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1. Purpose and Structure of this Report 

Te Tupu Ngātahi (the Supporting Growth Alliance) is identifying preferred transport networks to 

support growth in the identified growth areas of Auckland. In selecting the preferred transport network 

for each growth area, a wide range of options are being developed and evaluated, including: 

• Transport infrastructure corridors to be protected via designations (or other planning 

measures); and 

• Complementary measures, such as public transport services, land use integration and 

behaviour change initiatives.  

This Options Assessment Report outlines the options development and assessment process and 

outcomes for the Indicative Business Case (IBC) being prepared for the Southern growth area of 

Auckland.  

The ‘Southern growth area’ is identified in Figure 1 and includes the following sub-areas: 

• Strategic Connections South;  

• Takaanini; 

• Opāheke-Drury; and 

• Pukekohe-Paerata. 

This report covers both the long list and short list phases, through to recommendation of a preferred 

transport network. This report is Appendix B to the IBC for the Southern growth area. Refer to 

Appendix A:  Strategic Case for more information relating to the problem statements and objectives. 

This report is structured as follows: 

• Optioneering process – general overview of the optioneering and decision making process 

which includes the Te Tupu Ngātahi approach to the multi-criteria assessment (MCA) 

framework.  

• Long list development and assessment – this includes identification and consideration of the 

scope for interventions, system design principles, and stakeholder workshops and feedback 

at Workshops 1 and 2 (covering problem and benefit identification, investment objective 

formulation, and optioneering of the long list). This section also provides the MCA summary 

of the long list of options and a final recommendation and justification for the options taken 

through to the short list.  

• Short list development and assessment – this includes the process of packaging options, 

the process of refining the short list (including new options and realignment of indicative 

corridors), the systems and tools used for evaluation and assessment of the short list, 

community engagement, stakeholder workshops and feedback (Workshop 3), the MCA 

summary of the short list and recommendation on the preferred network.  
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Figure 1: Southern Growth Area 
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2. Overview of the Optioneering Process 

The over-arching optioneering process for the South IBC is summarised in Figure 2. 

Figure 2: Over-arching Optioneering Process 

 

The long list assessment phase included development and assessment of a wide range of options 

against the South IBC investment objectives and MCA criteria, using a Programme-wide MCA 

Framework. Following the long list assessment, a number of options were recommended to proceed 

to the short list. Key project partners (Auckland Transport, NZTA, Auckland Council, Manawhenua 

and KiwiRail) were involved in the development of long list options at Workshop 1 and evaluation of 

those options at Workshop 2.  

Refer Section 3 for further details on the long list development and assessment.  

At the short list stage, options underwent a refinement and packaging process. 

Feedback from a public consultation process in September-October 2018 was also considered in the 

short list option evaluation process. Key project partners were also involved in the evaluation of the 

short list and selection of the recommended preferred network at Workshop 3, and various other 
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meetings. Refer Section 4 for further details on the short list development and assessment and 

Section 5 sets out the recommended network. 

Two phases of assessment were applied to the evaluation of options, as detailed below. 

2.1.1. MCA Framework 

An MCA Framework was developed for the wider programme of work, in consultation with Auckland 

Transport, the NZTA and Manawhenua (refer Appendix B1: Supporting Growth Alliance MCA 

Framework). The MCA Framework is based around assessment against the investment objectives 

and four ‘wellbeing’s’: Cultural, Social, Environmental and Economic. Under each of the wellbeing’s, a 

combination of effects and opportunities were considered. This framework was used to assess the 

majority of options focusing on options that have a physical footprint and are likely to have effects on 

the surrounding communities and environment. 

At the commencement of the short list and long list assessment phases, the programme-wide MCA 

Framework was ‘localised’ to make it more directly applicable to the South IBC and the specifics of 

the Southern growth area. For example, some criteria were not scored if it covered the same issues 

as the investment objectives. The same general framework was used throughout the long list and 

short list evaluation. However a higher level of design detail, technical assessment and specialist 

input was applied at the short list evaluation phase (relative to the long list evaluation) and additional 

MCA criteria were assessed. 

Refer Sections 3 and 4 for more details of the long list and short list MCA processes. 
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3. Long List Development and Assessment 

3.1. Long List Development 

Key steps to the development of the long list options are indicated below. Steps 1 through 5 is 

captured in the Strategic Case (refer to Appendix A:  Strategic Case for more details): 

1. Review strategic context 

2. Identify constraints and opportunities including through the lens of Manawhenua cultural values 

3. Identify travel demands and functional needs/mode 

4. Identify draft problems and benefits 

5. Identify draft local objectives  

6. Identify the scope of appropriate interventions (refer to Section 3.2) 

7. Develop desired outcomes 

8. Workshop 1: Review problems and objectives and generate option ideas, including consideration 
of the preferred network identified in the earlier Programme Business Case (PBC) 

9. Reconsider and confirm problems and objectives 

10. Define the long-list of options, which included the preferred network identified in the earlier PBC 

11. Review and confirm that the scope of interventions considered is adequate by the project team. 

 

Steps 6 to 11 are discussed further below.  Following Step 11, the long list of options was evaluated 

and assessed, as described later in this report.  

The long list assessment focused on the performance of the options in a more localised context.  This 

identified those options that will progress through to the next stage of assessment i.e. the short list 

development and assessment.  

3.2. Scope of Interventions 

The project teams1 developed a ‘scope of interventions’ framework for defining the scope of 

appropriate interventions to solve the problems identified. The scope of interventions framework was 

communicated to stakeholders at Workshop 1 to help guide the development of options. The scope 

was also used post-Workshop 1 to sift out options that were not considered relevant to the identified 

objectives and were subsequently discarded through the option development process. 

 

 

1
 Included input from Transport Planners, Planners, Urban Design Specialists, Walking and Cycling Specialists and 

Public Transport Specialists 
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3.2.1. Types of Interventions 

The proposed 'scope of interventions' framework for the long list options development drew from the 

NZTA's BCA Strategic Options toolkit2 (as a foundation information source). That toolkit covers a wide 

range of transport interventions, including physical and non-physical options such as: 

• Accessibility planning 

• Freight management 

• Intelligent Transport Systems 

• Travel planning 

• Priority lanes 

• Walking, cycling (active modes)  

• Public transport infrastructure 

• Road tolling. 

In addition, the interventions considered for the long list options development for the South IBC were 

not restricted to the toolkit. A wider range of possible interventions were considered, as relevant to the 

investment objectives for the South IBC (refer to Appendix A:  Strategic Case for details on these). 

The range of interventions included those that will influence both the supply-side and the demand-

side of travel (refer to Appendix I: Travel Demand Management for more details on this).  

3.2.2. Functional Scope 

The functional scope refers to options that will meet a functional need within the study area, and will 

deliver on the identified investment objectives for the IBC. 

For the Strategic Connections options, the functional scope focuses on the key strategic connections 

to/from, and through, the study area that support the planned growth in the Southern growth area and 

deliver on the identified objectives.  

