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STATEMENT OF REBUTTAL EVIDENCE OF IAN DAVID CLARK
FOR THE NEW ZEALAND TRANSPORT AGENCY
1

Qualifications and experience

1.1

My full name is Ian David Clark. I am a Director of Flow Transportation
Specialists, in Auckland.

1.2

My qualifications and experience are set out in my Evidence in Chief
(‘EIC’) dated 20 April 2017.

1.3

I repeat the confirmation that I provided in my EIC that I have read, and
agree to comply with, the Code of Conduct for Expert Witnesses 2014.

1.4

My rebuttal evidence relates to the resource consent applications and
notices of requirement lodged by the New Zealand Transport Agency
(‘Transport Agency’) with the Environmental Protection Authority (‘EPA’)
on 14 December 2016 for the Northern Corridor Improvements Project
(‘Project’).

2

Scope of evidence

2.1

In this rebuttal evidence, I will address matters raised in the evidence of:

2.2

a

Auckland Council (‘AC’);

b

Auckland Transport (‘AT’);

c

Mr David Willmott.

The fact that this rebuttal statement does not respond to every matter
raised in the evidence of submitter witnesses within my area of expertise
should not be taken as acceptance of the matters raised. Indeed I have
not responded to matters already addressed in my EIC.

3

Auckland Council – Traffic and Transport (evidence of Mr Tindall)

3.1

Mr Tindall’s evidence is generally very supportive of the transportation
benefits which the Project will provide.
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3.2

At paragraph 7.12 Mr Tindall states that SH18 provides a strong
disincentive for pedestrian and cyclists movements between Unsworth
Heights and Rosedale. I accept that assertion, since:
a

There are currently no footpaths along SH18, west of Caribbean
Drive, and therefore there are no pedestrian crossing facilities of
SH18 at Paul Matthews Road;

b

In theory it is possible to cycle along SH18 and turn into Paul
Matthews Road, but the road currently presents an extremely hostile
environment for cyclists, to the extent that I suggest that very few,
and only very confident cyclists would attempt to cycle across SH18.

3.3

However, I disagree with Mr Tindall’s subsequent statement (within
paragraph 7.12), that the NCI Project will result in movements between
Unsworth Heights and Rosedale becoming “completely inaccessible”. In
fact, the NCI Project will provide a new pedestrian/cycle connection
between Unsworth Heights and Rosedale, through the provision of the
proposed Paul Matthews Road overbridge, with a shared use path to be
provided along the southern side of that overbridge.

3.4

Similarly, I disagree with Mr Tindall’s suggestion at paragraph 7.46 that
the existing underpass at Rook Reserve (also known as the Alexandra
Creek Underpass) needs to be upgraded to mitigate the “increased
severance effects”. This is because I consider that the Project will reduce
and not increase transportation severance across SH18, between
Unsworth Heights and Rosedale.

3.5

Paragraph 7.45 of Mr Tindall’s evidence refers to the amenity issues at
the current Alexandra Creek underpass. The demand for the underpass
may increase as a result of the Shared Use Path proposed alongside the
northern side of SH18 from Albany Highway, and the proposed
connection from that Path to the Alexandra Creek path. However this
increase will be offset by the reassignment of some walking/cycling trips
to the new connection on the Paul Matthews Road overbridge, referred to
in paragraph 3.3 above. It will also be offset by the fact that there is
already a connection to the Alexandra Creek path from Omega Street.
Therefore people using the new Shared Use Path alongside SH18, via the
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connection to/from William Pickering Drive, may simply divert from the
Omega Street Link. This means that I do not expect the Project to lead to
a significant increase in the demand for the SH18 pedestrian underpass.
3.6

The rebuttal evidence of Mr Church and Mr Moore address Mr Tindall’s
concerns regarding:

4

a

The proposed SH18/Paul Matthews Road intersection;

b

Weaving on SH1;

c

The adequacy of the Shared Use Path connections.

Auckland Transport – Construction traffic and Traffic Operations
(evidence of Mr Peake)
Transport Effects During Construction

4.1

At paragraph 6.7, Mr Peake suggests that construction traffic effects have
not been adequately assessed. This includes references (at paragraphs
6.12, 6.16 and 6.18) to a need for details of the effects at peak times.

