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1.1.3.3 Rising construction costs, fiscal constraints and a decline in network condition 

In recent years construction prices have increased significantly creating financial pressures in delivering 

renewal and maintenance programmes with limited Waka Kotahi funding and corresponding local share.  

Decisions on when, where and what to renew and the level of renewal and maintenance backlog that can 

be accepted while maintaining levels of service with limited funding is a challenging balancing act.    

 

These fiscal constraints have resulted in asset management targets not being met for most renewal 

activities and technical level of service targets not being met for sealed roads and footpaths.  As renewal 

investment decreases network condition deteriorates and there is increased risk of network disruptions, 

and higher whole of life costs as the level of maintenance required increases. 

1.1.3.4 Population growth and demographics 

Dunedin’s resident population has increased higher than estimated which has shifted the city from a 

low growth centre to a medium growth centre.  The population at the time of the 2006 census was 

118,683 compared to 126,255 at the time of the 2019 census, an increase of 6.38%.   

The demographics of Dunedin is unique in that the largest proportion of Dunedin’s residents fall into 

the 15-30-year age bracket, which represented 26.57% of the resident population in 2018.  Dunedin’s 

population is also experiencing high growth in the number of residents over the age of 60.  

A high representation of older and younger people in Dunedin's population will mean road safety 

improvement programmes, aimed at understanding and preventing road safety risk for these road users, 

will continue to be a key consideration in the management of DCC's transport activities. 

Population growth will inevitably result in higher vehicle congestion on key commuter and freight routes 

particularly given the city’s current heavy reliance on private vehicle use.  

1.1.3.5 Reliance on private vehicle use  

Regionally and nationally the transport network is dominated by private vehicle use. By comparison only 

a small proportion use public transport or active modes as a means of travelling to work.  A high demand 

for private vehicle use will consistently put pressure on the transport network through wear and tear 

increasing maintenance and renewal needs.  The transport network needs to be developed in order to 

support and encourage safe multi-modal use with suitable accessibility and delineation between vehicles, 

freight, pedestrians and cyclists.   

1.1.3.6 Climate change, weather events and natural hazards 

Sea level rise, flooding and storms are predicted to intensify over the next 30 years along with increased 

slips and erosion, increasing the risk to communities and transport networks.  South Dunedin, the most 

densely populated part of the city, is particularly at risk of sea level rise and rising groundwater levels. 

Surface flooding is also expected to increase around the Dunedin Airport.  Flood events can cause 

significant costs and place significant pressure on the local contracting market to respond with limited 

resource available.  The July 2017 flood event resulted in $20 million of repair works that took over two 

years to complete.    As weather events become more frequent and severe the networks ability to recover 

is put under pressure particularly for communities and industries accessible on vulnerable routes with 

limited alternative access options.   

1.1.3.7 Dunedin's economic growth 

Dunedin has strong and diverse economic foundations and acts as a major export hub for the lower 

South Island for the distribution of high value exports supporting industries such as forestry, dairy, 

fisheries and meat.   

In addition, Dunedin has an unprecedented number of major transport and urban development related 

projects underway or being planned for over the next 10 years.  The hospital rebuild in Dunedin’s central 

city will involve the single biggest hospital build ever in New Zealand costing up to $1.4 billion.   

Supporting these industries and maintaining key freight routes is vital.  There is also opportunity to 

address Dunedin’s key transport challenges to ensure the safe, effective and efficient movement of a 

diverse range of modes within a compact city centre comprising of varying business and transport needs.  



 

 

 

 

Transport Activity Management Plan Page | 6 

 

1.1.3.8 The COVID 19 Pandemic 

This AMP has been prepared during the COVID-19 pandemic. Though the long-term effects of the 

pandemic remain unknown transport will have an important part to play in supporting recovery with an 

ongoing need for transport services to improve access to employment and essential services, particularly 

for vulnerable communities. Maintaining safe and reliable road and rail freight connections, particularly 

to Port Otago, is vital.  

1.1.3.1 Tourism 

The New Zealand tourism market has been seriously affected by the closing of international boarders, 

and the impact may change the way tourism is viewed in New Zealand.  This AMP has been prepared 

with an expectation that the international tourism sector will recover over time. Domestic tourism has 

increased as people are unable to holiday overseas, but peaks are limited to school holiday periods.  

1.1.3.2 Technological changes  

With emerging and new technologies, a step change in thinking will be required to how transport 

networks are used, serviced, managed and planned for in the future.   Transport systems are expected 

to rely heavily on digital technologies supported by high quality data and information to enable users to 

plan, book and pay for journeys and to get the most out of existing infrastructure.   

1.1.4 Strategic direction and alignment 

Most of the Dunedin’s transport maintenance, renewal and new capital programmes are subsidised by 

Waka Kotahi at a funding rate (53% - 51%). This funding is guided by the priorities set out in the Ministry 

of Transports Government Policy Statement on Land Transport (GPS).  The GPS sets out the 

government’s priorities for land transport expenditure. The key priorities in the GPS are: 

 

• Safety – Developing a transport system where no-one is killed or seriously injured. 

• Better travel options – Providing people with better transport options to access social and 

economic opportunities. 

• Climate change – Developing a low carbon transport system that supports emission reductions, 

while improving safety and inclusive access.  

• Improving freight connections – Improving freight connections for economic development. 

 

The Dunedin Integrated Transport Strategy 2013 (ITS) is an overarching strategy covering the whole of 

Dunedin’s transport system and is designed to enable DCC to review its investment priorities and ensure 

they are relevant to the current and future needs of Dunedin.  It identifies and outlines ‘areas of focus’ 

developed from several transport challenges and issues that Dunedin faces.  They cover: 

• Safety: Improving Dunedin’s road safety record. 

• Travel Choices: Providing safe, viable travel options in addition to the car. 

• Accessibility: Providing a high level of accessibility to key destinations such as education and 

recreation. 

• Network Resilience: A resilient network where more people use sustainable modes to travel. 

 

These areas of focus and the key issues strongly align to the goals of the GPS. 

1.1.5 Key issues  

In developing the business case for this AMP key issues are identified based on evidence accumulated 

from stakeholder engagement, the strategic assessment and levels of service.  These issues are 

articulated in the following problem statements that identify cause and effect and help build a focused 

case for investment.  

Problem 1:  Theme: Safety "A diverse network, inconsistent layout and competing users results in 

serious and fatal incidents" 

Problem 2:  Theme: Changing User Demand "Network constraints along with changing demands and 

provision for private motor vehicles results in poor access for alternative transport demands"  

Problem 3:  Theme: Resilience and funding "Ageing infrastructure, climate events, a lack of funding 

and vulnerable key routes are a risk to economic and social well-being" 
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Costs reflect a sustained increase in renewal quantities to address the steady decline in network 

condition and catch up on a growing backlog of renewals.  Costs have been prepared based on 

contracted rates from the recently procured 10-year maintenance contract.  Annualised, the cost of 

renewals and maintenance equates to $37 million versus $23 million from the previous three years – 

an increase of $14 million or 62%.  This will equate to approximately a 4.5% rise in rate funding. 