For Takaanini, Opāheke-Drury and Pukekohe-Paerata options, the functional scope focuses on 

providing access to/from and within the study areas, and also providing access to the strategic 

connections to support the planned growth and deliver on identified objectives. The function of the 

roads is classified as an arterial or higher standard; collector and local roads will not be assessed as 

part of the South business case network options.   

Generally, the interventions considered are those that are specific to the study areas for each IBC. 

However, interventions outside of the study areas were also considered if they are able to significantly 

contribute to addressing the identified objectives. There is also a need to consider the downstream 

effects of interventions outside of the study areas. These effects may be identified at a later stage 

through the assessment of options.  

Interventions outside the Southern study area which may address the identified objectives or potential 

downstream effects include the following: 

 

 

2
 Accessed from https://nzta.govt.nz/planning-and-investment/learning-and-resources/business-case-approach-

guidance/supporting-material/tools-and-templates/  
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• The Airport to Botany Rapid Transit Network (RTN) and 20Connect (SH20). 

• Growth in the North Waikato and other south Auckland areas, including to Pokeno, Tuakau, 

Kingseat, and Waiuku. 

3.2.3. Beyond the Scope of the IBC Considerations 

In developing the long list, options considered beyond the scope of the IBC were those that: 

• Fall outside of the study areas, unless they are able to address the identified objectives; 

• Are being addressed by other projects e.g. upgrade of Puhinui Road, six laning SH1 from 

Papakura to Bombay; or 

• Are not relevant to the problem we are seeking to solve for this business case 

As discussed further below, the project team undertook a sifting process of the long list of options 

identified at/or post-Workshop 1 to identify those options that were considered beyond the scope of 

the IBC. 

3.2.4. System Design Principles 

Figure 3 outlines the draft System Design Principles that were applied to the development of the long 

list options. These principles provide a framework for classifying the types of interventions considered. 

They were used in further developing options throughout the South IBC process. The principles reflect 

current strategic documents and guidance (e.g. the Government Policy Statement (GPS) 2018), 

Auckland Transport’s Roads and Streets Framework and the NZTA’s Urban Design Framework). 

They are draft principles and will be revised and updated to reflect the latest guidance as strategies 

become available and also to reflect Auckland Transport/NZTA specialist input (e.g. urban design, 

public transport and walking and cycling specialists). 



Options Assessment 

 

Supporting Growth Programme | Appendix B | December 2018 14 

Figure 3: System Design Principles 

 

3.2.5. Active Modes 

A principle-based network design process was developed and included as part of the Design 

Framework to define the expectations and principles of regional and primary routes, as well as identify 

key spatial connections. These are informed by trip purpose, origins and destinations, and modal 

integration. Regional and primary route definitions, along with secondary and local links (which will be 

developed in the DBC) are summarised in Table 1.  
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project partners (Manawhenua and Auckland Council) attended the workshop on 7 June 2018.  A 

representative from KiwiRail also attended the workshop. 

The purpose of the workshop was to identify any issues and constraints in the business case areas, 

gaining feedback on the problem and benefit statements for each business case (the ‘case for 

change’), as well as to identify long list option ideas.  

Prior to Workshop 1, the project team provided workshop invitees with an information pack that 

provided background context and the analysis that had been compiled and undertaken prior to the 

workshop. This was, amongst other things, intended to inform the development of options at the 

workshop by providing participants with an overview of the strategic context, the functional needs, the 

network constraints, the draft problems, benefits and objectives, and the PBC preferred network 

options. In addition, a pre-survey was sent out to workshop invitees to seek feedback on key issues, 

opportunities and considerations. These survey results were presented at the workshop. 

At the workshop Council officers provided an update on structure planning at Opāheke-Drury and 

Pukekohe-Paerata. In particular the Council identified that land use scenarios are likely to yield 

considerably more growth than previously anticipated in the Future Urban Land Supply Strategy 2017. 

A key message to participants was that the preferred network identified in the PBC may not be 

sufficient to adequately address the defined transport network problems and opportunities for the 

scale of growth anticipated.  

In summary, the project team asked participants to generate ideas for options that would address the 

functional needs and the key problems and benefits identified. The workshop covered all four 

Southern sub areas and options were developed for each specific area. All participants had an 

opportunity to provide feedback on each of the areas across three group exercises contributing to 

developing options for all four areas. Feedback from participants was captured on A2 maps of the sub 

areas, including some drawings as well as post-it notes, and additional notes were captured by 

scribes. 

In developing options, the project team asked participants to consider options that reduce the need to 

travel first (e.g. land use and integration with Council’s high level land use planning) and options that 

increase network capacity last. This aligns with the intervention hierarchy approach recommended by 

the NZTA to consider lower cost/ impact options before looking at higher cost/ impact options – as 

shown in Figure 5 below and the Auckland Transport Alignment Project (ATAP) refresh 2018, 

Strategic approach.  
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Figure 5: Intervention Hierarchy Approach – Low to High Cost 

 

Workshop 1 attendees were also asked to apply the draft System Design Principles (see Figure 3) in 

developing options. However all ‘ideas’ for options were encouraged and recorded. 

The Workshop 1 participants were encouraged to: 

• Consider ‘whole of system’ approaches; 

• Take into account the GPS 2018 objectives and strategic priorities (see Figure 6) 

• Consider the key decisions with the largest potential impact on urban form first (e.g. Mass 

Transit stations/alignments), before considering the more detailed local options; 

• Consider options that reduce the need to travel (e.g. land use and integration with Council’s 

high level land use planning) as well as options that increase network capacity; 

• Consider the Transport for Future Urban Growth (Supporting Growth) PBC (2016) and 

options identified; and 

• Generate a full range of ideas for further consideration. 
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Figure 6: Government Policy Statement (GPS) 2018 themes 

 

The long list options identified during Workshop 1 are detailed in the table in Appendix B2: 

Unfiltered Long List.  

3.2.7. Long list refinement 

Consistent with the scope of interventions, following Workshop 1, the project team added additional 

options to the long list based on:  

• NZTA BCA Strategic Options toolkit  

• Work already completed as part of the PBC – which included assessment of a range of 

options arriving at a preferred network for each growth area  

• Functional needs assessment – a technical assessment undertaken by the team to quantify 

the transport needs (all modes) of the growth area development 

• System Design Principles – the series of principles developed by the project team to guide 

the development of options including integrating land use and transport planning 

(refer Section 3.2.4)  

• Constraints mapping – GIS based mapping on known constraints in the wider study area 

including consideration of overlays under the Unitary Plan such as significant ecological 

areas and outstanding natural landscapes (ONLs), heritage listings and flood plains etc. 
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Figure 7: Development of Options 

 

For the South IBC, around 460 options were initially identified, comprising: 

• Strategic Connections – 242 options  

• Opāheke/Drury – 88 options  

• Pukekohe-Paerata – 92 options  

• Takaanini – 62 options  

The initial long list of 460 options was then filtered to exclude options that were:  

• Considered beyond the scope of the IBC (i.e. outside the project area); 

• Land use options (opportunities were discussed separately with Auckland Council) 

• Already part of a designated/consented/funded project;  

• Considered business as usual, so would otherwise be implemented (for example: use of 

staging); 

• Considered unfeasible due to significant physical constraints – based on a high-level 

engineering assessment (for example  

• Duplicates of another option.  

