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Introduction
1.

My full name is Brett Lewis Hood. I am a planner. I hold a Bachelor of Social
Science (Geography) from the University of Waikato and a Master of
Philosophy (Resources and Environmental Planning) from Massey University.
I am a full member of the New Zealand Planning Institute (MNZPI).

2.

I have 21 years of experience as a planning consultant in the Northland and
Auckland regions. My role has typically been to lead project teams through
various resource consent, notice of requirement, and plan change processes,
and to provide environmental and strategic planning advice for these
projects.

3.

I am familiar with the area to which the application for resource consent
relates. I have visited the site and surrounds on many occasions, most recently
on 6 November 2019.

4.

I record that I have read and agree to abide by the Environment Court’s Code
of Conduct for Expert Witnesses as specified in the Environment Court’s
Practice Note 2014. This evidence is within my area of expertise, except where
I state that I rely upon the evidence of other expert witness as presented to
this hearing. I have not omitted to consider any material facts known to me
that might alter or detract from the opinions expressed.
The Primary Submission

5.

The PNJV land is shown on the plan in Exhibit 1. The land is presently zoned
Port Nikau Environment (PNE) in the Operative Whangarei District Plan. It is
also subject to an approved Master Plan (resource consent) which is part of
the development process for the PNE.1

6.

The PNJV submission requested that a precinct overlay be applied to the
proposed LIZ zone within the former PNE, and that a “development area”
overlay (the ‘PNDA’) be applied to the remainder of the PNJV land. Other
requests were:

1

See the PNJV primary submission for further information on the PNE process.
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 Exempt the PNJV land from the 27m setback from MHWS rule LIZ-R3(d)
consistent with Rule 42.4.3(a) and Appendix 5 of the Operative Whangarei
District Plan.
 To vary from some of the other proposed LIZ rules.
 To exempt the PNJV land from the capacity and integrated traffic
assessment requirements of the TRA and TWM chapters respectively.
 Amend or delete some of the LIZ, TRA, TWM, EARTH, SD, and SUB
provisions.
The Section 42A report recommendations
7.

The s42A report does not support the introduction of a precinct for the LIZ
land, or many of the requested amendments to the LIZ, TRA, TWM, EARTH,
SD, and SUB provisions.

8.

In respect to the PNDA overlay for the remainder of the PNE, the s42A
supports the proposal subject to the provision of the following information:
a.

A revised set of PNDA plans to show a greater detail for the proposed
housing typologies, shading and potential effects as detailed in the
report by Mr Riley.

b.

PNDA staging plans referenced in original submission.

c.

A revised set of PNDA plans to identify the requested ‘Mixed Use’ area
and include appropriate provisions in the PNDA chapter.

Proposed PNP precincts A and B and amendments to LIZ, TRA, TWM, EARTH,
SD, and SUB provisions
9.

The basis for the proposed PNP precincts A and B and the requested changes
to the LIZ, TRA, TWM, EARTH, SD, and SUB provisions is generally the same as
for the proposed PNTJV precinct. Accordingly, I do not propose to replicate
the PNTJV evidence, and simply adopt it on behalf of PNJV.
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Requested Information in respect to the proposed PNDA
More detailed PNDA plans
10.

The overall PNDA provides for 1093 residential units, and 148 retirement
units. Providing greater detail (i.e. shading and potential effects) for all these
units is a monumental task and requires additional fine-grained analysis.

11.

In order to demonstrate the design outcomes that can be achieved on the
proposed lots shown on the PNDA plans, a block sample containing 22 units
was analysed by Construckt against a range of urban design criteria. Plans
depicting this analysis are provided in Exhibit 2.

12.

As can be seen from the Construkt analysis, the additional design process has
resulted in adjustments to the placement of units, and the interchanging of
unit typologies.

13.

Having considered the more fine-grained urban design analysis recently
carried out by Construkt, in my view amendments are required to PNDA-R9
and PNDA-R16 to ensure that good quality outcomes are achieved for each
unit. The proposed amendments are as follows:
PNDA-R9

Any Building and Major Structure
Activity Status: Permitted
Where:
(1)

Activity
Status
when
compliance not
achieved:
Discretionary

Buildings and Major Structures
comply with:
a. One of the relevant PNDA house
typologies shown on the PNDA
plans and is certified by a
suitably qualified urban
designer confirming that the
building complies with the
following criteria:
i. Measurable criteria to be
added in consultation with
WDC prior to hearing; or
b. PNDA-R10 to R12.

PNDA-R16

Garages
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Activity Status: Permitted
Where:
1.

2.

14.

Activity Status when compliance
not achieved: Discretionary

Any ground floor garage
which faces the street
occupies less than 40% of the
site frontage; or
Where garages have a
frontage exceeding 40%:
i. The garage is part of one of
the PNDA house typologies
shown on the PNDA plans
certified by an urban
designer under PNDA-R9;
and
ii. The adjoining site must
have a single garage only.

The changes made to PNDA-R9 should also be made to PNDA-R39.
Staging plans

15.

An indicative staging plan is attached in Exhibit 3.
Plan showing are of Mixed Use

16.

A plan showing the underlying PNDA mixed use zone is attached in Exhibit 4.
The proposed PNDA provisions in the Section 42A report

17.

In addition to the suggested changes to PNDA-R9 and PNDA-R16 in paragraph
14 of this evidence, additional suggestions are as follows:
PNDA-O2 - Infrastructure

18.

While this objective could remain in place, it is somewhat redundant given that
infrastructure capacity has already been confirmed (see paragraphs 31-38 of
this evidence).
PNDA-P3 - Street networks and Formation

19.

The word “effective” appears twice in the opening sentence. It also appears
that the word “by” may be missing from the end of the opening sentence.
PNDA-P8 - Mixed-Use
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20.

The words “to the” should be added before the words “Mixed Use Area”.
PNDA-R54 and PNDA-R57

21.

In my opinion, consideration should be given to including “food and beverage”
and “care centre” activities as permitted activities in the Mixed-Use Area as
the effects of both of these activities are adequately managed by the NAV
provisions.
PNDA-P10 - Subdivision

22.

There are minor typographical errors in the drafting of this policy. These are:
 “sized” rather than “sizes” under 1.
 The word “to” should be added between the words “and” and “provide”
under 1.
 “sites” instead of “site” under 3.
PNDA-R1 Any Activity

23.

The proposed TRA and TWM exemptions should be added to 2.
PNDA-R3 Financial Contributions

24.

The proposed financial contribution condition PNDA-R3 is generally the same
as the condition proposed in the PNJV further submission. However, the
significant difference is the inclusion of the word “may” rather than “shall”.

25.

In my opinion, the provision of public open space in accordance with the
Financial Contributions chapter (Chapter 80) is a fair and reasonable
proposition given the extent of open space contained within the PNDA. Other
residential “greenfields” areas being rezoned under PC88 rely on existing open
space areas. They do not have any requirements to provide open space.

26.

The Chapter 80 approach recognises the extensive open space areas being
provided within the PNDA, and the significant public benefits. However, the
inclusion of the word “may” provides the Council with the option of ignoring
PNDA-R3 and simply taking or requiring the reserves without any
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reconciliation of the wider public benefits. In my opinion, the chapter 80
financial contributions regime, or a close “tailored” version of it should be
embedded in the PNDA rules as a compulsory and agreed approach to the
provision of open space within the PNDA.

PNDA-R5 Street and Pedestrian Networks
27.

Matter for discretion 2. should not include the words “Consistency with”. The
engineering standards often conflict with urban design best practice which is
the next matter for discretion in 3.
PNDA-R6 Open Space

28.

In my opinion the word “All” should be deleted. It could be inferred from the
inclusion of the word “All” that all open space should be provided regardless
of the number of lots or development proposed. However, open space will be
provided incrementally as the overall PNDA is developed.

29.

As is the case with PNDA-R5, matters for discretion 2. should not include the
words “Consistency with” for the same reasons.
Exemption from Rules TRA-R15 and TRA-R16 and the TWM chapter

30.

A multitude of traffic and reticulated infrastructure reports exist in relation to
development in the PNE. The initial suite of reports was prepared in support
of the PNE zoning which became operative in 2010. Additional reports and
report addendums were then prepared to support the Master Plan resource
consent application in accordance with the requirements of PNE.50.4.1(2).
This included, amongst other things, a requirement “to provide information in
respect to managing and avoiding potential effects related to the provision of
capacity within services external to the PNE to accommodate the assessed
future demand”.

31.

At the time that the PNE zone was incorporated into the plan in 2010, full
development of the PNE provided for 4650 residents and 5530 employees. At
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the time that the final Master Plan application was prepared and ultimately
approved in 2016, full development of the PNE provided for 3100 residents
and 2944 employees. By comparison, the combined development under the
proposed PNDA and PNTJV/PNJV industrial precincts provides for only 2488
residents and 1603 employees.
Wastewater
32.

