30 August 2021

Environment Protection Authority
Private Bag 63200
Wellington
6140
Attention: Christina Smits
christina.smits@epa.govt.nz

Dear Christina
FAST TRACK CONSENTING DOMINION ROAD MIXED USE DEVELOPMENT
HG REF: A2111384.00
TRAFFIC ENGINEERING REVIEW - EVIDENCE OF MR TODD LANGWELL, DATED
13 AUGUST 2021
1.0

INTRODUCTION
Harrison Grierson has been appointed by the Environment Protection Authority
(‘EPA’) to complete a traffic and transportation engineering review of the
proposed mixed-use development at 360 Dominion Road, 88 Prospect Terrace
and 113 Grange Road, Auckland (‘the subject site’).
The application has been lodged using the Covid-19 Recovery (Fast-Track) Act
2020.
Harrison Grierson undertook a peer review of the proposal dated 6 July 2021.
Within this peer review, several recommendations for further assessment were
documented, particularly in relation to road safety and traffic modelling.
On the 19 August 2021, the applicant provided further assessment and a
Statement of Evidence prepared by Mr Todd Langwell dated 19 August 2021.
This included a peer review and additional traffic modelling prepared by Flow
Transportation Consultants (FLOW), dated 12 August 2021. A peer review
report of the trip generation assessment and modelling dated 13 August 2021,
prepared by BECA.
The EPA has now requested I review the information in response to the further
information requests and provide updated advice to the Expert Panel.
As identified in HG’s original report, traffic modelling is outside my area of
expertise and my professional opinion relating to modelling is limited to the
assumptions included within the model and interpretation of the modelling
results. I therefore rely on Auckland Transport’s experts in transport modelling
as to whether the traffic modelling is appropriate, correct and robust.
My report should be read in conjunction with HG’s original peer review report,
dated 6 July 2021.
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2.0

EVIDENCE OF MR TODD LANGWELL
I have reviewed the evidence of Mr Todd Langwell and my comments are below
incorporating the following sections of his evidence:

3.0

•

Traffic modelling

•

Vehicle access including:
–

Vehicle tracking – rear service lane

–

Prospect Terrace – alternative access arrangement

–

Visibility Splay and site distance assessment

•

Addressing Safety concerns

•

FLOW traffic modelling report

•

BECA traffic modelling peer review

•

Intersection concept design plans

TRAFFIC MODELLING
Mr Langwell focused his traffic modelling on the signalisation of the two
intersections on Dominion Road, namely:
•

Dominion Road, Prospect Terrace and Burnley Terrace

•

Dominion Road, Grange Road and King Edward Street.

The purpose of the traffic modelling is to evaluate the signalised intersections
to target the safety benefits for pedestrians, as identified in HG’s report of the 6
July 2021. Mr Langwell provided the following additional modelling Scenarios:
•

Scenario D (Optimised) – Traffic Signals at Dominion Road and Prospect
Terrace. This modelling investigates further modelling and opportunities
to resolve traffic related effects.

•

Scenario D (Refined) – Traffic Signals at Dominion Road and Prospect
Terrace based on the feedback and recommendations in the peer review
by BECA.

•

Scenario E – Traffic Signals at Dominion Road and Grange Road.

The traffic modelling assessed the signalisation of the Dominion Road and
Prospect Terrace intersection, and separately, signals at the Dominion Road
and Grange Road intersection. I note Mr Langwell’s traffic modelling does not
assess traffic signal at both intersections together. I consider this to be an
omission in Mr Langwell’s traffic modelling for the following reasons raised in
my previous report:
•

The primary concern with intersection design presented in the ITA was
the safety of pedestrians crossing Prospect Terrace and Grange Road.

•

HG recommended traffic signals be assessed primarily to address the
adverse effects of the safety for pedestrians regarding the two-lane
approach Stop controlled intersections. This was also requested by
Auckland Transport.