As part of the Alliance's programme-wide tasks, work is also being done in relation to Traffic Demand 

Management (TDM) options. TDM measures are complimentary to the options assessment and have 

been assessed at a programme wide level (refer Appendix I:  Traffic Demand Management). 

Through the filtering process 151 options were taken through to the long list MCA process.  

Details on the initial long list of options are included in Appendix B2: Unfiltered Long List.  
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3.2.8. Long List Option Groupings 

Following the initial filtering process, long list options were grouped/classified by the project team into 

the following groupings: 

Strategic Connections 

• Mass Transit (MT) corridors – western, central and eastern options for a MT corridor (or 

corridors) located within the South IBC areas  

• Strategic road connections (SR) – new or upgraded western, central or eastern strategic 

roads to increase people moving capacity or improve travel time reliability 

• Highway interchanges (IC) – options to provide additional access to/from the SH1 

throughout the study area for this IBC 

Takaanini  

• East-West connectivity (EW) – options to increase connectivity across the SH1 or rail 

corridor, both for general vehicles and active modes only (i.e. grade separation options) 

• Arterial (AR) – new or upgraded arterial roads providing both north-south connections and 

east-west connections through this sub area 

Opāheke-Drury 

• East-West connectivity (EW) – new or upgraded arterials to increase east-west 

connectivity  

• Arterial (AR) – new or upgraded arterial roads providing both north-south connections and 

east-west connections through this sub area 

Pukekohe/Paerata 

• East-West connectivity (EW) – new or upgraded crossing points across the rail corridor 

• Arterial (AR) – new or upgraded arterial roads providing both north-south connections and 

east-west connections through this sub area 

3.3. Long List Assessment 

Each of the long list options within each option grouping was assessed.  A MCA framework was used 

to assess the options focusing on projects which have a physical footprint and are likely to have 

effects on the surrounding communities and environment.  

3.3.1. Localised MCA Framework 

The MCA criteria was 'localised' to suit the issues relevant to the Southern IBC.  This process 

involved identifying which criteria will be assessed in the long list phase as well as targeting the 

measures to suit the high level of qualitative assessment required.  

The project team decided that a number of MCA criteria would not be scored in the long list phase for 

the following reasons: 
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purpose of the long list assessment, the intent of this the resilience non scored criterion was covered 

by criterion 10a cost and construction risk.  

Table 4: Non-scored Criteria 

The results of the long list MCA assessment are summarised in Section 3.3.5. 

 

 

 

  

 

 

  

 

  

Stakeholder 

feedback 

• Stakeholder feedback for each option identifying scale/validity of objections; 

identified preference/proposed changes to options etc.   

• Feedback provided by other key partners/stakeholders 

Policy Analysis • Options alignment with the strategic policy framework including the Unitary 

Plan and the Auckland Plan with particular consideration to provisions that 

derive from section 6 of the RMA. 

• The recommended network was also assessed against the directives of the 

Auckland Plan. 

Value for Money • Provide an estimate of likely value for money in conjunction with transport 

outcomes and construction costs.  Assessed at the short list. 

Resilience • Avoid adverse geology; avoid steep slopes; seismic impacts; other resilience 

risks (low level infrastructure near coastlines, inundation areas). Assessed at 

the short list. 
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project partners (Manawhenua and Auckland Council) attended this workshop day. One 

representative from Kiwi Rail also attended. 

Day 3 – 2 August 2018  

The focus for Day 3 was to review the emerging short list packages for each of the sub areas. Around 

8 representatives from the Alliance and approximately 40 representatives from the wider Auckland 

Transport/NZTA organisations and project partners (Manawhenua and Auckland Council) attended 

this workshop day. 

The project team presented a revised set of problem statements, benefits and investment objectives 

at the workshop. Workshop attendees were given the opportunity to comment on the investment 

objectives.  

Workshop attendees were split into groups of approximately 10-15 to facilitate discussion on the 

options. Day 1 group discussions were broken into three groups to discuss the Strategic Connections 

business case (Western, Central and Eastern). Day 2 group discussions were broken into groups 

discuss the remaining three sub areas (Pukekohe/Paerata, Opāheke/Drury and Takaanini).  On Days 

1 and 2 the groups were taken through the initial MCA scoring for each grouping of options. These 

sessions allowed each group a chance to comment on the initial scoring and provide feedback on 

which options should be taken forward to the short list for further assessment. For each grouping, the 

full MCA table was provided including analysis of the scoring by investment objectives and each of 

the four wellbeing’s. Workshop attendees were given a chance to attend sessions on each of the four 

sub areas throughout the first two workshop days.  

Prior to Day 3, the scoring was refined in response to feedback from Day 1 and 2 as well as further 

review by the assessment team, including a challenge workshop by discipline leads (urban design, 

landscape, transport planning, engineering). This review process involved all scoring being placed on 

walls for reviewers to consider consistency and discrepancies between scoring and assessment both 

across and between criteria.  Some of the options were also refined in response to feedback received. 

Day 3 was run in an open day style with areas set up for each sub area (Strategic Connections, 

Takaanini, Opāheke/Drury and Pukekohe/Paerata). Options were packaged together to identify 

logical “network package options” for Pukekohe/Paerata, Takaanini, and Opāheke/Drury that would 

be tested as the emerging short list. Potential cross sections options were also provided for 

discussion. 

Feedback was received from the stakeholder participants throughout the process which led to a 

number of revisions to the options, MCA scoring and recommended short list.  A record of the 

workshops including feedback is included in Appendix B3: Record of Workshops. 

3.3.4. Long List Refinement  

Further refinement of the long list occurred after Workshop 2 in response to the emerging short list. A 

number of additional options were identified to address problems with some alignments, as well as 

identification of new options identified through the Alliance internal review process (i.e. Technical 

Strategy Team). Additional options were then scored as part of the long list process. 
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3.3.5. Long List MCA Summary 

This section provides a summary of the MCA assessment undertaken on the long list of options and 

provides:  

• A description of each option separated into their relevant grouping.  

• The purpose of the group of options.  

• A summary of how the options (together or individually) perform against each of the three 

investment objectives for this business case. 

• A summary of the assessment as to how the options perform against the four ‘wellbeing’s’ 

identified in the MCA criteria: Cultural, Social, Environmental and Economic, considering 

both the effects/impacts of the options as well as opportunities (where relevant).  

• A summary of the assessment against the non-scored MCA assessment criteria.  

• A summary of feedback received on the options at Workshops 1 and 2.  

• A recommended decision as to whether each option should or should not proceed to the 

short list.  