The Master Plan resource consent decision report (attached in Exhibit 13)
confirmed that there was sufficient capacity in the wastewater network
pending an upgrade to the Port Road pump station and the rising main. This
upgrading was subsequently completed by PNTJV as a condition of subdivision
SD1000123 in 2011 and development contributions were also levied and paid.
The upgrading was designed to provide for all the future PNE Master Plan
development requirements. A copy of SD1000123 and the approved
engineering plans is attached in Exhibit 12.

33.

In summary, the various technical reports, and ultimately the Council through
the approval of the Master Plan resource consent, have confirmed that there
is adequate capacity in the reticulated wastewater network serving all the
PNTJV and PNJV land (including the PNDA). Consequently, development on the
PNTJV and PNJV land should be exempt from TWM-R6, TWM-R7, and the
information requirements TWM-REQ1 and TWM-REQ3.
Stormwater

34.

The various stormwater assessments for the PNE have determined that
attenuation is not desirable in this coastal location. Rather, the PNE will
discharge directly to the coastal environment without any need to utilise
existing Council stormwater infrastructure.

35.

TWM-R3 makes no provision for direct discharge to the CMA or major water
bodies and instead requires attenuation in all circumstances. Consequently,
development on the PNTJV and PNJV land should be exempt from TWM-R3.
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Water
36.

The Master Plan resource consent decision report (attached in Exhibit 13)
confirmed that there is sufficient capacity in the water network (see excerpt
below). Consequently, development on the PNTJV and PNDA land should be
exempt from TWM-R6, TWM-R7, and the information requirements TWMREQ1 and REQ3.
WDC Water have confirmed there are no outstanding constraints to the provision of water
supply within the PNE and relevant matters including fire-fighting requirements can be
addressed at precinct/ subdivision stages.

………………………………………………………
Brett Hood (Planner)
This 7th day of November 2019
Exhibits:
1. PNTJV precinct plan
2. Construkt detailed analysis
3. Indicative staging plan
4. PNDA underlying zone plan
5. Title 531409 showing rail easement
6. Traffic Design Group Integrated Transport Assessment (July 2008)
7. Traffic Design Group Memo (August 2009)
8. Traffic Design Group Master Plan Transportation Report (2011)
9. Commute Revised Assessment Addendum Report (August 2016)
10. Commute Revised Port Nikau Traffic Generation report (October 2019)
11. Subdivision consent SD1000123
12. Kennedy and Associates Ltd Engineering Plan Approval (Sewage pump
station and Rising Main (SD1000123)
13. Master Plan Resource Consent (LU1600182)
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PORT NIKAU - URBAN DESIGN INTENT - PLANNING FACTORS
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WESTPOINT MANAGEMENT LTD.
Port Nikau Plan Change, Port Nikau, Whangarei
INTEGRATED TRANSPORT ASSESSMENT

1.

INTRODUCTION

Traffic Design Group (“TDG”) has been commissioned by Westpoint Management Ltd to develop an
Integrated Transport Assessment (“Assessment”) in support of a privately initiated plan change to the
Whangarei District Plan. This Plan Change would provide the planning framework for the development
of land owned located directly to the south of the Whangarei CBD at the end of Port Road. The
development would comprise some 106 hectares and involve a change from the existing Business 4
Environment to a mixed use Environment which would enable a variety of light industrial, residential,
mixed and commercial environments, effectively allowing households and their associated community
and business land uses.
It is proposed that the development at Port Nikau would be such that it would meet future growth
demands in this area in a sustainable manner. The proposed Plan Change, necessary in respect of the
Whangarei District Plan (“District Plan”), would enable these needs to be met. This Statement will
identify the transport considerations and should be read in conjunction with the other documents which
have been prepared for the proposed Plan Change.
The plan change assessment is the first stage of a three stage process intended for the site. This
statement will therefore identify areas where mitigation may be needed, whether it can practicably be
provided and the steps necessary to ensure the effects of the plan change development can be
avoided, remedied or mitigated.
At this stage of the planning process the precise detail of the development is yet to be determined. Any
initial assumptions made in this report are done so as a means of assessing the sites potential and are
not intended to limit or define the type and volume of activities which may occur on site. It is the
developers desire to avoid being locked into any particular outcome, such as limited volumes of each
activity type, as this is a very large site of which the development is intended to take place over a
considerable time period (up to 25 years).
The traffic and transportation planning issues associated with this proposal focus largely on:
•

the ability of the site to accommodate appropriate access facilities on to the local road
network with appropriate levels of safety and amenity;

•

the ability of the local roads adjacent to the site to accommodate expected traffic
volumes with appropriate levels of safety and amenity;

•

the ability of a new connection with the State Highway to accommodate expected traffic
volumes with appropriate levels of safety and amenity;

•

the ability of the site to accommodate pedestrians and cyclists both internally and
externally to the site with appropriate levels of safety and amenity;

•

the ability of the site to accommodate internal parking demands; and

Westpoint Management Ltd, Port Nikau Plan Change, Port Nikau, Whangarei
Integrated Transport Assessment
9563-1_ita_final

2
•

the trip generating potential of the development, and the ability to effectively integrate
this traffic into both the internal and external road networks.

2.

BACKGROUND

2.1

Site Location and Description

Figure 1 shows an aerial photograph of the site in relation to the surrounding area.
The proposed development site encompasses the area of land bordered to the north by Fertiliser Road,
to the west by the North Auckland Railway line and to the east and south by the Whangarei Harbour. It
has a total site area of some 106 hectares.
The site is of a flat nature with existing road frontage and access from an unnamed paper road
informally known as Stock Car Track Road, Port Road and Dawson Road.
The site is currently classified as a Business 4 Environment in the District Plan. The neighbouring sites
to the north are classified as Business 4 Environment and to the west as Countryside Environment.

2.2

Roading Hierarchy

Figure 2 shows the location of the site in relation to the surrounding road network as defined by the
Whangarei District Council Operative District Plan (“District Plan”).
In the District Plan’s roading hierarchy, Port Road north of Fertiliser Road is classified as an Arterial
Road and south of Fertiliser Road as a Local Road. Fertiliser Road and Dawson Road are both Local
Roads.
Whilst not directly accessing onto the site, the following have also been identified as key roads within
the study area:
•

Okara Drive;

•

Kioreroa Road;

•

Otaika Road (SH1);

•

Quarry Road; and

•

Toetoe Road.

Both Okara Drive and Kioreroa Road provide the only access onto Port Road. Okara Drive is classified
as a Collector Road and Kioreroa Road as an Arterial Road. Otaika Road is classified as a State
Highway with Toetoe Road and Quarry Road being classified as Local Roads.
State Highways carry the major traffic movements between the principal sectors of the region; this is
predominantly through traffic. SH1 is the main North-South route passing through Whangarei.
Arterial roads tend to have high traffic volumes and carry through-traffic between significant areas of
development. These are major roads into and throughout the District. Arterials are essential to sustain
overall travel within the District and are usually two or four lanes wide.
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Collector roads collect and distribute traffic to and from the arterial road network, they also act as local
main roads supplementing the primary network. They provide the main connections between areas of
the District and the arterial road network.
Local roads generally provide access to local streets and individual properties, they have limited through
traffic function and it is desirable to minimise the amount of through traffic using them.

3.

PROPOSAL

The developer intends to keep the level and scale of individual activities within the development as
flexible as possible, therefore proposed activity types and floor areas are yet to be determined. However
to enable the future development to be assessed assumptions have been made as to what this may
involve. The assumed breakdown is as follows:
•

25 ha of mixed use activity zoned Business 3A. This would include offices, warehouses,
retail and residential activities;

•

22 ha of residential activity zoned Residential 1 and Residential 2;

•

31 ha of light industrial activity zoned Business 2 and Business 2A. This would include
a marine industry precinct and business park; and

•

16 ha of commercial activity zoned Commercial 1 and Commercial 2. This would
include both office and residential type activities.

4.

PLANNING AND POLICY FRAMEWORK

4.1

Regional Policy Statement

The transportation section of the Regional Policy Statement (“RPS”) has one objective, as follows:
“Maintain and enhance the safety and efficiency of the regions transport network, while
minimising adverse environmental effects”.

Under this objective there are three sub sections; Transport development; Effect of land use and
subdivision activities; and Noise impacts. Each has a list of policies and methods of implementation
associated with it, suggesting how the RPS transport objective may be achieved for individual sub
sections.
On reviewing these methods, it is apparent that they rely on actions contained within the Northland
Regional Land Transport Strategy (“RLTS”) and the District Plans. Both of these documents are
addressed in subsequent sections.

