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11 Recommended North Package 

The recommended North transport package is shown in Figure 11-1. From this network the following 

walking, cycling and micro mobility network will be achieved as shown in Figure 11-2. 

Figure 11-1 Recommended North Transport Package  
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Figure 11-2 Recommended walking, cycling and micro mobility network 
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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 Local jobs are provided via centres in the future urban areas with direct access to the RTC 

corridor to encourage a mix of land use around future stations.  

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

x Transport corridors maximise 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 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 the compact urban area.  

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

principles, fully separated cycling facilities, well designed intersections and sufficient space for 

all modes to interact safely. 

The outcomes will be achieved by targeted 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 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. 

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 arterials that will support provision for frequent public transport, 

walking and cycling and general traffic including Upgrade to Wainui Road, Upgrade to Pine 
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Valley Road, Upgrade to Dairy Flat Highway between Silverdale and Albany,  New connection 

between Dairy Flat Highway and Wilks Road (New Link Road), Upgrade to East Coast Road 

between Silverdale and Redvale Interchange, Upgrade and extension to Bawden Road, New 

Connection between Milldale and Grand Drive, Upgrade of Hibiscus Coast Highway and 

Grand Drive for public transport and active modes, A new SH1 crossing at Dairy Steam (Dairy 

Stream Motorway Crossing), New Argent Lane and new Pine Valley Road,  

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. 

11.1 Key Performance Indicator Outcomes 

The key outcomes for this recommended network are shown in Figure 11-3. Additional detailed 

information on overall outcomes for the North as well as insights for key strategic and local 

interventions are included in Appendix G: Transport Outcomes Report. 
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The North DBC recommended programme provides transport benefits by: 

1. Supporting the realisation of further benefits from these earlier interventions e.g., through 

investment on local roads to improve connectivity to rapid transit stations to maximise station 

catchments. 

2. Delivering additional transport benefits for the existing northern area catchment (Silverdale, 

ƿUHZD and :KDQJDSDUƗRD) which as a result of this DBC programme are provided with 

enhanced travel choice and accessibility.  

This recommended programme is a holistic package of interventions and whilst individual options may 

vary in their performance when considered in isolation, the performance of the programme is greatly 

increased when considered as a connected and complementary transport response. This results in 

the sum of the whole being greater than the sum of the individual parts. Each individual project 

addresses a local issue but then has a wider role in extending or completing an active mode or public 

transport network which has a flow on effect to the transport choices, reliability and efficiency area 

wide. 

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

Table 11-1 Investment theme commentary 

North Investment 

Theme 

Commentary 

Access 

x The proportion of employment accessible by active modes increases in each of 

the time intervals assessed. Within 5 mins the proportion of employment 

increases by 28%, within 10 mins there is a 9% increase and in 15 mins there is a 

10% increase in the Recommended Option compared to the Do-min. 

x The proportion of employment accessible by PT increases in each of the time 

intervals assessed. Within 15 mins the proportion of employment increases by 

21%, within 30 mins and 45 mins there is more than a 100% increase in the 

Recommended Option compared to the Do-min. 

Reliability/Resilience 

x The transport network as a whole experiences less severe congestion. There is 

an 9% reduction of vehicle kilometres travelled in peak congestion (>90% v/c) in 

the AM peak in the Recommended Option. 

x 47 km of the road network within the Northern growth area achieves Q100 Flood 

level immunity. This helps support the overall sustainability and resilience goals 

of the North transport network. 

x The average PT travel time from the North area changes from an average of 

82min to 68min to a destination in the City Centre.  

Mode choice 

x There is a 20% (4% increase) in active mode share in the Recommended option. 

x There is a 33% (8% increase) PT mode share in the Recommended option. 

x There is 6% mode shift from single occupancy private vehicles in the 

Recommended Option. 

Safety 

x While the number of previous active mode DSIs are relatively low. The conflict 

risk for these users will increase in the future as there are more vehicles and 

active mode users on the network. This risk can be significantly reduced by 

providing dedicated facilities separated from traffic. 
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North Investment 

Theme 

Commentary 

x The north network includes 74km of separated active mode facilities.  

x 10 DSI reduction per year is anticipated from the recommended network.  

Integration 

x The Rapid Transit corridor ensures 1400 Ha of developable future urban area is 

within a direct catchment of the RTC corridor.  

x The RTC corridor integrates with the Future Town/Metro Centre in Dairy Flat and 

a proposed local centre in Pine Valley.  

x In the Recommended Option, 3,103 hectares (53%) of the North is within 400m of 

a dedicated, separated active mode facility. Compared to the Do-min Option 

which has 242 hectares (4%).  

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

and an additional 49% of the population of the Northern growth area are within 

400m of a high-quality, dedicated active mode facility in the Recommended 

Option 

x The north network includes 46.8 km of new urban street scape space which will 

provide enough space for street furniture/lighting and tree planting appropriate to 

the known place function and built form. 

x The proposed network supports the development of the Silverdale West Structure 

plan which provides industrial land and a large quantum of local jobs for the 

Northern Growth area.  

Climate Change 

Response 

x The recommended network is based on the premise of maximising mode shift in 

the North.  

x It is estimated to achieve a reduction in CO2 emissions of 12,800 tonnes per year 

compared to the Do Minimum scenario.  

x The recommended network has been adapted to respond to 1 in 100 year 

flooding with 100% of new corridors and stream crossings meeting Q100 flood 

level immunity with flexibility to adjust to climate change.  

x Conserve and provide opportunities to enhance the natural environment and 

cultural KHULWDJH LQFOXGLQJ ZHWODQGV� 6($¶V� VWUHDPV DQG YHJHWDWLRQ VWDQGV� 

Many of the outcomes outlined above compare the recommended network against a do minimum 

scenario. In the North area, the Do Minimum scenario is somewhat unrealistic in that the development 

of FUZ land is assumed to take place with no significant investment in transport infrastructure 

assumed. Travel in the Do minimum scenario is suppressed as a result of the significant congestion 

occurring on the network. This results in relatively high proportions of people using alternatives to 

private vehicle travel despite the lack of facilities and lower quality public transport network.  

11.2 Sustainability outcomes 

The concept of sustainability is in synergy with Te Ao 0ƗRUL (0ƗRUL world view) and the 

interconnectedness and interrelationship of all living and non-living things. The development of the 

North recommended transport network has been undertaken holistically and is based around the 

three principles of social, environmental and economic sustainability. 

The overarching sustainability principles were introduced in Section 6.3 and are shown again in 

Figure 11-4 below.  
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Figure 11-4 Sustainability principles 

 

Figure 11-5 to Figure 11-7 detail how the recommended programme delivers against these three 

principles to support a positive environmental outcome, better community outcomes and impact on 

economics outcomes for the communities. 
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Figure 11-5 North environmental outcomes   
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11.3 Supporting measures 

If all the transport infrastructure projects identified in the 7H 7XSX 1JƗWDKL programme were 

successfully delivered this would not guarantee or optimise the outcomes sought from the 

programme.  This is due to the wide range of other necessary elements, including pre-conditions to 

investments, that also need to be implemented and monitored to ensure the successful overall 

outcome of the programme.  

These elements can be broadly summarised into three areas, being Urban System Integration, 

Transport System Optimisation and Other Transport, as shown in Figure 11-8. 

Figure 11-8 Additional contributory elements 

 

It is critical that each of these elements are delivered in parallel and in collaboration with this 

programme of transport interventions to optimise and deliver the full range of outcomes sought.  For 

example, if the projected land use is not delivered the planned transport system will be sub-optimal, 

underutilised and critical elements such as mode-shift targets will not be met. 

Specific North complementary measures are summarised in Table 11-2. Management of these 

measures are discussed further in the Management Case of this DBC (Section 14). 

Table 11-2 Supporting measures for the North Recommended Network 

Supporting 

measure 
Measure North application 

Urban System 

integration 

 

Ongoing land 

use and 

transport 

integration 

This programme of transport interventions is intrinsically linked to the urban 

system including land use, urban form & place quality, density & proximity, and 

employment self-sufficiency. 7H 7XSX 1JƗWDKL UHFRJQLVHV WKLV ZLWK SODFH
making and liveability outcomes a key focus area, alongside alignment with the 

future pace, location and scale of the proposed growth. 

It is therefore critical that these urban system integration outcomes are 

delivered alongside and at the appropriate timing for the transport interventions 

recommended. 
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Supporting 

measure 
Measure North application 

 

Parts of the North area have an adopted structure plan (Silverdale West 

industrial area) which gives an initial level of certainty over how land use is 

expected to develop. The first phase of this structure plan area is anticipated to 

undergo a plan change in the following years.  

Other parts of the network are yet to undergo structure planning and thus  the 

land use is less certain. Continued discussions will be required with Council to 

help shape the land use in these areas to best support the overall North 

transport outcomes. This will include maximising development around RTC 

stations and centres and creation of local cycling networks on newly developed 

roads to connect with the planned arterial active mode network to support the 

wider uptake of cycling. There will be an important ongoing discussion in 

relation to timing of growth and the ability to have the core infrastructure ready 

to enable good travel behaviour choices and access from the outset of 

development. 

Land use integration discussions will also need to be extended to identified 

government partners such as .ƗLQJD 2UD or Eke Panuku as well as third party 

developers to maximise opportunities to best connect developments with the 

transport network. 

Transport 

system 

optimisation 

 

Travel Demand 

Management 

7KH 7H 7XSX 1JƗWDKi programme IBCs identified a wide range of Travel 

Demand Management initiatives to ensure the demand pressure on the 

transport system of Auckland substantial growth is appropriately managed prior 

to the transport system being called upon to move people to and from their 

destinations. These measures are a combination of locally driven interventions 

and whole of region measures, which make coordination and collaboration 

across the multiple parties required challenging. 

Increased bus 

frequencies 

The North recommended network enables a future high frequency local bus 

network.  However, without the operational funding to actually increase bus 

services and the overall attractiveness of the service, the public transport mode 

shift will not be realised. 

Fleet 

Management 

Whilst mode shift is preferable to reduce emissions there is also a role for 

better fleet management to support emission reduction targets. This will 

include wider government-led initiatives to support the uptake of electric 

vehicles (including buses) to reduce emissions from private vehicles and could 

also extend to the introduction and uptake of biofuels. Emission modelling in 

2048+ includes an assumption of ~66% of the total fleet being electric and this 

is a major contributor to reduction in emissions.  Therefore, this is a very 

important measure to support the overall reduction in emissions and maximise 

the outcomes of the North recommended network. 

Other 

Transport 

Implementation 

of key projects 

This programme relies on a number of other transport projects being in place 

within the transport system to support the preferred transport network and 

realise the desired transport outcomes.  Examples of this are: 
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Table 11-3 Summary of key changes between North IBC and DBC networks 

Corridor What has changed? 

RTC tie in to Albany The DBC assessed and ultimately recommends changing the tie in point for 

the Rapid Transit corridor between the eastern side of SH1 (IBC) to the 

western side.  

 

Jackson Way arterial The IBC included an arterial road along Jackson Way with connection to ƿ
Mahurangi Penlink. During the DBC project, this corridor was excluded from 

the route protection scope as the traffic volumes expected considered to 

reflect a collector road.  

RTC alignment in Dairy Flat Through the DBC option development, the RTC alignment altered from the 

IBC corridor as more detailed design and assessment. The change in 

alignment (up to 200m to the south) reduced the project effects on ecology 

and property.  

RTC alignment in Pine 

Valley  

Through the DBC option development, the recommended option has diverted 

north of Dairy Flat Highway. The recommended option provides for Stations 

within a future residential development area.  

New connection between 

Wainui and Grand Drive 

alignment 

Through the DBC option development, a change to the alignment has 

occurred at the northern extent with the alignment moved to the north west 

compared with the IBC alignment.  

Wainui Road extents Through the DBC, the length of Wainui Road has been reduced to reflect the 

presence of an existing Infrastructure Funding Agreement between the 

developers and Auckland Transport. The western extent has been identified at 

Lysnar Road.  

Kowhai Road active mode 

connection 

This project was removed from the DBC scope as a connection has been 

completed by the developer in this area.  

Silverdale to Highgate active 

mode connection (Curley 

Avenue) 

The DBC option development considered options for this connection. The 

recommended option favours a connection to the SH1 active mode facilities as 

opposed to the IBC option through the Curley Avenue area. 