•

The alternative design for Dominion Road and Grange Road with a single
lane approach appears not to sufficiently address the safety concerns for

pedestrians. I provide further commentary about this within Section 5,
below.
•

3.1

To provide a robust assessment of all options, the traffic modelling
should have incorporated traffic signals at both intersections.

OPTIMISATION OF SCENARIO D – TRAFFIC SIGNALS AT PROSPECT
TERRACE AND DOMINION ROAD
Mr Langwell’s additional traffic modelling provided the following results for the
Thursday PM peak in Table 1 below.
TABLE 1 – DOMINION ROAD/PROSPECT TERRACE - THURSDAY PM PEAK
TRAFFIC MODELLING

I have summarised the results below:
•

The Bus travel time on Dominion Road Northbound is less than the Base
Case, Scenario B (Stop Control intersections, two lane approach) and
Scenario D (Signalised - Optimised). The modelling therefore predicts an
improvement to the Dominion Road corridor.

•

Dominion Road Southbound shows a 15 second increase in bus travel
time along the corridor compared to the Base Case and Scenario B. This
is unlikely to be noticed by bus passengers.

•

The General Traffic travel time for both Northbound and Southbound
travel time is less that the Base Case, Scenario B and Scenario D
(Optimised).

•

At Prospect Terrace, controlled by traffic signals, the average delay is 52
seconds and one minute and 22 seconds. This is acceptable as the traffic
will be held on a red signal less than two-minute, the recommended
maximum duration before a driver is given a green light.

•

At Grange Road, with traffic held at the Stop line, the delay is
approximately 1 minute, which is similar time-period to the Base Case. I
consider this delay is acceptable at a priority-controlled intersection.

In summary, providing Auckland Transport support the traffic modelling
results, Scenario D (Refined) appears acceptable from a traffic modelling
perspective. However, I provide further commentary on road safety later in the
report.

The traffic modelling results for Saturday Peak period is shown in Table 2,
below.
TABLE 2 – DOMINION ROAD/PROSPECT TERRACE - SATURDAY PEAK
TRAFFIC MODELLING

The Saturday results provide similar results for Northbound Bus and General
Traffic for Scenario B, Scenario D (Optimised), and Scenario D (Refined) with
travel times in the region of 8 minutes to 8 minutes and 30 seconds. This is
compared to the Base Case of 4 minutes and 20 seconds (Buses) and three
minutes and 40 seconds (General Traffic).
The Saturday Southbound Bus and General Traffic shows increases in travel
times along the corridor. Bus travel time increases by 1 minutes and 20
seconds, and General Traffic by one minute and 30 seconds.
It should be noted that the bus services along Dominion Road are to a fixed
timetable, with the predicted increase in travel time adversely affecting the
level of service for bus passengers. Mr Langwell, in Paragraph 58 of his
evidence, dated 13 August 2021, states:
“It is only logical that the duration of bus lane operations will need to be
increased not only in and around the weekday peak periods, but likely outside
the recognised peak periods including on weekends.”
I agree with Langwell’s statement that bus lane operations should be increased,
including on weekend.
The traffic modelling results for the Saturday Peak period in Table 2 identifies
that the increase in travel times is a adverse effect on the road network as a
direct result of the development and associated traffic signals. I therefore
consider that the implementation of a Saturday Peak Bus Lane should mitigate
the adverse effects on bus services resulting from the development.
Subjectively, the length of a Saturday Peak bus lane could be between Balmoral
Road and Valley Road, commencing prior to the two intersections. I
recommend further dialogue with Auckland Transport to agree the scope of the
Saturday Peak bus lane. Should the Expert Panel deem it necessary, the
implementation of the bus lane on a Saturday could be dealt by way of a
Condition.
A disbenefit of implementing a Saturday Peak bus lane would be to reduce the
capacity of the Dominion Road corridor for General Traffic, increasing travel
times. At this stage, traffic modelling for a Saturday Peak Bus Lane has not
been completed. However, I agree with Mr Langwell that the General Traffic on