4.2

Northland Regional Land Transport Strategy

The Northland Regional Land Transport Strategy (“RLTS”) sets out seven objectives for the
transportation network within Northland to achieve the higher-level directions and implications of the
Land Transport Management Act and Regional Growth Strategy. These are:
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(i)

Assisting Economic Development;

(ii)

Assisting Safety and Personal Security;

(iii)

Improving Access and Mobility;

(iv)

Protecting and Promoting Public Health;

(v)

Ensuring Environmental Sustainability;

(vi)

Integrating Land Use and Transport Planning; and

(vii)

Ensuring an Affordable and Financially Stable Transport Network.

The RLTS Objectives 1 to 5 develop more specific issues that focus on a strategic framework of
activities and needs rather than identifying specific works or projects. A summary of these issues are
tabulated in Appendix A with an accompanying comment on the impact of the proposed development:

4.3

Whangarei Urban Growth Strategy

The Urban Growth Strategy (“UGS”) presents a full statement of desired outcomes for Whangarei City
including Whangarei’s vision for the urban Whangarei area.
The UGS gives key issues and objectives and policies to work towards in order to achieve these key
issues and the overall strategic vision for urban Whangarei. The key transport related issues are listed
in Appendix B along with an accompanying comment on the impact of the proposed development.

4.4

Summary

The transport planning principles behind the proposed development are in keeping with the intentions of
the local and regional planning framework documents. The infrastructure proposed ensures that the
development is in general accordance with the objectives set.

5.

EXISTING SITE CONDITIONS

5.1

Existing Land Use

Prior to the third berth opening at the Marsden Point deep water port in 2007 the site was previously
occupied by Port Whangarei and used as an operating port with log storage and shipping related
activities taking place on site. Today all port operations have moved from the site to Marsden Point.
Currently some 70% of the site is vacant or disused industrial land. However, although some portions of
the site are no longer in use most of the infrastructure remains in place and is used for a number of
marine based industrial activities, including the Tenix ship yard, which is located on the southern section
of the site.
It is worth noting the existing activities on the neighbouring properties. Bordering the site to the north is
the Balance fertiliser works and other industrial uses associated with boat building. Immediately to the
west of the site is the North Auckland Railway Line which separates the site and an area of forest.
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As there is a significant amount of undeveloped Business 4 land available, an assessment relating to
the potential of the existing zoned land was made to gauge an accurate “Baseline” for the site. This has
been based on an assessment undertaken by McAlley Consulting Ltd in a memo dated 17 March 2008.
A copy of this memo is included in Appendix C. As a summary it is considered that a permitted
“Baseline” for the site is as follows:
Zone

Area (ha)

Building Area

GFA

Warehousing

20.27

89,188 m2

89,188 m2

Industrial

20.27

48,648 m2

48,648 m2

Commercial

16.23

35,706 m2

35,706 m2

Industrial Office

8.09

13,753 m2

41,259 m2

Other

16.23

40,575 m2

81,150 m2

TOTAL

81.09

227,870 m2

295,951 m2

Table 1 : Baseline Detail

5.2

Public Transport, Walking and Cycling

5.2.1

Buses

Whangarei has a limited bus service and there are no current bus routes which serve the proposed site.
However the Northland Regional Council has recently awarded passenger transport company NZ Bus a
contract to run Whangarei’s public bus service which started in July 2008 for the next five years.
As part of the change in bus service provider, an increase in bus frequencies and extension of the
existing routes is proposed and there may be scope within this proposal to include a new future bus
route linking into the development site.
The existing bus services are shown in Figure 3.
5.2.2

Rail

The North Auckland Railway (NAR) line runs adjacent to the development site and through Whangarei
town centre itself; however there are no public train services currently offered for this area or other
suburbs within Whangarei.
There is an existing railway line which was used for Port Whangarei activities which links into the NAR
line and passes through the site and Whangarei Town centre and this could have the potential to be
adapted for public passenger transport services.
5.2.3

Walking

There are currently no footpaths on Port Road between the site and Okara Drive. Port Road continuing
north from its first intersection with Okara Drive has an existing footpath on the western side only which
links around to the Okara Shopping Centre and continues on into the city.
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5.2.4

Cycling

There are currently no specific cycle facilities in the area. However, the ‘Walking and Cycling Paths
Proposed Off Road Network Whangarei Central’ diagram contained within the ‘Whangarei District
Council Walking and Cycling Strategy 2007’ shows future cycle / walking path links and extensions
planned for Port Road and Okara Drive extending at least as far as Fertiliser Road. The Walking and
Cycling Strategy does not set any goal dates for the construction of these paths.

5.3

Rail Freight and Industrial Traffic

The NAR line is largely used for freight journeys only and does not regularly carry passengers. It
provides a direct link into Auckland and points further south. It originates in the industrial area of West
Auckland, passes through Whangarei, and terminates west of Kawakawa. In addition, there are two
branch lines, the first serves Dargaville and the second is a short branch line from Kawakawa to Opua.
The closure of the Whangarei Port previously located on the Port Nikau site has seen a decline in rail
use in the Whangarei District as a result of a significant reduction in logging transport by rail, as the
Marsden Point Port currently has no rail line. However, schemes to implement a Marsden Point rail link
are currently under consideration. With freight no longer being transported by rail, and delivery occurring
by truck instead, this leaves additional capacity within the rail network to accommodate increased freight
movement by rail.

6.

EXISTING TRAFFIC CONDITIONS

6.1

Existing Traffic Conditions

Existing traffic volumes were not specifically surveyed for this project as the Whangarei TRACKS model
built by Gabites Porter in 2006 for Whangarei District Council has been used for the analysis. This
model is current and already includes data on existing flows.
However, traffic flow information was obtained from Councils Traffic Projects Engineer and the Transit
New Zealand ‘State Highway Traffic Data Booklet 2002 – 2006’ for the following locations:
•

Kioreroa Road / Rewa Rewa Road intersection;

•

Port Road just east of the northern Port Road / Okara Drive intersection;

•

SH1 south Tarewa Road;

•

SH1 south of Cemetery Bridge; and

•

SH1 north of Loop Road.

There was no information available for Port Road closer to the site or for the Port Road / Kioreroa Road
intersection.
Table 2 below summarises the information gathered from the above data sources.
Location
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AADT

Peak Hours

10
AM peak

PM peak

Kioreroa Road / Rewa Rewa Road Int.

8800

8 - 9 am

4 - 5 pm

East of northern Port Road / Okara Drive Int.

3900

8 - 9 am

4 - 5 pm

SH1 south of Tarawa Road

25,300

8 - 9 am

4 - 5 pm

SH1 south of Cemetery bridge

20,800

8 - 9 am

4 - 5 pm

SH1 north of Loop Road

16,400

7 – 8 am

4 - 5 pm

Table 2 : Existing AADT Volumes and Peak Hours (Where Known)

7.

EXISTING ROAD SAFETY

A search has been made of the Land Transport New Zealand database of reported crashes that have
occurred near the subject site and at identified intersections of interest over the five-year period 2003 to
2007. The search included a length of 50m on all approaches to the following intersections:
•

Port Road / Dawson Street;

•

Port Road / Fraser Street;

•

Port Road / Fertiliser Road;

•

Port Road / Hewlett Street;

•

Port Road / Kioreroa Road;

•

Otaika Road (SH1) / Toetoe Road; and

•

Otaika Road (SH1) / Quarry Road.

In addition to these intersections the search also encompassed the length of:
•

Port Road from the southern most end to through to its intersection with Okara Drive;

•

Fertiliser Road;

•

Dawson Street;

•

Hewlett Street;

•

Fraser Street;

•

Otaika Road (SH1) between Toetoe Road and Quarry Road; and

•

Kioreroa Road and Rewa Rewa Road.

The search revealed a total of 42 (three serious, 11 minor and 28 non injury) crashes spread over the
study area. Of these one crash involved a pedestrian and one crash involved a cyclist, with both
resulting in minor injuries. Tables 3 and 4 below give a summary of the location and severity of these.