 

11.5 Staging assessment 

Given the long-term nature of this route protection DBC, there is some uncertainty as to the final land 

use and timings for supporting infrastructure upgrades. The following sections discuss the resilience 

of the proposed network to these external uncertainties. 
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11.5.1 Proposed staging  

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

staging principals:  

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 need 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. 

For the north network, the application of the staging principles and expected land use pressures has 

resulted in four stages of implementation of projects within the programme. While some expected 

timeframes are provided, these are uncertain, however there is a direct correlation between land use 

and the transport infrastructure required to support each area. At a high level, the key components of 

each stage are set out in Table 11-4. 

Table 11-4: Staging of the north network relative to land use 

Stage and indicative 

timing 

Transport Network 

Stage 1 (2023-2033) Provides the necessary infrastructure to support the stage 1 of the 

Silverdale West industrial area and includes upgrade to the Hibiscus Coast 

Highway and Grand Drive corridor to support mode shift in the existing 

brownfield areas. 

Stage 2 (2033-2043) Continues to provide infrastructure to support the ongoing development of 

the Silverdale West industrial area and includes some infrastructure around 

the Milldale development. An upgrade is proposed on SH1 to improve bus 

travel to and from the north area. 

Stage 3 (2043-2053) Includes infrastructure required to cater for development of the Pine Valley 

area and Redvale development areas. From a Public transport perspective, 

Stage 3 includes implementation of a portion of the RTC corridor and a 

station at Pine Valley as a catalyst from development in the area however is 

dependant on the mode of the RTC corridor.  

Stage 4 (beyond 2053) Sees the full implementation of the RTC corridor and infrastructure required 

to serve the Dairy Flat area.  

Following implementation of the RTC corridor, changes could be made to 

SH1 to reuse the bus lanes for another purpose.  
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Figure 11-10 provides the proposed staging of projects in a summary map.  

Figure 11-10: North programme staging 

 
 

11.5.2 What happens if the timing of land use changes? 

The timing of growth in the Northern growth area is subject to inherent uncertainty in timing. Since the 

IBC phase, regional forecasting has suggested a delay to growth in the northern area. In recent 
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population forecasts, Auckland regional growth has reduced further compared to the growth assumed 

in the regional transport model.  

The council is considering both changes in regional forecasts and the implications of Policy changes 

such as the NPS:UD and MDRS on both existing urban areas and Future urban areas alike in the 

refresh of the FULSS work. The Future Development Strategy workstream is occurring in parallel to 

this DBC. While no detailed changes were available to be taken into account within the DBC, 

consideration has been given to what a delay in growth might mean for the North staging.  

On the flipside, portions of the North area could come under development pressure building on 

successful developments in the area such as Milldale and Ara Hills or taking advantage of Transport 

infrastructure projects. Examples from elsewhere in Auckland suggest development of FUZ land out 

of the Council¶s desired sequencing can occur and avenues are available to developers to progress 

these projects.   

Table 11-5 sets out some consideration of changes to land use timing, considering both delay and 

acceleration to land use development and provides commentary on how this might influence staging 

of infrastructure. 

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

Change Commentary 

Dairy Flat growth 

is delayed further 

With growth in Dairy Flat delayed further, Stage 4 of the recommended staging strategy 

would be delayed. Infrastructure such as implementation of the full RTC, Upgrades to 

Dairy Flat Highway, Upgrade and extension of Bawden Road, Upgrade of the Redvale 

interchange, Dairy Flat SH1 crossing and Dairy Stream active modes would be delayed 

in implementation timeframes.  

With the RTC corridor implementation delayed further, consideration should be given to 

further enhancements to the SH1 bus lanes through consideration of priority at the 

interchanges to better serve the existing and newly developed areas until such time as 

the RTC corridor could be implemented.  

Dairy Flat growth 

occurs earlier 

than anticipated 

and earlier than 

land to north 

With growth in Dairy Flat area occurring earlier, the staging approach to the RTC project 

will need to adapt to service this area. Development of the RTC corridor from the south 

(Albany) to Dairy Flat could serve the area and drive desirable land use outcomes. As 

areas to the north are developed, the RTC corridor could be extended north.  

Other projects within the Dairy Flat area would also likely be required to cater for growth 

including Redvale interchange, The Dairy Stream SH1 crossing, Bawden Road, Dairy 

Flat Highway and dairy stream active mode corridor.  

Wainui area 

develops earlier 

than anticipated 

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

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

If development was brought forward, implementation of supporting transport 

infrastructure would be required. The infrastructure expected to be required include:  

x Wainui Road 

x SH1 walking and cycling facility 

x SH1 upgrade  
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Change Commentary 

x New connection between Wainui and Grand Drive 

x Argent land and New Pine Valley Road upgrade 

 If land use development is accelerated, funding is likely to be a key consideration 

governing if the required infrastructure can be implemented to support development.  

Redvale area 

develops earlier 

than anticipated 

The ƿ Mahurangi Penlink project is currently under construction and will provide access 

for land in the Redvale area. Development pressure could occur in this area prior to the 

assumed timing in the FULSS and regional planning.  

Several parts of the network are expected to be required earlier to cater for any change 

in timing including:  

x Upgrade to East Coast Road 

x Walking and Cycling facilities on SH1  

 

Appendix N ± Staging consideration provides further details as to each project and the 

interdependency on other projects and land use development in the north. The proposed network is 

considered to be robust to external land use changes. The main impact from land use changes will be 

the order of infrastructure development.    
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12 Economic Case 

This section summarises the economic analysis which has been prepared for the full recommended 

package. The North DBC is for the purposes of route protection, rather than imminent implementation.  

The appraisal has therefore been targeted at this decision (to progress to route protection), rather 

than at the more detailed assessment that could be expected for an implementation decision. 

This economic evaluation has been undertaken in accordance with the Waka Kotahi NZ Transport 

Agency Monetised Benefits and Costs Manual (MBCM).   

Appendix K: Economics Assessment sets out the full methodology, assumptions, scenario testing, 

incremental analysis, and sensitivity analysis undertaken. For economic assessment purposes the 

North DBC has been split into the following packages in Table 12-1. 

Table 12-1 Economic packages for assessment. 

Economic Package Corridors included 

North overall All projects 

Rapid Transit Corridor Rapid transit corridor between Albany and Milldale including stations 

SH1 improvements SH1 upgrades between Albany and Silverdale including interchanges 

and active mode corridor between Albany and Grand Drive.  

Dairy Flat Upgrades within the Dairy Flat area including: 

x Bawden Road upgrade  

x Dairy Flat Highway (Kahikatea to Durey) 

x Dairy Flat Highway Durey Road to Albany 

x Dairy Stream active modes 

x Dairy Stream SH1 crossing 

Silverdale West Upgrades within Silverdale West including:  

x Dairy Flat Highway  

x New link between Wilks Road and Dairy Flat Highway 

x East Coast Road upgrade 

Wainui Upgrades within Wainui and the Upper Orewa area including:  

x Pine Valley Road 

x Wainui Road  

x Argent Lane and New Pine Valley 

12.1 Key assumptions 

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

Assumption Type North DBC Assumptions 

Base date 1 July 2022 

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

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

60 years 

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

analysis 

Travel time benefits Travel Time user cost is a mixture of Urban Arterial and Rural Strategic composite 

costs. The North DBC project traffic benefits are largely associated with Urban 

projects. As such, it is expected to have 90% urban arterial share and rest 10% as 

UXUDO VWUDWHJLF� 7KLV DOLJQV ZLWK WKH DVVXPHG VKDUH HVWLPDWHG IRU 7H 7XSX 1JƗWDKL
South DBCs.  For robustness, a test with 100% urban arterial share was 

undertaken and the BCR remained unaffected.  

Vehicle operating costs Assessment of base running vehicle operating costs (VOC) from the EMME models 

other than RTC (using MSM Model). 

Discount rates Discount rate 4% applied to all annual benefits and costs, but sensitivity tested for 

3% and 6%. 

Transport reliability 

benefits 

x Assumed as 8% of the base travel time benefit, as a standard approach.  

x Public transport reliability benefits are estimated as 70% of public transport 

user benefits in the commuter peaks and 40% in other periods. 

Public transport 

reliability 

For RTC, the PT reliability is predicted to be 90% in commuter peaks and 40% in 

other peaks. 

Emissions CO2 benefits are calculated from VEPM 6.1 Emissions. 

Walking and cycling 

benefits 

Estimated based on trip demand and travel cost matrices from SAMM, using the 

same method as used for PT benefits in the MSM, and using same approach as 

South DBCs. 

WEBs WEBS calculated for a test-case of the full package in 2048+ and for RTC as a 

representation of strategic projects, in accordance with the MBCM, then applied to 

the project using an adopted percentage uplift to the conventional benefits. The 

analysis is done for three principal type WEBS ± Agglomeration, Imperfect 

Competition impact and Labour supply impact. 
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12.2 Cost 

This section summarises the project construction and property costs prepared for the economic 

analysis. Indications of operational and maintenance costs have also been given. The estimates and 

appraisal have been developed with available information for the purpose of informing a decision 

whether to invest in route protection.  

Detailed information is included in Appendix J: Cost Report.   

12.2.1  Capital Cost 

Cost estimates (expected cost P50) and property costs for each individual project are outlined in 

Table 12-3. 

It is worth noting the following key cost assumptions: 

x Type A projects (Hibiscus Coast Highway, Argent Lane and New Pine Valley Road upgrade and 

Dairy Stream active modes) do not require land and are therefore not being progressed to route 

protection. The costing methodology for these routes has been based on linear rates for the 

concept designs.  

x Property pricing undertaken by AT. For AT projects, this does not include Auckland Council 

property as when AT is acquiring land under the Public Works Act (PWA) it is doing so on behalf of 

Auckland Council. For WK projects, allowance has been made for acquisition or temporary 

occupation of this land.  
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Table 12-3 Capital Costs 

No. Package Projects P50 Cost  

(Undiscounted, $M 
2023) 

P50 Property 
Cost11 

(Undiscounted, 
$M 2023) 

1 Rapid Transit Corridor $1,745 $352 

2 SH1 improvements $2,161 $93 

3 Wainui package  $781 $62 

4 Silverdale West package $357 $49 

5 Dairy Flat package $1,314 $124 

 Total $6.4B $679M 

 

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

x Property.  

x Project development.  

x Pre-implementation.  

x Physical works and Implementation.  

 

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

 
11 Includes temporary occupation cost  

PROACTIV
ELY

 R
ELE

ASED



PROACTIV
ELY

 R
ELE

ASED



PROACTIV
ELY

 R
ELE

ASED



North Detailed Business Case 

 3/May/2023 | Version 1 | 115 

 

Te TXSX 1JƗWDKL Supporting Growth

 

Key observations 

x The PT user benefits comprise the major portion of benefits for RTC which appears reasonable for 

this scale and type of Project. The RTC project has a major benefit to the remaining network 

through reducing congestion.  

x The SH1 improvements is expected to improve travel time benefits significantly. There is modelling 

evidence that when SH1 and RTC are implemented together, there combined effects are much 

intensified than individual implementation. 

x In the Dairy Flat and Wainui area, the majority of benefits are provided through public transport 

and active mode benefit streams.  

12.4 Benefit Cost Ratio (BCR) 

The Base Estimate BCRs with and without Wider Economic Benefits (WEBs) are shown in Table 12-6 

and Table 12-6. Overall, the North programme is expected to achieve a 1.1 BCR. 

Table 12-6 North DBC BCR excluding WEBS 

Projects PV total benefits, 

$M PV 

PV total net costs, 

$M PV 

National BCR 

RTC 1635 919 1.8 

SH1 improvements 1217 1251 1.0 

Wainui  290 516 0.6 

Silverdale West 393 198 2.0 

Dairy Flat 150 480 0.3 

North programme wide 3685 3365 1.1 

 

Table 12-7 North DBC BCR including WEBs 

Projects PV total benefits, 

$M PV 

PV total net costs, 

$M PV 

National BCR 

RTC 1880 919 2.0 

SH1 improvements 1395 1251 1.1 
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Projects PV total benefits, 

$M PV 

PV total net costs, 

$M PV 

National BCR 

Wainui 333 516 0.6 

Silverdale West 452 198 2.3 

Dairy Flat 173 480 0.4 

North programme wide 4233 3365 1.3 

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

and without it growth would be constrained. The evaluation is based on the standard evaluation 

methods for transport infrastructure, which is typically dominated by travel time savings. The purpose 

of many of the identified schemes are primarily about providing the basic infrastructure to make 

growth happen such as urbanising existing rural roads or providing new connections to enable the 

land use to develop. Therefore, although travel times may improve for those living in the area this is a 

secondary consideration to the fundamental requirement to provide access. 

