to confirm the footprint required to 

provide for future infrastructure. This footprint strikes a balance of minimising land requirement whilst 

maintaining flexibility for future decisions over the next 30 years.  Examples of how flexibility has been 

managed is shown in Table 2-3. 

Table 2-3  Management of flexibility in the North DBC 

Item How flexibility has been managed 

Road space 

allocation 

The cross sections provide sufficient space to provide for the individual modal elements ± 

but how this road space might ultimately be allocated will be confirmed during the future 

individual implementation DBCs and will reflect the design standards at that time.  

Intersections Generally, where possible, design has allowed for flexibility in intersection type for future 

design in particular roundabouts and signals to provide for future decision making.   

Stormwater 

treatment 

Each corridor has had stormwater analysis undertaken to understand the stormwater 

treatment and attenuation requirements including impacts from future climate change. This 

has informed the footprint for stormwater measures including identification of wetlands 

where appropriate. The Waka Kotahi standard is NZTA P46 Stormwater Specification and 

the AT specification is ³*XLGDQFH 'RFXPHQW �������� 6WRUPZDWHU 0DQDJHPHQW 'HYLFHV
in the Auckland Region (GD01).  

Management of 

greenhouse gas 

(GHG) 

emissions. 

A number of factors will encourage mode shift in time with development to support the 

management of GHG emissions associated with future growth: 

x Flexibility in road space allocation and longevity of the programme provides sufficient 

opportunities to realise future design changes or use of materials to best support low 

carbon infrastructure throughout the lifecycle of the project. 
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Item How flexibility has been managed 

x Flexibility for programme staging to allow re-prioritisation of elements to best respond 

to mode shift targets as interdependent factors such as funding and changing land use 

occurs. 

Bridges Where corridors anticipate a bridge replacement will be required in the lifetime of the 

designations, sufficient space has been allowed for in the designation to support 

construction of the bridge. 

2.7 Structure of North DBC 

This DBC document provides a summary of the North Business Case and more detailed information 

for each corridor is included in the specific appendices referenced throughout the DBC. 

All appendices have been written to allow individual corridor information to be easily decoupled from 

this overarching DBC for use in future individual corridor business case processes or preparation of 

1R5 ZRUNVWUHDPV� 'HWDLOV RI WKH DSSHQGLFHV¶ SXUSRVH DUH VKRZQ LQ Table 2-4. 

All appendices are formatted similarly with reporting ordered as follows: 

x Generic or process orientated information. 

x Strategic project information. 

x Strategic projects, followed by arterial roads and active mode connections. 

The economic case has been prepared for the overall North area with an additional assessment lens 

for each project.  

The programme outcomes have been reported for all of the North area and where meaningful, in a 

similar geographic way to support staged delivery by area. 

Table 2-4 North DBC appendices 

Appendix Summary of purpose 

A: North Strategic Case Strategic Case for the DBC including specific evidence for each project 

corridor. Identifies any changes to the policy and strategic direction since the 

completion of the IBC. 

B: North Climate Change 

Assessment 

Summary of the climate change assessment undertaken to consider the role 

of each corridor in supporting the climate change response and the 

identification of future opportunities. 

C: North Assessment of 

alternatives 

Summary of option assessment process for the DBC and AEE. Includes 

detailed documentation for each corridor individually. 

D: North Technical 

Assessments 

Range of technical notes to support the North DBC: 

D1: Hibiscus Coast Highway Transport option assessment 
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Appendix Summary of purpose 

E: Engagement Summary Summary of results from the 2022 North engagement. 

F: Urban Design Evaluation Urban design evaluation for all projects in the DBC using the Te Tupu 

1JƗWDKL 'HVLJQ Framework principles. 

G: North Transport Outcomes Specific information on transport outcomes for the recommended transport 

network. 

H: North Design Report Engineering report that documents assumptions and decisions for the 

recommended network for each project. 

I: North Property Overview Assumptions and methodology for the estimate of property costs. 

J: North Cost Report Assumptions and methodology for costing. Costs prepared for each project. 

K: North Economics 

Assessment 

Economic assessment for North. Includes assumptions and outcomes. 

L: North Route Protection 

Strategy 

Strategy to route protect for the North. 

M: North Risk Register Key overall North risks and individual project risks. 

N: North Staging 

Considerations 

Potential staging for the North network. Includes qualitative commentary of 

both land use and transport factors for staging and commentary on triggers. 

Includes an alternative staging assessment for consideration. 

O: Mana Whenua engagement 

summary 

Overview of Manawhenua engagement undertaken and feedback received 

on projects.  

P: ESR screens Environmental screens as per (Z/19 Taumata Taiao ± Environmental and 

Sustainability Standard) for strategic projects 
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3 Why is investment needed? 

Auckland is New =HDODQG¶V ODUJHVW FLW\ DQG WKH HFRQRPLF KHDUW RI WKH QDWLRQ. The current transport 

network with its high reliance on private vehicle use does not support the aspirations of New Zealand 

to address climate change with a move to a low carbon economy.   

Over the next 30 or more years, the Northern growth area is expected to accommodate: 

x 41,000 additional dwellings in the FUZ area 

x 110,000 additional people  

x 22,000 additional jobs. 

This is a significant increase from the existing population of the northern area of 63,0005 and a 

significant change in the FUZ zone which is presently predominantly rural in character. With the 

realisation of the NPS:UD and MDRS this intensification could be even more than is currently 

estimated. The existing transport system is not appropriate, and this growth will exacerbate existing 

transport problems resulting in the current network being unsuitable to support this planned future 

growth. 

Without any investment in alternative modes, the majority of additional trips will continue to be 

undertaken by private vehicles and the Vehicle Kilometres Travelled (VKT) would be expected to 

significantly increase.   By 2048, the additional VKT would result in significant congestion on existing 

routes such SH1, Interchanges and key connections such as Dairy Flat Highway and East Coast 

Road and further reduce access to social and employment destinations.  

The future challenge for the North therefore, is not if the greenfield growth will or should occur, but 

rather what needs to be done, so when this growth happens the transport network is best positioned 

to respond appropriately. The future transport network needs to support a well functioning urban 

environment, which enables a variety of homes to have good accessibility for all people between 

housing, jobs, community services, natural spaces, including by way of public or active transport. 

Otherwise without investment, urban growth will continue to contribute to congestion and transport 

emissions rather than supporting the government policy to avoid emissions when growth occurs. 

Figure 3-1 sets out some important context for the business case and outlines the desired outcomes 

of route protection. 

 
5 &XUUHQW SRSXODWLRQ LQ ƿUHZD 6LOYHUGDOH DQG :KDQJDSDUƗRD� ���� FHQVXV 
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Figure 3-1: Purpose of this business case 

 

The Northern Growth area has a large area of Future Urban Zone which has been identified for 

urbanisation. Whilst there is some timing uncertainty, growth is highly likely to happen at some point. 

The existing network will be unable to support the overall climate change goals of shifting trips to 

lower emission travel options including public transport and active transport.  It is critical that the 

transport system supports and shapes the scale of growth proposed. Table 3-1 shows the most 

probable issues that will likely occur in the North if investment does not occur. 

Table 3-1 Key issues for the North without transport investment 

Key issues Potential outcome 

Existing transport network 

cannot accommodate additional 

transport demands. 

x The current transport network is already under pressure (e.g. SH1 and 

Silverdale Interchange) and future transport demands will exacerbate 

H[LVWLQJ LVVXHV WKXV OLPLWLQJ WKH 1RUWK¶V JURZWK SRWHQWLDO� 
x The existing network does not provide suitable access to future land 

uses, resulting in indirect/longer trips between existing and future key 

destinations. 

Poor land use integration 

x Limited opportunities to encourage public transport, walking and 

cycling, resulting in private car use to continue at existing levels. 

x The consequences of a lack of integration between land use and 

transport could contribute to increased separation, reduced opportunity 

for pedestrians and cyclists to cross safely between destinations and a 

perception of severance. This would be exacerbated without crossings 

at intersections and midblock crossings providing access to the 

expected high density residential development adjacent to the corridor. 

x Does not support the delivery of the desired compact urban form for 

key locations such as Local Town Centres and Public Transport. 
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Key issues Potential outcome 

x Inability to match employment land (e.g. Silverdale West ± Dairy Flat 

Industrial area) with the transport network will not enable more local 

employment options and limit its ability to operate as a sub-regional 

economic and employment hub. 

x Inability of the transport network to respond flexibly to changing 

densities from land use policies such as the NPS:UD and MDRS 

resulting in residential intensification that is not supported by low 

carbon transport network options and reinforces the current private 

vehicle preferences. 

x Opportunity to provide lead infrastructure which supports mode shift, 

i.e., walking and cycling, is lost due to unconnected development.  

x The Northern growth areD¶V JURZWK SRWHQWLDO LV OLPLWHG� 
x Liveability outcomes are compromised. 

Limited travel choice 

x Limited investment in public transport (i.e. facilities and stations) to 

easily access key locations in the Northern growth area reinforces high 

private vehicle dependence.  

x Limited investment in active mode facilities will result in a network 

which is not legible, unsafe and not well connected. 

x Unmanaged growth in demand for private vehicle travel, which will 

result in traffic volumes on existing roads above their designed capacity 

± resulting in severe congestion, severance, and high stress for all 

modes.  

x Limited urbanisation of the currently rural road network (such as Wainui  

Road, Pine Valley Road, Dairy Flat Highway and Bawden Road) which 

will have negative outcomes for safety, urban form, and active travel.  

x Strategic network resilience risk associated with limited access to 

future Northern growth areas via the state highway network. Over-

reliance on these connections for both strategic and local activities will 

compromise both functions. 

Contribution to climate change 

x Without investment in transport choice, private cars will continue to be 

the dominant mode in the North. With growth this will increase the 

number of private vehicle trips and potentially increase transport 

emissions depending on the vehicle fleet. This does not support the 

development of a low carbon transport system. 

x A poorly connected walking and cycling network, or a network with 

missing links will reduce the potential for mode shift and miss the 

opportunity to capture new active mode users for short internal trips. 

Safety 

x Existing safety risks are likely to increase on local corridors within the 

North transport network traffic volumes increase with limited investment 

in safe solutions. 

x Active mode safety issues will be exacerbated without investment in 

suitable and safe walking and cycling facilities.  
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Key issues Potential outcome 

Environmental challenges 

x Without consideration, the transport network may not be able to adapt 

to climate change challenges like increased severity and occurrence of 

flooding. 

 

3.1 Why route protect? 

The North transport network will require substantial investment to support this planned growth. Route 

protection is the first and critical step for ensuring the transport enhancements needed can be 

provided. The intent of route protection is to identify and appropriately protect the land corridor 

necessary to enable the future construction, operation and maintenance of the recommended network 

options.  

Route protection provides the mechanism to protect the network in advance as opposed to 

retrospectively making the transport interventions fit the existing urban form. The key benefits of route 

protections are that it: 

x Provides certainty and direction for future land use. This supports key land use 

integration measures such as future structure planning processes and intensification around 

stations and public transport routes. 

x Provides a mechanism for AT and Waka Kotahi to plan for future financial investment 

while retaining flexibility on the detailed development of the recommended future network, 

enabling it to respond to the pace, scale, and exact location of future urban growth.   

x Allows for major infrastructure to be implemented at the right time, integrated with the 

urban development driving the desired transport and urban outcomes. This means that 

projects can be delivered to meet project objectives, with the transport network in mind and 

gives certainty that the transport system can be operated.  

x Reduces future cost risk. If the corridor is protected by either early acquisition or notices of 

requirement, then there is an opportunity to reduce some land costs. This is in part associated 

ZLWK WKH LQFUHDVLQJ ODQG YDOXHV WKDW RFFXU DV µOLYH ]RQHV¶ DUH LPSOHPHQWHG� DQG FRVWV VDYLQJV
associated with the control or management that route protection can place on development 

on the land.   

x Protects project feasibility. Route protection prevents the land from being developed in a 

manner which makes projects more expensive, has compromised outcomes or in the worst 

case the project is no longer feasible. This is particularly important with pressure for private 

plan changes creating potential for live zoning to occur prior to route protection. It is noted 

that when development occurs before projects are provided for in the Regional Land 

Transport Plan (RLTP), developers currently do not contribute to the cost of projects which 

they benefit from and contribute traffic to but do not require for their development to proceed. 

x Improved Climate change Resilience and Environmental effects. Through route 

protection, the projects team can select optimum alignments for critical infrastructure which 

avoid floodplains and areas of high environmental value. These corridors are protected from 

buildout and having to weigh up effects on communities vs environmental and climate 

considerations when implemented.  
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Parts of the Northern Growth area is seeing increased development pressure which further supports 

the need for timely route protection as detailed in this DBC. 

4 What has changed since the IBC? 

There has been a wide array of changes to policy, land use and transport assumptions between the 

endorsement of the North IBC and the preparation of this North DBC.  