4.2

The Transport Agency has been liaising with Auckland Transport for some
time on this Project, and this has included meetings on a variety of issues,
including the effects during construction. It is unfortunate that Mr Peake
was not involved in this process, as it appears he is not aware of the
information provided during and following a series of meetings in mid
2016. Following a meeting on 28 July 2016 in particular, the powerpoint
presentation attached as Annexure A to this evidence was provided to all
attendees. This provided details of the effects of a range of construction
scenarios during the weekday morning and evening peaks.

4.3

Since much of this work has already been carried out, I do not agree with
the suggestions at paragraphs 6.14 and 6.22, regarding the need for
further conditions requiring additional assessments of the effects of
construction scenarios on the local road network, beyond those already
proposed at condition CTMP.4. This condition, as currently drafted,
already refers to the possible use of traffic modelling tools, and the need
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for any assessment to be undertaken in consultation with Auckland
Transport.
4.4

At paragraph 6.30, Mr Peake refers to the need for replacement of the
temporary loss of car parking at the Albany station, which would have
been required to allow the busway extension to be built. As noted in the
EIC of Mr Moore1, a revised design is now proposed, which avoids
building the busway extension over the park and ride car park. As a
result, I am advised that the temporary reduction in parking spaces will be
about 13 spaces (from a previous total of about 130 spaces). I consider
the effects of a temporary loss of 13 spaces to be negligible.

4.5

At paragraph 6.36, Mr Peake requests a modification to condition
CTMP3d(v), to ensure that at least one footpath can be retained during
construction along Rosedale Road, under SH1. I understand that this is
possible, so I support the suggested change to the condition.

4.6

At paragraph 6.43, Mr Peake refers to overweight and over dimension
routes. I do not object to Mr Peake’s suggestions regarding the addition of
a CTMP condition referring to these routes.

4.7

At paragraph 6.47, Mr Peake refers to congestion during the weekday
inter peak and weekend periods as justification for additional conditions
which would limit construction during those periods. The current
conditions are intended to constrain construction activity which may
adversely affect the capacity of the transport networks at those time
periods of the highest traffic demands and the greatest congestion, and
also the times of the greatest demand for public transport. To overly
constrain this activity right throughout the weekday and the weekend
would, in my view severely constrain the ability to progress the
construction of the Project.2 However, I have suggested to Mr McGahan
that minor modifications to the condition could assist in clarifying the
intent.

Paragraph 7.22 of Mr Moore’s statement of evidence in chief, 20 April 2017.
I note that I am not an Engineer, and I am relying on the evidence of others, such as Mr Moore and Mr Hale on the need to carry out
works that will temporarily affect the capacity of the transport network.
1
2
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4.8

At paragraph 6.48, Mr Peake refers to a statement within the Assessment
of Transport Effects, which indicated that buses will be affected by
congestion at the McClymonts Road / Medallion Drive. I note that that
section of the Assessment Report was referring to a number of potential
temporary scenarios, and some of these are not now to be permitted,
under the draft conditions. Condition CTMP.3.d (v) refers to maintaining
two way traffic on Rosedale Road, with signalised shuttle working. Table
31 of the Assessment Report indicates that this is predicted to lead to an
increase in flows on McClymonts Road, from 17,500 vehicles/day, two
way, in 2018, without the NCI construction, to 18,000 vehicles/day with
the Rosedale Road shuttle signals (termed Scenario C in Section 8.2.1 of
the Assessment of Transport Effects) More critically, the models indicate
that the approach from the McClymonts Road overbridge to the Medallion
Drive roundabout will be operating within capacity during the critical
morning peak, and without any increase in delay during the evening peak,
indicating that no mitigation will be required. .

4.9

Similar comments relate to the suggestion of impacts on buses on Oteha
Valley Road. Table 31 of the Assessment Report indicates that the
scenario with two way traffic on Rosedale Road, with signalised shuttle
working, is predicted to lead to an increase in flows on Oteha Valley
Road, from 24,600 vehicles/day, two way, in 2018, without the NCI
Project construction, to 25,000 vehicles/day with the Rosedale Road
shuttle signals, an increase of less than 2%.

4.10

At paragraph 6.49 Mr Peake refers to the effects of the temporary
restrictions on right turns to/from Paul Matthews Road. I accept the need
to discuss the implications of this closure on buses, during the
forthcoming expert witness caucusing, as this is an area where buses are
likely to be adversely affected by increases in travel time and distance.