New capital projects are focused on improving user safety, alternative modes and address social and 

economic opportunities.  Key projects cover: 

• Low cost low risk safety improvements 

• Tertiary Precinct/George Street Safety and Accessibility Upgrade 

• Waterfront Bridge Connection 

• Safer Streets Arterial improvements  

• Dunedin Tunnels Trial 

• Rail Passing Loop 

• Princess Street Bus Priority and Corridor Safety Plan 

• Harbour Arterial Efficiency Improvements 

 

1.2 Commercial and management case 

The DCC is well positioned to deliver to these maintenance, renewal and new capital programmes and 

can demonstrate that maintenance and renewal activities provide value for money to the rate payer. 

Since presenting the previous AMP for the 2018/21 RLTP period the DCC Transport Group has made 

significant improvements to its delivery, procurement and contract management capabilities 

addressing all the issues sited in Waka Kotahi’s 2017 investment audit and receiving an exemplary 

audit in 2019.  

The Transport Group has consistently delivered to its safety improvement programme and renewal 

programmes – on time, on budget and within scope. 

On-going improvements are being made to asset and activity management systems and processes. 

The Transport Group scores very highly for asset data quality and is the second highest ranked 

territorial authority nationally. This supports a robust, evidence-based process for activity management 

and renewal and maintenance planning. 

The Transport Group has advanced the development of Dunedin’s Network Operating Framework which 

in turn will inform the One Network Framework.  This is a result of collaborative partnerships and 

stakeholder engagement through initiatives such as Shaping Future Dunedin.  This demonstrates an 

integrated approach in the future planning of the transport network considering all modes of transport, 

modal conflicts, safety and accessibility.  

The DCC can demonstrate its renewal and maintenance programmes achieve value for money.  

Maintenance costs per kilometre are in line with the complexity of Dunedin’s transport network and its 

equally high proportion of urban and rural roads.  The average life achieved for re-seals are in line, and 

in some cases above, national and regional averages.  Budgets are prepared from the bottom up 

applying construction rates from recently, competitively tendered maintenance contracts. 

1.3 The Improvement Plan and looking forward…. 

Asset and activity management involves an on-going process of assessment to identify areas for 

continuous improvement that will inform a suitably prioritised plan of action.  The DCC Transport Group 

has worked hard to regain the investment confidence of Waka Kotahi through higher levels of 

engagement and addressing audit concerns.  Emphasis is now on delivering to core renewal and 

maintenance programmes to address the decline in network condition but  decisions on when, where 

and what to renew and the level of renewal and maintenance backlog that can be accepted is a 

challenging balancing act with limited Waka Kotahi funding and rate payer local share.   

This will require new thinking and on-going initiatives. These include: 
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• Reducing DCC’s cost price premium and moving to cost reimbursable, collaborative partnership 

style contract models. 

• Rationalisation of delivery and customer service teams and processes. 

• Development of Council policies to cost effectively tackle dust suppression on the unsealed 

network and support re-seal decisions. 

• Find opportunity to transfer ownership and/or liability of non-economic roads (Mt Allen Road). 

 

Further initiatives are outlined in the improvement plan (Appendix K) 
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6.3 Changing User Demand 

This problem statement recognises that Dunedin’s transport network was developed many years ago 

and as such has a biased provision for vehicle use making Dunedin very accessible by car. Ample low 

cost or free parking and relatively short travel times all contribute to Dunedin’s motoring convenience.  

In addition, the configuration of the network has not been suitably designed for active modes comprising 

of narrow road corridors and a busy, compact central city all needing to cater for a wide range of users 

with limited delineation.  This therefore makes safety a concern creating further barriers for the uptake 

of active modes such as cycling. 

Introducing change to accommodate active modes has also been challenged because the car has been 

privileged for such a long time. But the landscape is changing, the environmental context and drive for 

more active transport infrastructure to support mode shift and improve road safety for vulnerable road 

users is getting stronger, from grass roots/community level, as well as local and central government.  

Furthermore, some population growth and increased traffic is expected as a result of increased 

infrastructure investment and amenity expectations, lifestyle and educational choices. Further, disruption 

from major central city infrastructure projects is expected to lead to heightened congestion in peak 

times.  While Dunedin has hilly topography, many hill suburbs are within easy walking or cycling distance 

of the CBD, and E-bikes make Dunedin hills accessible to more people. 

Development of Dunedin’s Strategic Cycle Network is specifically identified as a strategic priority in the 

ITS. The goal of the ITS is to increase the percentage of people who walk, cycle, and take public transport 

to work from 16 percent to 40 percent by 2024. Committing to the goal of increasing the mode shift of 

active/sustainable transport will contribute to the ITS, the city’s environmental commitments, reduce 

congestion and improve the health of those incorporating physical activity into their daily commute. 

Investment in providing safe and attractive infrastructure for active modes will raise the profile of active 

transport and contribute to the mode shift goal.  

Data from the Census also shows that 9.4% of households in Dunedin do not have access to a vehicle. 

This is higher than the NZ average of 6.1%. In some parts of South Dunedin, North Dunedin, North East 

Valley, Mosgiel and Port Chalmers more than a third of households did not have access to a motor 

vehicle.  North Dunedin and North East Valley are home to high numbers of students who live within 

easy walking distance of the University and Polytechnic, which may contribute to the low car ownership 

in these areas.   
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• More accessible city for different users through providing 

viable transport choices. (tourists, students, elderly, 

workers etc.) 

• Better network efficiency and travel time reliability at peak 

times. 

 

• Increasing use of private motor vehicles 

creating greater network demand. 

• City less accessible for different users. 

• Increasing congestion and poor travel 

time reliability. 

Network 
Efficiency 

More efficient network can enable: 

• Better travel time reliability. 

• Increase in productivity and access. 

• Reputational benefits for Dunedin. 

If network efficiency is not addressed, it 

could result in: 

• Greater future cost to manage growth. 

• Poor network efficiency and travel time 

reliability. 

• Lack of sustainable transport choices. 

Network 
Constraints 

Investing in dealing with the network constraints can help: 

• Promote alternative modes of transport. 

• Increase travel time reliability. 

• Increase safety in the network. 

If the network constraints are not dealt with 

it could result in: 

• Lack of demand for active modes 

increasing private vehicle use. 

• Poor network efficiency and travel time 

reliability.  

 

The figure below further maps out the process undertaken at the Investment Logic Mapping Workshop 

and links to ONRC and DCC reporting measures.
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6.5 Programme overview  

A significant portion of DCC infrastructure has reached a point where the whole of life investment solution 

is to renew.  This requires a step change in renewal investment to achieve a lower whole of life cost in 

the long term.   

 

Renewal investment has been below asset management targets for all activities for many years.  During 

the 2015/18 RLTP period this was largely due to a lack of capability and capacity across the Transport 

Group which was subsequently addressed following its re-structure in 2017.  During the 2018/21 RLTP 

period the Group consistently met budgeted delivery targets ($) particularly in the safety improvement 

programme however during that same period contract prices increased significantly.  This meant the 

quantity of planned renewals remained below asset management targets in order to balance the books 

considering limited Waka Kotahi funding and corresponding local share.   