12.5 Range of BCR estimation 

The BCR range estimation is split into analysis framework and parameter sensitivity tests. The 

Analysis framework includes Discount rate and Analysis period and Parameter sensitivity include 

%WEBs, PT Reliability, Active mode and traffic benefits variability.  Full details are included in 

Appendix K: Economics Assessment. 

The sensitivity tests show that the BCR have fairly small impact on the parameter sensitivity tests but 

larger variations are observed on discount rate and analysis period sensitivity. For the Rapid Transit 

Corridor, the BCR may range between 1.4-2.2 and for SH1 improvements 0.6-1.3. The North 

Program-wide DBC BCR have not been tested for parameter sensitivity but given that it has negligible 

effect on BCR, and the BCR lies within the analysis framework range, it can be predicted to range 

between 0.8-1.6.  

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

 RTC SH1 Wainui 

Arterials 

Silverdale 

West Arterials 

Dairy Flat 

Arterials 

Combined 

North 

DBC  

Analysis 

Framework 

1.4-2.2 0.6-1.7 0.4-0.9 1.4-3.1 0.2-0.4 0.8-1.6 

Parameter 

Sensitivity 

1.5-2.2 0.7-1.2 0.5-0.7 1.6-2.5 0.2-0.4 0.9-1.4 
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The appraisal has not considered 3rd party funding (such as developer contributions), nor of more 

detailed staging scenarios in line with the growing travel demand (e.g., construction of station 

corridors expanded to full stations at a later date when needed).  Both of these opportunities could 

increase the likely BCRs. The progressive development of this area over the next 30+ years suggests 

there would likely to significant opportunities for such strategies. 

12.5.1 Delay to growth in the North 

The Land use growth might slow down in the north area for unknown reasons in long term and hence 

the project start date might need to be delayed meeting the changed transport needs. We recognise 

such situation to arise but believe it will not have any significant impact on the economic returns from 

the project as the costs and benefits timestreams will be shifted with the project start. 
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12.6 Investment prioritisation method  

The Waka Kotahi Investment Prioritisation Method for the 2021±24 National Land Transport 

Programme (NLTP) has been used to understand the potential investment prioritisation for the North 

DBC. 

Factor Rating 

GPS alignment  High ± Very High 

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

Efficiency BCR 1.1 (L) 

Scheduling High. 

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

 

Priority order 2 

Explain any variances from the existing NLTP priority order 

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

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

This section outlines the Financial Case for both route protection and implementation of the 

recommended North package. The Financial Case is based on several variables as long-term route 

protection has not been previously widely undertaken. The types of uncertainty include: 

x Level of third party (developer) funding, as this requires negotiation, agreement and must be 

undertaken on a case by case basis. 

x Change in quantum of property acquisition required. 

x Cost of property is higher or lower than assumed. 

x Growth is quicker or slower than assumed. 

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

The following analysis is based on the staging assumed in the Economic Case which is broadly based 

on the estimated release of land in the North as set out in Appendix N Staging considerations. Section 

10.5 discussed an example of an alternative staging which would lead to a delay in implementations 

of parts of the network. Given this is a route protection DBC, the effect of this possible alternative 

staging is unlikely to change the costs of potential property acquisition needed in the first 20 years, 

but spread out capital expenditure over a greater period.  

,W LV DOVR QRWHG WKDW WKH JUDSKV DVVXPH WKH ³OLNHO\´ HVFDODWLRQ RI ��� IRU SURSHUW\ DQG �� IRU
construction costs unless otherwise stated. 

Not all projects in the recommended network have been recommended to proceed for route 

protection. Table 13-1 provides a summary of the project assumptions for this financial case. For 

more detailed information on the route protection strategy refer to Section 10.5 and Appendix L: 

Route Protection Strategy. 

Table 13-1 Financial case assumptions for route protection 

NOR Package Projects Project to be 
implemented 

Route 
Protection 
required? 

Type of Route 
protection 

1 
Rapid Transit Corridor ± Albany to 

Milldale (including new walking and 

cycling path along RTC) 

Yes Yes NOR 

2 
New Milldale Station Yes Yes NOR 

3 
New Pine Valley Station Yes Yes NOR 

4A 
Upgrades to SH1 between Albany 

and Silverdale 

Yes Yes NOR 

4B 
New Walking and Cycling path 

along SH1 

Yes Yes NOR 

4C 
Upgrade to Silverdale Interchange Yes Yes NOR 

4D 
New Wilks Interchange Yes Yes NOR 
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NOR Package Projects Project to be 
implemented 

Route 
Protection 
required? 

Type of Route 
protection 

4E 
Upgrade to Redvale Interchange Yes Yes NOR 

4F 
Wainui Interchange Active Mode 

Upgrade 

Yes Yes NOR 

4G 
Silverdale to Highgate Active Mode 

Connection  

Yes Yes NOR 

5 
New Crossing of SH1 at Dairy Stream Yes Yes NOR 

6 
New Connection between Milldale 

and Grand Drive 

Yes Yes NOR 

7 
Upgrade to Pine Valley Road Yes Yes NOR 

8 
Upgrade to Dairy Flat Highway 

between Silverdale and Dairy Flat 

Yes Yes NOR 

9 
Upgrade to Dairy Flat Highway 

between Durey Road and Albany 

Village 

Yes Yes NOR 

10 
Upgrade to Wainui Road Yes Yes NOR 

11 
New Connection between Dairy 

Flat Highway and Wilks Road 

Yes Yes NOR 

12 
Upgrade and Extension to Bawden 

Road 

Yes Yes NOR 

13 
Upgrade to East Coast Road Yes Yes NOR 

A1 
Upgrade of Argent Lane and New Pine 

Valley Road 

Yes No N/a 

A2 
Upgrade of Hibiscus Coast Highway and 

Grand Drive for public transport and 

active modes 

Yes No N/a 

A3 
Dairy Stream Active Mode Path Yes No N/a 

13.1 Whole of life costs 

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

following categories: 

x Cost of route protection (Post lodgement costs, early property acquisition and property 

implementation costs).  
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13.1.1.1  Professional services ± Post lodgement costs 

The expected post lodgement cost is detailed in Table 13-2. It is assumed these costs will be incurred 

following NOR lodgement in 2023. It is assumed costs will be split equally over 2024 and 2025. Post 

lodgement fees are already allocated within the RLTP and no additional funding is required to cover 

post lodgement for the North NoRs. 

Table 13-2 Professional service costs for North post lodgement  

Post Lodgement cost item Cost (undiscounted $Millions) 

Target Cost Estimate (TCE) 7.6 

Risk 0.5 

Escalation 1.6 

Management cost (including 5.7% charge) 6.2 

TOTAL 15.9 

13.1.1.2  Expected property costs of route protection 

There is a potential property cost implication once the North NoRs are lodged. While the vast majority 

(60-80%) of property purchase is typically anticipated in the three years prior to implementation of a 

particular project, this acquisition could occur prior to route protection being enacted, or during the 

route protection process. 

7KH 7H 7XSX 1JƗWDKL 3URJUDPPH :LGH 3URSHUW\ 6WUDWHJ\ LGHQWLILHV VHYHUDO GLIIHUHQW SRWHQWLDO
acquisition profiles for forecasting the potential property acquisition cashflow: 

x Profile A: Designate and hold until implementation (generally applies to greenfield sites and 

assumes 20% early acquisition) 

x Profile B: Designate and moderate acquisition (generally applies to brownfield sites and assumes 

40% early acquisition).  

x Profile C: Early acquisition (applicable for strategic sites where 60% of property is acquired early). 

The North profiles are shown in Table 13-3 below. The majority of corridors within the North are 

considered likely to follow Profile A being predominantly within Greenfield areas, having limited full 

acquisitions and low implementation timeframes. The RTC project has been assumed to follow Profile 

B due to the offline nature of the corridor, quantum of full acquisitions and impacts on the existing 

land.  

No project has been identified as a profile C due to the generally longer lead time for expected 

implementation. However, going forward further consideration to early acquisition of key sites such as 

RTC station sites might be considered by the owners as part of the commitment to land use and 

transport integration in the North.  
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13.1.1.3  Impact of alternative staging on costs of route protection 

The staging based on the latest land use assumptions spreads the delivery of the transport network 

across a 30-year period. Within the first decade, only one project is assumed for implementation, the 

remaining components are spread over the 10±30-year timeframe.  

The alternative staging scenario (outlined in detail in Appendix N ± Staging considerations) delays the 

timing of implementation further beyond the 30-year timeframe.  

Theoretically the property liability for early purchases in the first decade will reduce slightly as a result 

of this change. In reality, this is unlikely to occur as the property owners are affected in a similar 

manner to anticipated staging scenario, whether or not projects are delayed further.  

13.1.2 Implementation costs 

The implementation costs include: 

x Project development ± including consultancy fees and Waka Kotahi and AT management costs. 

x Pre-implementation costs ± including consenting, design fees, site investigations, consultation, and 

mana whenua consultation.  

x Project implementation costs. Associated with construction, as well as other non-construction 

costs associated with supporting the construction. An allowance of 7% of physical works costs has 

been allowed for non-construction costs associated with completion of the implementation phase. 

This is made up of 5% for consultancy fees to allow for a traditional measure and value contract, 

plus an additional 1% for Waka Kotahi / AT managed costs, and 1% for construction monitoring 

fees. 

x $ ³OLNHO\´ construction escalation scenario of 2% has been adopted. 

Figure 13-6 shows the project cashflow for the implementation costs with the assumed land use 

release scenario. 
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Figure 13-7 North Operation and maintenance cost profile (general and resurfacing) 

 

Figure 13-8 North PT Operational cost profile 

 

13.2 Funding  

13.2.1 Funding sources 

Potential funding sources are detailed in Table 13-5. 

Table 13-5 Potential funding sources for the North 

Funding source Commentary 

National Land Transport 

Fund (NLTF) 

This is anticipated to be the main funding stream for the North Projects. For 

the 2018-21 NLTP, no specific funding is allocated to the North area.  

The Supporting Growth programme has funding allocated for Pre and post 

lodgement activities.  
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Funding source Commentary 

The NLTF funding is projected to increase to between $4.5b and $5b in 

2028.  At similar allocation percentage (using population as proxy), 

$XFNODQG¶V 1/7) VKDUH FRXOG be somewhere between $1.5b and $1.7b in 

2028.  

$SSURYHG RUJDQLVDWLRQV¶
local share 

Auckland Transport and Auckland Council are the most relevant 

organisations to contribute funds to the North, with the majority of ownership 

resting with Auckland Transport.   

Government grants This is a long term delivery programme and the nature of additional 

government funds will vary throughout time. But it is feasible that one or 

more of the projects may qualify for criteria under separate government 

funding. Examples of current funding streams include projects being 

delivered under NZUP funding. This DBC cannot assume any of this type of 

funding but it is worth noting that the owners should be looking for 

opportunities to contest this type of future funding for the North projects. This 

would obviously increase the affordability of this large-scale investment. 

Other supplementary 

funding sources 

Refers to contributions that are 

additional to the NLTF, local 

share funding or Crown loans. 

x Financial contributions towards the costs of improving network 

infrastructure (Developer Contributions). Note Auckland Council is 

undertaking a citywide assessment of Developer Contributions with a 

framework for Drury being consulted on at the time of the writing of this 

DBC. It is noted the intention is that a similar process will be rolled out for 

both green and brownfield growth Auckland Wide. This process aims to 

capture contributions based on a beneficiary style analysis. 

x Leasing temporary land requirement opportunities from Auckland 

Council. 

x Land acquisition opportunities from Auckland Council. 

x Debt finance and Public Private Partnerships (PPPs).  

x Value capture / Beneficiary pays. 

This DBC identifies cost saving opportunities from financial contributions 

from developers for the North Programme, primarily through the delivery of 

growth corridors and vesting of land. This assessment has not considered 

debt finance or value capture and it is recommended this is further explored 

by the owners as the Programme progresses. 

An analysis of the recently released Regional Land Transport Plan (RLTP) 2021-2031 is detailed in 

Table 13-6 and includes the following funding streams directly related to the North recommended 

transport network. 