Table 4-1 below provides a summary of the key changes and how the DBC has responded to these 

changes. For more detail refer to Appendix A: North Strategic Case. 

Overall, the recommendations of the IBC are still consistent with respect to the key changes. It is 

noted that the DBC has specific actions for managing land use uncertainty and reassessing all 

corridors against the stronger policy shift to support emission reductions. 

Land use and transport project assumptions are in constant evolution. This DBC is focused on using 

the new information to:  

x Identify and where possible mitigate or reduce project risks. 

x Better understand the flexibility that will be required during option development for route protection. 

x Test the resilience of the proposed programme to changing land use. 

x Align with other endorsed projects technical requirements and where necessary identify 

opportunities for improved outcomes. 
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Table 4-1: Summary of Key Changes since the IBC 

Change Since North IBC  DBC Response  

Land Use policy 

and strategic 

alignment 

x Auckland 2050 

x National Policy Statement (NPS-UD) on Urban 

Development 

x Resource Management (Enabling Housing 

Supply and Other Matters) Amendment Act 

2021. 

x NPS on Freshwater Management (NPS-FM). 

x Proposed NPS for Indigenous Biodiversity. 

x NPS for Highly Productive Land (NPS-HPL) 

 

The optioneering process to date has used multi criteria analysis (MCA) to assess a wide range of 

social and environmental impacts. The impact of the new NPS criteria has been considered through the 

options assessment phase. 

The NPS-UD requires councils to plan for growth and ensure a well-functioning urban environment for 

all people, communities, and future generations with a key requirement to enable intensification around 

centres and along public transport routes. The Resource Management Amendment Act strengthens the 

NPS:UD and includes a new Medium Density Residential Standards( MDRS) which allow development 

up to three homes of three storeys on most sites without a resource consent. This differs from the 

Auckland Unitary Plan which has designated zones for Mixed House Urban which is the most similar 

zoning to the proposed MDRS.  

In terms of impacts on the Northern Growth area, these policy changes have the potential for the 

following changes: 

x Policy changes could delay the need for greenfield growth area further into the future 

x Allow for more intensified residential development in the Northern Growth area particular in the 

vicinity of the RTC corridor and centres. 

This is obviously less coordinated than through a Structure Plan process and is harder to predict where 

intensification might occur as it depends on public and private developer appetites and availability of 

suitable sites. It is understood that the MDRS is seeking to build new houses faster, rather than 

increasing the population in Auckland, so the overall growth assumptions for Auckland remain valid, it is 

potentially the timing and location of the growth which is uncertain. 

To manage this uncertainty in the DBC it is intended that each corridor in the recommended DBC 

network will be assessed at a high level to consider how the recommended footprint might change 

should higher intensification materialise in the adjacent land use. For example, could a change in 

residential land use intensification adjacent the corridors change the recommendation from a 2 lane 

cross section to a 4 lane cross section.    
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Change Since North IBC  DBC Response  

The impact of the environmental based NPS criteria will be considered in the DBC by specialists as part 

of the MCA process.  

Policy focus on 

Climate Change  

x The Climate Change Response (Zero Carbon) 

Amendment Act 2019 

x Amendments support contribution to the global 

effort under the Paris Agreement to limit the 

global average temperature increase to 1.5° 

Celsius above pre-industrial levels and allow 

New Zealand to prepare for, and adapt to, the 

effects of climate change. 

x 0LQLVWU\ IRU WKH (QYLURQPHQW 7H KDX 0ƗURKL NL
anamata: Transitioning to a low-emissions and 

climate-resilient future. Includes an emissions 

reduction plan. 

x Ministry for the Environment National 

Adaptation Plan. 

The IBC was built on the premises of: 

x Transport and land use integration ± a guiding principle to provide a transport network that 

supports land use development and good urban form. 

x Prioritising mode choice ± specifically focusing on improved public transport reliability and 

services and creation of a well-connected walking and cycling network. 

The result is a recommended transport system which reduces the reliance on private vehicles and shifts 

trips to low carbon alternatives. The DBC also continues to build on demand management principles 

adopted in the IBC and does not provide for unconstrained demand but rather seeks opportunities to 

influence and reduce demand alongside the recommended infrastructure. The MfE emissions document 

details the proposed approach to reducing emissions such as reducing VKT by integrating land use and 

transport and providing travel choice. The premise of this DBC aligns well to these goals and as such, 

the DBC is well positioned to respond to climate change outcomes.  

6SHFLILF DFWLRQV WR EH XQGHUWDNHQ LQ WKH '%& ZLOO LQFOXGH D 7H 7XSX 1JƗWDKL FOLPDWH FKDQJH
assessment of the DBC corridors to ensure proposed investment is consistent with climate change 

targets. 

Land Use 

Assumptions 

and 

development 

pressures.  

x Formal land use assumption changes include: 

x Silverdale West ± Dairy Flat Industrial Structure 

Plan completed in 2020. 

x Increasing development pressure has been 

identified in the areas below: 

x Milldale development ± The area is currently 

under development and land has been set 

aside for an RT station in the eastern part of 

the development. 

The DBC is cognisant of any changes in the land use assumptions and utilises the most current land 

use assumptions available. Of those identified to date, there are no significant changes to base land use 

assumptions from the IBC.  

As previously mentioned, the timing and exact scale and form of growth for the majority of the FUZ 

areas in the North is uncertain. Structure planning, which will confirm the land use zoning within these 

FUZ areas, has not yet commenced for the majority of these areas. Most of the FUZ areas are not likely 

to be structure planned until after 2030. 
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Change Since North IBC  DBC Response  

x Ara Hills development adjacent to the Grand 

Drive Interchange. 

Generally, the DBC responds to growth as currently identified in the FULSS. However, there is evidence 

of ongoing development pressure in certain areas of the North such as Wainui and Upper ƿUHZD. These 

development pressures are currently within the existing future urban zoned land. Hence, the impacts of 

this early development are largely focused on staging, sequencing and the resulting pressure on 

strategic transport infrastructure.  

There is currently no evidence of any development proposals that are located outside the FUZ which 

could have a wider implication on the proposed network as it generates additional demand where 

previously there were none. 

Modelled 

Growth 

Assumptions  

x Overall growth projections in the Northern 

growth area remain generally consistent in 

terms of full build out quantum. 

x Growth projections are expected to be slightly 

slower and more linear in terms of full build 

realisation.  

The overall quantum of growth in land use model i11.6 remains largely the same as i11.4 which was 

used in the IBC. As these growth assumptions were the basis on which the transport network was 

developed, the overall conclusions of the North IBC remain valid. The Latest I11.6 land use forecast 

show a slower take up of growth in the Northern Growth area compared with previous forecasts. By the 

2048 year, only 30% of growth is assumed to have occurred with the remaining growth forecast to occur 

post 2048. This represents growth occurring around 2 years later than the I11.4 scenario assumed in 

the previous business case.  

Potential impacts from the MDRS have not been included in AFC land use models as yet so the impact 

of intensification will be considered qualitatively for each corridor during the optioneering process.  

The change in growth timing could potentially impact the recommended timing of implementation of 

transport projects in the DBC.  

Transport Policy 

and Strategic 

Alignment  

x Ministry of Transport Outcomes Framework.  

x An updated GPS on Land Transport has been 

released, which places increased focus on 

climate change objectives and freight 

connections rather than broader environmental 

outcomes and value for money.  

x Road to Zero 

There have been some key changes to the policy and strategic direction since the IBC. These changes 

are however still consistent with the overarching outcomes sought from the IBC. These include access, 

mode shift, environmental sustainability, and safety. The GPS also has a greater focus on climate 

change. 

With these continuing objectives it is considered that the IBC conclusions are well aligned with the 

current transport strategic and policy directions. The problems and assessment in the DBC have been 
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Change Since North IBC  DBC Response  

refined to accommodate these GPS changes. More details on how the network will support addressing 

climate change will be included. 

Transport 

Projects 

changes 

x ƿ Mahurangi Penlink: Designated and included 

in the ATAP 2018 Package for implementation 

between 2018 and 2028. 

x Albany to Silverdale bus shoulder lanes on 

SH1: Included in Regional Land Transport Plan 

and ATAP as part of improvements to SH1, 

between Albany and ƿUHZD. 

x Norther Corridor Improvements: A new 

continuous motorway route between the 

Northern Motorway (SH1) and Upper Harbour 

Motorway (SH18), plus extension of the 

Northern Busway from Constellation Station to 

Albany. 

x Additional :DLWHPDWƗ Harbour Connections 

Business Case: A business case was 

completed in 2020 for the Additional :DLWHPDWƗ 

Harbour connections looking at cross harbour 

connectivity and changes to the RTN network 

through the North Shore. 

x Additional work completed on the Auckland 

Rapid Transit Baseline document. 

From the IBC there has been little change that would have demonstrable effect on the conclusions in 

the IBC.  

The ƿ Mahurangi Penlink project has progressed faster than assumed in the IBC phase with NZUP 

funding and construction anticipated to begin in 2022. This has limited effect on the North projects given 

the long-term focus of the Te Tupu 1JƗWDKL scope.  

Both the AWHC and Rapid Transit Baseline have placed additional weight on the need for a RTC 

corridor to connect into the current Albany station on the West of SH1. This has potential to result in 

changes in assumed tie in for the RTC extension to the north.  

There has been no additional funding identified since the IBC that would change the indicative staging 

of these investments.  

The DBC will interface with the designs of these complementary transport projects. 

COVID19 

impacts 

The impact of COVID19 on the transport system 

has three key impacts.  

x Resilience of public transport operations.  

x Change in funding levels and type. 

While the response to COVID19 has had a direct and immediate impact on public transport and 

transport demand, it is expected in the longer-term horizon, such as that assessed in the DBC that 

transport demands will return to projected levels. 

x The realisation of work from home opportunities following COVID19 is considered important for the 

North where a future aspiration might be for residents to live and work within the area and commute 
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Change Since North IBC  DBC Response  

x A kick-start for working from home. VRPH GD\V WR XUEDQ 7ƗPDNL 0DNDXUDX� &29,'�� KDV VKRZQ that this type of flexible working can be 

possible. Additional uptake in work from home will have an impact consistent with longer term 

aspirations for reduced travel demand, which is already predicated in the base modelling assumptions. 

x Given the long-term nature of the DBC no specific COVID19 related changes to land use and travel 

demand assumptions are considered necessary. 
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5 North projects 

This DBC proposes an integrated transport network to support the expected future growth in the 

Northern Growth area. Overall, the package seeks to improve connectivity for the North and support 

transformational mode shift by providing high quality, safe and attractive transport environments. 

Twenty-two projects from the recommended North IBC programme were considered as part of this 

North DBC as shown in Figure 5-1 below.  

Three projects from the IBC have been removed from the DBC scope. These projects and an 

explanation as to why they been removed is outlined below:  

x Jackson Way arterial road link ± Removed as the form and function process confirmed this 

route as a collector road therefore outside the scope of Te Tupu 1JƗWDKL 

x Kowhai Road active mode connection ± Since the IBC, a developer has consented an 

equivalent connection and this is no longer considered to be required.  

x John Creek active mode connection ± Since the IBC, the structure plan has confirmed a 

John Creek facility will be provided and is likely to be delivered by developers hence is no 

longer considered to be required for route protection.  
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Figure 5-1 North IBC projects proceeding to DBC 
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The next section provides a summary of the projects assessed in this document. Full project 

descriptions are included in the corridor assessments in Appendix A: North Strategic Case. 

5.1 DBC projects 

Table 5-1 describes the extent and intent of each project as well as the desired outcomes for the 

North Package. Whilst assessed as separate projects there is a strong interdependency between all 

elements to collectively provide the integrated future transport network. 

Table 5-1 Projects assessed in North DBC 

NOR #  /   Project Project Description and desired outcomes DBC Interdependencies 

1-3 

Rapid Transit 

Corridor including a 

shared path along the 

rapid transit corridor 

A strategic public transport corridor to serve 

the growth in the North between Albany and 

Milldale, leading to an increase in PT 

mode share and improved accessibility to 

social and economic opportunities.  

 

Strategic active mode connection adjacent to 

the RTN corridor in Dairy Flat and Silverdale 

West providing increased travel choice and 

access to social and economic opportunities. 

x Makes use of part of 

SH1 corridor north of 

Albany.  

x Upgrades to SH1 

between Albany and 

Silverdale  

x Bawden Road, Dairy 

Flat and Argent Lane 

x  

2 Rapid Transit 

Corridor ± Milldale 

Station 

RTC station providing access to the Milldale, 

Highgate and Millwater areas. The station is 

the end of the RTC.  

x Rapid Transit corridor 

x Milldale Highgate 

bridge (external project) 

3 
Rapid Transit 

Corridor ± Pine Valley 

East Station 

RTC station in Pine Valley East providing 

access to the surrounding land and provide a 

park and ride opportunity.  

x Rapid Transit corridor 

x New Pine Valley Road 

x Upgrade of Pine Valley 

Road. 

