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EXECUTIVE SUMMARY 

The Mill Road corridor is identified as one of the Roads of National Significance (RoNS) in the 

Government Policy Statement on Land Transport 2024-34 (GPS). It will ultimately comprise a new four-

lane 21.5km road corridor in three stages, running parallel to State Highway 1 (SH1). 

Stage 1 of the Mill Road Corridor (the Project) spans from Manukau to Takaanini (Redoubt Road 

Interchange with SH1 to north of Phillip Road) and has been prioritised by the Government and the NZ 

Transport Agency Waka Kotahi (NZTA) due to significant congestion arising from ongoing urban 

development and high traffic demand. The components of the Project are shown below. 

 

This assessment compares the current design of the Project (Consenting Design) with the previous 

design (2014 Design) which informed the current designations. The current designations were confirmed 

for the Project in 2016 and recently transferred from Auckland Transport to NZTA, under reference 

Designation 6786. We have assessed the actual and potential transport effects associated with the 

operation and construction of the Project as it relates to the proposed changes in the corridor design, 

designation footprint and to the designation conditions. We have also assessed the transportation benefits 

associated with the Project. 

The benefits of the Project are: 

• Improved traffic efficiency on Mill Road between Redoubt Road Interchange and Phillip Road. 

When compared to without the Project scenario in 2031 and 2051, journeys along the project corridor 

are predicted to be over 20% faster in the peak direction during peak hours. The percentage of vehicle 

kilometres travelled (VKT) that experience congestion in 2051 reduces from 39% to 22% in the AM 

peak, but there is a slight increase from 1% to 7% in the PM peak. The provision of a westbound bus 

lane in the western end of the corridor improves bus travel time by two minutes during peak periods. 

• Enhanced transport network resilience. Resilience testing with assumptions on lane closures on 

SH1 indicate that the additional capacity on Mill Road will attract and accommodate more vehicles, 

when compared to without the Project in 2051. In terms of delays on the Project corridor, the 
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percentage of freight VKT experiencing congestion in the interpeak reduces from 9% to 7%, indicating 

that freight vehicles are able to avoid congested links, improving movement reliability of goods. 

In addition to the above, the Project co-benefits are: 

• Improved safety on the Project corridor, with an anticipated reduction of death and serious injury 

(DSI) crashes by more than 50%. The introduction of shared path facilities and crossing facilities at 

intersections on the urban section of the corridor will improve safety for active mode users. 

• Good integration with the existing transport network with the introduction of the westbound bus 

lane and improvement of bus travel times from Hollyford Drive to Redoubt Road interchange. In 

addition, the productivity on Mill Road increases up to 60% on the Project corridor. 

• Supports housing development and economic growth. Even with traffic growth due to population 

increase, reduced congestion levels and reliable levels of service on the corridor are anticipated with 

the Project in place. 

In terms of the changes to the 2014 Design: 

• The changes in the corridor design and designation footprint have not resulted in any additional 

adverse effects to general traffic, in corridor performance and adjacent corridor performance, when 

compared to what was anticipated by the original designation.  

• The proposed shared path on the urban and peri-urban section of the Project corridor, i.e., from 

Redoubt Road to Murphys Road, provides appropriate separation between vehicles and active mode 

users. It does not provide segregation between cyclists and pedestrians but is appropriate given the 

anticipated usage and the provision of a footpath (pedestrian-only) on the north side of the corridor 

from Redoubt Road interchange to Hilltop Road.  

• Appropriate crossing facilities have been provided on the rural section of the Project corridor, i.e., from 

Murphys Road to Phillip Road. The changes have provided similar outcomes, when compared to the 

2014 Design. 

• The proposed walking and cycling facility on the rural section, i.e., from Murphys Road to Phillip Road, 

including the Old Mill Road corridor, will not result in the same level of benefit for cyclists and 

pedestrians. This will likely lead to reduced mode shift, as the pedestrian and cycle facilities are less 

attractive. Given the anticipated traffic volumes on the corridors, the safety outcomes will remain 

acceptable. 

• Changes to property access are proposed. In some cases, these changes provide better outcomes 

when compared to the 2014 Design, while in other cases these result in reduced access. Details of 

specific changes are provided in Table 5-6. 

In terms of the wider network impacts on parallel corridors upstream and downstream of the Mill Road 

Stage 1 corridor, these corridors remain congested or have some worsening in performance as a result of 

the Project. The Project corridor is somewhat limited by its connection into the existing corridor at Alfriston 

Road. Traffic trying to access the corridor from further south will be constrained due to the upstream 

network constraints. These effects are consistent with those anticipated under the 2014 Design. 

