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As traffic on Auckland’s arterial roads is fast reaching saturation point, Auckland City
Council has developed the Liveable Arterials Plan to help manage the street network.

IAN MUNRO BPLAN(HONS) MPLAN[HONS) MARCH{HONS) MNZP], SENIOR ASSOCIATE, URBANISMPLUS LTD. ROSS RUTHERFORD B5C{HONS) M5C
MICE MIPENZ CPENG, DIRECTOR, TRANSPORT PLANNING SOLUTIDNS LTD,

The need for a new approach in Auckland

To manage growth challenges while complying
with legislation calling for greater sustainability
and integration in local governance, the Auckland
City Council and community has developed

seven comprehensive strategies and numerous
supporting policies. These together enable a
guadruple-bottam-line approach to environmental
stewardship and community wellbeing. Mumerous
relevant region-wide tools have also been
developed along these lines,

The Council’s transport plan Connecting People
and Places identifies the current artenial network
(Figure 1).These are together the maost important
routes in the city for all movement modes. All
large town centres, many community facilities (in
particular secondary schools), and much non-

CED employment in Auckland City is based on or
clase to one of these arterials. They are critical to
community wellbeing. These spatial relationships
are not coincidental; they are a direct consequence
of the low-density pattern of development that has
occurred throughout the region. Many business
and community facility catchments are today only
viable through supplementation by passing traffic
and the access to additional users this brings.

Connecting People and Places identified the
2004 average daily vehicular volumes observed
across the network. A majority of the arterials carry
over 20,000vpd, with a number carrying in excess
of 30,000vpd. Some are already maoving in excess of
50,000vpd. Sharing the streets with these vehicles
are children trying to safely move to and from
schools; people trying to talk with their neighbours
or meet friends; retailers marketing and selling their
goods; workers and shoppers interacting; people
resting or playing; and others undertaking the
many further forms of local contact that together
make communities within the city strong.

The scale and intensity of through movement
on the arterials is approaching a saturation paint
relative to the conditions necessary around them
to maintain (let alone enhance) that local exchange.
Continued growth in the movement function
without more explicit consideration of those
conditions may reduce the viability of the Isthmus
to provide healthy, stimulating places to live, work,
rest, learn, and prosper.

The Liveable Arterials Plan

These issues have led the Coundil to develop a
new way of managing its arterial street network
- the Liveable Arterials Plan.The Plan is based on
the establishment of a functionality plan for the
network that will best enable “effective equity”
within available street space. This includes the
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optimum inducement of the Council's preferred
land use and imvestrment outcomes around
each arterial. The Plan is articulated through two
documents: an explanation and design guide, and
a more detailed technical record. The design guide
is available from the Council's website: httpy/
wwew aucklandcity. govtnz/council/documents/
liveablearterials/default.asp.
The Plan is included as Figure 2.

The Plan is underpinned by four key arterial
segment types and supporting processes for
how to go about pricritising scarce space at
the corridor design stage. The ideal functional
rofe of an arterial (what it 'does’to help facilitate
specific use patterns) will vary depending on the
range of influences acting upon it at any given
location along its length. The segment types

FIGURE 1 Awcklang City Artevial Metwaork, Sourcer Cannecting Peopie & Places, Auckiang City, 2005
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werne developed through the praject process as
a respanse to those different combinations of
opportunity and constraint, and in particular the
conflict between them. They relate 1o arterials or
parts of arterials where the optimum response is
broadly focussed around a core of like outcomes
(see Figure 3).

The segment types do not denate any inherent
exclusivity. While they have a clear emphasis
towards particular user needs, they will also
accommodate as many others as possible.

Of note: Permanent bus lanes are only used
within the PT segment, but all other bus priority
(including peak period bus lanes) is envisaged in
all segment types. It is also possible that routes
on ARTA's Quality Transit Network (identified in its
Passenger Transport Network Plan) will use arterials
with non-PT segment allocations.

Provision for dedicated cycling lanes, whether
on-street or off-street, are envisaged where
appropriate within all segment types.