4.11

At paragraph 6.52, Mr Peake recommends a series of conditions relating
to buses during the construction period. I address the main issue at
section 5 below, but I also expect the Transport Agency and Auckland
Transport to work together to minimise adverse effects of construction on
buses, as minimising effects on buses will benefit both state highway
users and bus passengers. This is one reason why the Transport Agency
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has endeavoured to work closely with Auckland Transport on
development of the Project.
4.12

As a result of the above, I do not support the suggestion of a condition
specifying bus travel times and reliability surveys, as I consider that the
concept of the Transport Agency and Auckland Transport working
together to minimise adverse effects of construction on buses to be a
preferable approach.
Operational Transport Effects

4.13

At Section 7 of his evidence, Mr Peake discusses a number of operational
traffic effects which he considers require further investigation (and
potential mitigation) during detailed design.

4.14

At paragraph 7.13 Mr Peake refers to “previous network modelling” which
foresaw a need for four traffic lanes on McClymonts Road. I am unclear
what previous modelling is being referred to. It may be modelling carried
out for the former North Shore City Council, and it may have been for
scenarios which did not include the NCI Project.

4.15

At paragraph 7.14, Mr Peake refers to the forecast flows on McClymonts
Road, and at paragraph 7.15 he states that forecast reductions do not
appear to be appropriate. I have reviewed the model, and can advise that
the effects of the Project on McClymonts Road are predicted to be as
follows (all in 2031):

4.16

a

East of Motorway: -350 vehicles/day

b

On motorway overbridge: +1,050 vehicles/day

c

West of Elliott Rose Avenue: +2,050 vehicles/day.

The reduction in flows to the east of the motorway will reflect the removal
of buses between the Albany station and the bus only southbound on
ramp. These buses currently have to travel beyond the on ramp and U
turn at the Medallion Drive/McClymonts Road roundabout, and the
removal of these buses (onto the Busway Extension) will benefit the
operation of that roundabout.
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4.17

At paragraph 7.16 Mr Peake refers to the McClymonts Road bridge as
operating at capacity, without and with the NCI Project. From the
following paragraph (7.17) it is apparent that link capacity is being referred
to, but in fact the NCI SATURN model indicates the forecast flows to be
within capacity of a single lane in each direction. However, it is indeed
the case that the single lane roundabout at McClymonts Road/Medallion
Drive is predicted to be at capacity in the weekday morning and evening
peaks, without and with the Project.

4.18

As noted above, the Project is predicted to reduce flows at the critical
location (the roundabout), meaning that the McClymonts Road Bridge
does not need to be widened to mitigate the adverse effects of the
Project. I understand that the new bridge has been designed so that it will
be possible to provide additional traffic lanes in the future, but if widening
is in fact considered at a later date, the effects would need to be carefully
assessed. This would not only include transportation matters, but visual
impact, land requirements, constructability and other matters would also
need to be addressed. In terms of transport issues, I note that
McClymonts Road crosses the motorway into the area directly adjacent to
the Albany Busway station. Therefore it may be undesirable to encourage
greater through traffic (e.g. between the East Coast Bays and Albany) to
pass through this area, or indeed through the east-west residential streets
to the east of the motorway.

4.19

At paragraph 7.34 Mr Peake refers to the further assessment work being
undertaken on the operation of Rosedale Road and the intersections of
Tawa Drive, Triton Road and Apollo Drive. Table 2 of my EIC includes
forecast flows on Rosedale Road and Tawa Road and the NCI Project is
predicted to lead to traffic flow reductions on these two roads. Table 2 did
not refer to flows on Apollo Drive, but reductions of about 4,000
vehicles/day are forecast along that route, south of Triton Drive.

4.20

Therefore, with reductions in flows forecast on all of these roads, the
Project is not required to mitigate adverse effects in this area. However,
the further assessment now underway refers to the potential effects of the
possible provision of an additional Busway station at Rosedale Road, and
this work is seeking to establish whether additional capacity is required in
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the area, either due to additional traffic being attracted due to the bus
station (such as “Kiss and Ride” traffic), or in order to ensure a
satisfactory level of service for the feeder buses which would be required
to serve the new station – if a new station at Rosedale Road is
progressed. The traffic and transportation effects of any new Busway
station will be assessed at the time planning approvals are sought for it.
4.21

At paragraphs 7.5 to 7.12 and 7.36 to 7.38 Mr Peake refers to the NCI
Project leading to adverse effects on Oteha Valley Road and on Albany
Highway (south of the SH18 interchange). This is correct. It is often the
case that adverse effects on local roads are forecast just beyond the
extent of a project boundary, as the Project will increase the rate at which
traffic can pass through that area, and there are two such instances
referred to here, and I will deal with each in turn.