Overall, the Project delivers clear positive benefits, and any adverse transport effects during the 

operational period will be localised and at a low level. This outcome remains broadly consistent with what 

was anticipated by the existing designations. 

During construction, the Construction Traffic Management Plan (CTMP) will be implemented and will 

enable the temporary adverse transport effects to be appropriately managed. As a result, the likely 

transport effects during the construction period will be low. 

We recommend that the existing designation conditions relating to transport and access should be 

deleted. The Consenting Design and CTMP fully satisfy the intent and requirements of the designation 

conditions. 
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1 INTRODUCTION 

1.1 Project overview 

The Project is described in detail in the substantive application, in summary the Mill Road Corridor in its 

entirety has been identified as one of the Roads of National Significance (RoNS) in the Government Policy 

Statement on Land Transport 2024-34 (GPS) for priority delivery to improve transport efficiency on the 

corridor and provide a more resilient roading network.  

The Mill Road Corridor will ultimately comprise a new four-lane 21.5km road corridor in three stages, 

running parallel to State Highway 1 (SH1). 

Stage 1 of the Mill Road Corridor project (the Project) extends from Manukau to Takaanini, specifically 

from the Redoubt Road interchange with SH1 to just north of Phillip Road.  

1.2 Purpose of the report 

There are currently three designations in place for the Project all referenced as Designation 6786, as 

described in the substantive application. With changes proposed to the 2014 Design, alterations are being 

sought to Designation 6786 and associated approvals are being sought as part of a substantive 

application under the Fast-track Approvals Act 2024 (FTAA) to enable the Project.  

This report outlines the transportation benefits associated with the Project. It also considers the actual and 

potential transport effects associated with the operation and construction of the Project on the existing and 

likely future environment as it relates to the proposed alterations. The report recommends measures to be 

implemented to avoid, remedy and/or mitigate any potential adverse effects. The assessment builds upon 

findings from the previous Integrated Transport Assessment1 (2014 ITA) and confirms whether the 

designation conditions are still appropriate for managing the effects and identifies whether amendments to 

these conditions are justified. Additional mitigation measures are also proposed where necessary. 

To address transport effects during the construction phase, the designations include conditions requiring 

the preparation of a Transport, Access and Parking Delivery Work Plan (DWP).  A Construction Traffic 

Management Plan (CTMP) has been prepared and is included in Appendix C11 of the substantive 

application. The CTMP addresses the recommended construction traffic management measures set out in 

the DWP and forms part of the request for an Outline Plan to be waived.  

This report has been prepared by Joe Phillips, Principal – Transportation. Mr Phillip’s experience and 

qualification are set out in Appendix B to this report. 

1.3 Report structure 

The report is structured as follows: 

• Section 2 – Identification and description of the existing and likely future transport environment; 

• Section 3 – Brief overview of the Project in relation to transport matters; 

• Section 4 – Transport benefits of the Project; 

• Section 5 – Assessment of the actual and potential adverse transport effects arising from the 

construction and operation of the Project; and 

• Section 6 – Review of existing Designation Conditions and Outline Plan Requirements. 

This report should be read alongside the substantive application, which contains further details on the 

history and context of the Project. The relevant qualifications of the report author and acknowledgement of 

the Code of Conduct for Expert Witnesses contained in the Environment Court Practice Note 2023 is 

included in Appendix B. The methodology for the transport assessment is included in Appendix C. 

 

  

 
1 Mill Road Corridor Upgrade Integrated Transport Assessment, AECOM, 30 September 2014. 
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2.2 Transport context 

2.2.1 Description of network 

Stage 1 of the Mill Road Corridor provides a north-south connection, from the Redoubt Road interchange 

with SH1 to just north of Phillip Road. The full extent of the 21.5km Mill Road will connect further south to 

Papakura and Drury, as shown in Figure 2-2. In addition, the corridor provides connectivity to Auckland 

Airport via State Highway 20 (SH20). In the context of the broader strategic transport network in South 

Auckland, the corridor is situated to the east of key parallel routes, namely SH1, Great South Road and 

the rapid transit rail network. The section of the Mill Road Corridor south of the Project also runs parallel to 

Porchester Road.  

 

Figure 2-2 Mill Road Strategic Network Context2  

 
2 https://nzta.govt.nz/projects/south-auckland-projects/mill-road 
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According to the Auckland Roads and Streets Framework (RASF)3, the majority of Redoubt Road, from 

the interchange with SH1 to the Mill Road intersection, and Mill Road section up to Phillip Road, are 

classified as P1/M3. This means that the corridor has a predominantly low place function (i.e. not strongly 

focused on public place-making) and has a strategic movement significance with higher volume of users. 