4 
A: Upgrades to SH1 

between Albany and 

Silverdale 

Widening to SH1 to 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.  

x RTC project between 

Albany and Awanohi 

x  

B: A new walking and 

cycling path along 

SH1 

Strategic active mode connection adjacent to 

SH1 between Albany and Grand Drive. 

x SH1 upgrades between 

Albany and Silverdale 

interchange 

x Interchange upgrade 

projects at Silverdale, 

Wilks and Redvale.  

C: Improvements to 

the existing Silverdale 

Interchange 

Silverdale Interchange improvements and 

upgrade for all modes. 

x SH1 upgrades 

x New walking and 

cycling path on SH1 

D: A new interchange 

at Wilks Road 

New Wilks Road and 

upgraded Redvale motorway interchanges to 

x New walking and cycling 

path on SH1 
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NOR #  /   Project Project Description and desired outcomes DBC Interdependencies 

integrate adjacent FUZ with the strategic 

motorway network. 

x New Road between 

Kahikatea Flat Road and 

Wilks Road 

E: Upgrades to the 

Redvale interchange 

x New walking and 

cycling path on SH1 

x Bawden Road 

x ƿ Mahurangi Penlink 

project 

F: Upgrades to the 

Wainui interchange 

for active modes 

Active mode connection across SH1 just north 

of the Wainui Road Bridge. 

x New walking and 

cycling path on SH1 

x Wainui Road upgrade 

G: Silverdale to 

Highgate Active Mode 

Connection 

Active mode connection between Millwater, 

and Highgate to Hibiscus Coast Highway 

x New walking and 

cycling path on SH1 

5 

New SH1 crossing at 

Dairy Stream  

A new transport connection for all modes 

across SH1 between Top Road and East 

Coast Road 

x New walking and 

cycling path on SH1 

x SH1 upgrades 

x East Coast Road 

upgrades 

6 New connection 

between Milldale and 

Grand Drive 

A new transport corridor between Wainui Road 

and the Ara Hills Development. 

x Wainui Road upgrade 

x Ara Hills Development  

7 Upgrades to Pine 

Valley Road 

Urbanisation of Pine Valley Road between 

Argent Lane and the edge of the FUZ to 

provide walking and cycling facilities. 

x New Pine Valley Road / 

Argent Lane 

8 

Upgrade to Dairy Flat 

Highway between 

Dairy Flat and 

Silverdale 

interchange 

Urbanisation and upgrade of Dairy Flat 

Highway to form the spine of the North 

transport network 

x Silverdale interchange 

upgrades 

x Rapid Transit Corridor 

New Road between 

Kahikatea Flat Road and 

Wilks Road 

x Bawden Road upgrade 

and extension 

x Dairy Flat Highway 

between Albany Village 

and FUZ 

9 
Upgrade to Dairy Flat 

Highway between 

Albany Village and 

FUZ 

Upgrade of Dairy Flat Highway between 

Albany Village and the FUZ to improve safety 

and provide walking and cycling facilities. 

x Upgrade to Dairy Flat 

Highway between Dairy 

Flat and Silverdale 

interchange 

x AT project for The 

Avenue  
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NOR #  /   Project Project Description and desired outcomes DBC Interdependencies 

10 

Upgrade to Wainui 

Road 

Urbanisation of Wainui Road between Argent 

Lane and the Wainui Road Bridge to provide 

walking and cycling facilities 

x Wainui Active mode 

connection  

x New connection 

between Milldale and 

Grand Drive 

11 New Connection 

between Kahikatea 

Flat Road and Wilks 

Road 

A new transport corridor between the 

Silverdale West - Dairy Flat Industrial Area 

SH1. 

x Wilks Road interchange 

x Upgrade to Dairy Flat 

Highway  

12 Upgrade to Bawden 

Road and extension 

to create a new 

connection with SH1 

Urbanisation and upgrade of Bawden Road to 

provide a strategic connection between SH1 

and the future Dairy Flat town centre. 

x Redvale interchange 

upgrade 

x Dairy Flat Highway  

x Rapid Transit corridor 

13 
Upgrade to East 

Coast Road from 

Silverdale to Redvale 

Interchange 

Upgrade of East Coast Road between 

Silverdale and Redvale to provide walking and 

cycling facilities. 

x Wilks Road interchange 

x ƿ 0DKXUDQJL Penlink 

project 

x New walking and cycling 

path on SH1 

A1 New Argent Lane and 

new Pine Valley Road 

Upgrades to the existing Argent Lane between 

Wainui Road to Old Pine Valley Road 

x Pine Valley Road 

upgrade 

A2 
Upgrade of Hibiscus 

Coast Highway and 

Grand Drive for public 

transport and active 

modes 

Upgrade of Hibiscus-Coast Highway between 

the Grand Drive and Silverdale Interchanges to 

provide walking and cycling facilities and 

bus priority 

x Silverdale Interchange 

upgrades 

x Ara Hills development 

and project to provide 

active modes connection 

across Grand Drive 

interchange.  

A3 Dairy Stream Active 

Mode Path 

Active mode connection through the growth 

area of Dairy Flat. 

x Dairy Flat SH1 crossing 

x SH1 upgrades 
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5.2 Complementary Projects 

There are several projects being developed separately in the North which are complementary to the 

Te Tupu NJƗWDKL WUDQVSRUW QHWZRUN� 7KHVH SURMHFWV FRPELQHG ZLWK WKH 7H 7XSX 1JƗWDKL QHWZRUN IRUP
the complete transport response for the North.  Table 5-2 summarises these additional projects and 

demonstrate how they integrate with the additional investment recommended in this DBC. 

Table 5-2 Complementary North Projects 

Project Integration with North DBC 

ƿ 0DKXUDQJL - Penlink The DBC will tie in to the proposed Redvale 

interchange providing connectivity to the west and 

upgraded to also provide north facing ramps in this 

location.  

Walking and cycling facilities provided as part of the ƿ 

Mahurangi Penlink project will connect to the future 

walking and cycling network. 

Northern Corridor Improvements: A new 

continuous motorway route between the Northern 

Motorway (SH1) and Upper Harbour Motorway 

(SH18), plus extension of the Northern Busway 

from Constellation Station to Albany. 

The DBC looks to tie active mode and RTC upgrades 

with the facilities provided as part of the northern 

corridor improvements project  

:DLWHPDWƗ Harbour Connections Business Case: 

A business case is underway in 2022 for the 

:DLWHPDWƗ Harbour connections looking at cross 

harbour connectivity and changes to the RTN 

network through the North Shore. 

The DBC looks to integrate with the RTN network south 

of the study area with a connection assumed at the 

Albany Station.  

Dairy Flat Highway safety improvements The AT safety project implemented a range of safety 

upgrades along Dairy Flat Highway. The southernmost 

section of Dairy Flat Highway was not treated as part of 

this study and this scope is included in the Dairy Flat 

highway upgrade project proposed as part of this DBC.  

Milldale Highgate Bridge A new bridge being delivered by Fulton Hogan and 

Crown infrastructure partners providing access between 

John Fair Drive and Millwater Highway Parkway. 

SH1 optimisation project A project looking at short term optimisation on SH1 

between Albany and Silverdale including provision of 

sections of bus shoulder lanes between the Motorway 

service centre and Silverdale.  

Dairy Flat Highway / The Avenue / Lucas Creek 

upgrade 

A separate Auckland Transport project has been 

undertaken around the Dairy Flat Avenue intersection 

with the Avenue including upgrades to the Lucas Creek 

bridge. A DBC has been completed and a 
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Project Integration with North DBC 

 recommended option has been identified. This project 

is awaiting implementation funding and has been 

assumed to be in place in the long term.  

 

6 Guiding Principles for the North 

The North DBC has been shaped by a number of key principles and these have been applied 

throughout the identification and development of corridors to confirm the future recommended 

transport network. 

The North IBC followed the intervention hierarchy as shown in Figure 6-1 when developing the North 

Indicative Transport Network. This focused on integrating transport and land use first followed by 

managing demand and making best use of the existing system. Lowest in the hierarchy was the 

consideration of new infrastructure. These intervention principles have been continued and built upon 

in the development of the North DBC.  

For existing roads identified for upgrade in this DBC, detail was developed around supporting the 

adjacent future land use, managing demand through supporting road space to maximise people 

throughput (e.g., on buses) and reallocation of road space to provide for corridor specific modal 

priorities such as dedicated cycle and walking facilities.  

The transport network does identify new pieces of infrastructure such as a new RTC corridor, new or 

upgraded interchanges and new multimodal road corridors. These have been recommended to 

provide an integrated and legible local network that supports access between key future land uses 

such as employment, residential and centres. The provision for additional vehicle capacity has been 

very carefully considered and all new routes are intended to be multimodal. 
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Figure 6-1 Transport intervention hierarchy (source Waka Kotahi) 

 

6.1 Land use integration 

Integration between land use and transport is a critical factor in maximising future transport and 

community outcomes in the Northern Growth area.  The transport network supports the land use 

through: 

x Improving accessibility. 

x Strengthening the physical character of urban environments to impact customer journey 

experience. 

x Providing infrastructure to move people and goods efficiently between desired destinations.   

The step change for transport integration is to consider how infrastructure can also be used to support 

and drive better placemaking in the North� 7KLV ³XQORFNLQJ´ LV D NH\ SDUW RI WKH XUEDQ LQWHUYHQWLRQV
continuum as shown in Figure 6-2 and is where significant opportunities can be realised in the North. 

The consideration of land use integration in the North started during the development of North PBC 

and IBC and has continued as an iterative process throughout this DBC. This will continue as the 

corridors move from route protection to implementation in the future.  
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x Specific land use integration tasks and collaboration undertaken in this DBC are shown in Table 

6-1. Land use planners from Waka Kotahi and Auckland Transport have been involved in specific Te 

7XSX 1JƗWDKL North land use integration sessions as well as participating in many of these Partner 

discussions outlined below.  

Table 6-1 Land Use integration discussions in the North 

Stage of analysis Auckland Council Government 

Partners 6 

Private Developers 

Preliminary 

assessment 

Gap analysis. 

Constraint 

mapping. 

Form and 

Function. 

Understanding existing land use. 

Potential impacts of the National 

Policy Statement: Urban 

Development and future areas of 

densification as part of the MDRS. 

Discussion about adopted structure 

plan and Auckland Council¶s vision.  

Land use implications for the RTC 

corridor and position of a future Dairy 

flat centre.  

Ongoing discussions about developer 

activity and Plan Change progression. 

Strategic planning 

of key social assets. 

Planned upgrades 

to existing assets. 

 

Consented 

developments. 

Future plans of large 

landowners particularly 

XSFRPLQJ ³VRIW
ORGJHPHQW´ RI 3ODQ
Changes and Plan 

Changes under 

development. 

Option 

development and 

assessment 

Consideration of RTC alignment 

options and implications on Land use 

throughout the FUZ area. 

Land use interface with proposed 

locations for the park and ride and 

RTC interchanges. 

Opportunities and challenges with 

residual land i.e., RTC alignment 

through industrial areas. 

Connectivity and access to future land 

uses. 

Discussion on trade-offs for 

competing land uses on existing 

constrained corridors. 

Understanding 

potential impacts on 

existing facilities or 

assets. 

Preferences for 

corridor widening. 

Understanding potential 

impacts on existing and 

future developments. 

Opportunities for staging 

or collective delivery. 

 

 
6 Government partners include Ministry of Education, New Zealand Defence Force 
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6.1.1 Dairy Flat integration workstream 

The RTC project and integration with surrounding land use is a critical outcome for the success of the 

urban area in the future. In response to this critical interface, Te Tupu 1JƗWDKL worked closely with 

Auckland Transport, Waka Kotahi, Auckland Council and Manawhenua representatives in considering 

the interaction of land use and the RTC project through a parallel workstream dubbed the µ'DLU\ )ODW
integration SURFHVV¶� The process is summarised in Table 6-2. At a high level, the process sought to 

consider land use options and transport options together instead of separate assessments of 

transport options and a separate land use planning exercise through structure planning. The process 

occurred in Late 2021 through to Mid 2022. 

Table 6-2 Dairy Flat land use integration assessment process 

   

Options were developed by a technical stakeholder group and were qualitatively assessed against a 

set of both land use and transport criteria, agreed by the workshop participants. 

 

The iQLWLDO DVVHVVPHQW ZDV FRPSOHWHG E\ WKH 7H 7XSX 1JƗWDKL SURMHFW WHDP IRU WKH WUDQVSRUW FULWHULD�
and Auckland Council for the land use criteria. The results were then challenged in the workshops by 

the wider group. Following the qualitative assessment, the scenarios were ranked in terms of 

preference and sensitivity testing was performed on the rankings. Key trades off between the options 

were discussed by the group and a general consensus was reached as to the preferred RTC 

alignment with some further work required to confirm land use.  