 

Considering these funding constraints decisions on when, where and what to renew and the level of 

backlog that can be accepted is a careful and challenging balancing act factoring in several factors such 

as risk, levels of services, stakeholder demands, movement, public perception and condition.  As such 

programme planning relies heavily on physical inspections and inputs from a broad spectrum of field 

staff, specialised services and stakeholders to support optimised decision making.  In recent years 

activities such as re-habiliations and drainage renewals have been prioritised below re-seals, heavy 

maintenance options and in all cases less expensive treatments are considered and chosen first.   

 

The below graph outlines actual renewal spend versus budget and deprecation.  Depreciation acts as an 

indicator for asset consumption and it shows consistent and material under-investment by over 30% per 

annum. In 2021 this is forecasted to worsen with anticipated renewal spend of $11.5 million – less than 

half of the annual depreciation. 

 

 
Figure 38: Annual depreciation versus renwal costs  

 
 

 

Renewal quantities for the past six years are presented in the below graphs for reseals, footpaths and 

kerb and channel and show they have been consistently below asset management targets.  This has led 

to a corresponding decline in asset condition, levels of service and an increase in deferred renewals.   

 

The 2021 AMP therefore proposes sustained renewal investment.  In 2021-24 this represents a 49% cost 

increase on the Waka Kotahi approved programme for 2018-21 and a 38% cost increase on Council’s 

2018-21 forecasted spend.   
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Costs are driven by 

 

• Increased renewal quantities– for road surfacing, pavements and footpaths. 

• Increased construction costs since preparing the 2018/21 RLTP budgets by approximately 40%. 

• Costs have been prepared using actual contract prices from the recently procured 10-year 

maintenance contract. 

 

 

 
Figure 39: Renewal Quantities 
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Table 13: DCC’s proposed investment programme 2021-2024 
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6.6 Maintenance Costs 

6.6.1 Sealed pavement maintenance 

The proposed programme is $16 million versus a previous year’s programme of $10.5 million, a $5.5 

million increase or 52%.  The increase represents a change in contract prices from the recently 

procured 10-year maintenance contract. 

 

6.6.2 Unsealed pavement maintenance 

The proposed programme is $2.7 million versus a previous year’s programme of $2.8 million, a $100k 

decrease.  The programme represents rates from the newly procured 10-year maintenance contract. 
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6.6.3 Routine drainage maintenance 

The proposed programme is $2.9 million in line with the previous RLTP. 

 

 

6.6.4 Structures maintenance 

The proposed programme is $890k versus a previous year’s programme of $939k, a $49k decrease.  

The programme represents rates from the newly procured 10-year maintenance contract. 

 

 

6.6.5 Environmental maintenance 

The proposed programme is $5.6 million versus a previous year’s programme of $5 million, a $600k 

increase.  The programme represents rates from the newly procured 10-year maintenance contract. 
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6.6.6 Traffic services maintenance 

The proposed programme is $9.3 million versus a previous year’s programme of $6.5 million, a $2.8 

million increase (43%).  The programme represents rates from the newly procured 10-year 

maintenance contract.  The most notable increase has been for line marking costs ($2.5 million). 

 

 

6.6.7 Operational traffic management 

The proposed programme is $2.2 million versus a previous year’s programme of $1.5 million, a $743k 

increase (52%).   
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6.6.1 Footpath maintenance 

The proposed programme is $1.8 million versus a previous year’s programme of $1.5 million, a $302k 

increase (20%). The programme represents rates from the newly procured 10-year maintenance 

contract. 

 

 

6.1 Renewals 

6.1.1 Footpaths 

The footpath renewal programme has been derived through a rigorous programme of annual condition 

ratings followed by on-site field validations to verify results and finalise the programmes proposed. 
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The 2021/24 RLTP programme proposes investment of $4.9 million per annum, $14.7 million in total, 

versus a previous 3 years of $8.3 million – an increase of $6.4 million or 78%.  

Historic investment in footpath renewals have been low resulting in deteriorating condition and level of 

service and DIA targets not being met.  

The 2021/24 RLTP programme proposes to increase renewal quantities by renewing 4% of the network 

per annum in line with asset management targets which have not been achieved in the past 6 years.  In 

dollar values this accounts for a $5.3 million increase.  

Since preparing the 2018/2021 RLTP budgets contract prices for footpath renewals increased 

significantly.  When tendering the footpath renewal contract in 2018 rates increased by 45% and this 

placed pressure on DCC budgets considering static Waka Kotahi funding and limited local share.  In 

addition, 85% of sites involve the more 

expensive strip and re-surface treatment (see 

pie graph) with the choice of cheaper 

alternative treatments, such as overlays, 

having been exhausted.  

The AMP proposes a sustained investment of 

renewals starting at 4% per annum of the 

network during the 2021/24 programme. It 

applies unit rates from the current contract – 

a breakdown of which is supplied in the cost 

variance analysis table below. 

 

 

 

 

 

Table 14: Footpath cost variance analysis 2021-2024 
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Table 15: Footpath renewals – price/quantity analysis 

 

 

 

6.1.2 Metalling 

The 2021/24 RLTP programme proposes investment of $1.3 million per annum, $3.9 million in total, 

versus a previous 3 years of $2.8 million – an increase of $1.1 million or 40%.  

Footpath Programme Length (km) 2015-2018 2018-2021 2021-2024 2018-2021 2021-2024

Asphalt 59,739                67,767                97,223                8,028                  29,456                

Concrete 82                        105                     1,062                  23                        957                     

Int. Blocks 437                     847                     2,519                  410                     1,672                  

Metal -                      -                      

Stone -                      -                      -                      

Timber 16                        33                        8                          17                        25-                        

High 112                     434                     926                     

Medium/high 1,393                  1,474                  6,128                  

Medium 7,480                  8,765                  15,618                

Low/medium 39,394                47,389                69,408                

Low 11,896                9,450                  8,732                  

(Blank) -                      1,240                  -                      

Footpath Programme Cost $m 60,274                68,752                100,812             8,478                  32,060                

Asphalt 4,766,336          7,691,726          12,579,392        2,925,390          4,887,665          

Concrete 12,290                19,251                217,652              6,961                  198,401              

Int. Blocks 213,832              552,112              1,895,253          338,281              1,343,141          

Metal -                      -                      -                      

Stone -                      -                      -                      

Timber 1,787                  4,290                  1,260                  2,503                  3,030-                  

High 10,208                182,978              223,332              

Medium/high 121,266              186,075              2,320,855          

Medium 648,434              995,174              2,697,572          

Low/medium 3,178,639          5,367,233          8,472,173          

Low 1,035,699          1,317,267          979,625              

(Blank) -                      218,653              -                      

Footpath Programme Cost per m ($) 4,994,245          8,267,380          14,693,557        3,273,135          6,426,177          

Asphalt 79.79                  113.50                129.39                33.72                  15.88                  