The GV segment is most orented towards the
movement of large commuter volumas. But the
other segments are also anticipated to share this
function as appropriate, subject to travel demand,
vehicle speed, and driver behaviour management,

All towen centres have been allocated the 'C'
segment in recognition of their critical roles as
community hubs. This alse applies to smaller and
local centres an arterials, as well as around schoals,
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How transport modelling affected the project
Comprehensive transport modelling into the
future has been undertaken at the regional and
city lewels. The outcomes of these maodels ask
significant questions as to the future design and
operation of Auckland City’s arterials. The unique
‘pinch point”geography of the Auckland region will
place a permanent through movement demand
on those streets, Traditional approaches would call
for incremental land purchase and road widening
once the progression of through-priority on lane
space consumed existing land reservations. Such
approaches, while expedient in the past, are no
longer seen as sustainable, The costs of new land
purchase alone would cumulatively run into the
billicns of dollars given the (internationally modest)
20.1m typical street reservation width within
Auckland City. While minirmisireg air pollution and
other effects of congestion form the basis of well-
known arguments for impraving free-flow capacity,
they are becoming increasingly questioned. The
issues of induced travel, subsidised urban sprawi,
and social equity [how the various advantages and
disadvantages of major transpart infrastructure are
allocated]) sit at the forefront of such arguments,

The Council’s Transport Strategy Division
briefed the project team that imvestment in
additional travel lanes and road space, while often
delivering many tangible benefits, will no longer
be accepted as the inherently right outcome for

FMGLIRE 2 Auckiand Ciry Liveable Arteslals Blas,
Sovce: Liveable Arterials Plan, Auckland City, 2008

FHGURE 32 Liveabde Arterial Segment Types, Source:
Liveable Arferials Plon, Awckhamd City, 2008

the community in every instance. It sought an
alternative approach whereby investment in the
transport network - for whatever outcome - would
be robustly justified from an overall quadruple-
bottom-line perspective,

In the Liveable Arterials Plan the project team
took 2016 transport model projections as a starting
point. These prajections took into account the
effects of the completion of the SH20 motorway
extension to link with the NW Motonway at
Waterview plus other proposed improvements
o the network. The model cutput was anakysed
to give an indication of the number of mid-
black trafhc lanes required and to identify those
intersections expected 1o be operating under
congested conditions. Possible means of dealing
with those conditions were identified. In particular
a quick assessment was made of whether widening
within the existing road reserve, or whether
additbonal land, was likely to be required. In some
instances such as key intersections on the east-
west Balmoral - Greenlane route, it was determined
that grade separation was desirable to maintain the
desired level of network performance.

Transport model output was also used to
determing the projected number of peak period
buses on the City's arterial network for the design
year. This was combined with the Quality Transit
Metwork (QTN) of bus routes as defined in ARTA'S
Passenger Transport Metwork Plan 2006-2016,
Movamber 2006. Criteria were developed (using
projected bus numbers and whether the arterial
was part of the QTH] for identifying those arterial
segments where bus lanes were desirable in the
design year.

Road carriageway and reserve widths (including
existing designations for widening) were measured
throughout the network using Auckland City's
rmapping information, which allowed widths to be
determined electronically. Exact widths were not
required. Other supporting information referred to
included the Draft Regional Freight Strategy and
plans identifying local crash data, tourism / coach
rowtes, and over-dimension routes. Almost the
entire network was cycled and conditions filmed.



General Vehicle Emphasis

Where maintaining the through movement of vehicles is the
primary role of the arterial. Arterials with this old concentrate

on providing settings which manage property access and

other conflicts. Typically, on-street parking may be remaved or
managed (such as by peak hour clearways) to facilitate additional

travel lanes,

Community Emphasis

Where maintaining the local condition and amenity of ‘place’
is the primary role of the arterial. They relate especially to town
centres. They involve speed managed environments, often
with lowered design speeds of 40kmh or less. Emphasis on
edge amenity this will help support local pedestrian use and

community use.

Passenger Transport Emphasis

Where maintaining the effective and efficient movement of
commuters by passenger transport is the primary rale of the
arterial, These streets will involve permanent bus lanes, preferably
configured to occupy the middle of the street carriageway
(subject to design). This will best maintain edge amenity at peak

periods.

Freight Emphasis

Where maintaining the viability of the Isthmus and CBD as a
place to conveniently move goods and services is the primary
role of the arterial. Typically freight allocation is used sparingly
and mainly focussed around areas where the predominant
land use is industrial. They relate strongly to the State Highway

netwark,

The outcomes of the above general traffic and
bus lane analysis were then averlaid to identify
those arterial network segments where the model
outputs suggested:

Tweo traffhc lanes (one in each direction).

Two traffic lames plus peak period bus lanes
{uswally inbound a.m.and outbound pum).