 

Due to the importance of land use integration in driving the outcomes sought for the RTC, ,an option 

was included to retest an option which follows the State Highway corridor representing an option 

which was discarded at the IBC phase (IBC option reference MT1-1). Table 6-3 summarised the 

outcome of the integration assessment.  
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Table 6-3: Summary of Dairy Flat integration assessment  

  

In summary, the analysis concluded that Scenario 5: Central Centre and central RTC alignment 

(which is RT-04 in MCA analysis above) ranked highest overall, followed by Scenario 3: Green Park 

Centre and Central RTC. This confirmed the conclusion from the MCA analysis that RT-04 is the 

overall preferred RTC alignment, and that it is flexible to work with different town centre options. It was 

acknowledged at the time that further work is required to confirm a town centre location including 

community consultation and completion of a Spatial Land Use Strategy.  

 

In July 2022, Auckland Council released a Draft Dairy Flat Spatial Land Use Strategy that proposed a 

town centre extending in an elliptical shape between Green Park and the RT-04 RTC alignment 

(central alignment). In response to feedback from the community, Auckland Council Community 

Facilities team, Waka Kotahi and Auckland Transport, Council revised their draft strategy to confirm a 

preference for a Central Town Centre as summarised in Figure 6-3. The reasons for this change in 

strategy for the town centre location are as follows:  

 

x The Auckland Council community facilities team advised that it is preferable that community 

facilities are located as close as possible to the likely RTC station in Dairy Flat, even if that 

means purchasing additional land. Therefore, the Green Road Park was no longer the 

preferred location for community facilities.  

x They also pointed out that it was not essential that a centre be located near the major sports 

facilities contemplated for the Park, as such sports facilities had regional rather than local 

catchments. Also, with the likely development of intensive sports facilities, with floodlighting 

etc and extended hours of operation, there would be reverse sensitivity issues if high density 

residential activity was located too close to the parts of the park where these activities would 

be located.   

x Community engagement on the plan raised concerns regarding flooding issues in the Dairy 

Stream floodplain hindering town centre development ± if a town centre is located closer to 

Green Park. Healthy Waters also carried out some additional flood modelling to reflect 

increased temperature increase scenarios. This demonstrated that the extent of the flood 

plains in the area will increase slightly, particularly the east-west floodplain just north of Dairy 

Flat Highway, which could make it more difficult to integrate the parts of the centre on either 

side.  

As the central centre option was preferred through the Dairy Flat integration process and was the 

underlying assumption for the MCA analysis, this change in town centre location assumption 

reconfirmed the proMHFW WHDP¶V SUHIHUHQFH IRU 57-04 through the Dairy Flat segment.  
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Figure 6-3: Draft Auckland Council Strategic Land use framework 

 

Specific land use integration outcomes and opportunities are detailed throughout the DBC and 

supporting appendices, in particular, Appendix C: Option Assessment and Appendix F: Urban 

Design Evaluation. The Management Case in Section 14 of this DBC includes more detail about 

next steps for projects with identified land use opportunities. 

6.2 7H 7XSX 1JƗWDKL 8UEDQ 'HVLJQ )UDPHZRUN 

The development of the North DBC development has relied strongly on the principles of the Te Tupu 

1JƗWDKL 8UEDQ 'HVLJQ )UDPHZRUN �8')� in particular the location of the RTC station locations. This 

document provides measurable guidance for land use and transport integration throughout each 

phase of the programme delivery. The UDF takes a systems approach to how urban areas are 

organised and understood and pulls these apart in layers spanning history, the natural environment 

and the built form.  

The DBC has used the design principles for each of these system layers to understand how the 

transport networks contribute to the urban system as a whole. Each of the principles describe what 

µJRRG ORRNV OLNH¶ DQG Zhat to aim for in the design of transport networks that contribute positively to 

new or planned communities, environments, corridors and the social and economic vitality of 

Auckland. This framework has also provided spatial definition to some of the themes such as 

sustainability and integration which are discussed further in the following sections. 
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6.3 Sustainable outcomes 

Sustainability is an overarching principle of this DBC and reflects the core principles of the GPS 2021 

to ensure the land transport system is both economically and environmentally sustainable.  

The Te Tupu NgƗtahi Programme has identified four factors that work in partnership to achieve 

sustainable outcomes as shown in Figure 6-4.  These pillars of sustainability include: 

x Natural Environment: Conserve and enhance the natural environment. 

x Social: Meet the social and health needs of Aucklanders. 

x Economic: Foster jobs, growth and economic productivity.  

x Cultural� &HOHEUDWH $XFNODQG¶V XQLTXH FXOWXUDO LGHQWLW\� 

Figure 6-4 Sustainability principles  

 

A combination of these factors provides the pathway to achieving thriving, equitable and restorative 

outcomes. 7KH 7H 7XSX 1JƗWDKL 8') VXSSRUWV WKH DSSOLFDWLRQ DQG PHDVXUHPHQW RI WKHVH FRQFHSWV�  

The outcomes can be achieved at both the local and regional level and the application to the North 

transport network is shown in Table 6-4. 

Table 6-4 Sustainability applications in the North 

Sustainability 

factor 

Measures Applied in the North DBC 

Cultural Extent and effects on 

sites and places of 

cultural heritage value 

x Regular manawhenua engagement and feedback, 

particularly in the development and assessment of options. 

x Heritage specialist reviewed option alignments. 
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Sustainability 

factor 

Measures Applied in the North DBC 

- These decision points have been tested with 

stakeholders and trade-offs clearly discussed to 

achieve a balanced network. 

Many of the specific considerations are included as part of the investment FDVH VXLWH RI .3,¶V DQG
measures such as access to jobs, measures of resilience and emission modelling. However other 

aspects have been considered more broadly as part of a project option assessment process such as 

during multicriteria analysis (MCA), constraint mapping and option development. Cultural aspects 

have been considered for all three factors and regular dialogue has been undertaken with 

manawhenua throughout the option development process.  

Therefore, the principles of sustainable development have been captured through seeking to achieve 

a balanced decision-making process which: 

x Reviews a holistic and broad suite of sustainability aspects during option development. 

x Identifies the biggest risks and opportunities. 

x Prioritises those identified aspects for focus. 

x Strives to enhance those sustainability aspects (not just mitigate). 

6.4 Climate change response 

Climate change is one aspect of the overall sustainable response and links closely with the 

sustainable outcomes discussed in the previous section. Whilst climate change is not a new 

consideration for the development of transport infrastructure, recent changes in policy such as the Te 

7ƗUXNH-Ɨ-7ƗZKLUL� $XFNODQG¶V &OLPDWH 3ODQ DQG +H 3RX D 5DQJL WKH &OLPDWH &KDQJH &RPPLVVLRQ 

have reconfirmed the importance of systems change and diverse action to affect significant and timely 

reductions to emissions. Fundamentally the goal is to limit global temperature increases by reducing 

greenhouse gas emissions by 50 per cent by 2030 and achieve net zero emissions by 2050. 

Reducing transport emissions is an important contributor to meeting 1HZ =HDODQG¶V HPLVVLRQV
targets. It is recognised that transport plays a key role. This aligns well with the GPS 2021 and by 

extension, to the development of this North DBC which itself aligns closely to the goals of the GPS 

2021.  

The Emissions reduction plan7 sets a transport target to reduce emissions by 41% by 2035 (from 

2019 levels) with a focus on reducing reliance on cars and support people to walk, cycle and use 

public transport; rapidly adopt low-emission vehicles; and begin work to decarbonise heavy transport 

and freight. Auckland Council have developed the TERP8 which sets a road map to achieving a 64 

per cent reduction to Auckland's transport emissions by 2030.  

The North DBC is built on: 

x Transport and land use integration ± a guiding principle as described in Section 6.1 and 

6.2 and providing a transport network to support land use development and good urban form. 

 
7 Ministry for the Environment, 2022. Emission Reduction Plan. 

8 Auckland Council, 2023. Transport Emissions Reduction Pathway 
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x Prioritising mode choice ± specifically focusing on rapid transit, improved public transport 

reliability and services and creation of a well-connected walking and cycling network. 

x Provision of resilient infrastructure ± corridor selection and design has considered the long 

term resilience of key transport infrastructure with respect to natural hazards such as flooding 

and slips.  

The result is a recommended transport system which has the capability to actively reduce the future 

JURZWK DUHD¶V reliance on private vehicles by providing accessible active mode routes and public 

transport options that connect people to where they need to go and are resilient to a changing 

climate.   

It is noted that the climate change response of this DBC is part of a wider New Zealand transport 

response which includes complementary initiatives such as increasing the adoption of electric 

vehicles and use of low carbon fuels. A change to an electric or low emissions fleet will not however 

address congestion and integrated land use planning retains an ongoing role, particularly as areas in 

the Northern Growth area are developed in the future. The importance of the supporting local roading 

network also cannot be overlooked. The 7H 7XSX 1JƗWDKL North network will provide the key 

connections and initial driver for mode shift but to maximise mode shift outcomes the local roads have 

a parallel role to further connect local cycling, support walk up catchments to public transport and 

provide efficient local bus networks.  

The climate change strategies for the North can be split into three types:  

x Mitigation - aimed at addressing the causes and minimising the possible impacts of climate 

change including the reduction of Green House Gas (GHG) emissions. 

x Adaptation ± focused on reducing the negative effects and identifying opportunities that arise 

from climate change. 

x Resilience ± focus on provision of resilient infrastructure to sea level rise, flooding and 

natural hazards.  

As a route protection business case, the North DBC is primarily focused on mitigation strategies which 

includes the assessment of three broad categories of embodied carbon, enabled carbon and land use 

changes. However, adaptive measures have also been considered through the optioneering process 

such as avoidance of natural hazard areas and flood adaption measures.  

In acknowledgement of the increasing priority to consider climate change impacts, the North DBC has 

therefore undertaken a series of climate change workshops for the corridors. This process occurred in 

parallel with the option development and assessment and applied an Eliminate-Reduce-Optimise 

intervention framework to consider climate change impacts for the corridors as shown in Figure 6-5 .  
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Figure 6-5  Eliminate-Reduce-Optimise intervention framework 

 

As part of this assessment each corridor was taken through the three stages to understand what 

decisions could be made to further improve climate change response outcomes.  Opportunities for 

reducing impacts were subsequently used in the DBC optioneering process and additional 

optimisation measures were identified as part of the next steps for each corridor. 

Full information for each corridor is included in Appendix B: Climate Change Assessment.   

'HFLVLRQV IRU WKH FRUULGRUV KDYH EHHQ IRFXVHG RQ JHWWLQJ WKH FRUULGRU LQ WKH µULJKW¶ SODFH WR EHVW
support land use, providing lower-emission travel options through enabling public transport and active 

transport infrastructure. Adaptation measures have been considered at a high level for the corridors 

with the main emphasis being on flood related adaptive measures that may be required and any 

impact on the associated designation. It is expected that adaptation measures will be considered in 

more detail as the projects progress through future design and implementation processes.  

A summary of the type of climate mitigation strategies identified and applied in the North include: 

x Assessment of modal priorities for each project to understand the corridors road function. This 

has then informed the allocation of road space to best support sustainable mobility modes 

such as bus, walking and cycling. By way of example, 100% of corridors provide new or 

improved active facilities.  

x Focus on proximity of public transport to population density and social infrastructure. This is 

particularly relevant for the Rapid Transit corridor and maximise walk up catchments through 

land use integration. 

x Development of a connected cycle network that provides both regional and local cycle links 

and maximises the ability of people to access public transport or key destinations. 

x Restriction of the provision of additional vehicle capacity. A staging strategy for SH1 upgrades 

which uses road space for Public Transport for the next 20 years before converting to a 

managed lane in the future.  
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x Location of new corridors to reduce construction and embodied emissions e.g., reduced 

earthworks and smaller/less structures. 

x Best use of existing corridors by reallocating road space for alternative modes rather than 

widening for active modes e.g., Hibiscus Coast Highway active mode and PT priority. This 

reduces impacts on surrounding land use and a potential reduction in embodied carbon and 

construction emissions. 

x On highly constrained corridors using a refined cross section to provide the transport 

outcomes but balance impacts on constraints such as Significant Ecological Areas (SEA) and 

future ability for sequestration or reduced embodied carbon in smaller structures or removing 

the need for new retaining walls. e.g., Dairy Flat highway between Dairy Flat and Albany and 

East Coast Road.  

x Using route protection to provide a suitable footprint to allow future flexibility in design to best 

accommodate climate mitigation measures and enable future choices to be made on 

materials. 

