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Acronyms and abbreviations
Acronym/Term

Description

AEP

Annual Exceedance Probability

AFC

Auckland Forecasting Centre

AMC

Active Mode Corridor

ARDP

Auckland Rail Development Plan

AT

Auckland Transport

ATAP

Auckland Transport Alignment Plan

AUPOIP

Auckland Unitary Plan - Operative in Part

BAU

Business as usual

BCR

Benefit Cost Ratio

CO2

Carbon Dioxide

DBC

Detailed Business Case

DMU

Diesel Multiple Unit

Development ready

Bulk infrastructure is in place to service development, including three waters,
transport, and social infrastructure

DSIs

Deaths and serious injuries

DTIP

Drury Transport Infrastructure Programme

EMU

Electric Multiple Unit

FAR

Funding Assistance Rate

FTN

Frequent Transit Network

FULSS

Future Urban Land Supply Strategy

FUZ

Future Urban Zone

GHG

Greenhouse gases

GPS 2018

Government Policy Statement on Land Transport 2018/19 – 2027/28

GPS 2021

Draft Government Policy Statement on Land Transport 2021/22 – 2030/31

ha

hectare

HIF

Housing Infrastructure Fund

IBC

Indicative Business Case

ImpDBC

Implementation DBC

IOs

Investment Objectives

IQA

Investment Quality Assurance

ITA

Integrated Transport Assessment

KPIs

Key Performance Indicators

LOS

Level of Service

LOV

Low occupancy vehicle
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MCA

Multi Criteria Analysis

MHS

Mixed Housing Suburban

MHU

Mixed Housing Urban

MSM

Auckland Regional Transport Model (Macro Strategic Model)

MSQA

Management, Surveillance, and Quality Assurance

NIMT

North Island Main Trunk Line

NLTF

National Land Transport Fund

NLTP

National Land Transport Programme

No2

Nitrogen Dioxide

NoR

Notice of Requirement

NPS-FW

National Policy Statement on Freshwater Management 2020

NPS-UD

National Policy Statement on Urban Development 2020

NZRP

New Zealand Rail Plan

NZUP

New Zealand Upgrade Programme

OIM

Owner Interface Manager

OLE

Overhead line equipment

P2P

Papakura to Pukekohe Rail Electrification

Partners

Collectively refers to Auckland Transport, Waka Kotahi NZ Transport Agency,
Manawhenua and Auckland Council

PBC

Programme Business Case

PBIOs

Problems, benefits and investment objectives

PM10

Air quality – Particulate matter

PT

Public transport

RLTP

Regional Land Transport Plan

RMA

Resource Management Act 1991

RTN

Rapid Transit Network

RPTP

Regional Public Transport Plan

SEA

Significant Ecological Area

SGA

Supporting Growth Alliance

SH1

State Highway 1

SH22

State Highway 22

SiDRA

Intersection modelling software

TDM

Travel Demand Management

Te Tupu Ngātahi

Supporting Growth Alliance

TFUG

Transport for Future Urban Growth

THAB

Terraced Houses and Apartment Buildings
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The Council

Auckland Council

The Programme

The Supporting Growth Programme

TOD

Transit Oriented Development

Waka Kotahi

Waka Kotahi New Zealand Transport Agency

VKT

Vehicle Kilometres Travelled

vpd

Vehicles per day
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1 Executive Summary
The case for route protection of the rail corridor
This Detailed Business Case (DBC) investigates and confirms a rail system and regional active mode
corridor that supports the planned and future growth in the south. In doing so, recommended
corridors and station locations in future urban areas of South Auckland are identified for route
protection. Route protection is the enabler to investment, and is important to provide property owners,
businesses, other stakeholders and the community with increased certainty on where infrastructure
will be in the future, so people can make informed decisions about their land. It will allow for
investment in transport infrastructure to be optimised to support the growth and integrate with landuse in the South as well as facilitate transformational changes and improvements to the way people
can live and travel in the future. It will also be important to improve the way freight is able to be
moved to better link and service communities and regions.
Auckland is connected to the rest of New Zealand by two main land transport corridors. State
Highway one is the primary road connection, and North Island Main Trunk (NIMT) is the only rail
connection. NIMT forms the main North Island railway line, connecting Wellington to Auckland via
notably Hamilton and Palmerston North. The line is 682 kilometres long. All freight and passenger
services connecting Auckland to the rest of New Zealand must use this corridor, therefore future
expansion of any of these services is dependent on the capacity of this corridor.
The Rail package includes three projects:


Rail corridor upgrade from Pukekohe to Papakura, including the removal of six level crossings



New rail stations are Drury Central, Drury West and Paerata



A regional active mode corridor (AMC) adjacent to the rail corridor from Pukekohe to Drury
Central

The responsibilities for the different aspects of these elements within the business case are shown in
Figure below, including the interface with the NZUP components.

Figure 1-1 Rail DBC Package Ownership and Responsibility
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Problems/benefits of investment
Rail will form the backbone of the public transport system for mode shift and access, enabling the
demand management and sustainability strategies in the southern growth areas to be realised. Rail is
also a key enabler in increasing the capacity and efficiency of freight movements and facilitating
increased inter-regional services.
In growth areas like the south, route protecting key corridors is the first step of investment to enable
the transport system to be upgraded to support the forecasted growth and improve outcomes for the
following:


Land use integration– A planned and proactive approach to growth and investment is
needed to ensure land use is well integrated with the transport network to enhance liveability,
sustainability and improve transport choice for customers.



Mode choice – Greater rail capacity will enable the implementation of high quality, frequent,
limited stop and multi stop services offering real and attractive public transport options.
Separated active mode facilities accommodated within the expanded rail corridor will
significantly improve mode choice for future residents of Drury, Pukekohe and Paerata, as
well as being critical for completing the strategic active transport network in the south.



Access– Mitigating congestion and improving transport options and choice will improve
access to critical social and economic opportunities and improve economic performance
locally and nationally.



Freight - Investing to manage the competing network demands, as well as the safe,
sustainable distribution of freight is critical. Existing corridor capacity will constrain future
movement of goods.



Network resilience –Protecting corridors for future investment in additional rail capacity and
alternative mode infrastructure will reduce risk to communities during disruptive events.



Value for money– Investing early in a planned way (with growth and development) means
transport networks can be protected for in advance, as opposed to retrospectively making
them fit the existing urban form, likely incurring larger property costs and disruption.



Quality urban form and growth– Transport investment supportive of intensification (like
active modes and rail), integrated with the anticipated growth helps shape quality urban form.



Safety & Vision Zero – Safety outcomes for customers will be improved through additional
mode provision, choice, and reduced conflicts as land use changes from rural to urbanised.



Climate – Reduction in reliance on (due to no viable alternatives) highly car based travel and
road freight is critical to reducing harm from emissions.



Well-being - Mode choice including access to a frequent public transport network and cycle
network reduces social isolation and improves health outcomes.

The key problems and opportunities this DBC seeks to address centre around future proofing for
growth to improve access and land use integration, enable greater transport choice and safety. The
table below describes the project specific problems.
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Table 1-1 Project Specific Problems
Project

Problems
PS1: Failure to future proof the southern rail network between Papakura
and Pukekohe in line with the planned urbanisation of Southern Growth
areas, increase in rail freight and inter-regional services will result in poor
access to employment and key centres.

Rail upgrade (4 tracking)
from Papakura to Pukekohe,
including crossings

PS2: Travel demand growth due to rapid urbanisation and higher rail
frequencies will increase the exposure to unsafe level crossings, resulting in
increased risk of DSIs in the future.
PS3: Over reliance on SH1 and a constrained rail corridor for the Southern
Growth areas results in resilience challenges and constrains productivity,
which will be exacerbated by growth.

New rail stations – Drury
Central, Drury West, and
Paerata

PS1: Rapid residential growth in Drury, Pukekohe and Paerata, coupled
with very limited access to the Southern rail corridor will restrict travel
choice, access to local amenities and poor land use integration.

Regional active mode
corridor from Pukekohe to
the proposed SH1 strategic
cycleway at Drury

PS1: The lack of safe and attractive active mode facility between growth
areas and transport interchanges will restrict travel choice, resulting in poor
access to economic and social opportunities from Drury and Pukekohe.

Addressing the project-specific problems contribute to positive alignment with one or more of the
programme wide investment themes (shown below) that centre around supporting growth and access,
and investing in safety, place and environment.
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Figure 1-2 Programme Wide Investment Themes

Solution proposed
The preferred options for each of the package projects are summarised briefly in Table 1-2 and Figure
1-3 below.
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Table 1-2 Recommended South Rail Package
Package project

Preferred option

Rail corridor - Upgrade to four-tracks either side of the existing NIMT corridor between Pukekohe and Papakura
Pukekohe to Paerata section A

Combination East/West preferred due to less impact on ecological system and relativity to
existing buildings.

Pukekohe to Paerata section B

East preferred due to avoidance of residential properties and rail junction reconfiguration.

Paerata to Drury section C

East preferred to avoid stream, vegetation and power pylon.

Paerata to Drury section D

East preferred as most readily enables continuity with preferred alignment of neighbouring
segments.

Drury to Papakura section E

East preferred due to less impact on local streams

Drury to Papakura section F

East/West preferred due to reduced impact on streams and watermain

Drury to Papakura section G

West preferred as fewer heritage constraints and additional space.

Rail Crossings
Onslow Road

Upgrade of existing road-over-rail bridge – Original location

Settlement Road

Upgrade of existing road-over-rail bridge – Original location

Boundary Road

New road-over-rail bridge – Original Location

Ōpāheke Road

New road-over-rail bridge – Original Location

Sutton Road

Crossing Closure

Crown Road

Crossing Closure

Tuhimata Road

New active mode bridge - different location (Option T2A)

Stadium Drive

Upgrade of existing road-over-rail bridge – Original location

Rail stations
Drury Central Station

DC2 platform location is the preferred as it scored highest for engineering functionality,
avoidance of streams and integration with proposed town centre.
Access option DC3A scored highest against investment objective four (accessible and
integrated with land use) and has the least impact on the natural environment.

Drury West Station

DW1 platform location is the preferred as it has the largest developable catchment area,
achieves an appropriate separation distance from other stations and electrification
infrastructure and is located on a straight section of track.
Access option DW1A scored highest against investment objective four (accessible and
integrated with land use) and has the least impact on the natural environment.

Paerata station

P2 platform location is preferred due to the higher level of integration with development
plans and reduced risk associated with avoidance of flood plains and resilience of the
transport asset.
Access option P2A was the logical choice as it provided the greatest level of integration
with the preferred platform location P2. It also provides the best connectivity to the planned
school location, and more centrality in the context of planned residential development.

Active Mode Corridor
Pukekohe section A

East (Franklin Road, Cape Hill Road, Isabella Drive & NIMT route) - preferred alignment as
offers higher level of service, less property, historic and environmental impact.

Paerata section B

East preferred due to surrounding development potential, avoids need to cross the NIMT
with Mission Bush line and reduced impact on Whangapouri stream.

Paerata section C

West preferred due to surrounding development potential, avoidance of significant
hydrology, pylon and earthworks constraints.

Drury section D

East preferred to integrate with segment to the North, avoid existing hothouse facility and
other constraints to the west side of the tracks.

Drury section E

East preferred due to opportunity to integrate with a larger developable catchment on the
east side, direct access to Drury Central station and avoidance of significant environmental
impacts.
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Figure 1-3 Recommended South Rail Package
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Outcomes the package will achieve
At a high level, the Rail package delivers well against the investment themes with sound improvement
in rail capacity, provision of quality public transport and active mode networks/facilities, contributing to
positive safety and mode share outcomes. Key outcomes include:


Four-track capacity increases rail frequency and transport choice resulting in an increase in
mode share to 16% for active modes, and 31% for Public Transport (PT) (including interregional trips north) during morning peak.



70% of rail patronage using express services OR 50% of total PT trips going north



o

10mins - All Stops Service >> 12 trains in AM peak

o

10mins - Express Service >> 12 trains in AM peak

o

24 trains total in AM peak from Pukekohe.

Reduced travel time to key destinations and increased access to jobs
o

5-10% of all jobs in Auckland are accessible within 45 mins using PT (PukekohePapakura). 2%-5% improvement from the do-minimum scenario.

o

25-31% of all jobs in Auckland are accessible within 60 mins using PT (PukekohePapakura). 13%-19% improvement from the do-minimum scenario.



Travel time to key centres with four tracking and increased rail services. From Drury on
average it will take 71 mins to CBD via PT, enabling a 15-minute improvement in journey time
in comparison to the do-minimum scenario.



Upgrades to the rail corridor allow for less crowding on trains, resulting in more upstream
capacity. Crowding factor of 1.00-1.09 at the new stations in the Preferred Option compared
to 1.12-1.6 crowding factor in the Do Minimum. A crowding factor above 1 indicates services
are running at seated capacity



Regional AMC provides 17km of new separated facilities to support safer walking and cycling
which will lead to 3,000 more kms a day travelled by bike and 3,100 kms more walked.



25,000 daily trips are generated by cycling and walking trips to/from the new stations.



Provides better transport choice for short and longer trips with 137,000 people/19,000 jobs
within 2km of stations encouraging healthier and more active lifestyles.



Annual reduction of 11.3million VKT when comparing the Preferred Option (new
stations/corridor improvements) to the Do Minimum.



Reduction of DSIs through provision of segregated and grade separated crossings across rail
tracks.
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Costs and benefits
A summary of the costs, benefits and benefit cost ratios (BCRs) for each of the individual projects and
the total Rail package are shown in the table below. For this kind of long-lived rail infrastructure
project, the BCR analysis with 4% and 60 years is best suited for use, with results for each project
shown in Table 1-3.
Table 1-3: BCR effect on following new evaluation guidelines, MBCM, 2020
SGA Four Track
(PapakuraPukekohe)
EEM 2018 – 6%/40 year
MBCM, 2020 – 4%/40 year
MBCM, 2020 – 4%/60
Extension of Analysis
period to 60 year

Station

Active Mode
Corridor

Combined SGA
Rail DBC

1.1

2.8

1.1

1.6

1.5

4.0

1.5

2.2

1.8

5.2

1.9

2.7

The detailed benefits and cost breakdown for each project as shown in Table 1-4.
Table 1-4: National and Government BCRs per Project for 6%/60 years evaluation
Projects

PV total
benefits, $M
PV

PV total net
costs, $M PV

PV Fare
Revenue, $M
PV

National BCR

Government
BCR

SGA Four Track
(PapakuraPukekohe)

1.8

2.5

Station

5.2

10

Active Mode
Corridor

1.9

1.9

Combined SGA
Rail DBC

2.7

3.8

The PT user benefits comprise the major portion of benefits, and with the scale of travel benefit
similar between 4-tracks and stations, it demonstrates that both elements are needed to deliver the
mode share and associated decongestion and travel time savings for the car users.
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Key risks and opportunity
A Risk and Opportunity Management Plan has been developed and endorsed by the Te Tupu Ngātahi
governance team. The risk management process is consistent with AS/NZS ISO 31000:2009 and is
consistent with typical risk management processes undertaken by AT and the Waka Kotahi. Key
overarching risks and opportunities at a programme-wide level include:
.

Way forward – priorities and recommended approach
Route protection using NoR is the recommended mechanism for all projects identified in the Rail
package. The DBC seeks to progress the recommended upgrades to the next phase, which includes
post-lodgement. The investment decisions sought for the package include approval of preferred
corridors, approval of lodgement of a Notice of Requirement (NoR) and approval for partial property
investment.
Route protection for most of the corridors, and therefore lodging the relevant NoR, is generally of high
priority in order to protect the land required for the proposed network, while providing certainty to
landowners, businesses, stakeholders and the community. This is particularly important in the DruryŌpāheke area where zoned land areas are being increasingly developed, Future Urban Zone (FUZ)
land is being live zoned and/or a number of private plan changes have been lodged with and
accepted by the Council, signalling a desire for expedited growth of the FUZ by developers.
It is recommended that NoRs are packaged together as shown in Table 1-5 below. This allows
lodgement to be rationalised providing an opportunity to improve efficiencies in the NoR process,
streamline statutory timeframes and avoid unnecessary duplication and also provides flexibility to
lodge the stations as soon as practical to allow potential consideration alongside the suite of Drury
Plan Changes occurring in the area..
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Table 1-5 Route Protection Strategy
Rail Package of NoRs
Proposed NOR
NoR R1 – Rail Corridor
Upgrade (Alteration to
existing KiwiRail

NOR section
Applies the North Island Main Trunk (NIMT) between
Papakura and Pukekohe where further land required for
four-tracking and consequential alterations at rail crossings.

Requiring
authority

KiwiRail

Designation 6302)
NoR DC-S – Drury Central
Station platforms and platform
buildings
NoR DW-S – Drury West
Station platforms and
platform buildings
NoR P-S – Paerata Station

New designation overlapping existing NIMT designation
(6302), to provide for the construction, operation, and
maintenance of platforms and platform buildings (including
bridge accesses) for new rail stations at Drury Central (NoR

KiwiRail

DC-S) , Drury West (NoR DW-S) , and Paerata (NoR P-S).

platforms and platform
buildings
NoR DC-I – Drury Central
Interchange Facilities
NoR DW-I – Drury West
Interchange Facilities
NoR P-I – Paerata

New designation to provide for the construction, operation,
and maintenance of the following interchange facilities
serving Drury Central (NoR DC-I), Drury West (NoR DW-I),
and Paerata (NoR P-I) stations (platforms of which are
provided for through NoR DC-S, DW-S, and P-S).

KiwiRail (NZUP
focus), assuming
future transfer to
Auckland
Transport

Interchange Facilities

NoR A1 – Regional Active
Mode Corridor

New designation to provide for the construction, operation
and maintenance of a Regional Active Mode Corridor
between Drury Central station and Pukekohe north of
Isabella Drive.
NoR A1 will overlap with or sit adjacent to NoR R1 for ~60%
of its length (overlap area of approx. 9ha).

Waka Kotahi

As per the NZUP announcement in early 2020, capital investment in certain transport infrastructure
projects through Crown funding has been expedited, providing a fully funded pipeline of work that
provides certainty to accelerate delivery. This includes several projects within or closely related to
SGA’s route protection scope. Of most relevance to this DBC is funding committed to improve
passenger and inter-regional freight services to help make rail a preferred way of travel for
communities to the south of Auckland. This includes the development of new rail stations and
supporting infrastructure in the south, with work expected to begin in 2023. KiwiRail has $247M
allocated for stations and supporting infrastructure in the Drury area. KiwiRail are currently confirming
the most appropriate allocation of this funding across the stations and supporting infrastructure. As a
consequence, this brings station development forward. This accelerated delivery aligns with
increased developer interest in the Drury area, with multiple plan changes seeking to expedite
development earlier than outlined within the FULSS. Timing for projects in this area seeks to align
with this demand, to ensure transport outcomes sought in this DBC can be protected for. Therefore,
the recommended staging approach for the rail package is underpinned by achieving transformational
mode shift that aligns with growth/land-release occurring in the south.
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Recommendations sought for Approval
This business case for route protection seeks the following approvals:


Endorsement of all of the recommended South Rail options



Approval for lodgement and route protection of the full final footprint (including interchange
facilities) for the Drury Central, Drury West and Paerata Rail stations



Approval of funding release for the above station post lodgement activities



Acknowledgement of forecast contingent property liability arising from route protection of the
above stations

It is acknowledged that this business case is focussed on route protection and that there are funding
implications associated with the contingent property liability 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.
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PART A – The case for change
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2 Introduction
Purpose of this report
This Detailed Business Case (DBC) identifies the recommended corridors and station locations for
route protection in the future urban areas of South Auckland. This work follows on from the outcomes
identified at both the Programme Business Case (PBC) and Indicative Business Case (IBC) stages
and further investigates and confirms a fit-for-purpose rail system and regional active mode corridor
(AMC). This DBC will address the following:


Revisit the Indicative Business Case (IBC) assumptions, evidence and main findings



Establish, test and confirm the preferred option



Identify the arrangements needed for delivery and route protection

It is important to note that the purview of this DBC is limited to outlining the case for route protection
only of the projects within it.

The Supporting Growth Programme for the South
The Supporting Growth Programme (the Programme) as described in the IBC was established to
identify a transport system that will support Auckland’s planned greenfield growth over the next 30
years. Te Tupu Ngātahi (the Supporting Growth Alliance, or SGA) will carry out the planning phase for
route protection of these corridors.
Route protection is important as it provides property owners, businesses and the community with
increased certainty on where infrastructure will be in the future, so people can make informed
decisions about their land.

The Southern Growth area
The Southern growth area is approximately 20km south of Auckland’s central city and is
approximately 30km in length. This area makes up the largest proportion of future urban areas in
Auckland (45%). It includes the large future urban areas of Takaanini, Ōpāheke Drury, Drury West,
and Pukekohe-Paerata. The sequence of timing for the areas to be released for development will be
in accordance with Council’s Future urban land supply strategy (FULSS) 2017, discussed further in
4.1.1. However, there are already live-zoned areas currently under development in both Drury West
and Pukekohe-Paerata. The IBC for the South established the following main assumptions and
findings:


Growth in the overall South area is expected to rise from 61,000 dwellings in 2016 to 131,000
by total build out in 2048+ This is expected to cater for a population of 356,000 people by
2048+, in comparison to 193,000 in 2016. 1



1

The bulk of the South’s growth is anticipated to occur within the Drury-Ōpāheke growth area,
increasing from a current population of just over 3,300 to a population of around 62,000 by
2048+. Provision of employment opportunities is expected to rise from 2000 in 2016 to 11,300
in 2048+

MSM Model I11.5
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Figure 2-1: Household growth in the southern growth areas (Drury- Ōpāheke and PukekohePaerata)
The Southern Growth areas and indicative transport network is shown below in Figure 2-2.
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Figure 2-2: Southern growth areas – indicative strategic transport network
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New Zealand rail context
Auckland is connected to the rest of New Zealand by two main land transport corridors. State
Highway one is the primary road connection, and North Island Main Trunk (NIMT) is the only rail
connection. NIMT forms the main North Island railway line, connecting Wellington to Auckland via
Hamilton and Palmerston North. The line is 682 kilometres long. All freight and passenger services
connecting Auckland to the rest of New Zealand must use this corridor, therefore future expansion of
any of these services is dependent on the capacity of this corridor.

Figure 2-3: New Zealand North Island rail network and Population 2043 (Source – Stats NZ)
Figure 2-3 shows the limited rail network relative to the combined populations of Northland and
Auckland against the rest of New Zealand (2043 projected). This highlights the criticality of the
singular NIMT to provide for the movement of goods and people both to and from Auckland, as well
as its wider regional and national function. The consideration of this wider function is important when
assessing capacity upgrades, resilience risk and the ability to support continuity of economic activity
and regional development.
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Business case history
Figure 2-4. provides a snapshot of the Business Case history. It summarises the recommended
network for each Business Case stage, the urbanisation growth assumptions and the applicable
regulatory and planning policies influencing decisions made. It should be noted that the drivers for
transport intervention has not changed, and are continuously supported by:


Growth in the South: the expected increase in household growth in the South has gradually
increased throughout the Business Case planning horizon



Regulatory and planning policies support the mode neutral approach to transport
interventions

Figure 2-4 Business case history
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South Detailed Business cases
The South indicative strategic transport network has been broken down into five packages to enable
the level of analysis and detail required for a DBC and address the different timing requirements of
individual projects.
A range of criteria were used to ensure the DBCs and any subsequent route protection process are
appropriately packaged and prioritised, including:


Alignment with the route protection strategy set out at the IBC stage.



Urgency – this is driven by several factors including development pressure, council structure
planning, or other projects impacting on the proposed intervention.



Place shaping is under pressure from development – imminent development pressure in
several areas may compromise the ability to lead a quality compact urban form. Protection of
projects in these areas is likely to enable land use and lead the urban form within an area.



Relationship with other elements – for example where option development and/ or route
protection as a package is sensible or necessary.



Opportunities to drive sustainable urban mobility – via prioritisation of projects that contribute
to provision of transport choice.



Contribution to Programme outcomes – the extent to which a project contributes to the overall
programme benefits including mode share, accessibility, resilience etc.



Potential economic benefits to be obtained.



Potential for value capture to assist in the overall affordability of the transport interventions
required to support the proposed growth through land use and transport planning integration.

Figure 2-5 summarises the five packages.

Figure 2-5 South Business cases
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Rail DBC scope
There are three key projects within the Rail DBC package as outlined in Figure 2-6. The investment
decisions sought for the Rail package DBC include :


Approval of preferred options for route protection



Approval of lodgement of a Notice of Requirement (NoR)



Approval for partial property investment

This will be focused on interventions where pre-implementation is to occur within the next decade and
therefore the investment case needs to be made to invest in the lodgement of the route protection
mechanism and the resultant financial implications of property liability (and potential purchases). A
subsequent investment case prior to implementation would be required (Refer to the Management
Case, Section 0).

Figure 2-6 Rail DBC Package
The responsibilities for the different aspects of these elements within the business case are shown in
Figure below, including the interface with the NZUP components.

Figure 2-7 Rail DBC Package Ownership and Responsibility
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Given the number and range of projects across the entire programme and the difference in likely
timing of implementation (between 3-30+ years), the Supporting Growth programme has defined three
broad types of DBC:


Type A: Detailed Business Case for corridor confirmation – Identification of a preferred
corridor; however no further work required as no investment being sought.



Type B: Business Case for route protection – Identification of a preferred corridor with
sufficient design to inform the assessment of effects and lodge a Notice of Requirement
(NoR). Investment in pre-implementation and resultant property costs sought.



Type C: Detailed Business case for implementation – A typical DBC assessment suitable
for selection of a preferred option with sufficient detail to progress to Pre-implementation, and
implementation funding is sought.

Four tracking and the AMC corridor has been progressed as Type A DBC, and Stations as Type B
DBC.
The Rail DBC projects have been grouped together for the following reasons:


The rail corridor upgrade, rail crossings, rail stations, and active mode corridor are all
interdependent and need to be planned concurrently.



Increasing rail capacity (both through the number of tracks and increased frequency of trains
using the corridor) exacerbates the safety issues at existing level crossings. Thus, the
assessment of increased rail capacity and the removal of level crossings has been combined,
as the heightened need for the removal is of a consequence of this capacity increase.



Additionally, route protection for capacity increase of the rail corridor is significant for the
viability of the rail network for the south. Consequently, route protection of the stations will
allow for the availability of four tracks. Therefore station sections follow the discussion on
track capacity increase/upgrades. However, stations are not dependent on the provision of
four tracks, and can occur with or without, therefore they are assessed separately.



Decisions on the provision and location of rail stations fundamentally shape the surrounding
urban form and are priority decisions given the significant development pressure and fastadvancing land use planning underway in the Drury area in particular.



Similarly, the proximity of the regional AMC to the rail corridor and the four-tracking is such
that it also logically falls within the Rail DBC. The AMC and four-tracking will generally follow
the same route, generating similar effects and considerations. Further, the stations
themselves form part of the AMC, with provisions for linking pathways and bike storage to
create a more accessible public transport network. This interconnectedness between public
transport and active modes encourages a more robust network and so these aspects should
be considered together.



The New Zealand upgrade Programme (NZUP) was announced in early 2020, and provides
for the implementation of the interim Drury Stations by the end of 2024, which is well ahead of
the current Rail DBC implementation timeframe. This is discussed in more detail at section
4.2.2.
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2.7.1 Route protection
The principal task for the infrastructure components of the programme is to protect the transport
corridors through route protection to support Auckland's projected growth over the next three
decades. Route protection is important as it provides property owners, businesses and the community
with increased certainty on where infrastructure will be in the future, so people can make informed
planning decisions.
The process of prioritising the route protection of the preferred network requires an assessment of a
range of factors that can be grouped into the following three categories:


Strategic importance – which components represent anchor projects that provide early
opportunities to deliver on liveability objectives?



Urgency – which preferred network components need to be advanced as a matter of priority
and why?



Complexity/risk profile – how difficult/straightforward will it be to achieve route protection?

3 Why is investment in route protection needed?
This section summarises why route protection is needed. Route protection is the enabler to
investment. It will allow for investment in transport infrastructure to be optimised to support the
growth in the South as well as facilitate transformational changes and improvements to the way
people can live and travel in the future. It will also be important to improve the way freight is able to
be moved to better link and service communities and regions.
Auckland is New Zealand’s largest city and the economic heart of the nation. Auckland is also the
country’s largest and most congested city. This congestion is limiting travel choices and impacting on
the economic productivity of the country. Growth is predicted to further exacerbate these issues.
In growth areas like the south, route protecting key corridors is the first step of investment to enable
the transport system to be upgraded to support the forecasted growth and improve outcomes for the
following:


Land use integration– Land has either been identified or is already under development in
the South. A planned and proactive approach to growth and investment is needed to ensure
land use is well integrated with the transport network to enhance liveability, sustainability and
improve transport choice for customers.



Mode choice – Greater rail capacity will enable the implementation of high quality, frequent,
limited stop and multi stop services offering real and attractive public transport options.
Separated active mode facilities accommodated within the expanded rail corridor will
significantly improve mode choice for future residents of Drury, Pukekohe and Paerata. It is
also critical for completing the strategic active transport network in the South.



Access– Mitigating congestion and improving transport options and choice will improve
access to critical social and economic opportunities and improve economic performance
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locally and nationally. Without intervention the interpeak ‘severely congested’ levels are
forecast to increase 35% and interpeak business to business connectivity will reduce by 15%.
Travel time by car to key centres such as Manukau is expected to double by 2046 (based on
do minimum scenario), undermining quality of life for residents and employees in the area.


Freight - Freight is a key enabler of economic activity and plays a critical role to support not
only Auckland’s large consumption of goods as services, but also the production and
distribution of freight to the rest of the country. Investing to manage the competing network
demands, as well as the safe, sustainable distribution of freight is critical. Existing corridor
capacity will constrain future movement of goods.



Network resilience – a resilient multi-modal land transport system helps preserve access
and manage disruptive events. Protecting corridors for future investment in additional rail
capacity and alternative mode infrastructure will reduce risk to communities. Planning for and
having options to respond to disruptive events will minimise adverse impacts to customers.



Value for money– Investing early in a planned way (with growth and development) means
transport networks can be protected for in advance, as opposed to retrospectively making
them fit the existing urban form, likely incurring larger property costs and disruption. The later
the inevitable interventions are implemented the more expensive they will be.



Quality urban form and growth– Transport investment integrated with the anticipated
growth helps shape quality urban form, e.g. investment in transport that is supportive of
intensification in town centres like active mode facilities and rail. Without investment, there is
the risk of further urban sprawl, car oriented development and degraded access. This may
reduce the scale of growth particularly intensification or density of growth achievable,
resulting in sub-optimal or less efficient urban land development.



Safety & Vision Zero – Safety outcomes for customers will be improved including reduction
in deaths and serious injuries (DSIs) through additional mode provision, choice, and reduced
conflicts as land use changes from rural to urbanised. Given the additional transport
demands, a number of improvements will be required to minimise safety risks.



Climate – Reduction in reliance on (due to no viable alternatives) highly car based travel and
road freight is critical to reducing harm from emissions. Electrification of both the vehicle fleet
and rail will also make a significant contribution to national climate goals.



Well-being - Mode choice including access to a frequent public transport network and cycle
network reduces social isolation and improves health outcomes. Vulnerable sectors of the
community including youth, the elderly and those with lower incomes that do not have access
to a motor vehicle will especially benefit.

Investing in rail
The rail package provides diverse transport opportunities for the south through a complementary
package of projects. This package includes an upgrade of the rail corridor to four-tracks, provision of
a regional active mode corridor adjacent to the rail line which connects to new stations at Paerata,
Drury West and Drury Central. As a package these projects unlock access to an improved, more
attractive rail network in these growth areas. And finally, the provision of a regional active mode
corridor, which provides both intra-regional and local (i.e connects into stations) mode choice and
connections within the southern growth area.. The rail package will form the backbone of the public
transport system for mode shift and access, enabling the demand management and sustainability
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strategies in the southern growth areas to be realised. Rail is also a key enabler in increasing the
capacity and efficiency of freight movements and facilitating increased interregional services. The
addition of infrastructure in the form of additional stations is important to provide access to additional
services, and the rail corridor also provides an opportunity to deliver separate active mode facilities to
this region.
Modelling during the IBC indicated that the future recommended rail network has the potential to
transport 25% of AM peak period travel demand (compared to 8% in 2016) 2 however there is
insufficient operational capacity within existing track configuration. Rail access is also currently limited
to catchments surrounding the stations at Papakura and Pukekohe; coverage is small with little
integration with other transport modes. In addition to providing access to the rail network via active
mode and micro-mobility, there is a need for an expanded reach via bus, kiss and ride access, and
park and ride for rural catchments is also important. Achieving significant mode shift is highly
dependent on additional rail capacity, and rail upgrades to improve the attractiveness of public
transport through access to the rail network, system operation, reliability and service speed. Access
to the rail corridor, and optimising rail station location & land use integration will also be critical to
achieving the future desired urban form. Structure planning in the Future Urban Zoned (FUZ) areas
indicates that the existing stations locations on their own are insufficient to support the anticipated
growth projections. Without additional stations in Drury and Paerata, there is a significant missed
catchment opportunity, with forecasts indicating an increase in population by 96,0003 in DruryŌpāheke and Pukekohe-Paerata. Without additional stations in Drury and Paerata, accessibility and
catchment opportunity will be missed, limiting transport choice.
Furthermore, the case for investment in four tracks is multi-faceted. With track capacity not being
analogous with road capacity, rail services and functions compete for track capacity directly.
Therefore, managing the needs of urban metro and outer metro suburban services including
combinations of services such as all stops, limited stops and semi-fast4, as well as freight, and
interregional services along shared tracks is highly complex and requires trade-offs to be made. Four
tracking gives the most flexibility for effective management of the rail corridor demands.
Freight growth in the upper North Island is forecast to be substantial, with a considerable proportion
occurring in Auckland. The growth in freight volumes will place pressure across the multi-modal
freight system as more trips are needed to deliver the growing volumes of freight. This growth will also
be influenced by increasing population in major urban areas and increasing demand for road space
and public transport services. Rail has a key role in managing a growing freight task. Not all freight
however is contestable by rail; a proportion of the freight transport task will always be unsuited to rail.
Bulk commodities and long-distance freight movements are most suitable to rail, whereas time
sensitive, perishables and short movements are more suitable for air or road. Consequently, there is
a ‘natural supply chain’ that determines how freight is best moved across the different links in the
transport system.
Four tracking is key to accommodating the significant growth in demand for track capacity while
minimising compromising trade-offs. It is also critical for improving network resilience to minimise the
impact of planned and unplanned disruption.
Planning for future infrastructure starts now with investment in protecting an ideal footprint. Initial
analysis indicates that third and fourth tracks cannot be provided within KiwiRail’s existing
2

Based on 2046+ preferred network modelling. Northbound screenline travel demand at Takanini, during the AM peak

period (2 hours).
3
4

Structure plan forecasts
As defined in the AT ATAP indicative network update version 4
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designation. It is estimated that there will be land requirements (via alterations or new designation(s))
along some 65% of the corridor for four tracks. Land requirements would still be required for a third
track but to a lesser extent. Figure 3-1 below helps illustrate how early investment in the designation
keeps corridor widening options open, and proactively influences good urban form outcomes. The
image on the left shows that without designation the existing greenfield land could be rezoned
residential in future and developed right up to the current corridor designation. Adding future track
capacity would then be constrained by this development requiring significant disruption and cost to
acquire the required land. Similarly, development occurring without route protection not only restricts
the addition of a fourth track, but also negates the opportunity of providing a regional active mode
corridor adjacent to the rail corridor. This would be a considerable missed opportunity for the
Southern Growth areas, as an AMC would provide access to planned stations and between centres,
thus contributing to mode choice in the South.
In contrast, the image on the right shows that investment in route protecting a footprint now provides
opportunity to optimise corridor capacity and provision of a regional AMC. Early investment in route
protection is also likely to save on the cost of later land acquisition.
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Figure 3-1 Route protection value proposition
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Problem statements
Table 3-1 sets out the specific problems developed for each of the rail package projects. The key
drivers and evidence to the problems are provided in section 6.
Table 3-1 Rail package problem statements

Project

Problems

PS1: Failure to future proof the southern rail network between Papakura
and Pukekohe in line with the planned urbanisation of Southern Growth
areas, increase in rail freight and inter-regional services will result in poor
access to employment and key centres.

Rail upgrade (4 tracking)
from Papakura to Pukekohe,
including crossings

PS2: Travel demand growth due to rapid urbanisation and higher rail
frequencies will increase the exposure to unsafe level crossings, resulting in
increased risk of DSIs in the future.

PS3: Over reliance on SH1 and a constrained rail corridor for the Southern
Growth areas results in resilience challenges and constrains productivity,
which will be exacerbated by growth.

New rail stations – Drury
Central, Drury West, and
Paerata

PS1: Rapid residential growth in Drury, Pukekohe and Paerata, coupled
with very limited access to the Southern rail corridor will restrict travel
choice, access to local amenities and poor land use integration.

Regional active mode
corridor from Pukekohe to
the proposed SH1 strategic
cycleway at Drury

PS1: The lack of safe and attractive active mode facility between growth
areas and transport interchanges will restrict travel choice, resulting in poor
access to economic and social opportunities from Drury and Pukekohe.
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4 What’s changed since the IBC?
This section sets out the key contextual changes since the IBC was undertaken in 2018-2019, and the
impacts of these changes on the indicative strategic transport network. These include:


Approval of the Drury-Ōpāheke and Pukekohe-Paerata Structure Plan and substantial Private
Plan Changes have been lodged with Auckland Council (the Council) in Drury area.



Changes in the policy and regulatory context



Changes in strategic rail planning

Land use planning and development context
4.1.1 Structure Plan - Changes in land use planning and growth context
Drury-Ōpāheke and Pukekohe-Paerata Structure Plans
As per the Auckland Unitary Plan (AUPOIP) requirements for urbanising Future Urban Zoned (FUZ)
land, the Council has completed Structure Plans for the Drury-Ōpāheke5 and Pukekohe-Paerata6
areas (see Figure 4-1 for extents). Draft Structure Plans were released for engagement in April 2019,
and were subsequently finalised and adopted in September 2019, forming the basis of any Councilinitiated Plan Changes to ‘live zone’ land in the area for development, as well as informing any
privately initiated plan changes.
The Structure Plans provide the most advanced ideas to date on the general land use pattern for the
Ōpāheke-Drury and Pukekohe-Paerata areas, including locations of centres, residential and industrial
areas, environmentally sensitive areas (e.g. streams), parks, and other physical and social
infrastructure.
Together, the Structure Plan areas are projected to accommodate over 35,000 dwellings, 17,000 jobs,
and a population of over 96,000. The Structure Plans followed the proposed land release sequencing
set out in the Council’s Future Urban Land Supply Strategy (FULSS) in 2017. This sequencing
proposes that areas are to be urbanised / made development-ready at the following dates:


Paerata and Drury West Stage 1 (outside existing live-zoned areas) – 2018-2022;



Pukekohe – 2023-2027; and



Drury West Stage 2 and Drury-Ōpāheke (Drury East) – 2028-2032.

While the FULSS remains the Council’s current position (the 2017 document remains unchanged),
there is significant pressure on these proposed development timeframes. Several private plan
changes have been lodged and are documented below in subsection 4.12. The Government’s New
Zealand Upgrade Programme (NZUP) and the Drury Transport Infrastructure Programme (DTIP)
investigations (discussed in subsections 4.2.2and 4.2.3 below) both seek to expedite the projects
necessary to support an accelerated rate of land release.

5
6

Draft Opāheke-Drury Structure Plan – Auckland Council, April 2019.
Draft Pukekohe-Paerata Structure Plan – Auckland Council, April 2019.
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Figure 4-1 Draft Structure Plans – Drury-Ōpāheke and Pukekohe-Paerata
Impacts of the approved Structure Plan
- Both the Drury-Ōpāheke and Pukekohe-Paerata Structure Plans influence this DBC as the planned
land use impacts the types of development and subsequently the future transport demands.
- Both structure plans reinforce the need and timing of the additional rail capacity to cater for the
growth and demand, particularly in Drury
- Both structure plans reinforce the indicative station locations recommended at the IBC stage.
Growth yields from the Structure Plan are at the upper end of the range of scenarios considered in the
IBC.
- While FULSS remains the Council’s current staging position, there is significant pressure on ‘fasttracking’ the proposed development in Drury – therefore further reinforcing the case for Route
Protection of the rail corridor, regional active mode corridor and station locations in Drury to achieve
the desired outcomes.
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Integrated Transport Assessment
In fulfilment of the AUPOIP requirements for Structure Plans, Te Tupu Ngātahi (Supporting Growth
Alliance, or SGA) on behalf of AT prepared an Integrated Transport Assessment (ITA) to support the
two Structure Plan areas. This document adopts the Structure Plan land use scenarios, proposes a
transport network to service that land use (heavily based on the IBC network, and with collector roads
added), and provides an assessment of the performance of the proposed transport network under the
Structure Plan land use scenario over time (using 2028 and 2048 model years). It also provides highlevel staging strategies.
The ITA recognises that strategic transport decisions and land use planning are the most significant
influences on travel demand. The opportunities identified to influence travel demand through the ITA
and Structure Planning process are summarised as follows:


Land use integration – The land use scenario provided by Council has sought to influence
travel demand by including a significant quantum of employment land, identifying a hierarchy
of centres, providing for transit-oriented development (TOD) by co-locating major centres and
other high trip-generating activities (such as the Catholic School site in the case of Drury
West) with rail station locations, and enabling density around Public Transport (PT) nodes.
Increased local employment generally helps to substantiate a relative reduction in outbound
travel demand, and a modal shift for both inbound and outbound trips. Furthermore, increased
density around PT routes will support the efficient provision of PT services, which in turn is
necessary to induce mode shift.



Transport network design – The transport network needs to be conducive to a reduction in
travel demand and a mode shift away from single-occupant private vehicles. From a network
design perspective, this means ensuring that the overall urban form and configuration of
transport corridors are walkable, cyclable, able to support efficient PT provision, and
conducive to the use of micro-mobility modes (e.g. e-bikes and e-scooters). Networks need to
provide connectivity to key destinations including centres and employment, schools, retail and
dining destinations, social and community facilities, and mixed-use residential areas.

Of relevance to this package DBC, the key parts of the IBC network elaborated on in the ITA include
the following:


Drury rail station locations



Road access configuration around the Drury Central and Drury West centres



Potential additional crossings of the NIMT.

Impacts of the approved Structure Plan ITA
- In the context of the business case process, the ITA substantially adopts the majority of the IBC
networks.
- Accordingly, while further detailed investigation of IBC projects through the DBC remains essential,
the ITA can be seen as an intermediate step in the business case process for selected projects.
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4.1.2 Plan changes and live-zoned areas under development
Whilst the Structure Plans follow the proposed land release sequencing set out in FULSS (earmarked
for 2028-2032), there has been significant pressure on ‘fast-tracking’ the proposed development in the
South – with some precincts already live zoned and under development. Table 4-1 summarises the
differing stages of live zones/plan changes occurring within the study area. Of most note is the private
plan change requests that have occurred since the IBC, including during the development of this
DBC. As the table below notes, some of these plan changes have need accepted and notified by
council. Figure 4-2 shows where the plan change proposals are spatially, and how some in particular
have a direct impact on rail projects within this DBC. It should be noted that several plan changes
increase expected yields derived from the structure plans. Whilst in the long run this may deliver
larger station catchments, this also increases the urgency for acting now in order to offer attractive
mode choice for these larger communities from the start.

Figure 4-2 Plan change zoning
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Impacts of the Private Plan Changes
The proposed plan changes give real and sustained pressure to Council to potentially enable out of
sequence growth in Drury. It is anticipated the lodgement and acceptance of further private plan
changes will follow, seeking expedited live-zoning of FUZ land in the area. As stated above, Council
have accepted the processing of the requests shown in Figure 4-2. However, in light of infrastructure
funding concerns, Council are opposed to approving the plan changes without resolving funding
issues, in order to avoid precluding desired transport outcomes that the adoption of plan changes
(and the associated accelerated development) may result in.
This interest in the area increases the urgency to route protect to future-proof the rail corridor and
stations, in particular, around Drury Central station with the longer-term growth outlined in Drury.
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Table 4-1Status of plan changes and live zoned areas
Plan Change #

Plan Change / Precinct Name

Applicant / Developer

Proposal

Status

-

Opāheke 1 Precinct (Bellfield
Estate)

Motleon Limited

27ha residential development

Operative – live-zoned land
under development

-

Drury South Industrial Precinct
(Drury South Crossing)

Drury South Ltd / Stevensons

361ha industrial development

Operative – live-zoned land
under development

-

Drury South Residential Precinct

Classic Homes

101ha residential development

Operative – live-zoned land
under development

-

Franklin 2 (Paerata Rise)

Grafton Downs

300ha residential development

Operative – live-zoned land
under development

Plan Change 6
(Operative)

Drury 1 Precinct (Auranga A and B1)

MADE Group / Karaka & Drury
Ltd

168ha residential development

Operative – live-zoned land
under development

Plan Change 46

Drury South

Drury South Limited /
Stevensons

Rezoning within existing Drury South
Industrial Precinct – rezone 20ha
heavy industry to light industry; 10ha
light industry to mixed use.