Saturday has more flexibility to vary travel times or take alternative routes and
would naturally vary travel time or route choice to avoid Dominion Road
during this period. Nonetheless, I recommend traffic modelling be completed
prior to implementing of a Saturday Peak bus lane.
3.2

SCENARIO E (OPTIMISED) – ALTERNATIVE GRANGE ROAD TRAFFIC
SIGNALS
Mr Langwell has completed traffic modelling analysis of Scenario E – Traffic
Signals at Dominion Road and Grange Road intersection, with a single lane
approach on Prospect Terrace. Table 3, below, provides details of the Thursday
PM peak modelling results.
TABLE 3 – DOMINION ROAD/GRANGE ROAD - THURSDAY PM PEAK TRAFFIC
MODELLING

The modelling results show that the journey times on Dominion Road
Northbound and Southbound are similar to Scenario B - Base Case. Indeed,
there are improvements along the corridor for Southbound General Traffic with
a reduction in travel time of approximately one minute. I consider the traffic
modelling results along Dominion Road are acceptable.
The signalised intersection at Grange Road shows delay of approximately five
minutes. In summary, traffic modelling shows the main corridor operates with
similar travel times, however this has resulted in unacceptable delays on both
Prospect Terrace and Grange Road on the Thursday PM peak.
Prospect Terrace is proposed as a priority-controlled intersection with a single
lane approach, and the traffic modelling results show a delay of between eight
and nine minutes which would likely result in driver frustration and risk
taking.
The traffic modelling results do not support Scenario E as a viable option for
the Thursday PM peak.
The Saturday Peak is shown in Table 4 below.

TABLE 4 – DOMINION ROAD/GRANGE ROAD – SATURDAY PEAK TRAFFIC
MODELLING

Again, the Dominion Road through traffic is operating at similar level for Buses
and General Traffic. The main increase in travel time is Southbound Bus Traffic
with an increase in 51 seconds. This should be addressed if the bus lane
operates during the Saturday peak period, again noting the adverse effect on
General Traffic with the Saturday bus lane.
At Prospect Terrace is subject to an average delay of approximately three
minutes. This could lead to driver frustration and risk taking. The Grange Road
signalised intersection has a delay of three minutes and 20 seconds.
In summary, the Scenario E (Optimised) has unacceptable delays on Thursday
PM, and I am unable to support this option based on the traffic modelling
results.
3.3

REFINEMENT OF MODELLING ASSUMPTIONS
Mr Langwell has provided a commentary on the refinement of the modelling
assumptions covering two elements:
•

Trip generation rate used in the modelling

•

The effect of unreleased vehicles from the traffic modelling.

Mr Langwell commissioned Flow Transportation Specialists (FLOW) to
complete additional traffic modelling and the trip generation rate. I provide a
more detailed commentary on the work by FLOW in Section 6, below. Mr
Langwell also commissioned a peer review of the traffic modelling and trip
generation rates by BECA and I provide commentary in Section 7 of this report.
4.0

VEHICLE ACCESSES

4.1

VEHICLE TRACKING – REAR SERVICE LANE
Vehicle tracking analysis has been provided using a 12.6m long rigid truck to
demonstrate how the operation of the access and egress to the loading dock
will work.

Mr Langwell’s evidence states that the largest vehicle expected to access the
site through the loading dock is a large rigid truck (12.6m long). In my
experience, semi-trailers are usually used to deliver product to supermarkets
and the 12.6m truck would be unusual. As the traffic analysis is based on this
truck it is recommended as a condition of consent that the largest vehicle that
is permitted to access the site is a 12.6m long rigid truck. I consider that an
appropriate condition is required, in practise, it is not practical to monitor or
enforce. However, based on the current traffic modelling and designs, I am
concerned that larger trucks could result in operational and safety issues on
Prospect Terrace and Grange Road.
Vehicle tracking analysis using a B85 passenger vehicle has been undertaken at
the residential access. The type of car used is appropriate and I have reviewed
the vehicle analysis and consider that it is appropriate and does demonstrate
that there is not likely to be any safety or operational issues at the residential
access location.
4.2