Intersection
Port Road / Fraser Street

Number of Crashes and Severity of Injury
Fatal

Serious

Minor

Non Injury

Total

-

-

1

-

1
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Port Road / Hewlett Street

-

-

-

2

2

Port Road / Kioreroa Road

-

2

4

9

15

Otaika Road (SH1) / Toetoe Road

-

-

-

2

2

Otaika Road (SH1) / Quarry Road

-

-

1

1

2

Kioreroa Road / Union East Street

-

-

-

3

3

Rewa Rewa Road / Te Waiiti Place

-

-

-

1

1

Rewa Rewa Road / Dyer Street

-

-

2

7

9

Rewa Rewa Road / Gumdigger Place

-

-

-

1

1

Rewa Rewa Road / Otaika Road (SH1)

-

-

1

8

9

Total

0

2

9

34

45

Table 3 : Intersection Road Safety Summary for the Analysed Area 2003 – 2007

Mid Block Section

Number of Crashes and Severity of Injury
Fatal

Serious

Minor

Non Injury

Total

Port Road South of Fraser Street

-

-

1

2

3

Hewlett Street & Fraser Street

-

-

-

3

3

Port Road between Fraser Street & Hewlett
Street

-

-

-

1

1

Port Road between Kioreroa Road & Hewlett
Street

-

-

1

2

3

Port Road / Okara Drive North Kioreroa Road

-

1

1

2

4

Kioreroa Road between Port Road & Union
East Street

-

-

-

1

1

Kioreroa Road between Union East Street & Te
Waiiti Place

-

1

2

10

13

Rewa Rewa Road between Dyer Street &
Gumdigger Place

-

-

1

0

1

Otaika Road (SH1) between Toetoe Road &
Quarry Road

-

-

2

3

5

Total

0

2

8

24

34

Table 4 : Mid Block Road Safety Summary for the Analysed Area 2003 – 2007

Given the area reviewed in the safety assessment, the level of accidents is not unexpected. Of note,
the intersection of Port Road / Kioreroa Road reported significantly more accidents than any other
intersection in the area. This intersection is a rather unusual priority controlled “sea-gull” intersection.
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However, Council’s website states that investigations for the second harbour crossing include an option
which would join into Kioreroa Road and therefore require an upgrade of the Port Road / Kioreroa Road
intersection if this proceeded. In addition to this, the proposed upgrade of Port Road and Okara Road
between the site and the city centre would, require an upgrade of this intersection.
As such, it is anticipated that the proposed Plan Change will not exacerbate the current accident rate
and that the proposed upgrades at the Port Road / Kioreroa Road intersections will in fact improve on
the existing situation.

8.

EXISTING ACCESSIBILITY

8.1

Existing Accessibility

8.1.1

General

The site itself is currently accessible off Port Road. The surrounding areas of the Port Nikau area are
however, accessible to a number of destinations via various travel modes. Key destination areas for
both work and shopping trips include the Whangarei City Centre, Morningside and Toetoe.
8.1.2

Employment / Shopping

The site and areas adjacent to the northern and western sides of the site currently offer a number of
employment opportunities within the existing industrial activity, but limited retail opportunities. People
living or working here would currently be required to travel into Whangarei City, or to a lesser extent the
Raumanga / Toetoe area, to carry out their shopping.
8.1.3

Education

The nearest Primary Schools are Morningside School (to the north located on Morningside Road some
5.4 km away and Manaia View School (to the west) located on Murdoch Crescent some 4.7 km away.
Morningside School has a roll of some 200 primary pupils from year one to year six whilst Manaia View
School has a school roll of some 290 primary and intermediate pupils from year one to year eight.
The nearest specialty intermediate school (years seven and eight) is Whangarei Intermediate School,
with a roll of some 640 pupils. Whangarei Intermediate is located on Rust Avenue some 4.7 km from the
site.
The two high schools closest to the site are the single sexed Whangarei Boys High School and
Whangarei Girls High School with some 1050 and 1150 pupils between year nine and year 13
respectively. Whangarei Boys High School and Whangarei Girls High School are some 4.8 km and 4.7
km away respectively, and both offer boarding facilities. The nearest co-ed high school is Kamo High
School with 1,350 pupils between year nine and year 13 some 8.7 km away.
There are no existing bus routes running between the site and the local schools, making the majority of
these accessible from the site for car owner households only.
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8.2

Travel Times

Existing travel times and distances have been calculated for journeys made by the varying modes of
travel available between the site and each of the identified existing key work, shopping and education
destinations. In each case, the shortest and most direct route has been chosen.
As there are currently no roads within the site, as such all travel times and distances have been
calculated based on the journeys start or end point being the existing Port Road / Fertiliser Road
intersection. It can therefore be expected that the travelling time to reach any particular origin or
destination point within the proposed development would be a little longer.
8.2.1

Passenger Cars

The travel times and distances shown in Table 5 below have been calculated for passenger car trips
between the existing Port Road / Fertiliser Road intersection and the identified work and shopping
centre destinations. They are off peak travel times and do not take into account the effects of possible
congestion
Destination

Distance (km)

Off-peak Driving Time

Whangarei City Centre

3.1

6 minutes

Okara Shopping Centre

2.1

4 minutes

Toetoe

4.2

5 minutes

Table 5 : Car Travel Times from the Port Nikau Site to Existing Key Work and Shopping Centres
(Distances from the Port Road / Fertiliser Road intersection)

The travel times and distances shown in Table 6 below have been calculated for passenger car trips
between the existing Port Road / Fertiliser Road intersection and the existing local schools. They are off
peak travel times and do not take into account the effects of possible congestion
Destination

Distance (km)

Off-peak Driving Time

Morningside School

4.6

9 minutes

Manaia View School

5.4

7 minutes

Whangarei Intermediate School

4.7

10 minutes

Whangarei Boys High School

4.8

11 minutes

Whangarei Girls High School

4.7

10 minutes

Kamo High School

8.7

16 minutes

Table 6 : Car travel times from Port Nikau to local Schools
(Distances from the Port Road / Fertiliser Road intersection)

8.2.2

Public Transport

As noted previously, there are no bus services currently running between the site and key employment /
shopping destinations. In addition to this there are no school bus routes running through the site either.
Although the North Auckland Railway line passes through the site, there are currently no rail services
available.
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8.2.3

Walking and Cycling

The Ministry of Transport walking and cycling strategy document, “Getting there – on foot, by cycle. A
strategy to advance walking and cycling in New Zealand Transport” indicates that the average cycle trip
distance is 3km.
Based on a cycle distance of 3km, the following locations could be accessed:
•

Whangarei City Centre;

•

Morningside; and

•

Okara Shopping Centre.

•

This would allow access to a number of employment and shopping opportunities in the
city centre and at the Okara shopping Centre.

The Austroads “Guide to Traffic Engineering Practice Part 13 – Pedestrians” indicates that the practical
walking distance for non-recreational walking trips is in the order of 1.5km. Based on this and a starting
point of the Port Road / Fertiliser Road intersection, pedestrians would be able to walk to the southern
end of the site and as far north as the Okara Shopping Centre. This would include the following
locations:
•

Okara Park (rugby and cricket entertainment); and

•

the local shops (dairy, liquor, bakery, café, doctors and petrol).

It is noted that the actual walk distances and cycle distances may be slightly longer due to the final
configuration of the local road network and the topography experienced.

9.

INFRASTRUCTURE FEATURES PROPOSED OR RECOMMENDED

All steps to mitigate any impacts on the existing transport network are to be designed during the site
design process. However, a number of transportation features have been suggested as possibilities
including:

9.1

•

new access to a new Arterial road linking to SH1;

•

internal roading network; and

•

network of walkways and cycle paths.

Proposed Council / Transit NZ Initiatives

There are a number of Council and Transit planned roading improvements planned in the area. These
are shown in Figure 4 and include:
•

Porowini Avenue extension and bridge over the railway to Okara Drive planned for
2008/09. This extension will provide an alternative route from the Port to the
Whangarei CBD.

•

Second harbour crossing options include connections to Port Road or Kioreroa road
planned for 2013/14.
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•

Significant upgrades to SH1 between Toetoe Road and Rust Avenue as well as the
Stage 2 Kamo Bypass. These improvements have been documented in a “Statement
of Intent” and generally include 4-laning SH1 between Toetoe Road through to Rust
Avenue and upgrades to most intersection in between. This document is not a legally
enforceable document but rather outlines the intent of Transit New Zealand (the road
controlling authority for SH1) and Whangarei District Council in relation to SH1 through
Whangarei.

•

The upgrades on the State Highway network have been further reinforced by the recent
release of the 2007/08 to 2016/17 Transit New Zealand State Highway forecast. This
forecast provides key 5 year deliverables for Transit New Zealand in the country and
includes the following projects in the immediate vicinity of the site:
−

SH14 / SH1 intersection improvements

−

Otaiki pedestrian crossing upgrade

−

Stage 2 Kamo Bypass

These proposed improvements by both Whangarei District Council and Transit NZ will provide
significant additional capacity to the local roading in the future.