Accepted by Council –
currently notified

Plan Change 48

Drury Centre

Kiwi Property

95ha business (metropolitan centre,
mixed use) development)

Accepted by Council –
currently notified

Plan Change 49

Drury East

Fulton Hogan

184ha residential development

Accepted by Council –
currently notified

Plan Change 50

Waihoehoe

Oyster Capital

49ha residential development

Accepted by Council –
currently notified

Plan Change 51

Drury 2 Precinct (Auranga B2)

MADE Group / Karaka & Drury
Ltd

33ha residential development

Accepted by Council –
currently notified

Plan Change 52

520 Great South Road

520 Great South Road Ltd

PC51

Waipupuke (Karaka Meadows)

Lomai Properties

PC58

470 and 476 Great South Road and 2
and 8 Gatland Road
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4.1.3 Increasing development yields and model updates
As was the case between the PBC and the IBC, new growth forecasts have been produced by the
Auckland Forecasting Centre (AFC) during the development of the DBC. The latest scenario is known
as land use scenario i11.5.
Compared with the previous growth forecast, the South as a whole is expected to experience a
slightly lower proportion of regional household growth in the 2048 model year (a reduction in 2048
households of approximately 5%), with growth correspondingly increasing in other parts of the region,
notably the central isthmus as there has been a shift to utilising more brownfield land for
development.
In the full buildout scenario (referred to by SGA as the 2048+ scenario), yields are broadly similar to
the previous scenario (in fact 2% higher across the south). As evidenced by Figure 4-3, by 2048+ the
anticipated number of households in the South is expected to grow to the size of 1.2x the size of
Hamilton, thus the key message is there is still a considerable need to invest in transport
infrastructure in the South. This is further reinforced when looking at Drury, as Figure 4-4 identifies
that most of the growth in the South occurs within the Drury Local growth area.
A comparison of I-11.4 (IBC) and I-11.5 forecasts (used for this DBC) in Figure 4-5 shows that there is
an increase in both the Drury West and Drury East area, likely attributed to the greater certainty that
the Drury-Ōpāheke structure plan has provided, namely identifying where centres are, and
consequently, where there will likely be higher household density. The overall increase in households
in I11.5 is 1800, to a total of 23,400.
The main takeaway is that the combination of structure plan and development forecasts shows that
growth will be substantial both in the South, particularly in the Drury area. Therefore, this reinforces
the need to route protect in the area to ensure the delivery of a fit-for-purpose transport network that
caters for the expected demand.
However, given recent COVID implications a more recent I-11.6 model has been derived. This is
noted to possibly impact short term yields, but ultimately 2048+ (and the I-11.5 yields used for this
DBC) forecasts should be relatively unchanged, and still warrants the need for investment.

Figure 4-3 : 2016 and 2048+ (i-11.5 development yields) growth comparison for the South
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Figure 4-4 : South Household growth comparison for 2016 and 2048+

Figure 4-5 Household forecast difference between I-11.4 and I-11.5
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Implications of new development yields and model updates
The combination of structure plan and development forecasts show that regardless of the adjustment
in growth predictions from the IBC, the growth will still be substantial; both in the South and the Drury
area specifically. This confirms the IBC recommendations for Drury and reinforces the need to route
protect to enable the future delivery of a fit-for-purpose transport network that caters for the increased
expected demand.
However, it must be noted that the Land use growth might slow down due to Covid or any other
unknown reasons in long term and hence project start dates might shift to meet 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.

4.1.4 Environmental context
Since completion of the IBC and prior to the DBC, the following additional information in respect of
environmental constraints has been identified:


Through the Structure Planning process for Drury-Ōpāheke and Pukekohe-Paerata,
previously undisclosed landscape analysis has identified seven volcanic features including
tuff rings, shield volcanoes, and explosion craters in the Pukekohe-Paerata area, some of
which have no protection in the AUPOIP; and



Updated flooding data prepared by Healthy Waters (Council) has been obtained. This gives a
clearer understanding of the hydrology constraints of the study areas.

This information has been considered as contextual information through the DBC process, used and
built upon by specialists through option development to inform decision making (for example further
stormwater modelling has taken place through the option development process).

4.1.5 Implications of the new information/changes
Overall, the long-term growth in the South remains largely unchanged from IBC assumptions. The
latest forecasting, structure plan and development planning reinforces the need to route protect to
optimise investment to cater for the anticipated growth. Section 4.1.2 emphasises the urgency to act
now, with several private plan changes signalling interest of developers to accelerate the growth in
Drury. Development at different stages continues within the live-zoned Drury precincts, emphasising
the urgency to respond now.
Moreover, the adoption of both the Drury-Ōpāheke and Pukekohe-Paerata structure plan in 2019 has
provided greater certainty for the location of key land uses, namely centres and employment areas
which will guide the locations of transport infrastructure such as station locations. This reinforces the
appropriateness for the rail package, which addresses rail capacity (for both passenger and freight
North-South movements), additional station infrastructure for new catchment areas and improved
active transport in the South. In conjunction with the forecasted growth summarised in Section 4.1.3,
now more than ever, the need to route protect is emphasised, in a way that responds to both the
pace, scale and form of the expected growth.
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Funding, policy and regulatory changes
Key policy settings underwent significant change in the 2017-2018 period through updated or new
versions of key documents including the GPS on Land Transport, the Auckland Plan, Auckland
Transport Alignment Plan (ATAP), and the FULSS. These remain foundation guiding documents for
the DBC. Except for the GPS (a draft of the 2021 update of this document was issued for engagement
during the DBC preparation – see below) these documents are unchanged since the IBC.
Further relevant changes to the policy environment since the IBC and how they guide or align with the
investment in route protection for rail are discussed in the following subsections.

4.2.1 Auckland Rail Development Plan
The 2017 Auckland Rail Development Plan (ARDP) is a joint indicative passenger / freight
infrastructure plan for the Auckland Rail Network between Auckland Transport and KiwiRail for the
next 30 years. This document indicates that by decade three it aims to provide electric services
between Papakura and Pukekohe and increase the frequency of services to accommodate growth
including running peak overlays for more of the peak. This would require at least three tracks between
Papakura and Pukekohe.

Figure 4-6 ARDP Draft Rail Plan – 2017
However, the Papakura-to-Pukekohe (P2P) rail electrification business case notes that the latest
forecasts indicate that a two track railway (6tph) utilising 6-car Electric multiple unit (EMU) services
will begin to encounter capacity constraints in the mid-2030s. This suggests that additional capacity
would be required from around 2035. However, this could be delivered through increasing frequencies
(and therefore additional tracks are required) or increasing the length of trains to 9-car, which given
the decision to future proof the CRL stations, is likely to occur at some point in the future. There have
been no decisions regarding when 9-car trains might be introduced at this time. These timing
discrepancies may indicate that the ARDP needs updating.
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Impacts of Auckland Rail Development Plan
Plans for the rail network outlined for the next 30 years will have a direct impact on this section of
NIMT, notably the electrification between Pukekohe and Papakura. The effectiveness of this package
is contingent on these plans eventuating, possibly at a faster rate than some of the timing suggests.

4.2.2 New Zealand Upgrade Programme
NZUP was announced in early 2020 and expedites some $6.8 billion in capital investment in transport
infrastructure through Crown funding separate to the National Land Transport Programme (NLTP)
(which is funded through the National Land Transport Fund (NLTF)) providing a fully funded pipeline
of work that provides certainty to accelerate delivery, boost productivity and save lives. This includes
several projects within or closely related to SGA’s route protection scope in the Southern growth area,
including:


The Papakura-to-Drury section of the SH1 Papakura-to-Bombay project;



Mill Road Corridor;



Papakura-to-Pukekohe (P2P) rail electrification; and most relevant to this DBC;



NZUP commits funding of more than $1 billion to improve passenger and inter-regional freight
services and help make rail a preferred way of travel for communities to the south of
Auckland. This includes the development of new rail stations at Drury Central and Drury
West, park and ride facilities as well as a bus and rail interchange. Work is expected to begin
in 2022 and be completed during 2024 to align with timing for the City Rail Link opening



Whilst not in the study area, the NZUP commitment to build the new rail track between Wiri
and Quay Park recognises the immediate need to provide additional rail capacity for both the
new City Rail Link as well as to support the new commuter service being developed from
Hamilton to Auckland, and interregional freight services. This investment aims to improve the
reliability of services by enabling increased frequency and providing better access across the
rail network, it will also take an estimated 175,000 annual freight movements off the state
highway network. This recognition of the need to provide additional capacity bodes well for
investing in route protecting now for future four tracking from Papakura to Pukekohe as
outlined in this DBC.



NZUP investment to extend the electrified rail network from Pukekohe through to the city
centre with an additional two platforms at Pukekohe station and future proofing for additional
lines, combined with the new stations in Drury signifies a strong intent and alignment with
SGA outcomes to improve travel time reliability and boost customer service levels to position
rail as a real travel choice for those living or working in the South.

Impacts of NZUP
Expediting station development in Drury aligns well with the accelerated rate of land release and pace
of development and plan changes occurring in the growth area. It also reinforces the need to route
protect for not only the stations, but the supporting rail and active mode infrastructure to ensure
implementation can occur in a timely fashion to maximise uptake in public transport and liveability in
the South.
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4.2.3 Drury Transport Infrastructure Programme (DTIP)
The Drury Transport Infrastructure Programme (DTIP) is an ongoing joint programme between the
Government and Auckland Council to determine the optimal timing, staging, funding and sequencing
of the delivery of the preferred transport network for Drury. In particular, the programme seeks to
determine the transport infrastructure required to support existing enabled development capacity in
Drury West and enable expedited urbanisation of specific landholdings in Drury East.
Projects included in the scope of DTIP analysis include:


Mill Road corridor;



Ōpāheke north-south arterial;



SH1 Papakura-to-Drury;



Drury arterials – including the east-west arterial (Bremner Road), upgrades of Waihoehoe
Road and Jesmond Road;



SH22 improvements;



Papakura-to-Pukekohe rail electrification and four-tracking;



Rail stations at Drury Central, Drury West, and Paerata;



Great South Road upgrade; and



Walking and cycling infrastructure.

Impacts of DTIP
This programme directly aligns with the investment opportunities in the Rail package, with the four
tracking, electrification and additional stations that are included as part of this package. This seeks to
expedite the projects necessary to support an accelerated rate of land release occurring in the DruryŌpāheke growth area.
Work is on-going as part of a range of programmes, including DTIP and the currently under
development ‘shovel-ready’ projects programme, to confirm sequencing and funding arrangements for
the rail stations, active mode infrastructure and the access roads to them. This will be monitored
through future stages of project development and coordination between NZUP, DTIP and SGA will be
required to ensure project delivery and sequencing is integrated well.
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4.2.4 Government Policy Statement
GPS on Land Transport 20187 has been further embedded into government policy and decisionmaking since the IBC was prepared. This specifically identifies environmental performance (in terms
of both greenhouse gas emissions (GHG) and adverse effects on the local environment and public
health) as a strategic priority for transport investment.


The Climate Change Response (Zero Carbon) Amendment Bill will bring into effect national
carbon budgets for New Zealand, which each sector of the economy, including transport, will
need to respond to by significantly decreasing emissions. The investment objectives of mode
shift and enabling transit-orientated development to support this direction.



Auckland Council’s Low Carbon Action Plan is due to be replaced by Auckland’s Climate
Action Framework, but both prioritise GHG emissions reduction in the transport sector
through improving cycling, bus and rail infrastructure.



GPS 2018 prioritises GHG emissions reduction and a shift to active modes, PT and low
emission vehicles which is well aligned to the investment objectives of this DBC. Good urban
form is recognised as important and this aspect is key for Drury Local.



Wellbeing Budget priorities include a Just Transition to a climate-resilient, low emissions
economy, supporting Physical and Mental Wellbeing for all New Zealanders, and lifting Maori
and Pacific skills and opportunities. The objectives of this business case support the
connectivity of local and regional communities through provision of efficient and low carbon
transport systems and therefore contribute to the wellbeing budget outcomes.

4.2.4.1 Transitioning from GPS 2018 to GPS 2021
GPS 2021 is currently in draft form for engagement and feedback. The draft GPS continues the
strategic direction of GPS 2018, but provides stronger guidance on what the Government seeks from
land transport investments. The strategic priorities of Climate Change (formerly Environment) and
Safety have been updated to reflect recent policy work, such as emission reduction targets and the
development of Road to Zero. Access has been separated into Better Travel Options and Improving
Freight Connections. Value for money is expressed as a principle that applies to all investments,
rather than a strategic priority per se. All these changes strengthen the alignment with SGA outcomes
sought, including the investment in additional rail capacity, stations and rail corridor upgrade. The
GPS strategic priorities are shown below in Figure 4-7.

7

https://www.transport.govt.nz/assets/Uploads/Our-Work/Documents/c6b0fea45a/GovernmentPolicy-Statement-on-land-transport-2018.pdf
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Figure 4-7 Strategic direction of draft GPS 2021
Impacts of the draft 2021 GPS
The incoming 2021 GPS further supports a more mode neutral and results focused approach to
provide the best transport solution. Rail will be a key investment area that can deliver well on all four
strategic priorities. There is also an expectation of investments to support Government commitments
to ATAP, Road to Zero and the New Zealand Rail Plan.

4.2.5 The New Zealand Rail Plan
A draft New Zealand Rail Plan (NZRP)8 proposes a new long-term integrated planning and funding
framework that will enable investment needed to significantly improve the reliability, resilience and
safety of the rail network. It will sit alongside the GPS and outlines the Government’s vision and
investment priorities for New Zealand’s national rail network to:

8



Invest in the national rail network to maintain freight rail and provide a platform for future
investments for growth



Restore resilience and reliability to freight and tourism rail assets as a platform for growth



Invest in the national rail network to support growing freight demand



Invest in metropolitan rail to support growth in our largest cities.

https://transport.cwp.govt.nz/rail/the-draft-new-zealand-rail-plan/
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Investment priorities stated in the NZRP that specifically relate to the Southern Growth area include:


electrification of the line from Papakura to Pukekohe. This will allow the old diesel fleet to be
replaced by electric trains, removing the need for passengers to change trains at Papakura. It
is also a critical component of investment to facilitate urban development in the Southern
Growth Area.



the provision of a third main rail line between Westfield and Wiri and an upgrade of Westfield
rail junction to better separate passenger and freight services, enabling higher frequencies
and improved reliability



enhanced regional services

The NZRP recognise the capacity constraints on the Auckland network and future investment
opportunities to create additional capacity through :


Creating new lines to support express passenger services and further separate passenger
and freight trains – for example third and fourth main lines.



Reducing the number of locations where slower freight trains conflict with faster metro trains.



Operating more and longer metro trains (for example 9-car units). This will include
consideration of corresponding upgrades of stations to provide capacity for additional
passenger numbers. There will also need to be consideration of additional shelters and grade
separated access to provide for all users at stations.



Running trains closer together through improved signalling systems and the ability to get
people on and off trains quickly.



Consideration of land purchase to support expansion of existing or future rail corridors,
including consideration of grade separation of level crossings.

Impacts of the New Zealand Rail Plan
This strategy highly aligns with the investment opportunities in the Rail package which centres around
increasing accessibility and enabling alternative transport options for people and freight as part of a
multi-modal transport system. It will support the Government’s objectives to reduce carbon
emissions, road deaths, and congestion, as well as delivering jobs and economic development in our
cities and regions.

4.2.6 Transport Outcomes Framework
The Ministry of Transport’s Outcomes Framework sets out five inter-related outcomes for New
Zealand’s transport system to work to through the guiding principle of mode neutrality. The outcomes
are:


Inclusive access



Healthy and safe people



Economic prosperity



Environmental sustainability



Resilience and security
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Impacts of the Transport Outcomes Framework
These outcomes align closely with SGA’s investment themes of supporting growth, access, safety,
land use integration/place and environment. Whilst resilience and security are not stated as an
investment theme per say, the rail package offers a key opportunity to significantly contribute to
improving the resilience of the transport network not only in this area, but for the wider regional supply
chain. This rail package can achieve highly across all these outcomes and significantly contribute to
improving the intergenerational wellbeing and quality of life in the South.

4.2.7 Vision Zero
Developed in 2019, Vision Zero extends the existing safe system approach to stop the human
sacrifice of mobility, placing safety at the forefront of the future transport system for all modes by
designing safe places for people.
Vision Zero has a goal to eliminate transport deaths and serious injuries by 2050 (in line with the
Auckland Plan 2050) based on 13 strategic priorities. The SGA rail package plays a key role in
providing opportunity to plan and design system improvements that embed Vision Zero principles, and
specifically contribute to the Vision Zero priorities highlighted below in Table 4-2.
Table 4-2 Vision Zero strategic priorities
Vision Zero Strategic Priority
SP1

Reducing transport deaths and serious injuries, especially for vulnerable transport users

SP2

Providing a safe transport environment by increasing investment in safe infrastructure,
technology and speed management

SP3

Supporting safe transport user behaviour through education, training, enforcement and travel
demand management

SP4

Creating safe and healthy streets through safe active modes including access to public
transport, schools and town centres

SP5

Ensuring Māori participation and representation in governance decision-making and leadership

SP6

Expanding Te Ara Haepapa Māori designed and led programmes including sustainable funding
pathway and development of a monitoring and evaluation framework

SP7

Delivering safe end-to-end public transport journeys

SP8

Providing Vision Zero leadership, capability, policies, safety management tools and systems

SP9

Ensuring safety is equitable regardless of age, ethnicity and socio-economic status

SP10

Increasing public awareness of successful Vision Zero principles and practice

SP11

Embedding Vision Zero in land use planning, placemaking and design

SP12

Integrating safety into procurement, vehicle fleets and workplace health and safety

SP13

Establishing better data, monitoring and research into systemic causes of road trauma and its
prevention
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4.2.8 Regional Public Transport Plan 2018-2028
A new Regional Public Transport Plan (RPTP) has been published by AT since the IBC. This
document describes the planned PT services for the next ten years and defines improved default
levels of service for each service category in the PT network (for example a revision in the
aspirational level of service (LOS) for frequent services from 15-minute to 10-minute minimum
headways).

4.2.9 Changes in environmental legislation
Transport-related emissions represent approximately 20% of New Zealand’s greenhouse gas
footprint9. For the Auckland region, transport emissions are the biggest contribution to our regional
footprint at 35%10. A range of recent changes to legislation and policy settings have signalled a new
emphasis on climate change resilience/mitigation and sustainable development at both a central and
local government level. In particular:


The Climate Change Response (Zero Carbon) Amendment Act 2019 11 was introduced to the
House of Representatives in May 2019The purpose of the Act is to set out a framework by
which New Zealand can develop and implement climate change policies contributing to the
global effort under the Paris Agreement to limit global average temperature increase to 1.5
degrees Celsius above pre-industrial levels. It also includes reporting requirements to
Ministers from ‘lifeline utilities’ on their risk exposure and mitigation measures to the physical
impacts of climate change;



Auckland Council’s declaration of a Climate Change Emergency and Membership of the C40
Cities Climate Leadership Group, which signals intent to incorporate climate change
considerations into work programmes and decisions;



The 2019 ‘Wellbeing Budget’12, which reframes Government spending in terms of the impact
on wellbeing. This includes identifying the long-term, inter-generational effects of policies and
spending, and a broader range of success measures including the natural resources, people
and communities in addition to financial measures.

Impacts of new environmental legislation
Investment in the upgrade of Rail and active mode corridor with the intention of delivering better
accessibility and mode choice (thus avoiding the present reliance on low occupancy vehicles (LOVs))
provides an important component to realising the regional emissions benefits of an integrated
network. This shows alignment with and a positive contribution towards the changes in environmental
policy. Together, these changes have positively impacted this DBC’s intent with support for a greater
focus on projects that:
• Will provide greater real travel options that can encourage mode shift away from low occupancy
vehicle use (due to the GHG savings),
• Are designed with climate change resilience and/or intergenerational wellbeing as key outcomes.

9

https://www.transport.govt.nz/multi-modal/climatechange/
https://at.govt.nz/media/1980587/aucklands-road-transport-emissions-a-new-dialogue-final-may-2019.pdf

10
11
12

http://www.legislation.govt.nz/act/public/2019/0061/latest/LMS183736.html

https://treasury.govt.nz/publications/wellbeing-budget/wellbeing-budget-2019
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4.2.10 Resource Management Act (RMA) amendments and national direction
During the development of the DBC, the RMA has been amended, and several new National Policy
Statements (NPS) and National Environmental Standards (NES) have been proposed or have taken
effect. The key changes as they pertain to this DBC are as follows:


The National Policy Statement on Freshwater Management 2020 (NPS-FW) and the
Resource Management (National Environmental Standards for Freshwater) Regulations 2020
(Freshwater NES) took effect in September 2020, and set out updated objectives, policies,
and regulations for freshwater management under the RMA.



The National Policy Statement on Urban Development (NPS-UD) took effect in August 2020
and sets out objectives and policies seeking that planning decisions contribute to wellfunctioning urban environments, and sufficient development capacity to meet the needs of
growing communities. Of particular relevance to the option assessment undertaken as part of
this DBC is the requirement that Councils enable development of greater than six storeys
within walking distance of rapid transit stations.



Proposed National Policy Statement for Indigenous Biodiversity and Proposed National Policy
Statement for Highly Productive Land – likely to take effect in 2021.

Impact of the RMA Amendments and National Direction
NPS-FW - Of particular relevance to the option assessment undertaken as part of this DBC is the
significantly stronger policy direction and regulations pertaining to wetland and river loss, culverts, and
fish passage. For rail, option development and assessment has included avoidance of streams, and
proposed restoration where possible.
NPS-UD - Of particular relevance to the option assessment undertaken as part of this DBC is the
requirement that Councils enable development of >6 storeys within walking distance of rapid transit
stations. This policy strongly encourages greater intensification around stations, prompting significant
opportunity for mode shift for the Southern growth area. Additionally, the NPS requires that local
authority decisions are responsive to/has regard to out-of-sequence Plan Changes (potentially
bringing development forward). In line with what was discussed in 4.1.2, the risk of out-of-sequence
development is that it may occurs prior to the transport infrastructure being route protected for. It is
anticipated the lodgement and acceptance of private plan changes in Drury will happen, seeking
expedited live-zoning of FUZ land in the area. This in turn increases the urgency to route protection
for future-proofing the rail corridor and stations, in particular, around Drury Central station, with the
longer-term growth outlined in Drury. Conversely, this also allows for is a significant opportunity to
achieve mode shift in the context of stations as lead infrastructure
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4.2.11 Alignment and implications of the new policies
Overall, the strategic context has seen changes since the IBC, and the relevance of these documents
to this DBC is summarised below. As mentioned previously, the Auckland Plan, ATAP, and the
FULSS are unchanged since the IBC, therefore are not summarised in this section (see Section 2 of
IBC). However, most notably updates to the GPS 2021 since the IBC show stronger alignment with
the Rail package:


Increased emphasis on a mode neutral approach though the new GPS strategic priority of
‘Better Travel Options, enabling investments to provide the best transport solution. This
closely aligns with the vision of this DBC to protect a strategic rail corridor as an enabler to
increased rail frequency, 9 car capacity, limited stop services as well as a separated regional
active mode facility.



This DBC focuses on improving rail capacity and travel choice. This aligns with the new GPS
strategic priority of Climate Change (formerly Environment). This focusses on emission
reduction targets, therefore supportive of investment to move away from LOV dominance
which traditionally exacerbates emissions.



The GPS strategic priority of ‘Safety’ and the development of Road to Zero strongly aligns
with the Rail package investment objectives. Rail is safer than road transport. Additional rail
capacity will also enhance safe rail practices and outcomes. Shaping land use and urban form
allows for safer integrated design of safe and attractive travel choices.



Improving freight connections is a new GPS strategic priority that this package of work will
enable specifically through the additional rail capacity that will improve freight reliability,
resilience and support the growth of freight demand and economic development both
regionally and nationally.



The GPS strategic priority of ‘Access’ is of particularly high relevance. Increasing access,
transport choice and network resilience using a mode neutral approach closely align with the
investment objectives of this DBC.



The GPS supports transport and land use planning that reduces the need to travel by LOVs,
more frequent and highly patronised public transport services, extending greater priority on
urban and rural routes for walking, cycling and public transport, and better management of
parking.

Other policy alignment includes:


DTIP – influencing the staging of Drury projects adjacent to areas of expedited urbanisation in
Drury, emphasising the urgency of route protection and investment.



NZUP – has wider SGA implications. Expediting the development of the Drury stations aligns
with the accelerated rate of land release (including live zones) and pace of development and
plan changes occurring in the growth areas.



The New Zealand Rail Plan – strong alignment with the investment opportunities in the Rail
package, underpinned by increasing accessibility and enabling alternative transport options
for people and freight as part of a multi-modal transport system in the South.



The Climate Change Response (Zero Carbon) Amendment Act will bring into effect national
carbon budgets for New Zealand, which each sector of the economy, including transport, will
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need to respond to by significantly decreasing emissions. The investment objectives of mode
shift and enabling transit-orientated development to support this direction.


Wellbeing Budget priorities include a Just Transition to a climate-resilient, low emissions
economy, supporting Physical and Mental Wellbeing for all New Zealanders, and lifting Maori
and Pacific skills and opportunities. The objectives of this business case support the
connectivity of local and regional communities through provision of efficient and low carbon
transport systems and therefore contribute to the wellbeing budget outcomes.



Vision Zero – reinforces the need to remove level crossing to prioritise safety for all users, in a
way that responds to the urbanisation/growth in Drury-Ōpāheke and Pukekohe-Paerata by
enabling expansion of the rail corridor and separated facilities for active modes.



The most recent NPS’s on Urban Development and Freshwater could potentially impact the
timing and scale of development, particularly around Drury. The urgency of route protecting
the rail package is heightened by the allowance of out-of-sequence development (NPS UD),
with more stringent consideration of impacts on freshwater required for future development
and rail options (NPS FW)
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Table 4-3 below summarises the key changes since the IBC and alignment with the project.
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Table 4-3 Key changes since the IBC
Area of influence
Changes
since IBC

DruryŌpāheke and
PukekohePaerata
Structure
Plan

Developer
Plan Changes
lodged in
Drury

Land use

Policy /
Developer
regulatory
interest
changes

Impact on Rail DBC

 The Structure Plans reinforces the IBC transport
upgrade recommendations. Growth yields from The
Structure Plan are at the upper end of the range of
scenarios considered in the IBC.

✓

✓

 While FULSS remains the Council’s current staging
position, there is significant pressure on ‘fast-tracking’
The proposed development in Drury – therefore
further reinforcing the case for Route Protection
around the Drury area

The combination of structure plan and development
forecasts show that regardless of the adjustment in
growth predictions from the IBC, the growth will still be
substantial; both in the South and the Drury area
specifically. This reinforces the need to route protect to
enable the future delivery of a fit-for-purpose transport
network that caters for the increased expected demand.

✓

New
environmenta
l legislation

✓

Increased emphasis on climate change resilience/
mitigation and sustainable development emphasises
further the mode-neutral approach to transport
interventions.

GPS 2021
(draft)

✓

Reinforces mode neutral and results focused approach.

✓

Enables prioritisation of development at Drury Stations
by fast-tracking growth-enabling transportation
infrastructure required.

Vision Zero

✓

Embedding Vision Zero within the decisions
underpinning level crossing treatments, in order to
respond to the land use changes/ needs

NZ Rail Plan

✓

Strong alignment with the investment opportunities in
the Rail package

✓

Potential impacts on the scale and pace of
development in the Southern Growth areas,
contributing to the inherent uncertainty surrounding
growth, thus strengthening reasoning for route
protection. However, the policy also encourages greater
intensification around stations, prompting significant
opportunity for mode shift for the Southern growth area.

✓

Of relevance to option assessment and identification of
preferred options due to stronger policy direction and
regulations pertaining to wetland and river loss,
culverts, and fish passage.

NZUP

NPS of Urban
Development

NPS FW

✓

✓

✓
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National / Inter-regional services
Additional to policy and land-use change since the IBC, there has been progress with investigating
inter-regional rail from Auckland. This is key, as the “Golden Triangle” has long been identified as one
of the principal growth areas for NZ. This is borne out by Statistics NZ growth forecasts. This area is
also predicted to experience the highest growth in economic activity.
In order to support this, regional rapid rail has been identified as helping provide one of the pillars for
success to support the transport infrastructure requirements of this growth. Whilst a substantial
amount of infrastructure is required outside of Auckland, the section of the NIMT that passes through
the growth area will effectively be the gateway to Auckland that all services will rely on.

4.3.1 Auckland to Hamilton Inter-regional services Business case
NZTA commissioned an IBC to explore the potential for rapid regular inter-regional rail services
between Auckland and Hamilton. The Hamilton to Auckland start up service already taking place is
the first steps to start to re-invigorate this corridor. This is a two service per day Diesel Multiple Unit
(DMU) that connects Hamilton to Auckland with a change onto AT EMU services at Papakura.
Based on information released in July 2020, this business case has considered the medium to long
term future of this service exploring the benefits of the following short-listed scenarios summarised in
Figure 4-8. Scenarios A and B run services along the existing NIMT between Auckland and Hamilton,
and whilst C and D involve a new corridor, these options will likely tie in directly to Drury through the
Bombay Hills. Additionally, all scenarios have five stops, including three additional stops at Puhinui,
southern Auckland (falling somewhere in the southern growth area) and northern Hamilton.

Figure 4-8 Hamilton to Auckland Rail Shortlisted scenarios
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For all the options being considered there is reliance on track space and capacity being available
through the Southern Growth region. Whilst additional track space is not the only answer to being
able to develop and deliver these services the lack of provision through the Southern Growth region
will considerably constrain the options available.
In order to support the implementation of inter-regional rail services additional rail capacity will be
needed. Track capacity is not analogous to road capacity. Rail services compete for track capacity
directly. Managing combinations of all stops, express and freight services along shared tracks can be
highly complex and limit the outcomes that can be achieved. This is particularly the case if there is a
tidal nature to track space where express services would need to be timed and integrated into the
timetable for direction switch over. There is the possibility to share express services from Hamilton in
the long term. This would likely lead to a considerable degradation in service quality for public
transport users in the growth area and does not fit with the outcomes being sought by SGA.
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5 Rail package projects
This section describes the extent and intent of each project as well as the desired outcomes for the
Rail package.
A summary of each project is provided in the following sections.

Rail corridor upgrade
Route protection of the rail corridor to enable investment in upgrading the rail corridor for four tracking
of the NIMT rail line and consequential upgrades to level crossings between Papakura and Pukekohe.
The general location and extent of the project is shown in Figure 5-1 below.
The functional intent of this project is to:


Increase capacity to operate a range of rail services to meet the current and future travel
needs of people, goods and services.



Capacity for:


All-stops passenger services



Express (limited stops) passenger services



Freight services



Inter-regional passenger services.



To influence the form and density of land use along the rail corridor and around station
locations, leading to an increased public transport mode share, improved accessibility and
safety.



Four tracking will improve resilience for rail and the wider southern transportation network.



Improving safety through the removal of level crossings, in a manner that still integrates with
and enables access for the surrounding current and future communities.
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Figure 5-1 Extent of rail corridor upgrade project
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New rail stations at Drury Central, Drury West and Paerata
Route protection for new railway stations at Drury Central, Drury West and Paerata to enable future
investment in new stations at these locations to complement the rail corridor upgrade between
Papakura and Pukekohe, and the regional active mode corridor that will run parallel to the rail corridor
between Pukekohe and Drury.
The Southern IBC recommended capacity upgrades to the rail corridor and associated stations to
achieve a high level of integration with existing and future land use. This included new railway stations
at Drury Central, Drury West and Paerata (refer to Figure 5-2).
The functional intent of the new rail stations at these locations are to achieve:


A high level of integration with existing land use to facilitate access to the rail network
services



Influence the form and density of future urban land use at Drury Central, Drury West and
Paerata



Enable mode choice to areas with historically poor access (or no access in some cases) to
public transport.
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Figure 5-2 New railway station locations
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Regional active mode corridor
Route protection for a regional active mode corridor between Pukekohe and Drury East to integrate
with the investment in the rail upgrade between Papakura and Pukekohe, and new railway stations at
Drury and Paerata.
The Southern IBC recommended a strategic active mode corridor to achieve a high level of
integration with existing and future land use and provide connectivity between new railway stations
and the wider reginal cycle network.
The preferred alignment of this corridor runs from Pukekohe to Drury East, including interfaces with
existing and proposed railway stations along the alignment. It also aligns with the proposed shared
path between Papakura and Drury (part of SH1 P2B motorway upgrade project by Waka Kotahi),
providing a link to the wider active mode network.
The functional intent of this project is to provide a safe, direct, attractive and viable AMC which
connects the future urban areas of Pukekohe, Paerata and Drury, as well as integrate with the wider
walk and cycle network, providing a strategic regional function for the South.
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Figure 5-3 Regional active mode corridor
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Related projects
This section outlines how this package of works fits within the broader proposed network for the
South, including the other packages for which DBCs are being prepared in parallel. Table 5-1 below
describes the interrelationship of the other SGA projects, highlighting the level of dependency for the
Rail Package. Figure 5-4 exemplifies the spatial context of these projects.
Furthermore, other non-SGA projects that are related to and coordinated with this package of works
are detailed in Table 5-2 and Figure 5-5.

Package

Table 5-1:Inter-relationship between other SGA projects in the South and projects within Rail

Project(s)

Takaanini Local/FTN DBC
package

Pukekohe Local

Drury Local DBC package
(proceeding in parallel)

Frequent transit
network (FTN)
and Arterial
Upgrades to
Jesmond Rd,
Bremner Rd and
Waihoehoe Rd
West
Ōpāheke Road
level crossing
Removal
New FTN Arterial
Ōpāheke NorthSouth corridor

Inter-relationships with Rail Package

The functional intent of these upgrades is to provide north-south, and east west
connectivity across the Drury area, and to form part of the Southern FTN
connecting to the rail network and Mill Rd improving multimodal connection. This
project will need to be coordinated with the Drury West and Drury Central station
locations. Additionally, Waihoehoe road-over-rail bridge requires lengthening and
widening for four-tracking and road-widening to accommodate arterial upgrades.
In light of safety concerns, which is heightened by the upgrade of the rail corridor,
both in width and increase in frequency of services, the removal of the level
crossing is necessitated. This is being addressed as part of the Drury Local
package
This additional North-South corridor is also proposed to form part of the FTN
enabling increased access to fast convenient public transport from the Drury
development area. This project will also need to be align with the railway station
locations and is critically dependent on the development of sufficient rail capacity
to ensure convenient customer experiences.

Dependency

Critical
Dependency

Critical
Dependency

Supports /
complements
the project

Arterial upgrade
Waihoehoe Road
East, Ōpāheke
Road, Ponga Rd
corridor

This multimodal corridor upgrade will provide access to the proposed Mill Road
corridor, as well as being identified as a part of the FTN network. Includes rail
grade-separation which will need to coordinate with the provision of the wider rail
corridor.

Supports /
complements
the project

Safety and
Arterial upgrade
of SH22 (between
Oira Road and
the SH1 Drury
interchange)

This upgrade will provide walking and cycling connections and better
accommodate freight and general traffic to support current and future residents.
This section of SH22 is important in the context of the urbanisation of the
surrounding area, and the proposed rail upgrades and new rail stations. In
particular, the upgrade of the intersection with Jesmond Road and new station
accessway is integral to safely accessing Drury West station.

Critical
Dependency

Pukekohe
Expressway
Northern
Connector,
Central
Connector and
Southern
Connector

The most northern connector directly connects both SH22 and Jesmond Road with
the Drury West Rail station. This will provide an integral connection between the
Drury West centre and station, improving access and connection to more attractive
and connected multimodal transport choices.
The southern connector provides an integral connection to Paerata station,
improving access and connection to more attractive and connected multimodal
transport choices. All three connectors provide locations for an east-west crossing
of the rail corridor. This is most notable for the regional active mode corridor, so it
can be accessed by catchments either side of the corridor.

Critical
Dependency

Takaanini FTNs

The FTN network upgrades proposed in Drury connect in with this FTN network,
notably coinciding at Drury Centre, providing more attractive and connected
transport choices within and beyond Drury. There is PT interchange potential at
Drury Central, connecting to this wider south PT network.

Supports /
complements
the project

Takaanini Grade
Separation

Whilst the location of these crossings lie beyond the SGA scope of the rail corridor
upgrades (Papakura), this section has been identified to be upgraded to fourtracks as part of ARDP. Notably for this Rail Package, grade separation of these
crossings is necessary to address in order to connect to the wider network
safely/efficiently, for access to the north/attractiveness of the rail. Additionally,
growth and the greater frequency in services anticipated triggers the need to
remove level crossings.

Critical
Dependency
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Figure 5-4 SGA projects with an interrelationship with the Rail Package (IBC Network)

Supporting Growth Programme | Version 1.1 |June 2021

59

Rail Package Detailed Business Case

Table 5-2 Non-SGA transport projects inter-related to Rail package of works
Projects

SH1 Papakurato-Bombay
(P2B)

Inter-regional
rail

Auckland to
Hamilton interregional
services

Papakura-toPukekohe rail
electrification

Wiri-to-Quay
Park Third
Main Line

Papakura
railway station
park and ride

City Rail Link
(CRL)

Airport to
Botany Rapid
Transit

Inter-relationship and Influences on Rail Package
The P2B project was identified as part of the recommended South IBC network but
is now being delivered by the Transport Agency.
Of key relevance to this package, Stage 1 includes an upgrade to the existing Drury
interchange and potentially will also include future proofing for four rail tracks and a
strategic active mode corridor. Interchange ramps may also influence/constrain
Drury Central railway station.
The role of rail in moving interregional freight and passengers is currently being
investigated outside of this business case. There is the potential for a new rail
corridor between Pokeno and Drury, or to upgrade the existing NIMT to achieve the
level of service desired for those inter-regional services.
This will have implications on the demand for rail using the additional tracks or the
new station locations as additional freight hubs.
An interim IBC has been released that explored into the potential for rapid regular
inter-regional rail services between Auckland and Hamilton. A Hamilton to Auckland
start up service is the first steps to start to re-invigorate this corridor. This will be a
two service per weekday service that connects Hamilton to Auckland with a change
onto AT EMU services at Papakura. This business case explores three scenarios of
which two are considered reliant on track space and capacity being available
through the Southern Growth region. Additionally, there are plans for a stop
somewhere between Drury and Papakura, meaning one of the Drury stations may
be utilised for this service. Whilst additional track space is not the only answer to
being able to develop and deliver these services the lack of provision through the
Southern Growth region will considerably constrain the options available.
Funding as part of NZUP has been allocated for an additional 15 electric trains to
enable electric rail services to be extended to Pukekohe and to provide additional
capacity on the rail network. Additionally, this will include outlining space for
concrete platforms, forming the basis for the South Stations implemented through
NZUP. Rail electrification will remove the need for passengers to change trains at
Papakura, increasing the attractiveness of public transport in the South. This has a
direct interrelationship with the station upgrades and four tracking and will
imminently improve connectivity and transport choices imminently within and beyond
Drury growth area. This project is part of the Government’s commitment to emission
reduction, reliability and resilience and critical to urban development in the South.
A third main rail line between Westfield and Wiri and an upgrade of Westfield rail
junction has been identified within the Transitional Rail Activity Class, ATAP, NZRP
and the RLTP. These works are designed to ease congestion on the busiest parts of
Auckland’s (and New Zealand’s) rail network. This upgrade will allow for anticipated
growth in both freight and commuter traffic, improve links to key freight hubs and
provide additional capacity and separation for the City Rail Link and the commuter
service being developed from Hamilton to Auckland.
These improvements will avoid an estimated 175,000 annual freight movements on
the state highway network. Continuation of additional capacity through four tracking
from Papakura to Pukekohe is critical to support the increased movement of people,
goods and services through the region.
A new multi-story facility on the site of the existing Papakura park and ride is
planned. The intention is to increase patronage on the rail network.
Increased patronage will have direct impacts on the patronage numbers on the rail
line between Papakura and Pukekohe.

Dependency

Critical
Dependency

Critical
Dependency

Critical
Dependency

Critical
Dependency

Critical
Dependency

Critical
Dependency

The CRL is a 3.45km twin-tunnel underground rail link up to 42 metres below the city
centre transforming the downtown Britomart Transport Centre into a two-way
through-station that will better connect the Auckland rail network. Whilst not directly
improving rail capacity for the south, the step change in the rail system will improve
travel options and times and close a significant gap in customer service. CRL
construction is underway and is due for completion in 2024.

Supports/
Complements

The project responds to increasing demand from south to east Auckland for the
Airport to Botany Access Corridor. Early deliverables include a new bus/rail
interchange at Puhinui station, additional bus services and a walking and cycling
connection from Papakura to Drury. This will improve connection to the airport which
is an important source of jobs for people living in southern Auckland.

Critical
Dependency
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Projects

Inter-relationship and Influences on Rail Package

Dependency

The rail package includes provision for a strategic walking and cycling connection
from Pukekohe to Drury, which will need to be designed to interlink with the planned
route to Drury and the regional active mode corridor within this package.
As mentioned in section 4.2.2, $6.8 billion in capital investment in transport
infrastructure was identified. Projects of relevance to this package include:
NZUP

 Implementation of Drury stations by 2024 - $247m has been allocated towards
this. This will utilise the outcomes of this DBC
 The Papakura-to-Drury section of the SH1 Papakura-to-Bombay project;

Critical
Dependency

 Mill Road Corridor;

 Papakura-to-Pukekohe (P2P) rail electrification
Several regional level programme business cases provide a complementary
programme of works to this rail package, that will support wider connections within
between Auckland and the South. These include:

 Auckland Cycling Programme Business Case 2017 – the extent of this business
Regional
Programmes

case ends at Papakura. However, this is currently being revisited, and may
have further integration with this package.

Supports/
Complements

 AT Parking Strategy – Outlines considerable park and ride opportunity within
Drury

 Rail Programme Business Case –
 Level Crossing Removal -
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Figure 5-5 Location of other non-SGA projects in the vicinity of this package of works
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6 Problems and opportunities
This section aims to:


Broadly demonstrate the case for change, and the level of investment needed either now or in
the future.



Outline the package level investment story for the study area; summarised using investment
themes that are common across the south



Provide a summary of the rail package specific identified problems and opportunities, time
scales and key drivers supported by project-specific evidence



Show how the problems/opportunities align with the investment objectives



Summarise the project specific benefits and investment objectives across the package



Outline how this package of projects aligns and contributes to the overall Programme benefits
sought.

Programme investment themes
Deriving from the IBC recommended network, five separate packages were identified for the
Southern growth area to progress at the DBC stage. These packages, and their contributing projects,
have unique problems to be addressed, and for the most part have been grouped according to similar
problems. However, to achieve a level of programme wide consistency, five common programme
wide investment themes were developed. The idea underpinning these themes is that addressing the
project-specific problems contributes to positive alignment with one or more of these themes, thus
reinforcing the need to invest. These themes are shown in Figure 6-1 and summarised using the
icons below:

As an overview, the primary reasons for investing are around the need to:


Provide transport solutions that support and enable growth expected in the Southern
growth area, and



Improve access to economic and social opportunities for existing and future communities
in the South, by supporting a transformational mode shift away from use of LOVs, reducing
an over-reliance on existing strategic transport corridors, and better aligning the form and
function of existing roads with the planned urban form.

The supporting themes for investing are around the need to:


Integrate transport solutions with Council’s aspirations for land use and urban form,
including the desire for a quality, connected urban environment that supports a
transformational mode shift.



Address existing and increasing safety risks on transport corridors as the area urbanises.
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Support the Government’s policy shift towards more sustainable outcomes, including a
reduction in greenhouse gas emissions and improved climate change resilience (which again
supports the need for a transformational mode shift).

Figure 6-1: Primary and supporting investment themes

Rail Package problems
Specific problem statements have been developed for each to the three projects in the rail package.
The key drivers and supporting evidence for each of the problem statements are discussed below.
Whilst there are specific drivers for each of the individual problem statements; some causes like rapid
population growth and development, and increased demand on the NIMT are common catalysts for
investment across the package of projects. The interrelated nature of the projects also mean that the
problems and evidence relate to each of the projects to varying degrees.
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6.2.1 Rail upgrade
Problem Statement 1: Failure to future proof the southern rail network between
Papakura and Pukekohe in line with the planned urbanisation of Southern Growth
areas, increase in rail freight and inter-regional services will result in poor access
to employment and key centres.

6.2.1.1 Rail Upgrade problem statement 1 - Key drivers
Lack of existing rail services and
capacity
Public transport uptake within the study
area is currently low due to competing
demands within a constrained rail
corridor. This leads to poor service
quality, frequency and reliability. In the
south six (six car) trains per hour operate
to Papakura, where a transfer is required
for travel to Pukekohe. Electrification
ends at Papakura and level of service
reduces to three diesel (two car) trains
per hour.
As growth occurs within the study area,
service capability and capacity will not be
fit for demand. Limited mode choice (for
people and goods) will place further pressure
and reliance on the state highway.

Figure 6-2 Auckland train service frequency

Inability of existing southern rail network to meet future passenger demand
Passenger rail capacity is currently constrained by two tracks and rail mode share is very low at less
than 10% in the morning peak. Modelling suggests that the rail package of interventions has the
potential to increase rail mode share to 22% in the morning peak (compared to 7% in 2016)13 and
significantly reduce vehicle mode share as shown below in Figure 6-3.

13

Based on 2048+ preferred network modelling. Northbound screenline travel demand at Takanini, during the AM peak

period (2 hours).
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Figure 6-3 Morning peak northbound mode share
Passenger rail in the Southern growth area is expected to play a dominant role in enabling future
liveable communities. Four tracking would enable significant increase in seated rail capacity as
shown below in Figure 6-4. This is based on Auckland Transport’s ATAP rail plan v4 which introduces
limited stop and semi-fast services, in addition to all stop services. All services are assumed to be six
car trains except for the Pukekohe ‘fast’ service with is nine cars. Modelling incorporates Auckland
Transport’s latest commuter rail operating plan (V4) into Auckland Forecasting Centre’s MSM multi
modal strategic transport model in order to be able forecast likely additional rail capacity.

Figure 6-4 Rail capacity in the south (Pukekohe to Papakura) 14 (source MSM I11.5)

14

Existing and do-minimum capacity source: P2B Business Case
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Increasing seated rail capacity has the potential to significantly improve the quality of rail journeys.
Seated capacity is an appropriate measure of the base level of service or attractiveness that
passengers expect on moderate to long trips in order to be able to use their time on public transport in
a meaningful way like doing work or reading.
Seated capacity has a higher value to customers than standing. Willingness to pay research
conducted by Polydoropoulou and Ben-Akiva (2001)15 suggests that if a passenger can always get a
seat, they are willing to pay $1.64 - $2.10 per trip and if there is a 50% chance of getting a seat, the
willingness to pay reduces by approximately 50% $0.82 to $1.05. Additional monetary values shown
below in Figure 6-5 illustrate the additional costs associated with standing and crowding on public
transport. These values can be used in cost benefit analysis to compare options or alternatively to
illustrate the cost to customers who are forced to stand. These highlight the inequality for standing
passengers and the impact/cost this has on attraction of public transport.