4.22

Auckland Transport has been aware of the NCI Project for some time and
has, in parallel, been progressing the Albany Highway South project,
covering the section of Albany Highway between the SH18 Interchange
and Sunset Road. The NCI Project is expected to increase traffic flows in
this location by about 2,000 vehicles/day in 2031, an increase of under
5%. Based on the cross section of the recently completed Albany
Highway North project, and on the details included within the 2031 traffic
models for the Albany Highway South project (with the agreement of
Auckland Transport, I understand that the southern project will be more
about changing the road from a “rural highway” to an “urban road”, for
example, by providing walking and cycling facilities and improving safety,
rather than to increase the capacity for traffic. Indeed, the capacity of the
route for traffic will be determined primarily by the capacity of the main
intersections, namely the SH18 interchange in the north and the Albany
Highway/Sunset Road intersection in the south. Funding of the Albany
Highway South project has been delayed (by Auckland Transport). While
the NCI Project will increase the traffic demand slightly (by under 5%), I
do not consider that it can reasonably be argued that the NCI Project
brings forward the need for the (Albany Highway South) project, when
there is already a need to change the road from a rural highway to an
urban road, and to safely provide for pedestrians and cyclists.
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4.23

Auckland Transport has prepared a Corridor Management Plan for Oteha
Valley Road. The Corridor Management Plan allows for a comprehensive
consideration of transport in this location. In my view this is the
appropriate mechanism for considering how the transport environment
should be adjusted once the NCI Project is operational. Furthermore, I
consider that the evidence of Mr Peake contains several omissions in
identifying the effects of the NCI Project on this route:
a

At Table 1 (following paragraph 7.6), he reports on the predicted
performance of the interchange during the 2021 evening peak, based
on modelling carried out by my colleagues. However his evidence
omitted to include the 2021 or 2031 morning peak results, when the
NCI Project is predicted to improve the operation of the interchange.
It also omitted to include the 2031 evening peak results, when the
NCI Project is predicted to lead to an increase in the maximum
degree of saturation, but a decrease in the maximum queue. Also, I
note that the 2021 evening peak modelling was based on a 120
second cycle time for the scenario without the Project, but an 80
second cycle time for the scenario with the Project. This does not
give a like for like comparison, to the extent that, in my view, the 2021
results should be given lower weight;

b

At paragraph 7.10, Mr Peake does refer to the 2031 modelled results,
but he omitted to identify that the performance of the intersection is
predicted to improve as a result of the NCI Project, with a slight
reduction in the maximum degree of saturation and a reduction in the
maximum queue.

4.24

In other words, in my view, the effects of the NCI Project on the future
operation of Oteha Valley Road are far less clear cut than indicated by
Mr Peake, to the extent that I do not agree that the Transport Agency
should be required to mitigate the adverse effects. I note that Table 2 of
my EIC indicated that the Project will increase flows on Oteha Valley
Road by 2,300 vehicles/day in 2031, east of SH1 (an increase of 6%) and
decrease flows by 1,200 vehicles/day, west of Munroe Lane (a decrease
of 6%).
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4.25

While I accept that there will be locations where the NCI Project will lead
to greater traffic flows on local roads, in my view these locations are
limited. Overall, Table 2 within my EIC noted that several local roads in
the vicinity of the Project will experience reduced traffic flows, which will
benefit all users of those roads (vehicles, buses, cyclists and pedestrians).
The transfer of vehicles from the local roads to the state highways should
also reduce the local road maintenance requirements for Auckland
Transport, and delay or avoid local road improvements which would
otherwise be required.

5

Auckland Transport – Public Transport (evidence of Mr Maule)

5.1

The evidence of Mr Maule expresses concerns regarding the temporary
effects of the construction of the NCI Project on the Northern Busway, and
his evidence states that the current wording of the condition relating to
buses is too vague.3

5.2

Following discussions with Mr Hale and Mr Moore, I understand that it
should be possible to construct the Project without closing the existing
bus priority measures along the motorway. Therefore, as recommended
by Mr Maule, I accept that Condition CTMP 3d(ii) should be modified, to
remove reference to the phrase “where reasonably practicable”. However
Condition CTMP.3d (ii) refers to the fact that the bus only on ramp from
McClymonts Road and the bus only access to the Constellation Station
may need to be temporarily closed. I consider that it would be useful to
explain within that condition what is meant by “temporary”

5.3

I note that Mr Maule refers to the need to ensure that any diversion route
for routes that are served by double decker buses needs to be able to
accommodate these buses. This is clearly the case, although I am not
clear that this issue needs to be included in a condition.