9.2

Road Network Improvements

9.2.1

External Road Network

Currently the site gains access to the roading network via Port Road only. It has been suggested that a
new connection between the site and SH1 may be possible in the future.
The proposed new connection could be a 4 lane limited access highway between the site and SH1. This
would join up with SH1 in the vicinity of its existing intersection with Toetoe Road where a new grade
separated interchange would be created. It is understood that the exact location of the proposed new
link / SH1 grade separated intersection is dependant on the purchase of third party land and the
realignment of Toetoe Road and Quarry Road. The intersection layouts of this interchange with SH1
and the layout and realignment of these two carriageways would be designed in accordance with
Austroads design guides, Transit New Zealand requirements and Whangarei District Council’s
requirements.
Based on Whangarei Transportation Model discussed in subsequent sections of this report, and
population estimates used in this statement it can be expected that during the peak hour there will be
some 1,920 vehicles per hour using this new road. The expected daily traffic using this road is around
20,000 vpd. The new arterial would therefore consist of:
•

Two lanes in each direction;

•

Directional lanes separated by a raised median;

•

Dedicated on-road 1.5m wide cycle lanes in each direction;

•

Pedestrian footpath on one side of the arterial with provision for a footpath on both
sides in the future; and

•

80 kph design speed.
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The generic intersection designs have been based on traffic modeling described later in this report.
It is further expected that with the Plan Change in place during the peak hour there will be some 2,783
vehicles per hour using Port Road between the site and the City Centre. This translates to around
28,000 vehicles per day. Of note, and as discussed later in this report, it is considered that an upgrade
of Port Road would be required with or without the plan change being in place.
The design of any further necessary intersection upgrades such as the Port Road / Kioreroa Road
intersection could be undertaken at the later stage, in consultancy with Whangarei District Council and
Transit New Zealand.
9.2.2

Internal Road Network

The internal roading network has been generically designed. It consists of a simple loop road
connecting with both Port Road and the new Arterial road linking to SH1. Generally, from the traffic
modelling undertaken of the full development the traffic volumes on the internal main roads range
between 700 and 2000 vehicles per hour or around 7,000 to 20,000 vehicles per day .
The generic intersection designs have been based on traffic modeling described later in this report.
Overall, the internal road network will be designed to meet Whangarei District Council Engineering
Standards and therefore will be sufficient to cater for expected demands.

9.3

Bus and Rail Services Improvements

There are no current plans to encourage the existing bus services to reroute through the development, it
is anticipated however, that with the road design standards used the site would be capable of
incorporating a new bus route. It is therefore suggested that the Council and local bus operators be
approached to discuss improved service and accessibility to future residents and employees of the
development in the long-term.

9.4

Walking and Cycling Improvements

As noted in Section 9.1 walking and cycling improvements are planned for the existing internal and
external road network. On Port Road this will consist of the introduction of cycle ways and footpath
upgrades, on the new road link this will also consist of dedicated cycleways and footpaths on both sides
of the new road.

10.

PARKING AND SERVICING

10.1

Parking Provision

Individual parking requirements for each activity within the development will be assessed at a later date
as a part of the required Building Consent and / or Resource Consents. However, there is sufficient land
within the development to ensure that parking supply caters for the demand and the District Council’s
requirements are met.
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The District Plan requires that mobility spaces be provided according to the total number of parking
spaces on-site. The District Plan requires:
•

one mobility space for a total of one to 10 car parking spaces;

•

two mobility spaces for a total of 11 to 99 car parking spaces; and

•

for every additional 50 spaces or part thereof – one additional mobility space.

The required number of mobility parking spaces would be calculated for each activity and suitable
provision made at the Building Consent and / or Resource Consent stage.

10.2

Parking Layout

As for the parking provision, it is expected that the parking layout of each activity be assessed at the
time of Building Consent and / or Resource Consent. However, there is expected to be ample room
within the development to provide car parking spaces that comply with the District Plans size and
manoeuvrability requirements.

10.3

Servicing

It is proposed that all roads will be able to accommodate refuse and delivery vehicles, and that all
commercial and community facilities will have servicing capabilities appropriate to their needs. These
are to be determined at the time of Building Consent and / or Resource Consent. In general, the critical
vehicle to be used in the design should be the 18m Land Transport New Zealand semi-trailer.

11.

TRAFFIC IMPACTS

11.1

Traffic Model

Gabites Porter Consultants (GPC) has developed a Transportation Model on behalf of Whangarei
District Council. This model has been documented in a Gabites Porter Report dated December 2006.
The model which is a TRACKS strategic model has the following details:
•

covers the District of Whangarei;

•

covers morning inter and evening peak periods;

•

has future years of 2011, 2016, 2021 and 2026; and

•

is vehicle driver only and includes private, and commercial vehicles.

This model which has previously been peer reviewed and accepted as “fit for purpose” has been used to
test the proposed development, in terms of its impact in the local and wider transport network. The
model has been used following discussion with Whangarei District Council Roading officers.
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11.2

Trip End Generation

The trip end generation has been calculated using the existing TRACKS linear regression equations.
This has been based on the following variables:
•

residential dwelling;

•

estimated people per dwelling; and

•

employees (both industrial / retail).

The data relating to employee / resident numbers for both the plan change and baseline analysis is
based on the May 2008 report by Phil McDermott Consultants entitled “Population and Employment
Prospects for Whangarei District” and the baseline memo by McAlley Consulting Ltd. Specifically, the
following estimates have been made relating to the different land uses for both the proposal and the
existing baseline analysis. Of note the employee numbers for the baseline analysis have been based
on a pro-rata analysis of the Plan Change figures.
Land Use

Description

Light Industrial

Marine Industry

500

Business

Business Park

610

Mixed Use

Offices

800

5

Warehouse

180

5

1,200

7.5

Retail

Employees

Households

Residents

Area (ha)
14

680

1,630

17

Residential

-

300

720

7.5

Residential

Residential

-

880

2,110

22

Commercial

Commercial

1,600

-

-

10

Residential

-

80

190

2

640

-

-

4

N/A

N/A

N/A

12

5,530

1,940

4,650

106

Office
Open Space

N/A

TOTAL

Table 7 : Plan Change Detail

Land Use
Business 4

TOTAL

Description

Employees

Households

Residents

Area (ha)

Warehousing

810

0

0

20.27

Industrial

1014

0

0

20.27

Commercial

1623

0

0

16.23

Industrial Office

162

0

0

8.09

3609

0

0

81.09

Table 8 : Baseline Detail

From the above assumptions, the TRACKS model has identified the following external trip generation of
both the Baseline and Plan Change.
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Period

Baseline (vph)

Plan Change (vph)

AM Peak (one hour)

1,595

4,477

PM Peak (one hour)

1,678

4,663

Table 9 : Trip Generation (2021 full development)

The increase in traffic generation from the Plan Change over the Baseline is mainly due to the inclusion
of significant retail in the area which attracts vehicle movements from other parts of Whangarei. The
external trip generation is somewhat reduced in the Plan Change due to the inclusion of the mixed use
and residential component on the site. The mixed-use nature of the site enables some of the workers /
retail visits to be made by residents of the site As such these vehicles movements do not need to use
the existing road network to access their destination which they would have if the residential component
was not included in the Plan Change.

11.3

Trip Distribution

11.3.1

Trip Distribution

Trip ends are formed into origin / destination matrices using a standard gravity model. A function of
travel time is used for spatial separation.
As the Whangarei transportation model is a vehicle driver only model it has been conservatively
assumed that all trips are by way of personal cars / trucks. No public transport has been modelled
including buses and cyclists. As a result the results are considered to be conservative considering that
a future bus link from the port development to the CBD is considered to be a recommendation of this
report.
11.3.2

Network Assignment

The traffic has been assigned to the network in accordance with the existing TRACKS transportation
model. Assignment of trips to the network uses an incremental time slice process. This does not have
the convergence issues associated with an equilibrium assignment, and permits intersection delays to
be directly calculated during the assignment process. Intersection delays are calculated by movement
using algorithms in ARR123 / SIDRA and Tanners’s queuing theory modified by Gabites Porter.

11.4

Intersection / Network Analysis

The traffic effects of the proposed development on the operation of the nearby intersections and
carriageways have been assessed using the modelling package TRACKS. This modelling was
undertaken by Gabites Porter and used the existing Whangarei District Council model. TRACKS is a
computer-based program which provides an industry standard tool for assessing the effect of a
development on the wider network. In terms of the outputs from the model the Whangarei TRACKS
model typically uses Level of Service (LOS) as a measure of performance at both intersection and mid
blocks.
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Level of Service is a subjective measure of the way in which a network is operating, given the traffic
demands that are placed on it. It is a concept developed by American engineers, and has been
generally internationally adopted. It is being used in this study to measure the performance of both
roads and intersections.
Because it is subjective, individual regions have a local perception of how individual roads and
intersections are operating and that affects the local interpretation of the LOS values. In this Whangarei
model study the boundaries were adopted from those used in several studies and modified in discussion
with Council Officers in order to reflect local perceptions of network operation.
Generally the study focuses on LOS F, E, and D. The LOS boundaries, as approved in the Whangarei
Transportation models, are described in Table 5, which provides a description of:
LOS definitions describing the type of conditions a driver faces under each level
Link LOS boundaries that describe the performance of traffic moving along a section of road and a
function of traffic volume and link free flow speed.
Intersection LOS boundaries, which are based on two different criteria: Worst approach delay for priority
controlled intersections; and weighted average delay across all approaches for signalised intersections
and roundabouts.
Whangarei Transportation Study
LOS criteria
LOS

AustRoads Description

Link (vehicles
per lane per
hour)

Intersection delay (seconds/veh)
Priority
(worst
approach)

Signal / Rotary
(weighted
average)

Forced flow. The amount of traffic approaching a point
exceeds that which can pass it. Flow break-downs
occur, and queuing and delays occur.