Figure 6-5 Monetary values of crowded train journeys16
With the anticipated growth in demand for rail, the existing rail corridor will constrain the volume and
quality of rail services. Modelling indicates that seated capacity will run out at Drury in 2048 under the
do-minimum scenario, and significant crowding through standing passengers can be expected north
of Papakura as shown in Figure 7-6. Crowding is expected to significantly degrade the attractiveness
and effectiveness of the rail mode, thereby undermining the desired quality mode choice and mode
shift goals.
The increased service frequency enabled by four tracking, means seated capacity is expected to be
available until Papakura in the morning peak, with reduced crowding north of Papakura. More seated
capacity means improved quality and attractiveness of the rail service.

15
16

Bus Transportation: Demand, Economics, Contracting and Policy, David Hensher (2020) pg 273
Bus Transportation: Demand, Economics, Contracting and Policy, David Hensher (2020) pg 273
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Figure 6-6 Rail passenger crowding comparison (source MSM I11.5)
Population growth
As discussed in Section 2.3, significant growth is planned for south Auckland, which contains the
largest proportion (45%) of Auckland’s future urban areas.
By 2048, population growth in the South is expected to be up by 85% (to around 350,000 people)
meaning there is likely to be an additional 163,000 residents between Takanini and Pukekohe. This
growth is summarised in Table 6-1 and graphically displayed below in Figure 6-7.
Table 6-1: Population growth projections in the South – (Source-MSM I11.5 Strategic Model)
Location

2016

2048+

Takanini

25,000

40,700

3,300

62,300

Pukekohe

22,900

68,000

Other

142,200

185,100

Total South

193,400

356,000

Drury

Growth
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Figure 6-7 Population growth in the South
A significant proportion of this growth, is expected to occur adjacent the rail corridor at Pukekohe,
Paerata and Drury as Figure 6-8 below highlights.

Figure 6-8 Population, household and employment increase in FUZ by 2048+ – I11.5
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Planned urbanisation
The structure plan will enable additional urbanisation along the rail corridor transforming the area
around the rail corridor from green field to brown field placing pressure on sections of track that have
previously been considered as only connecting rural towns to wider Auckland. This change in land
use along the rail corridor is shown below in Figure 6-9.
Section 4.1 describes the land use scenarios and dwelling yields underpinning the South Structure
Plans. Most of the urbanisation in the South is deliberately planned to take place adjacent to the rail
corridor to encourage new developments to maximise existing infrastructure and assist the general
outcomes of Transit Orientated Development. Facilitating growth along the rail corridor will increase
walk up/ active mode catchment and help reduce the need for additional road infrastructure to support
the development. This however creates a double-edged sword if future rail expansion is restricted by
this development; meaning it is important to invest in protection of the corridor now to allow for
anticipated corridor expansion.
The land adjacent to the NIMT is currently zoned Future Urban, a holding zone signalling intent to
rezone for urban use (largely residential) in the future. However, if enough land is not reserved for
mass transit PT services then the viability of this rezoned land as future urban will be compromised;
with poor yields, increased exposure to road congestion, and social inequality resulting from overreliance on existing constrained corridors.

Figure 6-9 Change in land use in the South by 2048 along the rail corridor
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Without route protecting for four tracks, once the land surrounding the rail corridor is urbanised it will
effectively become brownfield and will constrain any upgrades to the rail corridor. The challenge of
this is highlighted by the property impact issues currently being faced along Dominion Road in
Papakura as part of the Mill Road project. This highlights that any disruption from route protection
now (before development) will be minor compared to the disruption faced later.
Competing demands
Within the NMIT single rail alignment there are three different types of rail services competing for track
space.

Figure 6-10 Types of services using the NIMT
Without enough track space to accommodate the growth and increased volumes of all rail services
using NIMT, levels of services for each rail function may be compromised. For example, freight or
inter-regional services may have priority over commuter or limited stop services, leading to a situation
where possibly national rail interests may be chosen over local needs, compromising desired
outcomes for the Southern Growth area.
It is important the Auckland commuter rail system can provide excellent service quality, frequency and
reliability for public transport to be (and perceived to be) an attractive mode choice for people living
and working in the growth area. As outlined above, fast and limited stop services are more sensitive
to capacity increases than the all stop services, confirming that the ability to provide additional
express services in the future will be critical in providing desired levels of service for successful
growth in rail patronage in the south. The additional capacity outlined in the AT rail plan v4 will
markedly improve commuter frequency, attractiveness and reliability.

Figure 6-11 Service frequency 2048+
Growth in freight and inter regional demand
Freight growth in the Auckland region has been increasing steadily overtime, with the total daily heavy
vehicle trips forecast to grow by 71% by 2048+ (Figure 6-12). In line with this, Figure 6-13 depicts the
steady growth in the number of heavy trucks since 2000 in the Auckland region. However, there is a
noticeable decline in demand from 2008, aligning with economic downturn during the GFC. This
decline emphasises that freight demand is heavily interlinked with economic conditions. The
consequence of this is two-fold. Firstly, with the volatility of the economy, especially with the recent

Supporting Growth Programme | Version 1.1 |June 2021

71

Rail Package Detailed Business Case

impacts of COVID-19 on New Zealand, it is uncertain if this level of growth will be met. What is known
is that with population growth comes increased freight demand, and in that sense some sort of growth
is expected. From a more positive perspective, the rise in freight movement is linked with a growing
economy, suggesting that improvement in freight movement contributes to better economic outcomes
for Auckland.

Figure 6-12 Heavy Vehicle Trips in the Auckland Region17

Figure 6-13 Number of heavy trucks in Auckland Region (2000-2018)18

17
18

MSM model
https://www.transport.govt.nz/mot-resources/transport-dashboard/2-road-transport/rd023-vehicle-fleet-composition-by-

region/
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Both the expected growth depicted in Figure 6-12 and the evidenced steady increase in heavy truck
demand since 2000 is a notable problem for the south. Coupled with population growth, increasing
demand for road space and public transport services, the freight system will be put under
considerable pressure. This is because the predominance of freight movement still relies on using the
road network in Auckland. With the anticipated growth occurring in the South, by 2048+, Figure 6-14
identifies that strategic corridors such as SH1 are constrained even during inter-peak.

Figure 6-14 Level of Service of Strategic corridors in the South - 2048+ Interpeak
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Figure 6-15 shows an increase in regional freight using rail in recent years, with a marked increase in
the tonnage of freight moved via rail since 2017 within Auckland. This may be attributed to the
electrification of the network, contributing to speed increase of services. This suggests that upgrades
to the network act as an attractor for shifting some freight movement from using the road network.

Freight demand using rail (million tonnes per km)
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Figure 6-15 Freight demand using rail (million tonnes per km)19.
A real gap in understanding freight movement is the lack of available freight data,20 particularly in
terms of trains per day or hour. Anecdotally, approximately 9,000 to 10,000 freight trains per annum
rely on the NIMT South of Westfield. With the current operations on the corridor being finely tuned
particularly during peak periods, there is limited flexibility to respond to anticipated growth within the
current track configuration. The physical constraints of only two tracks and limitations to operating
effective RTNs and FTNs create capacity constraints for both freight and public transport customers.
Beyond Auckland’s rail requirements, rail plays a major role in the import and export of goods, as
evidenced by Figure 6-15 above which shows 1517 million tonnes per km of freight moved interregionally via rail in 201921. Within the upper North Island rail plays a particularly important role in the
movement of containers to and from our largest ports and between the regions – notably Auckland
and Waikato to Bay of Plenty, and Auckland to Canterbury. There is also a trend towards more
consolidation of New Zealand’s export trade, and to a lesser degree the movement of imports and
domestic freight, up and down the ‘central spine’ of New Zealand to major distribution/consolidation
points22. Figure 6-16 shows that both regionally and inter-regionally, key freight nodes align with rail
lines, meaning it offers a viable option for some freight if constraint issues along the NIMT can be
addressed.

19
20

MoT 2019 - Freight Demand O-D
Auckland Transport’s Freight Action Plan 2019 includes the development of a Freight Database/repository for the

freight sector to help address this knowledge gap.
21
22

MoT 2019 - Freight Demand O-D
Upper North Island Background to the Freight Accord, 2015, Ministry of Transport.
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Figure 6-16 Freight nodes23
Freight is a critical consideration when future proofing the rail corridor in the long term. Failure to
provide additional track capacity could constrain economic development.
Enhanced inter-regional services specifically within the ‘Golden Triangle’ high economic growth area
are investment priorities identified in the Auckland Plan and the NZRP. Fast and frequent passenger
rail services between Auckland, Hamilton and Tauranga would offer a safe, congestion-free
alternative to road travel and has the potential to reduce travel times between Auckland and Hamilton
to just over an hour and reduce times between Tauranga and Auckland to around two hours. Travel
time improvements of this scale would be transformational for this inter-regional corridor. To be
successful it would be dependent on substantial infrastructure investment including:

23



new, faster trains including nine car capacity



completion of the City Rail Link to enable use of Britomart Station by regional trains



track upgrades and additional capacity (forth main) within Auckland to separate fast interregional trains from commuter trains



rail electrification to Pukekohe (and beyond)



track and station upgrades outside Auckland.

https://maphub.nzta.govt.nz/
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It would also be dependent on the level of service AT is prepared to implement through the ATAP
plans including rapid and limited stop services.
A business case into inter-city passenger rail is under way as summarised in the inter-related projects
in Table 5-1.
This section highlights the multi-faceted competing demands and complex operational requirements
of NIMT. Whilst some trade-offs can be managed, additional tracks will be required in the future.
Route protecting this corridor now will keep options open as further investigations and uncertainties of
future demand on NIMT are explored further. It is also noted that planning for such significant
infrastructure should consider flexibility for future demands beyond the 30-40-year horizon considered
here.
Access to opportunities
Level of access is dependent on the availability of local jobs and social opportunities/facilities, plus the
availability and effectiveness of the transport network to access key employment centres locally and
in the wider Auckland region. Predicted population and travel demand growth will exacerbate existing
access problems and transport constraints in the South, constraining access and decreasing
liveability.

Problem Statement 2: Travel demand growth due to rapid urbanisation and
higher rail frequencies will increase the exposure to unsafe level crossings,
resulting in increased risk of DSIs in the future.

6.2.1.2 Rail Upgrade problem statement 2 - Key drivers
Safety
Rail is safer than road transport as the dedicated rail corridor means there are very few interactions
with other modes, or conflict points. Additional rail capacity will reduce the likelihood and risk
associated with high volumes of trains operating on just the two lines.
Level crossing safety risk
Safety for all modes including vehicles, pedestrians and cyclists and other vulnerable road users at
level crossings is important because the severity of a collision at a level crossing is high.
There are six existing level crossings within the South Rail DBC study area as shown in Figure 6-17.
From south-to-north, these are:


Tuhimata Road (pedestrian level crossing)



Crown Road (road level crossing)



Sutton Road (road level crossing)



Gatland / Sutton Road (paper road level crossing)



Ōpāheke Road (road level crossing



Boundary Road (road level crossing).
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Figure 6-17 Level crossing locations
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Over the last ten years (2010-2019) Auckland Transport’s Australian Level Crossing Assessment
Model (ALCAM) data has recorded 24 near collision incidents at the above crossings, as shown
below in Figure 6-18. More than 75% of incidents at Crown Road involve heavy vehicles, while light
vehicles form most incidents at other locations. No incidents were recorded for Tuhimata Rd or
Gatland Rd crossings, most likely due to the low volumes of traffic using these crossings.

Level Crossing - Near Collision Incidents 2010-2019
Number of Incidents

10

Heavy Vehicle
Light Vehicle
Person

8
6
4
2
0
Crown Rd

Sutton Rd

Opaheke Rd

Boundary Rd

Level Crossing
Figure 6-18 Level crossing incidents in the study area
A significant number of rail incidents along this corridor have also been recorded by Auckland
Transport as shown below in Figure 6-19. Alarmingly, vulnerable users (people) collisions feature
highest for both near collision and collision incidents. This represents a significant safety issue.

Figure 6-19 Rail incidents in the study area 2010 - 2019
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The forecasted increase in population and urbanisation within the study area is likely to result in
increased traffic volumes and pedestrians at level crossings. In addition to the expected increase in
pedestrian and traffic volumes, rail services are also expected to increase in the future. Without
improvements to the existing level crossings, ALCAM risk score of the level crossing and therefore
the safety risk in the future will be higher. This higher ALCAM risk score would mean a higher risk of
fatalities at level crossings in the future.
Without careful planning and design, four tracks have the potential to negatively impact on safety at
level crossings due to the increased volumes of trains, faster trains and a greater width of track to
cross.
Vision Zero
Vision Zero has a goal of zero deaths and serious injuries by 2050 (in line with the Auckland Plan
2050). This package of projects provides an opportunity to plan, design and deliver level crossing
improvements that embed Vision Zero principles, provide safer access to public transport and a safer
transport environment.
Reducing level crossing safety risk will contribute to the following Vision Zero outcomes:
Vision Zero Strategic Priority

Outcome

SP2

% of high-risk intersections that have been
modified to align with Vision Zero/Safe
System standards, including for motorcycles
and active modes.

Providing a safe transport environment by
increasing investment in safe
infrastructure, technology and speed
management.

Number of pedestrian crossings modified to
align with Vision Zero/Safe System
standards, including near schools
Kilometres of protected cycle facilities
SP4

Creating safe and healthy streets through
safe active modes including access to
public transport, schools and town centres.

Community perceptions on routes to school,
town centres and public transport as safe
environments for active modes.
Reduction in the number of motor vehicle
incidents at the road/rail interface

SP7

Delivering safe end-to-end public transport
journeys.

Reduction in number of near misses at rail
pedestrian level crossings

SP11

Embedding Vision Zero in land use
planning, placemaking and design.

Vision Zero incorporated into key planning,
placemaking and design documents

Safety and minimising risk of DSI is a key driver and opportunity. Removing high risk conflict points
such as level crossings to facilitate safe access to public transport will improve both safety outcomes
as well as uptake and perception of public transport.
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Problem Statement 3: Over reliance on SH1 and a constrained rail corridor
for the Southern Growth areas results in resilience challenges and constrains
productivity, which will be exacerbated by growth.

6.2.1.3 Rail Upgrade problem statement 3 - Key drivers
Increased reliance on a constrained north south corridor
The strategic north south corridors through the southern growth areas are SH1 for road and the NIMT
for rail. The NIMT line between Pukekohe and Papakura is currently a double track line. Each track
typically functions for either north or south train movements during a point in time. In the instance of
an incident on one of the tracks, all trains either northbound or southbound are disrupted and often
have no alternative track to use. This can result in compromised network resilience and loss of
productivity.
SH1 and the strategic road network is currently operating near capacity with heavy periods of
congestion experienced at interchanges and pinch points throughout the day (Figure 6-20). Failure to
upgrade the rail corridor and improve public transport service offering is likely to result in additional
pressure and greater reliance on the roading network.
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Figure 6-20 2016 vs 2048+ (preferred) network Level of Service
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Network resilience
Reliance on SH1 south of Auckland, and NIMT as the sole rail connection highlights the lack of
resilience in the current transport network.
Further widening of SH1 south of Takanini has previously been discounted, and there is little future
scope to rely on SH1 for additional reliable freight capacity. Provision of additional passenger rail
capacity into the Southern Growth area does not resolve or massively improve road conditions and
with few or no alternative north south route options network resilience is particularly vulnerable.
The NIMT is the singular rail connection between Auckland and the rest of New Zealand. No options
exist to reroute rail. As such, users of services are forced to change mode or accept the degraded
level of operation that available tracks offer. There are also no equivalent long distance FTN services
available from the growth area so as such no alternatives are available. To minimise the impact of
planned and unplanned disruptions to people, goods and services, it is essential that resilience is
improved on the rail corridor.
Under a three-track scenario freight and commuter services will need to compete for track capacity,
compromising service operations. For example, if a freight train travelling south bound through the
network arrived late missing its allocated slot it may experience a significant delay. Much of this can
be managed through signalling and traffic management coordination however there is likely to still be
situations were operations would be delayed.
Rail maintenance and repairs are critical and typically would be done overnight to have minimal
impact on services. There can be situations however where rail closure is necessary by design or
accident. Having available track capacity that allows workers onto the line without closing all the
tracks will help reduce the impact of planned and unplanned events. Equally a higher proportion of
services could be maintained through additional track options being available.

6.2.2 New rail stations
Problem Statement 1: Rapid residential growth in Drury, Pukekohe and
Paerata, coupled with very limited access to the Southern rail corridor
will restrict travel choice, access to local amenities and poor land use
integration.

6.2.2.1 New Rail Stations problem statement 1 - Key drivers
The need to route protect and then deliver new rail stations in the South is urgent. The growth
described above in section 6.2.1 is occurring rapidly and will continue at pace. It is critical that
planning and development of infrastructure to support this growth is progressed to maximise the
transport and wellbeing opportunities. Confirmation of the level of urgency is reflected in the recent
announcement that the rail stations in the South will be delivered as part of the NZUP programme. At
the time of writing it is uncertain how this will impact on the SGA programme, however the investment
story for the rail package remains the same. The commercial case will consider how the NZUP
programme may impact the delivery of this component of the package.
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Poor access to public transport and local communities
Access to the existing rail corridor and rail services is currently poor. There are no stations near the
growth areas of Drury and Paerata, and while Pukekohe station was upgraded and in 2018, it is not
suitable to accommodate the anticipated growth.
Based on 2019 HOP card data, there are an average of 470 boardings in the weekday morning peak,
at Pukekohe. Future modelling indicates that this will soar to an estimated 3900 boardings by 2048+
morning peak (if rail corridor is not upgraded and there are no new stations provided between Paerata
and Drury Central). For relatively, that is four times greater than current morning peak boardings at
Ellerslie.
Demand for park and ride spaces at Pukekohe already exceeds the existing 87 spaces. MSM
modelling suggests approximately 230 people (of the current 470 boardings) choose to Park and Ride
resulting in on street parking dominating Station Road as shown below in Figure 6-21.

Figure 6-21 Station Road Pukekohe Station. Source: Google Maps 2019
Access to the station by active modes is limited. There is a pedestrian overbridge to the station and
there are cycle facilities at the station, but there is no on or off-road cycle network connecting to the
station.
Pukekohe Station is serviced by six bus services, however public transport in Drury and Paerata is
currently very poor. There is one bus service from Paerata to Pukekohe that operates at an hourly
frequency on weekdays.
The first mile connection is important to the decision to use public transport. Figure 6-22 below shows
the 800m walking and 3km cycling catchment around the existing stations at Pukekohe and
Papakura, and the IBC proposed stations in Drury West, Drury Central and Paerata. Catchment for
micro-mobility is approximately 5km24. This analysis shows that a very small proportion of the FUZ
areas around the recommended IBC Drury West, Drury Central and Paerata stations are within the
active mode catchments. This means a limited proportion of walking and cycling trips to and from the
existing households and future FUZ households are likely to be made to the stations.

24

Based on Lime data published in the IPO prospectus showing 54 percent of trips made under approximately 5km
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Figure 6-22 3km walking/ cycling catchment of stations
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Figure 6-23 Poor public transport access to the rail network from wider south areas
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Pace and scale of urban development in the South
The anticipated scale of growth in the Southern growth areas is huge (as shown in 4.1.3). In addition
to the Southern growth urban areas (Takaanini, Drury West, Drury-Ōpāheke, Pukekohe-Paerata),
there is also significant growth in existing urban communities in the south and North Waikato. Growth
of this scale requires a unique and well-integrated planning response including future proofing for
possible scenarios.
As discussed in 4.1.1 and 4.1.2 a number of private plan changes in and around Drury have been
received. A number of these plan changes have been lodged and accepted and notified. However, at
the time of writing this, they have not been approved/made operative, and therefore do not statutory
weighting, but they do demonstrate the strong developer interest to accelerate the growth and
development in the South. This significant pressure from developers, the government’s NZUP
programme and the Drury Transport Infrastructure Programme (discussed in subsections 4.2.1 and
4.2.3) challenge the Council’s current development timeframes under FULSS and make evident the
need to expedite route protection and implementation of the projects like this rail package that are
necessary to support an accelerated rate of land release.
Station crowding
Modelling suggests increased demand will place pressure on both stations and service capacity.
Under the existing two track configuration passenger growth is likely to be constrained by capacity.
As can be seen in Figure 6-24 boardings at Papakura station drop in 2038, whereas boardings at the
other upstream stations continue to grow. As the southern growth area develops rapidly, rail
patronage is anticipated to increase at all stations. However, demand from the growth will struggle to
be met within two tracks resulting in crowding at each station and trains reaching capacity before
Papakura station. It is also evident that the increases in Paerata, Drury West and Drury Central will
not be as significant as in Pukekohe station due to crowding commencing from Paerata onward as
shown in Figure 6-25. Crowding is a key detractor to public transport uptake.

Rail Boarding in AM Peak
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Figure 6-24 Papakura Station boardings AM Peak
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Figure 6-25 Morning peak boardings at Drury, Paerata and Pukekohe stations

The impact on patronage with the introduction of four tracking (assumed in the 2048 modelling
scenario) is clearly demonstrated in Figure 6-24 and Figure 6-25 above. The provision of additional
services reduces crowding, making rail more attractive, unlocking demand for rail in the south,
especially at Paerata, Drury West and Drury Central.
Station location, configuration and spatial arrangement is key to maximise the opportunity for higher
density development and walkable catchment from the existing and future communities. As such,
locating railway stations within walking distance of higher density development and future town
centres is fundamental to facilitate modal shift, support commercial and mixed-use centres, and
contribute to vibrant, active urban environments.
Making the stations accessible by all modes help further decongest urban centres and significantly
improve access to the key activity centres.
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6.2.3 Regional active mode corridor
Problem Statement 1: The lack of safe and attractive active mode
facility between growth areas and transport interchanges will
restrict travel choice, resulting in poor access to economic
and social opportunities from Drury and Pukekohe.

6.2.3.1 Regional Active Mode Corridor problem statement 1 - Key drivers
Lack of direct and attractive active mode facilities between Pukekohe and Drury
The existing cycle network within the study area is shown in blue in Figure 6-26. There are currently
no dedicated active mode facilities between Papakura and Pukekohe.

Figure 6-26 Existing, planned and proposed routes on the current Auckland Cycle Network
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SH22 currently offers the only route from Pukekohe to Papakura for cyclists. There are no dedicated
cycle facilities and due to the rural form and function of the road, speed and increases in traffic
volume pose a high safety risk for cyclists. The steep grade along SH22 (as shown in Figure 6-27
makes cycling between Papakura and Pukekohe unattractive and unsuitable for less confident and
inexperienced people who ride bikes.

Figure 6-27 :

SH22 cycle route grade

The lack of an active mode corridor that is direct and attractive will restrict future walking and cycling
activity in Pukekohe and Drury. The potential uptake of cycling trips can be demonstrated by the
success of the Northwestern Cycleway as shown in the figure below. It is Auckland’s fastest growing
active travel route, where ridership has tripled between 2012 and 2018, fuelled by improvements and
new connections along its length.
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Figure 6-28 Monthly cycle trips – Northwest cycleway at Kingsland
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Much higher commuter trips are feasible with appropriate active travel facilities. Whilst the distance
between Drury East and Pukekohe is greater than 10km, recent surveys show that approximately
25% of home-based work trips currently made are greater than 10km. The average cycling trip length
is approximately 9 km, suggesting the catchments within Pukekohe, Paerata and Drury are well within
reasonable cycling distances – as highlighted by the figure below. Recreational cycle trips are
typically longer than commuter trips, and with 44%25 of cycling trips undertaken for recreation or
fitness this suggests that a strategic, attractive active mode corridor can contribute highly to improving
wellbeing and liveability of the area.
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Figure 6-29:
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Home Based Work trips by distance cycled (census 2013)

Opportunity for uptake in micro-mobility modes
There is an opportunity to increase active mode share through micro-mobility vehicles such as e-bikes
and e-scooters which can be operated on active mode facilities. Due to less physical fitness being
required for micro-mobility vehicles, users are more willing to travel longer distances increasing the
feasibility and attractiveness of the mode choice. Micro mobility options also improve accessibility for
disabled users. For these reasons, micro-mobility uptake can be increased with the provision of active
mode facilities that provide genuine and attractive alternative options to the car.
Safety
As already mentioned, there are no facilities for active modes between Papakura and Pukekohe,
making these customers particularly vulnerable to death or serious injury. In the last 10 years there
has been two fatal crashes near Drury West on SH 22, and a high number of injury crashes
concentrated in Pukekohe urban area as shown in Figure 6-30.

25

National household survey data
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Figure 6-30 Active mode crashes 2010-2019 (Source: CAS)
The crash data from Crash Analysis System (CAS) shows that between 2010 and 2019 there have
been three fatal, nine serious and 46 minor active mode crashes recorded in the area shown in Figure
6-30 . Fifteen of these involve cyclists, and 43 pedestrians.
. The following observations are based on crash data from CAS26.

26



More cyclists die on rural roads than urban ones, and rural injuries are twice as severe as
those at urban speeds (70 km/h or less).



On rural roads, four out of five cyclist deaths and three quarters of all deaths and serious
injuries, do not involve intersections or driveways.



The typical crash involves a cyclist being struck from behind on a straight road. Usually the
cyclist is not seen in time and some are overtaken with insufficient clearance and speed of
impact is high.

https://www.saferjourneys.govt.nz/assets/Safer-journeys-files/Cycling-safety-panel-final-report.pdf
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These are real safety concerns that need to be addressed. Addressing safety will also eliminate a
common barrier to the uptake of cycling and support Vision Zero outcomes.
With an increase in volumes on SH22 estimated to be approximately 30%27, together with the
urbanisation of Drury and Paerata, the crash risk for cyclists will increase if provision for cyclists is not
provided. Figure 6-31 below shows that the current collective risk along SH22 on Karaka Road is
high, and medium and low-medium on Paerata Road. The personal risk on SH22 Karaka Road is
medium and low-medium on Paerata Road.

Figure 6-31 KiwiRap collective and personal risk scores
Health and well being
The general health of the population is increasingly becoming an issue due to the increase in
diseases that result from increasingly sedentary lifestyles and poor diet. Sedentary jobs have become
more common and the increased use of motor vehicles, machines and technology allows us to
perform a greater number of tasks without physical exertion. Consequently, opportunities for physical
activity have been reduced from our daily working lives. The amount of time spent on physical
recreational activity has also decreased over past decades.
Transport emissions also seriously impact the health of our communities. Annually, transport
emissions cause five times as many premature adult deaths as the regional road toll and cost
$466million from mortality and morbidity28.

27
28

Outputs from MSM model 2016 vs 2046+DM, SH22

https://at.govt.nz/media/1974191/item114-auckland-cycling-programme-for-investmentfinal.pdf
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6.2.4 Summary
In summary, the key drivers of the problems identified for the rail package are:


Lack of passenger rail services



Rapid population growth



Rapid pace and scale of urban development in the South



Growth in freight, commuter and inter-regional demand on NIMT



Competing demands for track capacity



Increased reliance on a constrained north south corridor



Network resilience



Inability of existing southern rail network to meet future passenger demand



Constrained access to opportunities



Poor access to public transport and local communities



Level crossing safety risk



Lack of safe, direct and attractive active mode facilities between Pukekohe and Drury



Health and well being

Programme-wide benefits mapping
Figure 6-32 maps the project level benefits back to the IBC and PBC level benefits. This exercise
demonstrates that the key benefit themes of liveability, connectivity, and economic growth have been
carried through to the DBC level, thus maintaining the investment story and line of sight back to the
PBC.
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Figure 6-32: Mapping of benefits by theme

Supporting Growth Programme | Version 1.1 |June 2021

94

Rail Package Detailed Business Case

Key Performance Indicators and measures
A programme-wide work ‘bank’ of KPIs and measures have been developed that link to the benefits.
There will also be a set of programme-level targets to which this project will contribute.
Table 6-2 sets outs the KPIs from the benefits bank that map back to the package benefits. The
assessment of the preferred option against these KPIs is outlined in section 11.3.1.
Table 6-2
Project

Draft package KPIs
Benefit

KPI

Measure

Improved
access to
markets,
business areas,
and supporting
tourism

Access to key
economic
destinations

- Catchment within 800m walk and 3km cycle of town centre
area (%/No.)

Performance
of Strategic
PT Network

- People throughput of key strategic PT connections (cordon)

- Proportion of population living within travel threshold (30mins
by car and 45mins by PT) to CBD, Airport and Manukau

- Average travel time by PT to key destinations (CBD, Airport
and Manukau)
- Average speed for PT in AM peak in BC area

Rail Corridor Upgrades

- Proportion of PT passenger kms travelled in severe congestion
in AM peak

Improved safety
for all transport
modes

Improved
transport choice

Performance
of Strategic
Freight
Network

-% of freight travel in severe congestion (>90 v/c) of the freight
network in the Interpeak:

Performance
of Strategic
Network

% of vehicle kms travelled in peak congestion (>90 v/c) in AM
peak

Whole
network DSI

- All modes DSIs

Rail crossing
DSI

- Motor vehicle DSIs

Quality of rail
network

- % / No. of PT users boarding express services

-% of freight vehicle kms travelled in peak congestion (>90%
v/c) in Inter peak

- Active modes DSIs

- Active modes DSIs

- Rail service frequency in AM peak
-Difference in crowding on express services

Improved
network
resilience for the
most critical
connections

Availability of
alternatives to
strategic
connection

Every strategic network connection has an appropriate
alternative to key destinations
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Reduce reliance
on low
occupancy
vehicles

Mode share
(local and
inter-regional
trips)

- % Active mode share for local trips in AM peak
- % PT mode share for inter-regional trips to north (screen-line at
Takaanini) in AM Peak

New PT users

- Number of new PT boardings using rail service in BC area in
AM peak

New cycle
users

Number of new daily cycle movements in BC area arriving or
departing from Paerata, Drury West and Drury Central Stations

Access to PT
network

- Catchment (population and jobs) within 5km drive of P&R
stations
- Catchment (population and jobs) within 1.2km of stations

New Rail Stations

- Catchment (population and jobs) within 2km cycle of stations
Access to
active mode
network

- Catchment (population and/or jobs) within 400m cycle of QoS1
/ Regional cycle network (%/No.)

Access to
Jobs

- Jobs within 45 mins and 600 mins by PT in AM peak (% / No.)

Access to PT
facilities

- Number of train stations that are fully accessible in BC area

Temporal
availability PT

PT frequency per hour weighted by percentage of the population
living within 500m of FTN stops or 1.2km of RTN stations

Increased
certainty of
FULSS land use
release

Housing /
Jobs yield
delivery

Proportion of new FULSS houses / jobs benefiting from
infrastructure

Improved quality
of the urban
environment

Access –
perception

- Perception of safety and ease of walking and cycling

Improved
connectivity and
accessibility for
the future urban
areas of
Auckland

- Number of active mode trips in BC area in AM peak and daily
to stations

- Number of jobs within 1.2km of stations

- Total boardings/alighting at each station in AM peak

- KMs of new and improved transport network with sufficient
active mode crossings / corridor width appropriate to the known
place function, built form and movement function
- KMs of new and improved transport network with sufficient
space for street furniture / lighting and tree planting appropriate
to the known place function and built form

Changes in
human health

- Physical health benefits from active modes
- Concentration of NO2

Regional Active Mode
Corridor

- Concentration of PM10
Improved
sustainability
and climate
change
resilience of the
transport
system

Emission

Tonnes of CO2 equivalents emitted

Mode shift
from single
occupancy
private vehicle

- Fuel consumption and VKT

Provision of
high-quality
active modes
network

KMs of new and improved cycle network achieving required QoS

- Cycle KMs and walk KMs
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Project specific investment objectives (PBIO)
This section summarises all the objectives at a package level. The benefits and problems were
considered together to develop the project-specific investment objectives (IOs) listed below.
For the new railway stations at Drury Central, Drury West and Paerata the project specific IO is:
1. To support growth, improve mode choice and a more sustainable, quality urban form in Drury
and Paerata by enabling access to the rail network
For the rail upgrade to increase capacity the IOs are:
1. A transformational increase in the capacity, resilience and attractiveness of the southern rail
network between the Southern Growth Areas and key centres such as Manukau and
Papakura to support regional and inter-regional trips.
2. Significantly improve safety at rail crossings.
3. Improved accessibility to jobs, households and social amenities, which will be enabled
through mode and route choice, resulting in a transformational mode shift to the rail network.
For the regional active mode corridor, the project specific IO is:
1. Provision of a safe, attractive and direct active mode facility connecting the Drury, Paerata
and Pukekohe urban areas, centres and rail stations
Table 6-3 sets out the specific problems, benefits, and investment objectives developed for the Rail
package and how they link to the primary and supporting package level themes.
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Table 6-3 PBIO mapping
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7 Sustainable outcomes signposting
The figure below summarises key sustainability outcomes targeted through the Rail package.

Figure 7-1 Sustainability outcomes for rail
A combination of elements contributes to the rail sustainability story, which adds to the reasons
supporting investment in the package. Throughout this DBC key contributing sections/elements
include:
Table 7-1 Sustainability outcomes
Sections

Sustainability Alignment

6.1
Investment Themes
11.1

Options
Assessment

Investment
Objectives (IOs) and
Key Performance
Indicators (KPIs)
Multi
Criteria
Analysis
(MCA)
Framework

6.4

11.3

9.1.4.1

Alignment with SGA Investment themes – as discussed in section 6.1,
addressing the project-specific problems contributes to positive alignment
with one or more of these programme wide themes. In essence, the
investment themes are underpinned by achieving more sustainable
transport outcomes and benefits (social, economic and environmental) for
Rail, and the wider Southern growth area. Section 11.1 outlines how
investment in the Rail Package aligns with these themes.
Alignment with IOs influences the identification of preferred options. Project
IO’s were developed to address the identified problems in the South
related to rail, due to the anticipated growth/urbanisation. A lot of the
sustainability outcomes for rail derive from the alignment with and the focus
of the IO’s, which are measured through KPIs.
The assessment of options against certain criteria (9.1.4.1), and the further
identification of and non-scored opportunities, highlights sustainability
thinking behind the options assessment. MCA framework underpinned by
the fair assessment of the four well-beings - Cultural, Social, Environment
and Economic – with strong alignment to sustainability principles
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Sections

Sustainability Alignment

Rail
Corridor

10.1.1.3

MCA Assessment – quantitative assessment of the well-beings and
investment objectives to identify the preferred option

Crossings

10.1.2.2

MCA Assessment – quantitative assessment of the well-beings and
investment objectives to identify the preferred option

Drury
Central
Station

10.2.1.4

MCA Assessment – quantitative assessment of the well-beings and
investment objectives to identify the preferred option

Drury West
Station

10.2.2.3.1

MCA Assessment – quantitative assessment of the well-beings and
investment objectives to identify the preferred option

Paerata
Station

10.2.3.4

MCA Assessment – quantitative assessment of the well-beings and
investment objectives to identify the preferred option

AMC

10.3.4

MCA Assessment – quantitative assessment of the well-beings and
investment objectives to identify the preferred option

Package option
outcomes and
benefits

11.3

This section discusses the impact of the Rail package on both local and
regional social, environmental, and economic outcomes. Discussed from
this triple bottom line perspective, as well as presenting the KPI story and
IO alignment of the Rail package.
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8 Partner and stakeholder engagement
This section summarises engagement undertaken with partners, key stakeholders, and the
community by Te Tupu Ngātahi for the Rail business case between 2019 and 2020. The information
gathered through engagement is used to collate key themes and inputs, and to varying degrees is
used to inform any design refinement – more so for post-lodgement and the NoR design process.
Figure 8-1 below exemplified how the feedback from the community has been used to build
knowledge, to understand risk, and to refine the design of the projects. For further detail, refer to
Appendix F: Engagement Summary.

Figure 8-1 Engagement feedback loop
Engagement for the DBC implemented a multi-faceted approach which involved using different
channels to contact different groups and individuals at different times. This included, but was not
limited to:


partner, industry and stakeholder briefings and meetings



Manawhenua Hui



targeted mailouts to landowners who received information packs including letters, maps of
draft preferred options, project information sheets, feedback forms, information sheets on
route protection and the notice of requirement process

The approaches for the different groups engaged with is summarised further in the proceeding
sections.
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Engagement history
To date, Te Tupu Ngātahi has been through various phases of development and engagement, as
summarised in Table 8-1. This DBC phase of engagement feeds off this base established in previous
stages.
Table 8-1 Te Tupu Ngātahi engagement history
Project Stage

Timing

Engagement summary


Programme
Business
Case (PBC)

2015 2016




Indicative
Business
Case (IBC)

2018/19



Detailed
Business
Case (DBC) /
Notice of
Requirement
(NoR)




2020


Engagement with stakeholders and potentially affected parties has been
ongoing since the development of the PBC in 2015. The PBC stage
included engagement with partners, including Manawhenua.
Workshops, meetings and events were held with Manawhenua, Local
Boards, communities and a wide range of stakeholders, to understand the
issues, opportunities and community aspirations in each area.
The purpose of IBC engagement was to build on the PBC and to receive
feedback and input from partners, stakeholders and the general public on
the short-listed options being considered for the four business case areas.
Engagement was undertaken via information days, workshops and
meetings to develop an IBC for the entire South growth area.
The engagement and communication in the DBC built on the engagement
undertaken during the earlier PBC and IBC stages of the Project
Engagement with stakeholders, developers, and landowners was
undertaken to prepare the DBC and NoRs.
The purpose of engagement was to share information and seek feedback
via website content, letters, e-updates, emails, phone calls, information
sheets and online community engagement platform i.e. Social Pinpoint.
Further engagement stage is planned for late 2020 and early to mid-2021
prior to the submission of the NoRs that will focus on understanding
property impacts and sharing our indicative designation areas with
landowners

Partner engagement summary
Throughout the options development and assessment process for rail projects, a range of
consultation and engagement was undertaken with Project partners (Auckland Transport, Waka
Kotahi, KiwiRail, Auckland Council and Manawhenua). They were involved in the evaluation of the
options and provided important feedback at workshops and hui. The various workshops and more
detailed outcomes are described in Appendix A: Options Assessment, with notable influences of
preferred option selection summarised in sections below.

8.2.1 Auckland Transport and Waka Kotahi
AT and Waka Kotahi are a part of the Project Team contributing to the options assessment - through
the role of the Owner Interface Manager (OIM), Te Tupu Ngātahi has consistently updated and sought
input on each stage of the business case and NoR process. Inputs range from technical guidance and
requirements, approvals and updates. Targeted meetings and workshops were held with both AT &
Waka Kotahi specialists to obtain feedback throughout the option refinement process, shown in Table
5 below, noting the response and any actions taken.
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Table 8-2 - Project level feedback
Project

Summary of Feedback Received

Drury Central Station





Undertook extensive post-MCA option
refinement to determine whether intermediate
position between DC2 and DC3
possible/extent of possible movement.



Was determined the max movement was +/20m given multiple constraints (streams,
Waihoehoe bridge, Watermain).



Multiple options produced for bus
interchange/access road configuration, one
of which is a loop road. Not material in
context of route protection NoR.



SGA has provided detailed analysis
comparing land use catchments of the two
options, and analysis of NPS-UD and Plan
Changes.



SGA has undertaken costing of track
realignment and associated land acquisition
and earthworks associated with DW2.



Accommodated preferred interchange
requirements in footprint.



Yet to confirm Northern Connector access part of NZUP scope.



Yet to confirm Southern Connector Access part of NZUP scope.



Project team has compiled evidence base on
volumes and demands for metro passenger,
express, inter-regional, freight to justify four
tracks.



Confirmation that Burtt Road needs to be
realigned where it abuts rail widening/AMC.



Ongoing liaison/design refinements to Sector
A1 to ensure confidence that sufficient space
within road for a satisfactory AMC facility.



Development will be able to connect to AMC,
but we have not sought to pre-define access
points. Not precluding any developer from
access.



Liaison has confirmed AMC can be
accommodated under Drury Interchange.



Confirmation that Burtt Road needs to be
realigned where it abuts rail widening/AMC.

Accepted DC3 not feasible due to
Waihoehoe bridge/watermain constraint.






AT Metro - provided bus network
plans/interchange requirements.

General -

AT Metro - provided bus network plans /
interchange requirements.



.

Active Mode Corridor

Four Tracking

Paerata
Station

Drury West Station

General -

Project Team Response
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8.2.2 KiwiRail

Te Tupu Ngātahi has undertaken regular engagement with KiwiRail in relation to the South growth
areas, between 2018 and 2020 to discuss potential areas of change for KiwiRail and
issues/opportunities with the short-listed options. Both high level and area-based discussions with
KiwiRail have been held. Targeted meetings and workshops were held with KiwiRail specialists to
obtain feedback throughout the option refinement process, shown in Table 8-3below. The response
and any actions taken are also noted within Table.
Table 8-3 Project level feedback
Project

Summary of Feedback Received

Project Team Response


DC2 has been chosen as the preferred
option.



DW1 has been chosen as preferred
option.



SGA has adopted P2P solutions where
relevant for consistency.

Drury
Central
Station

Drury West
Station

Paerata
Station

Four
Tracking

Active
Mode
Corridor

.


Potential locations of maintenance
access have been identified.

8.2.3 Auckland Council and CCOs
There is close alignment between Te Tupu Ngātahi and AC which supports the Programme’s desired
outcome of integration of land use and transport. The Projects have been developed in line with the
AT Engagement Framework and Statement of Intent (2017 -2020) which specifies AT’s obligations
regarding engagement with AC, including Local Boards, and other CCO’s. The partnership between
AT, AC and CCO’s requires a commitment to collaboration, openness and transparency, adhering to
a “no surprises” policy and engaging with other CCO’s to ensure a coordinated approach.
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Programme wide, Te Tupu Ngātahi has facilitated a regular Auckland Council Integration Forum to
enable these commitments and actively manage and identify risks and opportunities that are inherent
to the programme. Engagement with AC in regard to the South has been closely aligned with the
Structure Planning and Plan Change process for Pukekohe-Paerata and Drury-Opāheke.
Engagement with CCOs has included meetings with Watercare Services Limited (Watercare), Pānuku
Development Auckland and Auckland Tourism Events and Economic Development (ATEED).
Key matters discussed at the meetings is summarised in Table 8-4 below.
Table 8-4 Project level feedback
Project

Summary of Feedback Received

Drury
Central
Train
Station

Project Team Response



Project team has undertaken additional
MCA on western P&R options. Have
ruled out on basis of: (a) increased land
take, (b) inability to justify full extent of
increased land take for transport
purposes, (c) consequently inability to
fully realise development potential/value
capture benefits; and (d) the need for
P&R users to cross GSR.

Drury West
Train
Station

.

Paerata
Train
Station



Modelling presented showing largest
demand is indeed at Paerata and will be
permanent (vs Drury) but that there is an
interim requirement at the Drury stations
also.

8.2.4 Ngā Manawhenua
Manawhenua are recognised as Treaty Partners by AT and Waka Kotahi and as such Te Tupu
Ngātahi recognises the responsibilities and commitments in engagement with Manawhenua. AT and
Waka Kotahi’s partnerships provide the project with a framework for working with Māori. These
frameworks set out a vision to build a strong relationship with Māori, moving towards a second
generation of partnership focusing on co-management and co-governance.
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During the development of the DBC, Te Tupu Ngātahi involved Manawhenua as partners in decision
making and considered their views when identifying priorities for investment options.

Te Tupu Ngātahi have also held Hui with Manawhenua focused on the Strategic Rail DBC in 2019
and early 2020. Feedback received from Manawhenua fed into the identification of preferred
alignments and development of the DBC.
The purpose of these hui was to inform Manawhenua and enable Manawhenua to influence the
preferred network options for the Projects. This was carried out alongside other specialists in the MCA
assessment process during option evaluation. This was also an opportunity for Manawhenua to
highlight any concerns or opportunities that were then fed back into the business case and design
process.
Feedback is summarised in the Table 8-5 below.
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Stakeholder engagement summary
The project team talked to stakeholders such as
Additionally, the project team talked with
developers about their plans for urban growth.
Te Tupu Ngātahi undertook engagement of these parties at between 2018 to 2020. The following lists
key stakeholders engaged with for Rail, with a wider list expanded upon in Appendix F: Engagement
summary. Details on the outcomes of these conversations are summarised in Table 8-6 below.
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Table 8-6 Stakeholders

Stakeholder

Areas of interest for Rail

Project
interaction

Te Tupu Ngātahi undertook a more direct approach in our engagement with developers who may be
impacted by the Project alignments. The purpose of this was to ensure we had a greater
understanding of their land holdings and to establish relationships for ongoing engagement, noting
that these discussions enabled agreement on road widths and locations. As discussed in 4.1.2, there
are a number of private plan changes occurring adjacent to the rail corridor and stations. This
engagement is continuing at the time of writing this DBC.
Engagement with developers was led by developer ‘relationship owners’ from within Waka Kotahi and
within the Te Tupu Ngātahi team. This focused on how their land is potentially impacted by the
proposed alignments. Meetings have occurred with approximately 20 developers to date.
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Once the designation is confirmed the following approach to property acquisition is proposed:

.
Table 8-7: Developer opportunities

Project

Adjacent Developer
Interest

Drury Central
Station

Drury West
Station

Other project

Opportunity

Te Tupu
Ngātahi:
Bremner Road
East
Te Tupu
Ngātahi:
Waihoehoe
Road West
Te Tupu
Ngātahi: SH22

Paerata

Community engagement summary
In May 2020, we wrote to 44 landowners within the Project area seeking their feedback on proposed
new rail stations at Drury Central, Drury West, and Paerata, identifying that their property was within
the study area. The letters advised that we would review the feedback received and then undertake
further technical investigations. We advised that we might be in contact separately to request access
to their properties for environmental surveys. Following this, we would talk to landowners about
potential property impacts and would be in contact with landowners when we have this information.
The feedback period was open from 18 May 2020 to 12 June 2020 and extended by a week before
closing on 19 June 2020.
Feedback was also sought from the public through Social Pinpoint using interactive tools such as
surveys and interactive mapping. The feedback received is summarised in sections below.