PROSPECT TERRACE - ALTERNATIVE ACCESS ARANGEMENT
To mitigate the proposed wide vehicle crossing on Prospect Terrace, I suggested
an alternative arrangement for investigation in the report dated 6 June 2021.
Mr Langwell has proposed an alternative arrangement shown in Figure 1 that
includes a 2.0m separation distance between the two vehicle crossings on
Prospect Terrace. This design ensures that general vehicles (residents and
visitors to the supermarket) are separated from truck movements, and I agree
and consider that this is preferable arrangement.

FIGURE 1 REVISED VEHICLE CROSSING DESIGN

This provides a 2.0m wide pedestrian refuge between vehicle conflict points
over the footpath and I consider that this is an improved design and outcome
for the Site. The proposed design still does not comply with development
control T146 of Section E27.6.4.2. of the Unitary Plan, that states that vehicle
crossings serving the same site are to be provided with a minimum separation
distance of 6.0m. Nevertheless, the vehicle tracking analysis has demonstrated

that the design is operational and functional and that overall, pedestrian
amenity and safety is improved.
In summary, I consider this design acceptable and the safety concerns for
pedestrians has been sufficiently mitigated, with the 2.0m wide refuge area
between the two vehicle crossings.
I note that Mr Langwell proposes zebra pedestrian crossing bar marking at this
and the other vehicle crossings, while I support the intent of these markings,
they are not appropriate at this location. It is also likely that this design would
not be accepted by the Auckland Transport Traffic Resolution Committee. This
can be addressed through the Engineering Plan Approval process.
4.3

VISIBILTY SPLAYS AND SIGHT DISTANCE ASSESSMENT
Mr Langwell addresses the provision of visibility splays in Paragraphs 90-92 of
his statement of evidence dated 13 August 2021. I have reviewed the
amendments to the plans and consider that appropriate visibility splays have
been provided at the following locations:
•

Two-way general vehicle access on Prospect Terrace

•

Two-way general vehicle access on Prospect Terrace with 2.0m
separation from ingress to loading dock for heavy vehicles

•

Two-way general vehicle access on Grange Road

•

The loading bay exit onto Grange Road

However, while Figure 2 below shows the visibility splay meets the
requirements at the load bay exit, I am still concerned about the pedestrian
safety at the loading bay exit onto Grange Road for several reasons:
•

The truck exits the loading bay on a down gradient of 1:10, which may
increase the truck speed approaching the footpath

•

The truck has no visibility towards pedestrians on the downhill ramp
due to the building envelope.

•

The truck must come to stop at back of the footpath to ensure the
footpath is clear of pedestrians, this may not always occur.

•

The truck driver will be at an elevated height and may have blind spots
limiting visibility to pedestrians on the footpath in front or to the side of
the truck.

FIGURE 2 EGRESS DESIGN ON PROSPECT TERRACE

To maintain pedestrian safety of the pedestrian, I consider a combination of
delayed exit and warning features be implemented by way of a condition
incorporating the following:

5.0

•

A vehicle barrier arm be installed at the exit to hold truck drivers for five
to 10 seconds to ensure drivers stop and look for pedestrians.

•

CCTV cameras and a monitor to assist drivers to check the footpath is
clear of pedestrians. It unlikely that convex mirrors would work at this
location due the set back of the building enclosure identified above.

•

Sensors warning truck drivers of pedestrians on the footpath.