Table 13-6 Identified RLTP funding 

Item Description Funding status Considered by RLTP 

if additional funding 

available 

Supporting Growth Route 

Protection Programme 

There are three funded 

line items for Supporting 

growth covering the 

Post Lodgement 

$64.5M 

 

N/A 
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Item Description Funding status Considered by RLTP 

if additional funding 

available 

programme, site 

investigations and post 

lodgement and property 

purchase 

Site investigations 

$28M 

Programme $40M 

Category 1 - committed 

 

The Post lodgement component of the North NoRs is covered within this current funding allocation. 

No specific property purchase is currently allowed for in the north area. Preparation of this 

documentation does not in itself trigger the early property acquisition, this arises once the NOR is 

formally lodged. 

The project owners (AT specifically) considers the allocation of funding for early property acquisitions 

GXH WR 125¶V, a priority in the next RLTP.   
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13.2.2 Funding share 

Based on discussions with owners the projects have been split for delivery by organisations as shown 

in Table 13-7. 

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

NOR Package Projects Owner 

1 Rapid Transit Corridor ± Albany to Milldale (including new walking and 

cycling path along RTC) 

Waka Kotahi 

2 
New Milldale Station Waka Kotahi 

3 New Pine Valley Station Waka Kotahi 

4 
Upgrades to SH1 between Albany and Silverdale including 

interchanges and active modes 

Waka Kotahi 

5 New Crossing of SH1 at Dairy Stream Auckland Transport 

6 New Connection between Milldale and Grand Drive Auckland Transport 

7 Upgrade to Pine Valley Road Auckland Transport 

8 Upgrade to Dairy Flat Highway between Silverdale and Dairy Flat Auckland Transport 

9 Upgrade to Dairy Flat Highway between Durey Road and Albany 

Village 

Auckland Transport 

10 
Upgrade to Wainui Road Auckland Transport 

11 
New Connection between Dairy Flat Highway and Wilks Road Auckland Transport 

12 
Upgrade and Extension to Bawden Road Auckland Transport 

13 
Upgrade to East Coast Road Auckland Transport 

N/a Upgrade of Hibiscus Coast Highway and Grand Drive for public transport 

and active modes 

Auckland Transport 

N/a Dairy Stream Active Mode Path Auckland Transport 

N/a Upgrade of Argent Lane and New Pine Valley Road Auckland Transport 

The assessment of funding has been undertaken using the project owners as a starting point. This 

assessment has been further refined to include identification of potential cost savings through 

additional supplementary funding sources such as land being vested by developers or other 

contributions. The potential cost savings attributed to developer contributions have been based on the 

following high-level principles in Table 13-8 and are consistent with principles being adopted in the 

other SGA workstreams including the Warkworth and NW assessments.   
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Table 13-8 Assumptions for developer contributions and potential cost savings 

Corridor Type Developers % of 

implementation 

costs 

Developers % 

property 

costs 

Commentary 

Strategic 

infrastructure 

0% 0% x Developers not expected to contribute to strategic 

infrastructure. The exception is regarding RTC 

stations where there is potential for developers to 

work with Waka Kotahi to build a station on their 

land.  

RTC stations 50% of selected 

station costs 

50% of 

selected 

station costs 

x Stations within the Dairy Flat area are assumed to 

attract some contribution from developers. A 50% 

contribution is assumed for station development at 3 

stations through the Dairy Flat area.  

x Stations in the north (Milldale and Pine Valley) have 

no assumed contribution.  

Greenfield 

24m corridor 

80% 50% x Developers need these roads to activate land use. 

Depending on timing it is anticipated to be able to 

negotiate for vesting of at least 50% of property on 

these routes. 

Greenfield 

30m corridor 

50% 50% x Assuming developers pay for the 2 lane part of 

these new corridors and AT pays for the upgrade to 

4 lanes. 

Brownfields 

24m corridor 

20% 25% x Developers will need the urbanisation upgrades of 

walking and cycling facilities etc to support 

developments. Depending on timing, opportunity for 

larger developers to vest land as part of this 

process. 

Brownfields 

30m corridor 

50% 25% x Widening will be required because of significant 

growth. Assumed developers would pay half of 

necessary intersection upgrades and associated 

localised widening. Developments will also be 

beneficiaries of the improved cycle and bus priority 

facilities. Complexity regarding timing and 

implementation of other strategic projects which 

would remove strategic traffic from these corridors 

and increase the % of development traffic.  

 

The estimated funding split for the P50 costs is shown in Figure 13-9 and  Figure 13-10. This 

highlights that the majority of funding ($4.6Bn) is likely to be required from the National Land 

Transport Fund (NLTF) which consists of the Waka Kotahi share plus the Auckland Transport FAR 
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13.3 Financial Case Summary 

Table 13-10 summarises the first decade costs and current funding allocation for the assumed 

staging. As highlighted by the table, funding is currently allocated for NoR lodgement ± however, 

additional funding will be required during this RLTP cycle to offset property risk arising from NoR 

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

escalation) 

Element Base 

estimate14 

2021-2031 ($M) 

Potential cost 

savings  

($M) 

Resultant 

Costs 

($M) 

Potential 

funding 

($M) 

Funding 

required 

($M) 

Professional 

services for 

NOR 

15.9 0 15.9 15.9 0 

Early property 

acquisition 

133 
015 

133 0 133 

Property 

implementation 

37 8 29 0 29 

Implementation 424 120 304 0 304 

Operations and 

maintenance 

3 0 3 0 3 

This is a substantial transport investment programme to support the planned North growth.  The 

current staging is based on the Council¶s latest thinking on the timing of land use which assumes the 

majority of growth and land will be released in Decade 2 and Decade 3 pushing much of the 

investment into the second and third decades.  

As is shown by the RLTP funding, there is no funding allocated to the north area beyond the obtaining 

of NORs. A funding source is needed for the route protection of the North network to cover the likely 

property liability from the notice of requirements.  

It is acknowledged that there is a cost to flexibility and route protection and the work undertaken to 

date for the North has concentrated on balancing the future needs of the corridors and desired design 

flexibility against the property requirements to facilitate the infrastructure.  Key considerations and 

opportunities to note: 

x Throughout the design process a rigorous approach has been undertaken to consider reductions 

of corridor widths for constrained corridors such as Dairy Flat Highway and East Coast Road. 

Localised reduced cross sections have been applied where appropriate and have been used to 

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

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

land uses.  

x Provision of additional vehicle capacity for greenfield corridors has been restricted to two lanes 

with only a selection of corridors providing 4 lanes to support future bus reliability. 

x The topography throughout parts of the North is particularly steep. A number of greenfield 

corridors have been optimised to balance cut and fill and reduce earthwork batter impacts on 

property.  

x Several projects have been excluded from Route protection and the concept designs have been 

developed to avoid impacts on external properties such as the Hibiscus Coast Highway and Grand 

Drive Active modes and bus priority upgrade, the Dairy Stream active mode connection and the 

Argent Lane and New Pine Valley Road upgrade.  

x The DBC has not considered cross section reductions for greenfield corridors as the overall 

benefits of the 24 or 30m cross sections will best provide for the future growth.  

x Flexibility has been a particular necessity for the RTC due to the current uncertainty about mode 

and lack of land use planning along the route. The current alignment protects for an RTC that can 

be implemented independent of mode decisions and has the ability to respond to future phases of 

land use planning with the confirmation of station locations on part of the corridor. The alignment 

also provides for modal neutrality which needs to be fully grade separated. As more certainty is 

realised for this project there are opportunities to reduce land take and make design decisions 

which could reduce both the property liabilities and realise cost reductions through value 

engineering. This flexibility does come at additional cost in this DBC, but there is a pathway 

through subsequent stages to reduce cost as risks can be mitigated or better understood. 

x Specific analysis has been undertaken to understand which intersections in the North should 

remain route protected for roundabouts compared with intersections that have clear operational or 

legibility requirements for signals. In this way the additional footprints associated with roundabouts 

have been minimised. 

13.4 Affordability scenarios 

Given the current funding constraints for the North route protection, some consideration has been 

given to funding constrained scenarios for route protection of the North Network. Table 13-1 sets out 

four scenarios considered in light of the funding constraints for route protection of the north network.  

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

Scenario  Projects excluded  Rationale Change in 1st decade 

property liability and 

route protection 

costs 

5. Recommended 

route 

protection 

strategy 

All NORs included. 

13/13 NORs or 19/22 

projects 

As per the 

recommendations in 

the route protection 

strategy (Appendix L) 

100% of pre 

lodgement costs 

(~$11M)  

 
100% of post 

lodgement costs 

(~16M)  
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Scenario  Projects excluded  Rationale Change in 1st decade 

property liability and 

route protection 

costs 

100% of financial risk 

from property 

(~133M) 

6. Removal of 

two NORs 

No route protection for 

the following projects:  

NOR 9: Upgrade to Dairy 

Flat Highway between 

Dairy Flat and Albany  

NOR 6: New connection 

between Milldale and 

Grand Drive 

11/13 NORs or 17/22 

projects 

Removed two projects 

with high cost and 

limited risk in build out. 

(low route protection 

priority) 

100% of pre 

lodgement costs 

(~$11M)  

 
95% of post 

lodgement costs 

(~16M)  

94% of financial risk 

from property 

(~125M) 

7. Partial route 

protection 

Route protection for high 

priority projects only.  

5/13 NORs or 11/22 

projects 

Route protection of high 

priority projects only (as 

par Appendix L) 

(Includes: NOR 

1,2,3,4,10) 

100% of pre 

lodgement costs 

(~$11M)  

 
70% of post 

lodgement costs 

(~16M)  

73% of financial risk 

from property (~97M) 

8. Delayed route 

protection 

No route protection at 

this point in time 

 

100% of pre 

lodgement costs 

(~$11M)  

No post lodgement 

or property cost at 

this time 

It is important to note that a reduction in costs for the 10-year RLTP period does not mean that overall 

project costs are reduced. If route protection is not undertaken on projects by SGA as part of this 

phase, there is risk that significant rework is required to obtain route protection in the future. This has 

potential to increase project costs overall.   

Property purchased in the next 10 years (required for the long-term implementation of projects) does 

not represent additional cost for the project in the long term, rather an advance of funding compared 
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to the typical property purchase timing. It is likely this will reduce the overall project costs in the long 

term due to property escalation.   

The recommended route protection strategy is considered the best option and provides the greatest 

benefits. Options for reducing the short-term costs (with longer term costs forecast to increase) have 

been considered if short term funding constraints preclude the recommended option.    
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14 Commercial Case 

This section sets out the proposed approach to development of each project in relation to the 

recommended system described in the economic and financial cases.  The following sections 

describe: 

x Consenting / route protection strategy for each project. 

x Property acquisition strategy for each project. 

x Procurement strategy for the package. 

14.1 Route protection approach 

The Route Protection strategy has been developed to support the North DBC and makes 

recommendations on the prioritisation, packaging and preferred planning mechanism to secure route 

protection for the North recommended network. 

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

As discussed previously, the corridors in the North DBC are split into four types of route protection 

relevant to the North network including:  

x Type A ± No route protection as the corridor upgrade does not require additional land 

x NoR ± Development of a NoR for route protection 

x NoR ± Alteration to an existing designation  

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

Table 14-1 summarises the individual corridor route protection requirements and priority.  The 

management of the route protection processes is considered further in the Management Case of this 

DBC. 

A key consideration during the development of the route protection strategy was the ability to obtain 

long lapse dates through the NoR process. Several of the projects within the package are identified 

for implementation LQ DURXQG �� \HDUV¶ WLPH DQG DV VXFK ORQJ ODSVH GDWHV ZLOO EH UHTXLUHG WR SURWHFW
these corridors. Appendix L: Route Protection strategy provides further details about consideration of 

mechanisms. Given the anticipated timing of land use, longer lapse dates are considered appropriate 

in this circumstance and there is examples of other infrastructure providers successfully getting NoRs 

with long lapse dates.  
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Figure 14-1 Proposed Route Protection 
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Table 14-1 North Route Protection by Corridor Summary 

NOR # Projects Route 

protect? 

Mechanism Requiring 

Authority 

Priority (relative to 

other projects in 

package) 

Notes 

1 Rapid transit corridor ± Albany to Milldale Yes NoR Waka Kotahi (or 

potentially AT) 

High  

2,3 Rapid transit stations ± Milldale and Pine Valley North (and associated facilities) Yes NoR AT/WK High   

N/A Rapid transit stations ± Pine Valley South and Dairy Flat No N/A N/A N/A No route protection now. Pursue value capture opportunities. 