Concrete 149.32                183.66                204.99                34.34                  21.33                  

Int. Blocks 489.02                651.92                752.33                162.90                100.41                

Metal

Stone

Timber 114.60                130.00                157.35                15.40                  27.35                  

High 91.38                  421.85                241.06                

Medium/high 87.07                  126.22                378.76                

Medium 86.69                  113.54                172.72                

Low/medium 80.69                  113.26                122.06                

Low 87.07                  139.39                112.19                

(Blank)

Overall 82.86 120.25 145.75 37                        26                        

 Year on year variance 

Variance analysis - impact on price and quantity by treatment type

Price Quantity Total Price Quantity Total

$ $ $ $ $ $

Asphalt 2,014,145          911,245              2,925,390          1,076,478          3,811,187          4,887,665          

Concrete 2,827                  4,134                  6,961                  2,235                  196,165              198,401              

Int. Blocks 71,229                267,052              338,281              85,037                1,258,104          1,343,141          

Metal -                      -                      -                      -                      -                      -                      

Stone -                      -                      -                      -                      -                      -                      

Timber 240                     2,263                  2,503                  903                     3,932-                  3,030-                  

Overall 2,088,441          1,184,694          3,273,135          1,164,653          5,261,524          6,426,177          

 2018-2021  2021-2024 
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Table 16: Reseal Programme – historic and forecasted 
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6.1.4 Resurfacing pricing and quantity analysis for the 2021/24 programme 

The programme comprises of primarily three treatment 

types – chip seal, asphalt and slurry.  Chip seal is the 

predominant treatment option and accounts for 79% of the 

proposed programme and is the cheapest treatment type at 

an average of $7.96 per square metre versus $38.90 for 

asphalt and $12.82 for slurry.   

Asphalt surfaces are popular for residents due to its 

amenity and low noise appeal and property developers 

prefer this surface over chip seal.  It is however more 

expensive by a factor of 4 or more, depending on the 

specific design mix and thickness layer so it is important to control the use of asphalt areas to where 

its superior strength provides value for money.  This is in typically high volume or high stress areas 

such as cul-de-sac heads, roundabouts and intersections.  This approach is supported by DCC’s draft 

reseal policy currently under review (see management section of this AMP).   

The following section provides an analysis of the 2021/24 programme in comparison to the 2018/21 

programme by the three treatment types. 

6.1.4.1 Asphalt 

In dollar terms the asphalt programme has 

increased by $135k.  An improvement in contract 

rates (12%) is resulting in a favourable variance of 

$679k.  This has been off-set by the need to 

increase quantities, confined to those area’s 

outlined above, resulting in an adverse variance of 

$815k.  

 

 

 

6.1.4.2 Chip Seal 

In dollar terms the chip seal programme has 

increased by $2.5 million.  An improvement in 

contract rates (0.19%) has resulted in a marginal 

favourable variance of $15k.  This has been off-

set by the need to increase quantities resulting in 

an adverse variance of $2.5 million.  
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6.1.4.3 Slurry seal 

In dollar terms the slurry seal programme has increased 

by $1.1 million.  An improvement in contract rates 

(7.74%) has resulted in a favourable variance of $85k.  

This has been off-set by the need to increase quantities 

resulting in an adverse variance of $1.2 million.  

 

 

 

 

Table 17: Reseal Programme – price/quantity analysis 

 

 

 

Table 18: Reseal Programme – RLTP period variance analysis quantity/price 

 

Programme AREA (m2) 2015-2018 2018-2021 2021-2024 2018-2021 2021-2024 %

Asphalt 72,550            144,779          165,722          72,228              20,943              12.64%

Chip Seal 1,178,873       969,231          1,282,416       209,642-           313,185           24.42%

Concrete -                  -                  -                  -                    -                    

Interlocking Blocks -                  -                  -                  -                    -                    

Slurry Seal 149,749          85,395            180,075          64,354-              94,680              52.58%

Access 436,103          350,288          650,713          85,815-              300,426           46.17%

Arterial 177,594          191,943          181,518          14,349              10,425-              -5.74%

Low Volume 203,111          196,474          332,417          6,637-                135,943           40.90%

Primary Collector 196,183          241,039          189,822          44,856              51,217-              -26.98%

Secondary Collector 388,181          219,661          273,742          168,520-           54,081              19.76%

Programme Cost $m 1,401,172      1,199,405      1,628,213      201,767-           428,808           26.34%

Asphalt 2,114,974       6,311,381       6,446,735       4,196,408        135,353           2.10%

Chip Seal 6,667,031       7,730,770       10,209,505    1,063,740        2,478,735        24.28%

Concrete -                  -                  -                  -                    -                    

Interlocking Blocks -                  -                  -                  -                    -                    

Slurry Seal 1,803,966       1,179,166       2,307,826       624,800-           1,128,659        48.91%

Access 2,572,877       3,095,419       5,387,810       522,542           2,292,390        42.55%

Arterial 2,482,732       3,844,599       4,796,260       1,361,866        951,661           19.84%

Low Volume 1,285,136       1,561,274       2,766,765       276,137           1,205,491        43.57%

Primary Collector 1,693,297       4,010,002       3,154,901       2,316,706        855,102-           -27.10%

Secondary Collector 2,551,928       2,710,025       2,858,331       158,096           148,306           5.19%

Programme Cost per m2 ($) 10,585,971    15,221,318    18,964,066    4,635,347        3,742,747        19.74%

Asphalt 29.15               43.59               38.90               14.44                (4.69)                 -12.06%

Chip Seal 5.66                 7.98                 7.96                 2.32                  (0.02)                 -0.19%

Concrete

Interlocking Blocks

Slurry Seal 12.05               13.81               12.82               1.76                  (0.99)                 -7.74%

Overall 7.56                 12.69               11.65               5.14                  (1.04)                 -8.96%

Access 5.90                 8.84                 8.28                 2.94                  (0.56)                 -6.73%

Arterial 13.98               20.03               26.42               6.05                  6.39                  24.20%

Low Volume 6.33                 7.95                 8.32                 1.62                  0.38                  4.53%

Primary Collector 8.63                 16.64               16.62               8.01                  (0.02)                 -0.10%

Secondary Collector 6.57                 12.34               10.44               5.76                  (1.90)                 -18.15%

Overall 7.56 12.69 11.65 5.14 (1.04)                -8.96%

 Year on year variance 

Variance analysis - impact on price and quantity by treatment type

cost quantity Total cost quantity Total

$ $ $ $ $ $

Asphalt 1,047,734.03           3,148,673.66           4,196,408            679,361.09-      814,714.39        135,353          

Chip Seal 2,735,885.72           1,672,146.00-           1,063,740            14,578.38-        2,493,313.15     2,478,735       

Concrete -                    -                    -                -                    -                      -                  

Interlocking Blocks -                    -                    -                -                    -                      -                  

Slurry Seal 263,814.75      888,614.80-      624,800-        84,748.24-        1,213,407.40     1,128,659       

Overall 4,047,434        587,913           4,635,347    778,688-           4,521,435          3,742,747      

 2018-2021  2021-2024 
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6.1.5 Drainage  

The drainage programme has been derived by a rigorous programme of annual condition ratings 

supported by on-site field validations to verify ratings and finalise the programmes. 