The corridor facilitates essential access to residential zones, employment centres, educational institutions 

and community facilities. 

2.2.2 Existing corridor 

The existing corridor form and function is illustrated in Figure 2-3 and the cross sections are shown in 

Figure 2-4 below. It is noted that the section of Redoubt Road between SH1 and Ancona Lane (within 

Urban Section 1) operates with dynamic lanes, i.e. two lanes are provided in the peak direction during 

peak hours.  

2.2.3 Traffic volumes 

Table 2-1 below shows the existing all day traffic volumes, in vehicles per day, along the Project corridor, 

divided into several sections shown in Figure 2-3. For comparison, the Annual Average Daily Traffic 

(AADT) in the 2014 ITA is included. 

  

Figure 2-3 Existing Corridor Form and Function4  

 
3 https://at.govt.nz/about-us/transport-plans-strategies/roads-and-streets-framework 
4 Image from Mill Road RoNS Stage 1 Economic Case.  
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2.2.6 Walking and cycling 

The existing roads within the Project (Redoubt Road and Mill Road) do not have formal cycling facilities or 

shared paths. 

Footpaths are present on some sections, particularly on the western side of the corridor, from the Redoubt 

Road interchange to Tōtara Park entrance and Alexia Place. To the east of Alexia Place, footpaths are not 

present on Redoubt Road and Mill Road.  

No formal pedestrian crossing facilities exist on the corridor with the exception of a signalised pedestrian 

crossing near Redoubt Road/Diorella Drive intersection and at the Redoubt Road/Hollyford Drive 

intersection. 

2.2.7 Transport resilience 

The Project provides an alternative north-south route to SH1 and Great South Road. Incidents on SH1 

lead to unplanned full or partial closures, which cause minimal (up to 5 mins) to severe disruptions (up to 1 

hr) to the transport network. In the event of SH1 closures, traffic is diverted to the surrounding network, 

with the existing Mill Road being one of the alternative routes. However, the existing congestion and 

capacity constraints limits the ability of Mill Road to handle the increased volumes resulting from these 

events.   

Resilience testing using MSM model scenarios11 has been undertaken for the year 2051, to understand 

the effects of lane closure on SH1 to the network.  Figure 2-6 below shows the morning peak flow 

differences for a test where two northbound lanes and one southbound lane are closed on SH1. The red 

lines indicate an increase in vehicle volumes while the green lines indicate a decrease in volumes.  

The results indicate that in general, lane closures on SH1 are expected to shift traffic onto parallel routes 

such as Great South Road, Porchester Road, Alfriston-Ardmore Road, and Mill Road, as drivers are likely 

to seek alternative corridors to avoid congestion and delays on SH1. Southbound increases on Mill Road 

of around (450-500 vph) equate to around half the typical capacity of an urban traffic lane.  

 

Figure 2-6 2051 AM 2-hour Traffic Flow Difference (vehicles) – With Resilience Test and Without Resilience Test  

 
11 Mill Road Stage 1 Investment Case: Modelling Interpretive Report (NZTA, February 2025) 
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3 OVERVIEW OF PROPOSAL 

3.1 Proposed project 

The Project comprises the realignment, widening and improvement of approximately seven kilometres of 

the existing Redoubt Road and Mill Road, as well as a new offline Mill Road corridor (New Mill Road). 

The Project involves: 

• Realignment, widening, improvement of Redoubt Road and Mill Road to a generally four lane 

transport corridor and associated local road connections. 

• A westbound bus lane on Redoubt Road between Hollyford Drive and SH1. 

• A new shared path active mode facility along Mill Road from the SH1/ Mill Road Interchange to the 

intersection of Murphys Road. 

• Signalisation or signal upgrades at five existing intersections at Diorella Drive, Hollyford 

Drive/Everglade Drive, Goodwood Road, Hilltop Road and Murphys Road. 

• A proposed speed limit of 80km/h at the rural section of the corridor, i.e. east of Redoubt Road/Mill 

Road roundabout, and 50km/h in the urban section. 

• Two intersection upgrades at Bartells Drive and Alexia Place. 

• Three new bridges where the road alignment crosses the northern end of the existing extent of Mill 

Road, Puhinui Gully and Cheesman’s Bush. 

An overview of the proposed corridor is provided in Figure 3-1 below. The typical cross sections of the 

different segments are in Figure 3-2 below. Refer to the substantive application for the details of the cross 

sections. 