This summary focuses on the outliers and the key differentiators between options and does not intend 

to replicate the entire long list assessment. Graphs show the spread of scores for all wellbeing’s and 

for each investment objective, and provide a visual representation as to how each option scores 

against particular criteria. 
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MT9A and MT9B would have negative impacts on construction disruption. Construction would 

cause disruption to operating corridor requiring extensive Blocks of Line. MT9B and MT9C 

would also require overbridge changes which would affect arterial road corridors. MT9B 

would have some low negative impacts on construction disruption as extending platform 

lengths would be required. This may affect approach and access bridges, Increasing the 

frequency of trains (MT9E and MT9F) would have no construction disruption impacts. MT9J, 

MT14, MT14A, MT15 would cause disruption for commuters and freight within the operating 

corridor. MT23 would cause disruption to existing properties for TBM shafts and tunnel vent 

locations and spoil removal and treatment. 

MT9C has the highest construction costs out of the options to increase the amount of tracks 

and scores a ‘-3’. Out of the operational options, double freight tracking has significant costs 

associated with lowering the tracks and rolling stock purchases. MT14 and MT14A have very 

high construction costs. MT15 requires significant cost for electrification and 3rd tracking to 

Pokeno. Alternatively (significantly lesser capex), diesel trains could be utilised from Pokeno 

– Pukekohe. MT23 has extremely high cost for tunnel bore machine. 

MT9A, MT9B and MT9C score very favourably for behaviour change and existing economic 

opportunities. These options provide effective and efficient rail service promoting behaviour 

change and have strong freight movements and connectivity for customers. The operational 

options MT9D, MT9E and MT9F score moderately positive as they PT more attractive, 

therefore positive for behaviour change and make areas more accessible as PT is more 

useable. MT9J has no impact on behaviour change and a low positive for existing economic 

opportunities with potential to move freight more efficiently. MT14 and MT14A have no impact 

on behaviour change but have a low positive (‘2’) for existing economic opportunities as they 

improve local traffic efficiency. MT15 has a lower positive score against behaviour change 

making PT more attractive. MT15 scores a low positive for existing economic opportunities as 

it will open economic opportunities to outside of the region. 

















































































Options Assessment 

 

Supporting Growth Programme | Appendix B | December 2018 103 

• AR44 – Arterial connecting Drury south interchange with AR20 and AR21 
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Economic 

• All options are assessed as having low to very low adverse effects from construction 

disruption and costs. Generally brownfield options score slightly worse than greenfield 

options. Impacts are identified as low where works relate to upgrading existing 

corridors, although disruption is scored higher due to being an online upgrade. Where 

options are located in existing urban areas, flood prone areas or challenging 

topography then impacts are scored slightly higher. 

• Overall, very low to low positive impacts result from the options in terms of additional 

connections to employment areas and minor benefits to freight access.   

• The ring route options are identified to all have moderate positive impacts serving as a 

wider link between strategic corridors; these options are not distinguishable from each 

on transport system integration.  

• A35 scores best in terms of transport system integration with moderate benefits, AR25 

and 29 have low benefits providing connection between areas. All these options have 

generally very low to low benefits for behaviour change and economic opportunities, 

providing additional PT routes potentially and also access to employment areas, except 

AR35 which will have no impact on behaviour change.  

• AR38 would complete the eastern bypass if Pukekohe Expressway is not constructed. 

AR39 has moderate positive impacts liking with rail and future rail station depending on 

location, some very low benefits opening up PT routes between Paerata and Pukekohe 

and improving existing links (existing road). AR43 has very low benefits which are lower 

than other options. AR28 provides an additional connection opening up access to 

employment area providing local economic benefits.  

• AR42 has moderate benefits providing an important connection within the town and will 

link to the strategic network, allowing a good PT network. AR41 and 42 will see minimal 

behaviour change encouraging some strategic PT, and also acting as part of wider 

strategic network with low benefits. 

• AR36 and 37 have moderate benefits as a ring route, but will have no impact on 

behaviour change and AR36 has higher costs related to road/rail crossing and building 

in flood plain/flood prone area. AR26 and 27 are scored the same, with low to very low 

benefits in terms of transport criteria, providing some improved access. 

• AR30 provides moderate benefits servicing the wider network but has negligible impact 

on behaviour change or economic opportunities. AR24 provides low transport benefits, 

connecting between areas and potentially providing additional PT routes and access to 

employment areas. AR31 would provide very low benefits for Pokeno improving access 

to employment opportunities in Pukekohe.  

• AR46 will have no impacts on behaviour change or economic opportunities, and only 

limited benefits in terms of transport system integration providing for PT. 
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3.4. Summary of Short Listed Options 

Short list options for each of the business case areas are outlined in   

Table 6.
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4. Short List Development and Assessment 

4.1. Short List Development 

Following the recommendation of the initial short list the project team refined the short list of options 

to enable further testing and evaluation of the options. Development of the short list of options 

followed the process summarised in Figure 8 and is discussed below. 

 

Figure 8: Short List Development Process 

4.1.1. Gap Analysis 

A gap analysis was also undertaken to add in connections to complete a network or respond to 

feedback from Workshop 2. 

4.1.2. Infraworks Design Process 

All short list options with a physical footprint were prepared and presented in Infraworks. Infraworks is 

a software tool that allows viewers and technical specialists who assessed the short list of options to 

view the alignments in a contextual 3D model with relevant constraints layers included (such as areas 

prone to flooding, rivers and streams and SEAs). This was coupled with a supplementary 2D GIS 

viewer which sits alongside the 3D viewer.  

The options were initially drafted into the software and were then further refined and realigned 

following review and analysis by the project team. This involved analysing and reviewing the 

alignment of each option in the viewer, and suggesting and agreeing on alignment changes/variations 

due to identified risks, hazards and other site/contextual constraints such as severe topographical 

challenges. As detailed in Table 7 some additional options (largely variations of already existing short 

listed options), were generated as a result of this review process.  

Design and construction detail included in the Infraworks package includes the indicative, worst case 

extent of cut and batter required and alignment gradient and widths.   

The level of design in Infraworks is at an indicative level to confirm a potential ‘corridor’ for route 

protection of each option. In particular: 

• The design is based on the latest LIDAR data and have an inherent level of accuracy 

• The design has used standard road and rail corridor width templates which have been input 

into Infraworks to establish cut and fill quantities 
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For the purposes of the short list assessment and viewing on the GIS system, a 100m wide corridor 

has been used for all options. This is intended to provide a guide as to where the transport corridors 

could be located, with the exact alignment to be determined as part of the Detailed Business Case.  
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4.1.3. Indicative Cross-sections  

To enable assessment of the options (including impacts and costs), indicative cross-sections were 

prepared and provided to specialists responsible for MCA scoring. These are detailed in Appendix F – 

Design Philosophy Statement of the Southern IBC and provide a worst-case but reasonable scenario 

of the cross-section for each type of option. For example, all four-lane arterial roads include fully 

separated shared (walking and cycling) facilities and have an indicative cross section width of 32m. 

This width was selected to provide sufficient flexibility to provide for the intended function of the 

corridor but also allow further refinement of the cross-section once a preferred option is selected. 