The programme comprises of kerb and channel, culvert and other drainage renewals.  For kerb and 

channel, the proposed investment is $3.8 million per annum, $11.5 million in total, versus a previous 3 

years of $8.6 million – an increase of $3.0 million or 26%. For culvert and other drainage renewals the 

proposed investment is $748k per annum, $2.2 million in total, in line with prior the 3 years. 

As with all renewal activity the kerb and channel programme proposes a sustained and targeted 

investment aiming to renew 0.96% per annum of the network for the first three years a slight increase 

of 0.13% on the prior three years.  It then seeks to increase investment in later years to address an 

anticipated growing back-log of deferred renewals. 

Proposed culvert renewals are $2.2 million in line with prior years spend. Culverts are renewed when 

they fail. 
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Table 19: Kerb and Channel Programme – price/quantity analysis 

 

 

 

 

 

6.1.6 Pavement re-habilitation 

The proposed programme has been derived using the modelling work under taken in the 2019 DtIMS 

report (see appendix G) and supported by a network wide multi speed deflectometer testing 

undertaken completed in 2020 (see management section).   This report sites that in general pavement 

condition is below the acceptable levels with a high number of hold pavements, very high roughness 

levels, generally low structural numbers and increasing rates of roughness progression. 

The 2021/24 RLTP programme proposes investment of $2.9 million per annum, $9.1 million in total, 

versus a previous 3 years of $3.6 million – an increase of $5.5 million or 152%. 

Since preparing the 2018/2021 RLTP budgets re-hab rates increased significantly and this placed 

pressure on DCC budgets considering static Waka Kotahi funding.  As a result, DCC has continued to 

under-invest in pavement renewals during the 2018/2021 period in order to balance the books 

adopting a strategy of applying heavy maintenance, such as large dig-outs, when unplanned asset 

failure has occurred.   

Dunedin has seen a rise in reactive maintenance as a result particularly following a weather event 

which has resulted in unplanned road closure and failure on some busy arterial roads.  As outlined 

K&C Programme Length (km) 2015-2018 2018-2021 2021-2024 2018-2021 2021-2024 %

We mean (m) Concrete 12,166                 23,932                 28,005                 11,767                 4,073                   14.54%

Kerb Stone 43                         399                       804                       355                       405                       50.40%

Dished Channel 303                       564                       122                       261                       442-                       -362.22%

Access 6,236                   8,545                   8,034                   2,309                   511-                       -6.36%

Arterial 1,120                   3,697                   3,918                   2,577                   221                       5.64%

Low Volume 1,765                   6,950                   6,570                   5,185                   380-                       -5.78%

Primary Collector 1,989                   2,184                   2,737                   196                       553                       20.19%

Secondary Collector 1,402                   3,518                   7,527                   2,116                   4,009                   53.26%

Other -                       -                       145                       -                       145                       100.00%

K&C Programme Cost $m 12,512 24,895 28,931 12,383 8,072 27.90%

Concrete 3,482,317            8,195,967            10,989,543         4,713,650            2,793,575            25.42%

Kerb Stone 19,925                 175,749               495,762               155,824               320,014               64.55%

Dished Channel 87,571                 182,559               48,892                 94,988                 133,667-               -273.39%

Access 1,775,418            2,915,743            3,317,824            1,140,325            402,081               12.12%

Arterial 320,821               1,176,555            1,576,347            855,734               399,792               25.36%

Low Volume 504,837               2,357,960            2,615,526            1,853,124            257,566               9.85%

Primary Collector 581,769               819,599               1,105,850            237,830               286,250               25.89%

Secondary Collector 406,968               1,284,417            2,860,850            877,449               1,576,433            55.10%

Other -                       -                       57,800                 -                       57,800                 100.00%

K&C Programme Cost per m ($) 3,589,813 8,554,275 11,534,197 4,964,462 2,979,922 25.84%

Concrete 286.24                 342.46                 392.41                 56                         50                         12.73%

Kerb Stone 459.16                 440.70                 616.62                 18-                         176                       28.53%

Dished Channel 288.98                 323.74                 400.76                 35                         77                         19.22%

Access 284.69                 341.21                 412.97                 57                         72                         17.38%

Arterial 286.35                 318.23                 402.33                 32                         84                         20.90%

Low Volume 286.08                 339.28                 398.10                 53                         59                         14.77%

Primary Collector 292.51                 375.19                 404.04                 83                         29                         7.14%

Secondary Collector 290.31                 365.07                 380.08                 75                         15                         3.95%

Other

Overall $286.91 $343.61 $398.68 $56.70 $55.07 13.81%

 Year on year variance 

Variance analysis - impact on price and quantity by treatment type

cost quantity Total cost quantity Total

$ $ $ $ $ $

Concrete 683,963               4,029,688            4,713,650            1,195,388            1,598,187             2,793,575            

Kerb Stone 801-                       156,625               155,824               70,159                  249,855                320,014               

Dished Channel 10,533                 84,455                 94,988                 43,433                  177,099-                133,667-               

Overall 693,694               4,270,768           4,964,462           1,308,979           1,670,943             2,979,922           

 2018-2021  2021-2024 
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above there are obvious areas of concern particularly on those roads that carry a higher volume of 

freight and bus movements. 

A programme of FWD and MSD testing was rolled out during 2020 and we are awaiting those results.  

They will provide a network wide picture of the road network’s underlying stability.  This will further 

support and prioritise required investment. 

The 2021/24 aims to re-hab 0.4% of the network per annum.  This equates to an average pavement 

life of around 230 years. 

 

 

6.1.7 Structural component replacement 

The structural component replacement programme has been derived from a rigorous inspection regime 

conducted by DCC’s structural engineer consultants, Opus.  Inspections are in accordance with NZTA 

S/6 and national best practice. These assets include  bridge structures, retaining walls and sea walls 

with retained heights greater than 1.5 meters. This work informs structural maintenance and renewal 

programs which is suitably prioritized applying a risk base approach (see management section). 

The 2021/24 RLTP programme proposes investment of $1.9 million per annum, $5.8 million in total, 

versus a previous 3 years of $4.9 million – an increase of $900k or 19%.  

The programme comprises of high priority works identified during annual inspections.  Priority is 

derived applying the following factors:  

1. Increased cost if the work is deferred. 

2. Reduction in the level of service and safety risk if the defect is not addressed. 

3. Structural significance. 

4. Value for money in terms of return on the DCC maintenance investment. 

 

Various treatment options are always considered for all sites to come up with the most cost-effective 

choice.  A good example of this is the patch painting of a bridge at a cost of $125k (Henley Ferry) 

versus a full paint at an estimated cost of $500k.  (see appendix L - Structural Assets Maintenance 

Recommending Report). 
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• Budgets have been prepared from the bottom/up applying recently procured contract rates for 

all renewal and maintenance activities.   