Stations can be route protected at a later date following 

structure planning  

4A, 4C, 

4D, 4E 

SH1 improvements, including: 

x SH1 widening (Albany to Silverdale) 

x ƿ 0DKXUDQJL 3HQOLQN interchange upgrade 

x New Wilks interchange 

Silverdale interchange upgrade 

Yes NoR (alteration to 

motorway 

designations) 

Waka Kotahi High Consider bundling with New Walking and Cycling Path along 

SH1 (above row) 

4B New Walking and Cycling Path along SH1 Yes NoR (alteration to 

motorway 

designations) or 

new NoR 

Waka Kotahi High Consider bundling with SH1 improvements project (next row) 

4F Wainui Road active mode motorway crossing Yes NoR (alteration to 

motorway 

designation) 

Waka Kotahi High Priority assumes the project is bundled with SH1 active mode 

corridor project 

4G Silverdale to Highgate Active mode connection Yes NoR (alteration to 

existing motorway 

designation) 

Waka Kotahi  High Priority assumes the project is bundled with SH1 active mode 

corridor project 

5 New SH1 Crossing at Dairy Stream Yes NoR AT Medium  

6 New Connection between Milldale and Grand Drive Yes NoR AT Low Continue to investigate developer agreements 

7 Pine Valley Road upgrade Yes NoR AT Low Continue to investigate developer agreements 

8 Dairy Flat Highway Upgrade (FUZ section) Yes NoR AT Medium (Silverdale to 

Kahikatea Flat Road) 

and Low (Kahikatea 

Flat Road to Durey 

Road) 

Opportunity to route protect as a single NOR 

9 Dairy Flat Highway Upgrade south of FUZ Yes NoR NAT Low  
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NOR # Projects Route 

protect? 

Mechanism Requiring 

Authority 

Priority (relative to 

other projects in 

package) 

Notes 

10 Wainui Road upgrade Yes NoR (eastern end) 

and developer 

agreements 

(western end ± west 

of Lysnar Road) 

AT High  

11 New Connection from Dairy Flat Highway to Wilks Road Yes 

 

NoR AT Medium   

12 Bawden Road Upgrade and Extension Yes NoR AT Medium   

13 East Coast Road Upgrade Yes NoR AT Medium Continue to investigate developer agreements 

A1 Argent Lane and New Pine Valley Road No N/A N/A N/A No additional space is required. 

A2 Hibiscus Coast Highway active mode and PT priority upgrade No N/A N/A N/A No additional space is required. 

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

14.2.1 :LGHU 7H 7XSX 1JƗWDKL &RQWH[W 

The full property overview for the North DBC is included in Appendix I: Property Overview. 

It is important to note that whilst this property overview has been developed for a DBC, the North DBC 

is for route protection purposes only and therefore the property implications are different to those of a 

project where implementation is imminent.  There will be a subsequent Implementation Detailed 

Business Case to seek approval for implementation funding for individual projects, which will include 

PRUH GHWDLOHG DQDO\VLV RI WKH SURSHUW\ LVVXHV� 7KLV '%& DOVR IRUPV SDUW RI WKH ZLGHU 7H 7XSX 1JƗWDKL
programme of works that has developed a Programme Wide Property Overview that outlines the 

principles for property acquisition for the entire programme.  These will guide the development of the 

property approach for the North with the key points being:  

x The programme is about long-term affordability and property will be generally acquired closer to 

implementation. It is noted that the longer property purchase is delayed the more expensive 

property will become through property escalation and change of land use for FUZ zoning. 

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

project.  

x The Requiring authority will take the lead on property negotiations for that specific project, utilising 

the current processes of that organisation (Auckland Transport or Waka Kotahi).   

x Advance Purchase Guideline processes will apply.  

x Where there is opportunity for strategically important properties to be acquired, these should be 

taken. The RTC station land has been identified as strategically important for the North area.  

x A programme wide property resource will look at opportunities for resultant value capture from 

residual land as part of the land use integration opportunities of the programme.  

x  

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

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

possible to what this cost could be into the future.  

This Preliminary Property Overview is a living document developed for the route protection business 

case phase. Given the long-term route protection, this Overview will need to be revisited, reviewed 

and updated each decade and more frequently in the lead up to project implementation, during 

development of the detailed business cases and the design and advancement of the consenting and 

land acquisition programmes. The acquisition programme is dependent on detailed design and final 

land requirement plans being completed. 

A total of 1,518 property interests have been identified for acquisition as outlined in Table 14-2. Once 

property duplications (e.g., properties that might have partial land acquisition and temporary rental 

charges) are considered this results in a total of 742 individual properties. 
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14.2.3 Key property risks and opportunities 

Due to the long-term nature of the route protection approach, there are a number of risks and 

opportunities from a property perspective as shown below. 

Table 14-4  Key Property Risks for North 

Risks Opportunities 

Level of appreciation given uncertainty of timing. 

The very nature of the area, which is forecast to grow (and 

hence needs supporting transport infrastructure) means 

that property prices will likely increase as future zoning is 

realised.  When this happens and to what extent 

development is permitted by these zoning changes will 

have a significant impact on the potential future value of 

property.  This is an area that is challenging to predict with 

certainty. 

Market appreciation 

With the level of market appreciation likely in the 

North, the earlier property is acquired for the 

transport infrastructure the cheaper it is likely to 

be (by potentially substantial orders of 

magnitude).  It is acknowledged that this creates 

affordability and funding prioritisation challenges, 

but there is a real financial opportunity to save 

significant costs if cashflow can be found. 

Plan Changes and Fast track consents 

The main risks arising from out of sequence 

development is that additional pressure will be put 

on the owners to develop adjacent infrastructure 

earlier to harness network wide benefits.  In 

constrained areas there is an additional risk that new 

developments could occur too close to proposed 

infrastructure. If route protection is not achieved for 

the transport system imminently the opportunity may 

be lost to efficiently and effectively deliver the 

transport system and outcomes sought. 

Developer agreements 

The main opportunity from Plan Changes or 

consents is the ability to work with the developer 

regarding land acquisition, corridor alignment 

and co-delivery. There are a number of 

significant developers in the area which provides 

an opportunity to achieve agreements to support 

the funding and implementation of the corridors 

as well as support their development aspirations. 

Property is an important part of these 

agreements. 

Cashflow for early property acquisition given long 

term protection. Given the above timing issues, and what 

level of s185 claims there could be, confirming a value for 

early property acquisition is equally uncertain. 
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14.2.4 Managing property risks 

There is considerable uncertainty around the property costs given the size of this programme (and the 

ZLGHU 7H 7XSX 1JƗWDKL SURJUDPPH). Therefore to best manage this uncertainty and minimise the 

early property acquisition expenditure as much as possible until projects are implemented the 

following is proposed:  

x Joint governance from owners. It is recommended that a joint owner approach to property be 

taken at a governance level to ensure the appropriate prioritisation of funding.  

x Appropriate resourcing. This is a large programme of works over an extended period of time and 

appropriately resourcing will ensure best for programme outcomes are achieved.  

x Developer Agreement.  Focussing on getting early and comprehensive developer agreements in 

place could reduce the affordability burden from a property perspective.  

x Application of Betterment. Strengthening the case early for this aspect of the valuation process 

and ensuring a consistent and common approach across all projects is critical to potential 

successful use of this tool. 

Waka Kotahi and Auckland Transport have comprehensive processes and teams dedicated to the 

ongoing management of properties once purchased. It is assumed that these existing processes will 

be used to manage the properties. With only 3% of the properties being full purchases the ongoing 

management is considered achievable. 

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

x Commercial.  Where properties have multiple business tenancies or business operations that 

need relocating, the property cost estimates assume the freehold/unit title interests will be acquired 

early to mitigate business relocation costs and manage leases expiring.  

x Rural.  Rural land if acquired early might need ongoing maintenance. Leasing this land for grazing 

and other rural lifestyle uses could be considered. 

x Redevelopment. Where large parcels of contiguous land are being acquired there could be 

opportunities to redevelop and sell residual land. This is detailed more in the next steps. 

14.2.5 :LGHU 7H 7XSX 1JƗWDKL SURSHUW\ PDQDJHPHQW 

It is also impoUWDQW WR RXWOLQH WKDW WKH 7H 7XSX 1JƗWDKL :LGH 3URSHUW\ 6WUDWHJ\ VHWV RXW D QXPEHU RI
initiatives to effectively manage the significant acquisition programme of the route protection 

approach.    These are currently being considered and this Property Strategy is consistent with the 

aspirations of these wider approaches if successful.  It is important to note that these wider 

Programme Wide proposals are not yet agreed for implementation by the partners.  

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

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

below.   

x The pre allocation of funding for strategic property purchases.  The current process does 

enable this to occur ± however it requires AT Board approval and delegated approvals, and in the 

case of Waka Kotahi, approval from LINZ for individual property purchases on a case by case 

basis.  This process would benefit from streamlining with delegated authorities in place with the 

respective organisations and a ring-fenced fund identified within the RLTP.  This fund would be 
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Some initial issues for consideration during the implementation phase are summarised in Table 14-5. 

Table 14-5 Implementation Procurement Strategy 

Consideration Waka Kotahi projects Auckland Transport Projects 

Scale and 

complexity 

The implementation of the RTC corridor 

and State Highway upgrade between 

Albany and Awanohi Road are interrelated, 

as the earthworks are required to the east 

of SH1 to accommodate the upgrades. 

Careful consideration should be given to 

ensuring initial upgrades (SH1 

enhancements) future proof the corridor for 

the RTC in the future.  

 

The Dairy Flat Highway -Albany to Dairy Flat 

section) and Grand Drive to Milldale 

connection are likely the most complex of 

the arterial roads due to the challenging 

topography and sensitive receiving 

environment.  The other new greenfield 

corridors have lower risks and less 

opportunity for significant innovation in 

alignment ± although efficiencies could be 

gained through alignment with developers.  

Depending on the timing for implementation, 

the upgrades of existing corridors could 

have some traffic management challenges 

due to the unavailability of alternative routes 

It is noted for all corridors that opportunities 

exist for embodied carbon material 

innovation during construction. 

 

Timing and 

urgency 

The latest Council development assumptions indicate development of the North FUZ is 

likely to take place largely in the third decade.  

However, there is likely development pressure in the Silverdale West area and north of 

Milldale. This development pressure could eventuate within the first decade.  

Defined scope The strategic upgrades will need to tie into 

the network south of the study area. There 

is still uncertainty as to the future RTC 

mode. Once clarification on this is provided 

by other studies, this will be defined in the 

project scope.   

 

For the local roads, the detailed design will 

be completed prior to awarding the 

construction contract, this will define the 

expected outputs and will involve lower 

tendering costs for prospective suppliers 

than other contract models. Local roads are 

considered business as usual projects for 

Auckland Transport.  

 

Supplier market 

conditions 

For Road upgrades, there are several suppliers available for this type and scale of work in 

Auckland which lends itself to traditional contracts for competitive delivery. 

The strategic projects are significant in scale and risk. There are a handful of Tier one 

contractors capable of undertaking this work. The contract method will need to balance the 

need for competition with the management of risk.  
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Consideration Waka Kotahi projects Auckland Transport Projects 

Client 

involvement, 

control and 

capability 

Client control will depend on the delivery mechanism eventually chosen. But it is expected 

that the client will retain design control and site supervision for the arterial roads. 

Tangible 

demonstration of 

value for money 

Value for money will form part of the decision for delivery for all projects within the North 

programme.  

Due to the competitive tender process for typical road upgrades, it is relatively 

straightforward to demonstrate value for money in the construction phase. 

These approaches should be reviewed in detail during the Implementation DBC phase once more 

detail is understood, and a more definitive procurement approach can be made. 

14.4 Required Services 

Following the route protection level NoR approach described above, the remaining elements required 

to prepare this project for implementation include: 

x Detailed design. 

x Regional consents. 

x Resource consents and management. 

x Surveillance and quality assurance (MSQA).  

Key matters to be considered are shown in Table 14-6. 

Table 14-6 Considerations for required services  

Consideration Waka Kotahi projects Auckland Transport Projects 

Scale and complexity The SH1 and RTC project 

have significant effects given 

the scale of the projects and 

environment which they 

traverse. Regional consents 

and RC will be complex.  

Specialist capability might be  

needed to design and deliver 

these strategic projects. 

