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Dominion Road: Option Analysis Outcome 

Glossary  
 
Auckland Council (AC) 
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Auckland Transport (AT) 
Benefit Cost Ratio (BCR) 
Cycle Action Auckland (CAA) 
Frequent Transit Network (FTN) 
Integrated Transport Programme  (ITP) 
Net Present Value (NPV) 
New Zealand Transport Agency (NZTA) 
Quality Transit Network (QTN) 
Regional Land Transport Programme (RLTP) 
 

Executive Summary 

The Dominion Road team has now completed the option analysis to optimise value for 
money and identify the proposed preferred option. The previously presented scheme option 
catered for all key stakeholder requirements and had a cost estimate of $106m being slightly 
over that currently budgeted in the LTP. 

The analysis shows that, wider bus lanes do not add significant travel time or efficiency 
benefits that outweigh the incremental cost proposed as part of the previously presented 
scheme option. The scheme estimate could therefore be reduced by $53M if the mid-block 
bus lanes were retained at its current width of 3.0m, rather than widening them to 4.5m.  

Not widening the mid-block has further benefits of significantly reduced disruption to 
businesses along the corridor, reducing the construction period from 3 years to 
approximately 18 months. The smaller scheme also allows the bus improvements to be in 
place for the FTN by 2016.  

The main negative impact of retaining the 3.0m wide bus lanes is the corridor will not fulfil its 
function in the regional cycle network. The cycle unfriendly environment along the narrow 
lanes with heavy traffic is an impediment to cycle uptake, and has also contributed to 3 bus 
vs cycle and 8 cycle vs car crashes over the last 5 years (none of them fatal1).  

Parallel cycle routes are proposed as part of the scheme to provide options for less confident 
cyclists, doing shorter trips. These routes address the cycling need in part, but do not serve 
the need for longer distance commuter cyclists, whom may still choose to cycle along 
Dominion Road.  

However, a balance had to be struck between affordability and strategic need and the project 
is recommending delaying the mid-block widening beyond the first decade whilst investment 
in Option 4A (at a cost of $47M as described in this report) is considered to best balance the 
impacts sought through this scheme with the economic efficiency the option will deliver.  

 

                                                           
1
 SKM Scheme Assessment Report - 2008 
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Extending the bus lane operational hours (by 1 hour in the morning peak, and two hours in 
the afternoon peak would provide some travel time benefits and ensure reliable travel times 
for a longer period, especially with a new network that relies on intersecting services from 
other east-west routes on the FTN (see attachment 1).  The intention is that this will be 
considered as part of a region wide review of bus lane operating times outside the scope of 
is project. 

Recommendations 

It is recommended that: 

i). The Board receive the report 
ii). The Board approves the progression to detailed design of Option 4A as described 

in this paper. In brief, the option provides:  
a. Continuous peak hour bus lanes from SH20 to View Road.  
b. Introduces 4.5m wide bus lanes south of Mt Albert Road. 
c. Retains 3m wide bus lanes north of Mt Albert Road but extends the bus lanes 

through the signalised intersections. 
d. Introduces parallel cycle routes on less trafficked streets located east and west 

of Dominion Road.  
e. Removes the Denbigh Road roundabout and replaces it with signals. 
f. Improves stormwater management, lighting, footpaths and street crossing 

opportunities along the entire length of Dominion Road. 
g. Provide parking mitigation measures along the route. 

iii). Subject to board approval, this paper and associated decisions be made publically 
available. 

Strategic Context 

The ITP has identified Dominion Road as a key strategic transport corridor vital for the public 
transport network as a FTN and to accommodate increased general and commercial traffic 
serving the growing adjacent land uses signalled by the Auckland Plan.   

Dominion Road carries just over 3% of the entire region‟s public transport trips – that being 
2.2 million passenger trips in the period March 2010-March 2011. The strategic traffic model 
predicts a 30% increase in transport trips along Dominion Road as a result of future land use 
and other infrastructure improvements in the area. The increase in trips will largely be driven 
from within the walk-up catchment to Dominion Road.  

Bus services on this corridor currently carry an average of 10,000 passenger transport trips 
per week day and this is predicted to increase to 13,000 passenger transport trips per week 
day by 2041. Looking specifically at the morning peak hour, observations show buses on 
Dominion Road already carry more people than cars do. The buses transport up to 1,100 
people (in 30 buses) heading towards the city during the peak hour whilst the car lane 
transport up to 900 people (in 800 cars) over the same period.  