Four traffic lanes,

Four traffic lanes plus bus lanes.

Six traffic lanes.

This information was then overlaid with
the planned cycle route netwark allowing the
fallowing arterial segments to be identified:

Segments with “surplus” available road width,

Segments where it's possible to meet mid-
block general traffic and bus lane requirements.

Segments where meeting both requirements
or providing six general traffic lanes was not
possible without substantially widening and
requiring land acquisition.

Segments where providing cycle lanes may
prave difficult without some carriageway widening.

Segments where providing the planned cycle
lanes may be very expensive.,

On-street parking provision was discussed at
some length, as it generated numergus differences
of opinion between practitioners. The discussion
helped clarify the roles of on-street parking and
identify circumstances where the role of on street
parking on an arterial is more, or less, important. &
tentative on-street parking policy was developed
to guide decision-making.

Reaching consensus on the basis of an
informed view of the network

The process enabled sections of the network to

be identified where major road widening may be
required, or alternatively where decisions would
have to be made on the priortisation of use of the
available road space, Guidance was provided from a
transport perspective on the most appropriate use
of the available road space. This information was
Tayered with similar network analyses undertaken
by parallel work streams that looked at the
network from different perspectives. This allowed
a commaon language (of sorts) to arise between
participants and from which meaningful debate
was enabled, This was based on actual parts of the
netwark where real issues and specific tensions

JUME 2000 = Pg L3
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arose, rather tham on the vision statements and
objectives between professional disciplines where
the same terms often had either very different or
ambiguously defined meanings.

With this knowledge, multi-disciplinary
teams were then equipped to generate concepts
and prepare preliminary corridor sketch plans
that incorporated the full range of ideas and
influences. Using this information the project
participants were able to reach an informed,
genuinely integrated consensus on the appropriate
management and development of the City's
arterial road network,

It was agreed that for those parts of the
network where modelled demands could not - or
should not - be met, measures for managing any
resulting congestion, should it eventuate, would be
developed and articulated, Detailed corridor design
tests were undertaken 1o ensure the strategic
issues were clearly linked with real deliverability.

those from the Transport Strategy Division, Having
made this decision, it was important to identify
its implications. This included accepting that
congestion at those key intersections may well
increase, and then identifying how best to manage
this should it eventuate,

This one example demaonstrates how an
overall view of the transport network as part of an
interconnected urban system can lead to outcomes
quite different to those developed when pursuing
traditional transport objectives in isolation, or by
simply defaulting to idealistic positions that do
not take into account the real consequences and
opportunity costs of decisions, Throughout the
project process, other examples of this consensus
occurred - frequently in reverse, where a more
informed perspective changed the preference
of other disciplines towards an outcome that
provided for greater through traffic movement
than had been originally wished for.

Higher amenity outcomes will be critical in that area if
intensification and economic development aspirations for it
are to be met.

To take a particularly important example, the
Balmoral - Greenlane route was discussed with
the wider Liveable Arterials team. As noted, traffic
projections indicated that grade separation of
key intersections would be ideal. The eventual
consensus however, taking into account the total
picture of urban sustainability, was that grade
separation here was overall not compatible with
the maore liveable future envisaged by the full
suite of Council strategies. The route, in addition
to its strategic vehicle movement role, forms
a key frame around the existing CBD and its
mixed use periphery (Ponsonby to Pamell via
Symonds [ Khyber Pass and Mewmarket), Higher
amenity outcomes will be critical in that area
if intensification and economic development
aspirations far it are to be met, This consensus
view was strongly supported by the Auckland
City officers involved in the project including
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Implementing the Liveable Arterials project
through Corridor Management Plans

The Liveable Arterials project is intended 1o be
implermented primarily through the development
of Corridor Management Plans (CMPs). While the
segment types give a clear steer 1o guide these,
the wide degree of variability across land use,
movement, and access contexts on Auckland’s
arterial network precludes a more standardised
approach being used,

Experience in the initial developrment of such
plans has identified that participants in the CMP
development process need to fully understand the
objectives of the Liveable Arterials Plan and the
process adopted to produce it. Most impartantly
they need to be able to interpret the outcomes
beyond just the main ‘plan’itself. This requires:

1 The preparation of a resource docurment
that succinctly sets out the main elements of the

RIGHT:: The Liveendle Arferials Plan in Awckiand C.'r_g.- 5
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Plan, including guidance on how to interpret the
relevant outcomes and how to prioritise the use of
the available road space in arterial route segments;

2 An initial workshop session, which brings
all participants to the same broad level of
understanding of the Liveable Arterials outcomes
and intent;

3 Continuity of personnel involved in both the
ariginal project and subsequent workshops.

4 A willingness of the participants 1o be actively
involved in an interactive, multi-disciplinary
workshop process based on technical consensus.