New roads such as the New connection 

between Milldale and Grand Drive and the 

Dairy flat Highway rural upgrade are 

expected to attract additional design fees 

given the effects of the new links.  

Smaller design fees expected for the arterial 

road projects. Standard service providers 

are likely to be suitable for most of these 

upgrades.  

Funding No projects in the recommended North Transport Package have confirmed 

implementation funding. 

Timing and urgency The RTC project is linked to 

release of land in the Dairy 

Flat and Pine Valley areas.  

Local road implementation is likely be 

related to development pressure in the 

immediate area.  
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Consideration Waka Kotahi projects Auckland Transport Projects 

The SH1 project is identified 

as being need during the 

second decade subject to 

availability of funding.  

More details can be found in 

Appendix N. 

Dairy Flat Highway and Wainui Road are 

expected to come under development 

pressure in the first decade.  

More details can be found in Appendix N.  

Defined scope Consent conditions to be secured before award of physical works contract. 

Supplier market conditions Auckland market can service this range of contracts and service requirements. 

Client involvement, control 

and capability 

Clients desire to retain control. 

Non-cost success factors Strong desire for the clients to achieve best practice environmental and 

stakeholder outcomes. Committed to addressing carbon reduction and 

maximising the opportunities to mitigate or where necessary adapt designs to 

best respond. 

Tangible demonstration of 

value for money 

Competitive tender for services recommended. 

 

These considerations indicate that the works proposed range from small to large scale works. 

It is recommended that the design, consenting and MSQA elements are packaged together. This 

reduces the additional time requirement associated with procuring each of these elements separately. 

Overall procurement risk is low for the majority of projects within the north area considering that with 

appropriate planning, there are skills, capability and client expertise to deliver these North projects. 

Certain projects like the RTC and SH1 improvements have an elevated risk due to the scale of works 

and effects envelope of the projects.  
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Figure 15-1 Route protection process 
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x Business cases that confirm the recommended transport network and enable investors to make 

decisions on whether first decade projects will proceed to the implementation phase or 

alternatively to route protect corridors for longer term projects.  

x The preferred transport network for each growth area is route protected within five years. 

x Efficiency of process ± by protecting the recommended networks in each of the four growth areas 

together, efficiencies are sought through the business case and NoR processes.   

While projects without a physical footprint are not within the scope oI 7H 7XSX 1JƗWDKL� WKHVH SURMHFWV
(including TDM and maximising land use opportunities) are critical in meeting programme objectives 

and wider policy directives and are recommended to progress in parallel with the route protection 

task.  

15.1.3 Who decides and approves the route protection approach? 

The decision to formally lodge for route protection will ultimately be made by both AT and Waka 

Kotahi boards. There are however several steps preceding this ultimate decision as outlined in Figure 

15-3. The process also allows for multiple review and staged approvals of the documents as they are 

prepared. 

Figure 15-3 Route Protection approval process 

 

 

15.1.4 How are different projects prioritised over others? 

The benefits of route protecting each transport corridor varies subject to a range of matters, including:  

x Urgency ± development pressure including the lodgement of private plan changes, council 

structure planning, or the timing of related projects to the intervention.  

x Financial benefits obtained from protection ± route protection can reduce property and 

construction costs associated with a project. Benefits achieved are significant if protection is 

obtained prior to development but erodes over time for projects in the longer term.  

x Place shaping ± certain projects have an increased influence on the surrounding urban 

environment.  Protection of these project corridors is likely to enable land use and shape the urban 

form within an area. 
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x Potential for value capture ± Some projects have significant value capture opportunities which 

are enabled through corridor protection and increased certainty for land use and development 

opportunities.  

x Contribution to programme outcomes ± The extent to which a project contributes to the overall 

programme benefits including mode share, accessibility, resilience etc. 

The North has been prioritised by Te Tupu 1JƗWDKL WR SURJUHVV DV D FRPSOHWH SURJUDPPH WKURXJK
route protection due to the urgency of development (in parts of the study area and the ability of this 

network to support place making and good urban form as the area is developed. The Te Tupu 

1JƗWDKL PDnagement team regularly review the overall programme prioritisation (at least every six 

months) and any changes are recommended to the Alliance board for endorsement. The North 

growth area has approval to commence the pre-lodgement work in parallel to the development of the 

DBC and current expectation is that lodgement will occur in Q3 of 2023. 

15.1.5 Property 

7KH 7H 7XSX 1JƗWDKL 3URJUDPPH :LGH 3URSHUW\ 6WUDWHJ\ LGHQWLILHV DQ DSSURDFK IRU WKH VHFXULQJ RI
strategic properties.  Whilst the vast majority (80%) of property purchase is typically anticipated in the 

three years prior to implementation of a project, this acquisition could occur prior to route protection 

EHLQJ HQDFWHG� RU GXULQJ WKH URXWH SURWHFWLRQ SURFHVV� 7KH 7H 7XSX 1JƗWDKL 3URJUDPPH :LGH
Property Strategy identifies several different potential acquisition profiles for forecasting the potential 

property acquisition cashflow. 

Typically, the purchase and ongoing management of these property purchases will be undertaken by 

the purchasing entities business as usual (BAU) property teams. Both AT and the Waka Kotahi have 

well proven and tested property management processes and dedicated teams in place to manage 

these property purchases and then the ongoing management of these properties. 

15.1.6 NoR Lodgement 

The management of the NoR process is shown in Table 15-1 below. 

Table 15-1 Management of the NoR process 

Stage Management 

Lodgement x The decision to formally lodge documents will be made by the AT and Waka Kotahi board for all 

projects as per current processes for both organisations. This includes the Alliance getting owner 

endorsement from technical leads within each owner as per the earlier described Quality 

$VVXUDQFH SURFHVV DQG DQ\ µSUH ERDUG¶ FRPPLWWHHV DV UHTXLUHG�  

x To ensure that the documents prepared are appropriate to the receiving authority (Council) 

regular (fortnightly) meetings have been established with the regulatory arm of Council to agree 

levels of detail and standard consent conditions prior to lodgement. 

Hearing  x Once the decision is made to lodge, and documents are formally lodged; SGA will manage the 

interface with the receiving authority (Council) and the hearing processes on behalf of the 

specific requiring authority (AT or Waka Kotahi).  

x Leading into and during the hearings there is a need for fast decision making in respect to a 

number of key aspects, including conditions, submitter negotiations and requests from the 

hearings panel/court. 
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Stage Management 

x Both AT and Waka Kotahi have considerable experience in managing these dynamic situations 

and the SGA team will work closely with the requiring authority (AT or Waka Kotahi) to ensure 

that the required delegations and decision-making approval processes are in place prior to 

lodgement. 

Property 

agreements 

Where the identified route protection mechanism does not include a designation process, such as a 

developer agreement, the following steps will be undertaken: 

x 7H 7XSX 1JƗWDKL ZRUNLQJ FORVHO\ ZLWK $7 DQG�RU :DND .RWDKL SURSHUW\ WHDPV ZLOO SURYLGH
technical advice to negotiations. 

x AT and/or Waka Kotahi will develop developer agreements. 

x $7 DQG�RU :DND .RWDKL SURSHUW\ WHDPV ZLOO UHPDLQ WKH µFXVWRGLDQ¶ Rf the agreement and ensure 

any conditions are undertaken and the agreement is monitored and actioned as required. 

15.2 Management of projects not recommended to be route 

protected 

The Route protection strategy includes a different approach for several projects within the North 

network. Ongoing management of these projects is discussed in the Table 15-2.  

Table 15-2: Management of Type A projects   

Project Route protection 

approach 

Ongoing management 

Rapid Transit Corridor stations 

within Pine valley West, 

Silverdale West and Dairy Flat 

No route protection 

recommended for 

stations west of Pine 

Valley. 

Waka Kotahi and AT must play an important 

role in the development of structure plans and 

plan changes in this area to ensure that 

potential future station locations are not 

compromised by development of adjoining land.  

Once more certainty is available on the Mode of 

the RTC and future land use for the area, 

consideration should be given to:  

x Whether route protection of stations is 

required 

x Whether strategic property purchase 

could be undertaken 

x Development agreements 

opportunities could be explored around 

stations 

Hibiscus Coast Highway and 

Grand Drive Active modes and 

bus priority 

Not required The upgrade of this corridor is recommended to 

proceed to an implementation business case. At 

this point AT will confirm the details of upgrades 

required on this corridor.  
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Table 15-3: Key Risks for the North DBC 
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15.4.1 Engagement 

7H 7XSX 1JƗWDKL KDV DQ H[WHQVLYH DQG RQJRLQJ HQJDJHPHQW DQG FRQVXOWDWLRQ SURJUDPPH� 7KH
SXUSRVH RI WKLV SODQ LV QRW VROHO\ WR µFRQVXOW¶ ZLWK SDUWQHUV DQG VWDNHKROGHUV� EXW DOVR WR FROODERUDWH
and empower others, particularly partner organisations who have their own roles and responsibilities 

in delivery of an integrated urban transport system and sustainable land use pattern (e.g., particularly 

the Council).  

A Communications and Engagement Management Plan has been prepared which outlines 

operational policies and procedures for managing the communications, stakeholder and community 

HQJDJHPHQW ZRUNVWUHDP ZLWKLQ 7H 7XSX 1JƗWDKL� 7KH 0DQDJHPHQW 3ODQ KDV LQIRUPHG WKH
Communications and Engagement Strategy and a variety of plans to inform engagement with 

partners, key stakeholders and the community/public.  The relationship of these documents is shown 

in Figure 15-4. 

Figure 15-4 7H 7XSX 1JƗWDKL FRPPXQLFDWLRQV DQG HQJDJHPHQW 

 

The focus of the engagement at a programme wide level during the preparation of the NoRs is 

detailed in Table 15-4. 

Table 15-4 Engagement during preparation of NoR 

Theme Programme Wide response North specific response 

Manawhenua x Regular hui to communicate progress and discuss 

specific project activities. 

x Regular hui. 

x Discussions around impacts 

and mitigations on sensitive 

locations such as the Weiti, 

Lukus Creek, Okura Creek area 

and Orewa River. 
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Theme Programme Wide response North specific response 

Public 

engagement 

x Continue to build understanding of wider Te 

7XSX 1JƗWDKL SURJUHVV DQG WKH SURFHVV RI URXWH
protection as set out in the Programme Wide 

Comms and Engagement Strategy 

x Continue one-on-one engagement with 

landowners / developers (e.g., meetings) 

regarding potential effects and opportunities for 

shared alignment in outcomes (e.g.  through 

developer agreements) ± particularly in areas 

where land is live zoned or is about to be. 

x Inform stakeholders about the processes for 

route protection (e.g., via e-updates, meetings and 

website information) and provide an opportunity for 

participation (i.e.  submission on the NoR or similar 

as appropriate). 

x Development of engagement 

plan for NoR preparation phase. 

x For the North particular regard 

will be given to the re-

engagement strategy with 

landowners associated with the 

RTC corridor and new road 

connections. 

x Initial land owner meetings will 

need to be held with property 

on projects which have had 

limited owner interactions to 

date. 

Council 

engagement 

x Critical ongoing discussion with the Council around 

land use and transport integration. This will include 

a range of interactions from detailed structure plans 

to wider discussions around achieving sustainable 

urban mobility in the un-zoned future urban areas. 

This will take place through specific Auckland 

Council/SGA forums, workshop environments and 

individual meetings. 

x Participation in Council land use 

forums. 

x Continued relationships with 

Council Plans and Places about 

future structure plans. 

Stakeholders x Provide information (and seek feedback) on staging 

and timing for the preferred network, including 

specific opportunities for sequencing of urban 

development (e.g., meetings with utility providers 

regarding integration of utilities within the future 

transport corridor). 

x Ongoing workshops and communications with 

Programme-wide stakeholders and stakeholder 

groups e.g., Development/Freight/Road Users 

Group, Active Modes/Public Transport Advocacy 

Group and Environmental/Social Impact Group 

x Ongoing attendance at existing 

stakeholder forums. 

Environment x Further understand specific issues/ environmental/ 

urban development effects and opportunities in the 

preferred network to identify potential design 

responses and environmental management / 

mitigation (for route protection documentation 

x Will be considered as part of 

the preparation of AEE 

documentation. 

Property x Identify opportunities for AT and Waka Kotahi to 

undertake early property acquisition (e.g.  willing 

buyer/willing seller arrangements. Note leading this 

process is outside the specific scope of work for Te 

7XSX 1JƗWDKL. 

x Information to be passed on by 

project team to appropriate 

owner organisation.  