8.4.1 December Feedback 2019
In December 2019, landowners within corridor study areas for the Projects were provided an update
on programme progress and that we will be asking for community feedback on the proposed Drury
Central or Drury West train stations in March or April 2020.

Supporting Growth Programme | Version 1.1 |June 2021

110

Rail Package Detailed Business Case

8.4.2 May-June Feedback 2020
In May-June 2020 we asked landowners and the community for feedback on the proposed train
stations with the following questions:


We are looking for your feedback on your preferred ways to travel to each station and the
type of facilities you will need. Each station may have different ways for people to travel to
and connect with the station.



We’d like to know how you would want to travel to these new train stations and what facilities
you would like to see?



Do you have any other comments or feedback you’d like to provide?

A summary of the key themes and feedback is summarised in Table 8-8 below.
Table 8-8 Summary of engagement key themes for stations
Corridor

Key
Themes

Private
Vehicles
Travel
Modes

Most responders said they would travel to these new train stations using a private
vehicle, with many suggesting a park and ride facility be provided.
It was emphasised based on the existing networks there is a need to drive to
stations, as there is “no way of getting there other than by car!”

Walking and
cycling

Responders said that they would use active modes such as walking and cycling to
travel to the train stations and wanted to see facilities to support these active
modes provided. Supportive of good bike facilities and safe infrastructure.

Bus

Responders said that they are supportive of having mode-choice, including the
option of reaching stations via PT / PT interchange. Especially for those outside of
the active mode catchment.

Private
Vehicles
Walking and
cycling
Facilities

Summary of Feedback

Bus

User
experience

Other Comments

Many responders were keen to see either secure car parking or a park and ride
facility provided, especially those that indicated they would use a private vehicle
to travel to the train stations
There was also support for covered and secure storage to be provided for
bicycles and e-scooters
Responders were also keen to see integration of bus and rail services
Some responders wanted to see security provided for passengers and user safety
with good lighting, security guards and good design.
There was also a desire to see other facilities such as public toilets, covered
walkways for protection from adverse weather, coffee carts and electric vehicle
charges
Some responders noted an urgency for both the Drury Central and Paerata
stations to be built as soon as possible.
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8.4.3 June 2020 – Online Community Conversation
In the absence of face-to-face engagement with communities in the south, we held our first
online community conversation on 10 June 2020, hosted by Deputy Mayor Bill Cashmore.
A summary of the Rail specific questions and the responses are detailed in Appendix F:
Engagement Summary. Key themes are summarised in Table 8-9 below.
Table 8-9 Online Community Conversation Key Themes
Key Themes

Summary of Feedback
Querying decisions behind station location, in light of:

Drury West
Location



Walkable catchment perspective



Flood plains



Town centre connection



Closer to school on Burtt Road

SGA Response:
Option A (DW1) is preferred option - balances maximising developable land to be by
locating west of floodplain, while still maintaining relative proximity to centre locations
identified in Auckland Council’s structure plan and the proposed school site.
Querying timelines of:

Timelines



Preferred option decisions



When infrastructure will be in place (mainly stations)



Timing of Paerata Station

SGA Response:
Will finalise preferred station locations following this engagement period. This is required
to meet the timeframes for lodging the planning applications to enable implementation of
the stations by 2024 under the NZ Upgrade Programme. Other aspects remain in the
detailed business case phase and are unfunded. Analysis indicates the likes of Paerata is
a short-term requirement – seeking funding.
Querying provision of park and rides:

Park and Ride



What facilities provided at Drury Stations



Are there park and ride facilities at all stations?



Insufficient parking proposed

SGA Response:
Decisions on which stations will have park and ride are to be confirmed. Supporting
Growth is investigating the route protection requirements for park and ride facilities at all
stations. Facilities of up to 500 spaces at each station have been investigated. There is
scope to both increase and decrease this number, noting that park and ride facilities incur
a relatively high capital cost per rail user, and so need to be considered alongside other
means of access to stations that will become more viable as areas develop.
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8.4.4

Upcoming December 2020 Engagement

A further engagement stage is approximately planned for late 2020 and early to mid-2021 prior to the
submission of the NoRs that will focus on understanding property impacts and sharing indicative
designation areas with landowners.
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PART B – ECONOMIC CASE
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9 Economic Case
This section describes the option development process and assessment undertaken to identify the
recommended network. A summary of the recommended option for each project is included in this
section including a high-level assessment of how the projects will operate as a key part of the
transport system.
More detailed assessment of individual options is contained in the Option Assessment Report
appended to this document (Appendix A), which also forms the basis of the Alternatives Assessment
which will be included in the Assessment of Environmental Effects (AEE) in the subsequent route
protection phase of the projects identified.
This Options Assessment Report has included detailed assessment of corridor needs to determine
the recommended corridor form and function, followed by an iterative geometric design process. As
outlined in the preceding IBC, public transport and Travel Demand Management (TDM) measures
have also been investigated to support the physical infrastructure being developed and encourage
mode shift.

Scope of options development and assessment process
As outlined in Section 2.6, projects within Supporting Growth Programme have been developed to
different levels of design detail depending on the timing of implementation, uncertainty and consenting
strategy. These types are detailed in the Strategic Case and outline that all projects within the Rail
Package are ‘Type B: Business Case for route protection’.

9.1.1 Optioneering process
Figure 9-1 summarises the process of determining the recommended options for each option
grouping. The Programme-wide DBC optioneering process for each package of projects begins with a
wider/higher-level assessment (the corridor assessment) which includes further option development
over a wider study area. The next step in the process is a route refinement assessment, which is a
more localised assessment which can proceed once fundamental questions of defining the study area
are answered in the corridor assessment stage (generally through the use of a Multi-Criteria Analysis
process). This step of route refinement ultimately results in the emergence of a preferred option. The
design of the preferred option is then further refined ultimately to improve MCA results. If the change
is materially different, this is considered a new option to be reassessed.
Given that the Rail DBC package comprises a range of project types/option groupings, some
adjustments to the programme-wide language have been required to more accurately represent the
process undertaken. ‘Corridor assessment’ and ‘route refinement’ are applicable for new linear
infrastructure where new corridors are being defined, but less suited to the Rail DBC where the study
corridor already exists/is defined. However, the same principles generally apply, and several steps
were undertaken for each option to reach route refinement level.
Figure 9-1 shows how this process relates to the rail context.
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Figure 9-1: Options assessment process for determining the preferred network

Accordingly, the process for each option grouping in this report is set out using the following
terminology:


Option Scope Confirmation – sets out development of the DBC options longlist (beginning
with a recap of previous IBC options) and the process and rationale behind the refinement of
that longlist down to a shortlist for assessment,



Option Assessment – which sets out the assessment of shortlisted options against the MCA
Framework, identifies the key differentiators between options, and what the resultant
emerging preferred option is; and



Option Refinement – which sets out further development/refinement of the emerging
preferred option following the assessment, including any reassessment where refinement
fundamentally changes the nature of the option.

How this process is followed and applied for each of the rail projects is discussed in the following
sections.
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9.1.2 Gap Analysis
A gap analysis and background review were undertaken to revise how the Indicative Strategic
Transport Network (from the IBC) was identified, noting:


if the level of detail required to inform the future RMA process is satisfied



any relevant changes since the IBC including policy direction, statutory and planning
documents (for example, plan changes and structure plans),



gaps or issues that require further consideration as part of this DBC phase.

The gap analysis provided recommendations on the approach to developing options for each project,
considering if the IBC sufficiently investigated alternatives proportional to the scale of potential effects.
If additional information warranted further investigation, additional optioneering would be required
through a corridor assessment – referred to as Option Scope Confirmation as part of this DBC (see
Figure 9-1 above).
In summary, the gap analysis shows that the context for the Rail DBC projects has changed
significantly since the IBC, particularly in terms of the rapidly progressing land use and development
context, and the ever-evolving proposed timing of the rail projects and related projects in the South
growth area. This is expanded upon further as part of the Appendix A: Options Assessment
Report.
The level of resolution at the conclusion of the IBC varied according to project/option grouping. All
projects in the Rail DBC require additional, more rigorous assessment which is proportional to the
scale of their potential effects. The extent of further assessment as a result of this gap analysis for
each Rail project is highlighted in Figure 9-2 summarised further in section 9.1.4.
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Figure 9-2 Summary of assessment process based on gap analysis findings for Rail projects
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9.1.3 Form and function
Given that this DBC contains three different types of projects, each requires individual form and
function considerations. Detailed form and function specifications are documented individually by
project.
This differs from other DBCs, which followed a more prescriptive process to determine the needs of
the road corridor (function - i.e. type and number of users/modes), and thus the space requirement
needed (form - often a decision between two and four lanes).
For the rail projects, an indication of the form and function requirements for each is required in order
to determine space requirements. This then feeds into both option development, and consequently
option assessment, to determine the size of the footprint (be it station access footprint or provision of
an active mode corridor) and what constraints lie within, or around it, thus informing the identification
of emerging preferred options.

9.1.3.1 Rail corridor upgrade
Rail is an integral function to encourage mode shift and improve resilience of the overall southern
transportation network. Four tracking increases capacity and provides greater opportunity to operate a
range of rail services along this section of the NIMT. These include:


All-stops passenger services;



Express (limited stops) passenger services;



Freight services; and



Inter-regional passenger services.

The all-stops and express passenger services required to meet long-term demands are enough to
justify three tracks alone. A fourth track provides additional capacity to meet the demands of other
types of services that will operate by doubling the number of available train paths/slots for freight and
inter-regional services. Four-tracking builds resilience into the rail and wider transport network.
Figure 9-3 exemplifies the considerations and functional requirements that influence the space
requirements for an upgraded rail corridor. This is further explained below.
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Figure 9-3 Rail Corridor Upgrade form and function
Corridor envelope
The main functional requirement is to enable the NIMT to provide for four rail tracks in the long term to
meet the demands of multiple types of rail service. Two generic corridor envelopes displaying the
width and vertical clearance requirements are shown in Figure 9-4 below and summarised as:


The four tracks on their own generally require a width of 34-36m depending on the
configuration of the tracks;



Variable side slopes and side access requirements which potentially increase the overall
corridor width to <46m; and



A vertical clearance requirement of 5.5m for the overhead line equipment (OLE) associated
with rail electrification (being provided through the P2P project).

Track geometry
The key geometric requirement is to achieve a horizontal and vertical geometry for the tracks which
enables trains to operate safely at line speed – 110km/h for passenger EMU and 80km/h for freight
trains.
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Figure 9-4 – Generic cross-sections for a four-track electrified railway

Place and Movement
As detailed in 6.2.1, part of the reasoning behind upgrading the NIMT corridor is to support the
anticipated growth occurring in the south.
Whilst this in itself isn’t a direct determinant of space requirement needed for route protection, this has
influenced the need to provide four-tracks in order to deliver an attractive public transport system via
rail for the South – one that occurs prior to the anticipated growth and urbanisation. Similarly, the type
of movement/services anticipated to use the corridor (shown in Figure 9-3) highlight the competing
needs along this section of the NIMT, and thus the need to provide multiple tracks to accommodate
the differing needs.
So, in a sense, the place and movement context in Figure 9-3 is used to crudely reinforce the idea
behind the need to route protect the space for four tracks.
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9.1.3.1.1

Rail crossing form and function

As a subset of upgrading the rail corridor, 10 existing rail crossings need to be treated in order to
accommodate the space requirements for four-tracks. For road-over-rail bridges, optioneering was not
undertaken to address these alterations, as this was a consequential effect of four-tracking, and
accordingly is part of the project. This was more of an engineering exercise and is further detailed in
Appendix B: Transport and Economics Report.
However, treatment options needed to be investigated for the five level crossings addressed as part
of this DBC. Given the significant contextual variations between the five level crossings in scope, no
overarching form and function requirements were developed. However, the project team did use the
following key functional considerations in developing options:




Where grade-separation of road and rail is identified as necessary, options will need to
consider the ability to safely and efficiently accommodate:


The necessary width for a four-track railway and the regional active mode corridor
(where applicable), and the vertical clearance for the OLE for an electrified railway; and



The multi-modal transport demands on the road.

Where closure is being considered, options will need to consider whether the future planned
transport network sufficiently provides alternative routes. This includes consideration of:


The relative distance and time associated with utilising alternative routes; and



The capacity and suitability of alternative routes.

These functional considerations are depicted in Figure 9-5, which also gives a general indication for
how these considerations influenced the bespoke assessment process for level crossings (see
section 10.1.2 for further detail).
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Figure 9-5 Level Crossing form and function considerations at different stages of assessment
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9.1.3.2 Station and primary access form and function
Figure 9-6 highlights the interconnected process of ascertaining form and function for both the station
platform and access facilities. There is a degree of symbiosis between the station access facilities and
the station platforms to which those facilities are providing access to. Decisions on preferred options
for both option groupings need to be mutually reinforcing, but decisions on platform location take
primacy given that rail geometry constraints platform locations to a significant extent. Therefore,
station access facility options were developed after station platform options.
Station platform locations were identified first – determined by geometric, technical and operational
constraints. Interchange locations were identified subsequently – underlying assumption that locating
close to platform is desirable.
The project team has considered several inputs in determining the form and function of each station.
This in turn has informed option development for station locations and has helped determine the
spatial footprint required to accommodate stations and their associated access facilities (documented
in Appendix E1.2 of this DBC and summarised in Figure 9-6).

Figure 9-6 Station platforms and access facility form and function
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9.1.3.3 Regional active mode corridor form and function
Figure 9-7 exemplifies the considerations and functional requirements that influence the space
requirements for a regional active mode corridor.
A regional AMC is defined by the following attributes:


Movement functions – regional active mode corridors provide for active mode (walking,
cycling and other forms of micro-mobility) connections that are intra-regional including
spanning rural land use between centres, and provide for a range of trip types including
relatively long-distance commuter trips;



Spatial connections – regional active mode corridors provide connections to and between
town and metropolitan centres, rapid transit services, and other routes on the active mode
network; and



Facility type – regional active mode corridors are high-quality facilities with separated
provision for pedestrians, cyclists and other micro mobility modes that generally sit outside of
the road reserve where practical.

Figure 9-7 Regional Active Mode Corridor form and function considerations
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The regional active mode corridor generic cross-section developed based on this definition is shown
below in Figure 9-8. Key attributes are as follows:


Overall width of 7m generally;



Separated provision for a footpath (1.8m) and a bi-directional cycle path (3.0m); and



1m berms on both sides.

Figure 9-8 – Generic cross-section for a regional active mode corridor
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9.1.4 Option Development
Informed by the gap analysis (section 9.1.2) and form and function requirements (from section 9.1.3.1
to 9.1.3.3) recommendations were made on the approach for developing options to inform route
protection requirements for each rail package project. The process adjusted for the rail context is
again summarised in Figure 9-9

Figure 9-9 Summarised rail optioneering process
The gap analysis takes the IBC recommended option for each project and considers any new
information relating to that option, and whether the option analysis has sufficiently considered
alternatives proportional to the scale of potential effects. Where projects did not achieve the above,
additional optioneering would be required through the Option Scope Confirmation (previously a
Corridor Assessment) in order to achieve the level of optioneering detail required to progress to
Option Assessment (previously route refinement). Where projects achieved the above, additional
optioneering was undertaken through to the Options Assessment stage.
The gap analysis identified each Rail package project had aspects that required revisiting as part of
the scope of option development for the DBC (see Appendix A: Options Assessment Report for
more detail). These included:


Drury Central, Drury West and Paerata Rail station options – in light of P2P, structure
plans, developer interest, private plan changes and masterplans, a revised longlist of options
was developed to confirm alignment. This was narrowed down to three for Drury Central and
Drury West, and two for Paerata.



Station access facilities - The IBC did not identify specific footprint options for station
access facilities beyond identifying high-level opportunities. Accordingly, there were no IBC
options for this option grouping to use as a starting point, and no gap analysis required to
undertake beyond identifying that no previous options had been developed.



Rail corridor upgrade - policy updates (including GPS 2021, Auckland Rail development
plan, freight demand projections and existing growth rates) and the finalisation of Auckland
Council’s structure plans emphasise the need/benefits of four tracks along the existing NIMT
to service the Southern Growth area. Accordingly, the project team identified no further need
to consider options for the number of tracks. The extent of option development and
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assessment is therefore limited to ascertaining the most appropriate location for adding third
and fourth tracks to the existing NIMT rail corridor.


Rail crossing - No overall policy requirement to remove level crossings, however guidance
and policy positions (including Vision Zero) suggest removal is increasingly a priority. The
PBC and IBC identified the general need to remove level crossings from the NIMT railway
line. This need was based both on existing safety and traffic issues, as well as the increased
future safety risk posed by a widened four-track rail corridor. While the IBC identified a
general need to remove level crossings, detailed assessment was deferred to the DBC
phase.



Regional active mode corridor – IBC focussed on confirming the need and the function of a
regional active mode corridor and whether locating adjacent to the NIMT was the preferred
option. A streamlined MCA of the three options was undertaken and the NIMT-adjacent option
was identified as the preferred option for a regional active mode corridor.

Development of each option in this DBC considers the different form and function requirements to
inform general footprint size needed for route protection, allowing for some flexibility as new
information arises over time. In summary, option development is of such detail to allow for designation
of a footprint large enough to cater for all facilities required in each project, but at a higher level than a
delivery /implementation DBC.

9.1.4.1 MCA Framework and assessment process
The primary option assessment tool used in this DBC, unless otherwise noted, is the MCA
Framework. The Framework was developed in consultation with AT, Waka Kotahi, and Manawhenua.
The Framework requires all options to be scored against relevant DBC investment objectives, and a
wide range of criteria grouped against cultural, social, environmental, and economic themes (see
Table 9-1 below).
All criteria are assessed by relevant technical specialists through a facilitated workshop process,
using an eleven-point scale ranging from +5 (very high positive impact) to -5 (very high adverse
impact). Specialists record their scoring rationale and key assumptions. A review and rationalisation
of scoring by the expert and broader project team is then completed.
Table 9-1Summary of SGA MCA Framework (scored criteria)
Well-being

MCA Topic

#

Criteria

Cultural

1. Heritage

1a

Heritage

1b

Manawhenua

2a

Land Use Futures / Integration with planned land
use

2b

Urban design

2c

Land requirement

2d

Social cohesion

2e

Human Health and Wellbeing

3a

Landscape / Visual

3b

Stormwater

Social

Environmental

2. Socio-Economic
Impacts

3. Natural Environment
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Well-being

Economic

MCA Topic

4. Transport

5. Construction impacts

6. Cost and Construction
Risk

#

Criteria

3c

Ecology

3d

Natural Hazards

4a

Transport system integration

4b

User safety

4c

Localised Criterion – added as a localised
assessment criterion for station platform location,
that is specific to station functionality/engineering

5a

Construction impacts on utilities / infrastructure

5b

Construction disruption

6a

Construction costs / risk / value capture

9.1.4.2 Overview of Option Assessment Process
The Options Assessment establishes the emerging preferred options for each of the Rail projects.
The assessment used the MCA framework developed for the Supporting Growth Programme.
Notwithstanding this, the framework is also designed to be adaptable and localised in cases where
the applicability/relevance of criteria varies, and where specific contextual factors and site-specific
matters need to be considered by specialists. Localised criteria have been developed for some
projects/option groupings within the Rail DBC. By way of example, these include additions to Topic 4
(Transport) for the station locations option grouping to include a station functionality/engineering
criterion. The documentation of specific options later in this report describes MCA localisation in
further detail.
Once the emerging preferred option is identified through the MCA scoring, the design is further
refined to improve the MCA results. The design refinements discussed in this report are generally not
materially different options, and therefore do not result in the need to update the MCA.
Whilst generally following a similar assessment process, there were slight variances to approach for
different projects. The slight variance in the assessment process for stations and accompanying
access facilities is detailed below. Additionally, the assessment of rail crossings deviated more
significantly from this process and is detailed further in 10.1.2.

Figure 9-10

General Option Assessment Process
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9.1.5 Approach to Stormwater Infrastructure
The additional land required to construct, operate and maintain aspects of the rail project transport
network with regard to stormwater infrastructure is dependent upon the type of stormwater
management devices chosen for each project. In order to determine the type and location of
stormwater infrastructure a design process was undertaken, which is further detailed in Appendix E:
Design Report.
In summary, the design management matters for the rail projects to be considered are as follows:


Stormwater quality management (stormwater runoff treatment)



Stormwater quantity management (retention and detention of small events).



Flooding and Overland flow management



o

Primary flow (10-year ARI)

o

Secondary flow (100-year ARI)

Stream Crossings (linked to above)

The primary considerations in relation to these matters are summarised in TABLE
Table 9-2 Stormwater Design Management
Stormwater
Management

Considerations

Stormwater
Quality

 In line with Auckland Unitary Plan E9: Stormwater Quality, this matter focuses on high
contaminant generating car parks and high use roads, looking at the controls to manage
stormwater quality runoff from impervious areas. Roads and carparks contribute
contaminants such as litter, metals and hydrocarbons from pavement wear and
transportation vehicles.
 The purpose of any stormwater quality devices to address quality is to capture and
remove contaminants entrained in stormwater before discharge to receiving
environments.
 For the rail project, this is has most regard to station interchanges / park and ride

Stormwater
Quantity

 In line with Auckland Unitary Plan E10: Stormwater management area – Flow 1 and
Flow 2, stormwater quantity controls are focussed on protecting and enhancing rivers,
streams and aquatic biodiversity in urban areas by through hydrology mitigation.
 The purpose of water quantity devices is to manage changes to site hydrology and
reduce the volume and / or rate of runoff from a site in small or day-to-day rainfall events
for the purpose of minimising effects on stream flow and hence stream health and
stream bank erosion potential.
 For this reason, retention and detention measures have been allowed for across a wider
area where it is considered they are likely to offer some benefit. That is, in all Future
Urban Zoned / greenfield development areas discharging to freshwater streams
 Under the Auckland Unitary Plan Standards (Section E8.6) any development must
ensure that the diversion and discharge does not result in, or increase, the following:

Flooding and
Stream
Crossings

o Flooding of other properties in rainfall events up to the 10-year ARI, or
o Inundation of buildings on other properties in rainfall events up to the 100-year ARI.
 Flood modelling is also being undertaken at major stream crossing sites to understand
the effect of proposed SGA physical works on flooding
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Because of the varying nature of each project within this package, there are differing levels of
stormwater infrastructure required. Whilst key matters for each project are summarised in Table 9-3,
these matters were identified as part of the options assessment process (from section 10.1 to section
10.3), specifically the identification of adverse stormwater and ecological impacts. Possible treatments
were then investigated as part of design refinement, detailed further in Appendix E: Design Report.
Table 9-3 Stormwater management implications for each rail project
Stormwater
Management

Stormwater
Quality

Rail Corridor Upgrade

AMC

Stations and Interchange

The increased rail operation will
not generate significant pollutants
and will therefore not require
stormwater treatment. No
treatment devices have been
included in the scope of the fourtrack rail widening scope.

The intended use of the AMC will
not include significant pollutant
generating activities such as
walking and cycling. Therefore,
the AMC will not require
stormwater treatment measures
to improve water quality runoff. It
is worth noting that retention and
detention measures will have
some inadvertent water quality
benefits as a by-product of the
quantity control.

The carparks and rail stations will
likely generate significant
pollutants (e.g. through tyre wear,
body rust etc.). Generally, the
design adopts raingardens at
station carpark areas in locations
that best fit the local conditions
and topography. These devices
have been selected on the basis
that they are proven good
practice, green infrastructure
methods well suited to carparks
and the contaminants generated
within them.

The rail four tracking will not
increase any impervious surface
so no detention or retention will
be required

The AMC will introduce a very
small increase in impervious area
and will therefore require a small
amount of retention and
detention. This will be managed
through small check dams within
the swales that sit alongside the
AMC
As the AMC includes small areas
of increased impervious land
cover, stormwater retention,
detention and possibly attenuation
is required.

The carparks and rail stations will
generate significantly larger runoff
volumes through their
redevelopment. This increased
runoff will be detained and
retained in accordance with the
unitary plan using raingardens or
wetlands or a combination of both
as further detailed in Appendix E:
Design Report.

Stormwater
Quantity

The section of the NIMT between Papakura and Pukekohe crosses five
major catchments and numerous smaller sub catchments. The
proposed AMC straddles the existing NIMT alignment and crosses
several major floodplains. The stormwater implications change
depending on which side of the existing rail the AMC is located relative
to upstream approaching flow.
The four-track rail design and cycleway will add additional earthworks
into the floodplain which will displace floodwater storage beyond
Stream
Crossings /
Stream
protection

current levels. Additionally, existing culverts and bridges will need to be
widened, or in the case of the cycleway, new structures are needed.
These new and widened structures will increase head loss and
therefore an upstream adverse effect as a result of the works. The flood
effects have been modelled and an assessment on the required
infrastructure to mitigate these effects is discussed further in Appendix
E: Design Report.
Existing culverts have been kept wherever possible or upgraded in size
to manage any adverse effects or inadequate freeboard.
Stream protection will be required where the Rail is widened into the
Hingaia Stream that runs between the existing NIMT and Great South
Road, south of the Drury township.
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9.1.6 Travel Demand Management (TDM)
As detailed in earlier work such as the wider South IBC, influencing travel behaviour is a critical part
of each phase of option development. As a project moves progressively through to more detailed
development phases, the ability to influence travel behaviour reduces. This is shown in Figure 9-11.

Figure 9-11

Travel Demand Management approach

Within previous phases of work, and the wider South IBC, TDM was predominately focused on the
‘Strategic approach’ and the ‘Place shaping capabilities’ of the preferred network. This included the
use of a high-level design framework, and consideration of alignment options. A detailed overview of
the strategic approach and the place shaping elements can be found in Appendix B: Transport and
Economics Report. This includes wider land use implications within the context of the South Area.
Given that the project assessment is now at the DBC stage, the TDM options for these areas have
focused on ‘System design’ and ‘Operational interventions’ as shown Figure 9-11. Based on the highlevel TDM interventions outlined in the South IBC, a finer grain assessment of measures has been
undertaken and is detailed further below.
The measures are quantitively assessed based on likely effectiveness in each area (linked back to the
effectiveness measures as identified in the IBC). This DBC is focussed on the identification of the
components of the future transport system that requires route protection to be enabled. This by
definition is therefore the physical infrastructure. However, the TDM has been progressed to level to
ensure that the transport system is ‘right sized’ and considers the assumed TDM measures.

Supporting Growth Programme | Version 1.1 |June 2021

132

Rail Package Detailed Business Case

10 Options assessment
This section summarises the outcomes of the option assessment process outlined in section 9.1 for
each of the Rail DBC projects.

Rail corridor upgrade (four tracking)
This section looks at the options assessment process undertaken for increased rail capacity.
The PBC and IBC analysis resulted in the inclusion of an upgrade to the NIMT railway line between
Wiri and Pukekohe as part of the Indicative Strategic Transport Network, of which the Papakura to
Pukekohe section falls within the scope of this DBC.
The primary element of this rail corridor upgrade is an increase from two tracks to four tracks to meet
future rail service demands. Additionally, as a consequence of widening to four-tracks combined with
increased capacity and frequency along the NIMT, interventions at existing rail crossings are covered
from 10.1.2.

10.1.1 Rail corridor upgrade
10.1.1.1 Options assessment
The options assessment for the corridor upgrade centred on constraints – e.g. an MCA focussing on
identifying constraints that restricted widening to that side. For the more straight-forward sections,
based on this assessment the decision can therefore be limited to what side to add the third and
fourth tracks. However, in the more complicated sections, e.g. existing urban areas or curved
sections, it isn’t quite as simple due to the need to undertake further engineering analysis.
Therefore, the MCA assessment, and resultant preferred option, form the basis for design refinement.
The engineering complexity of rail may supersede some preferred options – as realistically, the tracks
may not fit / function when restricted to the preferred side as indicated by the MCA. Therefore, in
places, existing tracks may need to be shifted to reduce impacts – be it existing structures (e.g. SH1),
ecological features (e.g. streams) or new structures (e.g. station platforms).
The extent of option development and assessment for the most part is limited to ascertaining the most
appropriate location for adding third and fourth tracks to the existing NIMT rail corridor of each
segment. As stated, options are primarily limited to adding a third and fourth track on either the west
or east of the existing tracks, unless stated otherwise. Scenarios adding one track to either side of the
existing rail formation were not favoured given they generally increase the cost, effects, and land
requirements of the project.
For option assessment purposes, the project team divided the corridor into seven segments running
south-to-north (see Figure 10-1) in order to assess localised constraints and factors, detailed further
in section 10.1.1.2.
However, the broader constructability and appropriateness of the entire corridor was also considered
at each segment. The preference was to reduce the number of times the corridor alternates sides with
the existing tracks to increase both the construction efficiencies and the performance of the
operational configuration. However, as alluded to above, some of the more complicated sections were
identified as requiring entirely slewed alignments.
The MCA assessment was undertaken prior to the design of detailed track configurations (see below).
The assessment therefore considered buffer zones of 25-35m on the west and east sides of the
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existing rail corridor (i.e. a total assessed width of 50-70m) centreline to capture the area where
additional tracks could be placed. These buffer zones generally capture the extent of effects
anticipated by the generic cross-sections and reflect a general aim of limiting the land required over
and above the existing rail designation where practical.

Figure 10-1 rail corridor upgrade assessment sections
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10.1.1.2 Factors of influence
The following programme-wide criteria were not scored for this option grouping:


Urban design (criterion 2b) – as the relevant specialists agreed it would not be a
differentiator if all options resulted in a four-track rail corridor; and



Transport criteria (criteria 4a, 4b) – as the relevant specialists agreed this would effectively
be a ‘double-counting’ of the investment objective scoring and would not be differentiators if
all options resulted in a four-track rail corridor.

The relevant investment objectives were scored as part of the MCA. These were:


Investment objective 1 (a transformational increase in the capacity, resilience and
attractiveness of the Southern rail network); and



Investment objective 3 (improved accessibility to jobs, households and social amenities
resulting in a transformational mode-shift to the rail network).

Based on the rest of the assessment criteria, a summary of the key constraints affecting each side on
a segment-specific basis are summarised in Table 10-1.
For most sections, the constraints listed have been key differentiators between east or west – this
assessment summary is further discussed in section 10.1.1.3.
Table 10-1 Factors of influence per section of the rail corridor
Section

West

East

Pukekohe-Paerata Section
Heritage - Nine recorded historic heritage buildings are
located either within or near the western 25m buffer.

A

Heritage - No known historic sites. Potential for
unrecorded sites

Land use - existing buildings in urban area abuts the rail
corridor more closely
Natural Environment - More direct impact on
Whangapouri stream + SMAF
Construction - More significant retaining walls
Land use - potential impacts on existing residential
properties along SH22. Affects the Mission Bush junction.

Heritage - affects three historic buildings, one
recorded historic site

Natural Environment - close to a Significant Ecological
Area, within a natural stream management area

B

Construction - disrupt the Mission Bush Line operations
critical for coal supply and export from Glenbrook and
increase construction costs in crossovers to access the
Mission Bush Line.

Paerata-Drury Section

C

Natural Environment – affects large area of unclassified
vegetation and associated stream identified on the west
side of the rail corridor. It is also located in the SMAF

Construction - increased earthworks requirement,
but avoids Transpower pylon

Construction - impacts on Transpower pylon which
precludes significant widening
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Land Use - space constraints imposed by existing
hothouse facility / potential early purchase requirement.
West side however has more existing designation space

D

Natural Environment - located outside of the SMAF and
has marginally lower direct impact on streams

Land Use - avoids hothouse facility. However less
existing designation space on the east side.
Natural Environment - located within the SMAF
and has a marginally higher direct impact on
streams.
Construction - requires a realignment of Burtt
Road

Drury-Papakura Section
Natural Environment - more significant impact on the
Ngākoroa and Hingaia Streams and associated riparian
areas and is located in SMAF. Potential visual effects on
existing childcare facility identified.

E

Construction - rail formation would likely be too close to
the Ngākoroa Stream for the stream to be retained;
additional retention requirements will result in increased
cost.
Natural Environment - more significant effects on the
Hingaia Stream

F

G

Construction - Southern part of the segment impacts on
the Hingaia Stream and associated retaining / sediment
control issues; and impacts on the Watercare Waikato
Watermain (which crosses the tracks at Sutton Road).

Natural Environment - less significant impact on
the Ngākoroa and Hingaia Streams and associated
riparian areas
Construction - Constraints of Burtt Road and
Flanagan Road on the east side of the tracks noted

Heritage - impacts on recorded archaeological site
of minor significance (Drury railyards) and recorded
historic house on Waihoehoe Road.
Land Use - north of the Waihoehoe Road –
existing rural residential and industrial properties
more impacted

Natural environment - marginally higher impact on
Slippery Creek tributaries and newly restored sections
along Boundary Road.

Heritage - impacts on former historic sites
(Ōpāheke railway station and Drury Saleyards –
both demolished).

Construction - additional space to lengthen Onslow and
Settlement Road bridges to accommodate four-tracking.
Duplication of online rail bridges required for this option.

Construction - more constrained space at eastern
end of Onslow and Settlement Road bridges
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10.1.1.3 Assessment summary
Table 10-2 summarises the assessment underpinning the decisions for preferred options in each
section. For further detail, and discussion on option assessment, why options have been discounted,
and discussion on design refinement, see the Appendix A: Options Assessment Report.
Table 10-2 Rail corridor upgrade assessment summary
Preferred
Section

Reasoning

Option

Pukekohe-Paerata Section


The preferred eastern side for new tracks has been followed for the majority of the
segment, along with slewing of existing tracks for several sections. A short section in the
vicinity of the Cape Hill Road crossing widens the rail corridor to the west of the existing
tracks due to its proximity to the Cape Hill Road / Franklin Road / Reynolds Road

A

Combination
East / West

intersection and bridge clearance requirements.


Relatively less significant direct impacts on the Whangapouri Stream;



Relatively less significant retaining wall requirements given the topography of the existing
rail trench, and relative proximity to existing buildings and the Whangapouri Stream; and

B



Relatively less impact on existing buildings, including heritage buildings.



Avoidance of disruption and increased costs associated with reconfiguring the Mission
Bush Line-NIMT rail junction;

East


Avoidance of impacts on residential properties along SH22 in the north of the segment



Avoidance of vegetation and associated stream on the west side of the rail corridor; and



Avoidance of Transpower pylon on the west side of the rail corridor.



East of the existing rail corridor was ultimately identified as the emerging preferred

Paerata-Drury Section
C

East

option, primarily on the basis that it most readily enables continuity with the preferred rail
D

alignments for its neighbouring segments (i.e. Segment C to the south, and Segment E

East

to the north) which have clearer differentiation between options. The differences
documented were not significant.
Drury-Papakura Section

E

Preferred on the basis that it will have a less significant effect on the Ngākoroa and
Hingaia Streams. This was noted on both natural environment criteria and construction /

East

cost-related criteria.
Option FE is preferred between the Hingaia Stream and Sutton Road. for the following

F

reasons:


Reduced impact on the Hingaia Stream and associated riparian / floodplain areas; and

Combination



Avoidance of impacts on the Watercare Waikato Watermain.

East / West

In the section to the north of Sutton Road, there were fewer clear differentiators identified in
assessment aside from land use and construction-related criteria which identified a preference
for option FW in the northern part of the segment based on reduced impact on existing rural
residential properties.


G

Additional space on the west side for bridge lengthening at Onslow and Settlement Road
to accommodate four tracks;

West



Fewer heritage constraints; and



Relatively similar scoring on environmental criteria.
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10.1.1.4 Preferred option
Following the MCA, the emerging preferred location option formed the basis of the design work
undertaken in partnership with KiwiRail. For most sections of the corridor the MCA assessment (which
focussed on identifying key constraints), was straightforward enough to identify which side to provide
the addition of a third and fourth track. As summarised in Table 10-2, there was a prevalence of
widening to the east, which for much of the corridor enables continuity with the preferred rail
alignments between neighbouring segments. Some sections (for example in the existing urban areas
and curved sections), involve greater complexity, and are dictated by geometric constraints/
requirements. For these sections, the MCA preferred alignment formed the basis of further design
work dictated by these geometric requirements, undertaken in partnership with KiwiRail.
In summary, for sections E and A, simply widening to one side was not possible due to a number of
constraining factors, therefore, some areas involved the reconfiguration/slewing of original tracks in
order to accommodate the space required for four tracks.
Section E (Drury Central – Drury West) is heavily dictated by the space available to traverse below
SH1. In this section, the preferred option is a combination of realignment and East/West widening,
and is as follows:


The MCA preferred eastern side for new tracks has been followed for the southernmost 250m
of the segment to approximately chainage 641150 (north-east of Great South Road). This is
influenced by the avoidance of significant impacts on the Ngākoroa Stream (detailed in the
Option Assessment report);



For the remainder of the segment (a distance of 1.05km), slewing of all four tracks is required
(including widening on both sides of the tracks) such that:


All four tracks (and the regional active mode corridor) can fit under the SH1 Drury
Interchange bridges (being upgraded as part of the P2B project);



Track splays to accommodate the Drury Central Station platforms (part of Segment
F) can be aligned; and



Effects on the Hingaia Stream on the west side and Flanagan Road on the east side
can be minimised.

The option refinement process for both this segment and Drury Central Station also investigated
different slewing options for the rail corridor between SH1 and Waihoehoe Road to accommodate
different station location options. The track alignment identified in this section is commensurate with
the preferred Drury Central station option (DC2).
Section A (Pukekohe Station, to the Mission Bush Junction), also involves a combination, and is as
follows:


The preferred eastern side for new tracks has been followed for the majority of the segment,
along with slewing of existing tracks in several sections;



A short section between chainages 630300-630600 (in the vicinity of the Cape Hill Road
crossing) widens the rail corridor to the west of the existing tracks due to its proximity to the
Cape Hill Road / Franklin Road / Reynolds Road intersection and bridge clearance
requirements.

Supporting Growth Programme | Version 1.1 |June 2021

138

Rail Package Detailed Business Case

Figure 10-2 Rail corridor upgrade preferred options (by section)
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Whilst investment objectives were not significant determinants for identifying preferred options for
each section; when considered from a whole-of-corridor perspective, benefits were more evident. In
summary, upgrading the NIMT corridor between Pukekohe and Papakura to accommodate fourtracks strongly aligns with the investment objectives, and consequently shows significant benefit for
the Southern growth area. This alignment is summarised in Table 10-3.
Table 10-3 Rail Corridor Upgrade alignment with investment objectives.
Investment Objective Alignment
IO1 a transformational increase in the capacity, resilience and attractiveness of the Southern rail network
Upgrading the rail corridor to four-tracks allows for the necessary infrastructure to enable operation of higher
frequency & higher capacity train services in the future. It also enables increased train patterns including limited
stop services, critical to supporting the growth, without comprising the increasing demand on freight and
potentially express inter-regional rail between Auckland and Hamilton.
Additionally, upgrades provide operational resilience to the national rail network (i.e. enable standard
operations such as maintenance and repairs without significant impact on daily operation and the ability to
respond)
IO2 – Aligns with Level Crossing Removal (discussed in following section)
IO3 improved accessibility to jobs, households and social amenities resulting in a transformational
mode-shift to the rail network
Rail forms the backbone for mode shift opportunity, enabling the demand management and sustainability
strategies in the southern growth areas to be realised.
Designating before live zoning will mean additional land required for rail can be fully integrated into future plans
without causing significant impact to urban growth.
This adjacency of the FUZ to the rail is a double-edged sword, whilst it facilitates better mode shift, it does also
mean that further rail expansion is going to be restricted by this growth unless upfront investment is made to
protect the corridor.
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10.1.2 Rail Crossing Treatment
The section of the NIMT between Papakura and Pukekohe is 17.5km long and contains 10 rail
crossings that will be impacted by upgrading the corridor to accommodate four-tracks. These include
road-over-rail bridges which require alterations to, and level crossings which will be removed. Table
10-4 documents the locations of these crossings from north-to-south, outlining the facility type and the
current customer movement it accommodates.
Whilst all these crossings need to be addressed, not all will be addressed as part of this DBC but
have been noted for contextual purposes. The Gatland Road level crossing is within the scope of
KiwiRail’s P2P project and is being considered for closure through that project. Ōpāheke Road level
crossing is included as part of the Drury Local DBC package. Accordingly, the scope of the
optioneering documented in this chapter is limited to the remaining four level crossings.
Table 10-4 Rail Crossings
Location

Movement

Facility

Project

Onslow Road

Vehicle and pedestrian movement

Road-over-rail bridge

Rail DBC

Settlement Road

Vehicle and pedestrian movement

Road-over-rail bridge

Rail DBC

Boundary Road;

Vehicle and pedestrian movement

Level Crossing

Rail DBC

Ōpāheke Road;

Vehicle and pedestrian movement

Level Crossing

Drury Local DBC

Gatland Road

A paper road providing property
access

Level Crossing

KiwiRail P2P

Sutton Road;

Vehicle and pedestrian movement

Level Crossing

Rail DBC

Crown Road

Vehicle and pedestrian movement

Level Crossing

Rail DBC

Tuhimata Road

Pedestrian only crossing

Level Crossing

Rail DBC

Vehicle and pedestrian movement

Road-over-rail bridge

Rail DBC

Vehicle and pedestrian movement

Road-over-rail bridge

Rail DBC

Stadium Drive
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Figure 10-3 Existing rail crossing locations
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10.1.2.1 Options assessed
While the IBC identified a general need to remove level crossings, detailed assessment of the
crossings between Papakura and Pukekohe was deferred to the DBC phase. The gap analysis
confirmed that there is a case to consider options for the removal of level crossings to address safety
concerns between Papakura and Pukekohe due to the corridor upgrade.
The options associated with level crossing removal are primarily between closure, (which includes
assessment of viable alternative routes to cross the NIMT), or grade separation (bridge or tunnel)
where no alternatives are practical (further explanation is summarised in Table 10-5). The decisions
behind these interventions involved further consideration of the bespoke conditions at each location.
How to address level crossing removal followed an individual decision tree process considering
contextual factors. This process is summarised in Table 10-5 and Figure 10-4 below.
Table 10-5– Level crossing removal – intervention types
Type of
intervention

Definition

Question

Resolution

Remove level
crossing

Remove existing level
crossings along the
NIMT to address safety
concerns due to
corridor upgrades

1. Does the level crossing
ultimately need to be
removed?

Answer is yes for all options – advance
to question 2

Closure of the
level crossing

Closing the crossing to
non-rail traffic.

2. Are appropriate
alternative routes in
place, or are they
planned to be in place, at
the time of the level
crossing removal?

Considerations included:


The distance and time associated
with using the alternative route; and



The number of users affected and
overall travel demand.

Where appropriate alternative routes
are in place or planned to be in place at
the time of the closure, then closure is
the emerging preferred option for that
location.
If no, advance to question 3
Gradeseparation of
the level
crossing

Physically separating
rail and non-rail traffic –
either at or near the
existing level crossing
location.

3. Can grade-separation of
the level crossing be
achieved at or near its
existing location?

If yes, then grade-separation in the
existing location is the emerging
preferred option for that location. A
multi-criteria analysis (MCA) may be
required if multiple viable options for
grade-separation in the existing location
exist (e.g. bridging vs tunnelling).
If no, - where grade separation cannot
be achieved at or near the existing
crossing location - viable option location
is investigated through an MCA to
determine an emerging preferred option
for location and type (e.g. bridging vs
tunnelling).
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Figure 10-4 Level crossing decision tree process
Locations with existing road-over-rail bridges that will need to be altered to accommodate corridor
upgrades have not been specifically discussed in this section. Alteration options did not undergo
optioneering or assessment as the engineering detail and design for each site has not been
developed. Once this level of detail is determined, this will inform the route protection requirements.

10.1.2.2 Assessment summary
Table 10-6 below summarises the treatment outcomes for each existing crossing and the reasoning
for them. For level crossings, these have followed the process summarised above in Table 10-5 and
Figure 10-4. Despite road-over-rail bridges not following this process, the general outcome for route
protection is also summarised in this table.
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Table 10-6 Rail Crossing Assessment Outcomes

Rail
Crossing

Decision Tree Assessment
Grade Separated
Alternatives

Same
location

Outcome

Different
location
(MCA)

Reasoning

Onslow
Road





Upgrade of existing
road-over-rail bridge
– Original location

Existing structure needs to be extended and route protected in order to accommodate four-tracks
below - Lengthen / Reconstruct bridge to provide fourth tracking and maintain access.

Settlement
Road





Upgrade of existing
road-over-rail bridge
– Original location

Existing structure needs to be extended and route protected for in order to accommodate four-tracks
below - Provide fourth track in existing back western span and lengthen bridge to provide additional stabling
line/s to the South within KiwiRail designation.
No viable alternatives – Closure will impact nearest alternatives Settlement/Hunua and Ōpāheke ,
experiencing VPD increases. These aren’t deemed to be appropriate alternative routes due to capacityconstraints relative to increases in demand, and are relatively indirect relative to intended east-west
connectivity and destinations within the existing road network

Boundary
Road





New road-over-rail
bridge – Original
Location

Grade separation at/near same location - a bridge is viable in the general vicinity of the Boundary Road
level crossing. A tunnel was discounted for the following reasons:


High cost



High complexity and risk associated with construction beneath live rail tracks in a flood-prone location,
including the potential for skewing of rail tracks; and



Potential CPTED issues

Addressed as part of the Drury Local DBC

Ōpāheke
Road





New road-over-rail
bridge – Original
Location
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No viable alternatives – Closure would result in capacity-constraints along alternative routes due VPD
increases of 144% along Boundary Road (to 7,000 vpd), 63% along Ōpāheke NS arterial (to 9000 vpd) and
7% along Hunua Road (to 16,000 vpd). Additionally, this is a planned key bus route as part of the Drury
Local Package. Closure would preclude this planned service, and none of the alternative routes provide
equivalent direct east-west connectivity through the Ōpāheke area.
Grade separation at/near same location - a bridge is viable in the general vicinity of Ōpāheke Road. A
tunnel was discounted for the following reasons:


High cost



High complexity and risk associated with construction beneath live rail tracks in a flood-prone location,
including the potential for skewing of rail tracks; and



Potential CPTED issues
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Rail
Crossing

Decision Tree Assessment
Grade Separated
Alternatives

Same
location

Outcome

Different
location
(MCA)

Reasoning

Viable alternatives - appropriate alternative routes in place (dependent on the grade separation of Ōpāheke

Sutton Road

Crossing Closure
with active mode
grade-separated
crossing facility



Road extension of the Waihoehoe Road bridge), such that the displaced traffic results in minimal percentage
increases in traffic volumes that are within the capacities of the affected routes, and the distances diverted
are relatively short.
Mitigation Opportunity – active mode underpass to the north of the level crossing, utilising existing space
between ground level and rail levels as the rail approaches the existing online bridge over the Waihoihoi
Stream.