6.5 Demand management 

As previously mentioned, a guiding principle of this DBC is sustainable urban mobility, which seeks to 

develop an urban transport system that fosters a balanced development of all relevant transport 

modes and encourages a shift to more sustainable modes. The other aspect within this climate 

change response is to improve the performance of the land transport system by changing transport 

demand and travel behaviour. Demand management activities influence how, when and where people 

and freight travel and has the following objectives: 

x Shaping transport demand to better balance with supply. 

x Shaping travel behaviour to ease pressure on the transport network and environment. 

x Delivering economic benefits to businesses, communities or Aotearoa as a whole.9 

Therefore, the North DBC continues to build on demand management principles adopted in the IBC 

and does not provide for unconstrained demand but rather seeks opportunities to influence and 

reduce demand alongside the recommended infrastructure.  A four-step approach to Travel Demand 

Management (TDM) and influencing travel behaviour has been used, as shown in Figure 6-6. This 

includes consideration of an integrated set of policy-based, soft measures to achieve the desired goal. 

 
9 https://www.nzta.govt.nz/planning-and-investment/planning-and-investment-knowledge-base/activity-classes-and-work-categories/road-safety-

promotion/wc-421-travel-demand-management. 
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Figure 6-6 7H 7XSX 1JƗWDKL Demand management influence 

 

Specific applications of the TDM approach within this DBC are detailed in Table 6-5. Commensurate 

with the purpose of this DBC, a significant focus of the TDM tasks has been in maximising outcomes 

within the system design part of the hierarchy.   However, there have still been significant strategic 

and place shaping opportunities that have been realised throughout the overall development of the 

recommended programme and these have typically been associated with the larger strategic pieces 

of transport infrastructure such the Rapid Transit corridor and integration with surrounding land use, 

strategic Active mode corridors and proposed staging of SH1 improvements.  

Table 6-5 Demand management applications 

Demand management 

influence 

North DBC Response 

Strategic approach 

Decisions have a broader 

effect and have the 

potential to significantly 

alter transport demand at 

a regional level. 

x Confirmed investment objectives and KPIs which are consistent with TDM 

principles focusing on safety, access, mode shift (particularly reducing single 

occupancy vehicles), reliability and land use integration. These investment 

objectives align with the Ministry for Environment climate change goals to 

develop a low carbon transport network. Also align with the MoT Transport 

Outcomes Framework that includes environmental sustainability. 

x Collaboration with Auckland Council to collaboratively ensure a high level of 

integration between the Rapid Transit corridor and future land uses. On other 

corridors, to understand about land use impacts arising from planned 

upgrades including residual land and access to planned industrial land uses. 

x Consideration of staging and interdependencies in the DBC. 

Place shaping x The DBC has built on IBC recommended key connections and corridors.  
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Demand management 

influence 

North DBC Response 

Developing good urban 

form to influence travel 

behaviour e.g., provision 

of good quality, frequent 

public transport service 

to key destinations 

x Place shaping has been further developed for key infrastructure such as the 

Rapid Transit Corridor and SH interchanges.  

x Consideration of how changes in intensification will happen for land use near 

proposed frequent transit networks. 

x Impacts on social infrastructure such as a planned schools in Wainui East and 

Milldale.   

x Legible and well-connected active mode network focusing on connecting key 

destinations. 

System design 

Areas of focus for 

infrastructure design 

x Rigorous application of iterative Corridor Form and Function process to 

balance place and movement functions on corridor. 

x Focusing on public transport priority, connected cycle networks and 

minimisation of additional capacity for private vehicles. 

x Consideration of the wider bus network when determining station locations. 

Operational 

interventions 

Possible operational 

measures to support 

targeted mode shifts 

x Restricted parking on arterial corridors. 

x Potential pricing of the Park and Ride site. 

x Assessment of complementary operational design measures for the 

recommended programme e.g.,  end of trip facilities, travel behaviour change 

schemes, promotions and monitoring. These types of opportunities have been 

identified where applicable during this DBC, but more detail is expected to be 

developed as corridors progress from route protection to funding and 

implementation business cases.  

x Although out of scope for this DBC, it is acknowledged that investment in 

public transport infrastructure alone will not influence demand. Instead, 

additional funding will be required for more public transport services to put 

buses and rapid transit vehicles onto the network to achieve better frequency 

and longer hours of operation.  
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6.6 Public Transport Approach 

A frequent, efficient, and well-connected public transport system is critical to supporting local and 

regional trips to/from the Northern Growth Area. At the commencement of the DBC, the overall public 

transport strategy was reassessed to understand if further refinement would better support place 

making and land use integration for the area.  

The Approach to public transport in the north can be summarised as follows:  

x A core Rapid Transit corridor which will form the public transport spine through the growth 

area. 

x The Milldale station (end of the RT line) will provide a transfer point for services from ƿUHZD, 

Millwater and Silverdale. 

x The Pine Valley Station will provide a transfer between a local FTN on Argent Lane and the 

RTC corridor.  

x The Pine Valley Station will provide an opportunity for a park and ride facility to be provided. 

This is expected to serve the Rural hinterland and provide an opportunity to access the RTC 

corridor.  

x An FTN service from :KDQJDSDUƗRD will connect to the RTC corridor via an eastern station in 

the Dairy Flat area and extended on towards a Dairy Flat centre.  

x Local services will provide PT access to the Silverdale West Industrial area.  

Figure 6-7 sets out a high-level strategy as to how the future PT network will operate with full buildout 

of the area.  
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Figure 6-7: North PT strategy map 
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6.7 Active mode network 

With much of the northern growth area within around 2km of a Rapid Transit stop, or a centre, The 

North is well placed to support a legible walking, cycling and micro mobility network for short trips.  

At the commencement of the DBC the overall active mode network was reconsidered to confirm the 

network approach for North for these modes. It is based RQ D ³KXE DQG VSRNH´ DSSURDFK to connect 

people to key social and employment destinations and focuses on achieving a legible network.  The 

indicative network is shown in Figure 6-8.  

The optioneering in this DBC has been based on achieving this network including confirmation of the 

type of cycling facility to suit the FRUULGRUV¶ function. Overall, the DBC aims to create an attractive well-

connected network that supports mode shift from private vehicle to active modes for short trips within 

the North. 
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Figure 6-8 Indicative North Walking, Cycling and Micro mobility Network 

 
 

PROACTIV
ELY

 R
ELE

ASED



North Detailed Business Case 

 3/May/2023 | Version 1 | 66 

 

Te TXSX 1JƗWDKL Supporting Growth

7 North investment case 

During the IBC phase problem statements, benefits, and investment objectives (PBIOs) were identified 

for the Northern growth area. The IBC demonstrated a strong case for investment and was focused 

around four key problem areas: Access, Reliability, Integration and Safe Travel Choice. Investment in 

these elements were determined to maximise land use and transport integration and align with the 

Ministry of Transport (MoT) Transport Outcomes Framework and GPS 2018 goals at the time.  

At the commencement of this DBC, these investment areas were carefully reconsidered with respect to 

changes since the IBC and discussions with Auckland Transport and Waka Kotahi. This DBC has 

decoupled the four original IBC problems into six individual problems. The core elements of these 

remain the same, however the additional detail provides the opportunity for individual corridor 

assessments to be more targeted and to provide better clarity on how the individual corridor contributes 

to the delivery of the overall package outcomes.  

During the IBC, safety was not specifically identified as a problem however aspects of road safety were 

picked up in other problem statements and the design approach was considered to adequately meet 

safety standards. During the DBC, this problem has been made more explicit as evidence suggests this 

a key problem for some projects within the package.  

Whilst this DBC is primarily assessing how to accommodate future growth and its impacts on the 

transport system in the North, it is acknowledged that the policy framework has shifted since the IBC to 

have a greater focus on climate change. Therefore, it is appropriate that a specific climate change 

problem is now added as the sixth problem to the suite of problem themes.  

As a result of this process, the six key problem areas for investment in the North were confirmed as 

shown in Figure 7-1.  

Figure 7-1: Six North Problem Areas 
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7.1 Problem definition 

The access, resilience, travel choice, safety and integration problems remain significant and are 

supported by the evidence detailed in the IBC. This evidence is summarised in Table 7-1. The changes 

in policy and growth since the IBC will result in more intensification than previously assumed and will 

further exacerbate these significant problems. The increase in developer activity is further evidence of 

the pressure on the area to respond to growth. 

Table 7-1: Summary of Evidence 

Problem DBC Problem description Evidence presented in IBC 

Access The current form and function of corridors, 

lack of active mode facilities and missing 

transport connections does not support 

future growth and will constrain access to 

economic and social opportunities in the 

North.  

Transport network is not of the right form and 

function and capacity to provide for future 

demands. Existing provision does not connect 

future land uses. Significant residential and 

employment growth is planned in the North 

which will exacerbate these issues. 

Reliability/ 

Resilience 

As transport demand grows, without new 

and upgraded transport corridors network 

resilience will be limited and public 

transport, private vehicles and freight will 

experience unreliability. 

The three main north-south strategic routes 

providing access to the south (SH1, Dairy Flat 

Highway and East Coast Road) will experience 

reduced reliability, impacting on the resilience of 

the strategic network overall. The same is 

expected for access to SH1. 

Local road alternatives are not suitable for future 

transport requirements. Particularly, for 

managing with an increase in freight movements 

generating from the large Silverdale West ± 

Dairy Flat Industrial area. The limited mode 

choice along local and strategic corridors is 

another key cause of the reliability problem. 

Travel 

Choice 

A lack of dedicated active mode and public 

transport facilities will result in more private 

vehicle trips as growth occurs. 

Public transport use in the North is currently low 

(~8%) and walking and cycling mode share is 

particularly low (~1%), reflecting car-oriented 

transport and land use form and limited choices.  

Limited walking and cycling facilities that do not 

FRQQHFW WULS JHQHUDWLQJ DFWLYLWLHV� DUHQ¶W
continuous and have limited crossing 

opportunities. Infrequent public transport routes 

that serve a limited catchment. 

Safety A lack of safe and attractive separated 

active mode facilities will result in the use of 

inappropriate and unsafe alternatives.   

Increasing traffic volumes resulting from growth 

will exacerbate existing safety issues. Existing 

safety issues are present on Dairy Flat Highway, 

Pine Valley Road, East Coast Road (intersection 

with Tavern Road).  
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Problem DBC Problem description Evidence presented in IBC 

Additional risk for active mode users from a lack 

of safe and separated facilities. High vehicle 

speeds on existing rural roads creates an unsafe 

environment for active mode users which will 

continue unless urbanised. 

Integration The existing transport corridor is not 

commensurate with the level of urban 

growth in this area limiting development 

potential and the quality of the urban 

environment. 

Current urban form does not support public 

transport and active mode travel. Transport 

systems that include high quality public transport 

and walking and cycling promote and support 

development of higher density urban centres and 

corridors, which in turn attract more development 

and people. 

Climate 

Change 

The current transport system has an over-

reliance on private vehicles. This combined 

with limited low carbon transport 

alternatives results in significant transport 

emissions which is incongruent with current 

climate change goals 

The IBC did not identify a specific problem related 

to the Climate change. The IBC had a premise of 

mode shift and was focused on creating a future 

network that reduced reliance on private vehicles. 

As part of this development, it already considered 

which parts of the network would be required to 

support this mode shift which forms part of the 

mitigation response for the impact of Climate 

Change.  

The IBC principles of land use integration, travel 

demand management, transport hierarchy and 

sustainable outcomes all supported the 

underlying desire for a low carbon transport 

network. Therefore, this new problem was already 

being considered implicitly as part of the IBC. The 

DBC does however take the opportunity to 

specifically highlight climate change.  

It is noted that the transport response to climate change goals and the reduction of transport emissions 

is made up of many factors as shown in Figure 7 2. 

This shows that the concepts of improved walking and cycling facilities or bus services are just smaller 

parts of the climate change response and in fact the movement to the use of biofuels, electrification of 

the fleet and road pricing are considered the heavy lifters in addressing climate change. 
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Figure 7-2: Transports contribution to transport emission reduction (source: Auckland Transport) 

The DBC cannot influence these wider policy decisions, but it can support with the smaller contributions 

through the network provisions to support mode shift. Therefore, it was decided to focus the climate 

change problem for this DBC on a response to maximise mode shift to public transport or active modes 

and to reduce future private vehicles trips. The reduction in emissions of the remaining private vehicles 

trips will need to be addressed through biofuels or fleet electrification. 

The Northern growth area is heavily reliant on private vehicles with a current mode share of 88%. 

Without alternative low carbon travel choices, this mode share will not change in the future. By 

addressing the other five problems this over reliance on private vehicles will in fact be reduced. The 

provision of better access for all modes, land use integration with the transport infrastructure, improved 

reliability for the network and provision of active mode and bus facilities will collectively encourage mode 

shift. Growth itself will increase the number of transport trips in the North, but the measure of success 

will be how many of these new (and existing) trips can be undertaken on a low carbon transport network.   