ADDRESSING SAFETY CONCERNS
Mr Langwell summarises the proposed mitigation relating to the safety issues
identified in my report dated 6 July 2021 in paragraphs 93-95 of his statement
of evidence dated 13 August 2021.
Mr Langwell now supports the signalisation of the Prospect Terrace/Dominion
Road intersection. I support the proposal of signalisation of the Prospect
Terrace/Dominion Road intersection also includes the following characteristics
of relevance to safety in italics, with our comments beneath:
a)

Signalising the Prospect Terrace intersection to separate turning
movements from through movements along Dominion Road;

b)

Including signalised pedestrian crossings with protective phasing across
each road of the intersection;

I agree with this proposal.

c)

Maintaining a single lane approach and introducing a raised table at
the Grange Road intersection to minimise the crossing distance for
pedestrians and manage the speed of approaching vehicles;

The proposed treatment at the Dominion Road and Grange Road intersection
presented in Mr Langwell’s evidence is shown in Figure 3.

FIGURE 3 GRANGE ROAD/DOMINION ROAD PROPOSED INTERSECTION DESIGN

As stated above, the lane arrangement on Grange Road is proposed to be a
single lane approach to the stop line. However, the width of the single lane
must be wide enough to accommodate the swept path of the heavy vehicles.
Consequently, two vehicles (a left-turning and a right-turning vehicle) would
likely queue next to one another at the stop line. See Figure 4 below.

FIGURE 4 GRANGE ROAD/DOMINION ROAD PROPOSED INTERSECTION DESIGN

This is common occurrence in peak times when driver’s take what road space
there is available to make their manoeuvre. Consequently, while the design
changes proposed by Mr Langwell attempt to mitigate safety concerns, I believe
the adverse effects on pedestrians discussed previously in the HG report have
not been sufficiently addressed.
To assist the Expert Panel, I recommend the following alternative intersection
arrangement could be implemented by way of a condition comprising a speed
table, pedestrian refuge island, and flush median. The indicative design is
shown in Figure 5 below.

FIGURE 5 DOMINION ROAD / GRANGE ROAD RECOMMENDED ALTERNATIVE
INTERSECTION DESIGN

The pedestrian refuge island provides a safer location to wait for cars to cross
and enforces the single lane approach at the stop line or cars exiting the
intersection. The design would have to be developed further and including
appropriate measures to maintain vehicle access to the funeral home to the
south of the intersection.
Furthermore, the design would need to be developed to ensure that larger
vehicles do not encroach onto the pedestrian refuge that could result in side
swiping of pedestrians on the island from the tail swing of the truck. The
design of the intersection can be addressed by way of a Condition and
Engineering Plan Approval process
Furthermore, the issues I identified in my original report are still relevant to
the design and include the following points:
•

Priority issues

•

Visibility issues

The following mitigation measures have also been proposed to improve safety
at the Site.
d)

Updated designs of each access point to and from the site to include
appropriate visibility splays;

Refer to Section 4.3 of this report for details regarding visibility splays.
e)

Minimising the width of each access point and therefore crossing
distance for pedestrians;

I agree with this proposal and consider the proposed widths have an increased
safety and amenity outcome for pedestrians.
f)

The introduction of a traffic island separating the rear service lane and
residential access; and

I agree with this proposal, refer to Section 4.0 of this report.
g)

The introduction of zebra markings across each access point to further
highlight the priority on the footpath for pedestrians.

While I support the intent of these markings, they are not appropriate at this
location being on the footpath. It is also likely that this design would not be
accepted by the Auckland Transport Traffic Resolution Committee.
6.0

FLOW TRAFFIC MODELLING REPORT
Mr Langwell commissioned FLOW to complete an assessment of the traffic
modelling involving:
•

Review the base and forecast models and identify any improvements.

•

Optimise Scenario D (signals at Dominion Road/Prospect Terrace) model.

•

Develop and optimise Scenario E comprising signals at Dominion Road /
Grange Road and King Edward Street intersection.

•

Refine the modelling assumptions to simulate human behaviour effects
on congestion and establish a travel demand strategy.

As described in my previous report, traffic modelling is outside the area of my
expertise, and I rely on the professional opinion of traffic modelling experts
within Auckland Transport as to the appropriateness of the traffic modelling
presented by Mr Langwell. My analysis and commentary are therefore limited
to the traffic modelling assumptions and results.
For Scenario D, the following changes to the model was made:
•

The development site has been modelled to allow drivers to choose
which exit to use including familiarity of the development by the drivers.