In excess of
900-1700
depending on
link type

In excess of 50
sec

In excess of 80
sec

LOS E

Traffic volumes are at or close to capacity and there is
virtually no freedom to select desired speed and to
manoeuvre within the traffic stream. Flow is unstable
and minor disturbances within the traffic stream will
cause break-downs in operation.

Between 720900 and
1360-1700
depending on
link type

35 - 50 sec

55 - 80 sec

LOS
D

Approaching unstable flow where all drivers are
severely restricted in their freedom to select desired
speed and to manoeuvre within the traffic stream. The
general level of comfort and convenience is poor and
small increases in traffic flow will cause operational
problems.

Between 585720 and
1105-1360
depending on
link type

25 - 35 sec

35 - 55 sec

LOS
C

Stable flow but most drivers are restricted to some
extent in their freedom to select their desired speed
and to manoeuvre within the traffic stream. The
general level of comfort and convenience has declined
noticeably.

Between 450585 and
850-1105
depending on
link type

15 - 25 sec

20 - 35 sec

LOS F
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Whangarei Transportation Study
LOS criteria
LOS

AustRoads Description

LOS
B

Stable flow where drivers still have reasonable freedom
to select their desired speed and to manoeuvre within
the traffic stream. The general level of comfort and
convenience is less than LOS A.

LOS A

Free flow in which drivers are virtually unaffected by
the presence of others in the traffic stream. Freedom
to select desired speeds and to manoeuvre within the
traffic stream is extremely high and the general level of
comfort and convenience is excellent.

Link (vehicles
per lane per
hour)

Between 0 and
450-850
depending on
link type

Intersection delay (seconds/veh)
Priority
(worst
approach)

Signal / Rotary
(weighted
average)

0 - 15 sec

0 - 20 sec

Table 10 : LOS Criteria in Whangarei Model

11.4.1

Baseline

The baseline has been analysed using Council’s Do Minimum network. Proposed future improvements
such as a new arterial link to SH1 have not been included in the baseline model. It is considered that
this represents a true baseline case for the site. Both the AM peak and PM peak have been analysed
for the 2011 and 2021 scenario. For the 2011 scenario a total of 25% of the baseline development has
been assumed whilst for the 2021 all 100% of the baseline traffic has been assumed.
Figure 5 (2021 AM) and Figure 6 (2021 PM) summarise the LOS results for the intersection and legs of
the network as produced by the Whangarei model (note road names have been added to the raw
results). Generally the base model shows some significant areas of congestion in the network
particularly in the 2021 years in both the AM and PM periods.
11.4.2

Future

The plan change has been analysed using the revised network which includes the possible mitigation of
the new arterial and interchange connecting to SH1. Both the AM peak and PM peak have been
analysed for the 2011 and 2021 scenario.
The model assumes that a total of 25% of the plan change development will be completed by 2011 and
that 100% of the development will be completed by 2021. This presents a robust analysis as; assuming
that 100% of the development has occurred by 2021 presumes that the development will take place
over a 13 year period, some 50% quicker than the 25 years the developer intends.
Figures 7 and 8 summarise the LOS results for the intersection and legs of the network as produced by
the Whangarei model (note road names have been added to the raw results) for the plan change 2021
AM and 2021 PM peak periods. Generally the base model shows some significant areas of congestion
in the network particularly in the 2021 years in both the AM and PM periods.
As for the Baseline case both analysis do not include any further improvements to the network planned
by Council or Transit New Zealand. Gabites Porter are currently developing such a model with all
planned improvements added to the network however at the time of writing this assessment this model
was not available for use.
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A comparison can now be made of the baseline and the plan change at the most relevant areas or
where significant change occurs. Tables 11 and 12 demonstrate this for the AM and PM peaks
respectively.

Description

Baseline
LOS

Plan Change
LOS

Change due to
Plan Change

Port Road Northbound

Between site and Kioreroa
Road

E

C



Port Road Northbound

Between Kioreroa Road and
Okara Drive

C

D



Okara Drive Northbound

Between Port Road and
Commerce Street

C

C

-

Port Road / Okara Drive Southbound

Between Kioreroa Road and
Fertiliser Road

E

F



Between Commerce Street
and Kioreroa Road

D

F



Commerce Street Southbound

Between Port Road and
Albert Street

C

F



SH1 Northbound

Between south and Quarry
Road

D

E



Between Quarry Road and
Rewa Rewa Road

D

C



Between Murdoch Crescent
and Raumanga Valley Road

C

C

-

Between Raumanga Valley
Road and Tarewa Road

E

D



Between SH14 and Tarewa
Road

C

D



Between Tarewa Road and
Raumanga Valley Road

D

E



Between Raumanga Valley
Road and Murdoch Street

C

D



Between South End Avenue
and Tauroa Street

C

E



Between Hospital and SH1

F

E



Between SH1 and Kauika
Road

E

D



Between Kauika Road and
Central Avenue

E

C



Site / Port Road Intersection

C

F



Port Road / Kioreroa Road
Intersection

E

C



Port Road (South)/ Okara Drive
Intersection

C

E



Area
Mid Block

SH1 Southbound

SH14 / Maunu Road (Eastbound)

Intersections
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Baseline
LOS

Plan Change
LOS

Change due to
Plan Change

Okara Drive / Commerce Street
Intersection

D

F



Port Road (North)/ Okara Drive
Intersection

C

F



Commerce Street / Albert Street
Intersection

C

F



SH1 / Tauroa Street Intersection

C

E



SH1 / Rewa Rewa Road Intersection

D

C



SH1 / Murdoch Crescent Intersection

D

E



SH1 / Collingwood Street
Intersection

E

D



SH1 / Tarewa Road Intersection

E

F

-

Maunu Rd / Kauika Road Intersection

D

C



Tarewa Road / Porowini Avenue
Intersection

D

C



Albert Street / Walton Street
Intersection

F

D



Clyde Street / Walton Street
Intersection

C

F



SH1 / Selwyn Avenue (Rust Avenue)
Intersection

E

F



Area

Description

Table 11 : Baseline vs Plan Change Analysis Results (2021 AM)

Description

Baseline
LOS

Plan Change
LOS

Change due to
Plan Change

Between site and Kioreroa
Road

E

F



Between Kioreroa Road and
Okara Drive

D

F



Okara Drive Northbound

Between Port Road and
Commerce Street

D

F



Port Road / Okara Drive Southbound

Between Kioreroa Road and
site

C

D



Between Port Road (south)
and Kioreroa Road

C

E



Between Port Road (south)
and Commerce Street

C

C



Between Okara Drive and
Albert Street

C

D

-

Area
Mid Block
Port Road Northbound

Commerce Street Northbound
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Description

Baseline
LOS

Plan Change
LOS

Change due to
Plan Change

Between south and Quarry
Road

D

C



Between Quarry Road and
Rewa Rewa Road

D

D

-

Between Murdoch Crescent
and Raumanga Valley Road

D

D

-

Between Raumanga Valley
Road and Tarewa Road

E

E

-

Between Southend Avenue
and Tauroa Road

D

E



Between SH14 and Tarewa
Road

C

C

-

Between Tarewa Road and
Raumanga Valley Road

E

D



Between Raumanga Valley
Road and Murdoch Street

C

C



Between South End Avenue
and Tauroa Street

C

C

-

Between Hospital and SH1

E

E

-

Between SH1 and Central
Avenue

D

D



Site / Port Road Intersection

C

D



Port Road / Kioreroa Road
Intersection

C

C

-

Port Road (South)/ Okara Drive
Intersection

D

C



Okara Drive / Commerce Street
Intersection

C

F



Port Road (North)/ Okara Drive
Intersection

C

C

-

Commerce Street / Albert Street
Intersection

C

C

-

Albert Street / Walton Street
Intersection

E

E

-

Clyde Street / Walton Street
Intersection

D

E



SH1 / Tauroa Street Intersection

C

D



SH1 / Rewa Rewa Road Intersection

D

C



SH1 / Murdoch Crescent Intersection

C

D



SH1 / Collingwood Street Intersection

E

E

-

SH1 / Tarewa Road Intersection

E

E

-

Maunu Rd / Kauika Road Intersection

C

C

-

Area
SH1 Northbound

SH1 Southbound

SH14 / Maunu Road (westbound)

Intersections
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Baseline
LOS

Plan Change
LOS

Change due to
Plan Change

Tarewa Road / Porowini Avenue
Intersection

E

D



SH1 / Selwyn Avenue (Rust Avenue)
Intersection

E

E

-

Area

Description

Table 12 : Baseline vs Plan Change Analysis Results (2021 PM)

As can be seen in Tables 11 and 12, generally apart for the Port Road / Okara Drive area the effect of
the Plan Change with the possible southern arterial included, is considered to be similar to the baseline.
There are areas on SH1 which are both improved and others which are worse due to the proposal but
generally these are similar to existing levels.
It is clear however that the Plan Change even with the new arterial in place to SH1 adds additional
pressure to Port Road / Okara Drive area into the CBD. It should be noted that some of these areas will
experience similar levels of congestion as the base case (and would likely need upgrading regardless of
the Plan Changes) however, generally Port Road performs worse than the base case.