The indicative arterial cross-sections were based on draft cross-sections developed by Auckland 

Transport for future growth arterials prior to the formation of Te Tupu Ngātahi. Various specialist input 

across Auckland Transport informed the initial draft cross-sections in terms of the preferred layout and 

minimum width requirements for different components, including bus lanes, cycle lanes, footpaths, 

general traffic lanes and planted medians. Te Tupu Ngātahi adapted the initial arterial cross-sections 

to provide indicative arterial road cross-sections for a range of different scenarios e.g. for urban vs. 

rural speeds, for the purposes of option-testing and costing programme–wide. These were refined for 

the South IBC. 

Further cross-sections have been developed for other options for the South IBC, including walking 

and cycling corridors and mass transit corridors. 

Refer to the Programme Wide Design Philosophy Statement (Appendix F) for a list of technical 

specifications and guidance documents used to develop the indicative cross-sections programme-

wide. 

4.1.4. Rail Stations 

Potential rail station locations were introduced at the short list phase. This rail station option 

assessment builds on investigations by Auckland Council, TFUG and private developers. The basis 

behind the rail station locations is described in Appendix B4: South Rail Stations – Supporting 

Information for Options Assessment. Four options were included in the short list for Drury Central, 

seven options in Drury west and three options in Paerata. The rail stations were also prepared in 

Infraworks. Typical rail station design specifications were adopted (detail included in Appendix B4: 

South Rail Stations – Supporting Information for Options Assessment) and applied to each 

location option. This included supporting functions such as park and ride, kiss and ride, access roads 

and pedestrian access bridges to the platforms. These were adjusted to fit the topographical context 

of each option and this was reflected in the MCA scoring.  

Additional rail station specific measures were added to the short list MCA. This enabled the station 

options to be given scores which reflect the key attributes of rail stations that differentiate them from 

other transport infrastructure. The specific measures were added to the transport integration and 

construction cost, risk and value capture criteria as shown in   
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Table 8.  
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4.2. Short List Evaluation 

4.2.1. MCA Assessment Framework 

The MCA Framework and general evaluation process described earlier for the long list was also 

applied to the short list evaluation. However, the assessment of the criteria was at a more detailed 

level than the long list evaluation and included additional criteria (that had not been scored at the long 

list phase) and additional analysis of investment objectives and non-scored criteria (for example, 

costs and benefit-cost-ratios (BCRs)), as explained below. 

•  

 

• Land requirement criteria: was scored using a 100m buffer over the road corridors (not for 

the rail stations). The results are over estimated. Scored by a planner. 

• Human Health and Wellbeing criteria: included in the short list scoring (wasn’t scored at the 

long list). Scored by a planner. 

• Social Equitability criteria: included in the short list scoring (wasn’t scored at the long list). 

Scored by a planner. 

• Stormwater criteria: included in the short list scoring (wasn’t scored at the long list). Scored 

by a stormwater specialist. 

• Climate change outcomes criteria: included in the short list scoring (wasn’t scored at the 

long list). Scored by a planner. 

• Ecological Opportunities: included in the short list scoring (wasn’t scored at the long list). 

Scored by an ecologist. 

• Transport integration: scored at the long list but not at the short list. This criterion was not 

scored at the short list as it doubled up with the investment objectives and the additional 

assessment carried out under KPI assessment – discussed above. However, specific 

measures were introduced for the rail stations and these were included under the “transport 

integration” criteria (as discussed in Section 4.1.4). 

• User Safety criteria: was not scored at the long list or short list as would not differentiate 

between options. All options are designed to be safe. 

• Maintenance costs and Operational costs criteria: included in the short list scoring (wasn’t 

scored at the long list). Scored by an engineer. 

• Housing and future development criteria: included in the short list scoring (wasn’t scored at 

the long list). Scored by a planner. 

• Non-scored criteria value for money and resilience: were not assessed at the long list but 

were assessed at the short list. 

Investment objectives 

The investment objectives were assessed by the project team transport planners using quantitative 

and qualitative evaluation against key performance indicators (KPIs) and measures, most of which 

were based on transport modelling and GIS analysis. For each project group, a number of KPIs and 

measures were assessed for each investment objective utilising transport models and professional 

assessment.  

More detailed information regarding the approach and methodology in scoring projects against the 

investment objectives can be found in Appendix C:  Transport Assessment.  
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Social, cultural and environmental wellbeing’s 

As well as the planners and urban design specialists involved at the long list phase, additional 

environmental specialists were brought in to the project team to score the short list against the MCA 

criteria relating to ecology, stormwater, archaeology/heritage and landscape/visual impact.  

Technical specialists scoring the MCA were fully briefed on the options and MCA process through: 

• Distribution of a specialist briefing pack 

• Invitation to an overview session on the short list options, on use of the Infraworks tool and 

GIS viewer. 

A pre-scoring workshop was held on 14 September 2018 with technical specialists and the project 

team to review and challenge initial draft scores.  

 

  

Economic wellbeing 

The options were assessed against criteria relating to construction impacts on existing 

utilities/infrastructure, construction disruption, construction, maintenance and operation costs.   

The construction impacts were based around the scale of the conflicts with existing utilities which may 

need relocating or diverting and how the proposed options interact with the existing network.   

The construction disruption criteria was generally around the scale of the impact on existing 

businesses and properties, the proposed traffic management, environmental mitigation measures to 

be provided and the length of the construction duration.   

The construction costs were developed for the short list options which included physical works, 

property/land and maintenance costs. The physical works costs were calculated using unit rates for 

the proposed cross sections and supplemented with option-specific earthworks, structures and other 

design elements. Construction cost ranges were devised to inform the MCA scores. This also took 

into account perceived construction complexity, resourcing risk of plant and labour, ground conditions, 

working environment etc. 

4.2.2. Stakeholder and Public Feedback  

Stakeholder and public feedback was sought on the short list option themes. Feedback sought did not 

relate directly to all the short list option components as outlined in this section, as only key decisions 

were included in the public engagement material. For example, indicative areas for rail stations were 

shown and not specific options. This feedback has been considered alongside technical assessments 

in the MCA process. 

More information on stakeholder and public engagement, including feedback received is included in 

Appendix H:  Engagement Summary.  

Local Board Feedback 

The project team have attended twelve workshops with Local Boards where the South business case 

areas were discussed. The purpose of these workshops was to introduce the programme, inform the 

Boards of the evaluation process, present the options being considered and seek informal feedback. 
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Papakura Library Wednesday 03/10/2018 50 people 

The information presented showed the key decisions being made by the Project team and key 

information to consider associated with each option. Project staff were on hand and available to take 

attendees around each board and speak to the information, and to answer specific questions. 

Attendees were encouraged to give their feedback via post-it notes on the information boards and 

through online/hard copy survey forms. 

 

 

 

  

  

  

  

  

   

  

  

More information on stakeholder and public engagement, including feedback received is included in 

Appendix H:  Engagement Summary. 

Nature of feedback 

The key decisions public and stakeholders were asked to comment on included: 

Strategic Connections – issues and opportunities associated with increasing rail line capacity, 

widening of SH1, changing the form of the Mill Road corridor and a new RTN between Drury and 

Manukau/Puhinui. 

Mill Road – nine options for the Northern, Central and Southern sections of Mill Road: what issues 

and opportunities should we be aware of when considering these options? 