•

The banned right turn movement from Dominion Road into Burnley
Terrace has been reassigned to King Edward Street.

•

The traffic modelling now includes pedestrian signal demand, with
appropriate protection provided to pedestrians on Prospect Terrace,
Burnley Terrace, and Dominion Road South approach.

•

Grange Road approach has been modelled as a single lane approach.

I concur with commentary in the FLOW report that the refined modelling
better represents Scenario D, especially considering pedestrian safety and bus
operation along Dominion Road.
The refined traffic modelling for Scenario E included:
•

Signalised intersection of Dominion Road, Grange Road and King Edward
Street.

•

Two lane approaches on Grange Road providing dedicated left turn lane
and right turn lane.

•

Signalised pedestrian crossing on Dominion Road North (replacing the
existing signalised crossing which will be removed), Grange Road and
King Edward Street.

•

A single lane approach to Prospect Terrace as a priority-controlled
intersection.

The scenario has been modelled to prioritise Bus routes on Dominion Road and
Pedestrian Safety. The traffic modelling assumptions for Scenario E appear to
be appropriate for the operation of the corridor and intersections.
The FLOW report provides commentary on revised trip generation rates, which
have in turn been based on further analysis of work undertaken by BECA.
The traffic modelling assumes a proportional split in traffic to and from the
development based on the following:
•

Primary trips - new trips associated with the development.

•

Pass-by trips – the vehicles on the road network already, that chose to
utilise the supermarket or other facilities.

•

Diverted trips - the trips that may divert from such as the existing Valley
Road Countdown.

•

Linked trips – trips that are linked to two land use activities on the site
such as the supermarket and residential apartment.

I have reviewed the data within the FLOW report summarised below in Table 5
below for the Thursday PM peak detailing the trip type and the trip generation.

TABLE 5 - TRIP TYPE AND TRIP GENERATION – THURSDAY PM PEAK
ACTIVITY

PRIMARY
TRIPS %

PASS BY
TRIPS %

DIVERTED
TRIPS %

LINKED
TRIPS %

New World Supermarket

30%

40%

30%

-

Small Retail/ Commercial

30%

40%

30%

-

Residential Apartment

80%

-

-

20%

Commercial Offices

80%

-

-

20%

72/76

68/68

51/51

0

Trips (IN/OUT)
Total Trips (IN/OUT)

191/195

0

The results above indicate that 30% of the trips are new trips, with the
remaining trips being ‘pass by’ or ‘diverted’ trips. Given the congested nature of
Dominion Road in the Thursday PM peak this appears to be an appropriate
assessment of trip type and trip generation.
Table 6 summarises the trip type and trip generation for the Saturday peak
period.
TABLE 6 - TRIP TYPE AND TRIP GENERATION – SATURDAY PEAK
ACTIVITY

PRIMARY
TRIPS %

PASS BY
TRIPS %

DIVERTED
TRIPS %

LINKED
TRIPS %

New World Supermarket

41%

29%

30%

0%

Small Retail/ Commercial

41%

29%

30%

0%

Residential Apartment

100%

-

0%

0%

Commercial Offices

0%

-

0%

0%

Total Trips (IN/OUT)

106/106

53/53

55/55

0

Total Trips - all activities (IN/OUT)

214/214

Again, the primary trips are 41% or new trips on the network and the Saturday
peak appears to be an appropriate assessment of trip generation.
In summary, I concur with the trip type assignment and trip generation
identified above. I have provided further commentary on the trip generation
rates below in Section 7.
7.0

BECA TRAFFIC MODELLING PEER REVIEW REPORT
I have reviewed the BECA traffic modelling peer review report and provide
commentary on the review of the trip generation rates for the supermarket
The trip generation rates have been assessed and the ITA provides peak hour
trips on the Thursday of 546 trips from the development.