3

Paragraph 7.5 of Mr Maule’s evidence for Auckland Transport.
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6

Centre for Urban and Transport Studies (evidence of Mr Willmott)

6.1

Much of Mr Willmott’s evidence relates to his views on transport and land
use planning in general. These views do not specifically relate to the
effects of the NCI Project, so I will not respond to these general points.

6.2

In addition, it is not apparent if Mr Willmott has seen the evidence
provided by witnesses for the Transport Agency, as he does not refer to
any of that evidence.

6.3

In my EIC I responded to some aspects of Mr Willmott’s submission, at
paragraphs 14.5 to 14.8, relating to the capacity at the Upper Harbour
interchange and the future proofing of the ramps between SH18 (west)
and SH1 (south). I will not repeat those points

6.4

At section 6.1 (1) of his evidence, Mr Willmott states that buses travel at 5
minute intervals on the existing busway, and at section 5.5 it is apparent
that he is referring to the busiest section of the existing busway, at
Akoranga, in the peak direction. His assertions regarding a frequency of
buses at five minute intervals leads him to conclude that there is room for
300 cars between each bus. This implies a capacity of a single traffic
lane of 3,600 vehicles/hour4, whereas the capacity of a single lane is
generally taken to be around 1,800 vehicles/hour. Clearly then, to allow
300 cars between each bus would lead to significant congestion on the
Busway – reducing the attraction of the Busway for bus passengers.

6.5

The most recent count I have of buses using the Busway, through the
Akoranga station, indicates a frequency of about 70 per hour, in the peak
direction, in 2013. At that time, the Busway was carrying about 3,300
persons per hour in the citybound direction. Information from Auckland
Transport indicates significant growth in public transport patronage since
20135, and this growth is expected to continue. However, even this 2013

A bus at five minute intervals gives 12 buses per hour. If, as Mr Willmott suggests, there are 300 cars between each bus, this implies
3,600 vehicles/hour in a single lane.
5 https://at.govt.nz/about-us/reports-publications/at-metro-patronage-report/
4
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figure is above the maximum person carrying capacity of a general traffic
lane, which may be between 2,160 to 3,000 persons per hour per lane6.
6.6

Patronage forecasts were provided for the proposed extension of the
Busway, at Section 7.5.2 of the Assessment of Transport Effects, giving
peak directional demands in 2021 of up to 3,960 people southbound
during the two hour morning peak, rising to 4,850 by 2031.

6.7

Therefore, I do not share Mr Willmott’s concern about the extension of a
“CBD serving northern busway”.

7

Waste Management Ltd (evidence of Mr Kennedy and Ms Brabant)

7.1

The evidence of Mr Kennedy and Ms Brabant expresses concerns
regarding the temporary works proposed on Rosedale Road.

7.2

At paragraph 6.22, Mr Kennedy requests that the Transport Agency be
required to provide a construction programme in relation to the Rosedale
Road construction works, well in advance of those works commencing. At
paragraph 10.4, Ms Brabant seeks that the CTMP should be prepared in
consultation with operators of high traffic generating activities (in excess
of ** vehicle movements on average per day) due to their high reliance on
the road network and the implications on their operations from road
restrictions.

7.3

I note that the conditions already proposed by the Transport Agency
include condition SCP.3, which states that the Stakeholder and
Communications Plan should include business groups, and it requires
“Briefings for key stakeholders (including emergency services, business
associations, local boards and road user groups) at least quarterly, ahead
of all major milestones or road closures”. This appears to adequately
address the issue of concern to Waste Management Ltd.

A person carrying capacity of 2,160 persons per hour is based on 1,800 vehicles/hour, with an average occupancy of 1.2. Some
sections of the motorway operate with almost 2,000 vehicles/hour/lane, and the capacity of 3,000 persons/hour is based on this high
vehicle flow rate, and with an aspirational figure of 1.5 persons per vehicle
6
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______________________
Ian David Clark
15 June 2017
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Annexure A: Powerpoint Presentation provided to Auckland
Transport on 28 July 2016
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Northern Corridor
Improvements
Construction Tests
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• Upper Harbour (SATURN) Model – Peer Reviewed
• Updated (July 2016) to include Auckland Transport
feedback
• 2021 Do minimum models used for Construction
Tests
• Morning Peak (AM) and Evening Peak (PM) have
been summarised.