11.5

Levels of development

As a result an assessment has been undertaken based on traffic flow projection in the transportation
model as to critical levels that can be developed under various scenarios including
(i)

The level of development that could occur that has the same effect as the existing base line
case and this could occur without any upgrading;

(ii)

The level of development that could occur with the inclusion of a possible southern arterial link
to SH1 but no other changes;

(iii)

The level of development that could occur with no southern link but an upgrade of Port Road /
Okara Drive to 4 lanes (and associated intersection upgrades) from the subject site to the
proposed Porowini Avenue extension; and

(iv)

The level of development that could occur with the inclusion of the southern arterial link to
SH1 and the upgrade of Port Road / Okara Drive link into the CBD.

To undertake such an analysis a comparison has been made of traffic volumes in the peak hours
modelled from the site under different scenarios using traffic volumes obtained from the Gabites Porter
model as follows.
11.5.1

No Upgrades

The level of development that could occur as of right is simply the same level calculated in the base line
case. This has been done by comparing the traffic generated in 2021 (100%) from the base case and
the Plan Change. Table 13 outlines this analysis:
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Land Use

AM peak (vph)

PM peak (vph)

Average (vph)

% of Plan change traffic

Baseline

1,595

1,678

1,637

36%

Plan Change

4,477

4,663

4,570

100%

Table 13 : No upgrade analysis

As such it is considered that the Plan Change could be 36% developed and would still cause the same
effect as the existing zoning.
11.5.2

Southern Arterial

The critical limiting factor relating to the Plan Change with the new southern arterial in place is the
capacity of the existing Port Road / Okara Road link. As such the level that the baseline traffic
generates on Port Road has been used as the benchmark as it appears that Port Road / Okara would
be near capacity with the Baseline traffic added.
The level of development that could occur with the inclusion of the southern arterial has been
undertaken by comparing the traffic generated on Port Road from the base case verses the traffic
generated on Port Road from the Plan Change with the southern arterial in place. Table 14 outlines this
analysis:
Land Use

AM peak (vph)

PM peak (vph)

Average (vph)

% of Plan change traffic

Baseline (on Port Road)

1,595

1,678

1,637

63%

Plan Change (on Port
Road with Southern link)

2,351

2,828

2,590

100%

Table 14 : Sothern arterial link analysis

From the above analysis, if the Plan change (with the southern link in place) were to reduce to traffic
levels to 65% of the total, then it would generate similar traffic volumes and thus effects to Port Road /
Okara Drive. As such it is considered that the Plan Change could be 63% developed with the Southern
arterial link in place and would still cause the same effect as the existing zoning.
11.5.3

Port Road / Okara Drive 4 lane upgrade

The critical limiting factor relating to the Plan Change (without the new southern arterial in place) with an
upgrade to Port Road to four lanes is the capacity of the Port Road / Okara Road. With the road
doubling the capacity (2 to 4 lanes) the amount of traffic generated by the Plan Change to the same
level of service as the baseline case can also effectively double. Table 15 outlines this analysis:
Land Use

AM peak (vph)

PM peak (vph)

Average peak (vph)

Capacity available (on Port Road,
double baseline)

3,190

3,356

3,273

Plan Change (total traffic)

4,477

4,663

4,570

Table 15 : 4 lane Port Road / Okara Drive link analysis
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As such it is considered that the Plan Change could be 72% (3273 vph / 4,570 vph) developed with a
four lane upgrade of Port Road / Okara Drive to Porowini Avenue.
Of note, with this upgrade (and no southern link) additional pressure is expected to be put on Rewarewa
Road / Kioreroa Road and its intersection with SH1 and with Port Road. The modelling shows around
40% of the total traffic would use a southern link as apposed to the CBD which translates to 1,309 vph
of the 3,273 vph. From the Gabites Model the capacity of Rewarewa Road is approximately 1,600
vehicles per lane per direction (higher capacity due to higher speed). This translates to around 2,500
vehicles per hour for the existing road. With the road currently caring around 1,000 vph there is
therefore around 1,500 vph spare capacity. As such Rewarewa Road / Kioreroa Road would still be
below capacity with 72% of the Plan Change in place (with a southern link).
The two intersections at either end (SH1 / Rewarewa Road and Kioreroa Road / Port Road) would
however be well over capacity with the 72% developed and would need upgrading. The Kioreroa Road
/ Port Road intersection would likely need to be upgraded to a signalised intersection while the SH1 /
Rewarewa Road intersection would likely need to be partially grade separated.
11.5.4

Port Road / Okara Drive 4 lane upgrade plus Southern Link

The 2021 modelling shows that with the full Plan Change Development in place (with the Southern link),
Port Road / Okara drive would experience up to 2,700 vph. This is well within the capacity of a 4 lane
arterial as described above (4,300 vph). As such it is considered that 100% of the Plan Change could
be developed with an upgrade of Port Road / Okara Drive (from the Port to Porowini Avenue extension)
to four lanes and the southern arterial link in place. No issues are expected on Rewarewa Road or SH1
/ Rewarewa Road intersection in this scenario.

11.6

Proposed New Internal Intersections

The layout of all internal intersections will be designed at development stage. However, given the
density of the development it is considered that there will be ample space available to provide
intersections that are designed to accommodate the necessary traffic demands.
From the modelling results the following intersections are considered appropriate for the development
include:
•

Port Road / First leg of loop road (north) – two lane roundabout;

•

New Arterial Road / loop road – two lane Roundabout; and

•

Port Road extension / Loop road (south) – single lane roundabout.

All intersections and routes will be designed to meet Whangarei District Council Engineering Standards.

11.7

Possible New Arterial Road

From the Council traffic model the predicted traffic volumes on the new link road to SH1 are up to 2,100
vehicles per hour in both directions (AM peak). This comprises 1,678 vph in the eastbound direction
and 448 vph in the westbound direction. With this level of traffic a single lane road in each direction (at
80kph) would be operating at LOS E. With a two lane road in each direction this drops to LOS B. As
such given that this is a new arterial and to allow for some future growth it is recommended that this
potential road be designed as a two lane per direction arterial (4 lane road) however, it could be built
initially as a two lane road with land acquired for the four lanes.
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11.8

Proposed New Arterial / SH1 connection

The TRACKS model has analysed a standard “dog-bone” grade separated interchange for the SH1 /
New arterial intersection. The results show the interchange operated at LOS C on 2021 or better and as
such is considered sufficient to cater for expected demands.
It is understood that Transit NZ currently has plans to possibly create a roundabout at SH1 / Toetoe
Road intersection as per the Transit NZ / Whangarei District Council Statement of Intent) at a similar
location as one of the roundabouts in the “dog-bone” interchange. A two lane roundabout was tested in
this location with the expected traffic volumes from the Transportation model and found to be operating
at LOS B and thus would still be acceptable. This modelling does not include any other development off
the new Arterial especially near the interchange with SH1 nor does it include any development to the
west of SH1 that may also use the roundabout.
As such it is recommended that a two-lane roundabout be constructed so that it could form part of a
“dog-bone” interchange in the future. This is similar to what is currently being constructed by Transit
New Zealand at the SH1 / SH15A intersection serving Marsden Point.
It would be beneficial if the additional land required to construct the interchange be secured in negations
with land owners at the same time as the negotiations regarding the roundabout are held.

12.

EFFECTS OF THE PROPOSAL AND FURTHER MITIGATION

12.1

Planning & Policy Framework

The transport planning principles behind the proposed development are in keeping with the intentions of
the local and regional planning framework documents. The infrastructure proposed ensures that the
development is in general accordance with the objectives set.