As part of the Project, potential configurations for a low volume low speed rural corridor where people can 

walk and cycle were assessed for the Old Mill Road corridor (shown as a yellow line in Figure 3-1). For 

clarity, the Old Mill Road corridor referred to in this report is the existing section of Mill Road, where the 

Project starts to deviate from the existing road corridor and becomes “offline”. This is the section south of 

Murphys Road to the rural section of Mill Road approximately 260m south of the Alfriston Road 

roundabout. It is proposed that once the Project is in place, Old Mill Road will be a low volume local road 

providing access to vehicles to its adjacent properties, including properties on Polo Prince Drive. It is not 

proposed as a cycle route but could be suitable for more confident cyclists.  
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Figure 3-1 Proposed Project Components 









 

NZ Transport Agency Waka Kotahi       Assessment of Transport Effects- 16 

An indicative construction methodology is summarised as part of the substantive application and has been 

developed to describe the anticipated works over this period. 

It is noted that the construction works at the urban and peri-urban sections will be on the existing corridor 

adjacent to or with ‘live’ traffic. Most of the works on the rural section will be offline, i.e., not along the 

existing corridor. This has been considered in the assessment of construction effects in Section 5.1. 

4 BENEFITS OF THE PROJECT 

4.1 Benefits of the project 

4.1.1 Improved traffic efficiency on Mill Road between Redoubt Road Interchange and Phillip 

Road 

This benefit relates to reduction in travel times, reduction in congestion levels and journey time reliability. 

Increasing the capacity of Mill Road, in addition to the provision of a westbound bus lane on Redoubt 

Road, between the interchange with SH1 and Hollyford Drive, will enable faster and more efficient north-

south travel movements of both general traffic and PT, providing more reliable journey times for corridor 

users. 

Figure 4-1 below shows that journeys along the Project corridor are predicted to be over 20% faster when 

compared to the Do Minimum (no Project) scenario in 2031 and 2051 in the peak directions during peak 

hours.  

  

Figure 4-1 Travel Time Savings (Do Min vs with Project) 

With the Project in place, the average travel time for journeys on the Project corridor become more 

consistent throughout the day. Figure 4-2 below shows the reduction in the proportion of vehicle 

kilometres travelled (VKT) that experience congestion13. In the AM peak, where there is greater 

congestion without the Project, there is predicted to be a 21% and 17% reduction in 2031 and 2051 

respectively. It is noted that in 2051, the proportion increases from 1% to 7% for PM peak southbound, 

although this figure is still relatively low. 

 
13 In this case, congestion is experienced when the volume-to-capacity (v/c) ratio reaches 0.9. 
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with severe delays in the event of disruptions. Figure 4-2 above shows that the proportion of VKT 

travelling in congested roads (i.e., v/c greater than 90%) decrease with the Project in place.  

In addition, the percentage of freight VKT in the interpeak is another measure. A lower percentage 

indicate that freight vehicles are able to avoid congested links. Figure 4-4 below shows the reduction of in 

the proportion of freight traffic, in VKT, that experience congestion. This illustrates a transport network that 

can offer sufficient flexibility and redundancy to accommodate freight movement. Less freight congestion 

means fewer delays and improved reliability on the movement of goods, leading to a higher transport 

network productivity and utilisation.  

  

Figure 4-4 Proportion of Freight Congestion (Do Min vs with Project) 

The Mill Road corridor provides an alternative north-south route from Manukau to Drury. With the Project 

in place, Mill Road will be an appropriate alternative to Great South Road in the event of SH1 road 

closures or incidents. The increase in capacity on Mill Road is predicted to attract and accommodate 

higher volumes of diverted traffic, when incidents occur. 

Resilience testing15 was undertaken with assumed lane-closure scenarios on SH1: 

• Resilience Test A – closure of two northbound lanes and one southbound lane on SH1, from Hill Road 

and Takaanini interchanges. 

• Resilience Test B – closure of one northbound lane and two southbound lanes on SH1, from Hill Road 

and Takaanini interchanges. 

The results are shown in Figure 4-5 (Resilience Test A) and Figure 4-6 (Resilience Test B) below. The 

maps illustrate the flow difference between the with and without Project (Do Minimum) options. The red 

lines indicate an increase in vehicle volumes (i.e., more vehicles during the with Project option compared 

to without the Project) while the green lines indicate a decrease in volumes (i.e., less vehicles during the 

with Project option compared without the Project).  