NCI Transport Modelling

17

NCI Transport Modelling

18

Albany
Highway

Bush Road

Albany Expressway

NCI Transport Modelling

Constellation Drive

Rosedale Road

Greville Road

McClymonts Road

Oteha Valley Road
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• Test 4 – Paul Matthews – Left in, Left out only

– Traffic signal allowing one way traffic movement

• Test 3 – Rosedale Road Underpass – Full Closure
• Test 3A – Rosedale Road Underpass – Partial Closure

– Traffic signal allowing one way traffic movement

• Test 2A – McClymonts Road Bridge – Partial Closure

– Buses rerouted to Oteha Valley Road

• Test 2 – McClymonts Road Bridge – Full Closure

– SH1 speed reduced to 80km/h
– SH18 speed reduction to 60km/h (from 80km/h) and 80 km/h (from 100km/h)
– 10% capacity reduction to midblock capacity

• Reference Case – 2021 Do Minimum
• Test 1 – State Highway Capacity Reductions

Construction Tests - Overview
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–
–
–
–

Network Summary Statistics
State Highway Predicted Travel Times
Flow Difference Plots
Intersection and Link Delay Plots

• High Level Assessment – noting that the awarded
contractor may have a different methodology
• SATURN assumes settled traffic conditions, with road
users having knowledge of their route which is frequently
travelled
• Predicted network performance has been assessed using
the following outputs:

Construction Tests - Assessment
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• Capacity reductions on SH1 and SH18 have a
considerable impact on overall network performance

• Provides a guide on the relative impact each test has
across the network, when compared against the
Reference Case

Network Summary Statistics
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• Marginal increases in delay predicted on SH18

• SH1 AM southbound and PM northbound already
experience congestion. A reduction in capacity (through
narrowed lanes and increased side friction is predicted to
increase delay)

State Highway Travel Times
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Difference based on the Reference Case

2021 Predicted Daily Flow Differences
Test 1: State Highway Capacity Reduction
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Reference Case

Test 1

Only slight changes in link delays
over the Reference Case
• SH18 westbound
• East Coast Road approach to
Greville Road intersection

Relative to the Reference Case,
reduced LOS predicted at:
• Albany Highway interchange
• Constellation Drive/East Coast
Road intersection
• East Coast Road intersections

Comment

2021 Predicted Delays (AM Peak)
Test 1: State Highway Capacity Reduction
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Reference Case

Test 1

Relative to the Reference Case,
increased delays are predicted on:
• SH1 northbound
• Bush Road
• Apollo Drive
• Constellation Drive

Relative to the Reference Case,
reduced LOS predicted at:
• Albany Highway interchange
• Rosedale Road / Bush Road
intersection

Comment

2021 Predicted Delays (PM Peak)
Test 1: State Highway Capacity Reduction
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Difference based on Test 1

2021 Predicted Daily Flow Differences
Test 2: McClymonts Road – Full Closure
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Reference Case

Test 2

Relative to the Reference Case,
increased delays are predicted on:
• Albany Expressway
• Hugh Green Drive
• Oteha Valley Road Interchange

Relative to the Reference Case,
reduced LOS predicted at:
• Albany Highway Interchange
• Constellation Drive/East Coast
Road intersection
• Oteha Valley Road interchange
• East Coast Road intersections

Comment

2021 Predicted Delays (AM Peak)
Test 2: McClymonts Bridge – Full Closure
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Reference Case

Test 2

Relative to the Reference Case,
increased delays are predicted on:
• SH1 northbound
• Bush Road
• Albany Expressway
• Apollo Drive
• Constellation Drive

Relative to the Reference Case,
reduced LOS predicted at:
• Albany Highway interchange
• Rosedale Road / Bush Road
intersection

Comment

2021 Predicted Delays (PM Peak)
Test 2: McClymonts Bridge – Full Closure
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Difference based on Test 1

2021 Predicted Daily Flow Differences
Test 2A: McClymonts Road – Partial Closure
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Reference Case

Test 2A

Relative to the Reference Case,
increased delays are predicted on:
• Albany Expressway
• Hugh Green Drive

Relative to the Reference Case,
reduced LOS predicted at:
• Albany Highway interchange

Comment

2021 Predicted Delays (AM Peak)
Test 2A: McClymonts Bridge – Partial Closure
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Reference Case

Test 2A

Relative to the Reference Case,
increased delays are predicted on:
• SH1 northbound
• Bush Road
• Apollo Drive
• Constellation Drive