It is acknowledged that climate change response is not just restricted to mode shift, however this is the 

main problem identified that this DBC is going to address with respect to the future transport network 

associated with planned greenfield growth. As a route protection DBC, the main focus is on mitigation 

measures and ensuring the appropriate transport corridors or facilities are provided in the right places 

to support the growth. That is, that the enabled carbon is reduced through better travel choices being 

made. This also includes assessment in some instances if a corridor is still required and supports the 

overall climate change response for the North. The DBC does not reach the level of design which focus 

on more adaptive measures such as embodied carbon but does consider this concept during option 

selection through: 

x Each project has been considered during gap assessment against a climate change lens to 

understand the corridor¶s role in developing a low carbon transport network. This has been of 

particular importance to the strategic infrastructure within the North network. 

x The resilience problem includes provision for the consideration of responses to climate change 

issues like 100-year flooding and the resulting availability of alternative routes. This is primarily for 

new greenfield corridors and will factor into the location of new alignments and was considered 
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during option assessment. In addition, any new infrastructure that is required on existing roads such 

as bridges have had their footprint considered with respect to flooding levels. 

7.2 Problem Mapping 

There is a direct line of sight between the IBC and DBC problems themes as shown Figure 7-3. This 

confirms that the problems identified in the IBC and in the DBC continue to be valid and applicable at 

both an area level for the North, and as detailed further in this Strategic Case on a per project basis. 

Figure 7-3: Problem mapping across PBC, IBC and DBC 

 

Investment in addressing these problem statements will maximise land use and transport integration 

and align with the GPS 2021 and MoT Transport Outcomes Framework. The DBC problem themes as 

identified above have also been mapped against both of these strategic guiding documents in Figure 

7-4 to demonstrate how the DBC is well aligned to the outcomes being sought.  
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Figure 7-4: DBC problems against current strategic policy direction 

 

The mapping shows that the identified problems map closely to the four strategic priorities of the GPS. 

Safety and Better Travel Options remain cornerstones of the North network. The renewed emphasis on 

improving freight connections is particularly relevant for the proposed Wilks Road Interchange and 

Industrial Arterial connecting SH1 to the Silverdale West ± Dairy Flat Industrial area. 

The mapping to the MoT Transport Outcomes Framework also confirms alignment with the five key 

outcomes to improve wellbeing and liveability through inclusive access, healthy and safe people, 

economic prosperity, environmental sustainability and resilience and security. 

Therefore, it is considered that the problems identified for the North align closely with broader strategic 

goals. Accordingly, investment will realise outcomes that support the development of a low carbon 

transport system that safely and efficiently connects peoples and goods to key social and economic 

opportunities. 

7.3 Investment Logic Map 

The Investment Logic Map (ILM) for the DBC is shown in Figure 7-5. The identification of benefits and 

investment objectives were discussed with the project team and key representatives from Auckland 

Transport and Waka Kotahi. The measures identified all align with the new Waka Kotahi Benefits 

Management Framework (2021). 
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Figure 7-5: North ILM 

 

In general, the DBC problems map directly with an investment objective. The one exception is the 

Climate Change problem. A separate Climate Change investment objective was considered; however, 

it was felt that the intentions of this objective to develop a low carbon transport system that supports 

emission reductions while improving safety and inclusive access is already collectively achieved by the 

other investment areas and would be essentially double counting. For example: 

x Travel choice investment objectives include measures for mode shift, mode share and reduction in 

emissions associated with this mode shift. 

x Resilience measures already include an assessment of the susceptibility of infrastructure to climate 

change (in particular Q100 flooding). 

Whilst climate change does not have a specific investment objective, this DBC does provide additional 

commentary on how the North transport network as well as individual projects themselves contribute to 

addressing climate change. This commentary is included in the climate change assessment section, 

option summaries and the outcomes reports. This approach remains consistent with the wider Te Tupu 

1JƗWDKL SURJUDPPH DVVHVVPHQWV� 

The key benefits for the North from addressing these problems are: 

x Improved accessibility for local and interregional trips. 

x Improved public transport and freight reliability 

x Improved network reliability and resilience for the strategic transport network. 

x Improved infrastructure resilience. 

x High quality compact urban form with improved urban mobility. 

x Integrated land use and transport outcomes. 

x Reduced reliance on private vehicles with increased public transport and active mode share. 

x Contribution to the development of a low carbon transport network and associated reductions in 

transport emissions. 

x Improved actual and perceived safety for active modes. 
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x Reduced occurrence of Deaths and Serious Injuries. 

8 Project Specific Investment Outcomes 

The previous section has detailed the overarching investment themes for the North. Each corridor has 

also been considered individually to understand its specific contributions to the overall North outcomes. 

Whilst each corridor likely contributes in some way to all six problem themes, they have been split into 

primary and secondary contributions as detailed in Table 8-1. The primary themes are where the 

corridor has a strong contribution to achieving outcomes for that theme. The secondary themes are 

where the corridors have a lower-level impact and may contribute as part of a greater network effect 

rather than the specific corridor itself. 

The process of the problem statement development is described in further detail in the main DBC.   

Table 8-1: North project contributions to investment themes 

NOR Projects

9  Primary  

S Secondary 

Access Resilience  Integration 
Travel 

Choice 
Safety 

Climate 

Change 

1,2,3 Rapid Transit Corridor 9 9 9 9 S 9 

4A,D,E Upgrades to SH1 

between Albany and 

Silverdale 

9 9 9 9 S 9

4B A new walking and 

cycling path along SH1 
9 S 9 9 9 9

4C Improvements to the 

existing Silverdale 

Interchange 

9 9 S 9 9 9 

4F Upgrade of the Wainui 

interchange for active 

modes 

9 S 9 9 S 9 

4G Silverdale to Highgate 

active mode connection 
9 S 9 9 9 9 

5 Dairy Flat SH1 crossing 
9 9 9 9 S 9 

6 New connection 

between Milldale and 

Grand Drive 

9 9 S 9 S 9
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NOR Projects

9  Primary  

S Secondary 

Access Resilience  Integration 
Travel 

Choice 
Safety 

Climate 

Change 

7 Upgrade to Pine Valley 

Road 9 S 9 9 S 9 

8 Upgrade to Dairy Flat 

Highway between Dairy 

Flat and Silverdale 

interchange 

9 9 9 9 S 9

9 Upgrade to Dairy Flat 

Highway between 

Albany Village and FUZ 

9 S 9 9 9 9

10 Upgrade to Wainui 

Road 9 S 9 9 S 9

11 New road between 

Dairy Flat Highway and 

Wilks Road 

9 9 S 9 S 9

12 Upgrade to Bawden 

Road and extension to 

create a new 

connection with SH1 

9 9 9 9 S 9 

13 Upgrade to East Coast 

Road from Silverdale to 

Redvale Interchange 

9 S 9 9 9 9 

A1 New Argent Lane and 

new Pine Valley Road 9 9 9 9 S 9 

A2 Upgrade of Hibiscus 

Coast Highway and 

Grand Drive for public 

transport and active 

modes 

9 S 9 9 9 9 

A3 Dairy Stream Active 

Mode Path 9 S 9 9 9 9 

The investment cases for each individual strategic project are discussed in detail in Appendix A ± 

North Strategic Case. These have been written separately to enable progression of individual 

corridors should this be required in the future.  
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9 Partner and stakeholder engagement 

This section summarises engagement undertaken with Partners, key stakeholders, and the 

community by Te Tupu NgƗtahi for the North DBC. The engagement undertaken to support the DBC 

is a continuation of previous engagement that took place during the PBC and IBC phases as 

illustrated in Figure 9-1 below.  

Figure 9-1 North engagement process 

 

The purpose of engagement in this DBC was to provide information on preferred routes and to gather 

feedback on these to inform the emerging preferred corridors. 

7KH SXEOLF HQJDJHPHQW SULPDULO\ WRRN D µODQGRZQHU ILUVW¶ DSSURDFK ZLWK OHWWHUV VHQW WR SRWHQWLDOO\
impacted property owners with one-on-one meetings available. An advertising and social media 

campaign raised awareness of the engagement with the wider community and directed people to the 

online interactive engagement platform to provide feedback. Briefings were held with key 

stakeholders, advocacy groups and local boards.  

Engagement with partners, stakeholders and landowners will be ongoing throughout the DBC and 

NoR process. 

A summary of who we engaged with is included in Table 9-1. A full engagement summary report is 

included in Appendix E: Engagement Summary. 

Table 9-1 North DBC engagement 

Who we engaged  How we engaged 

Owners 7H 7XSX 1JƗWDKL has had ongoing engagement with Waka Kotahi and Auckland 

Transport throughout the development of this DBC. Led by Owner Interface 

Managers, the project team has collaborated regularly with a team of key technical 

representatives from the organisations to ensure technical and strategic alignment 

of the DBC.  Forums have included: 

x Regular technical sessions to discuss emerging preferred options and any 

subsequent changes following design. 

x Specific sessions to discuss design assumptions, key principles or 

locational design issues. 

x Technical review of draft designs to identify emerging issues. 
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Who we engaged  How we engaged 

x Regular briefings on complementary projects to ensure alignment between 

workstreams. 

Partners x Auckland Council Partnership Forum ± twice monthly meetings to 

update CouncLO RQ 7H 7XSX 1JƗWDKL SURMHFWV �LQFOXGLQJ North).  

x Northern Manawhenua± 7H 7XSX 1JƗWDKL UHFRJQLVHV WKH UHVSRQVLELOLWLHV
and commitments of engagement with Manawhenua as a Treaty Partner.. 

Throughout the DBC there has been ongoing monthly hui with the project 

WHDPV IURP DOO 1RUWK 7H 7XSX 1JƗWDKL projects. Manawhenua partners also 

attended Multi Criteria Analysis workshops. Feedback obtained from 

Manawhenua was incorporated in the development of options and to 

confirm the emerging preferred options.  

x Auckland Council Plans and Places ± ongoing and regular meetings. 

Representatives were invited to all technical stakeholder sessions to 

comment on the emerging preferred design. Key topics of discussion 

included land use transport integration particularly between the RTC and 

potential Dairy Flat centre, the impacts of the Medium Density Residential 

Standards (MDRS) and future intensification in the North, discussion on 

industrial zoning and transport requirements to support this land.  

Elected members x Regular updates to elected members including:   

x Upper Harbour Local Board presentation (6 April 2023)  

x Hibiscus Coast and Bays (4 April 2023)  

x Rodney (24 April 2023)  

x Memo (12 July) ±$XFNODQG 7UDQVSRUW¶V &XVWRPHU /LDLVRQ .QRZOHGJH
Management team  

Stakeholders x Meetings and briefings for both Business North Harbour and the 

Silverdale Business Association  

x Ministry of Education - ongoing bi-monthly meetings are held to provide 

an overview of the 7H 7XSX 1JƗWDKL programme.  

x Infrastructure interface meetings ± regular ongoing meetings are held 

with Watercare, Vector and First gas to provide updates on all Te Tupu 

1JƗWDKL SURMHFWV� 
x North Shore Aero Club Inc (North Shore Airport) ± Meeting to discuss 

projects in the vicinity of the airport and discussion on future expansion 

plans for the runway.  

x Department of Conservation - Meetings to discuss project impacts and 

potential for active mode corridors to integrate with reserve areas. 

Potentially affected 

landowners 

x We sent letters to 1,274 potentially affected landowners in early July 2022 

inviting them to have their say and to contact us to have a conversation 

with the project team. We held 18 landowner meetings which were held 

either online (via Teams), or in person.  

x A community drop-in event on Saturday 13 August 2022 was attended by 

around 200 people. A representative from Auckland Council attended to 

engage on the Draft Spatial Land Use Strategy - Dairy Flat and Silverdale 

Future Urban Zones. Key themes that emerged from this event included:  
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Who we engaged  How we engaged 

o Varying degrees of understanding towards the proposed RTC 

route  

o The implications of lodging NoRs now, as opposed to long-term 

implementation  

o The change in alignment in the Pine Valley Road area  

o Flooding constraints in the Dairy Flat area  

x From the drop-in we received 18 pieces of feedback collected through 

post-it notes available for attendees to stick onto an A0 map. Attendees 

also provided feedback online after the event.   

Community x Advertising and social media campaign to promote the consultation to 

the wider community. Information was shared on Twitter and Facebook by 

AT, Rodney Local Board and Business North Harbour. The project also 

featured in articles in Greater Auckland, Stuff and NBR.  

x Online interactive engagement platform - During the engagement period 

there were 3,047 unique visitors to the project site. Of these, 58 (26.61%) 

were survey submissions, ��� �������� ZHUH µGURSV¶ RQ WKH LQWHUDFWLYH
social map. We also received 23 pieces of feedback by email.   

x Downloadable content was moderately accessed by Hive visitors. The 

SURMHFW SDJH KDG &KLQHVH DQG 7H 5HR 0ƗRUL WUDQVODWLRQV DYDLODEOH RQ WKH
Hive site from the outset of community engagement. The Chinese 

translation received 52 downloads, whereas the Te Reo translation was 

downloaded 25 times. We also uploaded a downloadable map of the 

project footprint following requests at our drop-in event; this was 

downloaded 21 times.  