The Regional Arterial Road Plan

ARTA has recently published its Regional Arterial
Road Plan, dated February 2009. The Regional
Arterial Road Plan (RARP) represents an impsortant
step in improving the management and
effectiveness of the regional arterial road network.
The purposes of the plan are:

To define the existing and future role and
function of the regional arterial roads

To pravide a framework for the integrated
mianagement of regional artenal roads, and their
interaction with surrounding land uses and other
parts of the road network

To pravide a basis for project priortisation

To develop a rationale for more appropriate
funding for regional arterial roads

The RARF uses a layering process similar
to that used in Liveable Arterials to identify
deficiencies and competing demands for use of
arterial road space, It also places emphasis on the
development of Corridor Management Plans to
identify appropriate projects and actions. However,
it overall differs significantly from the Liveable
Arterials approach.

The RARP identifies and prioritises deficiencies
in the arterial road network based largely on the
relative demands for the design year for a number
af functicns’and the assessed level of service for
each function. The functions are general traffic,
passenger transport, freight, safety and cycling. The
demands are obtained primarily from transport
model outputs and are measured by traffic flows,



bus numbers, freight traffic, crash rates and

whether the arterial is part of the regional cycle
network. Depending on the level of demand and
the lewvel of service, arterial segments are given a
deficiency score for each function, Arterials with
high deficiencies in maore tham one function are
identified and are then given a Priority 1 or Priority
2 rating based on the combined deficiency across
these functions. Land uses have only a minor
influence on the outcome. Locations with a ‘place’
function are identified, but this information is not
explicitly used in the analytical process.

The RARP applies a more numerical, transport
model-based process process for identifying and
prioritising the transport deficiencies which can be
applied relatively easily to a large arterial netwoaork,
and which benefits from the inclusion of crash
rates. However, thie process is almost exclusively
transport-focused and takes little notice of the
context of the network components. Corridor
Management Plans based primarily on the RARP
output would not adequately take into account
a large amount of relevant information that can,
and should, influence the management and
development of the arterial road network.

Haowewver the RARF and Liveable Arterials Plans
tegether present a comprehensive resource to

ensure cormidor plans within Auckland City are fully
informed around sustainability issues.

Concluding the Liveable Arterials Plan
The Liveable Arterials approach used to identify
future road space demands and potential
deficiencies, and to determine the most
appropriate solution taking all relevant urban
sustainability factors into account, worked well,
MZTA has supported it as a best practice process,
It allowed conflicts to be identified and provided
a good means of making decisions on the most
appropriate prioritisation of scarce road space, It
critically allowed an informed discussion 1o ocou
around how to respand in those instances where it
was just not possible to always serve all interests.
An unexpected benefit was that it enabled,
in many cases, much of the doubt and cynicism
about the madel from some non-transport team
members to be allayed. In other instances, the
limitation of relving on models as the sole basis
for making transport netwark decisions was
exposed, The model output was an essential
companent of the project, but importantly it was
placed on a fairly equal footing aloang with ather
outputs in network planning decision-making

tools, and was not elevated to the rale of the

prime decision making instrument as has tended
to be the case in past,

All participants, including transport specialists,
had to be prepared to argue their case and to
be fully involved in the interactive warkshops,

This enriched the project and led to more robust
and defendable outcormes. It also allowed an
authentically integrated outcome to be achieved
through consideration of broad-ranging evidence,
professional debate, and consensus.

Experience gained in the development of
carmdor management plans following on from the
Liveable Arterials Plan was that the participants
whio [ooked simply at the functional types and did
not understand their implications took some tirme
to become effective participants in the process,
The gutcome of the Liveable Arterials process must
be seen as a senes of diagrams, tables, and design
aspirations not just one plan showing the segment
types, Given that transportation specialists will
be the main user group of the project outputs, a
greater emphasis on the purely transport focussed
parts of the project may have helped in this
respect. However this issue should not negate
the success of an innovative, comprehensive and
InClusive process 1o help mave network planning

toweards maore sustainable outcomes,
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