0

The trip generation data for the supermarket in the ITA was 15 trips per 100m2
GFA based on New World Supermarket data, and states that the trip generation
is ‘conservative’.
BECA has provided sources for trip generation rates for the Thursday PM peak
(BECA Report Table 2 – Trip Generation Rates Accessible Online). The trip rates
ranging from 10.4 trips per 100m2 GFA and 13.6 trips per 100m2 GFA with an
average of 11 trips per 100m2 GFA for the Thursday PM Peak. For the Saturday
the average trip generation is 12 trips per 100m2 GFA.
While the methodology for collecting this data appears to be sensible, in that
there are developments that have been consented with trip generated rates
used in the ITA quoted by BECA. I note that there several other supermarkets
that have been consented and built with trip generation rates readily available
from an ITA that have not been quoted. I also note that the table includes a trip
generation rate of 10.4 trips per 100m2 a large format retail sites for a
supermarket based on Research Report “Trip Generation Characteristics of
Large Format Retail Stores”. However, other published data has the trip
generation rate for supermarkets at 17.9 trips per 100m2 GFA (NZTA Research
Report 453).
Furthermore, the trip rates do not reference surveys or standards, but only the
ITA. It is not clear from the referencing in the BECA report where the ITA trip
rates are derived.
In summary, I concur that the ITA trip generation rate of 15 trips per 100m2
GFA is conservative, however I am of the opinion the trip generation rate of 11
trips per 100m2 GFA is too low for the following reasons:
•

The published data provided in the Trip Generation Characteristics of
Large Format is based on the surveyed data of one supermarket.

•

The published information provided by BECA is of a limited number of
recently consented and/or constructed supermarkets – the data could
have included all supermarkets consented within Auckland within the
last five to 10 years and should further reference surveys/standards
within the supporting ITAs.

•

The data set included within the Research Report 453 included surveys
of 11 sites to record the peak hour trips, and the results show a lower
value of 13.5 peak hour trips per 100m2 GFA.

The trip generation rate for the residential apartments are discussed with a
proposed trip generation rate of 0.2 vehicles per residential unit in the peak
hour. While lower than published trip rates of 0.3-0.8 per residential flat, I
concur the trip generation rate of 0.2 vehicles per residential unit is appropriate
(but not conservative) given the high frequency bus services and limited supply
of parking spaces for the flats.
To assess whether the revised trip generation rates have made a material
difference in the total trips generated by the development I have compared the
trips presented in the ITA with the revised trip proposed by BECA. Table 7
below shows the Thursday PM Peak trip generation.

TABLE 7 - ITA AND BECA TRIP GENERATION RATES - THURSDAY PM PEAK
ACTIVITY

ITA TRIP
GENERATION
PEAK HOUR

New World Supermarket

15 trips/100m2

Small Retail/ Commercial
Commercial offices
Residential

2

5 trips/100m
0.7/100m

2

0.5/unit

Trips

ITA
TRIPS
374
63

BECA TRIP
GENERATION

BECA
TRIPS

11 trips/100m2

274

2

5 trips/100m

4

0.7 trips/100m

61

0.2/unit

63
2

4
24

502

365

Table 8 below shows the Saturday peak trip generation.
TABLE 8 – ITA AND BECA TRIP GENERATION RATES – SATURDAY PEAK
ACTIVITY

ITA TRIP
GENERATION
PEAK HOUR

New World Supermarket

15 trips/100m2

Small Retail/ Commercial

2

5 trips/100m
2

Commercial offices

0/100m

Residential

0.5/unit

Trips

ITA
TRIPS
374
63

BECA TRIP
GENERATION

BECA
TRIPS

12 trips/100m2
2

5 trips/100m

0

0.7 trips/100m

61

0.2/unit

299
63

2

502

The results above show the revised trip generation rates has reduced
development trips by approximately 30% on Thursday and 20% on Saturday. As
identified above, I do not necessarily agree with the trip generation rates for the
supermarket proposed by BECA. However, I consider the likely trip generation
rate will be nearer to 11 trips per 100m2 GFA for the following reasons:
•

The existing corridor is congested, and this naturally restrains primary
private car trips to the supermarket as people may choose to travel at
another times.