Pukekohe – six options for access to Pukekohe: what issues and opportunities should we be aware 

of when considering these options? 

Pukekohe – three options and four ring road sub-options: what issues and opportunities should we 

be aware of when considering these options? 

Walking and Cycling – four options for strategic walking and cycling corridors: Along SH1, between 

Pukekohe and Drury either along SH22 or along a new Expressway.  

Takaanini – five options to improve safety at level crossings: what issues and opportunities should 

we be aware of when considering these options? 

4.2.3. Partner Input – Workshop 3 

Workshop 3 for the southern business case was held over two days (Wednesday 24th and Friday 26th 

October 2018).  
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Workshop 3, Day 1 had a total of 35 attendees from Auckland Transport, NZTA, AC and 

Manawhenua (plus ~15 SGA staff) across a morning and afternoon session. Attendees were invited 

to a 1.5 hour session and were presented the emerging preferred network in an open day style. The 

purpose of the day 1 session was to provide all attendees with a thorough understanding of the works 

that had been undertaken to date, and to present the emerging preferred network to small groups, to 

enable questions, queries and issues to be raised freely.  

Workshop 3, Day 2 had a total of 36 attendees from Auckland Transport, NZTA, AC and 

Manawhenua (plus ~15 SGA staff) for a half-day workshop. The purpose of Day 2 was to challenge 

and test the emerging the preferred network through group exercises which:  

• Tested how the network could or should be staged;  

• Tested how the network would perform in different growth scenarios (e.g.: if growth was 

focused in north Waikato and not in Drury). 

4.2.4. MCA Summary 

This section provides a summary of the MCA assessment undertaken for the short list of options and 

provides:  

• A description of each option separated into the relevant option groupings  

• The purpose of each option grouping 

• A summary of how the options (together or individually) perform relative to the three 

investment objectives for this business case 

• A summary of the assessment as to how the options perform against the four ‘wellbeing’s’ 

identified in the MCA criteria: Cultural, Social, Environmental and Economic, considering 

both the effects/impacts of the options as well as opportunities (where relevant) 

• A summary of the assessment against the non-scored MCA assessment criteria 

• A summary of public and stakeholder feedback received during the public feedback period 

(more detail is contained in Appendix H:  Engagement Summary) 

• A summary of project partner feedback received on the options at Workshop 3 

• A summary of risks and opportunities 

• A recommendation as to which options should form part of the network. The 

recommendations are made taking account of the information generated by the MCA 

process and feedback received from the various parties consulted, including at Workshop 3. 

Graphs are included in the tables below to provide a visual representation of the spread of option 

scores for the investment objectives and wellbeing criteria. 
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Figure 9 Strategic Connections – State Highway 1 
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Figure 10 Strategic Connections - Mill Road 
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would also be inconsistent with the policy framework for ONFs (D10.3 (3) and (4)) requiring 

protection, where there is no identified functional or operational need for this alignment.  

Value for Money  

The Mill Road corridor options are considered to have a medium level of value for money.  

However, the transport benefits for the options vary quite significantly, with SR2 deemed to 

have the highest positive impact given its overall improvement to accessibility and reducing 

congestion on Great South Road. The northern and southern options vary with the rate of 

benefits, but when assessed as a corridor as a whole it is seen to relieve congestion from 

SH1 also. The costs for these options vary from having very low adverse to low adverse 

impacts.  

It is noted that there is a significant different in costs and risks between all the options with 

SR2 being the most expensive and SR2C being the cheapest in terms of direct costs, 

however overall value for money for the corridor is considered to be medium. 

Resilience 

The Mill Road corridor in its northern section crosses the West Mill Road Fault and the Drury 

Fault both of which have a very low risk of rupture. The Drury Fault has close proximity or 

crosses the SR2H, SR2G and SR2J Southern Mill Road corridor alignment south of Hunua 

Road at numerous locations.  The alignment in detail design will need to address this 

proximity. 

Slope instability is likely from Murphy’s Road to Alfriston Road in SR2. Slopes of up to 

approximately 1V:3H are anticipated to meet stable criteria.  

Extensive peat and soft soils are encountered from Popes Road south SR2. 

The southern section, the alignments SR2H, SR2G and SR2J crosses the South Auckland 

Volcanic Field as shown in the Geotechnical overview map – Opāheke – Drury and the 

specific requirements for the reuse of volcanic allophonic soil material as fill is detailed in 

Section 6.1.3 of the Geotechnical Technical Note in Appendix E of the IBC.  

The SR2K alignment into the Hunua Foothills has significant issues of instability and 

extensive cut and fills. 

Mill Road corridor alignment has addressed resilience by consideration of construction near 

existing waterways and stream headwaters /or potential impacts to overland stormwater flow 

paths and water quality.  Bridges are utilised where the route crosses over major streams 

and/or their tributaries.  New culverts are expected to be used for smaller water courses 

and/or where the proposed alignment traverses over low lying flood plain areas. 

It is proposed that the brownfield roads will remain at the existing level and the greenfield 

roads will be set at a level above the 100 year floodplain.  

The existing flooding means any new road embankments or structures within the flood plain 

will take up flood plain storage and form dams that prevent floodplains operating as they 

currently do and therefore may exacerbate flooding both upstream and downstream.  

Stormwater management will be instigated further at the DBC. Impervious areas will have 

stormwater attenuation and storage with ponded areas allowed at 500m centres and 

stormwater treatment and overland flow paths maintained as the FUZ is developed.  

In the Takaanini north area the Mill Road corridor in the vicinity of Popes Road crosses the 

headwaters of the Puhinui Stream. 

In Takaanini South there is a major overland flow path near Walters Road and Old Wairoa 

Road as part of the Papakura Stream catchment and floodplain.  There is a proposed 

Takaanini stormwater conveyance corridor project – a new open channel incorporating 

cascading weirs and green space crosses the Mill Road Corridor at Cosgrove road 

discharging into the wetland further to the west of the alignment. 

Further south the SR2H, SR2G and SR2J corridors by traversing to the southeast and the 

upper reaches of the Symonds and Waihoehoe streams reduces the effects of flooding on the 

alignment and utilises bridges across stream channels.  The alignment traverses the 

headwaters of the Hingaia stream in the Drury South area to the Drury South Interchange with 

several multi-span bridges. 
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Figure 11 Strategic Connections - Pukekohe Expressway 
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Both options are considered to have moderate to high adverse impacts on landscape and 

visual matters due to the effects associated with construction of a new corridor going 

through rural land and the extensive modification of the existing landform. There will be 

impacts on the local area due to the scale of the options. Several stream crossings will also 

be impacted. In addition, option SR19 has regional impacts as well due to ONLs and 

landscape character change. 

For stormwater, option SR4F was scored as having moderate adverse impacts as there are 

several major streams crossing that would likely require bridging. Flood and construction 

effects would need to be managed. Option SR19 was scored as having low negative 

impacts on stormwater, based on the location of a few overland flow paths and minor 

stream crossings (which can be managed).  