There is no capacity in the road network to accommodate the projected growth of 700 trips in 
the peak hour and as there are similar constraints on all three parallel roads (Sandringham, 
Dominion or Mt Eden) a PT efficiency based solution is required. The option is therefore to 
accommodate this growth on the bus network, which also contributes to the Auckland Plan‟s 
target to significantly increase the proportion of trips on public transport into the CBD. The 
additional 700 trips would imply either 20 more buses per hour (to a total 50 buses per hour), 
or larger buses (potential of double decker) or a combination of both.  
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The Dominion Road corridor has been included in Auckland‟s recently proposed FTN 
network (attachment 1). The Dominion Road Project proposes specific infrastructure 
investment on the FTN corridor that improves the bus reliability and increases the people 
carrying capacity of this corridor to enable it to accommodate the expected growth.  

A priority area set by the AP is the management of the transport system as a single, 
integrated system. The AP expects planning and delivery partners to implement principles on 
land use and transport integration and an issue pertinent along this corridor is the conflict 
between „movement‟ and „place‟ function that occurs as the corridor traverses through three 
village centres. The project therefore has to balance place function through the village 
centres with movement function of the FTN and sets out to achieve the following specific 
outcomes:  

 Confirm the status of Dominion Road as a FTN route that works as part of a network 
with other FTN routes within the isthmus.  

 Improve the quality of the infrastructure that supports the FTN level of service along 
Dominion Road by improving the bus travel time reliability and reducing travel times 
for bus passengers along the corridor.  

 Improve the safety for cycling by providing wider shared use bus/bike lanes along 
Dominion Road and provide parallel cycle routes on less trafficked streets.  

 Improve walkability by improving the quality of the footpath surfacing, the frequency 
of street crossing facilities and maximising footpath width. 

 Improve customer satisfaction by providing quality amenity and passenger comfort 
along the corridor. 

Background 

The project team presented preliminary options to the AT Board in June 2012 and the Board 
requested further information on option analysis to identify the balance of costs and benefits.  

The methodology proposed for the option analysis is based on the efficiency improvements 
to the public transport service as critical to achieving the overriding project objective.  With 
this as the backbone objective an incremental option analysis was developed with all options 
rationalising bus stop locations and providing continuous (peak hour) bus lanes along 
Dominion Road -between View Road and the SH20 interchange.  

A cost estimate, BCR analysis and funding profile was developed for each incremental step 
between a do minimum scenario and the full scheme. These, together with the impact each 
change will have on the outcomes the scheme sought are discussed in this paper.  

Option discussion 

A number of options were developed that progressively remove elements from the previously 
presented $106m scheme option until a minimum option of $30m remains. The 
consequences of removing these elements were assessed as well as their impact on key 
stakeholders and these are discussed below. (A tabulated breakdown of the options is also 
included in Attachment 2).   
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Option 5 

This is the preliminary option presented to the AT Board at the June 2012 Board meeting. In 

brief, the option provides continuous peak hour bus lanes from SH20 to View Road. To 

achieve this it introduces 4.5m2 wide bus lanes south of Mt Albert Road, widens the 3m bus 

lanes to 4.5m in the mid-blocks north of Mt Albert Road, extends the bus lanes through the 

signalised intersections and removes the Denbigh Road roundabout and replaces it with 

signals. It also improves stormwater management, lighting, footpaths and street crossing 

opportunities and extends the bus lane operational hours by 30 minutes for each peak.  

Quantitative assessment (Costs and benefits): With further design refinements this option 

is now estimated to cost $100m. The option delivers travel time and safety benefits at a 

benefit cost ratio of 2.2, which is considered a „medium‟ economic efficiency (i.e. BCR of 

between 2.0 and 4.0).  

Effects on impacts sought through the scheme: The option is designed to deliver the 

outcomes as mentioned in the strategic context of this report. 

Key stakeholder position3: Both local boards are in support of this option and have 

submitted their support during the RLTP consultation process. The Dominion Road Business 

Association has welcomed the parking mitigation (electronic signs and additional off street 

parking at Ewington Street) but has expressed their opposition to the initial 1/2hr extension 

of the bus lane operations in each peak. NZ Bus has expressed support for the option but 

has expressed their preference for the full extension to bus lane operational times (1hr in 

morning and 2 hours in afternoon) by 2016 to ease operations. CAA has expressed their 

support for the widening of the bus lanes together with the supplementary cycle routes as a 

pragmatic approach given the width constraints in the village centres. Iwi has expressed the 

desire to be part of the decision making when tree species are selected and were supportive 

of the improved stormwater measures as a result of the works.  

Option 4 

The biggest cost element in option 5 is for widening the bus lanes to 4.5m in the mid-block to 

meet current standards4 for shared-use lanes adding between $30m and $53m to the cost of 

the scheme, depending on the level of investment on the berm.  