 
15 Mill Road Stage 1 Investment Case: Modelling Interpretive Report (NZTA, February 2025) 
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Figure 4-5 2051 2-hour Traffic Flow Difference (vehicles), with Project vs Do Min. Resilience Test A 

  

Figure 4-6 2051 2-hour Traffic Flow Difference (vehicles), with Project vs Do Min. Resilience Test B 

As shown in the figures above, the resilience tests indicate that the additional capacity due to the Project 

will attract and accommodate more vehicles to use Project corridor in the event of lane closures on SH1 

when compared to without the Project.  

It should be noted that while lane closures on SH1 are predicted to divert traffic onto Mill Road, its impact 

on the performance on the Project corridor is dependent on the levels of traffic diversion. The results of 

the resilience tests suggest that the capacity of the corridor is limited in its ability to accommodate 

additional northbound traffic during incidents on SH1. 

With lane closures on SH1, Figure 4-7 illustrates that the travel time along the Project corridor increased 

by 3% in the Resilience Test A during the AM peak. This increase is an additional 40 seconds, which is 

insignificant compared to the overall travel time of 24 minutes. In the PM peak, the travel time decreased 

by 30% for Resilience Test B.  
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Figure 4-7 Travel Time Differences due to Incidents 

4.1.3 Benefits in the context of Stages 2 and 3 

In a broader context, Mill Road Stage 1 lays out the groundwork for the later delivery of Mill Road Project, 

Stages 2 and 3 up to Drury. The delivery of Stage 1 allows for immediate capacity and efficiency 

improvements as well as enhanced transport resilience. It is anticipated that these benefits will be 

enhanced when Stages 2 and 3 are operational, extending the route southwards to Takaanini and Drury, 

enabling improved capacities and better transport integration across South Auckland. 

4.2 Project co-benefits 

4.2.1 Improved safety on Mill Road corridor between Redoubt Road Interchange and Phillip Road 

The Project is anticipated to reduce death and serious injury (DSI) crashes by more than 50%. In addition, 

the shared use paths and crossing facilities at intersections on the urban section of the corridor will 

improve safety for active mode users. 

 

Figure 4-8 DSI Crashes (Do Min vs with Project) 

4.2.2 Integrating Mill Road corridor with the existing transport network 

This benefit mainly relates to integration of the Project to the existing PT network and improved 

productivity of the Project corridor.  

The Project includes the provision of the westbound bus lane from Hollyford Drive to the western end of 

the Project corridor, i.e., Redoubt Road interchange. As discussed in Section 4.1.1, the Project improves 

bus travel time by 2 minutes on the Project corridor during peak periods. As the Project supports PT 

improvements, this can contribute to more sustainable urban mobility.  

In addition, the improved travel times and average travel speeds will also lead to improved corridor 

productivity, defined as the total number of people travelling in the corridor multiplied by the average 

speed along the corridor. With the Project in place, productivity is predicted to grow over time during peak 

hours, driven by the greater traffic volumes attracted on the Project corridor.  
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5.2.7 Property access 

(a) Raised median on Redoubt Road (Redoubt Road/SH1 Interchange to Hollyford Drive) 

A raised median is proposed on the western end of the Project corridor, from Redoubt Road 

interchange to Hollyford Drive. The raised median barrier enables safer movements along this section 

of the Project corridor. Without the right turning movements to and from the properties, conflicts with 

vehicles will be reduced and the anticipated high volume traffic can flow more efficiently. In addition, 

there will be less conflicts with the high frequency buses that will utilise the proposed bus lane on the 

westbound side of Redoubt Road.  

This change results in potential adverse effects that were not previously considered in the previous 

2014 assessments. Approximately 124 properties will be partially affected, as vehicles will not be 

allowed to turn right into and right out of the properties, but can still turn left in and out.  

 

Figure 5-20 Extent of the Raised Median Barrier and Affected Properties 

We have considered the delays in travel times, based on feasible turning locations at the nearby 

intersections (e.g., Diorella Drive, Hollyford Drive), including any delays at the intersections29.  

In all periods, additional travel times for each of the re-routing options generally range from one to six 

minutes, with the slightly higher times (four to six minutes) mainly in the weekday afternoon peak 

period. It is considered that the additional travel times are not significant in the context of the overall 

average journey times, which range from 33 to 44 minutes30. 

Vehicle tracking analysis shows that cars and smaller vans, which will be the majority of movements to 

and from the potentially affected properties, can be accommodated at intersections in relatively close 

proximity with little additional delay.  Very occasional movements of medium or larger trucks, not 

typically associated with residential properties, will need to travel further west (i.e., Manukau Station 

Rd/Putney Way) to u-turn and experience greater additional journey time.  However, at peak times, this 

would still not be any more than the typical variability in peak period journey time variability (typically 

peak period travel times can vary by around ±10%). 