Decision 

makers 

x (QDEOH 7H 7XSX 1JƗWDKL WR LQIRUP GHFLVLRQ PDNHUV
on the risks and opportunities of potential route 

protection mechanisms for the preferred network. 

x Regular update of risks and 

opportunities registers. 

x Project team to work with 

Owner Interface Managers to 
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Theme Programme Wide response North specific response 

allow briefing into owner 

organisations. 

 

15.4.2 NoR Post route protection management 

This section covers the management of tasks after the designation has become operative. 

15.4.2.1 Key tasks 

During this phase of the programme the key tasks could include: 

Table 15-5 Key tasks post designation 

Task Commentary 

Management of 

designations 

obtained in 

previous phase. 

This could include the management of conditions and the potential for monitoring lapse 

periods as required. The requiring authority for a project will be responsible for the 

management of a specific designation. Both AT and Waka Kotahi have existing and 

proven systems for the management of these designations and currently do this on a 

regular EDVLV� 7KH 7H 7XSX 1JƗWDKL GHVLJQDWLRQV ZRXOG EH DGGHG WR WKH UHVSHFWLYH
UHTXLULQJ DXWKRULW\¶V FXUUHQW VXLWH RI GHVLJQDWLRQV WR PDQDJH� 

Scoping, 

procurement and 

delivery of 

required 

implementation 

DBCs. 

 

The DBCs undertaken have been focused on the case for investment in the route 

protection of the identified preferred interventions. It is acknowledged that given this 

route protection focus, there ZLOO QHHG WR EH D IXUWKHU LQYHVWPHQW µJDWH¶ WR FRQILUP WKH
case for investment in the implementation of the identified interventions when required in 

the future.  This subsequent investment decision will require appropriate information.   

It is proposed that this sits within the business case framework as an Implementation 

Detailed Business Case (ImpDBC). The scope of each ImpDBC will be informed by the 

specific intervention but is anticipated to include: 

x Review of any changes in critical assumption since package DBC completed. 

x Further design development. 

x Safety Audit. 

x Parallel Estimate. 

x Consenting Strategy. 

x Confirmation of funding sources. 

x Inter-dependences with other projects and any critical triggers. 

x Procurement Strategy. 

x The scoping of this ImpDBC will be undertaken by the lead entity for the intervention 

and it is recommended that: 

x Scoping is undertaken at least three years prior to planned implementation. 

x The ImpDBC is completed at least one year prior to planned implementation, earlier if 

property issues are anticipated. 
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Task Commentary 

Scoping, 

procurement and 

delivery of 

projects to 

implementation. 

 

Once a project has funding (through acceptance of ImpDBC) the next stage in the 

implementation of the project will include four stages as shown in Figure 15-5 below. 

Figure 15-5 Project implementation 

 

Depending on the project, there will be a number of different options to deliver each of 

these stages.  For example, consenting, design and implementation could all be 

procured separately from one another, or in one collective contract (such as an Alliance). 

This will be very dependent on the project risks as defined in the ImpDBC.  It is 

anticipated that the ImpDBC will include a procurement strategy that will outline in detail 

how each of these steps will be procured and managed. 

Both AT and Waka Kotahi have the systems and capability to successfully manage the 

procurement and delivery of each of these steps. 

 

Purchasing and 

management of 

property 

acquisitions. 

 

Typically, the vast majority of property purchase for a project is anticipated in the three 

years prior to implementation of a particular project.  The Programme Wide Property 

Strategy also outlines the need for a dedicated Supporting Growth Strategic Property 

Fund for advanced property purchase and a dedicated team to drive this fund.   

Both AT and Waka Kotahi have well proven and tested property management processes 

and dedicated teams in place to manage these property purchases and then the ongoing 

management of these properties. 

Land use and 

transport 

integration 

optimisation 

activities. 

Tasks could include continued input into future structure planning or progressing 

intensified land use development and Transit Oriented Development at stations. These 

tasks are likely to involve ongoing discussions with multiple organisations with the 

outcome to maximise land use and transport integration. Many of these have been 

identified in the next steps section of this North DBC (Chapter 15). 
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15.4.2.2 How will the North programme be governed? 

7KH 7H 7XSX 1JƗWDKL VFRSH ILQLVKHV ZLWK WKH URXWH SURWHFWLRQ RI WKH LGHQWLILHG WUDQVSRUW FRUULGRUV�
Therefore, this next phase will be managed and governed directly by the project owners of Waka 

Kotahi and Auckland Transport. It is noted that a formal handover and knowledge transfer will need to 

RFFXU EHWZHHQ 7H 7XSX 1JƗWDKL SURMHFW WHDP DQG WKH ZLGHU RZQHU RUJDQLVDWLRQV WR HQVXUH WKH
appropriate next steps are progressed. 

These post designation activities are generally considered Business as Usual for the owners and it is 

expected that the owners would identify the relevant teams within the organisations to progress the 

tasks.   

*LYHQ WKH VFDOH RI WKH RYHUDOO 7H 7XSX 1JƗWDKL SURJUDPPH WKHUH PD\ EH RSSRUWXQLW\ IRU WKH RZQHU
organisations to consider how they will resource and deliver the tasks. There are many different 

JRYHUQDQFH RSWLRQV� ZLWK WKUHH PDLQ JRYHUQDQFH µWKHPHV¶� 

x Option 1: Individual Project BAU ± Each project would be delivered and governed by 

appropriate requiring authority (i.e., AT would govern and deliver arterial roads) in isolation. 

x Option 2: Complete Programme Approach ± Similar to current governance, AT and Waka 

Kotahi would jointly govern a programme approach and procure services together to deliver the 

next stages of the programme. 

x Option 3: Partial Programme Approach ± Similar to Option 2, however whilst governance would 

be combined, delivery would be undertaken by either AT or Waka Kotahi, reporting to a combined 

governance arrangement for say funding and prioritisation. 

Any future joint governance arrangement will need to be considered and agreed by Waka Kotahi and 

Auckland Transport. 

15.4.2.3 Risk and opportunity management 

Both the AT and Waka Kotahi delivery systems and processes have risk management at their core.  

In terms of the key risks envisaged at this time for this stage of the programme, these are considered 

to be: 

x Consistency of messaging to stakeholders and property owners. 

x Availability of funding for implementation (and property funding). 

x Land use including housing and business/ employment yields and co-investment in the public 

realm occurs at a pace and level that is generally consistent with levels assumed at the DBC.  

x Appropriate width of designations obtained for latest transport system requirements. 

These risks (and others identified closer to the time) during the scoping and the continued project 

development phases will need to be proactively managed to ensure the successful implementation of 

the projects moving forward. 

15.5 Overall programme management 

15.5.1 Prioritisation 

Prioritisation of the overall programme is a critical component to ensuring the programme outcomes 

are delivered, as prioritising the programme incorrectly could in fact undermine the outcomes sought. 
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Each individual DBC has identified an assumed prioritisation at this time to best deliver the outcomes 

VRXJKW� ,W LV DFNQRZOHGJHG WKDW WKLV D SURJUDPPH WR µVXSSRUW JURZWK¶ DQG LV WKHUHIRUH LQWULQVLFDOO\
linked to the scale and pace of development that eventuates as a result of land use zoning and 

market forces.  Therefore, each DBC and the overall prioritisation has identified triggers for 

implementation of a number of the projects in the programme. 

$W WKH FRQFOXVLRQ RI WKH URXWH SURWHFWLRQ SURFHVV XQGHUWDNHQ E\ 7H 7XSX 1JƗWDKL WKHre will be an 

overall programme implementation and prioritisation plan based on the information at that time and 

based on the key principles of scale and pace of development, mode share outcomes, placemaking 

and contribution to climate change response.  Given this programme could take in the order of 30 

years it is almost certain that circumstances will change that impact on the delivery and prioritisation 

of the programme. 

15.5.2 Benefits realisation 

Ongoing tracking and measurement are another important aspect of the programme to make sure the 

outcomes sought are delivered.  This is particularly important for a programme of this scale and 

duration where there is likely to be considerable change in what actually occurs (such as pace and 

scale of land use) over this long time period. 

The DBCs have therefore been developed with a consistent programme wide Benefit Logic Map 

(BLM). Adopting a BLM approach ensures the benefits of each project align with strategic objectives 

and help deliver the programme-level benefits. The BLM also allows proposed outputs to be logically 

mapped to benefits (via outcomes), so that different scenarios can be compared on the basis of their 

benefits impact. A single BLM for the programme will also: 

x Allow subsequent time profiling of benefit realisation to inform prioritisation discussions, by sub-

programme and programme. 

x Allow more effective and consistent programme communications and stakeholder engagement. 

x Minimise the amount of re-work when completing the benefits for the DBCs. 

x Inform the consenting strategy. 

7KH %/0 ZLOO DFW DV D UHIHUHQFH GRFXPHQW IRU YDOLGDWLQJ HDFK RSWLRQV¶ FRQWULEXWLRQ WR SURJUDPPH
benefits. Analysing options in this way will immediately address the value for money strategic 

objective, by transparently demonstrating the: 

x Contribution towards the desired GPS results (benefits). 

x Return on the investment ± expected benefits compared with expected cost. 

x Reason for the decisions, especially where there is a cost benefit ratio lower than would normally 

be required for inclusion in the NLTP.16  

In addition, value for money also requires investments to be made at the right time. Developing a 

benefit realisation profile based on when outputs are complete (i.e., when assets are commissioned) 

will allow resources to be focused on those activities that shift the benefits dial the most. Re-

prioritising initiatives in the event that strategic objectives change or external factors dictate - becomes 

a simple exercise of re-mapping the outputs and outcomes to the updated benefit set. 

 
16 Government Policy Statement on Land Transport, 2021, Section 3.2 
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15.5.3 OptLPLVLQJ WKH RXWFRPHV IURP 7H 7XSX 1JƗWDKL 3URJUDPPH 

Specific measures to support the North recommended network have been detailed in Section 10.3.  

Table 15-6 outlines the proposed management to ensure that these complementary and necessary 

elements are also delivered. 

Table 15-6 Proposed management for supporting measures 

Element Organisations 3URSRVHG 7H 7XSX 1JƗWDKL
Management 

Urban 

System 

integration 

This is an incredibly complex arrangement as there are 

often competing needs and low cross party coordination 

in planning and implementation activities.  It is critical that 

common outcomes are sought, clearly communicated to 

all parties for alignment and that parties are held to 

account in the delivery of their particular aspect of the 

complete solution. 

There are multiple parties involved in these aspects, 

including: 

x Auckland Council (statutory & spatial planning, 

consent authority, civil & social infrastructure. 

provider, local transport system specifier & operator, 

via CCO Auckland Transport). 

x Government departments (public facilities including 

schools and other facilities). 

x Developers (implement form and function ultimately). 

x Transport authorities (build stations and supporting 

infrastructure). 

x .ƗLQJD 2UD ± an urban development agency to assist 

in delivering transport supportive urban outcomes. 

x Separation in metropolitan rail provision between 

public transport operators and infrastructure 

providers. 

x Council urban renewal agencies such as Panuku in 

Auckland. 

Develop an urban strategy for 

the North. 

All parties will be critical to its 

development, actions and active 

monitoring. 

 It is proposed that as well as the 

current bodies tasked with urban 

outcomes, that a dedicated role is 

identified that is focused on the 

delivery, monitoring and 

implementing of the Urban 

Strategy. 

Transport 

system 

optimisation 

To be led by Waka Kotahi and Auckland Transport. 

Financial, technological and operational incentives are 

also needed to support mode shifts needed to address 

climate change and congestion. 

Provide a dedicated TDM 

resource. 

It is proposed that a dedicated 

resource is tasked with ensuring 

the TDM elements identified are 

developed, implemented and 

monitored. 

Other 

Transport 

It is critical that there is cross organisation collaboration 

DQG DOLJQPHQW RQ WKH LPSOHPHQWDWLRQ RI WKHVH µRWKHU¶
projects so that the outcomes sought can be delivered by 

all projects.  There are many competing needs and 

Part time programme 

coordinator role 
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Element Organisations 3URSRVHG 7H 7XSX 1JƗWDKL
Management 

challenges to aligning multiple projects and careful 

planning and management of this integration is required.  