Crown Road

Viable alternatives - On the basis that it will be possible to connect Crown Road to the SH22 South



Crossing Closure

Connector in future, this will be an appropriate alternative route if the South Connector (included in the
Pukekohe DBC) is in place prior to four-tracking
No viable alternatives – Closure along with closure of Crown Road results in rail corridor severance of
approximately 2.5km between the proposed new crossings at the Southern Connector (~1.5km north) and
the Pukekohe Urban Arterial (~1.1km south).
Grade separation at a different location - existing location is constrained by the proximity of the SH22,
NIMT and Crown Road corridors, and the width required for both the rail corridor upgrade (four-tracking) and

Tuhimata
Road







New active mode
bridge - different
location (Option T2A)

the regional active mode corridor.
MCA Summary – Option T2A is preferred for the following reasons:


Relative proximity to existing crossing / desire line and key existing land uses including the existing
school, commercial / industrial premises, and the SH22 general store



Relatively low cost and complexity compared with other options



Avoidance of impacts on significant streams.

For more detail, see Appendix A: Options Assessment

Stadium
Drive









Upgrade of existing
road-over-rail bridge
– Original location

Existing structure needs to be extended and route protected for in order to accommodate four-tracks
below.



Upgrade of existing
road-over-rail bridge
– Original location

Existing structure needs to be extended and route protected for in order to accommodate four-tracks
below.
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10.1.2.3 Preferred Option
Following the assessment of treatments summarised in Table 10-6, the resulting outcomes are
depicted in Figure 10-5.

Figure 10-5 Rail Crossing treatments
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Table 10-7 Rail Corridor Upgrade alignment with investment objectives.
Investment Objective Alignment
IO2 Significantly improve safety at rail crossings
The removal of the level crossings identified above shows strong alignment with this investment objective, as
DSIs for all modes at these crossings will reduce to zero through grade separation or closure. This also shows
alignment with Vision Zero outcomes, as it removes the chance of high-risk conflict points, and facilitates safe
crossing points and access. It should also be noted that preferred options identified ways to remove this risk,
whilst also ensuring that east-west movement across was not precluded, thus avoiding severance issues and
improving local access.

Stations and access
This section specifically documents the optioneering process for the proposed station platform
locations, and the corresponding and primary station facilities footprints. Station platforms focus on
longitudinal locations of the station platforms along the NIMT for stations at Drury Central, Drury West
and Paerata. Optimal station locations are in part defined by track geometry and operational spacing.
These factors are unique to rail stations and accordingly should be assessed specifically and in detail.
Access and station facilities focus on the location of consolidated footprints for primary station access
facilities (comprising active mode facilities, bus interchange, park-and-ride and kiss-and-ride). These
options are linked to the station platform options in order to provide convenient access to platforms
but are not governed by the same track geometry and operational spacing constraints. The platform
location is therefore the ‘anchor’ decision with facilities to be determined subsequently. The process
outlining this relationship is outlined in Figure 10-6.
Additionally, access arrangements were also considered for each station option. As a preferred
station option became more obvious, this informed and enhanced the position of corresponding
access footprints. Accordingly, each station and access arrangement has been assessed based on
this decision process, grouped according to location (Drury Central, Drury West and Paerata) and
summarised in the following sections.

Figure 10-6 Station and facility location process
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In addition to the programme-wide elements of the framework, the following localised elements were
introduced to the scoring for station platform options:


Of the five investment objectives developed for the Rail DBC, the investment objective
specific to stations (to support growth and a more sustainable, quality urban form by enabling
access to the rail network) was the only one considered relevant to optioneering for rail
stations. Accordingly, this investment objective was scored, and several measures were
developed to aid in scoring;



A localised criterion on station functionality and engineering was added (criterion 4c) to the
MCA for scoring station platform options to capture the relative performance of options
against engineering factors such as track geometry; and



Performance of options against Crime Prevention through Environmental Design (CPTED)
principles was added as a measure to criteria 4b (user safety).



To avoid double-counting, Criterion 4a (transport system integration) was not scored for this
option grouping, as its measures is considered captured under investment objective 4.

10.2.1 Drury Central Station
10.2.1.1 Functional intent
The key function of the Drury Central station site location is to service the Drury East future urban
zone. Finalisation of the Drury-Ōpāheke \ Structure plans reinforces the need for a station in this
location. From an immediate catchment perspective, the plan shows a large town centre, terrace
housing/apartment buildings and mixed housing zones within walkable distance to east and north.
The station location will also serve the wider Drury East/Ōpāheke area via a bus network, which
indicates the predominance of medium density residential. Mode movement to the station is depicted
in Figure 10-7.
It is important to acknowledge the strong interrelationship of the station with the station access
facilities in meeting customer needs. From a transport perspective, one does not function without the
other
Additionally, the station is an early (first decade) requirement, as it responds to live-zoned land under
development (Auranga) and there is a strategic drive to provide stations as lead infrastructure to preempt further development.
The general vision and intention for the station is detailed below in Table 10-8. It summarises the
overarching station access strategy for both the station location and the accompanying facilities.
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Figure 10-7 Drury Central movement analysis with modelled mode share
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Table 10-8 – Drury Central station access strategy
Factor

Strategic Response

Temporal elements – sequencing /
need



The Station is an early (first decade) requirement – it responds to
FULSS land release, ITA recommendations, zoned land under
development (Auranga) and a strategic drive to provide stations
as lead infrastructure to pre-empting further development.

To provide a two-platform/two-track station initially, to be expanded to
a three-platform/four-track station ultimately (see

Land use
served by
station



Table 10-9).



The Structure Plan shows large town centre, terrace
housing/apartment buildings and mixed housing zones within
walkable distance to east and north to be development-ready in
2028-2032 period.



There are existing light industrial and mixed housing zones
(Auranga) to the west of station.



Wider Drury East/Ōpāheke area – predominantly shown as
medium density residential in the Structure Plan.



North Waikato hinterland – there is an opportunity for Drury
Central to serve this hinterland with park-and-ride until regional
rail serves this demand (or town centre builds out).



Strategic guidance and demand modelling suggest that parkand-ride is required to catalyse patronage at the station in lieu of
denser adjacent development, and that it will also play a valuable
role in intercepting car trips from the North Waikato Hinterland.



As the surrounding area develops and inter-regional rail is
implemented, the importance of park-and-ride as a means of
accessing the station will diminish relative to other modes.
Accordingly, significant surface park-and-ride would be phased
out, either by removal, relocation, or reconfiguration.

Access by public
transport (bus)



Drury Central will serve a significant bus interchange function
throughout its life – frequent services utilising Bremner /
Waihoehoe and Great South Road corridors will interchange with
rail at Drury Central, with few terminating services.

Access by active
modes, micromobility



All stations to provide for high-quality pedestrian, cycling and
micro-mobility access from both sides at all stages of
development. Demand will increase as the surrounding area
urbanises over time.

Immediate
catchment

Wider catchment

Station access
demands by
mode

Access by car
(park-and-ride,
kiss-and-ride)

The key station functional requirements as derived from the AT Transport Design Manual and
engagement with AT and the Transport Agency are summarised in Table 10-9 below.
The station functional requirements are based on an assumed access demand profile in order to
determine the station access facilities required. In the case of Drury Central, these are documented
above.
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Table 10-9– Drury Central station requirements
Spatial Attribute

Interim Station

Full build-out station

Rail tracks

Two

Four

Platform length

150m (to accommodate 6-car train)

225m (to accommodate 9-car train)

Platform widths

2x 4.5m-wide lateral platforms

2x 4.5m-wide lateral platforms; 1x10mwide central platform

Station bridge
accesses

Centrally located bridge access – 4m
wide, 1x set stairs/lift, 3x escalators

Per interim station; plus, secondary endof-platform bridge access – 3m-wide,
stairs/lift.

Bus infrastructure
requirements

11 spaces (9 stops, 2 layovers), 2 rail
replacement stops,

11 spaces (9 stops, 2 layovers), 2 rail
replacement stops,

Bus platforms – 4.5m-wide

Bus platforms – 4.5m-wide

Park-and-ride spaces

350 spaces, at-grade (at-grade form
assumed to capture maximum
footprint requirement, final form may
be different).

All spaces removed, or spaces
reconfigured/relocated. Assumed there will
ultimately be zero once adjacent
development is built out and inter-regional
rail is operational.

Pick-up/drop-off
facilities

4

4

Bicycle storage

500 spaces in a covered enclosure

1500 spaces in a covered enclosure

Park and ride strategy
As indicated by Table 10-9, provision of park-and-ride facilities is accounted for as part of the station
functional requirements for Drury Central station. This strategy derives from Appendix A: Options
Assessment.
For the short-to-medium term these facilities allow for wider catchment access (i.e. attract new public
transport trips that would not have occurred otherwise, or intercepted trips that would have been
made by car from North Waikato) or in lieu of limited nearby development assuming that the station is
fast-tracked ahead of development around the station.
The need for long-distance car trips from the North Waikato to intercept with the station will continue
until there is a high-quality inter-regional rail alternative. However, in the long term, park-and-ride
facilities will discourage transit-oriented development as it occupies developable land close to the
station, which would support further patronage and mode-shift and result in a more compact urban
form if developed. This is particularly important in the Drury Central context given that it is intended to
be the largest centre in the growth area. Accordingly, the importance of park-and-ride diminishes over
time and is treated as a short-to-medium term measure. The consideration of options for Drury
Central station has assumed a 350-space at-grade facility. Sizing has been derived from comparator
examples, while the form of the facility is simply a conservative assumption made so an adequate
footprint is route protected.
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10.2.1.2 Options assessed
Whilst the station and accompanying access facilities work together in order to be functional, for the
purpose of options assessment they have been assessed separately as they have different needs,
and therefore have different assessment considerations.

Station platform
As identified in section 9.1.4, findings from the gap analysis identified the need to confirm the option
scope for station locations. A longlist of five station locations within the same 800m section of track
were developed and evaluated by the project team to confirm a shortlist of options. Further detail on
the process and decisions surrounding the confirmation of options taken forward to the options
assessment stage are outlined in Appendix A: Options Assessment Report.
The three shortlisted platform options confirmed are:


DC1 (previously SGA Drury Central 1) – the southernmost option, located adjacent to the
Watercare pump station property on Flanagan Road, between the Hingaia Stream rail bridge
to the south and the Maketu Stream culvert to the north.



DC2 (previously KiwiRail option C) – the middle option, located generally to the north of the
Watercare pump station property on Flanagan Road, and over the Maketu Stream culvert.



DC3 (previously SGA Drury Central 2 / KiwiRail option B) – the northernmost option, located
between the Maketu Stream culvert to the south, and the Waihoehoe Road bridge to the
immediate north.

DC1
Southernmost
option

DC2
Middle Option

DC3
Northernmost
Option

Figure 10-8: Drury Central station platform options
As can be seen in Figure 10-9 below, all three options overlap. The centre points of DC1 and DC2 are
separated by approximately 180m, while DC2 and DC3 are separated by approximately 120m.
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Figure 10-9 – DBC shortlisted options for Drury Central station platform

Station access facilities
The IBC did not identify specific footprint options for station access facilities beyond identifying highlevel opportunities. Option development for the DBC therefore started from scratch, and followed the
process outlined above in Figure 10-6. Based on the above considerations, a short-list of five
locations for Drury Central was developed to be assessed through the DBC MCA process (see Figure
10-10 below). Long-listing was not carried out for this option grouping given the close relationship to
station platform location options which had already been subject to a long-listing process.
Each option comprises a general locational footprint having regard to the functional requirements and
generic spatial footprint necessitated by those requirements. The detailed configuration of facilities
within these options is to be developed subsequently. The options are:


DC1-A – Adjacent to the west of station platform option DC1 - access from Great South Road



DC1-B – Adjacent to the east of station platform option DC1 - access Waihoehoe Road /
realigned Flanagan Road



DC2-A – Adjacent to the west of station platform DC2 - access from Great South Road



DC2-B – Adjacent to the east of station platform DC2 - access from Waihoehoe Road /
realigned Flanagan Road



DC3-A – Adjacent to the east of station platform DC3 - access from Waihoehoe Road /
realigned Flanagan Road.

Supporting Growth Programme | Version 1.1 |June 2021

154

Rail Package Detailed Business Case

Figure 10-10– Drury Central primary station access facilities

10.2.1.3 Factors of Influence
Whilst all MCA criteria were considered, the key section specific considerations for Drury Central
Station platform and access during the option assessment process were:

Station platforms


Alignment with station specific investment objective - to support growth and a more
sustainable, quality urban form by enabling access to the rail network



Avoidance of Hingaia Stream and tributaries, as well as associated flood plains and riparian
wetland areas



Integration with land use indicated in the Drury-Ōpāheke Structure Plan, that does not
preclude development potential nor sever catchment



Impacts on Watercare assets - Drury Pump Station and Watercare Watermain



Proximity to the Waihoehoe Road overbridge, and consequent widening and lengthening



Distance from Drury West station – to avoid adverse impacts on station functionality



Rail corridor constraints - track curvature (horizontal alignment), vertical alignment,
longitudinal distance to other stations, and space constraints impacting track re-alignment
traversing under SH1 Drury interchange
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Station access


Alignment with station specific investment objective – to support growth and a more
sustainable, quality urban form by enabling access to the rail network



Impact on floodplains and streams – Hingaia Stream and Hingaia Stream tributary



Avoidance of Watercare Pump Station



Construction disruption / traffic impact

Additionally, as a preferred option for station location developed, access facilities that had a greater
alignment with this station began to have preference, and thus influenced assessment decisions.
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Figure 10-11 – Drury Central – constraints map
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10.2.1.4 Assessment summary
Station platform location
The outcomes of the options assessment for station locations, highlighting key trade-offs, are
summarised in Table 10-10.
Table 10-10 Drury Central Station platform location assessment summary
Drury Central station platform location
Option

DC1

DC2

DC3

Commentary


Requires significant incursion into the Hingaia Stream riparian area, over
and above the incursion required to accommodate a third and fourth rail
track



Impact on multiple Watercare assets – the Drury Pump Station (bulk supply
point) (covered by Designation 9566) on Flanagan Road, and the 1200mm
Waikato Watermain



Generally, fails to achieve desired minimum separation distances of >900m
to the proposed traction power feed, and >2km to Drury West station



Highly constrained by SH1 severance and relative distance from eastern
and northern residential catchments



Greater distance from Waihoehoe Road, meaning likely poorer integration
with bus FTN and accessibility for park-and-ride.



Generally, has better integration with developer town centre, but highest
share of Drury West catchment



Scored joint-highest against the relevant investment objective (enabling
access to the rail network)



Highly integrated with proposed town centre. Best balances integration with
developer town centre with proximity to surrounding residential catchments
Fewest constraints to developable area



Catchment less constrained by SH1.



Scored highest against the station functionality / engineering criteria
(distance from Drury West/intermediate signal, track geometry);



Opportunities to mitigate environmental impact through the option
refinement process were identified



Less impact on Watercare assets and Hingaia Stream.



Scored highest in terms of integration with bus FTN and accessibility for
park-and-ride



Track geometry in this location would require curved platforms which do not
comply with the >1750m radius curve standard desired by KiwiRail/AT



Horizontal / vertical geometry issues associated with the proximity of the
Waihoehoe Road bridge



Consequential changes to the Waihoehoe Road bridge replacement
necessitated by DC3 would likely impact on the Watercare Waikato
Watermain.
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Refinement of station location emerging preferred
Based on the above assessment, option DC2 was identified as the emerging preferred option.
Notwithstanding the above, engagement through the MCA process (particularly with Manawhenua
and developers) necessitated further refinement of option DC2. to resolve whether (and to what
extent) the station location could move (either northwards or southwards). The key reasons for
investigating these potential option refinements include:


Opportunities to reduce the impacts on the Hingaia Stream and Hingaia Stream Tributary
(both by investigating the extent of possible northward movement of DC2, and eastward rail
track slewing to establish the possible extent of southward movement of DC2);



Opportunities to alleviate geometric issues associated with proximity to the Waihoehoe Road
bridge, thereby establishing the extent of possible northward movement of DC2 (or indeed
potential viability of DC3).



Opportunities to achieve closer integration with the town centre developer’s plans (both by
investigating the extent to which primary station access can be moved south, eastward rail
track slewing to reduce Hingaia Stream impact for more southerly options);

Opportunity

Outcome

Extent of
possible
northward
movement
(stream
avoidance)



Extent of possible northward movement dictated by track alignment and curvature.



Alleviating the track curve constraint would require track slewing to the east, restricted
by location of and impact on Watercare assets, and SH1 interchange constraints



Ultimately it was found that the maximum extent of northward movement was 25m – i.e.
that the distance of 125m between the northern platform end and Waihoehoe Road can
be reduced to 100m.



A 25m northward movement is not sufficient to avoid platforms being located over the
Hingaia Stream Tributary. However, betterment opportunities identified through
daylighting and revegetation



Southern movement of DC2 was investigated to enable its primary access to potentially
integrate with the developer’s preferred station access on the Watercare pump station
site.



This would result in the platforms being located approximately 80 metres to the north of
the original DC1 location as assessed, and results in significant encroachment into both
the Watercare pump station, requiring replacement of Watercare Waikato Watermain



Given the significant dependence on Watercare assets to realise this option, and the
still-significant impacts it has on the Hingaia Stream and Hingaia Stream Tributary
Streams, it is not preferred



In this location, the station still fails to achieve desirable minimum spacing distances to
the intermediate signal (~650m) and to Drury West (~1658-2153m

Extent of
possible
southward
movement
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Station access
The outcomes of the options assessment for station access facilities, highlighting key trade-offs, are
summarised in Table 10-11.
Table 10-11 Drury Central station access assessment summary
Drury Central station access
Option

DC1-A

DC1-B

DC2-A

DC2-B

DC3-A

Commentary


Performed poorly against station specific investment objective – reliance on
Great South Rd for access, constrained site limiting functionality, distance
from planned bus routing, and constrained catchment due to SH1.



Significant impact on Hingaia Stream and associated open space and
floodplain / wetland.



Proximity to SH1, Great South Rd and Hingaia Stream likely to result in
significant construction disruption.



Performed well against station specific investment objective. Large site
provides greater functionality/flexibility than option DC1-A and does not rely
on Great South Rd for access.



Catchment constraints due to proximity with SH1.



Little impact on the Hingaia Stream and associated floodplain / wetland
areas.



Joint-best scoring option due to little disruption / traffic impact – only
Flanagan Road affected (low volume route).



Impacts Watercare pump station site.



Performed poorly against station specific investment objective – Reliance on
Great South Rd for access, constrained site limiting functionality, and
distance from planned bus routing.



Joint-worst scoring option against the stormwater criterion (3b) due to
impacts on the Hingaia Stream Tributary gulch, and associated floodplain /
wetland.



Scores relatively poorly against construction criteria given its reliance on
Great South Rd access is likely to result in significant disruption.



Second-best scoring option against station specific investment objective
given it is accessible, integrated with land use, and adequately sized to
provide flexibility.



Scored relatively poorly against natural environment criteria - impacts on
unmodified sections of the Hingaia Stream Tributary, hydrological impacts /
location in floodplain.



Joint-best scoring option as it results in little disruption / traffic impact – only
Flanagan Road affected (low volume route).



Best-scoring option against station specific investment objective –
accessible and integrated with land use, well located as a bus interchange,
and is adequately sized to provide flexibility.



Generally the best scoring option for natural environment - affects the
fewest streams and associated floodplain / wetland areas



Second-worst scoring for construction - complexity associated with proximity
to Waihoehoe Road bridge interface.
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Refinement of emerging preferred station access option
An option refinement concept was developed to confirm that the functional requirements could be
accommodated within the DC3-A footprint, in a manner which:


While not immediately adjacent to the preferred station platform location of DC2, the site
could be made to integrate with the northern end of the DC2 platforms and in doing so affords
the ability to separate out conflicting modes at the station entrance.



Avoided locating assets in the floodplain and impacting on the Hingaia Stream Tributary



Achieved a high degree of integration with the DC2 station platforms, the Waihoehoe Road
access, and the regional active mode corridor



Achieved a high degree of integration with the adjacent developer’s masterplan.

Figure 10-12 – Drury Central primary station access facilities – option refinement
The resultant option refinement concept is shown in the Figure 10-12 above. It demonstrates that:


The functional requirements can be accommodated comfortably in the general area indicated
by option DC3-A without facilities encroaching the Hingaia Stream Tributary floodplain (albeit
with bus interchange moved south to enable close integration with the station access / bridge
location and to enable development in the block to the north).



A relatively high degree of integration between the station platforms and facilities can be
maintained with an access bridge located at the northern end of the platform, and prioritising

Supporting Growth Programme | Version 1.1 |June 2021

161

Rail Package Detailed Business Case

access by active modes, bus, and kiss-and-ride. Park-and-ride is sited further to the north
nearer to the road access, which enables mode conflict to be eliminated


The developer’s preferred access road alignment from Waihoehoe Road (referred to as ‘Drury
Boulevard’) is compatible with the station facilities, and the requirement to realign Flanagan
Road to accommodate the upgraded Waihoehoe Road bridge



The southern station access bridge is located approximately 70m to the north of the primary
access location preferred by the adjacent developer, which is still within comfortable walking
distance, without impacting on Hingai Stream Tributary.

10.2.1.4.1 New Western Park and Ride Option
After the option assessment, Auckland Council and Auckland Transport sought assessment of an
alternative park-and-ride (P&R) location. They wished to consider placing the P&R to the west of
Great South Road for the following reasons:


The land take required for the proposed widening of Norrie Road (part of the Drury Local
DBC) already requires 6,000m2 along Norrie Road. This is over half of the requirement for a
350-space P&R facility, which offers potential efficiencies in acquisition;



Less development land potentially foregone in the proposed town centre; and



Orientation towards intercepting SH1 users rather than ‘locals’ (who in future will be able to
access the station by other means).

To date a western option has not been considered as:


It is not directly adjacent to station (distance decay);



There is a preference to co-locate interchange elements on a consolidated site (route
protection flexibility); and



There is a preference to generally avoid live-zoned land and orient stations towards servicing
growth.

Three configurations of this option were assessed and are summarised below. It should be noted that
these options only located P&R to the western side of Great South Road– it was considered that main
access roads and paths, the bus interchange, and cycle parking were still required to the east of the
rail line.
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Table 10-12 – New Western Park and Ride Options
Option

Description

Conceptual layout

 350-space P&R on south-eastern corner of
Great South / Norrie Roads, and immediately
east of the Hingaia Stream;
 Station access road (in line with Kiwi proposed
‘Drury Boulevard’) from Waihoehoe Road
~170m east of rail bridge, formed as far south
as Hingaia Stream Tributary;
A

 Pick-up/drop-off, bus interchange, and cycle
parking provided via two east-west cul-de-sac.
Vehicular access to Flanagan South
maintained; and
 Proposed internal road network leaves three
blocks (~30,000m2) within designation
footprint – some required for construction
laydown / compounds.
 350-space P&R on south-eastern corner of
Great South / Norrie Roads, and immediately
east of the Hingaia Stream;
 Station access road (in line with Kiwi proposed
‘Drury Boulevard’) from Waihoehoe Road
~170m east of rail bridge, formed as far south
as proposed pick-up/drop-off and bus
interchange cul-de-sac;

B

 Pick-up/drop-off, bus interchange, and cycle
parking provided via a single east-west cul-desac. Vehicular access to Flanagan South not
maintained;
 Proposed internal road network leaves a
single block (~15,000m2) – some required for
construction laydown / compounds; and
 Potential developable area (~5000m2) outside
southern designation footprint north of Hingaia
Stream Tributary.
 350-space P&R on south-eastern corner of
Great South / Norrie Roads, and immediately
east of the Hingaia Stream;
 Station access road (in line with Kiwi proposed
‘Drury Boulevard’) from Waihoehoe Road
~170m east of rail bridge, formed as far south
as Hingaia Stream Tributary;

C

 Pick-up/drop-off, bus interchange, and cycle
parking provided via loop road. Vehicular
access to Flanagan South maintained;
 Proposed internal road network leaves single
block totalling ~13,000m2 within designation
footprint – some required for construction
laydown / compounds; and
 Potential developable area (~15,000m2)
outside northern designation footprint south
of Waihoehoe Road.
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Assessment Summary
Based on assessment summarised in Appendix A: Options Assessment Report, option DC3-A was
still preferred over any of the three western options for the following reasons:


Other than Option B, neither of the new options offered compelling advantages in terms of
efficiencies of land acquisition (i.e. both options required similar or more land overall);



Options A, B, and C all offered potential advantages in terms of development potential
facilitated – however, given that the relevant requiring authorities (AT or KiwiRail) can only
acquire land for their gazetted transport purposes, it is unlikely that the land would be
considered reasonably necessary under the RMA;



The development potential facilitated by Options A, B, and C is further limited by various
factors including undesirable interfaces to streams, retaining walls, and bus interchanges;
reliance on station access roads for vehicular access; and fragmented land ownership (in the
event that land is not able to be taken for the project; and



Options A, B, and C would all require park-and-ride users to cross Great South Road as
pedestrians.

10.2.1.5 Preferred option for Drury Central Station

Table 10-13 Preferred Option for Drury Central
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As detailed in section 10.2.1.1 above, the vision for the station, and the resultant benefits for the
southern growth area, derives from a combination of both the station location and adjacent access
facilities. From a transport perspective, one does not function without the other. Therefore, when
examining the preferred options, and alignment with investment objectives, the station and access are
discussed together.
From a process perspective, the assessment, and consequent identification of preferred options,
identifies the preferred station location prior to ascertaining a station access option. Therefore, whilst
multiple access footprints were developed for each station and assessed individually, as a preferred
station option became clear, common sense dictates that if the station cannot be accessed by the
supporting facilities/interchange, then it won’t be taken forward as a preferred option. In the case of
Drury Central, DC2 was the emerging preferred option, therefore it was logical that the emerging
preferred options for station access would be a decision between DC2-A, DC2-B and DC3-A.
Therefore, the preferred option is a result of the considerations summarised in the sections above. In
summary, DC2 is the preferred option, and DC3-A is the preferred station access.
The emergence of DC2 as the preferred option was founded on the benefits associated with
engineering functionality (distance from Drury West/intermediate signal, track geometry), avoidance of
streams and Watercare assets, and notably the integration with town centre and surrounding
catchment. This last point on catchment is further reinforced with the preferred station access of DC3A, which shows strong alignment with investment objective 4 because of its strong integration with
land-us. This is largely due to a well-located bus interchange, access to Waihoehoe Road and the
planned FTN route.
However, whilst not immediately adjacent to the preferred station platform location of DC2, the site
can be made to integrate with the northern end of the DC2 platforms and in doing so affords the ability
to separate out conflicting modes at the station entrance.
Discussion on strong investment objective alignment is further detailed in Table 10-14 below.
Table 10-14 Preferred option investment objective alignment
Investment Objective Alignment
IO4 To support growth, improve mode choice and a more sustainable, quality urban form in Drury and
Paerata by enabling access to the rail network
Option DC2 supports this objective, as this location is well integrated with proposed town centre and the Drury
East catchment. Station location, configuration and spatial arrangement is key to maximise the opportunity for
higher density development and walkable catchment from the existing and future communities. As such,
locating railway stations within walking distance of higher density development and future town centres is
fundamental to facilitate modal shift, support commercial and mixed-use centres and contribute to vibrant,
active urban environments.
Additionally, DC2 is closer to Waihoehoe Road than DC1, meaning better integration and accessibility to the
bus FTN and park-and-ride facilities. This enhanced accessibility for all modes contributes to further
decongest urban centres and dependence on LOVs.
Coupled with station access option DC3-A the alignment with investment objective four is strengthened due to
accessibility and integration with surrounding land-use, particularly in regard to the location of the bus
interchange. As mentioned above, co-locating stations and centres provides a greater catchment, and
consequently is more accessible and attractive, thus can help to enable modal shift

Supporting Growth Programme | Version 1.1 |June 2021

165

Rail Package Detailed Business Case

10.2.2 Drury West Station
10.2.2.1 Functional intent
The general Drury West site was identified as a station location to service the Drury West area.
Finalisation of the Drury-Ōpāheke Structure Plan reinforces the need for a station in this location.
From an immediate catchment perspective, it identifies a town centre at the south-east end of
Jesmond Road, and a significant area within walkable distance surrounding the station which is zoned
for terrace housing/apartment buildings. The station location will predominantly serve the local
catchment, with the wider southern Drury catchment anticipated to be served by Drury Central. A
mode share/movement analysis shown below in Figure 10-13 highlights the primary importance of
active modes for access to this station, due in part to the 360-degree residential catchment around
the station.
Additionally, the Station is an early (first decade) requirement – it responds to live-zoned land under
development (Auranga) and there is a strategic drive to provide stations as lead infrastructure to preempting further development.
The general vision and intention for the station is detailed below in Table 10-15 below. It summarises
the overarching station access strategy for both the station location and the accompanying facilities.
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Figure 10-13 – Drury West movement analysis and modelled mode share
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Table 10-15– Drury West Station Access Strategy
Factor

Strategic Response

Temporal elements – sequencing /
need



Station is a later (second decade) requirement – Drury Central is
assumed to be the first of the two Drury Stations and is assumed
to be the station provided as lead infrastructure. The need for
Drury West arises later as a response to development currently
assumed to occur post-2028.



Current assumption to provide a two-platform/two-track station
initially, to be expanded to a three-platform/four-track station
ultimately (see Table 10-16).



Structure Plan shows predominantly Terraced House and
Apartment Building (THAB) residential zone around the station
with mixed housing residential further out. Opportunity for 360degree residential walk-up.



A local centre is indicated to the north-east of the SH22/Jesmond
Road intersection, north of the station study area.



Light industrial planned east of station study area centred on
Great South Road.



Council has indicated that the area to the north of SH22 is to be
development-ready in the 2018-2022 period, with the area to the
south of SH22 immediately surrounding the station study area to
be released in the 2028-2032 period.

Wider catchment



Drury West is envisaged as having a predominantly local
catchment – Drury Central to service wider catchment to south,
and Paerata to service wider catchment to west.

Access by car
(park-and-ride,
kiss-and-ride)



Of the three stations, automobile access at Drury West is the
lowest priority in the long term given the opportunity of achieving
a 360-degree local walk-up catchment.



Park-and-ride is to be considered as an interim measure where:

Land Use
served by
station

Station access
demands by
mode

Immediate
catchment



Relocation from Drury Central is considered appropriate to
accommodate development in that location; and



There remain long-distance trips from the North Waikato to
intercept (i.e. no regional rail); and



Development around station is yet to occur – i.e. there is a
need to stimulate patronage early in the life of the station.

Access by public
transport (bus)



Drury West will serve a significant bus interchange function –
Frequent local routes (including but not limited to Drury FTN) are
planned to connect to and terminate at Drury West.

Access by active
modes, micromobility



All stations to provide for high-quality pedestrian, cycling and
micro-mobility access from both sides at all stages of
development. Demand will increase as area surrounding area
urbanises.

The key station functional requirements as derived from the AT Transport Design Manual and
engagement with AT and the Transport Agency are summarised in the table below.
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The station functional requirements are based on an assumed access demand profile in order to
determine the station access facilities required. In the case of Drury West, these are shown below in
Table 10-16.
Table 10-16– Drury West Station requirements
Spatial Attribute

Interim Station

Full build-out station

Rail tracks

Two

Four

Platform length

150m (to accommodate 6-car train)

225m (to accommodate 9-car train)

Platform widths

2x 4.5m-wide lateral platforms

2x 4.5m-wide lateral platforms; 1x10mwide central platform

Station bridge
accesses

Centrally located bridge access – 4m
wide, 1x set stairs/lift, 3x escalators

Per interim station; plus, secondary endof-platform bridge access – 3m-wide,
stairs/lift.

Bus infrastructure
requirements

20 spaces (10 stops, 10 layovers), 2
rail replacement stops.

20 spaces (10 stops, 10 layovers), 2 rail
replacement stops.

Bus platforms – 4.5m-wide

Bus platforms – 4.5m-wide

Park-and-ride spaces

500 spaces, at-grade (at-grade form
to capture maximum footprint
requirement, final form may be
different).

All spaces removed, or spaces
reconfigured/relocated. There will
ultimately be zero once adjacent
development is built out and inter-regional
rail is operational.

Pick-up/drop-off
facilities

2

2

Bicycle storage

500 spaces in a covered enclosure

1,500 spaces in a covered enclosure

Park and ride strategy
As shown above in Table 10-16 provision of park-and-ride facilities are accounted for as part of the
station functional requirements for Drury West Station.
For the short-to-medium term these facilities allow for wider catchment access (i.e. attract new public
transport trips that would not have occurred otherwise, or intercepted trips that would have been
made by car from North Waikato) in lieu of limited nearby development assuming that the station is
fast-tracked ahead of development around the station. Accordingly, park-and-ride may be required to
catalyse patronage and mode-shift in the short-to-medium term. However, in the long term, park-andride facilities will physically preclude the transit-oriented development which can support further
patronage and mode-shift and result in a more compact urban form. This is particularly important in
the Drury West context given the opportunity identified for a 360-degree walk-up catchment.
Therefore, the importance of park-and-ride diminishes over time and is treated as a short-to-medium
term measure. The consideration of options for Drury West Station has assumed a 500-space atgrade facility. Sizing has been derived from comparator examples, while the form of the facility is
simply a conservative assumption made to identify indicative requirements and protect an adequate
footprint.
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10.2.2.2 Options assessed
Whilst the station and accompanying access facilities work together in order to be functional, for the
purpose of options assessment they have been assessed separately as they have different needs,
and therefore have different assessment considerations.

Station platform
As identified in 9.1.4, the gap analysis identified the need to confirm the option scope for station
locations. As a result, a longlist of four station options were consolidated from SGA IBC and KiwiRail
P2P DBC options, and then evaluated by the project team to confirm a shortlist of options. Further
detail on the process and decisions surrounding the confirmation of options taken forward to the
options assessment stage are outlined in Appendix A: Options Assessment Report.
The resultant study area comprises approximately 850m of track extending either side of the planned
Northern Connector Road (Jesmond extension).
The three shortlisted Drury West station options were confirmed following this process and include:


DW1 (previously KiwiRail A) – the southernmost option, located west of the future Northern
Connector (Jesmond Road extension)



DW2 (previously SGA Drury West 4 / KiwiRail B) – the middle option, located immediately
east of the future Northern Connector (Jesmond Road extension); and



DW3 (previously KiwiRail C) – the northernmost option, located immediately east of DW2.

DW1
Southernmost
option

DW2
Middle Option

DW3
Northernmost
Option

Figure 10-14: Drury West station options
As can be seen in Figure 10-15 below, the centre points of DW1 and DW2 are separated by
approximately 495 metres, while DW2 and DW3 are immediately adjacent – i.e. 225m apart.
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Figure 10-15 – DBC shortlisted options for Drury West station

Station access facilities
The IBC did not identify specific footprint options for station access facilities beyond identifying highlevel opportunities. Option development for the DBC therefore started from scratch, and followed the
process outlined above in Figure 10-6. Having regard to the above considerations, a short-list of six
locations for Drury West was developed to be assessed through the DBC MCA process (see Figure
10-16 below). Long-listing was not carried out for this option grouping given the close relationship to
station platform location options which had already been subject to a long-listing process. Each option
comprises a general locational footprint having regard to the functional requirements and generic
spatial footprint necessitated by those requirements. The detailed configuration of facilities within
these options is to be developed subsequently. The options are:







DW1-A – Adjacent to the west of station platform option DW1 - access from the Northern
Connector (Jesmond Road extension)
DW1-B – Adjacent to the east of station platform option DW1 - access from the Northern
Connector (Jesmond Road extension) and/or Burtt Road
DW2-A – Adjacent to the west of station platform DW2 - access from the Northern Connector
(Jesmond Road extension)
DW2-B – Adjacent to the east of station platform DW2 - access from the Northern Connector
(Jesmond Road extension) and/or Burtt Road
DW3-A – Adjacent to the west of station platform DW3 - access taken from SH22; and
DW3-B – Adjacent to the east of station platform DW3, with access taken from a realigned
Burtt Road.
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Figure 10-16 – Drury West primary station access facilities options

10.2.2.3 Factors of influence
Whilst all MCA criteria were considered, the key section specific considerations for Drury West Station
platform and access during the option assessment process were:

Station platform






The existing rail corridor in the Drury West area has inherent existing constraints meaning
that not all sections of track are appropriate for a station. These include track curvature
(horizontal alignment), vertical alignment, and longitudinal distance to other stations.
KiwiRail has advised that a 2km separation between Drury West and Drury Central is
desirable to provide enough acceleration and stopping distances for trains to operate
efficiently.



KiwiRail has advised that Drury Central station should be desirably separated from the
planned Drury power feed by >700m, and by 2km from Drury West station. This allows for
trains to accelerate and brake to/from line speed safely and efficiently between the two
stations.
Avoidance of impacting developable catchments as per the Drury-Ōpāheke structure plan,
instead enabling integration.
Avoidance of Ngākoroa Stream located to the east of the station – including its tributaries.



Avoidance of floodplain and riparian wetland areas associated with the above streams.



A First Gas underground gas transmission pipeline traverses the rail corridor in a north-south
direction at approximately chainage 639800
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Figure 10-17 – Drury West– constraints map
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Station access


Avoidance of direct impact on the Ngākoroa Stream tributaries and associated
floodplain/wetland areas.



Avoidance and impact on floodplains and streams



Avoidance of reliance on SH22 and Burtt Road as the points of access, due to increased
conflict points.

Additionally, as a preferred option for station location developed, access facilities that had a greater
alignment with this station began to have preference, and thus influenced assessment decisions.
10.2.2.3.1 Assessment summary

Station platform location
The outcomes of the options assessment for station locations, highlighting key trade-offs, are
summarised in Table 10-17.
Table 10-17 Drury West station assessment summary
Drury West Station – Options Assessment Summary
Option

Commentary


DW1







DW2







DW3



Joint-highest score against the station specific investment objective - largest
future residential developable catchment due to fewest flood constraints, and
readily accessible to all modes from the Northern Connector.
Closest proximity (~350m from centre of station to edge) to Catholic School site.
Scored highest against the station functionality / engineering criteria as it is the
only option which meets desirable minimum spacing requirements to Drury
Central, and is located on a section of straight track meaning that slewing is not
required.
Joint-highest score against the station specific investment objective - large (not
largest) future residential catchment in walking distance. Readily accessible to all
modes from the Northern Connector.
Best proximity to and integration with Drury West local centre, and the proposed
mix of centre, residential and industrial land within its catchment.
Greater engineering complexity, construction disruption/cost and land take
required for this station, due to track curvature (potentially ~8,000m2 additional
land take beyond the existing designation), necessitating slewing which increases
costs and operational impacts.
Not favoured against station functionality criteria due to the above track
curvature, and inadequate separation distances to Drury Central for all options.
Lowest score against the station specific investment objective - proximity to the
Ngākoroa Stream and floodplains limits developable catchment.
Compromised road access arrangements compared with options DW1 and DW2
– no ability to utilise the Northern Connector, so relies on SH22 and Burtt Road.
Lowest score against natural environment criteria - impact on the Ngākoroa
stream and associated floodplains on the station’s developable catchment.
Fails to achieve the desirable minimum spacing requirements with Drury Central,
resulting in inefficient rail operations with safety implications.
Scored poorly against construction disruption/cost criteria, - requires realignment
of Burtt Road resulting in operational impacts (e.g. four-tracking and active mode
corridor also impact Burtt Road).
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Refinement of Station Location emerging preferred
While option DW1 was identified as the emerging preferred option through the MCA, option DW2 was
acknowledged to have advantages in terms of its relative proximity to the town centre location
identified in the Council’s Structure Plan. Accordingly, a more detailed comparison of options DW1
and DW2 was carried out following the MCA process to confirm its conclusions. This is documented in
Appendix A: Option Assessment Report.
In order to confirm the emerging preferred option, a more detailed comparison of options DW1 and
DW2 was undertaken looking at a range of measures pertaining to land use integration, rail operation,
and engineering constraints.
Table 10-18 Further analysis of DW1 and DW2
Criteria

Land Use Integration

Developable
area /
Catchment

Employment
and centre

DW1

 Larger net developable area and
higher residential catchment at all
buffer distances.
 Accordingly, generally has a larger
potential ‘walk-up’ catchment, and
the larger outbound commuter
catchment
 Further away from main centre
 Located nearer to smaller local
centres identified to the south and
west

DW2

 Net developable area is smaller for all
buffers (400m, 800m, 1200m)

 Larger employment catchment for all buffers
 Located nearer to the main Drury West
centre, with a greater extent of centre
zoning is accessible at the 400 and 800m
buffers

 Larger extent of the Catholic School
site falls within the DW1 catchment

Rail Operation

School

 Half of this site is assumed to be
residential land in future. If no
school, still zoned for residential.

Distance
between DC
and DW
(Desirable
min = >2000)

 2,257m from DC
 Meets the desirable minimum enables the more efficient operation
of rail services

Traction
power feed
(Desirable
min = >700)

 1,428m
 Meets the desirable minimum
separation distance

 N/A

 1,762m from DC
 Doesn’t meet minimum separation distance
to DC stations - likely to result in drivers
operating trains with a more conservative
and variable speed profile
 933m
 Meets minimum separation distance
 Slewing of 900m of track and associated
disruption

Engineering
constraints

 Requires a further 3,500m2 land take, and
16,700m3 cut/12,800m2 fill for the full 3platform/4-track station

 Located on a straight section of
track, and would therefore require no
 Relocation of electrification infrastructure
slewing
from planned positions
 Results in an increased capital cost of
approximately $10 million for the track
slewing, land take and earthworks.
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Given the above analysis, the project team confirmed that option DW1 remains the emerging
preferred option for the following reasons:


It has the largest developable catchment area because it is the least flood-constrained and
has the highest potential residential catchment as a result.



It achieves an appropriate separation distance from other stations and electrification
infrastructure, thereby enabling efficient rail operations.



It is located on a straight section of track, meaning that it does not incur the same requirement
to take land to slew tracks, undertake earthworks to the same extent, or relocate
electrification infrastructure.

Station access
The outcomes of the options assessment for station access facilities, highlighting key trade-offs, are
summarised in Table 10-19.
Table 10-19 Drury West station access assessment summary
Drury West station access
Option

DW1-A

DW1-B

DW2-A

Commentary


Investment objective alignment in terms of safety comparable with DW1-B.
Access is via northern connector which enables separation of conflicting
modes.



Primary differentiator is location on the north side of the tracks, so largely
avoids impacts on streams and associated floodplain / wetland areas.



Scored almost identically to DW2-A – due to similar advantages arising from
location on North Side of tracks (avoids streams) and connection to Northern
Connector (safety and access).



DW1 was the preferred station location, therefore DW1-A provides opportunity
for fully integrated station access facilities with the preferred station platform
location of DW1.



Investment objective alignment in terms of safety comparable with DW1-A.
Access is via northern connector which enables separation of conflicting
modes.



Primary differentiator between DW1-A is the direct impact on the Ngākoroa
Stream tributaries and associated floodplain/wetland areas which may
compromise facilities to mitigate these impacts on south side of tracks.



Provides opportunity for fully integrated station access facilities with the
preferred station platform location of DW1.



Scored almost identically to DW1-A – due to similar advantages arising out of
location on North Side of tracks (avoids streams) and connection to Northern
Connector (safety and access).



Not identified as the emerging preferred option for station access facilities on
the basis that its corresponding station platform location option (DW2) was not
identified as the preferred station option.
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DW2-B

DW3-A
DW3-B



Investment objective alignment in terms of safety comparable with DW1-B.
Access is via northern connector which enables separation of conflicting
modes.



Primary differentiator between DW2-A is a greater impact on streams and
tributaries due to location on south side of tracks.



Corresponding station platform location option (DW2) was not identified as the
preferred option.



Corresponding station location (DW3) was not taken forward as the preferred
option, therefore this access footprint is not taken forward. For more detail, see
Options assessment report (Appendix A).

Refinement of station access emerging preferred option
Per the final step of the option development process outlined in subsection 7.3.1, further refinement
was undertaken to translate the DW1-A ‘footprint’ into a workable station access facility configuration.
This was primarily an architecture/urban design-led exercise.
An option refinement concept was developed to confirm that the functional requirements could be
accommodated within the DW1-A footprint, in a manner which:


Provides for safe access from the Northern Connector road (Jesmond Road extension) by
defining an access point which:
o

Enables an at-grade connection before the road is bridged across the rail;

o

Provides for sufficient stacking distance between the access point and the SH22 /
Jesmond intersection; and

o

Minimises impacts on the Ngākoroa Stream tributary by rationalising road crossings
of the stream.



Separates conflicting modes within the station, and provides for a high degree of integration
between facilities, the station platforms, and the regional active mode corridor; and



Reduces the overall size of the facilities, compared with the generalised DC1-A footprint, to
reduce the relative development capacity foregone.