Option SR4F scored moderate adverse ecology impacts as there are twelve new stream 

crossings (over 30m impact) and impacts on an SEA. Option SR19 scored low adverse 

impact on ecology as there are 15 stream crossings. Option SR4F is preferred over SR19 if 

the SEA can be avoided, as it has reduced impact on streams and floodplain habitat than 

SR19.   

Both options are considered to have low adverse impacts on climate change outcomes due 

to increasing greenhouse gases from the new Expressway, but also opportunities for active 

modes.  

SR4F and SR19 scored positively for ecological opportunities noting the intention to have 

native habitat planting along corridors and assuming there will be ecological 

mitigation/compensation for impacts on stream crossings. There is an opportunity for 

integrated flood management and floodplain restoration, as well as buffer planting to 

improve the SEA.  

Economic 
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Figure 12 Strategic Connections - Other Connections 
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Figure 13 Strategic Connections - Mass Transit - Bus 
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Figure 14 Strategic Connections - Mass Transit - Rail 
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opportunity for public transport and enabling a mode shift, as well as manageable effects 

that are similar in nature to a three track option. Four tracks provides opportunity for freight 

and express passenger services.  

. Two additional tracks can generally be contained within the 

existing KiwiRail designation, but there will be some places where it cannot be. 

Environmental and property effects need to be considered further once more detail is 

known. 
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Figure 15 Strategic Connections - Interchanges 
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with southern growth areas.  IC1a will have moderate positive impacts as the north facing 

ramps are well integrated with the Drury South growth area. Two options are only 

considered to have very low positive impacts (Score '1') as IC1b will have south facing 

ramps only which do not integrate well with future land uses, while IC2 is expected to 

support the Takaanini local area. IC0 scored most poorly against this criteria (-2) with some 

low adverse impacts anticipated as it lacks integration with future development at the 

Opāheke-Drury FUZ area, and provides no access to SH1.   

Most options will have moderate positive impacts on the amenity and quality values of the 

communities served, but will also have some low to moderate negative impacts to amenity 

and quality values too.  These options therefore scored 1 against this criterion (IC1a, IC1b 

and IC1c).  IC2 scored best against the urban design criteria, with some positive impacts 

anticipated (i.e. legibility and access, and appropriate urban form responses). IC0 scored 

most poorly against the urban design criteria with low adverse impacts as it does not 

provide support to the amenity and quality of the values of the communities served.  

In terms of the social cohesion criteria, most options except IC0 received a neutral score as 

they will have no or negligible impacts. IC0 scored -2 against this criterion as it will reduce 

accessibility for existing communities.  Similarly, in terms of the health and human 

wellbeing criteria, all options except IC2 received a neutral score as there are no existing 

sensitive land uses, so there will be negligible effects, particularly in terms of air quality and 

noise.  IC2 is expected to have some very low adverse impacts against this criteria (Score '-

1') as it contains existing residential land already next to a motorway, so will potentially 

increase impacts in terms of air quality and noise.  

Most options also received a neutral score against the land requirement criteria, as no 

additional land is required (IC0) or minimal properties are likely to be affected so impacts 

will be negligible (IC1a, IC1b and IC1c).  IC2 will have some low adverse impacts (Score '-

2') against this criteria as it will affect approximately 7 properties, including 3 dwellings and 

school land.  

In terms of the social equitability criteria, IC1c is expected to have some low positive 

impacts (Score '2') as it will provide good opportunities in the north and south.  Options IC2 

and IC1a are expected to have some very low positive impacts (Score '1') as they will 

provide opportunities to the north (IC1a) or improved opportunities for existing communities, 

with greater access in the south (IC2).  IC1b received a neutral score as it will only provide 

opportunities to the south, while IC0 will have some very low adverse impacts (Score '-1') 

as it will reduce access, but it is assumed that additional access would be provided.  

Environmental 
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Rail Stations – Short List 

 

Figure 16: Drury central train station locations 
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Figure 17: Location of Drury west rail station locations 
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Figure 18: Location of Paerata rail station options 
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environmental impacts and limited construction impacts. Rail stations in Paerata are 

supported by the public and are seen as a priority project by the Alliance and partners. 
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Figure 19 Takaanini East/West Crossings  

  

  

 

 

 

















Options Assessment 

 

Supporting Growth Programme | Appendix B | December 2018 279 

Figure 20 Takaanini Arterials 
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Figure 21 Drury Opāheke – east west crossings 
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Figure 22 Drury Opāheke – east arterials 
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Figure 23 Drury Opāheke – west arterials 
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alignment of AR45 has been amended to include this.  
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Figure 24 Pukekohe-Paerata East/West Crossings 
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over the rail corridor which will be upgraded as part of the recommended rail corridor 

widening (MT9B). EW4 and EW5 are existing roads within the town centre. With the 

implementation of the “ring route”, upgrading the roads within the town centre is not 

required. 
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Figure 25 Pukekohe-Paerata Arterials 
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In terms of the social cohesion and human health and wellbeing criteria, all options 

received either a neutral score, or were scored as having very low adverse impacts (Score 

0 or -1).  The neutral scorings for social cohesion were primarily due to the fact these 

options are located entirely in FUZ areas, or will have negligible impacts, whereas those 

that scored -1 may have some potential impacts on existing communities or may create 

severance issues (AR31, AR37, AR39 and AR42).  Similarly, those that scored -1 in terms 

of human health and wellbeing will have some increased effects on existing or sensitive 

land uses, primarily due to air quality and noise impacts (AR25, AR30, AR31, AR34, AR35, 

AR37, AR39, AR42 and AR46). 

All options involve some potential adverse land requirement impacts, with the scores 

ranging between -1 and -3.  Some impacts (i.e. severance) will be reduced because the 

option extends along an existing road (AR24, AR26, AR30, AR31, AR34, AR35 and AR43) 

so received a -1 score.  The options that were scored as having low adverse impacts 

(Score '-2') generally involve new routes (with some options possible having severance 

impacts) although they will run through FUZ areas (AR26, AR36, AR37, AR37a, AR38, 

AR38a, AR41).  Three options will have moderate adverse impacts (Score '-3') as they will 

impact on existing suburban development (AR25), create severance impacts which may 

make FUZ land potentially undevelopable (AR39), or will impact existing buildings as a 

result of earthworks (AR42).  

All options will present positive social equitability opportunities (scoring either 1 to 3) due to 

improved access or links to other areas.        

Environmental
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• To allow for the widening of rail  

• To service further development south of Pukekohe town centre 

• To enable freight traffic to avoid town centre 

• To enable existing alignments to be more flexible 

• To allows through traffic to use strategic roads avoiding town centre 

• To respond to safety improvements along Mill Road 

  











Options Assessment 

 

Supporting Growth Programme | Appendix B | December 2018 331 

• Glenbrook Road, extending west from SH22 

• Blackbridge Rd/ Walters Road 

• Ostrich Road/Woodhouse Road – Connecting SH 22 to Patumāhoe 

Southern corridors 

• Pukekohe East Road 

• Harrisville Road 

• Logan Road 

• Buckland Road 
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Figure 26: South IBC Recommended Network 
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5.1. Active Modes 

As discussed in Section 3.2.5, based on design principles and best practice metrics the regional and 

primary network was developed around the recommended arterial road network to provide safe, 

efficient, convenient and attractive active mode connections within the south. 