There will need to be coordination between: 

x Waka Kotahi (funding and state highway projects). 

x Auckland Transport (Local roads and public transport 

services). 

x KiwiRail (Rail infrastructure). 

x Developers (Key local transport links). 

x .ƗLQJD 2UD� 

 

To ensure the coordinated 

delivery in a dynamic 

environment, a part time 

programme coordinator role is 

proposed to ensure the 

necessary level of coordination is 

achieved. 

 

15.5.4 Ongoing programme management roles 

It is proposed to manage identified roles through the establishment of a Green Fields Action team. 

This ongoing programme management team for the programme provides for a total of five roles as 

shown in Figure 15-6. This includes three roles to deliver optimised outcomes as detailed above and 

two additional roles for previously identified property tasks.  

Figure 15-6 Project management team roles 
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16 Conclusion and Next Steps 

This North DBC sets out the rationale for investing in route protection for the North. Based on the 

information provided throughout this document, the following approvals are sought: 

1. Approval of the North recommended transport network. 

Approval and endorsement is sought for the recommended options of the North recommended 

transport network which includes: 

 Total of 22 recommended projects in the North. 

 Two key pieces of strategic infrastructure including the Rapid Transit Corridor and the upgrade 

of State Highway corridor between Albany and Silverdale 

 Three new or upgraded state highway interchanges. 

 Eight upgraded arterial roads. 

 Two new arterial road alignments 

 One rural transport corridor upgrade on Dairy Flat Highway 

2. Approval of lodgement and route protection preparation for the North. 

 Approval for lodgement and route protection for the North growth area which includes: 

 13 NoR packages. 

It is noted that the preparation of NoR documentation for the North is underway and 

documentation would be subject to standard review processes by Waka Kotahi and AT.  

3. Approval to release funding from the existing allocated SGA funding for the North post lodgement 

activities. 

4. Acknowledgement of the potential early property acquisition and associated risk arising from route 

protection of the recommended North Package. 

It is acknowledged that this business case is focussed on route protection and that there are funding 

implications associated with 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 forward revenue projections, there 

is significant uncertainty surrounding the ability to fund the programme using traditional funding 

mechanisms/ NLTF over the long-term.  

Acknowledging this uncertainty and the forecast long-term funding gap it is recommended that route 

protection and resultant property purchases be completed at this time because: 

While growth predictions have been the subject of change in recent time and timing changes are 

expected to be formalised through Councils FDS work, ongoing development pressure is present in 

the North area. No change to extent of growth is proposed. Therefore, there is certainty that we are 

route protecting for an area that will need additional transport infrastructure in the future. 

The very nature of route protection enables the provision of planned infrastructure rather than 

³UHVSRQVLYH´ LQIUDVWUXFWXUH ZKLFK W\SLFDOO\ UHVXOWV LQ LQIUDVWUXFWXUH EHLQJ UHWURVSHFWLYHO\ DGGHG DQG
squeezed into available land that has already experienced growth-related development. This planned 

approach therefore provides the owners with significant opportunity to front foot and respond to key 

issues such as climate change and other mitigation/ adaptation needs of the network. Importantly it 
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also protects the ability to actually realise the step change transport outcomes (mode shift, land use 

integration and accessibility enhancements) which otherwise can be compromised as space is 

restricted. 

Financially, a small investment now is forecast to save many millions of dollars in property and 

implementation costs that makes financial sense. Route protection requires some upfront expenditure 

but is cheaper than acquiring land later due to escalated property prices due to underlying growth in 

land values, rezoning and development.  

Implementation will be considerably less difficult (and costly) due to a designation being in place prior 

to the growth. sp 

Having route protection in place now provides increased certainty for developers, providing a better 

environment for co-funding agreements to be made, providing the best possible opportunity for 

increased affordability of the required infrastructure. 

x 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. Having a property team focussed on the 7H 7XSX 1JƗWDKL programme. 

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

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

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

boards for endorsement in the fourth quarter of 2023. 

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

constrained 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 wider 7H 7XSX 1JƗWDKL programme is of a 

scale not undertaken before, providing unique challenges and opportunities for alternative funding 

models.    
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16.1 Next Steps 

7KH IROORZLQJ NH\ QH[W VWHSV IRU 7H 7XSX 1JƗWDKL LQ WHUPV RI URXWH SURWHFWLRQ DUH� 

1. Preparation of documentation for NoR  

2. Approval to lodge the NoR 

3. Lodgement of NoR 

4. Post lodgement activities. 

In a DBC this complex there have been a number of key activities that have been identified that need 

to be undertaken to either reduce residual risks, better manage uncertainty or unlock additional 

potential and opportunities for the projects.  These activities will also support a handover to the owner 

RUJDQLVDWLRQV RQFH WKH 7H 7XSX 1JƗWDKL SURJUDPPH LV FRPSOHWHG� 7KHVH DUH GRFXPHQWHG LQ Table 

16-1 to Table 15-3 below and are split into general, strategic project and local project actions. Some 

IDOO RXWVLGH WKH 7H 7XSX 1JƗWDKL UHPLW RI URXWH SURWHFWLRQ DQG LQ WKHVH LQVWDQFHV� DSSURSULDWH RZQHUV
have been identified for the actions. These steps have been discussed with both Auckland Transport 

and Waka Kotahi to agree the best solution for ongoing management.  
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Table 16-1 General next steps for North 

Project/ 

NoR 

Corridor Next step Action Owner/s Dates 

All x Recommended 

North Transport 

Network. 

Property  

Management of property acquisition 

x Develop overall plan for Northern property purchase. 

x Consideration of strategic advance purchases, agreeing developer agreements. 

Waka Kotahi/Auckland Transport Ongoing 

All x Recommended 

North Transport 

Network. 

Land use and transport integration for 

non- structure planned areas.  

Opportunities as part of future structure 

planning processes to ensure further 

integration between the preferred transport 

network and land use.  

 

x Owners to continue to work with Auckland Council in further iterations of the Spatial Land Use framework.  

x Owners to engage with Auckland Council in the structure planning process and preparation of Integrated 

Transport Assessments (ITAs). Consider instigating a recurring meeting to aid regular dialogue in the lead 

up to the commencement of the structure plan process.  

x  

Waka Kotahi/Auckland 

Transport/Auckland Council 

With interim support from Te Tupu 

1JƗWDKL. 

 

2023 -2030 

regular dialogue 

All x Recommended 

North Transport 

Network. 

Sustainability and Climate Change 

response. 

Organisations are developing strategies to 

respond.  

x Climate change factors have already been incorporated in the North DBC e.g., through the transport 

outcomes/investment objectives, option selection, measurement of emissions. 

x 7H 7XSX 1JƗWDKL has developed a programme wide response to these broader issues and scope for NoR 

phase. Will continue to explore ways to mitigate greenhouse gas emissions through subsequent phases. 

x Owner organisations are currently developing their own tools to assess and review projects against 

FOLPDWH FKDQJH� ,W LV UHFRPPHQGHG WKDW WKH 7H 7XSX 1JƗWDKL SURMHFWV DUH included in owner climate 

change assessment programmes at the appropriate future gateways to realise the maximum 

opportunities for mitigation and adaptation.  

Waka Kotahi/Auckland Transport  

All x Recommended 

North Transport 

Network. 

Changes to the Resource Management 

Act 

Impacts on the Route protection strategy. 

x North NoR team will continue tracking these policy changes and will need to adapt the strategy if 

required. 

x 1RW H[SHFWHG WR LQIOXHQFH WKH ³ZK\´ IRU URXWH SURWHFWLRQ EXW PLJKW LPSDFW WKH ³KRZ´� 

7H 7XSX 1JƗWDKL 1R5 WHDP Ongoing 

 

Table 16-2 Next steps ± Project specific next steps 

Project/ 

NoR  

Corridor Next step Action Owner/s Dates 

1,2,3 x Rapid Transit 

Corridor - 

stations 

Explore Value capture opportunities 

around RTC stations 

x The RTC station land has been identified as a strategic opportunity from a property perspective.  

x Consideration should be given to property purchase in and around stations to provide future Value 

Capture opportunities via willing selling / willing buyer arrangements or applications for hardship.  

Waka Kotahi 2023-2035 

1 x Rapid Transit 

Corridor  

Confirmation of RTC mode.  

Direction is being informed by Auckland 

Rapid Transit Plan and the work currently 

being undertaken by the Additional 

Waitemata Harbour Connections business 

case.   

x AWHC business case to confirm mode. Expected to be completed in 2023.  Modal decision could be late 

2023.  

x North DBC team to continue using mode agnostic principles in NoR preparation, but for the purposes of 

effects assessment assume a busway. Working closely with AWHC team and wider Waka 

Kotahi/Auckland Transport to understand how the modal decision is progressing. If resolution is achieved 

during NoR timeframes then refinements to design based on mode choice could be undertaken e.g 

station location, alignment refinements and grade separation assumptions. 

Waka Kotahi/Auckland Transport / 

Te TupX 1JƗWDKL. 

 

2023-2025 
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Project/ 

NoR  

Corridor Next step Action Owner/s Dates 

1 x Rapid Transit 

Corridor 

RTC Station Locations. 

Final detailed station locations and 

alignment to be confirmed during NoR 

preparation. Consideration to be given to 

land use intensification around stations. 

Waka Kotahi and Auckland Transport urban design and land use futures teams to commence discussions 

with: 

x 3RWHQWLDO ZLGHU SDUWQHUV VXFK DV .ƗLQJD 2UD RU 3DQXNX WR XQGHUVWDQG WKH GHYHORSPHQW SRWHQWLDO DURXQG
stations. 

x Auckland Council Plans and Places Group regarding VWUXFWXUH SODQQLQJ IRU WKH .XPHǌ WRZQ FHQWUH DQG
DFFHVV WR WKH .XPHǌ 57& VWDWLRQV H�J ERXOHYDUG� DSSURDFK� 7R DOVR LQFOXGH WKH FRQVLGHUDWLRQ RI D
complementary north south road to provide access to the future Huapai RTC station. 

x Consideration of the NPS:UD and potential third party developer interest. 

Waka Kotahi/Auckland Transport 

(Depending on the designated 

Requiring Authority). 

With support from Auckland Council. 

2023-2035 

 x Rapid Transit 

Corridor 

Consideration of optimal locations for 

Collector roads to cross the rapid 

Transit corridor 

The location of grade separated crossings for collector roads is not yet known given the uncertainty of the 

collector and local road networks.  

As private plan changes and consent applications are identified, consideration should be given to the optimal 

location for collector roads to cross the RTC corridor with the least impact on the vertical geometry.  

Waka Kotahi 2023 onwards 

4 x State Highway 

improvements 

Consideration of interim rapid transit 

services. 

Opportunity to improve existing public 

transport services prior to the 

implementation of the RTC. 

Develop a plan to assess the need for interim public transport improvements pre delivery of the RTC. This 

might consider aspects such as: 

x Temporary bus services (such as frequent shuttles to Westgate) and infrastructure on SH16.  

x Interim passenger rail services. 

x Temporary use of RTC or ASH facilities for bus services. 

x Impacts on planned RTC staging. 

Auckland Transport 

 

2023-2030 

 x State Highway Demand management strategy to be 

developed 

x Prior to the implementation for the RTC corridor in the North, consideration should be given to State 

Highway corridor and how this space could be used to improve travel choices and manage VKT.  

x A demand management strategy is recommended to be prepared to weigh up the use of this space and 

integrate with the network downstream. 

Waka Kotahi Prior to 

implementation of 

the RTC corridor 

 x Dairy Flat 

Highway 

upgrades, 

Rapid Transit 

corridor Pine 

Valley station  

Involvement in the plan change process 

to ensure the Dairy Flat upgrade is  

x The Silverdale West area is likely to be subject to a Plan Change within 2023. Involvement in the plan 

change will ensure outcomes are obtained with regard to the road network and urban development in the 

surrounding areas.   

Auckland Transport / Waka Kotahi 2023-2024 
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Appendix A: North Strategic Case 

Appendix B: Climate Change Response 

Appendix C: Alternatives Assessment 

Appendix D: Technical Assessment 

Appendix E: Engagement Summary 

Appendix F: Transport Outcomes Report 

Appendix G: Cost Report 

Appendix H: Urban Design Evaluation 

Appendix I: Design Report 

Appendix J: Economics Assessment  

Appendix K: Property Overview 

Appendix L: Route Protection Strategy 

Appendix M: Risk Register 

Appendix N: Staging Considerations 

Appendix O: Mana whenua engagement summary 

Appendix P: ES screens 
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