The resultant option refinement concept is shown in the Figure below. It has demonstrated that:


The functional requirements can be accommodated comfortably in a much more contained
area (approximately half) than the DC1-A footprint which was assessed in the MCA;



A consolidated access point from the Northern Connector means that only a single stream
crossing is required to access the station; and



Conflicting modes can be separated within the station, and there can be a high degree of
integration between facilities and the station platforms.
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Figure 10-18 Drury West Primary station access facilities

10.2.2.4 Preferred option for Drury West Station
DW1 was identified as the emerging preferred option, following an initial MCA and further intensive
investigation and comparison with DW2.
The primary reason underpinning this decision are the engineering and rail operation constraints.
DW1 achieves an appropriate separation distance from other stations and electrification
infrastructure, thereby enabling efficient rail operations. It also avoids significant property cost and
geotechnical work as it is situated along a straight section of track. Conversely, whilst DW2 showed
some marginal land-use and catchment benefits, it did not meet the minimum spacing distance, and
the location along a curved part of the track added significant complexity.
DW1 still shows good catchment and land-use integration, emphasised by a strong alignment with
investment objective four, which is detailed below in Table 10-20.
Consequently, whilst each access facility footprint was assessed, the station decision streamlined the
emergence of a preferred access option, as this decision was now heavily dependent on good station
integration with the preferred station platform location – DW1-A and DW1-B.
Nevertheless, the location of DW1-A on the north side of the tracks was the primary differentiator due
to avoidance of impacts on streams and associated floodplain / wetland areas. Additionally, other
benefits of this option include accessibility via northern connector which enables the separation of
conflicting modes.
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Figure 10-19 Drury West station location and access facilities
Table 10-20 Investment objective alignment
Investment Objective Alignment
IO4 To support growth, improve mode choice and a more sustainable, quality urban form in Drury and
Paerata by enabling access to the rail network
DW1 is supportive of this objective, as this location supports the largest Drury West developable residential
catchment, which has been zoned as THAB on both sides of the station,
Access to the main Drury West Centre to the north-east is enabled, as well as a smaller local centre to the
south-east. Additionally, if the Catholic School site is established, this option provides the most accessible
location for students. Co-locating stations within walking distance of higher density development and access to
local centres is fundamental to facilitate modal shift. The analysis undertaken for the access strategy revealed
that mode share for this station access will have a high proportion of active modes usage, higher in
comparison to the other stations. Enabling station accessibility via multiple modes helps to further decongest
urban centres and dependence on LOVs.
This is further reinforced with station access facilities option DW1-A which showed strong alignment with
investment objective four due to good accessibility and integration with surrounding land-use and the Northern
Connector. This option enables the separation of conflicting modes and avoids dependence on SH22 for
access to the interchange. Separation of conflicting modes is particularly important for active mode safety,
which is of note given the high proportion of users who are accessing the station via these modes.
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10.2.3 Paerata Station
10.2.3.1 Functional intent
The general Paerata site was identified as a station location to respond to the live zoned land under
development at Paerata Rise. Finalisation of the Pukekohe-Paerata Structure plan reinforced the
need for a station in this location due to the terrace housing/apartment buildings zones forming an
immediate catchment. Notably, this location and connection to the Southern Connector provides the
greatest opportunity to service the wider rural Franklin catchment. Consequently, movement to and
from this station is envisaged to primarily service park-and-ride, with secondary movement derived
from active modes from the adjacent development areas. Therefore, this station has only a minor bus
interchange function. Mode movement to the station is indicated in Figure 10-20.
The Station is considered an early (first decade) requirement – it responds to live-zoned land under
development (Paerata Rise) and there is a strategic drive to provide stations as lead infrastructure to
pre-empting further development.
The general vision and intention for the station is further detailed in Table 10-21 below. It summarises
the overarching station access strategy for both the station location and the accompanying facilities.
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Figure 10-20 Paerata movement analysis and modelled mode share
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Table 10-21– Paerata station access strategy
Factor

Strategic Response

Temporal elements – sequencing /
need



Station is an early (first decade) requirement – responds to
recently zoned land under development (Paerata Rise), and land
on the south side of the tracks is assumed to be urbanised 20222028.



Current assumption to provide a two-platform/two-track station
initially, to be expanded to a three-platform/four-track station
ultimately (see Table 8-3).



Zoned land to the north of the rail corridor is predominantly
zoned for mixed housing residential use.



Will be supplemented in future by residential development to the
south – Council has identified THAB in Structure Planning to the
south of the station, to be made development-ready in the 20222028 period.

Wider catchment



Paerata station is intended to serve a wide rural Franklin
catchment throughout its life – including Waiuku, Glenbrook,
Clarks Beach, Kingseat, Patumahoe, and Pukekohe’s northern
fringe.

Access by car
(park-and-ride,
kiss-and-ride)



Given that Paerata is intended to serve a wide rural hinterland, a
medium-to-large scale park-and-ride facility is intended to be
provided throughout the life of the station.

Access by public
transport (bus)



Paerata will serve a minor interchange function. Current plans
indicate three interchanging bus routes.

Access by active
modes, micromobility



All stations to provide for high-quality pedestrian, cycling and
micro-mobility access from both sides at all stages of
development. Demand will increase as area surrounding area
urbanises.

Land Use
served by
station

Station access
demands by
mode

Immediate
catchment

The key station functional requirements as derived from the AT Transport Design Manual
and engagement with AT and the Transport Agency are summarised in the table below.
The station functional requirements are based on an assumed access demand profile in
order to determine the station access facilities required. In the case of Paerata, these are
shown below in Table 10-22.
Table 10-22 – Paerata station requirements
Spatial Attribute

Interim Station

Full build-out station

Rail tracks

Two

Four

Platform length

150m (to accommodate 6-car train)

225m (to accommodate 9-car train)

Platform widths

2x 4.5m-wide lateral platforms

2x 4.5m-wide lateral platforms; 1x10mwide central platform

Station bridge
accesses

Centrally located bridge access – 4m
wide, 1x set stairs/lift, 3x escalators

Per interim station; plus, secondary endof-platform bridge access – 3m-wide,
stairs/lift.

Bus infrastructure
requirements

5 spaces (4 stops, 1 layover), 2 rail
replacement stops.

5 spaces (4 stops, 1 layover), 2 rail
replacement stops.
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Spatial Attribute

Interim Station

Full build-out station

Bus platforms – 4.5m-wide

Bus platforms – 4.5m-wide

Park-and-ride spaces

500 spaces, at-grade (at-grade form
to capture maximum footprint
requirement, final form may be
different).

500 spaces, at-grade (at-grade form to
capture maximum footprint requirement,
final form may be different).

Pick-up/drop-off
facilities

2

2

Bicycle storage

500 spaces in a covered enclosure

1,500 spaces in a covered enclosure

Park and ride strategy
Paerata requires the largest park-and-ride facility of the three new stations, and the facility is assumed
to be required permanently for the following reasons:


Allow for wider catchment access (i.e. attract new public transport trips that would not have
occurred otherwise, or intercepted trips that would have been made by car from North
Waikato).



Expanding public transport catchment is limited by a lack of nearby development.



A significant part of the station’s demand will come from the rural Franklin catchment.



The physical size and dispersed nature of the catchment is such that access to the station by
bus or active mode is unlikely to be efficient or desirable.

The above conditions are likely to remain for the foreseeable future given that the rural urban
boundary contains the extent of future urbanisation to a relatively small area around the station. The
wider catchment is therefore likely to remain rural / rural towns.
Accordingly, the consideration of options for Paerata station has assumed a permanent 500-space atgrade facility designed to intercept car trips from the wider rural Franklin catchment. Sizing has been
derived from comparator examples, while the form of the facility is simply a conservative assumption
made to identify indicative requirements and protect an adequate footprint.
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10.2.3.2 Options assessed
Whilst the station and accompanying access facilities work together in order to be functional, for
options assessment purposes these have been assessed separately as they have different needs,
and therefore have different assessment considerations.

Station platform
As identified in 9.1.2, findings from the gap analysis identified the need to confirm the option scope for
station locations. For Paerata, the decision on the need for further options was primarily made based
on land use planning clarification. The rail line in Paerata has a large developable catchment on both
sides of the track for a segment of approximately 1.5km only. Options beyond this section of track
would therefore result in stations being located away from areas of future urbanisation. This narrowed
down the IBC preferred options from three to a shortlist of two. Further detail on the process and
decisions surrounding the confirmation of options taken forward to the options assessment stage are
outlined in Appendix A: Options Assessment Report.
The two shortlisted options were confirmed as:


P1 (previously Paerata 1) – the southern option - located to the south of the proposed
Southern Connector road



P2 (previously Paerata 2) – the northern option - located to the north of the proposed
Southern Connector road.

P1
Southernmost
option

P2
Northernmost
Option

Figure 10-21: Paerata station options
As can be seen in Figure 10-22 below, the centre-points of the two options are separated by
approximately 450m.
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Figure 10-22 – DBC shortlisted options for Paerata station

Station access facilities
The IBC did not identify specific footprint options for station access facilities beyond identifying highlevel opportunities. Option development for the DBC therefore started from scratch, and followed the
process outlined above in Figure 10-6. Having regard to the above considerations, a short-list of two
locations for Paerata was developed to be assessed through the DBC MCA process (see Figure
10-23 below). Long-listing was not carried out for this option grouping given the close relationship to
station platform location options which had already been subject to a long-listing process.
Each option comprises a general locational footprint having regard to the functional requirements and
generic spatial footprint necessitated by those requirements. The detailed configuration of facilities
within these options is to be developed subsequently. The options are:


P1-A – Adjacent to the east of station platform option P1 - access from the Southern
Connector



P2-A – Adjacent to the east of station platform option P2 - access from the Southern
Connector.

It is noted that both options correspond to a station platform option, and that both options are on the
eastern side of the existing rail tracks. Options on the west side of the rail tracks were not developed
because the area has residential zoning and is already undergoing subdivision and development.
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Figure 10-23 – Paerata primary station access facilities

10.2.3.3 Factors of influence
Whilst all MCA criteria were considered, the more section specific considerations (also see Figure
10-24) for Paerata Station platform and access during the option assessment process were:

Station platform


Avoidance of the large floodplain area associated with a tributary of the Whangapouri Stream



Integrate the station with the underlying topography



The existing rail corridor in the Paerata area has inherent existing constraints meaning that
not all sections of track are appropriate for a station. These include track curvature (horizontal
alignment) and vertical alignment.

Station access


Avoidance of large floodplain area associated with a tributary of the Whangapouri Stream

Additionally, as a preferred option for station location developed, access facilities that had a greater
alignment with this station began to have preference, and thus influenced assessment decisions.
Assessment summary
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Figure 10-24 – Paerata station– constraints map
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10.2.3.4 Assessment Summary
Station platform location
The outcomes of the options assessment and key trade-offs of the station locations are summarised
below in Table 10-23.
Table 10-23 Paerata station assessment summary
Paerata Station location
Option

Commentary


Scored poorly on environmental criteria, particularly stormwater and natural
hazards, due to its location over a large floodplain area associated with a
tributary of the Whangapouri Stream.



Locating transport assets in a floodplain was deemed a risk factor against
this option.



Scored poorly on the landscape/visual and construction costs criteria, due to
the earth works requirement associated with the surrounding topography
and the location of the rail corridor in a cutting.



Scored highly on urban design criteria, primarily due to the opportunity
presented for the station to integrate with its underlying topography.



Will integrate well with development plans, such as the adjacent developer
of Paerata Rise to the north/west.



There is an opportunity to refine the location of option P2 to further reduce
impact on nearby streams.

P1

P2

Preferred
Option



Refinement following station location emerging preferred
There are two tributaries of the Whangapouri Stream in the vicinity of the option P2 which traverse the
rail corridor approximately 260 metres apart. In the original proposed position, the southern end of the
P2 station platforms was located over the southernmost of these two tributaries.

The project team have subsequently confirmed that it is feasible to move the station platforms
approximately 20m northward and avoid incursions into both tributaries. Accordingly, the option
refinement process has concluded that the emerging preferred option is P2, with a 20m northward
movement.

Station access
The outcomes of the options assessment for Paerata station access facilities, highlighting key tradeoffs, are summarised in Table 10-24.
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Table 10-24 Paerata station access assessment summary
Paerata Station Access
Option

Commentary


Scored poorly against the stormwater criteria as it is largely located in the
Whangapouri Stream floodplain. Locating transport assets in a floodplain
was deemed a risk factor against this option.



Narrowly favoured against investment objective as it was determined to
provide better connectivity to the planned school location, and more
centrality in the context of planned residential development.



Scored poorly against construction costs, landscape and visual effects due
to the relatively high volume of earthworks required for that location.



Provides opportunity for fully integrated station facilities with the preferred
station platform location of P2.

P1-A

P2-A

Preferred
Option



An option refinement concept was developed to confirm that the functional requirements could be
accommodated within the P2-A footprint, in a manner which:


Provides safe access for all modes, particularly from the Southern Connector road;



Separates conflicting modes within the station, and provides for a high degree of integration
between facilities, the station platforms, and the regional active mode corridor; and



Promotes integration with the bus network planned to service the Paerata FUZ.

The resultant option refinement concept is shown in the Figure below. It has demonstrated that:


The functional requirements can be accommodated comfortably in a much more contained
area (approximately half) than the P2-A footprint which was assessed in the MCA;



Access from the Southern Connector and Sim Road are possible and provide for flexibility in
terms of access by different modes, separation of modes within the station, and integration
with the wider bus network.

Figure 10-25 – Paerata primary station access facilities – option
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10.2.3.5 Preferred option for Paerata station

Both station options showed similar benefits, yet P2 emerged as the preferred option due to the
associated benefits of a higher level of integration with development plans such as the adjacent
development of Paerata Rise to the north/west. The primary determinant was that P2 was deemed to
have reduced risk associated with avoidance of flood plains and was preferred in terms of resilience
of the transport asset. Consequently, P2-A was the logical choice for access footprint following this
decision – as it fully integrates with the P2 station facilities and aligns with investment objective four to
a greater extent as discussed in greater detail below in Table 10-25. Both options underwent separate
assessment to determine their own merit. Both site options can comfortably meet the functional
requirements for Paerata station, including good access from the Southern Connector, and separation
of conflicting modes. P1-A was disfavoured for risks associated with location in the flood plain.
Table 10-25 Investment objective alignment
Investment objective alignment
IO4 To support growth, improve mode choice and a more sustainable, quality urban form in Drury and
Paerata by enabling access to the rail network.
P2 station location supports this objective as it is well integrated with development plans and provides
centrality in the context of the Paerata Rise planned residential development. This site has been determined
to provide better connectivity to the planned school location and benefits for wider catchment areas, which is
reinforced by the station access facilities. The park-and-ride provision (within the P2-A footprint) for Paerata is
key to providing opportunity for the wider catchment areas of Waiuku, Glenbrook, Clarks Beach, Kingseat,
Patumahoe and Northern Pukekohe to access and use rail to reach centres to the north – such as Manukau
and the CBD. It also enables trips to be intercepted that would have otherwise been made by car, avoiding
reliance on the state highways.
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Regional Active Mode Corridor
The PBC and IBC recommended the inclusion of a regional AMC, to provide for a regional walking
and cycling connection between Drury and Pukekohe, as part of the Indicative Strategic Transport
Network. The regional AMC was included in the Rail DBC package due to the proximity of the
preferred IBC active mode corridor alignment with the NIMT.

10.3.1 Functional intent
The NIMT option was identified as the preferred option in the IBC and included in the Indicative
Strategic Transport Network for the following key reasons:


Suitable gradient (majority of corridor <1% grade) for an active mode corridor given that the
rail corridor is relatively flat.



Direct and high level of access between Drury and Pukekohe (13.6km), and to key
destinations including town centres, employment areas, and rail stations.



Significant surrounding development potential (largest surrounding developable area per
kilometre).



Connectivity to the planned SH1 active mode facilities (being planned through the P2B
project) and the wider planned active mode network.



The safest degree of separation of active modes from vehicular traffic.

The above does not preclude the provision of active mode facilities on SH22 or the PEX, but simply
reflects that the NIMT is the preferred option for a regional AMC against the objectives. The SH22 and
PEX corridors are likely to provide important complementary facilities to the regional AMC.
The generic cross-section for this corridor in relation to the rail corridor is shown in Figure 10-26.

Figure 10-26 – Regional AMC and four-track generic cross-sections
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Figure 10-27 – IBC options for the Regional AMC
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10.3.2 Options assessed
The regional AMC study corridor between Drury and Pukekohe is approximately 14km long. For
option assessment purposes, the project team divided the corridor into five segments running southto-north (see Figure 10-28 below). This segmentation is broadly similar to the approach utilised for the
rail corridor upgrade option assessment. The active mode corridor has been appointed a buffer of
between 35m and 50m. This buffer zone generally captures the extent of effects anticipated by the
generic cross-sections and reflects a general aim of limiting the land required over and above the
existing rail designation where practical.
Identified as the preferred option from the IBC the extent of option development and assessment was
limited to ascertaining the most appropriate location for the regional AMC corridor in relation to the
NIMT rail corridor. Unless noted otherwise, options were limited to locating the regional AMC on either
the west or the east of the existing tracks. The main exception to this rule is Segment A, which
needed to consider on-road options due to space constraints within the rail corridor.
The following criteria were not scored for this option grouping:


The transport criteria (criteria 4a, 4b) were not scored as the specialists agreed that this
would effectively be a ‘double-counting’ of the investment objective scoring.



No localised elements were added to the programme-wide elements of the MCA framework,
and the localised elements developed for rail stations (e.g. criterion 4c) were not scored for
this option grouping.

The relevant investment objective were scored as part of the MCA – in this case, investment objective
five (provision of a safe, attractive and direct active mode facility to enable mode-shift to active modes
and sustainable mobility between Drury and Pukekohe, and the wider walking and cycling network).
Additionally, in Section A (Pukekohe Urban Section), the Regional AMC cannot run adjacent to the
NIMT rail corridor for the full length of the segment. Accordingly, to meet the investment objective aim
of serving the centre of Pukekohe whilst providing for the remainder of the Regional AMC to be
located adjacent to the NIMT rail corridor, a wider study area was identified within which options were
developed to connect the Regional AMC from Pukekohe Station to the Mission Bush Junction. For
this section, on-road facilities were necessary, and route options are depicted in Figure 10-29.
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Figure 10-28 Regional AMC assessment sections
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Figure 10-29 Pukekohe Section (Section A) route options
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10.3.3 Factors of influence
Table 10-26 Factors of influence per section of the regional AMC
Section

West

East

IO - lower level of service due to number of existing
driveways and modal conflict points on SH22.
Heritage - passes a scheduled historic place (Hickeys
Recreation Reserve), a scheduled oak tree, and a reported
historic building (now demolished).
Natural environment - crosses three streams. SH22 is also
partially within floodplain
Construction - increased effects on existing utilities in the
road, and existing property accesses.

Natural environment - the route crosses four streams and
may impact mature vegetation along Franklin Road
including potential impact on bat and lizard habitats.
Franklin Road also partially within floodplain.
Construction – better gradient

Pukekohe Section

A

General principles for this Urban Section:


Proximity to the NIMT and directness – align as close to the NIMT as possible to provide as direct a connection
between Pukekohe Station and Mission Bush Junction (and the rest of the rail-adjacent regional AMC).



Avoid severance of urban Pukekohe – The project team sought to avoid new corridors going through the urbanised
areas of Pukekohe.



Maintaining a high level of service – The project team sought to examine options that would provide a level of
service generally commensurate with a regional AMC functional definition.

Paerata Section

B

C

IO - More readily accessible to existing development in
Paerata
Land use - Much smaller FUZ developable catchment.
Traverses undevelopable land at Mission Bush Junction.
Natural environment - potential significant ecological areas
(SEA) impacts at edge of 50m buffer, and potential impacts
on Whangapouri Stream and associated floodplain and
overland flow paths.
Construction - requires two bridges over legs of the Mission
Bush Junction (and associated disruption) and would need
to traverse the Whangapouri Stream floodplain.
Land use - larger developable catchment zoned for urban
use (Paerata Rise).
Natural environment - Both sides in SMAF.
Construction - near Transpower pylon; western side also
steeper.

IO - less readily accessible to existing development in
Paerata (noting that the Tuhimata grade-separation will go
some way to reducing severance).
Land use - much larger FUZ developable catchment
(largely future residential).

Land use - limited developable catchment.
Natural environment - more extensive flood-prone area
on east side, more overland flow path crossings. Both
sides in SMAF.
Construction - more significant earthwork requirements.

Drury Section

D

E

Land use - space constraints imposed by existing hothouse
facility / potential early purchase requirement (not assumed
to be part of the future urban environment).
Natural environment - smaller flood-prone land extent on
west side. Both sides in SMAF.
Construction - lesser floodplain and the retaining wall
required for DE.

Land use - it would not provide direct connectivity to the
planned Drury Centre development on the east side of the
tracks, or the planned primary access facilities of Drury
Central station.
Natural environment - directly impacts the Hingaia and
Ngākoroa Streams.
Construction - directly affects the Ngākoroa and Hingaia
Streams, has significant additional retaining wall
requirements.
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Land use - relatively smaller (but still significant)
developable catchment. Direct connectivity to proposed
Catholic School off Burtt Road. Larger catchment on west
of tracks still accessible via Northern Connector and
McPherson Road crossings.
Natural environment - relatively larger flood-prone extent
on east side. Both sides in SMAF.
Construction - preferred with regards to construction
disruption, as access to the rail corridor off Burtt Road
cycleway is easier.
Property purchase is likely to be higher for this option as a
full designation is required in comparison to the partial
designation required under option DW.
Heritage - potentially impacts minor archaeological sites
on Flanagan Road (Drury railyards, Runciman post office).
Land use - provides direct connectivity to the planned
Drury Centre development on the east side of the tracks,
and the planned primary access facilities of Drury Central
station.
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10.3.4 Assessment summary
Table 10-27 Regional AMC assessment summary
Section

Preferred
Option

Reasoning

Pukekohe Section


A higher level of service given as it passes fewer modal conflict points (e.g. driveways)
and reaches the NIMT alignment sooner (shorter distance).



Less disruption to property accesses and utilities.



Less impact on historic heritage features



Potential environmental effects lessened by the siting of the AMC within an existing road
reserve.



More surrounding development potential on the east side of the tracks due to application
of FUZ zoning (identified largely as future medium density residential development in the
Council’s Structure Plan).



Avoids the need to cross the NIMT junction with the Mission Bush Line, thereby reducing
the number of bridges required, and a large area of undevelopable land.



Generally reduced impact on the hydrology of the Whangapouri Stream.



More surrounding development potential on the west side of the tracks due to more
extensive application of live residential zones / location of the RUB on the west side of
the tracks. The east side of the tracks has a less extensive area of FUZ, and much of the
length of Segment C is left rural.



Avoidance of more significant hydrology constraints and earthwork requirements on the
east side of the tracks.



Opportunity to avoid Transpower pylon location on the west side through design
refinement.

East

A

(Franklin Road,
Cape Hill Road,
Isabella Drive &
NIMT route)

Paerata Section

B

C

East

West

Ramps between the AMC and the Southern Connector enable the switch to occur at the
Southern Connector. A short (~200m) section of the AMC continues on the eastern side of
the rail corridor to provide access to the primary station access facilities for Paerata Station.
Drury Section

D

E

East



Avoidance of the existing hothouse facility constraint on the immediate west of the
tracks.



Avoidance of further constraints to the north on the west side of the tracks in Segment E.



Integration with the segment to the north.



Opportunity to provide direct connectivity to the proposed Catholic School on Burtt Road



While the western side was considered to have the larger developable catchment, there
will be opportunities to safely cross the NIMT via the planned Northern Connector and
McPherson Road to the north. Moreover, the developable catchment on the east side of
the tracks is not insignificant.



Opportunity to integrate with a larger developable catchment on the east side, including
the planned Drury Centre development.



Direct access to Drury Central station primary access facilities (see section 6.3 of this
report).



Avoidance of the significant environmental impacts on the Ngākoroa and Hingaia
Streams and the construction complexity posed by the streams (on the west side of the
tracks).

East
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10.3.5 Preferred option

Figure 10-30 Preferred Active Mode Corridor
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Most of the AMC alignment occurs to the East of the NIMT. Fewer crossing points provide a more
attractive and continuous facility for users. Additionally, the preference is to reduce the number of
times the corridor switches sides of the tracks to increase the construction efficiencies. From a
corridor perspective, this aligns with investment objective five’s intention to provide an attractive and
direct active mode facility. This is discussed further in Table 10-28.
This however has not been the primary dictator of preferred options, especially when assessing
specific sections. A key differentiating factor was the greater surrounding development potential,
which allows for greater catchment opportunities.
Of note is Section C adjacent to Paerata, which is the only section along the West side of the tracks.
The western side allowed for greater access to surrounding residential development due to live
residential zones in the Franklin 2 (Paerata Rise) Precinct. The east side of the tracks has a less
extensive area of FUZ, instead zoned as rural. Additional benefits of West alignment include
avoidance of more significant hydrology constraints. However, from a corridor perspective, of most
note is that between section B and C ramps between the AMC and the Southern Connector enable
the switch from East to West to occur at the Southern Connector. Additionally, between C and D, the
AMC switches sides of the NIMT rail corridor at the Central Connector (west side to the south in
Segment C, east side to the north in Segment D).
Additionally, Section A traverses through an existing urban section, meaning direct adjacency to the
NIMT isn’t always possible. But in keeping with the definition of a regional active mode facility, several
key considerations influenced the preferred option – namely aligning as close to the NIMT as possible
and providing a level of service generally commensurate with the regional AMC functional definition.
This can be difficult when using online routes due to driveway and intersection conflicts. For these
reasons, the East option uses Franklin Road, Cape Hill Road, Isabella Drive and NIMT route. Key
design decisions for this section are as follows:


The AMC can generally be accommodated within the existing road reserves along Franklin
Road, Cape Hill Road and Isabella Drive;



The AMC is planned to be located on the east side of Franklin Road, before moving to the
west side of Cape Hill Road and Isabella Drive. It subsequently traverses Isabella Reserve
before following the NIMT rail corridor northwards on its eastern side;

Table 10-28 Regional AMC alignment with investment objective five

Investment objective alignment
IO5 Provision of a safe, attractive and direct active mode facility to enable mode-shift to active modes
and sustainable mobility between Drury and Pukekohe, and the wider walking and cycling network.
Whilst assessed against land-use criteria, aligning sections with the largest developable catchments is key to
providing an attractive and direct facility for larger catchments that connect with the wider network. This
consideration was influential in determining preferred options per section.
Additionally, when looking at the AMC from a whole-of-corridor perspective, benefits are more clearly
ascertained. It provides an alternative transport option between Pukekohe and Drury via protected and mostly
uninterrupted facilities – connecting key centres in the South and new stations. These connections provide
focal points that allow for accessibility to the wider active mode network - thus contributing to an attractive
transport choice which can encourage moving away from LOV dependence in the South.
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11 Package assessment
This section describes the Rail Package contribution against the investment themes and the
recommended staging strategy. The preferred options for each project, including their key outcomes
are summarised in Figure 11-1. The recommended upgrades support the core investment criteria:
Supporting Growth and Enabling Access for future communities. The recommended package also
contributes to Safety, Land use Integration & Environment supporting investment.
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Figure 11-1

Package outcome summary
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Package contribution to investment themes
The overall package has strong alignment with the primary and supporting investment themes
(Figure 11-2). Key contributions against these are:
 Supporting Growth: The existing rail corridor and accompanying infrastructure is insufficient to
support future growth. The recommended package allocates the space required to facilitate future
journeys using rail, or active modes, resulting from the planned growth in the South.
 Access: The recommended options will route protect for four-tracks, a regional active mode
corridor, and stations with appropriate interchange facilities. These contribute to improving both
local (centre to centre) and regional (linkages to the north) connections.
 Safety: Removal of level crossings adopts a safe vision zero approach, as retaining crossings in
lieu of four-tracks and increased rail frequency would exacerbate an already unacceptable safety
risk.
 Land use integration: The package includes dedicated walking and cycling facilities and
integrates rail stations and public transport interchanges within access of centres in order to
integrate with future communities in the South.
 Environment: The package enables reduced reliance on private vehicles, through improved
transport choice contributing towards improved environmental outcomes.
Table 11-1 elaborates how each project contributes to these themes.

Figure 11-2 Primary and Supporting Investment Themes
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Table 11-1

Outcomes against key and supporting investment themes

Access

Supporting Growth

Recommended network

Rail Corridor Upgrade
Upgrade to four-tracks either side of the existing
NIMT corridor between Pukekohe and Papakura.
Consequential upgrade to any existing level
crossings (closure and re-route or grade
separation) and road-over-rail bridges that do not
accommodate four-tracks (upgrade).

Upgrading the rail corridor relieves reliance on
LOVs and SH1 to cater for the increased travel
demand of the anticipated growth in the South.
Passenger rail is expected to play a dominant
role in enabling future liveable communities. To
enable this, a step change in rail capacity is
required to induce transformational mode shift
via an alternative mode with competitive travel
times to key destinations. Four tracking enables
increased service frequency and greater seated
capacity, improving quality and attractiveness of
the rail service. Additionally, future proofing for
four tracks better enables the forecast increase
in freight via rail to occur alongside increased
passenger capacity, which supports economic
development in the south and beyond.

Predicted population and travel demand growth
will exacerbate existing access problems and
transport constraints in the South, constraining
access and decreasing liveability. Additional rail
capacity improves the attractiveness of public
transport through access to the rail network,
reliability and service speed. Access to wider
employment opportunities is improved,
particularly to the north of the growth areas.
Additionally, addressing level crossing safety
without precluding E-W movement improves
local access.

Stations and Interchange Facilities
Drury Central
Drury West
Paerata
New station (DC2) generally
New station (DW1) located to
New station (P2) located to
located to the north of the
the west of the future
the north of the proposed
Watercare pump station
Northern Connector
Southern Connector.
property on Flanagan Rd.
(Jesmond Road extension).
Interchange facility (P2-A)
Interchange facility (DC3-A)
Interchange facility (DW1-A)
adjacent to the east of station
located to the east of the
located to the west of the
platform option, with access
station platform, access from station platform, with access
from the Southern Connector.
Waihoehoe Road / realigned
via the Northern Connector.
Predominant function to serve
Flanagan Road. Predominant Predominant function to
the wider rural Franklin
function to serve wider Drury serve the local catchment,
catchment through park-andcatchment via the bus FTN.
high active-mode mode
ride.
share.
The stations and interchange facilities planned for Drury and Paerata play a key role in
supporting the expected growth in these areas, in order to maximise the transport and
wellbeing opportunities. Locating railway stations within walking distance of higher density
development and future centres is fundamental to facilitate modal shift, support commercial
and mixed-use centres, and contribute to vibrant, active urban environments. Confirmation of
the level of urgency in delivering new stations in the Southern growth area is reflected in the
recent announcement that the rail stations in the South will be delivered as part of the NZUP
programme.

The stations and interchange facilities planned for Drury and Paerata address the current
problem of poor access to the existing rail corridor and rail services. Stations in these
locations are strategic as the largest growth in the South is anticipated to occur within these
station catchments. Optimising rail station location & land use integration is critical to
achieving the future desired urban form.
Accessing the rail services via new stations enables greater connectivity and accessibility
both within and beyond the southern growth area for the future and existing communities.
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Regional Active Mode Corridor
New regional walking and cycling
connection between Drury and Pukekohe,
adjacent to the upgraded rail corridor. Also
connects to the stations in Paerata and
Drury.

The lack of an active mode corridor that is
direct and attractive will restrict future
walking and cycling activity in Pukekohe
and Drury.
Much higher commuter trips are feasible
with appropriate active travel facilities,
which the AMC provides. Thus, providing
transport choice for the communities
between Pukekohe and Drury.

The regional active mode corridor running
adjacent to the rail corridor enables access
to the stations/interchanges. This
contributes to active mode station
catchment, as well as catering for
interregional trips between centres.
Providing an attractive, safe and
continuous active mode corridor with these
connections contributes to relieving
reliance on LOVs as the south grows.
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Environment

Land Use Integration/Place

Safety

Rail Corridor Upgrade
Rail is safer than road transport as the dedicated
rail corridor means there are very few
interactions with other modes, or conflict points.
Additionally, level crossing removal contributes
to the following Vision Zero outcomes, by
removing high risk conflict to facilitate safe
access to public transport, improving both safety
outcomes as well as uptake and perception of
public transport.

Stations and Interchange Facilities
Drury Central
Drury West
Paerata
Interchange facilities prioritise access arrangements which enables separation of conflicting
modes.

Regional Active Mode Corridor
Currently there are no dedicated regional
active mode facilities between Pukekohe
and Drury, making any user particularly
vulnerable to death or serious injury. The
AMC provides a separated, continuous
and mostly uninterrupted corridor,
contributing to an attractive, safe facility.
Addressing safety will also eliminate a
common barrier to the uptake of cycling
and support Vision Zero outcomes.

Designating the existing greenfield FUZ land for
future track capacity prior to development is key
to avoiding development constraining space
available, thus requiring significant disruption
and cost to acquire the required land. Achieving
significant mode shift is highly dependent on
additional rail capacity. Access to the rail
corridor, and optimising rail station location &
land use integration will also be critical to
achieving the future desired urban form.
Facilitating growth along the rail corridor will
increase walk up/ active mode catchment and
help reduce the need for additional road
infrastructure to support the development. But it
is important to invest in protection of the corridor
now to allow for anticipated corridor expansion.

Land-use integration was a key determinant of preferred station/interchange options – as
station location, configuration and spatial arrangement is key to maximise the opportunity for
higher density development and walkable catchment from the existing and future
communities. As such, locating railway stations within walking distance of higher density
development and future town centres is fundamental to facilitate modal shift, support
commercial and mixed-use centres, and contribute to vibrant, active urban environments.

Designating the existing greenfield land
zoned as FUZ for a regional AMC adjacent
to the rail corridor upgrades prior to
development is key to avoiding
development constraining space available,
thus requiring significant disruption and
cost to acquire the required land

Greater rail capacity, and the consequential
improved reliability, frequency, and
attractiveness contributes to mode-shift away
from LOVs and use of SH1. Therefore, providing
environmental benefits, including GHG emission
reduction.

Stations provide indirect environmental impact, dependent on the interrelationship between
the corridor upgrade and the increase number of services. Stations provide the access to the
rail services for the southern communities, therefore contributing to mode-shift away from
LOVs.
Additionally, avoidance of streams and other ecological areas was a key determinant in
preferred option identification, and where possible, these areas are enhanced through
design.

Provision of the AMC contributes to an
increase in active mode trips taken in the
south – modes that are carbon neutral. The
benefit of this is that some of these trips may
have converted from LOVs, which are a huge
contributor to transport emissions. Thus, the
AMC contributes to less emissions, and
better environmental outcomes.
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Implementation staging assessment
Given the role of the Route Protection DBC is to identify a transport system to support the next 30+
years of growth, there is inherent uncertainty in relation to the recommended network and the
proposed staging strategy. Whilst route protection is the focus of this DBC, understanding the
implications of these scenarios, and consequently outlining the recommended staging for
implementation is integral to understand the property liability, the consenting and route protection
strategy (see section 13.1 below). To understand the potential implications, two scenarios were
considered:


Recommended staging scenario - Land use certainty with known funding, and



Mode shift and emissions reduction led scenario.

The sections below summarise the outcomes of the alternative staging scenario assessment. Refer to
Appendix B: Transport and Economics Report for further details.
Key principles for staging have been developed that seek to assist in delivering the desired transport
and land use outcomes. These principles include supporting the following outcomes:


Immediate shift to more sustainable travel choices



Manage adverse impacts of development on the wider system



Support the desired urban form, particular high density, quality urban environments



Recognise the need to support both place and movement function



Provide affordable staging plans that match development staging, and



Protect for longer-term needs.

The suggested principles for staging include:


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



Prioritise PT and active-mode facilities that support attractive access to the rail stations



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



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



Provide safe travel by all modes, and



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

The principles and triggers identified above result in a staging strategy that requires the station
implementation to occur within the first decade.
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11.2.1 Recommended staging strategy
This scenario assumes that the development ready timeframes identified in FULSS materialise and
the associated projects to support the growth occur concurrently. It also assumes optimal DTIP
sequencing goes ahead, taking into account NZUP and related projects.
Given the certainty associated with NZUP funding, it is assumed the stations will be built – in at least
an interim form – at some point during Decade 1, i.e. by 2028. Table 11-2 outlines the proposed
staging strategy for Scenario one.
Table 11-2: Recommended staging strategy for Scenario 1 (Optimal)
Project

Paerata Rail Station

Decades
1

2

Triggers

3

 FULSS land release - 1st Decade
 Supports development of live zoned Paerata Rise (Franklin 2) and
development of Paerata township
 FULSS land release - 1st Decade

Drury West Rail Station

 NZUP funding – 1st Decade29
 Supports development of Drury West township, with private plan
changes lodged by Lomai Properties (Waipukepuke) and MADE
group/Karaka & Drury Ltd (Auranga B2)
 Connects to Drury Local FTN

Drury Central Rail Station

 Drury East 2nd Decade FULSS land release. However, private plan
changes lodged by Kiwi Property, Oyster Capital and Fulton Hogan
seek to expedite land release
 NZUP funding – 1st Decade
 Support development Drury Central/East township
 Connects to Drury Local FTN

Four-tracking of rail corridor






from Papakura to Pukekohe

Regional Active Modes
Corridor

Complete FULSS land release in growth areas
Includes level crossing closures
Increased uptake of inter-regional passenger services
Increased volumes of freight

 Complete FULSS land release in growth areas
 Staging interdependency with four-tracking, necessitating the
construction of majority of the route concurrently with four-tracking
due to construction efficiencies gained through proximity
 However, there are opportunities to implement sections of the AMC
prior to 3rd decade, e.g. Drury section adjacent to live zone / private
plan changes

It is noted that for the stations which are staged for Decade 1, it is assumed these will be ‘interim
stations’, which will be functional but continue to develop through Decade 2 and Decade 3 in
response to land development in the areas.

29

Prior to the NZUP announcement, Drury West was presumed to be a 2nd Decade station to align with FULSS land

release, but has since been brought forward to 1st decade to align with NZUP outcomes
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11.2.2 Mode shift & Emissions Reduction led Scenario
For this scenario mode shift and emission reduction projects were prioritised. It assumes NZUP
committed schemes scheduled as per government programmes (generally Decade 1), it brings all
Public transport projects forwards into Decade 1 unless otherwise stated (with rationale).
As shown in Table 11-3, this scenario results in the following differences from Scenario 1 (Optimal):


Four-tracking of rail corridor pulled towards Decade 1



Regional Active Modes Corridor pulled towards Decade 1

Table 11-3: Staging Strategy for Scenario 2
Project

1

Decades
2
3

Triggers for Recommended Staging Scenario

 FULSS land release - 1st Decade
Paerata Rail Station

 Support development of live zoned Paerata Rise (Franklin 2)
and development of Paerata township
 FULSS land release - 1st Decade

Drury West Rail Station

 NZUP funding – 1st Decade
 Support development of Drury West township

Drury Central Rail Station

Four-tracking of rail corridor from
Papakura to Pukekohe

 FULSS land release – 2nd Decade
 Support development Drury Central/East township
 Spacing provided for express trains, inter-regional trains and
more services
 Facility in place to encourage mode share

Regional Active Modes Corridor

 Staging interdependency with four-tracking, necessitating the
construction of majority of the route concurrently with fourtracking due to construction efficiencies gained through
proximity

Legend
Scenario 2
Recommended Staging (Scenario 1)

This scenario has the benefit of having all projects implemented to improve accessibility to modal
choice. However, whilst accelerating all projects will have some positive mode shift outcomes, the
increase in rail and active mode patronage could potentially be quite low as the growth areas would
not yet be fully developed. As such, the value for money maybe questionable to have all projects
implemented fully prior to Future Land release. However, this scenario could be appropriate to
consider if land is released earlier than anticipated for development.

11.2.3 Discounted Scenarios
In addition to the scenarios indicated, the impact of having the projects staged over the decades were
also assessed. In all scenarios, the stations are assumed to be built (as interim functional stations)
during Decade 1. For the four-tracking and AMC, scenarios were reviewed whereby either of these
projects are implemented prior to the other, independently. However, given the preferred option for
the AMC crosses the rail tracks in sections, it is recommended that both be constructed concurrently
to minimise disruption to rail operation as well as surrounding communities.
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11.2.4 Cross-sectional staging
Leading from the recommended staging approach, the cross-sectional staging in Table 11-4 is
intended to illustrate opportunities of how the principles-based approach could translate to lateral
change over time, particularly to account for how projects could potentially be staged crosssectionally.
Most notably, station implementation identified for Decade 1 is intended to be ‘interim stations’ (Stage
1), which will be rudimentary but functional to cater for the initial growth. There is no set timeline
identified for the full-build out, but it is expected to be in place by 2048.
Additionally, Table 11-4 identifies the opportunity for bringing the Drury Section of the AMC forward,
which is underpinned by similar ideology as the stations.
Table 11-4 provides context about how each project included in the Rail Package could potentially be
staged cross-sectionally, using the staging principles to respond to the timing, scale and form of urban
development. Figure 11-3 below displays the recommended staging, highlighting the comparison of
the interim and full-build out changes for each project.
Table 11-4: Potential Cross-Sectional Staging
Project

Stage 1 (Interim/Decade 1)

Stage 2 (Full Build Out/Decade 3)

Paerata

-space proofed for increased retail in bus

-space proofed for increased retail in bus interchange

Station

interchange

- 4 rail tracks

-2 rail tracks (existing)

-Platform length 225m long to facilitate 9 car EMU

-Platform length 150m long to facilitate 6 car EMU

-2 outside platforms each at 4.5m wide lateral, 10m

-2 platforms, each at 4.5m wide lateral

wide central platform

-at grade parking assumed for 500 carparks

-Bus bays and stops, including 1 bus bay consisting of

-2 parking spaces for pick up/drop off

5 stops and 2 rail replacement bays

-4 parking spaces for a taxi rank

-at grade parking assumed for 500 carparks

-500 cycle storage spaces in a covered enclosure

-2 parking spaces for pick up/drop off
-4 parking spaces for a taxi rank
-1,500 cycle storage spaces in a covered enclosure

Drury West

-staffed facility with public toilets and future

-staffed facility with public toilets and future proofing

Station

proofing for commercial/retail

for commercial/retail

-2 rail tracks (existing)

- 4 rail tracks

-Platform length 150m long to facilitate 6 car EMU

-Platform length 225m long to facilitate 9 car EMU

-2 platforms, each at 4.5m wide lateral

-2 outside platforms each at 4.5m wide lateral, 10m

-at grade parking assumed for 500 carparks

wide central platform

-2 parking spaces for pick up/drop off

-Bus bays and stops, including 10 bus bays consisting

-4 parking spaces for a taxi rank

of 10 stops and 2 layover bays, and 2 rail replacement

-500 cycle storage spaces in a covered enclosure

bays
-Parking removed, in line with the wider urbanisation
of the area allowing for a reduction to P&R facilities.
The previous land used for P&R will be repurposed for
cycle facilities or commercial development
-2 parking spaces for pick up/drop off
-4 parking spaces for a taxi rank
-1,500 cycle storage spaces in a covered enclosure
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Project

Stage 1 (Interim/Decade 1)

Stage 2 (Full Build Out/Decade 3)

Drury

-space proofed for increased retail in bus

-regional interchange hub station

Central

interchange

- 4 rail tracks

Station

-2 rail tracks (existing)

-Platform length 225m long to facilitate 9 car EMU

-Platform length 150m long to facilitate 6 car EMU

-2 outside platforms each at 4.5m wide lateral, 10m

-2 platforms, each at 4.5m wide lateral

wide central platform

-at grade parking assumed for 350 carparks

-Bus bays and stops, including 11 bus bays consisting

-4 parking spaces for pick up/drop off

of 9 stops and 2 layover bays, and 2 rail replacement

-4 parking spaces for a taxi rank

bays

-500 cycle storage spaces in a covered enclosure

-Parking removed, in line with the wider urbanisation
of the area allowing for a reduction to P&R facilities.
The previous land used for P&R will be repurposed for
cycle facilities or commercial development
-4 parking spaces for pick up/drop off
-4 parking spaces for a taxi rank
-1,500 cycle storage spaces in a covered enclosure

4-tracking

-2 rail tracks (existing)

-4 rail tracks

Regional

-There is potential for a section of the AMC to be

-Full-build out, accommodating for walking and cycling

Active

built between Waihoehoe Road and to the

movements from Pukekohe to Drury

Modes

proposed SH 22 North Connection (in proximity to

-1m berm on either side

Corridor

Jesmond Road), to provide for access to Drury

-1.8m separated facility for pedestrians

West and Drury Central station. This assumption

-3.0m bi-directional cycle/ micro mobility facility

for a section being built in the interim is through
DTIP

11.2.5 Recommended Rail Package
Figure 11-3 summarises the recommended Rail Package staging. It is noted that Stage 1 (interim) is
roughly aligned with Decade 1 timings. Stage 2 (full build out) implies that each project is expected to
be implemented to its full extent, which will occur by Decade 3.
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Figure 11-3

Recommended staging approach: comparison of Interim (Decade 1) and Full build-out (by Decade 3)
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The recommended staging approach for the rail package is underpinned by achieving
transformational mode shift that aligns with growth/land-release occurring in the south. In this sense,
stations precede other projects, both as a result of adjacent live zoning, developer interest to expedite
land-release, and expedited funding availability through NZUP (see section 4.2.2). It is acknowledged
that NZUP is currently determining optimal investment in timing and staging for implementation of the
three stations given the availability of NZUP funding.
As discussed, staging is used to inform the route protection strategy in section 13.1, which will enable
any staging approach to be adopted for implementation, meaning all three stations will be routeprotected for regardless of NZUP timing/implementation decisions.
In summary, there are a range of different drivers, parallel workstreams and triggers that will influence
how staging will be delivered over the next three decades. Overall, the analysis indicates that:


There are a multitude of ways the urban development of this area could be staged



That monitoring and management of implementation decisions will need to be dynamic and
pro-active in its response to a range of inputs, including land use planning, land use outcomes
and system performance



Growth in Drury is expected to occur sooner than earmarked in FULSS 2017 and the
recommended staging ensures the stations are delivered to align with that growth. The
implementation of the stations concurrently with anticipated growth provides mode-choice (via
rail) and access to the north for communities in Drury and Paerata



The entirety of the Rail Package (4-track, active mode corridor, and interchange facilities) is
earmarked for third-decade to align with the rest of the FUZ land being released

Option outcomes and benefits
11.3.1 Key Performance Indicator – Outcomes
The recommended package outcomes against KPIs are summarised in Table 11-5. These outcomes
against the KPIs reinforce the investment needed in the Rail Package. Despite a focus on route
protection, benefits have been calculated based on the implementation of the projects. This is
because route protection enables these projects to be built as and when required.
At a high level, the Rail Package delivers strong outcomes against the provision of quality public
transport and active mode networks/facilities, contributing to positive mode share outcomes.
As shown in Table 11-5 below, a do-minimum scenario is used to provide a comparator against the
preferred option outcomes. This scenario includes the anticipated 2048+ growth and assumes the
existing network or planned committed projects outside of SGA are to be implemented by 2048.
Additionally, there are different assumed scenarios for each project, which are used to highlight the
different benefits of each project. For rail corridor upgrades, the do-minimum scenario assumes that
there are only two-tracks, but new stations are provided. For the new stations, the do-minimum
scenario assumes that there are only two-tracks, but no new stations are provided. For the active
mode corridor, the outcomes are examined by directly comparing to the results of not having the
corridor in place.
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Table 11-5 Rail KPIs and outcomes
Project

KPI
Access to key economic
destinations

Outcome
In the preferred option, 324,000 jobs are accessible from Drury within a 60
mins via PT. This is a 26% increase compared to the do-minimum scenario.
In the preferred option, 260,000 jobs are accessible from Pukekohe-Paerata
within a 60 mins via PT. This is a 24% increase compared to the do-minimum
scenario

Average bus speed (kph) comparison of Preferred Option with Do-minimum
Performance of Strategic scenario:
PT Network
All South
Drury
Pukekohe
Do-min
Pref Option

45
49

45
51

55
55

Performance of Strategic % of freight travel in severe congestion (>90 v/c) of the freight network in the
Interpeak:
Freight Network
 28% in the Preferred Option for all of the South moving sub-regionally

Rail Corridor Upgrades

 29% with do-minimum scenario
Whole network DSI

In 2048+, the Preferred Option will reduce vehicle-km travelled per year
compared to Do-min by providing more capacity on the network using rail
instead of vehicle use. This reduction and the proposed road design aligned
with Vision Zero (AT) and Road to Zero (Waka Kotahi) will likely reduce DSIs
on these corridors significantly in 2048+. This is shown through a predicted
annual reduction of 11.3million VKT when comparing the Preferred Option to
the Do Minimum.