Detailed intersection modelling (using the SIDRA modelling software) shows that the effects of allowing 

u-turns at the detour routes will only likely affect Diorella Drive and Hollyford Drive intersections, where 

there would be additional movements and changes in signal phasing.  Overall, the changes in the 

intersection performance are still considered acceptable and further optimisation of intersection 

performance31 can be appropriately undertaken during design refinements and implementation. 

Overall, it is considered that the potential adverse impacts of the raised median on the Project corridor 

between Redoubt Road interchange and Hollyford Drive are localised and acceptable in the context of 

expected journey times along this section of Redoubt Road. 

(b) Access to Properties on Murphys Road 

In the 2014 Design, approximately 15 properties on Murphys Road were proposed to have direct 

connection on the Project corridor, as shown in Figure 5-21. The Consenting Design, also shown in 

Figure 5-21, proposes that these properties connect to the re-aligned Murphys Road. The estimated 

 
29 Phasing has been adjusted to allow for u-turns without conflicts with other movements 
30 Based on SATURN transport model outputs 
31 Tailored signal phasing that responds to varying traffic demands across different peak periods 



 

NZ Transport Agency Waka Kotahi       Assessment of Transport Effects- 38 

differences in travel distance from a common point on the local access road to the new Murphys Road 

intersection with the Project is 400m. We consider that this detour is not significant.  

Murphys Road is considered to be better suited for residential access, as it is classified as a connector 

road, while the Mill Road is an arterial road that is designed for higher volumes. Direct access from 

residential lots to arterials is not consistent with the network hierarchy and function (where alternatives 

are available, as in this case), as this may lead to inefficiencies and potential safety issues.  

 

Figure 5-21 Affected Properties and Estimated Detour at Murphys Road 

(c) Access to Properties North of Ranfurly Road Roundabout 

The section of Mill Road from Redoubt Road intersection and Ranfurly Road is proposed to have a wire 

rope median barrier, with one full right turn bay and a combined vehicle access, as shown on the 

Consenting Design. The provision of the wire rope barrier and a combined vehicle access enable safer 

movements along this section, by reducing the conflicting movements brought about by right turning 

vehicles on a high speed and high volume corridor. The design of the access will follow the NZTA 

standard form, i.e., NZTA Planning Policy Manual (PPM) Diagram E32. 

This is a change from the 2014 Design that affects three existing driveways providing access to 

approximately seven properties, as shown in Figure 5-22 below. Driveway 1 serves up to four rural 

properties and a Buddhist temple. Driveway 2 serves a church, the Manurewa Assembly of God. 

Driveway 3 serves two residential properties. It is noted that the 2014 Design proposed two right turn 

bays that allowed right turn in and out of the driveways.  

 
32 https://nzta.govt.nz/assets/resources/planning-policy-manual/docs/PPM-access-onto-the-state-highway-guide-
from-private-property.pdf 
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6.2 Outline Plan requirements 

We consider that the Consenting Design and the CTMP fully satisfy the intent and requirements of the 

designation conditions related to construction traffic matters. In addition, this assessment satisfies the 

intent and requirements of the designation conditions related to transport and access. Where we have 

recommended a different approach to that contained in the conditions, these are discussed in Table 6-1 

above. 

7 CONCLUSION 

We have assessed the benefits and the actual and potential transport effects associated with the 

operation and construction of the Project as it relates to the proposed changes in the corridor design, 

designation footprint and to the designation conditions. We have also identified whether there is a need to 

provide appropriate mitigation measures. 

In relation to the operational effects, it is considered that the Project achieves the benefits of improved 

traffic efficiency on the Project corridor and enhanced transport network resilience, as discussed in 

Section 4. 

In terms of the changes to the 2014 Design: 

• The changes in the corridor design and designation footprint have not resulted in any additional 

adverse effects to general traffic, in corridor performance and adjacent corridor performance, when 

compared to what was anticipated and authorised by the original designation. 

• The proposed shared path on the urban and peri-urban section of the Project corridor, i.e., from 

Redoubt Road to Murphys Road, provides appropriate separation between vehicles and active mode 

users. It does not provide segregation between cyclists and pedestrians but is appropriate given the 

anticipated usage and the provision of a footpath (pedestrian-only) on the north side of the corridor 

from Redoubt Road interchange to Hilltop Road. 

• Appropriate crossing facilities have been provided on the rural section of the Project corridor, i.e., from 

Murphys Road to Phillip Road. The changes have provided similar or better outcomes when 

compared to the 2014 Design. 