 

Figure 27: Southern IBC recommended regional and primary active mode network 

The recommended regional and primary active mode network provides a high-quality network of 

strategic walking and cycling connections for key movements through, within and to/from the southern 

growth area, connecting existing and new communities.  

Recommended options and associated arterial links:  

• AT1-1: SH1 (Takaanini to Drury) NZTA’s Southern Corridor/Papakura to Bombay 

Improvements 

• AT1-2: Adjacent to NIMT on the south eastern side (Drury to Pukekohe) 

• AT2-1: Jesmond Road/Bremner Road/Waihoehoe Road/Pukekohe Strategic Arterial (Drury) 

(AR11, AR16a and AR20) 

• AT2-2: Great South Road (Drury to Manukau) (MT3C) 

• AT2-3: Mill Road (Drury to Manukau) (SR2, SR2H) 

• AT2-4: Porchester Road/Ingram Street/Marne Road (Drury to Takaanini) (MT4I) 

• AT2-5: proposed arterial (AR10) 

• AT2-6: Mahia Road/Roscommon Road/Popes Road to tie into proposed Airport to Botany 

link (Takaanini to Airport) (EW9) 

• AT2-7: Proposed Pukekohe arterial (Pukekohe) (ring route) 

• AT2-8: Station Road (Pukekohe to North Waikato) (AR34) 

• AT2-9: Opāheke Road (AR7)  

• AT2-10: SH22 and Victoria Street 

 

For new corridors, high quality separated walking and cycling facilities are proposed. For the retro-

fitting of existing corridors, it is expected that a mixture of shared path and separated facilities will be 

provided. Other proposed arterials will include walking and cycling facilities and will supplement the 

recommended regional primary network. These will be investigated further at the DBC. 

Reasons for selection:  

• The regional connections (AT1-1 and AT1-2) are considered key in achieving a functional 

network spine which will encourage a significant shift away from reliance on private vehicles, 

towards active modes and integrated trips. All options will provide highly attractive and safe 

facilities with physical separation from arterial vehicle traffic and provide significant benefits 

as they will connect between key spatial connections such as rail stations, employment 

areas and town centres. Additional primary routes along proposed and upgraded arterials 

(AT2-1, AT2-2, AT2-3, AT2-4, AT2-5, AT2-6, AT2-7, AT2-8 and A2-10) will provide more 

permeability in the network with additional convenient choices for active mode users. 

• The SH1 alignment option (AT1-1) utilises NZTA’s under construction Southern Corridor 

Improvements shared path link between Takaanini and Papakura and aligns with the 
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proposed SH1 Papakura to Bombay shared path link.  This proposed regional link provides 

benefits for current and future communities on both sides of the motorway. Due to the 

location of proposed link and a larger area of FUZ on the eastern side of the motorway, 

additional arterial links along Great South Road (AT2-2), Mill Road (AT2-3), Porchester 

Road (AT2-4), the proposed AR10 arterial (AT2-5) and Opāheke Road (AT2-9) have been 

proposed to facilitate and integrate users who cannot conveniently access the SH1 strategic 

connection.   

• The proposed option adjacent to the rail line (AT1-2) provides a high quality, direct 

connection between Drury and Pukekohe. Additional benefits of this option are the reduced 

gradient compared to the Pukekohe Expressway and SH22, and the increased amenity of 

travelling away from arterial roads. This link is proposed to be placed south east of the rail 

corridor. It is proposed to connect directly into AT1-1 (NZTA Papakura to Bombay proposed 

strategic cycleway) to provide a seamless regional route, and AT2-10 providing access into 

Drury Centre and the train station.  

• The supplementary arterial link option on Jesmond Road (AT2-1) and the proposed 

Pukekohe ring route (AT2-7) benefit users by integrating with the regional connections, the 

town centres of Pukekohe and Drury and the surrounding FUZ, providing a coherent and 

accessible links for users.  

• The link along Mahia Road/Roscommon Road (AT2-6) has been proposed as a primary link 

on a proposed arterial as it will provide the network benefit of tying in with Auckland 

Transport’s proposed Airport to Botany improvement works.  

• The option south of Pukekohe on Station Road (AT2-8) and into a separated facility 

connecting into Logan Road at the existing rail crossing point will deliver longer-term 

benefits to the network by providing a link to key destinations in Pukekohe, as well as the 

rest of the regional network from the south. This link provides an opportunity to connect to 

North Waikato in the future.   

• To deliver a network that is accessible and permeable, it is proposed to provide three new 

active mode bridges at Hamilton Place, Tuhimata Road and the proposed EW1a arterial link 

in Pukekohe. These options were identified in the long list phase as improving east west 

accessibility over the rail line. In addition to this, there will be provision for active modes on 

several shared crossing points as part of increasing the number of tracks of the NIMT 

(MT9B).  

• There are several opportunities on existing roads which are not part of the recommended 

arterial road network for the South IBC. These will be investigated further at the DBC. 

Consultation feedback summary: 

• Overall strong support for a link adjacent to the rail line. 

• Some feedback noted on the need to consider the secondary and local network, especially 

links to greenways and in town centres. 

• Access to local shops and services, along with health, fitness and recreation were 

highlighted as the major drivers that should be considered when developing the proposed 

network. 

• Safety and separation highlighted as important components of walking and cycling network 

• Concern for potential lack of amenity from providing facilities next to arterial roads. 

• Interest in a future inter-regional cycle connection between Pukekohe and Tuakau/Pokeno. 

5.2. Auckland Plan 
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The recommended network is consistent with the outcomes sought by the Auckland Plan, in particular 

the Transport and Access outcome. The relevant directions are:  

• Better connect people, places, goods and services.  

• Increase genuine travel choices for a healthy, vibrant and equitable Auckland.  

• Maximise safety and environmental.  

The recommended network focuses on these directions by/through:  

• Providing a network made up of various transport modes (walking, cycling, arterial routes 

specifically to provide for high quality bus services as well as general traffic, rail corridor 

upgrades and new rail stations, SH1 improvements) to increase genuine travel choices and 

to better connect people and places.  

• An enhanced rail corridor as the backbone of PT travel, and frequent and express bus 

services providing fast and high capacity services within, to and from Auckland’s southern 

FUZ areas.  

• A comprehensive strategic cycle network to make Auckland more cycle friendly. Including 

principles of separating the network as much as possible from roads (safety and efficiency), 

and aligning with key transport nodes.  

• Safety assumptions are inherent in all options, and there are specific options which focus on 

safety improvements/upgrades in areas which will come under further safety pressure with 

future growth.  

• Environmental protection outcomes can be achieved through increasing PT and active 

mode options and the resulting mode shift and partnering with Auckland Council to achieve 

land use and transport integration.  
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Appendix B4: South Rail Stations – Supporting Information 
for Options Assessment 

 

 

 