• An annual inflation rate of 2.45% is applied. 

• Contingencies have not been applied to cost estimates. 

• Re-seal programmes do not assume a ‘like for like’ replacement.  Programmes have been 

reviewed on a site by site basis. Asphalt is only applied where it provides value for money (see 

appendix m – Draft Asphalt Policy). 

6.3 Revenue and Financing Policy 

Section 102 (4) (a) of the Local Government Act 2002 requires each council to adopt a Revenue and 

Financing  Policy.  This Policy must state DCC's policies in respect of the funding of both capital and 

operational expenditure. 

Further information can be found in DCC's Revenue and Financing Policy. 

6.4 Forecast Reliability and Confidence 

Where up to date asset condition is known forecast reliability and confidence is reasonably high.  This is 

largely due to the following: 

• Condition assessments are routinely undertaken using tried and tested methods.  These 

assessments are further tested through a robust validation process involving expertise across the 

delivery and maintenance teams and external peer review (Waka Kotahi) 

• Maintenance intervention strategy methodologies are applied.   

• Unit costs applied are from current contract rates. 

• Predictive modelling techniques are applied (DtIMS) every 2 years for roads and will be rolled out 

for footpaths and kerbs.   This is to test investment implications to asset performance and to help 

determine and support the proposed programme. 

• Net present Value calculations have been undertaken for candidate re-habilitation sites. 
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• Delivering to planned renewal and safety improvement programmes – on time, on budget and 

within scope. 

• Development and Waka Kotahi endorsement of Council’s procurement strategy. 

• Introduction of the Maintenance Intervention Strategy to support the operationalisation of the 

AMP. 

• Integration of ONRC into the Transport maintenance contract.  

• Risk Framework developed. 

• On-going RAMM data improvements – DCC is now has the highest ranked data quality report 

(Appendix D)  

• Procurement of the 10-year maintenance contract – collaborative model. 

At a corporate level other change improvements have occurred which have enhanced These cover: 

• Establishment of Council’s procurement team 

• Development of Council’s contract and procurement policy 

• Establishment of the Long term technical, engineering and specialist support panel 

• Development of Council’s Asset Management policy 

 

7.2 DCC's approach to asset management 

While on the path of continual improvement the following approaches will underpin the planning and 

management of Dunedin’s transport network. 

7.2.1 One Network Approach 

Wherever practical DCC and Waka Kotahi work collaboratively to plan, coordinate and manage Dunedin’s 

transport network as a single system. DCC and Waka Kotahi are working together in developing 

Dunedin’s Network Operating Framework and Shaping Futures Dunedin.  There is Waka Kotahi 

representation in tender evaluation teams for key procurements including the 10-year transport 

maintenance contract and the LED upgrade. 

7.2.2 Travel demand management 

Travel demand management maximises the use of the existing road networks' capacity by managing 

demand. Measures aim to address specific issues in ways other than by increasing the road networks' 

capacity.  Time based parking restrictions/clearways to accommodate peak time traffic flows, traffic 

signal phasing and bypass routes are key examples of these for the Dunedin City network. 

7.2.3 The application of One Network Road Classification and One Network Framework  

ONRC was set as a result of the 2012 government policy statement on land transport and of ministerial 

taskforce recommendations.  It supports a nationally consistent approach to classifying road networks 

and identifying levels of service to them.   

ONRC has three elements as follows: 

• Classifying all national roads in categories based on function 

• Implementation of national performance measures and targets 

• Provide nationally consistent levels of service by road classification 

This framework is a key factor in the decision-making process DCC uses in managing its transport assets, 

levels of service and investment decisions. Maintenance intervention strategies, the prioritisation of 

renewals and level of service standards are set and documented in the maintenance intervention strategy 

with consideration given to ONRC.   

All assets stored in Transportations asset database (RAMM) is categorised by its ONRC category and 

regularly reviewed.  
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Cost efficiency measures are reported, analysed and bench marked against comparative councils. In 

developing the programme case these are reviewed and analysed to understand potential differences 

and sense check proposed investment. 

ONRC is currently being updated to the One Network Framework (ONF) in line with the national response 

across the public sector to reduce harm, take a stronger multi-modal approach, and improve community 

wellbeing.  It is also responding to the recognition that shared, integrated planning approaches between 

transport and planners will result in better outcomes.   

This ‘systems thinking’ allows us to link strategies and policies together and support a more holistic 

decision-making that in turn improves the liveability of places.  Shaping Future Dunedin is a key example 

of this approach.  It’s aim is to improve how people move into, out and around central Dunedin in light 

of the new Dunedin Hospital rebuild. 

7.2.4 One Network Framework and Dunedin’s Network Operating Framework (NOF) 

At the time of writing this AMP The Transport Group was in the process of developing a Network Operating 

Framework (NOF) for Dunedin.  This is a tool that will be used to inform future transport planning 

decisions through the analysis of the current transport network, and it’s needs considering all modes of 

transport and modal conflicts.  It provides a collaborative and integrated approach to managing the 

transport system and consists of operational strategies and objectives to provide effective network 

management for all users.  A copy of the NOF is provided in Appendix B. 

Its development is in response to the city’s various strategic challenges and opportunities such as the 

major capital projects planned for the city, safety issues and modal shift.   

Shaping Future Dunedin will go a long way in shaping this framework.  It  will be applied to all future 

transport projects to support: 

• Engagement and understanding with stakeholders. 

• Transparency in decision-making. 

• A focus shift to people and goods. 

• Optimised decision-making (around efficiency and mobility). 

• A ‘one network’ approach. 

• Integrated planning. 

• A bringing together of planners, engineers and operations into the same arena. 

 

The work on NOF is in line with and will inform the city’s One Network Framework (ONF).  The ONF has 

evolved from the ONRC framework and aims to align it more closely with the government outcomes 

focus areas.  ONF recognises the value of integrated land and transport planning for creating greater 

liveability and prosperity and acknowledges the distinct geographical challenges of New Zealand’s 

transport network. 

 

It introduces a are more granular ‘movement and place’ approach to road classification that will 

strengthen consideration to different mode priorities, surrounding land use, community wellbeing, 

economic activity and growth aspirations for the future.   

 

The Transport Group is fully committed to the development of these frameworks and to lead, support 

and advocate this change across the sector.  The Transport Group is actively involved in the REG Working 

Groups at a national level with representation in the Evidence and Outcomes and Strategic Delivery 

Working Groups.  

7.2.5 DCC’s Asset Management Policy and Asset Management Working Group  

In November 2019 the DCC adopted its asset management policy (Appendix C).  It reinforces the DCC’s 

commitment of creating a culture of valuing asset and activity management by mandating the adoption 

of asset management systems and practices consistent with ISO 5500 (International Standard for Asset 
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Management).  It requires an asset working group, which was established in 2019, comprising of 

representatives across the organisation whose purpose is to promote excellence in asset management 

and develop, recommend and monitor asset management improvement strategies across the 

organisation – maturity of which is reported up to Executive Leadership Team annually.   