• The proposed walking and cycling facility on the rural section, i.e., from Murphys Road to Phillip Road, 

including the Old Mill Road corridor, will not result in the same level of benefit for cyclists and 

pedestrians. This will likely lead to reduced mode shift, as the pedestrian and cycle facilities are less 

attractive. Given the anticipated traffic volumes on the corridors, the safety outcomes will remain 

acceptable.   

• Changes to property access are proposed. In some cases, these changes provide better outcomes 

when compared to the 2014 Design, while in other cases these result reduced access. Details of 

specific changes are enumerated in Table 5-6. 

In terms of the wider network impacts, such as on parallel corridors or upstream and downstream of the 

Mill Road Stage 1 corridor, we have identified these corridors remain congested or have some worsening 

in performance. The Mill Road Stage 1 corridor is somewhat limited in its extent due to its connection into 

the existing corridor at Alfriston Road. This suggests that traffic trying to access the corridor from further 

south will be constrained due to the upstream network constraints. These effects are the same as would 

have occurred with the 2014 Design.  

Overall, the Project delivers clear positive benefits, even accounting for some adverse operational 

transport effects which are localised and therefore low. This remains broadly consistent with what was 

anticipated by the original designation and is considered acceptable 

For the construction effects, it is considered that the objective and broad mitigation measures identified in 

the CTMP will enable the adverse transport effects to be appropriately managed, resulting in transport 

effects that are considered low and similar to what was anticipated by the original designation. 
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As the Consenting Design and the appended CTMP address operational and construction effects, we 

have recommended that the conditions relating to transport and access (as discussed in Section 6.1) have 

been appropriately addressed and therefore can be removed.  We consider that the Consenting Design 

and CTMP fully satisfy the intent and requirements of the designation conditions. 

It is therefore considered from a transport perspective that, with the recommendations in this report, the 

alterations being sought to the designations and associated approvals for the Project are acceptable and 

the Outline Plan can be waived. 
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APPENDIX B STATEMENT OF QUALIFICATIONS AND 
EXPERIENCE AND CODE OF CONDUCT 

 

Qualifications and Experience 

My full name is Joseph Adam Phillips. I have a Bachelor of Engineering (Hons) Civil Engineering from 

Nottingham Trent University (1998) and I am a Member of Engineering New Zealand and the Resource 

Management Law Association. 

I currently hold the position of Principal at Beca Limited and have over 20 years' experience in traffic and 

transportation with core experience in transport planning and traffic engineering. I have prepared and 

reviewed Integrated Transport Assessments and transport assessments for a wide range of transport, 

other infrastructure and land development projects across New Zealand. I have also provided expert 

evidence on numerous occasions for Council hearings. 

My relevant project experience includes:  

a) Transport planning reporting and expert evidence relating to construction and operational 

transport effects to support the Notice of Requirements (NoRs) for both the North Strategic 

Package and the North West Strategic Package on behalf of the NZTA and Auckland Transport 

(AT   as part of the Te Tupu  gātahi  lliance; 

b) Transport planning advice and expert evidence to support the resource consents for the 36th 

Americas Cup base infrastructure and events, including the transport effects associated with the 

construction and operation of the base infrastructure;  

c) Transport planning advice and reporting for the infrastructure assessment undertaken by Beca 

Limited for Kāinga Ora’s Mt  os ill and Māngere Precincts in the  uc land  ousing Programme; 

and  

d) Various transport planning reviews and expert evidence on behalf of AT for proposed plan 

changes in the Auckland region. 

Code of Conduct 

Although this matter is not before the Environment Court, I confirm that I have read the Code of Conduct 

for Expert Witnesses contained in the Environment Court Practice Note 2023 and that I agree to comply 

with it, including as part of his preparation of this report. 

I confirm that I have considered all material facts that I am aware of that might alter or detract from the 

opinions that I have expressed and that this transport assessment is within my area of expertise.  

Joseph Adam Phillips 

August 2026 

s9(2)(a)
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APPENDIX C METHODOLOGY OVERVIEW 

 

C.1.1 Key Inputs and Focus of Assessment 

The assessment has relied on the information, technical analysis, and transport modelling from the Mill 

Road Stage 1 Investment Case, including the Strategic Case and Economic Case. This has informed both 

the positive effects (benefits) of the Project, as well as potential adverse effects associated with the 

operational phase within the corridor and on the transport wider network. 

The focus of the assessment of transport effects is mainly on the changes between the design that 

informed the current designations and the proposed design and associated designation boundaries.  