9.1 Summary of feedback 

7KH 7H 7XSX 1JƗWDKL DSSURDFK WR SURWHFW ODQG QRZ IRU IXWXUH WUDQVSRUW RSWLRQV ZDV VXSSRUWHG E\ WKH
majority of community feedback respondents. Partner, key stakeholder and community feedback was 

generally supportive of the preferred transport network. 

Landowner meetings with the project team also provided an opportunity to gather feedback.  Due to 

the size of the North package, several different areas and comments were made on both the specific 

projects and the overall process and prospect of land acquisition.  

The most common concern was the long-time frames for project implementation and the uncertainty 

this creates. Landowners said that they would have difficulty selling their property and would not be 

able to develop their land. While some were relieved that they would not have to move in the near 

future, others felt strongly that living with a designation over their property for 20-30 years was an 

unfair burden.   

Other key concerns were related to: 

x Flooding 

x Bawden Road corridor  

x Water quality along Dairy Stream 

x General queries over the NoR process, lodgement, funding, construction, timelines 
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x Valued features on their land e,g. trees and ponds 

x Property access 

 

Specific feedback relating to the projects was received and is summarised in Table 9-2 below. 

Following the engagement period, the feedback was carefully analysed and used by the project team 

to either confirm the emerging preferred option for each corridor or, where appropriate, consider 

additional alignments or refinements to further inform option selection. 

Table 9-2: Summary of key themes and responses  

Project  What we heard  What we did in the DBC 

Rapid Transit 
Project 

x RTC should follow SH1 to utilise 
existing infrastructure, avoid 
disruption and property impacts 
in existing rural environment, 
and provide a more direct route. 

x Extensive flooding issues in this 
area makes this an inappropriate 
place for new transport links, 
town centre, and urban 
development. Concern that the 
construction of these may also 
make these issues worse. 

x Location of the RTC on the 
ridgeline will be where the noise 
and visual impacts will be the 
greatest 

x Query on how those living east 
RI 6+� LQ :KDQJDSDUƗRD DQG
Hibiscus Coast Bays can access 
the RTC 

x Extend RTC to stop in centre of 
Milldale (rather than the edge) 
DQG XS WR ƿUHZD� &RQVLGHU
branches along SH1 and out to 
:KDQJDSDUƗRD� 

x Preference for the same mode 
from the city out to RTC. Busway 
preferred by some as more 
reliable and less subject to 
faults. 

x Review previous assessment of the 
RTC which follows the SH1 corridor.  

x Continue conversations with 
Auckland Council around the centre 
location and integration with the RTC 
corridor.  

x Review flooding information and 
photos supplied.  

x Continue conversations with 
Auckland Council around the centre 
location and integration with the RTC 
corridor. 

x Considered noise and visual impacts 
in more detail in option assessment 
and subsequent AEE process.  

x Consider providing more direct 
VHUYLFHV WR WKH :KDQJDSDUƗRD DQG
Hibiscus Coast Bay areas.  

x Consider the wider supporting public 
transport network.  

x Review the previous work which 
considered this option.  

x While this decision on mode cannot 
be made yet, the designation 
approach future proofs the corridor 
for multiple modes. 

Future Walking 
and Cycling 
paths 

x Support for Dairy Stream path. 
This is also a good opportunity 
to ensure flow rates in Dairy 
Stream and out to Riverhead are 
maintained 

x Support for separate facilities for 
pedestrians and cyclists 

x Support for separated cycling 
lanes on all new or upgraded 
roads 

x Request for walking and cycling 
IDFLOLWLHV WR ƿUHZD DQG +LELVFXV
Coast 

x Continue to develop this project and 
include in the DBC.  

x Most proposed cross sections 
include space for separate walking 
and cycling facilities.  

x This is a design principle of Te Tupu 
1JƗWDKL� $OO URDGV WR LQFOXGH
separate walking and cycling 
facilities.  

x This corridor is included within the 
scope of the DBC. Due to the built-up 
nature of the corridor, Te Tupu 
1JƗWDKL KDYH UHFRPPHQGHG WKLV
project is not route protected and 
goes straight to detailed design.  
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Project  What we heard  What we did in the DBC 

x Ensure the walking and cycling 
provision does not compromise 
the RTC. 

x All walking and cycling facilities are 
completely separated from the RTC 
facility. 

Future 
improvements 
for SH1 

x Support for proposed SH1 
improvements 

x Support for upgrading Silverdale 
Interchange 

x Include additional lanes on SH1 
x Wilks Road interchange should 

also include north ramps 
x Loop ramp at Wilks Rd 

Interchange not feasible due to 
steep terrain 

x Avoid impacting around the bush 
around Lonely Track Rd and 
SH1 that forms links Tiri Tiri 
0DWDQJL DQG :KDQJDSDUƗRD WR
the Waitakere Ranges 

x Continue to develop this SH1 
upgrade and interchange upgrades 
and route protect the space required. 

x Review previous work during IBC 
which considered provision of North 
facing ramps at Wilks Rd.  

x Project team have met with these 
property owners and have undertaken  
additional options assessment to 
explore the viability of the 
alternatives proposed.  

x The project team have considered 
numerous options in this location and 
have considered impacts on 
ecological areas in identifying the 
emerging preferred option. 

Future Road 
Upgrades 

x Support for the inclusion of bus 
lanes on upgraded corridors and 
specifically around the ƿ 
Mahurangi Penlink interchange 

x Support for a roundabout at 
intersection between Dairy Flat 
Highway and Postman Rd 

x Safety improvements are 
needed for existing roads 

x Bawden Rd should be realigned 
as the sharp corners are unsafe 
and the proposed interchange 
will increase traffic on this road 

x Pine Valley Rd needs to be 
upgraded along the whole 
length. Vehicle numbers along 
this road are out of date. 

x Consider upgrading Kahikatea 
Flat Rd into Dairy Flat and bring 
forward implementation of Wilks 
Rd Interchange 

x Consider noise mitigation along 
Bawden Road due to increase in 
traffic numbers 

x While the ƿ Mahurangi Penlink project 
is outside the scope of Te Tupu 
1JƗWDKL, consideration will be given 
to buses in the ultimate design of the 
Redvale interchange.  

x The project team will consider the 
appropriate intersection form at this 
location. 

x All corridors with the Te Tupu 
1JƗWDKL programme will be upgraded 
to an appropriate and safe urban 
form.  

x This will be considered in the design 
development.  

x Consider refining the design of this 
corridor. Our planning considers full 
buildout of the surrounding area, so 
future traffic volumes are far higher 
than existing levels.  

x The scope of Te Tupu 1JƗWDKL is not 
to implement projects. Once route 
protection is in place, implementation 
can occur when funding is available. 

x Noise effects and any necessary 
mitigation will be considered through 
the AEE phase. 
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10 Option development and Assessment 

This section describes the development of the recommended North transport network and includes: 

x IBC recommended network that informed the scope of the DBC. 

x Establishment of the Do Minimum. 

x Option development process. 

x Assessment undertaken to identify the recommended network. 

x Overall outcomes of the recommended network.  

A summary of the recommended option for each of the 22 projects is included in this section including 

a high-level assessment of how the projects will operate as a key part of the transport system. More 

detailed option assessment is contained in Appendix C: Option Assessment Report.   

10.1 North Indicative business case network  

The IBC recommended network for the North area is shown in Figure 10-1 below. The IBC 

recommended network formed the starting point and the optioneering process refined the designs 

from here to the DBC recommended network in Section 11. 
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Figure 10-1:  North IBC Projects - starting point for option assessment 
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10.2 Do Minimum option 

The DBC has followed the principles of the 7H 7XSX 1JƗWDKL SURJUDPPH ZLGH DSSURDFK IRU WKH
definition of the Do Minimum.10 The Do Minimum is defined as the least effort to maintain the existing 

system, including maintenance and operation of the existing system.  

The assumption includes the same quantum of land use development between all scenarios. 

Following discussions with Waka Kotahi and Auckland Transport, the Do Minimum network for the 

North was agreed to include: 

x Public Transport services:   

 Strategic bus services between Hibiscus Coast Station and :KDQJDSDUƗRD peninsula to the 

City via SH1 

 A variety of local bus services making use of existing roads 

x Active Mode Connections:  Cycling provided on road with no specific facilities. 

x Road Network:  

 Existing roads provide two lanes 

 ƿ Mahurangi Penlink is complete 

 Existing SH1 access assumed (Silverdale and south facing ramps at Redvale) 

 Existing arterial and local road connections currently within the North 

 Dairy Flat Highway safety upgrades are implemented. 

More information on the development of the Do Minimum is included in Appendix G: Transport 

Outcomes Report. 

10.3 Option development and assessment methodology 

The optioneering process is summarised in Figure 10-2. The process adopted was developed to be 

fit-for-purpose for each corridor within the North and is informed by the previous stage of assessment 

(i.e., the PBC informed the options for the IBC and the IBC informed the options for the DBC). The 

result of the optioneering process was to confirm an emerging preferred option to be developed into 

the recommended option for route protection. 

The option assessment methodology is summarised in the following sections. For a full description of 

the process refer to Appendix C: Options Assessment Report. 

 
10 SGA Approach to Do Minimum Development_V1  
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Figure 10-2: Option assessment process 

 

10.3.1 Preliminary Analysis 

There were five key steps in this preliminary analysis as summarised in Table 10-1. 

Table 10-1 Preliminary analysis 

Step Description 

Gap analysis 

At the start of the DBC Phase, a gap analysis was completed to check whether the 

recommended corridor option for each project required reconsideration due to any relevant 

new information or assumptions that had changed since the IBC Indicative Corridor 

Assessment. 

The gap analysis included the following:  

x Review of previous Supporting Growth PBC and IBC documents including option 

assessments, recommendations and identified opportunities.  

x Alignment of the recommended options with relevant policy documents (for example, 

Government Policy Statement on Land Transport 2021, AUPOIP) with a focus to confirm 

if anything has changed since the North IBC recommendations. 
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Step Description 

x Alignment with strategic plans, other statutory documents and developer aspirations that 

may have progressed since the IBC. For example, structure plans, plan changes (or 

appeals), recent Notices of Requirement and developer plans.  

x Interaction with other projects in the area. 

Land use 

assessment 

The future land use adjacent to each corridor was individually assessed to understand the 

transport requirements to best service the intended land use as well as the identification of 

opportunities to enhance land use and transport integration. This was done using the Unitary 

Plan (AUPOIP), the Silverdale West Structure Plan and any known developer plans. Land use 

assessment was then used as an input into the general constraint mapping process to 

understand opportunities to maximise the integration between land use and transport . 

Climate 

Change 

Assessment 

Two workshops were held to consider the climate change impacts from each of the 

North projects. This assessment: 

x Confirmed that the corridor could not be eliminated. 

x Identified opportunities to reduce climate impact to be considered during the optioneering 

process. 

x Identified opportunities for further optimisation at later stages in the project.   

x  

x Refer to Appendix B: Climate Change Response for detailed corridor information. 

Constraint 

mapping 

Corridor mapping was undertaken by Manawhenua and Subject Matter Experts to understand 

potential constraints to inform the refinement of the DBC options. Areas of assessment 

included: 

 

These constraints were then used as direct inputs into the option development process. 

Constraints were mapped on GIS and their significance recorded.  The constraints and their 

significance were reviewed and discussed at a workshop attended by Manawhenua, Subject 

Matter Experts (both owner and independent specialists) and the Project team.  
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Step Description 

Corridor 

Form and 

Function 

Assessment 

The Corridor Form and Function (CFAF) process was used primarily for the purpose of 

assessing multi-modal corridors in the North. The CFAF framework is a tool which formalises 

the optioneering process and provides consistent decision-making across the wider Te Tupu 

1JƗWDKL SURJUDPPH� ,W LV EDVHG RQ WKH $XFNODQG 7UDQVSRUW 5RDGV DQG 6WUHHWV )UDPHZRUN
(RASF) guidance.  

The iterative nature of the process allowed for high stakeholder and owner engagement and 

an efficient design process. Note that during the development of this DBC, the CFAF 

assessment was revisited as necessary to address identified constraints and design 

considerations. Any modifications were taken back through the endorsement process. 

The key principles are related to place and movement as shown below. 

 

 

In the North, the CFAF was applied to all arterial road corridors but was not immediately 

applicable to the single use corridors such as the Rapid Transit Corridor, State Highway upgrade 

or strategic cycleway projects.  Each of these projects had bespoke consideration to understand 

WKH PRGDO SULRULWLHV� ,Q DGGLWLRQ� WKH 7H 7XSX 1JƗWDKL 'HVLJQ )UDPHZRUN 3ULQFLSles and 

Auckland Transport Parking Strategy and Design Manual were used to develop the functional 

requirements for the public transport interchanges and Park and Ride infrastructure. 

Full details of the North CFAF can be found in the Appendix G: Transport Outcomes 

Report. 