As the majority of the transport benefits are derived from lengthening the bus lane along the 

corridor - not increasing its width, Option 4 has been developed to explore this and proposes 

to still provide continuous peak hour bus lanes from SH20 to View Road. Option 4 achieved 

this without widening the bus lane north of Mt Albert Road. For this section (Mt Albert to View 

Road) the bus lanes remain 3m wide but extended through the intersections. The option still 

improves lighting, footpath and street crossing opportunities.  

                                                           
2
 Austroads, the Cycle Route Design Guide and ATCOP specify min of 4.2m with preference for 4.5m for a shared bus/cycle lane 

3
 Stakeholder feedback included as Attachment 3 

4
 Austroads, the Cycle Route Design Guide and ATCOP specify min of 4.2m with preference for 4.5m for a shared bus/cycle lane 



Agenda Item 12(i) 
   

 

 

Quantitative assessment (Costs and benefits): Three scenarios were considered under 

this option, all revolving around the key issues of footpath width and undergrounding or 

otherwise of the overhead power lines. The scenarios were: 

 4C: Don‟t widen the bus lane in the mid-block but improve lighting and street crossing 

opportunities and widen the footpaths to utilise designation for the entire length of 

Dominion Road (including undergrounding of power lines). This is estimated to cost 

$70m with a benefit cost ratio of 2.9. 

 4B: Don‟t widen the bus lane in the mid-block and also limit footpath improvements to 

current widths but still improve lighting and street crossing opportunities for the entire 

length of Dominion Road (including undergrounding of power lines). This is estimated 

to cost $53m with a benefit cost ratio of 3.8. 

 4A: Same as option 4B above but do not underground the overhead power lines. This 

is estimated to save a further $6m (estimated cost $47m) with a benefit cost ratio of 

4.2.  

Effects on impacts sought through the scheme: Delaying the widening of the bus lanes 

will not significantly impact the outcomes relating to bus travel time and reliability as they are 

mainly achieved through extending the length of the bus lane. It will however only partially 

improve the outcomes for cycling in the wider corridor area because it will not improve 

anything for commuter cycling directly on Dominion Road but instead focus on improved 

cycle infrastructure for less experienced cyclists making shorter trip lengths. (Through the 

parallel cycle routes).  

Key stakeholder position: NZ Bus has requested that the scheme still addresses the mid-

block riding quality issue caused by the majority of cesspits being located in the wheel path. 

CAA has stated that: “…CAA is very concerned about this possibility [not widening bus 

lanes], which we consider endangers the safety of cyclists, compromises the efficiency of 

public transport, and would make CAA unable to support the upgrade…” 

Option 3 

The majority of pedestrian activity and bus boarding occurs in the village centres. Further 

cost reductions could be considered by providing the lighting, footpath and street crossing 

improvements only in the village centres. This, together with omitting the mid-block widening 

has the effect of reducing the cost estimate by $60m. The only investment in the midblock 

would be to improve the riding quality through the cesspits in the bus wheel path. 

Option 3 provides continuous peak hour bus lanes from SH20 to View Road as per option 4 

but will restrict the improvements to lighting, footpaths and street crossing opportunities to 

the village centre areas. It is also still proposed to remove indented car parks in the village 

centres, provide additional off street parking in Eden Valley and to provide electronic parking 

signs to better utilise side street parking spaces.  

Quantitative assessment (Costs and benefits): This option is estimated to cost $40m. The 

option delivers travel time and safety benefits at a benefit cost ratio of 4.5, which is 

considered a „high‟ economic efficiency. 
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Effects on impacts sought through the scheme: Similarly to Option 4, the option will 

reduce outcomes for cycling with the effect of also reducing the impact on walkability to bus 

stops and along/across the corridor outside the village centres (where the majority of bus 

stops are located).  

Key stakeholder position: The Dominion Road Business association stated that: “The 

Committee considered the options and relative benefit cost ratios and came to the 

conclusion that it wished to support option 3 (Village Centre Amenity) as the minimum option 

as it would serve to help revitalize the business area and its viability, whilst providing for 

improved pedestrian amenity and safety”.  

Option 2 

The estimate can be reduced with a further $8m by removing all lighting, footpaths and street 

crossing improvements from the scheme.  

Quantitative assessment (Costs and benefits): This option is estimated to cost $32m. The 

option delivers travel time benefits at a benefit cost ratio of 5.3, which is considered a „high‟ 

economic efficiency. 