The assessment of the operational and construction effects considers both positive and adverse effects: 

• In the Project corridor 

• Downstream of the Project corridor 

• In the wider network. 

Consideration has been given the scenarios without and with tolling of the Project corridor, based on the 

assessments undertaken during the Investment Case.  

C.1.2 Estimating Future Environments 

The Transport Assessment has considered the likely future environment with planned urbanisation of this 

area. This has required use of inputs and assumptions on the future urban development and the use of 

various models to estimate the likely travel movements and how they would likely change with the addition 

of the Project. 

Throughout the transport network analysis process, a range of different transport modelling tools have 

also been used to undertake quantitative assessments of the transport system. These then inform 

decisions about the planning transport network, corridors, and intersections. 

The transport modelling in the Investment Case remains relevant. The strategic modelling in the 

Investment Case, used the regional transport model, the Macro Strategic Model (MSM) that is based on 

 uc land Council’s ‘ G ’ land use scenario. This remains Council’s latest forecast for land use in the 

 uc land region and is considered to be reflective of the Council’s Future  evelopment  trateg   F   .  

The impacts of the Projects on the future transport environment were assessed using forecasting transport 

models, owned by the Auckland Forecasting Centre (AFC). The models include:  

• The regional multi-modal model (MSM) – creates estimates of car, truck and public transport (PT) 

movements at a regional level based on land use, network and policy inputs. This model is the primary 

tool to estimate future PT usage. Generally, this model is run using regional assumptions as per 

recent Auckland Transport Alignment Project (ATAP) planning, but with scenario-specific inputs in the 

growth areas. The MSM was used to inform assessment of the PT network components. 

• A local traffic model (SATURN). This uses the traffic demands from MSM on a more detailed 

representation of the road network.  

• A strategic active mode (walk/cycling) model (SAMM). This tool gives strategic level estimates of 

walking and cycling demands. 

In addition to the SATURN modelling, Signalised Intersection Design and Research Aid (SIDRA) 

modelling has been undertaken to assess the operational outputs of key intersections along the project 

corridors. The SIDRA modelling takes the traffic movements identified in the SATURN model and provides 

a more detailed operational assessment of intersection performance.  

C.1.3 Approach to assessment of operational transport effects 

Potential operational effects were assessed using:  

• Transport planning assessment of expected outcomes and effects; 

• Transport modelling to inform future demands and network performance; and  
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• Alignment with various transport design standards and guidance documents. 

As part of the assessment of operational effects, we consider:  

•  o  the Projects  ill affect user safet  for all modes and alignment  ith  ZT ’s  oad to Zero 

outcomes and design compliance  ith the  T’s Transport  esign Manual and  ZT ’s Geometric 

Design Manual and standards; 

• Effects on the walking and cycling network, including: 

‒ Safety and attractiveness; 

‒ The net or 's alignment  ith  ZT ’s and  T’s  al ing and c cling strategic documents; and 

‒  esign compliance  ith  T’s Transport  esign Manual and NZTA guidelines for designing a 

cycling facility for rural roads. 

•  o  the Project  ill affect the public transport s stem  including assessment of alignment  ith  T’s 

strategic public transport documents, design compliance  ith  T’s Transport  esign Manual as 

appropriate for application of the agreed generic cross-sections, and assessment of future transport 

demands using traffic modelling tools; 

• How the Projects will affect general traffic, including the surrounding network connectivity, corridor 

midblock performance and intersection performance utilising traffic modelling tools; 

• How the Projects will affect property access and on-street parking; and 

• How the Projects will affect the wider transport network including interaction with the surrounding road 

network.  

C.1.4 Approach to Assessment of Construction Effects 

To assess the potential construction traffic effects, an indicative construction methodology has been 

developed. This can be found in the substantive application. 

The focus of the assessment of the temporary construction effects relating to transport is: 

• Change in adverse effects resulting from the change in the corridor design, designation footprint, and 

to the designation conditions 

• Review construction methodology: 

‒ Identify key traffic management scenarios and undertake traffic modelling to assess the effects of 

these key scenarios. 

‒ Consider potential effects for pedestrians and cyclists, as well as in relation to on-street parking 

and property access.  

A Construction Traffic Management Plan (CTMP) has been prepared, refer to Appendix C11 to the 

substantive application, which identifies the purpose and objective of the CTMP, together with the 

methods to manage the identified temporary adverse transport effects during construction.  

This will be further refined, as the project design is developed prior to construction commencing, as more 

certainty regarding specific effects is confirmed. There will also be ongoing monitoring and updates to the 

CTMP throughout the construction phase.  

 