Relative to the Reference Case,
reduced LOS predicted at:
• McClymonts Road
• Albany Highway interchange
• Rosedale Road/Bush Road
intersection

Comment

2021 Predicted Delays (PM Peak)
Test 2A: McClymonts Bridge – Partial Closure
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Difference based on Test 1

2021 Predicted Daily Flow Differences
Test 3: Rosedale Road – Full Closure
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Reference Case

Test 3

Comment

Relative to the Reference Case,
increased delays are predicted on:
• Albany Expressway
• Hugh Green Drive
• East Coast Road
• Spencer Road
• Greville Road
• Upper Harbour Highway
• Albany Highway interchange

Relative to the Reference Case,
reduced LOS predicted at:
• Albany Highway interchange
• Rosedale Road/Hugh Green
Drive/Apollo Drive intersection
• Caribbean Drive/Sunset Road
intersection
• Constellation Drive interchange
• East Coast Road intersections

2021 Predicted Delays (AM Peak)
Test 3: Rosedale Road – Full Closure
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Reference Case

Test 3

Comment

Relative to the Reference Case,
increased delays are predicted on:
• SH1 northbound
• Bush Road
• Albany Expressway
• Apollo Drive
• Greville Road
• Spencer Road
• Constellation Drive

Relative to the Reference Case,
reduced LOS predicted at:
• Albany Highway interchange
• Rosedale Rd/Bush Rd
intersection
• Constellation Drive interchange
• Greville Rd/Tawa intersection
• Greville Road/Hugh Green
Drive intersection
• Caribbean/Sunset intersection

2021 Predicted Delays (PM Peak)
Test 3: Rosedale Road – Full Closure
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Difference based on Test 1

2021 Predicted Daily Flow Differences
Test 3A: Rosedale Road – Partial Closure
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Reference Case

Test 3A

Relative to the Reference Case,
increased delays are predicted on:
• Albany Expressway
• Greville Road

Relative to the Reference Case,
reduced LOS predicted at:
• Rosedale Road
• Albany Highway interchange
• Constellation Drive interchange
• East Coast Road intersections
• Greville Road/Hugh Green
Drive intersection

Comment

2021 Predicted Delays (AM Peak)
Test 3A: Rosedale Road – Partial Closure
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Reference Case

Test 3A

Relative to the Reference Case,
increased delays are predicted on:
• SH1 northbound
• Bush Road
• Apollo Drive

Relative to the Reference Case,
reduced LOS predicted at:
• Albany Highway interchange
• Rosedale Rd/Bush Rd
intersection
• Greville Rd/Tawa Rd
intersection
• Caribbean/Sunset intersection

Comment

2021 Predicted Delays (PM Peak)
Test 3A: Rosedale Road – Partial Closure
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Difference based on Test 1

2021 Predicted Daily Flow Differences
Test 4: Paul Mathews Road – Left In Left Out
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Reference Case

Test 4

Relative to the Reference Case,
increased delays are predicted on:
• Upper Harbour Highway
• Albany Highway interchange

Relative to the Reference Case,
reduced LOS predicted at:
• Albany Highway interchange
• Constellation Drive/East Coast
Road intersection
• Constellation Drive interchange
• East Coast Road intersections

Comment

2021 Predicted Delays (AM Peak)
Test 4: Paul Matthews Road – Left In Left Out
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Reference Case

Test 4

Relative to the Reference Case,
increased delays are predicted on:
• SH1 northbound
• Bush Road
• Constellation Drive

Reduced LOS is predicted at:
• Albany Highway interchange
• Rosedale Road/Bush Road
intersection
• Constellation Drive interchange
• Constellation Drive/East Coast
Road intersection

Comment

2021 Predicted Delays (PM Peak)
Test 4: Paul Matthews Road – Left In Left Out
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37,800
20,300
30,400
24,300
26,900
24,100
16,500
22,500

14,900
21,700
21,600
36,300
38,400
27,100

Oteha Valley Road (west of Munroe Ln)

McClymonts Road (SH1 bridge)

Greville Road (east of SH1)

Rosedale Road (west of Tawa Dr)

Rosedale Road (SH1 underpass)

Rosedale Road (west of Apollo Dr)

Constellation Drive (east of Apollo Dr)

Sunset Road (near SH1)

Albany Highway (south of Wharf Rd)

Albany Highway (south of Rosedale Rd)

Albany Highway (south of Upper Harbour Dr)

Albany Expressway (west of SH1)

Albany Expressway (west of Bush Rd)