Rail crossing DSI

Motor Vehicles: 23 vehicle related near-collision incidents in the last 10
years. Reduce DSI to zero by closed level crossings
Active Modes: 1 pedestrian related near-collision incident in the last 10 years.
Reduce DSI to zero by closed crossings

Quality of rail network

70% of rail patronage using express services


10mins - All Stops Service >> 12 trains in AM peak (northbound)



10mins - Express Service >> 12 trains in AM peak (northbound)



24 trains total in AM peak from Pukekohe



Four-Tracking allows for these 12 Express services to run in peak times
by 2048, in conjunction with the all-stop services

Crowding factor of 1.00-1.09 at the new stations in the Preferred Option
compared to 1.12-1.6 crowding factor in the Do Minimum. A crowding factor
above 1 indicates services are running at seated capacity. Upgrades to the rail
corridor allow for less crowding on trains, resulting in more upstream capacity.
Availability of alternatives Providing for 4-tracks gives an additional resilience on rail network, minimising
disruption if track failure were to occur, or repairs were necessary.
to strategic connection
Mode share (local and
inter-regional trips)

Mode share in AM Peak for all South:
 16% Active Mode (local trips)

New Rail Stations

 31% PT (northbound trips) – 22% of this is via Rail
New PT users

Number of new PT boardings using rail service in BC area - AM peak:
 13,500 boardings (800 local trips, 12,700 northbound)
 3,000 more trips are facilitated by building the stations

New cycle users
Access to PT network

25,000 daily active mode trips (9,000 cycle and 16,000 walk trips) going to or
departing from Paerata, Drury Central and Drury West stations
 82% of population (277,000 people) within 5km drive of P&R stations
 38% of population (137,000 people) in the South region within 2km cycle of
stations
 21% jobs (19,000) in the South region within 2km cycle of stations
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Access to active mode
network

17,000 houses/ 46,000 people/ 9,000 jobs within a 400m of a QoS1 cycle
network / Regional active mode corridor.
The cycle network provides wider access to the new stations for the whole
network in Drury and Pukekohe. 25,000 daily trips are generated by cycling
and walking trips to/from the new stations.
Active mode trips for the South Region in the AM Peak are as follows:
 42,000 trips within the South Region
 6,400 trips within the Drury area
 2,300 trips within the Pukekohe & Paerata area

Access to Jobs

10% of all jobs in Auckland are accessible within 45mins via PT from Drury
and Pukekohe in the preferred option. In comparison to the do-minimum
scenario (no new stations), only 5% are accessible from Drury and 3% from
Pukekohe.
31% of all jobs in Auckland are accessible within 60mins via PT from Drury in
the preferred option, and 25% from Pukekohe. In comparison to the dominimum scenario (no new stations), only 12% are accessible from Drury and
Pukekohe.

Access to PT facilities

3 new stations & 2 existing stations (Papakura and Pukekohe)
Station
Pukekohe
Paerata
Drury West

New Rail Stations

Drury Central

Boarding
2,600
4,100
2,500

Alighting
700
300
300

Total
3,300
4,400
2,800

2,400

800

3,200

Papakura

2,500
400
2,900
% of station rail patronage accessing by PT/ Active Modes/ P&R
Drury Central
 17% PT
 71% Active Modes
 12% P&R

Drury West
 10% PT
 78% Active Modes
 12% P&R

Paerata
 7% PT
 55% Active Modes
 39% P&R

Average travel time (minutes) to key destinations via PT – comparison of the
Preferred Option to the Do Minimum scenario:
Manukau

Airport

CBD

Drury Pref

64

73

71

Drury Do-Min

82

98

86

Pukekohe Pref

73

85

85

Pukekohe Do-min

78

90

90

Housing / Jobs yield
delivery

New stations provide additional access to key centres in the South via PT that
are only currently available via private vehicles. As a result, 50% of jobs
located in the Southern Growth area directly benefit from PT access provided
by this new rail infrastructure.

Access – perception

Accessibility to the stations via dedicated facilities and crossings for active
mode users is included in each station plan, making active modes and
attractive option to access each stations from all sides

Changes in human
health

 Reduction of N02: 967 tons less with 4 tracking annually (compared to DM)
 Reduction of PM10: 1,446 tons less with 4 tracking annually (compared to
DM)
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Regional Active Mode Corridor

Emission

With the AMC vs without the AMC
CO2: 0.4 tons/day less with the AMC

Mode shift from single
occupancy private
vehicle

With the AMC vs without the AMC:
Fuel Consumption: 150 litres/day less with AMC
VKT: 4,300 VKT/day less by car with the AMC
Preferred Option shows:
Cycle KMs: 3,000kms/day more with AMC (0.8% trip increase for the whole
South region)
Walk KMs: 3,100kms/day more with AMC (0.2% trip increase for the whole
South region)

Provision of high-quality
active modes network

14km of regional active mode corridor.
3km of on-road facilities (Pukekohe section).
Total of 17km of new segregated facilities
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Sustainable Outcomes
This section discusses the sustainable outcomes of the South Rail Package.
Regional Benefits – Figure 11-4 summarises the regional level benefits of the Rail Package. In summary, Rail contributes to the future resilience of the
regional network by providing alternative modes to cars (Rail and Active Modes) and alternative routes between centres with efficient connections –
supporting growth. Additionally, mode choices support regional emissions reduction and reduced VKT, and safety is improved through the removal of level
crossings.

Figure 11-4 Rail Package Regional Sustainable Benefits
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Local economic benefits – Figure 11-5 summarises the local economic benefits of the Rail Package. In summary, the rail package contributes to mode
shift in the south, as it provides attractive rail and active mode options. Travel times to key economic destinations are improved, including travel time via
PT which is faster than by car. Additionally, the Rail package supports access to jobs for residents and access for business. Good integration with future
land use means the upgrade of the rail corridor, and associated stations, provides direct connections for residents and businesses into the wider transport
network.

Figure 11-5 Rail Package Economic Outcomes

Supporting Growth Programme | Version 1.1 |June 2021

216

Rail Package Detailed Business Case

Local environmental benefits – Figure 11-6 summarises the local environmental benefits of the Rail Package. In summary, the Rail package provides
significant environmental outcomes, as upgrades to rail provide an attractive mode choice for the South, diverting people away from using LOVs. This in turn
has emission benefits, as the number of vehicle trips are lessened, and the rail network is electrified. Additionally, impacts on Local streams, Significant
ecological areas and flood zones and Overland Flow Paths have been avoided or where not possible, mitigated through design.

Figure 11-6 Rail Package Environmental Benefits
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Local social benefits – Figure 11-7 summarises the local social benefits of the Rail Package. In summary, the provision of the regional active mode corridor
supports safer walking and cycling through a direct, attractive, segregated facility, providing greater and more attractive transport choice and encouraging
healthier and more active lifestyles. Additionally, the rail package contributes to improvements in human health and emissions, through the reduction in
vehicle trips, and thus a reduction in associated emissions.

Figure 11-7 Rail Package Social Benefits

Supporting Growth Programme | Version 1.1 |June 2021

218

Rail Package Detailed Business Case

11.3.2 Assessment against investment objectives
11.3.2.1 Rail corridor upgrade
IO1: A transformational increase in the capacity, resilience and attractiveness of the southern
rail network between the Southern Growth Areas and key centres such as Manukau and
Papakura to support regional and inter-regional trips.
Figure 11-8 below details the outcomes against this investment objective. The existing corridor
configuration of 2-tracks restricts connectivity between key centres, which is which is evidenced by
the positive contribution and impact that upgrading the rail corridor has. Increased track capacity
allows for the introduction of limited stop services, which enables shorter travel times to key
destinations such as the Airport, Manukau and the CBD. Faster travel times via rail improves the upon
the number of jobs accessible in 60-minutes via PT. This is particularly evidenced when comparing to
the do-minimum scenario (only 2-tracks but includes new stations).
The key outcomes are highlighted below:

Figure 11-8 Investment Objective 1- Rail Corridor Upgrade
IO2: Significantly improve safety at rail crossings.
Figure 11-9 below details the outcomes against this investment objective. The existing level crossings
have resulted in near-collision events between rail services and vehicles in the last 10-years. This is
only expected to increase if these crossings are retained whilst the rail corridor is upgraded to
accommodate 4-tracks and more frequent train services. Therefore, the grade-separation or rerouting of existing level crossings shows strong alignment with this investment objective – as
separating the conflict will contribute to zero collisions at these crossing points.
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Figure 11-9 Investment Objective 2 - Rail Corridor Upgrade
IO3: Improved accessibility to jobs, households and social amenities, which will be enabled
through mode and route choice, resulting in a transformational mode shift to the rail network
Figure 11-10 below details the outcomes against this investment objective. In summary, four-tracking
the rail corridor improves transport choice for communities in the south, as it allows for more frequent
rail services. Limited stop/express services allow for more direct journeys to key destinations such as
the CBD, hence why 70% of journeys are expected to be via this service. Corridor upgrades allow for
express services to run alongside all-stop services, meaning more services are available for
communities in the south. Consequently, crowding factors at stations are improved upon, meaning
there is greater upstream capacity.
Additionally, track capacity upgrades contribute to the resilience of the wider strategic network, as
more attractive rail in the south reduces the dependence on LOVs and strategic road corridors such
as SH1 to reach key economic centres in the north.

Figure 11-10 Investment Objective 3 - Rail Corridor Upgrade
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11.3.2.2 Stations and access
IO1: To support growth, improve mode choice and a more sustainable, quality urban
form in Drury and Paerata by enabling access to the rail network
Figure 11-11 below details the outcomes against this investment objective. In summary, stations
located in key growth areas improve access to the rail network – and consequently access to key
centres to the north – for communities in the south. Co-locating stations within centres improves the
catchment for rail, with 137,000 (38%) people in the south within 2km of a station. Consequently,
there is a high proportion of people accessing the stations via active-modes, with mode-split detailed
in figure below and table above
Increase in public transport mode share can be expected in the southern area in general, with notable
increases in Drury, Pukekohe and Paerata. The wider rural catchment also benefits from the
additional capabilities of four tracking. Investing in the rail upgrades results in 22% of north bound
trips in the south using Rail.
However, to realise the full benefits of this package, both upgrades to the rail corridor and provision of
the new stations are necessary, as they are complementary. Upgrading the corridor to four-tracks
allows for increased rail capacity and the running of more frequent services. Additionally, access to
the rail network is improved through the provision of three new stations, which have been co-located
with the anticipated growth and development in the Southern Growth area as per the structure plans.
The improved access to the rail network that these new stations provide decreases PT travel time to
key destinations, which is shown Figure 11-11, highlighting the PT travel time benefits for Drury.
Additionally, this point is highlighted in Figure 11-12, which compares the preferred network
northbound trips with do-minimum scenario, which looks at the impacts of growth still occurring whilst
only two-tracks and no new stations are provided. With the preferred network, an additional 5,300
trips in the AM peak are expected to use rail. If these trips were made using cars they would
represent over a lane of traffic, potentially using SH1. Clearly continued expansion of SH1 to support
these trips is not a viable option.
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Figure 11-11 Investment Objective 1 – Stations and access

AM Peak - Northbound
mode share comparison
2048+ Do-min
9%
12%

Vehicle
Rail

2048+ Preferred

22% 14%

Bus

Increase of
approximately 5300 rail
trips in comparison to
do-min scenario

74%

68%

Figure 11-12 North Bound Mode Share in the South Region by scenario
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11.3.2.3 Regional Active Mode Corridor
IO1: Provision of a safe, attractive and direct active mode facility connecting the
Drury, Paerata and Pukekohe urban areas, Centres and rail stations
Figure 11-13 below details the outcomes against this investment objective. In summary, the regional
active mode corridor contributes significantly to the number of active mode trips in the south. This in
turn contributes to more resilient, sustainable options, as active modes are carbon neutral. Again,
projects in this package have been grouped together due to the complementary nature of each. This
is also the case for the AMC, which provides a more direct, uninterrupted and dedicated active-mode
connection adjacent to the rail line, linking stations along the way. Therefore, there are
complementary benefits shared between stations and the AMC.
Table 11-5 identifies that the south cycle network provides wider access to the new stations, with
25,000 daily cycle trips generated by walking and cycling trips to-and-from the new stations. The AMC
itself contributes to a total of 6100 more kilometres travelled by active modes, some of which are likely
to be to-and-from the stations and surrounding centres. This is particularly evident in Figure 11-14,
highlighting that enabling station access along the AMC increases cycling numbers along both the
AMC and wider network connections.

Figure 11-13 Investment Objective 1 – Regional Active Mode Corridor
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Daily Cycle Trips - 2048+
+1550

2000
1500
1000
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+550
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+400

0
AMC - Drury

AMC - Paerata AMC - Pukekohe Cycleway - SH1

Without Station Access

SH 22 North
Connection

SH 22 South
Connection

With Station Access

Figure 11-14 Impact on cycle trips with and without Station Access.
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Supporting measures
To realise the full range of benefits identified above, the recommended Rail package is reliant on
network wide improvements, ranging from transport infrastructure, through to proper land use
planning and Travel Demand Management measures.
Figure 11-15 below re-emphasises the interrelated projects that are a critical dependency for Rail –
these are summarised in section 5.4 above. Of all the packages, the Rail package is possibly the
most interconnected and dependent on the other South Projects. For example, the implementation of
the Drury FTNs increases patronage by 40% at Drury Central station. Upgrades to the rail crossings
at Waihoehoe Road and Ōpāheke Road are also necessary in supporting both the upgrade of the rail
corridor and provision of efficient services. Further to this, the SH22 Northern and Southern
connectors are critical to the Rail Package, providing fundamental access to both Drury West and
Paerata station. Without these connectors, the stations are isolated and inaccessible, detracting from
the benefit that the location of these stations provide to both the local and wider catchments. Equally
as notable for the Regional Active Mode Corridor, the Central connector allows for an east-west
crossing of the rail line, connecting sections C and D of the AMC.
The urgency of route protecting the rail package is heightened due to developer interest and plan
changes progressing in the Drury area. In this instance, transport should lead development in order to
ensure the preferred outcomes are achieved. Figure 3-1 in section 3.1 highlighted that route
protecting the corridor proactively influences good urban form outcomes. Conversely, without
designation the current greenfield land could be constrained by future development, requiring
significant disruption and cost to acquire the required land. Therefore, the success of the projects are
relatively dependent on keeping pace with the timing of plan changes in the area, particularly Drury
Central Station which is directly adjacent to a number of key plan changes.
Expanding on the importance of stations - locating rail stations within walking distance of higher
density development and future town centres is fundamental to facilitate modal shift, support
commercial and mixed-use centres and contribute to vibrant, active urban environments. From this
perspective, applicable SGA investment themes include ‘Support Growth’ and ‘Land Use/Place
Integration’. Successful alignment with these themes is dependent on a mutual transport and land use
relationship, with route protection of the package allowing for future quality transport choice/
infrastructure which is integral to ensuring sustainable growth in the South. Equally the functionality of
rail is also dependent on the land-use and growth developing within the expectations of the zoning –
i.e. high density and local employment provision particularly around station catchments. In light of the
recent NPS on Urban Development, higher density development will be encouraged in these areas.
Additionally, in order to make public transport the mode of choice for the growth area, it is important
that excellent service quality, frequency and reliability is provided. Rail provision forms the backbone
of the mode shift, demand management and sustainability strategies in the South, but the
attractiveness and success is also dependent on other external factors. For instance, rail
electrification between Pukekohe-Papakura is fundamental to the performance of the rail network in
order to avoid switching trains at Papakura. Increased passenger capacity, greater travel time
reliability and providing a direct service from Pukekohe through to the city centre will help boost
customer service levels and position rail as a real travel choice for those living or working in the area.
However, this is also dependent on the provision of increased track capacity (4-tracks). Whilst this is
proposed for this section of the NIMT, upstream of Papakura there are still track capacity constraints
to be addressed. There are plans to add a third main line between Wiri-to-Westfield (W2W), however
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the W2W business case found that in the short to medium term a third track would meet rail demands,
but in the long term (defined as 20+ year horizon) a fourth track would be required. Further to this,
there is a still an identified gap between Papakura and Wiri with no plans as of yet to upgrade. This is
essential for success of rail from the South, as the underlying modelling assumptions used for this
DBC include 4-tracks North of Papakura to Wiri. Without sufficient track space different services (for
example express services, freight or inter-regional) might need to be chosen over others, leading to a
situation where possibly national rail interests were chosen over local needs, compromising desired
outcomes for the Southern Growth area.
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Figure 11-15 Interrelated Projects with Rail
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Economics
This section summarises the economic analysis which has been prepared for the full recommended
package. The Rail 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 Economic Evaluation Manual (EEM). The Rail Transport and Economics Report (Appendix
B) sets out the full methodology, assumptions, scenario testing, incremental analysis, and sensitivity
analysis undertaken.

11.5.1 Assumptions
The full economic evaluation assumptions and basis for these are discussed in detail in the Rail
Transport and Economics report (Appendix B). The key assumptions are as follows:















Assessment of base and congested (CRV) travel time benefits from the MSM models;
Assessment of base running vehicle operating costs (VOC) from the MSM models;
Base Date of 1 July 2019
Time Zero, construction start date and duration specified for each sub-project as in Table
11-6;
Analysis period of 40 years, but sensitivity tested at 60 years
Discount rate 6% applied to all annual benefits and costs, but tested and 4%, 6% and 8% for
40 years period and 3%,4%,6% for 60-year period
Traffic reliability benefits assumed as 8% of the base travel time benefit
Public transport reliability benefits as 90% percentage of PT user benefits in the commuter
peaks and 45% in other periods. The basis for this is discussed later in this report
CO2 benefits as 5% of VOC benefits
Travel Time user cost is a mixture of Urban Arterial and Rural Strategic composite costs. The
Rural Strategic value was included to reflect the impact on the longer-distance strategic trips
from/to External zones, which would more closely align with the occupancy and trip purpose
of ‘Rural Strategic’ trips than ‘urban arterial’ trips. The percentage of rural strategic is
calculated from the Sector-Sector traffic benefits calculation as in Appendix B: B4. The
proportion of benefits due to the trips between External zones and Manukau (outside Project
area) to the total benefits is considered as percentage of rural strategic and rest is Urban
Arterial. For the sake of simplicity, the sector-sector benefit analysis is done only for morning
peak period of the combined benefits and the same percentage is applied for other peaks.
This resulted in a composite time value comprising 17% Rural and 83% Urban Arterial rates
Walking and cycling benefits were 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 Drury Local scheme
WEBS calculated for a test-case of the full package in 2048+ for each project, in accordance
with the EEM, then applied to the project using an adopted percentage uplift to the
conventional benefits. The analysis is done for three principle type WEBS – Agglomeration,
Imperfect Competition impact and Labour supply impact. The process of the WEB calculation
for each type is described in Appendix B: B5
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Beyond the 2048+ (assumed to be allocated to Year 2053) benefits are dampened out over
the period of 20 years and there after assumed to remain constant with no further benefits
growth
For the 4-track scenario, the SGA project scope lies within Papakura to Pukekohe (P2P). The
4-track plan north of Papakura is Non-SGA scope and hence only a portion of 4 track benefits
can be claimed for the P2P section. The calculation for % of benefits allocated between P2P
is shown in Appendix B: B5

Table 11-6 Time Zero, Construction Start Date and Period Assumption
Construction Start
Year from Time Zero

Construction period
(in years)

1 July 2026

1

2

Rail tracks

1 July 2038

1

5

Active Mode Corridor

1 July 2038

1

5

Individual Projects

Time Zero

Rail Stations

It is noted that although the AMC construction period for the whole section is estimated to be
delivered over 5 years, some sections could be developed earlier to deliver early benefits.

11.5.2 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 Rail Package
DBC is for the purposes of route protection, rather than imminent implementation.

11.5.2.1 Capital cost
Cost estimates (expected cost P50) and property costs for each individual project are outlined below
in Table 11-7 and
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Table 11-8.
Table 11-7 Expected (P50) project construction cost per project (undiscounted costs, NZ$
million)
Project

Construction Cost (Millions)
Rail Stations
Additional Rail Tracks
Active Mode Corridor
Total
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Table 11-8: Property Cost per project (undiscounted costs, NZ$ million)
Project

Property cost (Millions)

Rail Stations
Additional Rail Tracks
Active Mode Corridor
Total

11.5.2.2 Operation and maintenance costs
Operation and maintenance cost associated with each project were assessed below, with annual
costs summarised in Table 11-9.
11.5.2.2.1 Station and Track Maintenance
From the WSP Opus report Oct 2017 page 24 Table 4.7, the recommended track maintenance cost is
based on current Auckland rail network costs of
per track km. The distance from Pukekohe to
Papakura is 36 track km’s.
The station maintenance cost for large stations mentioned is
per annum. Since, the cost
estimation is done in 2017, it has been updated with update factor of 1.04 to adjust to July 2019 cost.
11.5.2.2.2 Active Mode Corridor Maintenance
There is expected to be some maintenance cost associated with the cycle way and the footpath like
general maintenance and resurfacing. For the purpose of this assessment, an annual cost of
per linear km of new infrastructure has been assumed. Resurfacing can be expected to occur
periodically throughout the life of a pavement. An allowance of
m2 has been provided at 10-year
intervals. Reconstruction of the pavement has not been provided for, as it is assumed that the
pavement life will exceed the 40-year evaluation period. The maintenance cost assumed have been
derived from the traffic corridor cost, as agreed previously during the IBC.
Table 11-9 Other annual costs (undiscounted costs NZ$ million)

Projects

General infrastructure
maintenance (annual)

Resurfacing (every 10
years)

Rail Stations
Additional Rail Tracks
Active Mode Corridor

Total

11.5.2.3 Public transport operating costs
PT operating costs were adopted form from those used in the IBC, namely
km for buses and
km for trains. Although the cost of operating PT services depends on several variables
(distance travelled, drivers’ salaries, fleet maintenance and parking, etc.), at this stage a simplification
was used. The operation costs for bus and rail services were estimated using a cost rate per VKT,
based on 2017/18 data provided by Auckland Transport. These rates were applied to the change in
bus and rail service kms form from the MSM model.
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The change in farebox revenue was calculated from the models, but only used in the Government
BCR. The revenue was not included in the National BCR as it is considered an economic transfer.
The list of all the project costs available for the economics is summarised in Table 11-10.
Table 11-10

NPV Project Costs, $m

Projects

PV capital Cost,
$M

PV Maintenance
Cost, $M

PV PT Operating
Cost, $M

PV total net costs,
$M PV

Rail Stations
Additional Rail
Tracks
Active Mode
Corridor

11.5.3 Benefits
Table 11-11 summarises the key economic benefits generated from the Rail Package based on a
core set of assumptions.
Table 11-11 Economic benefits - Rail package projects
(Net Present Value) NPV Benefits ($m)
Items

Stations

Additional Rail
Tracks

Active Mode
Corridor

Combined SGA
Rail DBC

Travel Time Costs
Congestion Costs
Trip Reliability
Vehicle Operating Costs
Active Modes
Crash savings
Freight benefits

-

PT Benefits
CO2
PV total net benefits
WEBs %30
WEBs Benefits
PV Benefits Including
WEBs

30

WEBs (Wider Economic Benefits) have been evaluated for each Rail component and the WEB percentage of the

convention benefits for the modelled year 2048+ for each component has been evaluated. Further details are shown in
Appendix B: Transport and Economics Report

Supporting Growth Programme | Version 1.1 |June 2021

232

Rail Package Detailed Business Case

Key Observations:


The total SGA Track benefits is about half of the full four tracks benefits which is deemed to
be reasonable provided the length of the tracks and the area covered



The scale of traffic benefit is similar between 4-tracks and stations, indicating that both
elements are needed to deliver the mode share and associated decongestion and travel time
savings for the car users



The PT user benefits comprise the major portion of benefits which is justifiable for this scale
of Rail Project

11.5.4 Benefit Cost Ratio (BCR)
Benefit cost ratios (BCRs) have been generated for each of the individual projects and the total Rail
package using the net present value benefits and costs described above to generate the total BCRs
shown below in Table 11-12. Both a National BCR (BCRN) and Government BCR (BCRG) have been
calculated. The BCRG includes fare revenue to consider the net costs to Government. Individual
project BCRG range between 0.8 and 3.9, with a package BCR of 1.7.
Table 11-12 National and Government BCRs per project
Projects

PV total
benefits, $M PV

PV total net
costs, $M PV

Stations
Additional
Rail Tracks
Active Mode
Corridor
Combined
SGA Rail DBC

PV Fare Revenue,
$M PV

National BCR

Government
BCR

2.8

3.9

1.1

1.3

0.8

0.8

1.5

1.7

11.5.5 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, Pukekohe to Papakura Track Benefits Allocation Percentage, PT reliability and Active Mode
benefits variability.
11.5.5.1.1 Discount Rate and Analysis Period
The Analysis Framework includes a Discount Rate and Analysis Year Sensitivity.
The Discount rate recommended in EEM, 2018 is 6% with sensitivity test for 4% and 8%. The
discount rate recommended in the current MBCM, 2020 is 4% with sensitivity tests for 3% and 6%. A
range of Discount rates was tested, being 3%, 4%, 6%, 8%. The Analysis Period used for testing is
40 years and 60 years. The longer analysis period is relevant for this kind of long lived rail
infrastructure project.
The Table 11-13 shows the BCR range for the above analysis parameters and the blue box shows
the BCR with the core assumption and the yellow boxes shows the BCR as per the recommendations
in MBCM,2020.
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Table 11-13 BCR range - Different Discount rate and Analysis Period
BCR
Discount
rate
4%
6%
8%
3%

Analysis
Period

40 year

6%

4.0
2.8
2.1
6.7

Active
Mode
Corridor
1.5
1.1
0.9
2.3

Combined
SGA Rail
DBC
2.2
1.6
1.2
3.3

3.3

1.3

1.8

Additional
Rail Tracks

Stations

1.5
1.1
0.9
2.2
1.3

The above analysis shows that:


Using the EEM 2018 recommendations of discount rate and analysis period (6%/40 years) –
All the rail projects have BCR above 1.0 and the combined Rail DBC Package has a BCR of
1.7



Using the recommendations in the current MBCM, 2020 (4%/40 years) – There is significant
increase in the BCR ratio for all the rail projects, giving a combined BCR of 2.2.



As, per the MBCM,2020 it is justified for this kind of long-lived rail infrastructure project to be
analysed for 60 years which further uplifts the combined Rail DBC BCR to 2.8.

These sensitivity tests are done by altering one parameter at a time while maintaining rest of the core
assumptions. The parameter sensitivity tests were carried out on the following parameters.





Wider Economic Benefit Percentage: 15%, 40%,50% for Station and Track component and
5%,15% for the AMC
Pukekohe to Papakura Track Benefits Allocation Percentage: +/- 10%
PT Reliability Percentage: -30%/+10% for commuter Peak and +/-15% for IP
Active mode benefits variability: +/- 25%

The Rail package has several sub-elements and hence the above parameters have been tested over
the core assumptions only, with one parameter altered at a time.

11.5.5.2 Wider Economic Benefit percentage
The WEB % was tested as indicated in Table 11-14. The WEB % was sensitivity tested at 15% and
40%, compared with a central estimate of 30% for four tracks and stations. Whereas, for the AMC the
BCR is sensitivity tested by removing the WEBs which gives a BCR of 1.0 as compared to 1.1 with
the 10% WEBs assumptions.
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Table 11-14: BCR variation with WEBs Percentage
BCR
SGA Four
Track
(PapakuraPukekohe)

Station

Active
Mode
Corridor

0%

--

--

1.0

10%

--

--

1.1

15%

1.0

2.5

-

30%

1.1

2.8

--

40%

1.2

3.1

--

WEBs%

11.5.5.2.1 Pukekohe to Papakura Four-Tracking Benefits Allocation Percentage
A proportion of benefits have been allocated to the SGA Scope four track project from the full four
track modelled scenario. The percentage allocated has been estimated by analytical judgment from
the sector-sector track benefits, as outlined in Appendix B. However, for the robustness of the
method, the BCR has been tested for +/- 10 % of these allocations. The Table 11-15 shows that the
BCR may vary within 0.9-1.4 depending on the proportion of benefits obtained from the Wiri to
Pukekohe four track benefits.
Table 11-15: BCR variation with Four Tracking Benefits Allocation Percentage

Allocation %

BCR - SGA Four Track
(Papakura-Pukekohe)

-10%

0.9

0%

1.1

+10%

1.4

11.5.5.2.2 PT Reliability Percentage
Sensitivity testing was undertaken for the PT reliability Percentage to determine its effect on the BCR.
The core assumption of 90% yields a BCR of 1.4 for Combined Rail DBC components. Table 11-16
shows that there is a small drop in BCR for the overall package on dropping the commuter peak PT
reliability to 60% and inter-peak to 30% but all individual project components – station and tracks are
BCR≥1. The BCR for the project seems fairly insensitive to this assumption.
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Table 11-16: BCR variation with PT reliability Percentage
BCR
PT Reliability %
(AM/PM and IP)

Additional
Rail Tracks

Stations

Active Mode
Corridor

Combined
SGA Rail
DBC

60% & 30%

1.1

2.6

1.1

1.5

90% & 45% (core)

1.1

2.8

1.1

1.6

100% & 60%

1.2

2.9

1.1

1.7

11.5.5.2.3 Active Mode benefits Sensitivity test
Extensive modelling methodology checks were carried out to understand better the Walk benefits
predicted by the model, especially for the “Other’ trip purpose. These were found to align with
expected daily travel by each mode and purpose. However, the greenfield nature of the location and
the extensive future population make it more difficult to independently check the scale of benefits. It
was therefore agreed to test with +/-25% active mode benefits. The same tests have been carried out
for the Rail BC Economics. The BCR for the AMC tends to range from 0.6 to 1.0 +/-25% of active
mode benefits, however as a whole package the BCR is unaffected, as shown in Table 11-18.
Table 11-17: BCR variation with Active Mode benefits Package
BCR
Active Mode
benefit %

SGA Four
Track
(PapakuraPukekohe)

Station

Active
Mode
Corridor

Combined
SGA Rail
DBC

-25%

1.1

2.8

0.8

1.5

0% (core)

1.1

2.8

1.1

1.6

25%

1.2

2.9

1.4

1.7

11.5.6 Summary
From the Analysis factor sensitivity tests, the BCR range varies between 1.2 to 3.3 for the Rail DBC,
while the parameter sensitivity tests show less impact on the BCR range.
Switching to the new evaluation rules (4% and 40 years) would make a substantial difference to the
scheme, raising the National BCR from 1.6 to 2.2 and further uplifts the BCR to 2.7 for 60 years
analysis period (as this project has strong case to use extended analysis period), with similar increase
in BCR on the individual Rail components as given below:
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Table 11-18: BCR effect on following new evaluation guidelines, MBCM, 2020
SGA Four
Track
(PapakuraPukekohe)

Active Mode
Corridor

Station

Combined SGA
Rail DBC

EEM 2018 – 6%/40
year

1.1

2.8

1.1

1.6

MBCM, 2020 – 4%/40
year

1.5

4.0

1.5

2.2

MBCM, 2020 – 4%/60
Extension of Analysis
period to 60 year

1.8

5.2

1.9

2.7

For this kind of long-lived rail infrastructure project, the BCR analysis with 4% and 60 years is best
suited and their BCR are highlighted in the table above with a detailed benefits and cost breakdown
for each project in Table 11-19.
Table 11-19: National and Government BCRs per Project for 6%/60 years evaluation
Projects

PV total
benefits, $M PV

PV total net
costs, $M PV

PV Fare Revenue,
$M PV

National BCR

Government
BCR

SGA Four
Track
(PapakuraPukekohe)

1515

841

227

1.8

2.5

Station

1832

354

170

5.2

10

Active Mode
Corridor

310

166

0

1.9

1.9

Combined
SGA Rail DBC

3656

1361

398

2.7

3.8

The parameter sensitivity tests are done on 6%, 40 years analysis to get an understanding of their
effect on BCR. The tests have indicated that their impacts are small, and the findings are robust in
relation to changes in these assumptions.
Table 11-20: Summary of BCR Range for the Projects
SGA Four Track
(PapakuraPukekohe)

Station

Active Mode
Corridor

Combined SGA
Rail DBC

Analysis
Framework

0.9-2.2

2.1-6.7

0.9-2.3

1.2-3.3

Parameter
Sensitivity

0.9-1.4

2.5-3.1

0.8-1.4

1.5-1.7
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Overall, the analysis has demonstrated that the Rail DBC Package and almost all its components has
a BCR greater than 1.0 under the assumptions adopted although with the revised evaluation
assumptions coming into force with a lower discount rate and longer evaluation period this would
increase to 2.7.
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.
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Part B: Readiness and Assurance
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12 Financial Case
This section outlines the Financial Case for both route protection and implementation of the
recommended Rail package. The Financial Case including the cost and property liability aspect (given
the route protection focus) is based on several uncertainties as long-term route protection has not
been previously widely undertaken. The types of uncertainty include:


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



change in quantum of property acquisition required



cost of property is higher or lower than assumed



growth is quicker or slower than assumed.

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

Costs
The financial implications for Supporting Growth can broadly be summarised into the following
categories:
a) Route protection costs
b) Nett Project Property Costs (Land and Property acquisition)
c) Programme development costs
d) Pre-implementation costs
e) Project physical works and implementation costs
f)

Operations and maintenance costs

This business case is seeking approval to proceed with route protection of the Rail projects. Figure
12-1 below summarises the whole-of-life costs for the Rail Package.
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12.1.1 Cost of route protection
Route protection using NoR is the recommended mechanism for all projects identified in the Rail
package. The DBC seeks to progress the recommended upgrades to the next phase, which includes
post-lodgement. Route protection provides a range of benefits to Waka Kotahi, AT and KiwiRail.
However, the process of route protection raises a range of associated opportunities and risks that
results in a complex set of issues with multiple moving parts. Not the least of these is the significant
property liability/costs that could occur in response to the route protection, and the inherent
uncertainty in the cashflow of this liability.
Two key cost elements have been identified as being related to route protection.

Professional services - NOR & lodgement costs
Professional services are associated with the development of options through the DBC and route
protection preparation phases. The Regional Land Transport Plan (RLTP) had previously set aside
investment to fund these services, although the level of funding required will need to continue to be
monitored as these services progress
for the rail stations). It is
noted that NZUP has allocated
funding for Drury West and Drury Central station. The
NZUP allocation of funding is being monitored and is assumed to supersede the previous RLTP
funding allocation. For the Rail package, the expected post-lodgement cost is detailed in Table 12-1.
The management costs include owner costs such as lodgement fees and internal admin fees.
Table 12-1

Professional services cost for station post-lodgement – Rail Projects

Rail Post Lodgement Cost (M)
TCE
Risk
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Escalation
Management Cost (including
5.7% charge)
Total

Key risks for Rail post lodgement include:


Opportunities to achieve route protection of network components via plan changes and
developer agreements have been considered in post lodgement costs. The acceleration of
this area and Central Government interest will affect these assumptions.



There needs to be a coordinated response to the route protection approach with Auckland
Transport, KiwiRail and Waka Kotahi given the overlapping responsibilities and network
operational considerations



There is risk that reactive work to route protect network components in response to
developer-initiated plan changes may cost more than protecting those components as part of
a comprehensive package dealt with in one post-lodgement process.



Likely property costs of route protecting the recommended network options (this cost reflects
the likely property acquisition required before implementation of the intervention, and not the
whole property liability).

Expected property costs of route protection
The NoR process has property cost implications associated with it. This process of engagement is
typically initiated as part of the design investigations and subsequent NoR.
Whilst the vast majority (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.
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Figure 12-3

Property cost summary

The Te Tupu Ngātahi Programme Wide Property Strategy identifies several different potential
acquisition profiles for forecasting the potential property acquisition cashflow. Table 12-2 summarises
the assumed property acquisition profile for the Rail projects.
Table 12-2

Property acquisition profiles for the Rail Package
Rail

PROPERTY ACQUISITION PROFILES

corridor
upgrades

AMC

Stations

(4-tracking)
Profile A: Designate and hold until implementation (applies to greenfield
sites)
Profile B: Designate and moderate acquisition (applies to brownfield
sites)









Profile C: Early acquisition (applicable for strategic sites)

It is noted that for the station property acquisition profiles, Drury Central Station is categorised as
Profile B, whilst Drury West Station and Paerata Station are categorised as Profile A.
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Like the capital costs, there is potential for some property cost savings through delivery of projects via
developers in the area and this has been considered. Given the nature of property prices, there is a
high degree of uncertainty as to property cost in the future.
As such, property liability has been reported using low (0% escalation), likely (10%) and high (15%)
property price escalation. Based on the property acquisition profiles above, Figure 12-4 below
summarises the estimated property liability for the recommended Rail package. The estimated overall
property liability as a result of NORs is between
and
(including escalation).

)

2021 2022 2023 2024 2025 2026 2027 2028 2029 2030 2031 2032 2033 2034 2035 2036 2037 2038

Figure 12-4

Route protection cashflow

During the first decade, the total estimated property liability as a result of NORs is between
Table 12-3 below summarises the range of estimated property liability, and Figure 12-5
summarises the likely cashflow (including NoR costs).
Table 12-3

1st decade property liability range by projects (excl. contingency)

Project

Route Protection Property liability range (5% and 15%

escalation)
Rail Corridor Upgrades (Four Tracking)
Active Mode Corridor
Drury Central Station
Drury West Station
Paerata Station
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Figure 12-5

Likely 1st decade cashflow – property liability and NoR costs

12.1.2 Implementation costs
The following project implementation costs have been assessed.
a) Programme development costs
b) Pre-implementation costs
c) Project implementation costs
d) Operations and maintenance costs
The project implementation costs are associated with the construction, as well as other nonconstruction 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. The following graphs have been produced to show the full Rail package costs after
designated.
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12.1.3 Operations & maintenance cost
Maintenance for each of the projects within the Rail package vary depending on a range of factors
and the infrastructure required. The recommended track maintenance cost is based on current
Auckland rail network costs of
per track km, of which there is over 36kms of track from
Pukekohe to Papakura. The station maintenance cost for large stations is
k per annum. This
cost estimation was done in 2017 and has been updated with update factor of 1.04 to adjust to July
2019 cost.
For the active mode corridor, it is expected to have some maintenance cost associated with the cycle
way and the footpath for general maintenance and resurfacing. For the purpose of this assessment,
an annual cost of
per linear km of new infrastructure has been assumed. Resurfacing can be
expected to occur periodically throughout the life of a pavement. An allowance of $ m2 has been
provided at 10-year intervals. Reconstruction of the pavement has not been provided for, as it is
assumed that the pavement life will exceed the 40-year evaluation period. The maintenance cost
assumed have been derived from the traffic corridor cost, as agreed previously during IBC and Drury
Local economics DBC.
Table 12-4

Annual maintenance costs ($ million)

Projects

General infrastructure
maintenance (annual)

Resurfacing (every 10
years)

4-Tracking
AMC
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Stations
Total
PT operating costs used in the IBC have been adopted, namely
/km for buses and
/km for
trains. Although the cost of operating PT services depends on several variables (distance travelled,
drivers’ salaries, fleet maintenance and parking, etc.), at this stage a simplification was used. The
operation costs for bus and rail services were estimated using a cost rate per VKT, based on 2017/18
data provided by Auckland Transport.
Table 12-5

NPV PT Project and Operating Cost ($ million)

Projects

PV capital Cost,
$M

PV Maintenance
Cost, $M

PV PT Operating
Cost, $M

PV total net costs,
$M PV

SGA Four Track
(PapakuraPukekohe)
Station
Active Mode
Corridor
Combined SGA
Rail DBC

12.1.4 Cost split / share
Based an established Framework Agreement the split of project delivery, operations and maintenance
cost responsibilities between investment partners are as follows.
Waka Kotahi will be responsible for:


Delivery of AMC

Auckland Transport will be responsible for:


Final station interchange facilities such as park and ride and bus interchange

Kiwi Rail will be responsible for:


Rail corridor (four tracking)



Station platforms



Route protection of full stations and supporting measures (park and ride and bus interchange)



Implementation of Interim station interchange facilities such as park and ride and bus
interchange
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Figure 12-9 Example of cost split by organisation (Drury Central used as an example)
A funding assistance rate (FAR) of 51% has been assumed where Auckland Transport is responsible.
NLTF / funding source to be determined for KiwiRail cost – especially for track widening. It should be
noted that NZUP funding for stations is currently not shown in the cost split below as this DBC seeks
for approval of the long-term infrastructure requirements, and NZUP funded station looks at
immediate implementation of stations in the south – the scale and scope of these is likely to differ
from the final form. Funding requirements are split out for developer contributions, potential temporary
and permanent land acquisition opportunities with Auckland Council. The estimated cost share split is
summarised in Figure 12-10 and Figure 12-11.
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Available funding sources
The following section highlights potential funding options to meet the cost of delivering the Supporting
Growth Programme.

12.2.1 Public funding sources
National Land Transport Fund (NLTF) –For the 2018-21 NLTP, the total funds allocated is $13.1b
(excluding local share contribution of $3.8b). This amounts to approximately $4.3b per year. The
NLTF funding is projected to increase to between $4.5b and $5b in 2028. At similar allocation
percentage (using population as proxy), Auckland’s NLTF share should be somewhere between
$1.5b and $1.7b in 2028.
Approved organisations’ local share –Auckland Transport, Auckland Council and KiwiRail are the
most relevant organisations to contribute funds to Rail projects. The current FAR for both
organisations is 51% (2018-2021). i.e. a 49% local share, however the total contribution is dependent
on the split of State Highway verses local land transport projects. For property purchase a FAR rate of
0% applies to projects within Auckland Transport’s portfolio.
NZUP Funding –KiwiRail has $247M allocated for stations and supporting infrastructure in the Drury
area. KiwiRail are currently confirming the most appropriate allocation of this funding across the three
stations and supporting infrastructure. This funding is separate to the NLTF and supersedes the
previous RLTP funding allocation of $77.9M for the three new rail stations.
Figure 12-12 summarises the funding allocation for this decade.

Funding availability - NZUP
$400M
$200M

$247M

$0M
NZUP funding
Committed / Funded

Figure 12-12

NZUP funding allocation
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12.3.1 First decade route protection affordability
The forecast cost breakdown for the next decade is summarised
below.

12.3.2 Current commitments

31



NZ Upgrade Programme - NZUP reflects the Government’s transport policy with $6.8 billion
($3.5 billion for Auckland) allocated to invest across road, rail, PT and walking and cycling
infrastructure. Included in this investment is $247M allocated to building the interim stations
(i.e. two platforms, with the full build out of four platforms expected to be implemented by
Decade 3).



The RLTP acknowledges the delivery of transport infrastructure to support growth via the
three proposed new rail stations. The previous $77.9M allocated funding has been
superseded by the NZUP funding and does not include any further funding commitments.



Auckland Transport Alignment Project (ATAP) - The ATAP Package identifies the
programme for funding opportunities that will enable more homes to be built over the next
decade in major greenfield growth areas to the north, northwest and south, with funding
allocated to general greenfield growth areas rather than to specific projects.