7.2.6 Infrastructure Services Strategy Plan 

During 2020 DCC’s Infrastructure Services teams developed its strategy plan for 2020-2021 (Appendix 

O).  It encompasses a set of goals identified as making the biggest difference to improving the way the 

teams work.  The goals are: 

1. Improve our H&S Systems and Practices 

2. Improve our Asset Management Systems and Processes 

3. Improve our Contract, project and programme management skills and capability.   

 

These goals will inform the teams future workstreams and training needs and support a culture of 

continuous improvement.  

7.2.7 Quality Assurance of Asset Data 

Treasury’s 2015 National Infrastructure Plan identified a need for increased asset management maturity 

across the infrastructure sectors.  Key to this is maintaining a high level of asset data quality. 

Waka Kotahi in collaboration with REG and local government is delivering asset management data 

standards (ADMS) as a way of defining and describing land transport assets, their attributes, 

characteristics, properties, location and performance to enable efficient and effective end-to-end life 

cycle asset management.   

The DCC is committed to ensuring asset data is kept to a high quality and there is a programme of 

initiatives the on-going change improvements to data quality.  Most Councils, including the DCC, store, 

maintain and manage transport assets and asset data in RAMM. Each year REG publishes an Asset 

Management Data Quality report whereby the data quality of each RCA is assessed against a suite of 

data quality metrics.  The results of these reports show that DCC’s asset data is of a very high standard 

and nationally is the second highest ranked territorial authority for data quality (Appendix D) 

7.2.8 Maintenance Intervention Strategy 

To provide a safe, fit for purpose and cost-effective transport system that delivers to the issues and 

levels of service outlined in this AMP the network needs to be maintained to specified standards.  As part 

of the new 10-year maintenance contract the DCC and its maintenance supply partner have developed 

maintenance intervention strategies and supporting level of service standards. 

These strategies and standards are under continual review and will evolve as part of a collaborative 

process of continual improvement.  They outline agreed maintenance requirements for given situations 

on the network and preferable treatments.   

It supports and justifies the application of consistent and appropriate treatment solutions that considers 

road hierarchy, condition, whole of life cost and future planning.   

7.2.9 Whole of Life Optimisation 

This approach involves minimising the total cost of ownership over the life of an asset for the levels of 

service provided.  Typical areas of expenditure that are included in calculating the whole-of-life cost of 

owning an asset include maintenance, renewal and rehabilitation, depreciation and cost of finance, and 

replacement or disposal costs.   

Where possible the Transport Group uses optimised decision-making to minimise the total cost of asset 

ownership by providing an optimal balance between renewals and maintenance investment, levels of 

service and risk. 
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7.2.10 Industry best practice 

DCC uses International Infrastructure Management Manual guidelines for asset management practice. 

DCC adopts asset management systems and practices that are in line with ISO 55000 (International 

Standard of Asset Management) as outlined in DCC’s Asset Management Policy.  

 

7.2.11 Smart buyer assessment 

The DCC has developed a nationally recognised market approach to procurement.  In July 2016 the DCC 

established a Procurement Team who, in partnership with the council’s infrastructure teams, embarked 

on a programme of continuous procurement improvement.  This saw the establishment of several 

initiatives including: 

• NZTA endorsed Procurement Strategy (see Appendix I). 

• Development of the DCC’s Procurement and Contract Management Policy (see Appendix Q). 

• The establishment of a Long-Term Engineering and Support Services Panel (LTES) which has 

supported the timely delivery of quality capital projects while ensuring fair and equitable 

procurement across the professional services sector. 

• Building capacity and capability across Council’s capital delivery and asset management teams. 

• The establishment of a Project Management Office in delivering complex, new capital projects. 

• Industry engagement through market briefings are the norm to enhance supplier engagement 

including contractor and consultant Market Briefings. 

• Sustainability Policy (Social and Environmental, including Iwi and workforce capability 

requirements) 

 

The cultural change that has occurred through these initiatives has allowed procurement approaches and 

processes to drive greater market economic benefits while supporting wider strategic goals.  Key to this 

is the DCC’s development of a contract management policy and procurement strategy that works to 

ensure contracts deliver to broader strategic outcomes. 

This progress is reflected in the scores achieved on the REG Smart Buyer Tool (Appendix A).  The DCC 

Transport Group uses the REG Smart Buyer Tool to annually test behaviours in relation to procurement 

and how they compare to industry best practice.  It demonstrates how the organisation has matured 

from one “that is not rocking the boat when it comes to pursuing value for money” (score 42) to an 

organisation “that has embraced Smart Buyer principles but can still improve” (score 55). 

Opportunities for on-going improvement will continue to be pursued as documented in the improvement 

plan. 

 

7.2.12 Asset Condition methodology 

Condition is the main indicator used to understand how transport assets are performing. Condition is a 

physical assessment of an asset's remaining service potential. The below outlines the methodology for 

collecting condition data for key asset types.  This data is stored and regularly updated in DCC’s asset 

database (RAMM) and is used to inform forward work programmes that are further validated through 

detailed inspections by a team of suitably qualified staff engineers before final programmes are finalised. 

7.2.12.1 Sealed carriageway (pavements and surfacing) 

The DCC conducts on-site condition assessments of 50% of its sealed carriageway each year. The 

condition assessments are based on recording the number of faults within a section of road.  The types 

of faults captured, and definition of those faults, is governed by the New Zealand Institute of Highway 

Technology NZIHT ‘Road Condition Rating’ manual.  The data captured is loaded into the Transport Asset 

database (RAMM) and used to generate numerical condition indices of 1 to 5 with 1 being excellent 

condition and 5 being very poor condition. 
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In addition to the on-site condition assessments a rating is conducted automatically using high speed 

data which involves driving a van equipped with various sensors that detects road surface texture and 

faults such as rutting, roughness, cracking, scabbing, flushing and potholes.  Arterial, primary and 

collector roads are assessed annually with the remainder of the network biennially (half each year).  As 

with the on-site manual condition assessments the data captured is loaded into RAMM and used to 

generate the 1-5 numerical condition indices. 

To assess the strength of the road below the surface (pavement) deflection testing is carried out.  

Deflection testing measures the deflections of the road to an imposed load.  High deflections indicate a 

weaker pavement and lower deflections indicate a stronger pavement.  

Deflection testing is undertaken through Falling weight deflectometer (FWD) testing or through Multi-

speed deflectometer (MSD) testing.  Both measure road deflections through falling a static weight onto 

sections of the road (FWD testing) or from sensors placed on a moving load (MDS testing).   

At the time of writing the AMP the DCC had completed a programme of testing for the entire sealed 

network.  These results are being populated in RAMM and will be used to identify areas of risk regarding 

pavement strength and help inform and prioritise pavement investment decisions. 

7.2.12.2 Kerb and Channel 

On site condition assessments are undertaken each year on arterial and primary collector roads and for 

the remainder of the roads biennially.   

Faults are captured and stored into RAMM in the same way as the sealed carriage way condition 

assessments with the 1 to 5 rating. 