•

The Road Research Report 453 sample size is 12 surveys, some of which
would be outside Auckland, with potentially higher trip generation rates.

•

Auckland Transport have implemented significant improvements in
public transport services, including bus lanes on Dominion Road,
thereby reducing trips by private car.

•

The Road Research Report 453 is 10 years old and may not correctly
reflect trip generation rates in Auckland.

In summary, while I do not necessarily agree with the trip generation rate for
the supermarket proposed by BECA, I consider the rates are sufficiently close to
be acceptable for the purpose of the traffic modelling.

4
24
390

8.0

INTERSECTION CONCEPT DESIGN PLANS
I have reviewed the intersection concept design plans and consider that the
design of the Dominion Road, Prospect Terrace and Burney Terrace is
appropriate for the purpose of the application.
However, I consider that other design options can be considered as part of the
Engineering Plan Approval process. I have provided revised sketch below for
information comprising a new signalised crosswalk at the staggered
arrangement between Prospect Terrace and Burnley Terrace. The pedestrian
cross walk to the south of Burnley Terrace can be removed from the signals,
shown in red.

FIGURE 6 DOMINION ROAD, PROSPECT TERRACE AND BURNLEY TERRACE
ALTERNATIVE INTERSECTION DESIGN

Figure 6 provides a revised signalised crossing near the main pedestrian
entrance on Prospect Terrace and is on the pedestrian desire line for people
travelling to and from locations to the west. From a traffic operation
perspective, when the pedestrian demand is triggered and the cross walk is in
use, the left-turn-in and the right-turn-out of Prospect Terrace and Burnley
Terrace can operate on a green signal. In the PM peak, the southbound bus lane
is in operation and therefore the left lane should be clear of through traffic,
except buses, thereby allowing a free left turn into Prospect Terrace for those
access Prospect Terrace of the supermarket. Alternatively, the left-turn-out of
Prospect Terrace can be held on a red signal providing protected pedestrian
crossing of Dominion Road.
The signalised intersection of Dominion Road and Grange Road is not
supported from a traffic modelling perspective, and I have therefore not
provided any commentary on the design.

9.0

SUMMARY AND CONCLUSION
The updated traffic modelling and information provided by Mr Langwell
appears to provide a robust assessment of traffic modelling for the signalised
intersection at Dominion Road, Prospect Terrace and Burnley Terrace, plus the
single lane approach priority stop controlled intersection at Dominion Road
and Grange Road. This includes the additional traffic modelling completed by
FLOW and the peer review undertaken by BECA.
In summary, I can support the traffic modelling results provided that Auckland
Transport has reviewed the detailed traffic modelling results and has
confirmed acceptance of the traffic modelling methodology, assumptions and
results presented within the evidence of Mr Langwell.
In conclusion, the assessment contained within this report concludes that the
proposed development has adverse effects on the surrounding road network.
However, from a traffic effects perspective, I can support the development and
recommend to the Expert Panel that consent be granted subject to the
mitigation measures identified below:
1.

The intersection of Dominion Road, Prospect Terrace and Burnley
Terrace be upgraded to traffic signals.

2.

The intersection of Dominion Road, Grange Road be updated to include
a raised table, pedestrian refuge island and single traffic lane approach
to the Stop line.

3.

A Saturday peak bus lane on Dominion Road be established for
northbound and southbound bus service in consultation with
Auckland Transport.

4.

The largest vehicle to access the supermarket loading bay be limited to
a 12.6m long rigid truck.

5.

A vehicle barrier arm be installed on the Grange Road heavy vehicle
egress to hold trucks to ensure drivers stop and look for pedestrians.
CCTV cameras and pedestrian warning sensors and alarms should be
installed to assist truck drivers to check the footpath is clear of
pedestrians.

Gary Black
Technical Director – Transportation
Harrison Grierson