Effects on impacts sought through the scheme: The option will reduce the outcomes of 

the scheme as mentioned for option 3 above, with the further effect of not achieving any 

pedestrian safety and walkability outcomes along the corridor.  

Key stakeholder position: The business association has indicated that as a minimum they 

support minimum investment that would help revitalize the business area and its viability, 

whilst providing for improved pedestrian amenity and safety. This option would therefore not 

meet their drivers.  

Option 1 

The estimate can be further reduced with $2m by removing the parallel cycle routes from the 

scheme.  

Quantitative assessment (Costs and benefits): Three scenarios were considered under 

this option which relates to bus lane operational hours and parking mitigation measures. 

These were:  

 1C: Provide continuous bus lanes for peak direction, additional off street parking in 

Eden Valley, electronic traffic signs to improve side street parking utilisation and 

extend the bus lane operational hours by 1/2hr in each peak direction. This is 

estimated to cost $31m with a benefit cost ratio of 4.8. 

 1B: The same as 1C above but excluding any parking mitigation. This is estimated to 

cost $30m with a benefit cost ratio of 5.1. 

 1A: The same as above but excluding parking mitigation and extensions to the bus 

lane operational hours. Extending the bus lane operational hours has a small cost 

impact but not doing that has the effect of reducing the benefit cost ratio to 4.8. 
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Effects on impacts sought through the scheme: The option will have similar reductions in 

outcomes as mentioned for option 2 and in addition not achieve any outcomes for cycling or 

for pedestrians along this corridor. The main impact would be at signalised intersections 

where the combination of cars parked in bus lane and queue lengths would prevent buses 

from „jumping the queue‟ at the intersection.  

Key stakeholder position: All stakeholders were of the opinion that something needs to be 

done for cycling and has viewed the parallel cycle routes as a minimum provision if no cycle 

improvements were to be made on Dominion Road, with the exception of CAA which also 

recommends improvements directly on the Dominion Road as part of the „do minimum‟. 

Options to extend the operational hours of the bus lanes without providing parking mitigation 

measures will have an impact on the business environment along this corridor and would be 

met with resistance from the business associations.  

Summary of considerations 

The analysis for the above options are summarised in the table below. Options that meet or 
partially meet the outcomes can be delivered with a range of investment options between 
$40m and $100m. Only the $100m investment option (option 5) achieves all of the outcomes 
but its business case is tempered by achieving a medium economic efficiency rating (BCR of 
less than 4).  

Option 4a and 3 achieve a HHH funding profile (including a high economic efficiency rating) 
but they only partially meet some of the outcomes. 

Options 1 and 2 did not deliver at all against certain outcomes and it is proposed that they 
are discarded. The table below illustrates the analysis:  

Outcomes 
Options 

5 4C 4B 4A 3 2 1C 1B 1A 

Confirm the status of Dominion Road as 
a QTN route (now FTN) that works as 
part of a network with other QTN 
routes within the isthmus 

Met Met Met Met Met Met Met Met Met 

Improve the quality of the 
infrastructure that supports the FTN 
level of service along Dominion Road by 
improving the bus travel time reliability 
and reducing travel times for bus 
passengers along the corridor 

Met Met Met Met Met Met Met Met Met 

Improve the safety for cycling by 
providing wider shared use bus/bike 
lanes along Dominion Road and provide 
parallel cycle routes on less trafficked 
streets 

Met 
Partially 

met 
Partially 

met 
Partially 

met 
Partially 

met 
Partially 

met 
Not met Not met Not met 

Improve walkability by improving the 
quality of the footpath surfacing, the 
frequency of street crossing facilities 
and maximising footpath width 

Met Met Met Met 
Partially 

met 
Not met Not met Not met Not met 

Improve customer satisfaction by 
providing quality amenity and 
passenger comfort along the corridor 

Met Met Met Met 
Partially 

met 
Not met Not met Not met Not met 

Funding profile HHM HHM HHM HHH HHH HMH HMH HMH HMH 

Total Estimate (million) $100 $70 $53 $47 $40 $32 $30 $30 $30 
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Next Steps 

Once an option is approved by the AT Board the project team would communicate it to the 
wider public through a series of open days. 

The draft scheme assessment report will be updated to reflect the board‟s approved option 
and this will be submitted to the NZTA for funding approval to proceed to the detailed design 
and construction phase of the project.  

Once approved by the NZTA, the detailed design will be procured allowing commencement 
of this early in the 2013/14 financial year.  

 

Attachments 

Attachment 1 – FTN map 

Attachment 2 – Tabulated summary of incremental analysis 

Attachment 3 – Key Stakeholder Feedback 
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