The DCC recently reviewed its methodology for capturing kerb and channel condition and some change 

improvements were made.  This resulted in the condition being recorded against the carriage way they 

related to it is now recorded against the kerb sections themselves as there was not always correlation. 

7.2.12.3 Footpaths 

Footpaths are rated at the same time as carriage way sections as part of the site condition assessments 

and the numerical condition indices applied are based on the identified faults. 

7.2.12.4 Bridges, Seawalls and Retaining Walls 

In 2018/2019 the Group engaged suitably qualified structural Engineers to facilitate the end to end 

assessment and asset management of DCC’s structural assets.  Inspections are carried out in accordance 

with NZTA S/A and has been used to inform evidence based prioritised maintenance and renewal 

programmes.  

Due to the varying complexity and components of structural assets overall condition indicators, such as 

a 1 to 5 rating, is not available nor considered best practice to apply with the priority of repairs is 

considered a proxy for condition 

  





 

 

 

Transport Activity Management Plan  Page | 104 

 

• Asset Integrity:  the risk of asset failure, disruption or function or reduced levels of service 

arising from deterioration of asset condition through age, general wear and tear, exposure to 

environmental conditions, and damage caused by vehicle crashes, contractors, or other events.  

Asset integrity risk is a function of asset age and condition (which reflects the likelihood of asset 

failure), and asset criticality (which reflects the importance of an asset within the transport 

network and the actual or potential consequences of the asset failing or not providing the required 

level of service).  Integrity is a key risk factor for all network structures including bridges, sea 

walls and drainage structures. 

• Hazards:  the risk of damage or disruption to the transport network arising from unplanned 

events, including natural and anthropogenic hazards.  The risk of unplanned events is a function 

of the transport of the transport network's exposure and vulnerability to hazards, and the 

network's capacity to respond effectively and return transport services to normal following an 

unplanned event.  The combination of the network's vulnerability and its capacity for response 

and recovery defines the network's resilience.  Hazards may arise from a loss of asset integrity, 

e.g. structural failure, potholes etc.  They also arise from mixing high-energy transport modes 

with low energy modes, such as the intersection of rail with vehicles and vehicles with cycles and 

pedestrians. 

• Safety:  the risk of injury or death to transport users.  Safety is a function of several factors 

including the road design and alignment, speed environment, safety standards, the condition of 

transport assets, driving conditions, vehicle condition, and user behaviour (including drivers, 

pedestrians, and cyclists).  The national Safer Journeys Strategy to 2020 sets out a plan to achieve 

a safe road system that is increasingly free of deaths and serious injuries, through safer roads 

and roadsides, safer speeds, safer vehicles and safer road use. The safer roads and roadside 

component of this strategy relates closely to transport asset risk, including how transport assets 

may contribute to, or control, the risk of incidents and crashes occurring (e.g. surface skid 

resistance, guard rails, barriers, mode separation etc). 

Risk controls include activities designed to avoid or prevent risks or reduce the likelihood of risks 

occurring; activities that identify when risks have occurred or are likely to occur; and activities that 

respond to risks when they do occur.  DCC employs all these types of risk controls throughout its 

transport assets' lifecycles. 

The key asset risk control activities that DCC uses are as follows: 

Safety in Design: ensuring safety is considered during the design process of constructing renewals, 

improvements and new assets. 

Maintaining asset integrity: this includes operational activities maintenance, renewal and asset 

condition monitoring and reviews. All these activities protect assets, slow down asset deterioration, 

rectify asset defects, identify actual and potential asset failures, and restore asset level of service. 

Reducing asset vulnerability: this includes identifying assets that may be vulnerable to certain 

hazards and renewing or improving those assets to mitigate the risk. 

Improving asset safety: this includes identifying locations on the transport network where there is a 

high risk of vehicle crashes or other incidents that may impact on transport user safety and renewing or 

improving the transport assets at these locations to mitigate the risk. 

Planning for incident response and recovery: this includes the plans and arrangements The 

Transport Group has in place to ensure there is an effective response to incidents and emergencies on 

the network, and that the transport users are safeguarded, and normal services restored following an 

incident.  

Monitoring, reporting on and improving asset risk management: this includes the processes that 

The Transport Group uses to monitor its asset risk profile at a strategic level, and to identify specific 

issues or risks in each risk area, as well as the management actions required to address these issues 

and risk. 

In addition to the above control risk activities the Transport Group carries insurance for loss of or damage 

to transport assets arising from certain insurable events. 
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Engineering Increase safety 

engineering 

Develop a crash risk assessment rating and priority 

for all arterial roads and on local roads that have a 

high crash-risk 

Implement a prioritised programme of safety 

engineering projects 

Implement safety engineering measures at high-

crash-risk locations 

Use meetings to coordinate activities between key 

stakeholders 

 Improve speed 

management 

Develop a speed management policy around safer 

and survivable speed 

Use fixed safety cameras at intersections and other 

high-risk areas 

Specify safe urban design and engineering 

measures for pedestrians, vehicle drives, cyclists 

and public transport users in and around town 

centres, schools and residential areas 

 Improve 

intersection safety 

Initiate safety audits and crash reduction studies at 

high-risk intersections 

Implement engineering improvements at and 

around the intersections 

 Improve pedestrian 

safety 

Implement upgrades of pedestrian facilities 

Improve safety measures around highly 

pedestrianized areas and shared zones 

 Improve cyclist 

safety 

Implement safe cycle facilities for key cycle routes 

 Improve public 

safety 

Upgrade railway level crossings to make them safer 

Upgrade major arterials with priority bus routes 

Improve security at bus shelters 

Education   Improve safety 

knowledge 

Implement road safety education campaigns to 

raise awareness of road safety, public transport 

safety and pedestrian safety 

Implement enforcement campaigns to reduce the 

incidents and effects of road trauma 

Implement a school safety plan and programme 

Implement a wailing and cycling safety plan 

programme 

Encourage public transport operators to improve 

safety on the road 
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Initiate a crash-reduction study to identify areas 

where there are clusters of crashes and investigate 

intersection crashes 

Initiate a fatal crash investigation study to 

investigate fatal crashes, and identity contributing 

factors and plan for improvements.  

Enforcement   
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9 Appendix List  

Appendix A Smart Buyer Self-Assessment 

Appendix B Network Operating Framework Report 

Appendix C DCC’s Asset Management Policy 

Appendix D Asset Management Data Quality Report 19.20 

Appendix E Opus Structures Report 19.20 

Appendix F Asset Valuation Report 2020 

Appendix G DtIMS Report 2019 

Appendix H NZ Transport Agency Investment and Audit Report 2019 

Appendix I DCC’s Procurement Strategy 

Appendix J Forecasting Model – to be attached 

Appendix K Improvement Plan 

Appendix L Structural Assets Maintenance Recommending Report 

Appendix M Draft Asphalt Policy 

Appendix N Revenue and Financing Policy 

Appendix O Infrastructure Strategy Plan 

Appendix P Cohort data 

Appendix Q Procurement and Contract Management Policy 

 
 
 
 
 
 



 

 

Transport Activity Management Plan  Page | 111 

 

 

     