 

10.3.2 DBC Option development and assessment 

The gap assessment identified whether the IBC recommended option for each project required 

additional reconsideration in light of any new information relating to that project. The analysis also 

identified whether the IBC options assessment had sufficiently considered alternatives proportional to 

the scale of potential effects of each project. Further consideration was then given to the nature and 

significance of identified constraints and the land use context at the option development and option 

assessment phase.  The choice of pathway depended on the individual needs of the corridor and the 

North decisions are summarised in Table 10-2. 
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Options developed for both the Corridor Assessment and Route Refinement pathways were 

developed to the same design standard and sufficiently detailed to allow a comprehensive 

assessment. Note some project corridors were segmented to allow a more localised assessment. In 

some cases, different approaches to option development were adopted in different segments of the 

same project corridor. This allowed a fit for purpose assessment of the North network.  

The option assessment for each corridor was fit for purpose and included either a full MCA 

assessment with Subject Matter Expert input and/or a project team option assessment. Full details of 

this methodology are included in Appendix C : Options Assessment Report. 

'XULQJ GHYHORSPHQW RI WKH FRUULGRUV� WKH SULQFLSOHV IURP WKH 7H 7XSX 1JƗWDKL Urban Design 

Framework have been applied during the MCA and the subsequent design development stages. This 

has been particularly important for the corridors where space constraints have required amendments 

to be explored and the framework has been used to help inform these decisions.  

Table 10-2 Option assessment methodology 

Pathway Option development Option 

Assessment 

Detailed Corridor 

Assessment 

identification and assessment of options occupying different 

locations (sites or corridors) within a defined study area and 

potentially connecting to the network at different points. The 

Project team decided that (based on the gap analysis and 

constraints mapping) these corridors/projects required 

development of multiple route (or site) options, with assessment 

through full scored MCA analysis. Some of these projects also 

proceeded to Route Refinement (prior to Option Development) 

where part of the corridor comprised an upgrade to an existing 

corridor or more refined assessment was required. 

Full MCA scoring of 

multiple options 

 

Route Refinement 

Assessment 

identification and assessment of route options based on (or 

within close proximity to) an IBC indicative corridor or the 

outcome of a detailed corridor assessment), and considering the 

effects, constraints and opportunities present (for road upgrades 

this included consideration of widening the corridor on either 

side, both sides, or a combination). These projects either 

comprised upgrades to existing corridors, new sections of 

corridor that connect two defined points, or projects where only 

one practicable option/footprint existed. 

Full MCA scoring of 

multiple options 

And / or 

Targeted MCA 

analysis and 

constraints-led 

design of a single 

option 

No Options 

Developed 

Preliminary analysis showed that the existing road corridor was 

sufficient to allow potential reallocation of road space at a future 

time to achieve the desired transport outcomes. This therefore 

required no additional land for route protection.  

A concept plan was then developed to demonstrate how the 

road space could be reallocated and to allow the project to be 

costed for the DBC. 

N/A 
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10.3.3 Emerging preferred option development  

Following the option development process, the emerging preferred option was identified for each 

corridor and confirmed with stakeholders and owners. These options were also included as part of the 

wider public engagement period and feedback was collated and used by the project team in the next 

stage of design.  The design included the consideration of: 

x Vertical alignment. 

x Horizontal alignment. 

x ,GHQWLILFDWLRQ RI IXWXUH LQWHUVHFWLRQ IRUP DQG IXQFWLRQ XVLQJ WKH 7H 7XSX 1JƗWDKL SURFHVV� 
x Property access ± in particular driveway access for existing corridors. 

x Stormwater requirements including location of future stormwater ponds. 

x Further development of walking and cycling arrangements. 

Designs were issued to a wider technical stakeholder group at 70% design levels to ensure early 

identification of issues and timely decision making for design choices such as intersection treatments, 

stormwater principles and constraints to the cross sections.  

Full details of the design process for each corridor are detailed in Appendix H: Design Report 

10.4 Summary of North option development and assessment 

A summary of the option development and assessment process as well as the preferred options for 

the full North network is summarised in Table 10-3 below. A more detailed summary for each project 

is included in Sections 9.5. 

PROACTIV
ELY

 R
ELE

ASED



North Detailed Business Case 

 3/May/2023 | Version 1 | 81 

 

Te TXSX 1JƗWDKL Supporting Growth

 

Table 10-3 Summary of North option assessment 

Project 
N

O

R 

Segment Assessme

nt type 

Assessment method Comments 

D
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d
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r 

a
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e
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A

 

a
n
a
lysis 

C
o
n
stra
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d
e
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n
 o

f a
 

sin
g
le

 o
p
tio

n
 

Rapid Transit 

Corridor ± Albany to 

Milldale (including 

new walking and 

cycling path along 

RTC) 

1 
Segment 1: Albany to 

Awanohi 

 3 3  

Multiple options. Optioneering combined with Upgrades to SH1 and 

New Walking and Cycling path on SH1.  

Team considered segments 1 and 2 together in making decision 

1 
Segment 2: Awanohi 

to Bawden (SH1 cross 

over) 

3 3  
As above 

1 
Segment 3: Dairy Flat 

FUZ 
3  3  

Multiple options. Assessment occurred in parallel with the Dairy Flat 

integration workstream  to assist with land use and transport 

integration  

1 
Segment 4: Postman 

Road and Future 

industrial area 3  3  

Multiple options. Interdependencies with segments 3 and 5 meant the 

decision this segment was made following decisions in Segment 3 

and 5 

1 
Segment 5: Silverdale 

West area 3  3  Multiple options considered either side of Dairy Flat Highway 

1 
Segment 6: Milldale 

 3   3 
Single option developed - Fixed termination point at Milldale Station 

site and multiple corridors looked at in IBC 
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Project 
N

O

R 

Segment Assessme

nt type 

Assessment method Comments 

D
e
ta

ile
d
 co

rrid
o
r 

a
sse

ssm
e

n
t 

R
o
u
te
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fin

e
m

e
n
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d
 

d
e
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n
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f a
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g
le

 o
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tio

n
 

New Milldale 

Station 

2 
N/A 

 3   3 
Single option developed ± site set aside by developer 

New Pine Valley 

Station 

3 
N/A 

3  3   
Multiple options 

Upgrades to SH1 

between Albany 

and Silverdale 

4 A 
Segment 1: Albany to 

Awanohi 
 3 3   

Multiple options. Optioneering combined with RTC and New Walking 

and Cycling Path on SH1. Team considered segments 1 and 2 

together in making decision 

Segment 2: Awanohi 

to Bawden 3  3   As above 

Segment 3: Bawden to 

Silverdale  3   3 
Single option developed as mostly within designation and no 

significant constraints 

New Walking and 

Cycling path along 

SH1 

4 B 
Segment 1: Albany to 

Awanohi  3 3   
Multiple options. Optioneering combined with RTC and Upgrades to 

SH1. Team considered segments 1 and 2 together in making decision 

Segment 2: Awanohi 

to Bawden 3  3   As above 

Segment 3: Bawden to 

Silverdale  3 3   
MCA comparing west versus east side. Some interaction with 

Upgrade to SH1 Project 
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Project 
N

O

R 

Segment Assessme

nt type 

Assessment method Comments 

D
e
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d
 co

rrid
o
r 

a
sse

ssm
e

n
t 

R
o
u
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e
m

e
n
t 
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d
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n
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f a
 

sin
g
le

 o
p
tio

n
 

Segment 4: Silverdale 

to Wainui  3 3   
MCA comparing west versus east side. Some interaction with RTC 

Project 

Segment 5: Wainui to 

Grand Drive  3 3   
Some wider options qualitatively assessed. Then MCA comparing 

west versus east side 

Upgrade to 

Silverdale 

Interchange 

4 C 
 

3 3 3 

Included: 

interchange form assessment 

qualitative assessment of active mode bridge crossing locations 

New Wilks 

Interchange 

4 D 
N/A 

3 3 3 3  

As well as full MCA of locations and alignments to connect to East 

Coast Road, assessment included: 

interchange spacing assessment considering Wilks and Redvale 

Interchanges together 

interchange form assessment  

qualitative assessment of active mode bridge crossing locations 

Upgrade to Redvale 

Interchange 

4 E 
N/A 

3 3 3 
Included: 
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Project 
N

O

R 

Segment Assessme

nt type 

Assessment method Comments 

D
e
ta

ile
d
 co

rrid
o
r 

a
sse

ssm
e

n
t 

R
o
u
te
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e
m

e
n
t 
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u

ll M
C
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d
 

d
e
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n
 o

f a
 

sin
g
le

 o
p
tio

n
 

interchange spacing assessment considering Wilks and Redvale 

Interchanges together 

interchange form assessment  

qualitative assessment of active mode bridge crossing locations 

Wainui Interchange 

Active Mode 

Upgrade 

4 F 
- 

3 3 3 

Targeted MCA comprising qualitative assessment of refined crossing 

locations, then single option developed 

Silverdale to 

Highgate Active 

Mode Connection  

4 G 
- 

3  3   

MCA scoring of multiple options  

New Crossing of 

SH1 at Dairy 

Stream 

5 
- 

 3  3 3 

Targeted MCA comprising qualitative assessment of refined crossing 

locations, then single option developed 

New Connection 

between Milldale 

and Grand Drive 

6 
Segment 1 ± Upgrade 

RI 8SSHU ƿUHZD 5RDG  3  3 3 
Targeted MCA comprising qualitative assessment of which side of 

road to widen. Then single option developed 

Segment 2 ± New 

connection through to 

Ara Hills 

3 3  
Two route options compared using full MCA analysis 
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Project 
N

O

R 

Segment Assessme

nt type 

Assessment method Comments 

D
e
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ile
d
 co

rrid
o
r 

a
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ssm
e

n
t 
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o
u
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e
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p
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n
 

Upgrade to Pine 

Valley Road 

7 
- 

 3  3 3 
Targeted MCA comprising qualitative assessment of which side of 

road to widen. Then single option developed  

Upgrade to Dairy 

Flat Highway 

between Silverdale 

and Dairy Flat 

8 
- 

 3  3 3 

Targeted MCA comprising qualitative assessment of which side of 

road to widen. Then single option developed  

Upgrade to Dairy 

Flat Highway 

between Durey 

Road and Albany 

Village 

9 
- 

 3 3  3 

Full MCA of widening options, then single option developed  

Upgrade to Wainui 

Road 

10 
Segment 1 ± western 

end 
 3  3 3 Full MCA of widening options around bridge crossing, followed by 

targeted MCA of other segments comparing which side of road to 

widen 

 

Segment 2 ± bridge 

segment 
 3 3   

Segment 3 ± eastern 

end 
 3 3 3 

New Connection 

between Dairy Flat 

11 
- 

 3  3 3 
Targeted MCA assessing where to locate corridor within defined study 

area; followed by single option developed  
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Project 
N

O

R 

Segment Assessme

nt type 

Assessment method Comments 
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Highway and Wilks 

Road 

Upgrade and 

Extension to 

Bawden Road 

12 
Segment 1 ± western 

end connecting to 

Dairy Flat Highway 3 3  3  

Full MCA of multiple options with different connection points to Dairy 

Flat Highway, followed by targeted MCA assessing which side of road 

to widen 

Segment 2 ± eastern 

end connecting to 

Redvale interchange 

 3  3 3 
Road upgrade, then new corridor connecting to fixed point at Redvale 

interchange. 

Upgrade to East 

Coast Road 

13 
 

 3 3 3 3 
Full MCA of road upgrade options; Followed by further targeted MCA 

comparing which side of road to widen, and single option developed  
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10.5 Description of option development and assessment structure 

The North DBC is large and complex with 22 project corridors in the study area. This has presented 

challenges in creating accessible documentation. In order to streamline reporting, the option 

development and assessment section has been summarised for each corridor and presented as 

slides in the following sections.  

Each individual summary follows the option development methodology process described as in 

Section 10.3 and provides an overview of the option development process, option assessment and 

resulting preferred option. Each of these steps are supported by comprehensive detail which is 

included in Appendix C: Assessment of alternatives to this report. Note that all appendices are split by 

projects so the reader can access individual corridor information if desired.  

A guide is shown in Table 10-4 for the readers that wish to access the next level of detail behind 

decisions and option development.   

Table 10-4 Guide to additional option assessment information 

Step Option Process Associated appendices 

1. Preliminary analysis 

Gap Analysis 

Land Use Assessment 

Constraint Mapping/ AUPOIP 

Planning Maps Review 

Appendix C: Options Assessment 

Report 

Form and Function Assessment Appendix G: Transport Outcomes 

Report 

Climate Change Assessment Appendix B: Climate Change 

Assessment 

2. Option refinement and 

assessment 

Option development  

Option Assessment 

Appendix C: Options Assessment 

Report 

3. Emerging preferred option 

development 

Options Assessment  

Design Refinement 

 

Appendix C: Options Assessment 

Report 

Appendix H: Design Report 

Intersection Form Assessment Appendix G: Transport Outcomes 

Report 

4. Recommended Option 

Outcome of option assessment Appendix C: Options Assessment 
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