Based on base property estimates – 5% for low escalation, 15% for high escalation range
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12.3.3 Supplementary funding sources
Supplementary funds refer to contributions that are additional to NLTF, local share funding or through
Crown loans. Examples of supplementary funding relevant to Rail include:


Financial contributions towards the costs of improving network infrastructure (Developer
Contributions)



Leasing temporary land requirement opportunities from Auckland Council



Land acquisition opportunities from Auckland Council



Debt finance and Public Private Partnerships (PPPs)



Value capture / Beneficiary pays.

Summary
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13 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. It describes the:


Consenting / route protection strategy for each project



Property acquisition strategy for each project



Procurement strategy for the package

Table 13-1

Summary of requirements for each project

Project
Rail Corridor
Upgrade
(including rail
crossings)

Consenting / Route protection strategy
Route protection of corridor via alteration of existing
designation – alteration of the existing NIMT designation to
provide for the construction, operation, and maintenance of:



Property Acquisition strategy
Profile A – Traverses through primarily
rural greenfield land.

Third and fourth tracks on the North Island Main Trunk
(NIMT) railway;
Consequential alterations at rail crossings

Route protection is of medium urgency due to developer
interest along different sections of the corridor.
Stations

Route protection via new designations overlapping
existing designation – new designation that overlaps the
existing NIMT designation to provide for the construction,
operation, and maintenance of platforms and platform buildings
(including bridge accesses) for new rail stations at Drury
Central, Drury West, and Paerata.

Profile A and B
Profile B for Drury Central due to
existing urbanised areas and developer
interest, which could bring development
forward

Route protection is of high urgency in the Drury Central area
with private plan changes and developer interest.
Interchange
Facilities

Route protection via new designation - new designation to
provide for the construction, operation, and maintenance of the
following interchange facilities serving Drury Central, Drury
West, and Paerata stations:






Park-and-ride and kiss-and-ride;
Bus interchange and layovers;
Access roads, paths and plazas; and
Bicycle parking facilities.

Profile A and B
Profile B for Drury Central due to
existing urbanised areas and developer
interest, which could bring development
forward

Route protection is of high urgency in the Drury Central area
with private plan changes and developer interest.
Regional
Active Mode
Corridor

Route protection of corridor via new designation - new
designation to provide for the construction, operation and
maintenance of a Regional Active Mode Corridor between
Drury Central station and Pukekohe north of Isabella Drive.
Designation will overlap/sit adjacent to the Rail Corridor
upgrade. Route protection is of medium urgency due to
developer interest along different sections of the corridor.
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Package consenting and route protection approach
A combination of new and altered designations will be required to achieve route protection for the
projects comprising the South Rail DBC package.
In determining the optimal packaging and bundling of NoRs, the following criteria have been
considered:








Project context and transport outcomes – A shared contextual basis (such as similar business
case foundations, investment objectives, geographic context and project drivers) allows for
efficiencies in base information which will be provided to support the NoR package/bundle;
Planning risk – A similar level planning risk (such as notification risk, likelihood of appeal,
complexity of planning approval requirements) limits the potential that projects are unnecessarily
exposed to delays and added planning complexity, noting projects also need to be credible and
be able to stand alone if required;
Urgency and timing – Similar programme timing (including design, assessment, project drivers)
provides consistency in provision of information requirements, key deadlines and delivery
targets. Also similar urgency for route protection.
Project complexity – A similar level of project complexity (such as design complexity and scale)
provides consistency in provision of information requirements and limits the potential that
projects are unnecessarily exposed to added complexity.

Table 13-2 summarises the recommended packaging of NoRs based on consideration of the above
criteria.
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Table 13-2 – Recommended packaging of NoRs
Proposed NoR

NoR R1 – Rail
Corridor Upgrade
(Alteration to
existing KiwiRail
designation 6302)

NoR DC-S – Drury
Central station
platforms /
platform buildings

Project(s) provided for
Alteration of existing designation 6302 to provide for the construction,
operation, and maintenance of:
 Third and fourth tracks on the North Island Main Trunk (NIMT) railway;
 Consequential alterations at rail crossings:
 Grade-separation of the Boundary Road and Tuhimata Road level
crossings;
 Closure of the Sutton Road and Crown Road level crossings; and
Alterations to existing road-over-rail bridges at Stadium Drive, Onslow Road,
and Settlement Road.
New designations overlapping existing designation 6302 to provide for the
construction, operation, and maintenance of platforms and platform buildings
(including bridge accesses) for new rail stations at Drury Central (DC-S),
Drury West (DW-S), and Paerata (P-S).
N.B. Interchange facilities for each of the three stations are provided for by
way of separate designations (see DC-I, DW_I and P-I below.

Requiring
Authority

KiwiRail

NoR DW-S – Drury
West station
platforms /
platform buildings

KiwiRail

Rationale for proposed approach
 Four-tracking clearly falls within the purpose of the existing designation32;
 Alteration is the most efficient means of route protecting the further land
required for four-tracking;
 The specified rail crossing alterations are recommended to be included in
NoR R1 as they are necessitated by the space requirements and/or safety
and traffic effects of four-tracking; and
 Given the above – these works are highly likely to be the financial
responsibility of KiwiRail.
 The station platform sections of NoR R1 are proposed to be split out as
overlapping designations to ensure that any station-specific conditions apply
only to the stations, and not to the entirety of NoR R1;
 The inclusion of station platforms and platform buildings overlapping with the
boundaries of NoR R1 results in two adjacent designations per station (a
platform designation and an interchange designation). The purpose of this
approach is as follows:
 Platforms fall within the purpose of the existing designation and
physically fall within the rail corridor;
 The track and platform layouts are not physically separable;
 Reflects the current practice of asset ownership / responsibility between
KiwiRail and Auckland Transport (AT), whereby the responsibility for
delivering and maintaining assets is commonly split between KiwiRail
(platforms/tracks) and AT (buildings / facilities);
 Minimises the overlap in responsibility. To work within KiwiRail’s
designation, AT obtains consents/submits Outline Plans of Works
(OPWs) on KiwiRail’s behalf, and obtains KiwiRail’s s176 approval.

NoR P-S – Paerata
station platforms /
platform buildings

32

The purpose of the designation is to develop, operate and maintain railways, railway lines, railway infrastructure, and railway premises as defined in the Railways Act 2005.
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Proposed NoR

NoR DC-I – Drury
Central
interchange
facilities

NoR DW-I – Drury
West interchange
facilities

Project(s) provided for

New designations to provide for the construction, operation, and maintenance
of the following interchange facilities serving Drury Central (NoR DC-I), Drury
West (NoR DW-I), and Paerata (NoR P-I) stations (platforms of which are
provided for through NoR R1a, b and c):

Park-and-ride and kiss-and-ride;

Bus interchange and layovers;

Access roads, paths and plazas; and

Bicycle parking facilities.

Requiring
Authority

KiwiRail
(future
transfer to
Auckland
Transport)

Rationale for proposed approach

 Interchange facilities arguably fall within purpose of existing KiwiRail
designation / definition of railway premises. However, providing for the
interchanges separately through adjacent designations is recommended for
the following reasons:
 Interchanges do not physically fall within the rail corridor;
 The interchanges are physically separable from the track/platform
layouts in relative terms;
 Reflects the current practice of asset ownership / responsibility between
KiwiRail and AT whereby the responsibility for delivering and maintaining
assets is commonly split between KiwiRail (platforms/tracks) and AT
(buildings/facilities);
 Minimises the overlap in responsibility. To work within KiwiRail’s
designation, AT obtains consents/submits OPWs on KiwiRail’s behalf,
and obtains KiwiRail’s s176 approval.

NoR P-I – Paerata
interchange
facilities
 Accordingly, it is recommended that these are KiwiRail designations with
provision to transfer to AT in future.
New designation to provide for the construction, operation and maintenance of
a Regional Active Mode Corridor between Drury Central station and Pukekohe
north of Isabella Drive.
NoR A1 will overlap with or sit adjacent to NoR R1 for ~60% of its length
NoR A1 – Regional (overlap area of approx. 9ha).
Waka
Active Mode
Kotahi
Corridor
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 A new designation ensures that the active mode corridor can be specifically
provided for its entire length;
 The overlap/adjacency of NoRs A1 and R1 is recommended for the following
reasons:
 The parallel/adjacent nature of the two corridors is such that they share
some land requirements – e.g. shared earthworks, swales etc.
 Eliminates risk of property liability associated with remnant land in the
event that parallel projects are not built concurrently.
 Where the two designations overlap, the relevant Resource Management Act
1991 (RMA) s176/177 approvals would apply, with KiwiRail holding primacy
as an existing designation.
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In determining how these NoRs are bundled, the following criteria were considered:



Dependencies between different NoR packages; and
Relative urgency of each package, having regard to development pressure and proposed
implementation timeframes.

Having considered the above factors, it is noted that there are clear dependencies between:




NoRs DC-S, DW-S, P-S, and DC-I, DW-I, P-I such that they provide for different components of
the rail stations which need to be route protected as an integrated whole to ensure they can be
implemented concurrently; and
NoRs R1 and A1, such that concurrent lodgement would ensure that the risk of property liability
for any residual land arising from the adjacency of the rail corridor and active mode corridor can
be reduced/removed.

Given the above, it is broadly recommended that the station aspects (DC-S, DW-S, P-S, and DC-I,
DW-I, P-I) can be grouped as one package for assessment and lodgement; with the linear aspects
(NoRs R1 and A1) can be grouped as a second package. Both packages should be pursued with a
high degree of urgency and utilise the same Assessment of Environmental Effects process. Whilst not
absolutely necessary, we would recommend that both packages were progressed in parallel to show
the compelling investment story and also create efficiencies of process, given the similarities of the
projects and areas.
The following lapse periods are recommended:





NoR R1 – 20 years, given that it provides for longer-term projects (four-tracking and crossings);
DC-S, DW-S, P-S, and DC-I, DW-I, P-I – 20 years. While the stations are to be implemented in
an interim form during the first decade under NZUP, the expansion of the stations into their
planned full form will take place over a longer period of time, likely coinciding with four-tracking.
NoR-A1 – 20 years, given that the active mode corridor is a longer-term project.

Package procurement approach
The scope of works for Te Tupu Ngātahi is to undertake the works necessary to support and obtain
the designations for the recommended network (i.e. route protection) and other than for the stations
(stage 1), does not currently include obtaining resource consents for individual projects. The timing
and delivery model for the remainder of works needed to support resource consent applications
should therefore be considered in the pre-implementation phase of work.
Once a project has been through the pre-implementation phase it will be ready for implementation.
This will include detailed design, consenting and physical works. The delivery model will need to
consider factors, including:


scale



complexity



programme.

Given that this implementation phase is many years away for most Te Tupu Ngātahi projects, a
detailed procurement strategy should be developed for each project at an appropriate time in advance
and closer to the implementation of each project.
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Resource consents, detailed design and MSQA (professional
services contract)
Following the route protection level NoR approach described above, the remaining elements required
to prepare this project for implementation include detailed design, regional consents, resource
consents and management, surveillance and quality assurance (MSQA). Key matters to be
considered in terms of the design, consents and supervision procurement model include:


Scale: In the order of tens of millions of dollars for the total package.



Complexity: upgrades to existing rail corridor, including new upgraded road-over-rail bridges,
new stations and facilities, and a new active mode corridor. Specialist capability will be
needed to design and deliver these projects



Funding: implementation funding not confirmed except for interim Drury Central and Drury
West station as part of NZUP



Timing and urgency: Stations are required within the first decade to keep in time with livezoned areas and proposed plan changes. Four-tracking and AMC are 3rd decade.



Defined scope: consent conditions to be secured before award of physical works contract



Supplier market conditions: there are several suppliers available for this type and scale of
project in the Auckland market.



Client involvement, control and capability: client desires to retail design control



MSQA and level of construction monitoring



Non-cost success factors: strong client desire to achieve best practice environmental and
stakeholder outcomes



Tangible value for money: competitive tender process recommended

These considerations indicate that the works proposed are of a moderate scale. Rail work is a
specialist area given the relative lack of scale of the market in New Zealand. It will be important that
when these future stages are scoped and procured that rail expertise is brought in to assist in the
scoping and planning to ensure the appropriate contract form and type are used.
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.

Implementation
An implementation phase procurement strategy will be prepared as part of the next phase of this
project. Some initial issues for consideration are described below.
It is considered that a traditional Measure and Value approach, procured via an open market tender is
likely to be an appropriate approach to the physical works contract for the following reasons:


Scale – Medium scale projects with relatively low risk and limited opportunities for innovation.



Complexity – The majority of the improvement works are not considered overly complex to
construct and should be well within the capabilities of all prequalified 4A Contractors.
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Timing and urgency – there are active developers in Drury and these projects are required to
release land for urbanisation, therefore a degree of expediency is required



Defined scope - 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.



Supplier market conditions - There are several suppliers available for this type and scale of
work in Auckland which lends itself to significantly competitive forms of delivery for traditional
contracts.



Client involvement, control and capability – the client retains design control and site
supervision.



Tangible demonstration of value for money – due to the competitive tender process it is
relatively straightforward to demonstrate value for money in the construction phase.

In summary the key considerations for the procurement strategy are competitive price, timing to
construct and complete to enable land to be released for housing. This favours the Traditional delivery
model. Therefore, it is considered that a standard measure and value contract, procured through an
open market tender process would be an appropriate approach. This approach should be reviewed in
detail during the Imp DBC phase once more detail is understood and a more definitive procurement
approach can be made.
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13.5.4.2

Ongoing property management

Auckland Transport, KiwiRail and Waka Kotahi 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 properties, where required.
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14 Management Case
The Management Case describes the delivery arrangements for the next phase of each project. It
assesses whether this proposal is deliverable and demonstrates that an appropriate project
management regime is in place for the next phases of the project. It tests the project planning,
governance structure, risk management, communications and stakeholder management, benefits
realisation and assurance.
It is noted that this project sits within the wider context of the Supporting Growth programme, and as
such this management case draws on the overarching management case developed as part the wider
programme. It is noted that a separate management case has also been developed as part of the
Auckland Council DBC which identifies specific monitoring and project evaluation in terms of housing
outcomes. It is not intended to reiterate these processes, but rather the focus of this management
case is the delivery arrangements of specific project-based elements.

Route protection management
14.1.1 How is the route protection phase being governed?
Te Tupu Ngātahi has been formed to identify and protect the ‘transport system’ required to support
Auckland’s urban greenfield growth, consistent with and aligned to both the urban spatial planning
(e.g. through the Auckland Plan, Future Urban Land Supply Strategy and Unitary Plan) and as
directed by wider national policy (such as the GPS). While the next phase of work for Te Tupu
Ngātahi is to deliver route protection for the recommended network in Auckland’s greenfield growth
areas, it is recognised that meeting the programme’s investment objectives and wider policy directives
will require a system response including land use planning, travel demand management and other
system interventions.
AT and the Waka Kotahi identified that an Alliance model (working collaboratively with AT, Waka
Kotahi and professional services (legal, planning, design, communication, financial) would be the
appropriate delivery mechanism to deliver route protection outcomes in an agile, efficient manner
within a five-year programme. However, in addition it recognised the Alliance will need to work
collaboratively with owner and partner organisations in respect of the wider land use and transport
system planning and specific programme governance.
Whilst it is acknowledged that this business case also includes KiwiRail as the appropriate requiring
authority for the four tracking components, KiwiRail are engaging Te Tupu Ngātahi to route protect for
these elements and the standard Te Tupu Ngātahi governance arrangements will remain in place,
with an additional link to KiwiRail as the ‘client’ to endorse any final decisions on the proposed
designation (such as conditions and submitter responses).
Governance in the context of the Alliance is defined as the processes by which the Alliance is
directed, controlled and held to account. The Governance Management Plan has been developed
and guides the implementation of a shared understanding of why, how and who is responsible for the
effective governance of the Alliance. This structure is summarised below in Figure 14-1.
The Governance Management Plan describes the key roles and responsibilities of each of these
groups.
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Figure 14-1 Te Tupu Ngātahi governance structure
The Alliance Board are ultimately responsible for approving Alliance deliverables for release. The
Alliance Board does not replace the approval processes for AT or the Waka Kotahi.
The outcomes sought from the Te Tupu Ngātahi alliance over the next three years are:


Business cases that confirm the recommended transport network and enable investors to:
o

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

o

Make decisions to route protect corridors for longer term projects



The recommended transport network for each growth area is route protected within three
years.



Efficiency of process – In protecting the recommended networks in each of the four growth
areas together, efficiencies are sought through the business case and NoR processes.

Supporting Growth Programme | Version 1.1 |June 2021

268

Rail Package Detailed Business Case

While projects without a physical footprint are not within the scope of Te Tupu Ngātahi, these projects
(including TDM and maximising land use opportunities) are critical in meeting programme objectives
and wider policy directives and are recommended to progress in parallel with the route protection
task.

14.1.1.1 Route protection programme
Te Tupu Ngātahi’s focus is on the route protection of the strategic transport network, however the
future physical network has been ‘right sized’ based on the DBC investigations and expectations in
respect of travel demand management, land use outcomes (including local employment) and forecast
PT services. Accordingly, the investigation has included TDM and land use provisions (that support
the accessibility and mobility needs of people and businesses and improving city competitiveness,
urban form and liveability) and that are required to be in place to ensure that the route protected
transport system is sufficient to meet forecast demand.

14.1.1.2 Packaging approach
The route protection strategy sets out a methodology for identifying potential route protection
packages based on a range of "drivers" or factors. These include (for example): opportunities for
place making/achieving liveability outcomes; timing of Council's structure planning processes;
developer readiness; whether growth pressure is imminent; presence of Central Government interest;
number of affected landowners; availability of funding; presence of scheduled environmental features;
potential for adverse environmental or cultural effects.
For each notional package, preliminary route protection mechanisms have been selected from a
range of options, including NoRs for designation, developer agreements, structure plan/plan change
opportunities. The DBCs have selected NoRs for the majority of the recommended network, with a
smaller number of developer agreements proposed. The reason for this relates principally to the
issue of timing in respect of developer readiness/alignment and the Council's structure planning
timetable.

14.1.1.3 The general route protection approach
NoR for designation provide the most robust and permanent method of route protection for transport
corridors, signalling the intention of the requiring authority to implement the infrastructure at some
future time (usually within a statutory lapse period) and ensuring that land subject to the designation is
not used or developed in a manner that is incompatible with the transport purpose. The designation
enables the relevant requiring authority to retain control and provides long term certainty to the
community, landowners and developers.
Route protection in its broadest sense involves several layers; including identification,
communication and formal protection. Only the third layer, involving either NoR or land acquisition
(outright or by developer agreement), provides permanent protection that can be managed by the
investor requiring authority. Other less formal mechanisms include identification of preferred corridors
on structure plan maps, publication of those corridors to the community and inclusion of corridors in
plan change documents, either by collaboration with the proponent of the plan change (council or
developer) or by submission and participation in the hearing process.
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It is likely that all three levels of route protection will be used for the Supporting Growth network,
depending on the urgency and priority of individual network components and any funding constraints.
Ultimately, the Rail projects will all require NoRs for formal route protection.

14.1.1.4 Risks of route protection via NoR
Most NoRs lodged with Council are supported by detailed information on design and effects on the
environment because they are intended to facilitate construction in the short to medium term and are
often accompanied by applications for regional consents for the same reason. The level of
information provided may enable the requiring authority to seek a waiver of the outline plan process
because the level of certainty is so high; and the AEE and proposed conditions are sufficient to
address all outline plan matters.
By contrast, designations with a primary focus on route protection are used in situations where:


construction is not imminent and may be some decades away



there is a level of uncertainty regarding the design of the project, which given the time horizon
for implementation cannot be advanced further



maximum flexibility is required in footprint and conditions.



The level of design detail may be modest, comprising a wide corridor and an envelope of
effects, which will require particular care when assessing effects, including impacts on
property owners and other affected parties, and meeting the statutory tests. Recent
examples of route protection designations include the Waka Kotahi’s Southern Links network
of long-term infrastructure to accommodate growth in and around Hamilton City. In that case,
the intended start of construction for many of the corridors protected was at least 20 years
away.

Notwithstanding this tension between the need for certainty and flexibility, the Environment Court has
confirmed that route protection designations are contemplated by the RMA and remain an appropriate
planning mechanism, on the basis that the outline plan process is available to provide greater detail in
the future when the requiring authority is in a position to fund, design and construct the work.
However, it is also clear from case law that a route protection approach presents risks:


All NoRs must be supported by information that is sufficiently detailed to enable the nature
and scale of effects to be understood by both the court/decision maker and submitters.



There may be circumstances, such as sensitive receiving environments, where a greater level
of detail and potentially greater route specificity is required.



A decision maker is likely to impose conditions that constrain the proposed activity to the
envelope of effects that are contemplated in the NoR and are considered acceptable to the
decision maker. The Outline Plan process does not permit a requiring authority to extend the
effects beyond those considered when the NoR was approved.

For those recommended network components that will likely require implementation within the first
decade (including some where construction may immediately follow route protection), the level of
information and technical assessment required to support a NoR (and potentially the necessary
regional resource consents) will be more detailed, in line with the standard approach. These NoRs
will have a lower risk profile as a result. For Rail, it is envisaged that Drury Central Station will
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progress to route protection immediately – with the urgency driven by active developers and private
plan changes lodged in Drury. Other projects will follow in early 2021.

14.1.1.5 Lower level route protection
Lower levels of route protection include identification and communication of the recommended
transport network, including utilising opportunities presented by structure planning and plan change
processes. The proposed work programme with the Council continues to offer the best means of
ensuring that Te Tupu Ngātahi remains well placed to provide integrated and timely input into these
processes. While use of these planning processes does not provide the highest and best level of
route protection, they do offer a mechanism that will "buy time" by signalling future network intentions
to the community and property owners.
In relation to developer agreements, the key risk is that development will proceed without protection of
the recommended network, resulting in increased land values, potentially adversarial NoR processes
and sub-optimal outcomes in terms of transport and land use integration. The cost of route protection
will be higher with missed opportunities for cost sharing. There are also risks associated with
investing time in seeking developer agreements, including sunk costs where no agreement can be
reached, lack of alignment on issues, the need to compromise the recommended network in order to
achieve agreement and the risk that we reach agreement with a developer that does not align with the
Council's land use plans. The use of NoRs as a "backstop" will assist to mitigate some of these risks.

14.1.1.6 Mitigation for route protection phase risks
Te Tupu Ngātahi considers that the primary layer of mitigation for addressing route protection phase
risks involves a "whole programme" approach to route protecting the recommended network that
takes the DBC route protection recommendations and ensures a consistent, whole of programme
approach to achieving the route protection outcomes sought.
The Te Tupu Ngātahi team developed a Strategic + Local approach to programme-wide route
protection which split route protection of the IBC recommended network into the following distinct
workstreams (which has in turn driven the DBC packaging):


Strategic: Three bundles of strategic network components (North, North West and South),
comprising NoRs that are all required for long term implementation, require similar levels of
design information and assessment and will need long lapse periods. These components will
form the "spine" of the recommended network.



Local: Multiple area-based packages of arterials and active modes (new and upgrades of
existing roads). These can be packaged in a number of ways but are typically grouped
together to make a clear transport system story (i.e. this road links A to B) and they often
impact a large number of property owners in the same community, many in developed urban
areas, and will therefore require more detailed design to ascertain the width of corridors to
support upgrades and the specific nature of property impacts for both new and upgraded
arterials. Lower levels of route protection will be particularly important for these workstreams,
particularly developer agreements for new arterials in greenfield areas.



Area-wide Warkworth: There are efficiencies to be gained from advancing all Warkworth
components in one package at an early stage to align with the Council's structure plan and
plan change process, scheduled to be advanced in mid-2019.

Supporting Growth Programme | Version 1.1 |June 2021

271

Rail Package Detailed Business Case



Special projects: the North West Housing Infrastructure Fund (HIF) projects already form
special projects and the Drury Arterials are likely also to be recommended for acceleration
outside the Strategic & Local programme approach.

This approach has been ‘tweaked’ for some areas in the development of the DBCs based on the
specific risks in an area.
The second layer of risk mitigation relates to the completion of specific tasks in the programme-wide
workstream. These tasks include:


In parallel to the DBC team, a Developer Response team and workstream to engage
proactively with developers in priority areas, particularly those preparing plan changes to
ensure all opportunities for lower level route protection are maximised.



Agreeing with Council and AT protocols for participating in plan change and resource consent
processes in priority areas.



Continue to prepare ITAs as Council initiates new structure planning processes.



In respect of projects likely to require NoRs, agreeing relevant and acceptable information
levels with the Council in advance of NoR lodgement (assuming a two stage approvals
process as per the consenting strategy, with the odd exception such as NZUP projects that
may be direct referral). This workstream commenced in 2019 and early discussions with
Council confirm that they are keen to in progress this.



Agreeing protocols for undertaking more detailed "spot design" to address concerns of
specific landowners or specific locations that require a greater level of investigation (e.g.
areas of significant ecological areas (SEA) or reserve land).



Development of proposed standardised conditions in collaboration with Council to address
concerns about effects that may not be sufficiently certain at the outset (i.e. by applying
performance standards as opposed to a fixed methodology) and the matters that can
appropriately be deferred to later management plans, including any necessary public
consultation regarding the content of those plans.



Seeking extended lapse dates and agreeing property use protocols with affected landowners
that apply during an extended lapse period.



Developing a responsive yet cost-effective property acquisition strategy.

14.1.2 Who decides and approves the route protection approach?
For the non KiwiRail projects, 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 below:
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• Package Detailed Business case recommends route protection approach for each indentified intervention
• Endorsed by Te Tupu Ngatahi board
Recommend • Approved by AT and Waka Kotahi boards
RP approach • This includes funding approval for pre and post lodgement works (Commercials already agreed)

Preparation
of RP
documents

Approval of
RP
documents

Approval to
lodge

• Te Tupu Ngatahi board approve documents to be developed

• Route protection documents approved by Te Tupu Ngatahi technical leads
• Route Protection documents approved by AT and Waka Kotahi technical team

• Endorsed by Te Tupu Ngatahi board
• Approved by AT and Waka Kotahi boards
• DOCUMENTS FORMALLY LODGED

The above process allows for multiple review and staged approvals of the documents as they are
prepared.

.

14.1.3 How are different projects prioritised over others?
The benefits of route protecting each transport corridor varies subject to a range of matters, including:


Urgency – development pressure including the lodgement of private plan changes, council
structure planning, or the timing of related projects to the intervention.



Financial benefits obtained from protection – route protection can reduce property and
construction costs associated with a project. Benefits achieved are significant if protection is
obtained prior to development but erodes over time for projects in the longer term.



Place shaping – certain projects have an increased influence on the surrounding urban
environment. Protection of these project corridors is likely to enable land use and shape the
urban form within an area.



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.


Contribution to programme outcomes – The extent to which a project contributes to
the overall programme benefits including mode share, accessibility, resilience etc.
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Te Tupu Ngātahi has used the above matters to help inform a prioritised programme for route
protection as shown below:

Figure 14-2 Overall Programme Summary
There will be pressures that arise throughout the life of the programme that will result in the need for
this programme to be reviewed and refined. This prioritisation review will be done as an issue arises
and at a minimum every six months by Te Tupu Ngātahi. The Te Tupu Ngātahi management team
will make a recommendation of any prioritisation change to the Alliance board for endorsement. This
endorsement (or not) of any change will also need to consider cashflow implications for the owners.
Each DBC includes the latest thinking on route protection timing, considering the entire programme
view.

14.1.4 Property
The Te Tupu Ngātahi Programme Wide Property Strategy identifies an approach for the securing of
strategic properties. Whilst the vast majority (80%) of property purchase is typically anticipated in the
three years prior to implementation of a project, this acquisition could occur prior to route protection
being enacted, or during the route protection process. The Te Tupu Ngātahi Programme Wide
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. For the KiwiRail
properties, likewise there are established teams and processes within KiwiRail to manage this
acquisition programme.

These include:


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.
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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.



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



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.

This ongoing coordinated management and progression of the property strategy is critical to the
success of this long-term route protection programme and requires the appropriate supporting
investment.
Once a property is acquired, the existing property management of the applicable road controlling
authority will be used, and both have sufficient systems and resourcing to manage these addition
properties and NoR Management.

14.1.4.1 Who will decide on lodgement decisions?
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 and KiwiRail for the four tracking project. This
includes the Alliance getting owner endorsement from technical leads within each owner as per the
earlier described Quality Assurance process and any ‘pre board’ committees as required. 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.

14.1.4.2 Hearing management
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, Waka Kotahi or KiwiRail).
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.
All road controlling authorities have considerable experience in managing these dynamic situations
and the SGA team will work closely with the requiring authority to ensure that the required delegations
and decision-making approval processes are in place prior to lodgement.

14.1.4.3 How will property agreements be managed if this is route protection
mechanism?
Where the identified route protection mechanism does not include a designation process, such as a
developer agreement, the following steps will be undertaken:


SGA working closely with AT and/or Waka Kotahi property teams will provide technical advice
to negotiations



AT and/or Waka Kotahi will develop developer agreements
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AT and/or Waka Kotahi property teams will remain the ‘custodian’ of the agreement and
ensure any conditions are undertaken and the agreement is monitored and actioned as
required.

14.1.5 Risk and opportunity management
The Supporting Growth programme is a large programme comprised of multiple projects, inherent
with areas of uncertainty that transpire into risks and opportunities. These must be managed to
enable successful delivery.
A Risk and Opportunity Management Plan has been developed and endorsed by the Te Tupu Ngātahi
governance team. The risk management process is consistent with AS/NZS ISO 31000:2009 and is
consistent with typical risk management processes undertaken by AT and Waka Kotahi. Key
overarching risks and opportunities at a programme-wide level are set out Table 14-1.
Risk and opportunity for the programme has been included below at two levels:


Implementation risk for the recommended networks - Specific risk assessments have also
been completed for each DBC Package-.



DBC and route protection risks for the programme of route protection are outlined in Table
14-1



Each DBC has identified package specific designation risks as well as there more general
ones.
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The NoR process can be dynamic and fast moving during the hearings and therefore careful
management of the risks is required. Critical decisions are needed to be made ‘on the move’ and
therefore accurate and sound risk information is needed.
As set out in the Risk Management plan, the risks (and opportunities) are reviewed regularly,
including:


Monthly at individual project level



Quarterly at programme level

Each risk has an identified risk owner whose role is to action the plan to eliminate or mitigate the
identified risks. As well as an individual risk owner, the overall programme risk process and register is
owned and maintain by the Programme Risk Manager.

14.1.6 Comms and engagement
Te Tupu Ngātahi has an extensive and ongoing engagement and consultation programme. The
purpose of this plan is not solely to ‘consult’ with partners and stakeholders, but also to collaborate
and empower others, particularly partner organisations who have their own roles and responsibilities
in delivery of an integrated urban transport system and sustainable land use pattern (e.g. particularly
the Council).
A Communications and Engagement Management Plan has been prepared which outlines
operational policies and procedures for managing the communications, stakeholder and community
engagement workstream within Te Tupu Ngātahi. The Management Plan has informed the
Communications and Engagement Strategy and a variety of plans to inform engagement with
partners, key stakeholders and the community/public. The relationship of these documents is shown
in Figure 14-3.
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Figure 14-3: Communications and engagement

14.1.6.1 Engagement and communication next steps
Engagement and communication in the next stage will build on engagement undertaken during the
DBC phase. The focus of the engagement at a programme-wide level post the DBC’s is to:


Continue to build understanding of Te Tupu Ngātahi progress and the process of route
protection, by clearly communicating the preferred network and next steps with partners,
landowners within corridor study areas, stakeholders and the general public.



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.



Ongoing discussion with KiwiRail as an investment partner in the transport networks required
to support future urban growth



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).

Supporting Growth Programme | Version 1.1 |June 2021

283

Rail Package Detailed Business Case



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).



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.



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).



Identify opportunities for AT and Waka Kotahi to undertake early(?) property acquisition
(e.g. willing buyer/willing seller arrangements, albeit leading these processes is outside the
specific scope of work for Te Tupu Ngātahi).



Enable Te Tupu Ngātahi to inform decision makers on the risks and opportunities of
potential route protection mechanisms for the preferred network.



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.

Post route protection management
14.2.1 How will programme be governed?
The governance of this future stage is yet to be determined. This will need to be resolved prior to
obtaining the first NoR which is in the order of two years away. This is currently being explored by AT
and Waka Kotahi and the outcomes of this will need to be documented in this Management Case.

It is not critical for this governance arrangement to be determined now; however, it will need to be
resolved within the next 12-18 months with the following steps proposed in Figure 14-4.

Supporting Growth Programme | Version 1.1 |June 2021

284

Rail Package Detailed Business Case

Figure 14-4 Governance plan

These discussions will need to consider topics such as:


Funding



Programme prioritisation



Governance



Operations of the programme team

For the purposes of this management case it is assumed that some form of collaborative governance
model is adopted, such as either Option 2 or 3 above.

14.2.2 What are the key tasks in this phase?
During this phase of the programme the key tasks will include:


Management of designations obtained in previous phase



Scoping, procurement and delivery of required implementation DBCs



Scoping, procurement and delivery of projects to implementation



Purchasing and management of property acquisitions



Management of comms and engagement needs for entire programme and individual
properties

The following sections outline the details of each of these tasks.

14.2.3 NoR management
There will be the need for the ongoing management of the designations obtained through the NoR
process. This will 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.
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Both AT and Waka Kotahi have existing and proven systems for the management of these
designations and currently do this on a daily basis. The Supporting Growth designations would be
added to the respective requiring authority’s current suite of designations to manage.

14.2.4 Delivery of 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 will need to be a further investment
‘gate’ to confirm the 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:


Review of any changes in critical assumption since package DBC completed



Further design development



Safety Audit



Parallel Estimate



Consenting Strategy



Confirmation of funding sources



Inter-dependences with other projects and any critical triggers



Procurement Strategy

The scoping of this ImpDBC will be undertaken by the lead entity for the intervention and it is
recommended that:


Scoping is undertaken at least three years prior to planned implementation



The ImpDBC is completed at least one year prior to planned implementation, earlier if
property issues are anticipated.

14.2.5 Project 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 the Figure 14-5 below:
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Figure 14-5 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 the Waka Kotahi have the systems and capability to successfully manage the
procurement and delivery of each of these steps.

14.2.6 Property
Typically, the vast majority of property purchase for a project is anticipated in the three years prior to
implementation of a particular projects implementation. 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.

14.2.7 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:


Consistency of messaging to stakeholders and property owners



Availability of funding for implementation (and property funding)



Land use including housing and business/ employment yields and co-investment in the public
realm occurs at a pace and level that generally consistent with levels assumed at the DBC.



Appropriate width of designations obtained for latest transport system requirements
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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.

Overall Programme Management
14.3.1 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.
Each individual DBC has identified an assumed prioritisation at this time to best deliver the outcomes
sought. It is acknowledged that this a programme to ‘support growth’ and is therefore intrinsically
linked to the scale and pace of development that eventuates as a result of land use zoning and
market forces. Therefore, each DBC and the overall prioritisation has identified triggers for
implementation of a number of the projects in the programme.
Key principles to determine the prioritisation of the programme have included the following:


Scale and pace of development (type and pace) – It will be critical that the transport
system keeps pace and helps leads and drives (quantity is not quality in itself) the land use
response, the programme will therefore need to be flexible to changes in strategic
development pressures within the programme areas.



Mode share outcomes being delivered – It will be important that the mode shift objectives
of the programme are delivered acknowledging that poor prioritisation of the programme risks
imbedding higher levels of private vehicle use particularly if development pressures results in
land use occurring out of sequence.



Placemaking imperative being delivered – The transport system has a critical role to play
in the delivery of successful liveability and placemaking outcomes. The delivery and
prioritisation of the programme will impact on this outcome.

These principles should be continued in any further prioritisation.
At the conclusion of the route protection process undertaken by Te Tupu Ngātahi there will be an
overall programme implementation and prioritisation plan based on the information at that time.
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.
The prioritisation should therefore be reviewed regularly, with the programme reconsidered against
the prioritisation principles at least annually by AT and Waka Kotahi. It is critical that the programme
prioritisation is reviewed during the LTP and RLTP review processes.
The governance arrangement of the programme will determine how the prioritisation review is
undertaken.
Regardless of the ongoing governance arrangement of the programme, this prioritisation should occur
together with all implementation partners.
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14.3.2 Benefits realisation
14.3.2.1 General
Ongoing tracking and measurement is 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).
The BLM was used to show how an individual project contributed to the overall programme objectives
and outcomes.

14.3.2.2 Benefit Logic Mapping
The BLM was developed based on a number of inputs, including the strategic priorities contained
within the GPS which have been adopted as the strategic objectives for the programme. Figure 14-6
below describes strategic flow from the GPS through to the RLTP.

Figure 14-6 Linkages between land transport documents33
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;

33



allow subsequent time profiling of benefit realisation to inform prioritisation discussions, by
sub-programme and programme



allow more effective and consistent programme communications and stakeholder
engagement

Government Policy Statement on Land Transport, 2018/19 – 2027/28, June 2018
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minimise the amount of re-work when completing the benefits for the DBCs



inform the consenting strategy.

The BLM will act as a reference document for validating each options’ contribution to programme
benefits. Analysing options in this way will immediately address the value for money strategic
objective, by transparently demonstrating the:


return on the investment – expected benefits compared with expected cost



contribution towards the desired GPS results (benefits)



reason for the decisions, especially where there is a cost benefit ratio lower than would
normally be required for inclusion in the NLTP.”34

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. Reprioritising 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.

Optimising the outcomes from the Supporting Growth
Programme
A stated guiding principle for Supporting Growth is: ¹
“… that unconstrained demand should not be provided for, and opportunities should be sought to
influence and reduce demand before infrastructure options are considered.”
“The key drivers…are based on the following strategies: -



Managing transport demand



Flexibility to respond to changes



Shaping the future urban development”

¹ Information shown in italics is taken from the Indicative Business Case for Supporting Growth in the North.

If all the transport infrastructure projects identified in the Supporting Growth 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 have been broadly summarised into three areas, being Urban System Integration,
Transport System Optimisation and Other Transport, as shown in Figure 14-7 below.

34

Government Policy Statement on Land Transport, 2018/19 – 2027/28, June 2018, Section 2.5
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Figure 14-7 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 underutilised,
sub-optimal and critical elements such as mode-shift targets will not be met.
The following sections outline what needs to be done to ensure that these complementary and
necessary elements are also delivered.

14.4.1 Urban system integration
This programme of transport interventions by the very name of the programme (Supporting Growth) is
intrinsically linked to the urban system including land use, urban form & place quality, density &
proximity, and employment self-sufficiency etc. The programme recognises this with place making
and liveability outcomes a key focus area, alongside alignment with the future pace, location and
scale of the proposed growth.
It is therefore critical that these urban system integration outcomes are delivered alongside and at the
appropriate timing for the transport interventions recommended.
There are multiple parties involved in these aspects, including:


Auckland Council (statutory & spatial planning, consent authority, civil & social infrastructure
provider, local transport system specifier & operator, via CCO Auckland Transport)



Government departments (public facilities including schools and other facilities)



Developers (implement form and function ultimately)



Transport authorities (build stations and supporting infrastructure)



Kāinga Ora – an urban development agency to assist in delivering transport supportive urban
outcomes.



Separation in metropolitan rail provision between PT operators and infrastructure providers



Council urban renewal agencies such as Panuku in Auckland
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This is an incredibly complex arrangement as there are often competing needs and complete lack on
integration. Given this complexity and these often-competing needs, it is absolutely critical that
common outcomes sought, are clearly communicated to all parties and that parties are held to
account in the delivery of their particular aspect of the complete solution.
An Urban Strategy is a comprehensive approach to deliver the SGA vision, programme objectives
and priorities via a series of tactical and strategic urban interventions which influence land use change
and address the totality & integrated nature of the:
Urban (People + Place + Environment + Economy + Movement) +Transport (Regulatory +
Infrastructure + Technology + Mobility Providers + Service Purchasing + Customer Interface
Technologies + Customer Needs/Requirements) systems.
It is therefore recommended that an Urban Strategy by each of the Supporting Growth four areas is
developed, supported, endorsed and implemented by the appropriate parties. This is an emerging
area in the planning and delivery of programmes.
The urban environment is defined by five key aspects as shown in the Figure 14-8 below and these
along with the transport system is what an Urban Strategy focusses on to ensure the integrated urban
outcomes sought are delivered.

Figure 14-8 Five key aspects of the urban environment
Given the complexity and criticality to the programme outcomes of ensuring this integrated approach
is adopted and maintained it is recommended that a coordinated programme approach is adopted to
ensure the delivery of this important element. This is discussed in more detail in the following
sections of this report.
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14.4.2 Transport system optimisation
The Supporting Growth programme has been ‘right sized’ based on a number of assumptions,
including the current and projected urban environment and a hierarchy of interventions where travel
demand, as an example of optimisation, has been an important higher order intervention (than the
final infrastructure projects) in the programme.
TDM is one component of the totality of the transport system in Figure 14-9 below:

Figure 14-9 Transport system

The Supporting Growth programme IBCs identified a wide range of TDM 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.
It is therefore suggested that a coordinated programme approach is adopted to ensure the delivery of
this important element. This is discussed in more detail in the following sections of this report.
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14.4.3 Other transport
This programme relies on a number of other transport projects being in place within the transport
system to support the project and realise the sought outcomes. An example of this is the rail four
tracking in the Supporting Growth programme. If the rail network to the north of the study area is also
not expanded to four tracks the full benefits of this project will not be realised.
Each DBC has identified the projects they are dependent on and a series of triggers for
implementation for each project have been identified. See section 5.4.
It is therefore critical that there is cross organisation collaboration and alignment on the
implementation of these ‘other’ projects so that the outcomes sought can be delivered by all projects.
There are many competing needs and challenges to aligning multiple projects and careful planning
and management of this integration is required. There will need to be coordination between:


Waka Kotahi (funding and state highway projects)



Auckland Transport (Local roads and PT services)



KiwiRail (Rail infrastructure)



Developers (Key local transport links)



Kainga Ora

The proposed approach to ensuring this integration is outlined in a subsequent chapter of this
document.

14.4.4 Proposed approach to ensure ongoing programme interventions
To ensure these three key elements are delivered in a coordinated way to deliver the outcomes
sought, the following approach is proposed:


Urban system integration – It will be important that an Urban Strategy is developed for each
area. 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 – As with the Urban Strategy workstream, it is proposed that
a dedicated resource is tasked with ensuring the TDM elements identified are developed,
implemented and monitored.



Other transport – 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.

This approach is summarised in Figure 14-10.
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Figure 14-10 Integrated programme approach

This approach and these resources are proposed to form the Green Fields Action team, which when
combined with the two identified property roles indicates an ongoing programme management team
for the programme of five roles as outlined below.

Figure 14-11 Project management team roles

Supporting Growth Programme | Version 1.1 |June 2021

295

Rail Package Detailed Business Case

15 Conclusion and Next Steps
This Rail Detailed Business Case sets out the rationale for investing in route protection for the Rail
Package. Based on the information provided throughout this document, the following next steps and
approvals are sought:
1. Approval of the recommended Rail Package
Approval and endorsement is sought for the recommended options of the rail package, including:


Rail Upgrades (4-tracking and Level Crossing Closures) from Pukekohe to Papakura



New rail stations (Paerata station, Drury West station and Drury Central station), including the
wider footprint to enable access to the stations



Active Mode Corridor, routing from Pukekohe to Drury

2. Approval of lodgement and route protection for the Rail Stations
Approval for lodgement and route protection for the Drury Central, Drury West and Paerata Stations,
which includes the full footprint and all interchange facilities (i.e. spacing for Park and Ride, PT
interchange)
3. Approval for funding release for the rail station post lodgement activities
4. Acknowledgement of the contingent property liability and associated risk arising from
route protection of the recommended Rail Package
It is acknowledged that this business case is focussed on route protection and that there are funding
implications associated with the contingent property liability of this route protection. This business
case does not seek to resolve issues surrounding the funding required for the delivery of the
recommended new infrastructure and services. For a range of reasons including the impact of Covid19 on forward revenue projections, there is significant uncertainty surrounding the ability to fund the
programme using traditional funding mechanisms/ NLTF over the long-term. Acknowledging this
uncertainty and the forecast long-term funding gap it is recommended that route protection and
resultant property purchases be completed at this time because:


This transport infrastructure is ultimately needed and by route protecting now its
implementation will be considerably less difficult (and costly) due to a designation being in
place prior to the growth pressure coming to bare on the transport system



Route protection goes some way to reduce the impact of likely property escalation as a result
of the forecast growth



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



The forecast contingent property liability is a relatively small cost to protect the new rail
stations



The contingent property liability can be actively managed to minimise the costs
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Financially, a small investment now is forecast to save many millions of dollars in property
and implementation costs that makes financial sense



There is always funding pressure and not route protecting these corridors now in these
identified high growth areas will replicate the current BAU approach of providing infrastructure
which will not deliver the required step change outcomes sought (mode share, land use
integration and accessibility enhancements), providing a substantially less certain, effective
and ultimately less affordable transport system

The most significant risk for route protecting now is affordability due to the contingent property
liability. It is considered that this risk can be appropriately managed with organisations agreeing
through the recently endorsed Drury Local DBC to address the long- term property funding issues for
delivery of the programme by:


Having a property team focussed on the supporting growth programme



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



Develop an agreed programme position on advanced property purchase



Provide agreed programme positions outlined above to the Auckland Transport,
Waka Kotahi board for endorsement in the first quarter of 2021

and

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 Supporting Growth programme is of
a scale not undertaken before, providing unique challenges and opportunities for alternative funding
models. It is recommended for South Rail that Auckland Transport and Waka Kotahi (and also
working with Kiwirail):


Use Drury Transport Infrastructure Programme (DTIP) as the mechanism for developing and
solving the funding challenge in Drury



Ensure that the messaging to developers (e.g. through the Drury Plan Change hearing
process) that the route protection does not mean that funding is committed for implementation
at this time



Combine resources and develop a joint position on funding of the wider programmes
implementation for board approval by the second quarter of 2021. This work is forecast to
cost in the order of $200,000.
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