Ref
Case

Oteha Valley Road (east of SH1)

Road

27,200

38,100

38,000

21,900

21,900

16,300

22,200

17,000

24,400

27,800

25,100

30,600

20,100

36,900

Test 1

34,700

46,300

38,000

23,200

22,500

16,000

22,400

21,200

28,700

27,900

30,700

0

18,600

48,300

Test 2

28,400

41,300

37,600

22,000

21,700

15,800

22,400

17,500

25,300

27,600

26,700

15,700

22,900

45,000

Test 2A

Traffic Flows (2021, daily flows)

26,100

35,400

39,800

22,100

22,100

18,600

21,700

5,100

0

20,300

32,400

35,000

20,000

38,100

Test 3

-10% or more

+10% or more

27,200

37,100

38,500

21,900

21,900

17,000

22,100

13,200

16,000

25,600

28,200

31,800

20,000

37,100

Test 3A

27,300

38,700

38,600

22,100

21,500

16,500

21,900

17,000

24,800

29,200

25,300

30,600

20,400

36,800

Test 4
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Caribbean Drive (North of Goldfinch Rise)

Paul Matthews Road (east of Bush Rd)

Unsworth Drive (south of Barbados Dr)

Unsworth Drive (north of Albany Hwy)

East Coast Road (north of Constellation Dr)

East Coast Road (north of Browns Bay Rd)

East Coast Road (north of Greville Rd)

Apollo Drive (north of Constellation Dr)

Tawa Drive (north of Rosedale Rd)

Bush Road (north of Piermark Dr)

William Pickering Drive (nth of Piermark Dr)

Road

Test 1
16,900
31,100
17,100
26,800
19,700
15,500
34,800
7,300

4,100
24,000
15,100

Ref
Case
16,100
30,800
17,600
26,000
18,900
15,300
34,200
6,600

3,700
23,900
15,100

15,400

24,700

3,800

6,700

34,600

14,300

19,400

26,800

21,500

31,200

16,800

Test 2

15,300

24,300

3,900

6,900

34,600

14,900

18,700

26,400

18,500

31,200

16,900

Test 2A

Traffic Flows (2021, daily flows)

16,300

27,400

4,000

7,600

36,000

22,100

20,500

27,900

22,000

30,800

16,800

Test 3

-10% or more

+10% or more

15,200

22,200

4,100

7,400

35,400

16,800

19,900

27,000

15,200

30,900

16,700

Test 3A

13,500

15,200

4,000

8,100

35,100

15,800

19,600

27,600

17,800

30,000

15,500

Test 4
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• Assessment completed based on 2021 volumes –
therefore considers continued growth
• Generally, increased volumes are predicted across
the local road network
• McClymonts Road partial closure key for protecting
bus routes and frequencies, as well as pedestrians
• Rosedale Road full closure has the greatest impact on
the local network performance, followed closely by
Paul Matthews Road left in left out

Summary
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Questions?
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7-8am
8-9am
12-1pm
1-2pm
3-4pm
4-5pm
5-6pm

0
0
0
0
3
1
0

Child

0
0
0
0
0
0
0

Acc.
Child

2
2
11
9
15
19
23

0
1
0
0
0
0
0

0
0
0
0
2
1
0

Adult Elderly Cyclist

Eastbound (towards Spencer Road)

3
5
0
0
0
0
0

0
1
0
0
2
0
0

Acc.
Child

33
62
17
7
10
2
5

0
0
0
0
0
0
0

0
0
0
1
0
0
0

Adult Elderly Cyclist

Westbound (towards Albany)
Child

Active Mode Surveys
McClymonts Road Bridge

38
71
28
17
32
23
28

Total
Active
Two
Way
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7-8am
8-9am
12-1pm
1-2pm
3-4pm
4-5pm
5-6pm

0
0
0
0
0
1
0

Child

0
0
0
0
0
0
0

Acc.
Child

5
1
1
4
4
5
3

0
0
0
0
0
0
0

4
4
0
3
4
3
2

Adult Elderly Cyclist

Eastbound (towards East Coast Road)

0
0
0
0
2
1
0

Child

0
0
0
0
0
0
0

Acc.
Child

2
3
8
5
4
2
14

0
0
0
0
0
0
0

2
5
0
0
1
1
3

Adult Elderly Cyclist

Westbound (towards Albany Highway)

Active Mode Surveys
Rosedale Road Underpass

13
13
9
12
15
13
22

Total
Active
Two
Way
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New Bus Network

48