12.2

Public Transport, Walking & Cycling

12.2.1

Bus

It is recommended that in order to provide an improved public transport service for the residents and
employees of the development site, Whangarei District Council and the local bus service provider be
approached with regard to integrating the existing bus services into the proposed development. This
could consist of rerouting of one of the current bus services or the provision of a new route from the
development to Whangarei City Centre, where passengers could transfer onto one of the existing
routes.
Walking distances to any new bus stops should not be more than 400m and therefore considered
further than an average pedestrian would be prepared to walk to catch a bus.
12.2.2

Walking and Cycling

It is recommended that when the roading layout is designed it is ensured that footpaths are extended
along Port Road to join with both of the development’s access ways including:
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12.3

•

Footpaths on both sides of the road linking the site with the CBD;

•

Footpaths and cycle lanes on the new arterial road link;

•

Footpaths provided internally to the site; and

•

Cycle lanes provided that connect the site to the CBD.

Safety

The search results outlined in Section 7 are typical crash statistics for a rural industrial area. With no
crashes recorded at the proposed site entrances, it is concluded that there are no inherent safety
problems that will be exacerbated by the proposal outlined below.

12.4

Accessibility

12.4.1

Employment and Shopping

It is proposed that a new business and commercial area will be located within the development. The
increased availability of shopping and employment opportunities in the area will provide the new
residents and existing residents with increased choice that is potentially more accessible than other
current facilities within Whangarei.
12.4.2

Education

This report assumes that there would be no new school within the development and that the additional
number of children in the area due to the increase in housing would be required to attend one of
Whangarei’s existing schools. The sites location in relation to the existing schools would mean that the
majority of students would either need to travel via a new bus service created especially to serve the
site or via private car as only the Morningside School could be considered to be within the specified
walking or cycling distances.
Of note, the addition of an education facility serving the local expected population (eg: primary school)
would reduce the trips generated to the external network.

12.5

Infrastructure Features

The Port Road link between the site and the city will require upgrading to four lanes, and an additional
link to SH1 with a roundabout to reduce the impact on the State Highway will be required. Third party
land will also be required to provide the new link with SH1.

13.

CONCLUSIONS

On the basis of this integrated transportation statement, it is concluded that the proposed development
including residential, retail and business land uses as shown in the development proposal can be
established with only minor effects to the function, capacity or safety of the surrounding transport
environment. The level of development is however, dependant on the level of roading upgrades
established. Of note:
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(i)

The level of development that can be developed with no external mitigation is 36% of the
estimated total future Plan Change (based on traffic volume).

(ii)

Any development over and above 36% will create additional traffic on the road network. The
levels of mitigation recorded is dependant on a number of variables including Transit New
Zealand / Whangarei District Council roading upgrades. However, modelling has shown that
there are possible mitigation measures that would fully mitigate the Plan Change effects.

The analysis is dependent on the Whangarei Transportation model which in turn is dependant on the
number of households, and other people on the site (retail, industrial workers etc). As such the rules
relating to the Plan Change need to be developed to ensure that the traffic generated from the entire
site is in accordance with what has been assumed in this assessment.
The internal transport initiatives proposed will be designed to meet the demands once the precise
nature of the development is known. The inclusion of the possible southern connection with SH1 is one
possible outcome of many.
The best solution for roading upgrade is particularly dependent on the other roading upgrades planned
by Whangarei District Council and Transit New Zealand. The modelling has shown that there are
roading upgrades possible to fully mitigate the effect of the development. These upgrades are only
possibilities and the final nature of the upgrade should be explained in detail with Whangarei District
Council and Transit New Zealand. This assessment should be undertaken using a revised Gabites
Porter TRACKS model which includes future upgrades proposed in the area by Whangarei District
Council and Transit New Zealand.
Accordingly, it is found that there is no transport planning reasons to preclude the acceptance of this
Plan Change as intended, subject to detailed Integrated Transport Assessments being undertaken
during subsequent stages in collaboration with Whangarei District Council and Transit New Zealand
once the precise nature of the individual developments are known.

Traffic Design Group
28 July 2008
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Objective 1 – Assisting Economic Development
Summary of Issues

Comment

The need to maintain the road transport network due to the
reliance of the existing regional economy on road transport.

Mitigation measures in consultation with Whangarei
District Council and Transit New Zealand will ensure
the effect to the road network is maintained.

The need for improved land use and transport planning in order
to provide for future economic growth.

The mixed use nature of the Plan Change will allow
workers to live in an area near their work place, thus
reducing the reliance on the existing road network.

Critical regional importance of the Whangarei to Auckland
State Highway link to economic development and therefore the
need to place priority on the maintenance and enhancement of
this transport link.

The modelling shows little impact on this transport link.
Transit New Zealand will be consulted regarding
appropriate mitigation.

The need to develop corridor management plans in order to
future proof key road corridors.

N/A

The limitations in the regional rating base in order to fund
necessary improvements to the existing transport
infrastructure.

N/A

The limitations that the regions high proportion of unsealed
roads place on potential economic growth.

N/A

The need to provide greater capacity in the transport network
by protecting and improving existing rail corridors and providing
for a rail link between Marsden Point and Whangarei.

The site is located in close proximity to the existing rail
network and the site could be well served by rail if an
appropriate service was provided.

Objective 2 – Assisting Safety and Personal Security
Summary of Issues

Comment

Northlands poor safety record and therefore the need for a
coordinated and streamlined approach to road safety planning
in the region.

There is nothing about the proposed Plan Change that
should adversely affect the existing safety record of the
region.

The safety risks posed by Northlands narrow windy roads,
narrow bridges and roadside hazards.

N/A

The need to provide safe and secure public passenger
transport facilities (increased lighting, clear sided bus shelters).

The proposed Plan Change opens the possibility for
additional public transport (buses) between the site and
CBD.

Northlands historically high accident rate indicates the need for
increased enforcement and road safety education campaigns
at key high risk areas (focus on drink driving).

N/A

The need for driver and pedestrian enforcement and safety
education within rail corridors and at level crossings.

N/A

Due to the increasing number of vehicles on northlands
beaches there is a need to reduce the conflict between
vehicles and other beach users.

N/A
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Objective 3 – Improving Access and Mobility
Summary of Issues

Comment

Dispersed and poor communities and lack of access to
transport alternative to the private car including public
transport services.

The proposed mixed use Plan Change will allow
workers to live near employment thus reduce the
reliance on the car for travel.

Need to investigate the feasibility of extending the total
mobility scheme to other areas to cater for the needs of the
disabled community.

N/A

Lack of adequate safe and accessible cycle and walking
facilities, including provision for mobility scooters.

N/A

Reliance of disabled persons on disability car parking and
therefore the needs for parking enforcement to maintain
accessibility to these.

N/A

Objective 4 – Protecting and Promoting Public Health
Summary of Issues

Comment

The benefits of walking and cycling to public health and
therefore the need for increased walking and cycling facilities.

The Plan Change is intended to have a series of
walking and cycling facilities on any road / mitigation
undertaken.

The human health effects from dust from unsealed roads and
from vehicle emissions.

N/A

The potential for health impacts from some land transport
projects and the need for health impact assessments for
these.

N/A

Objective 5 – Ensuring Environment Sustainability
Summary of Issues

Comment

The effects of the environment from dust pollution and high
sediment run off from unsealed roads.

N/A

Potential impacts of land transport projects on sensitive
coastal environments and archaeological sites.

N/A

The need for the safe disposal of stock truck effluent.

N/A

The environmental impacts form pollutants in storm water
runoff.

N/A

The effects to the environment from the spread of roadside
pests weed and litter.

N/A
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Key Issue

Comment

Key Issue 1

The potential conflict between changes in urban
form and the preservation and enhancement of
amenity, character and identity.

N/A

Key Issue 2

Further fragmentation of the city centre through
sporadic commercial development.

The site is large and provided as comprehensive
mixed use development that is easily linked to the
CBD.

Key Issue 3

The absence of forward planning leading to
piecemeal development and inappropriate
placement of industrial activities.

The site has been designed to accommodate
limited industrial development, but removes a large
amount of industrial development adjacent the
harbour that would have otherwise occurred.

Key Issue 4

Adequate suburban centres that are accessible
and convenient for local residents and help
reduce vehicle usage without detracting from the
urban centre (CBD).

The mixed use nature of the development will
reduce the residents to the area reliant on the car.

Key Issue 5

The effects of roading design, roading
development, traffic volume, and heavy vehicles
on traffic flow and safety.

The Plan Change will include appropriate
mitigation measures in consultation with TNZ /
WDC.

Key Issue 6

The provision of public transport, pedestrian
walkways, and cycleways within the city and
linking to and between suburbs.

The Plan Change will include walkways and
cycleways and allow for the provision of public
transport.

Key Issue 7

Efficient and effective provision of infrastructural
services to existing and newly urbanised areas.

Proposed mitigation will ensure the roading
infrastructure is efficient and effective.

Key Issue 8

The degree of acceptable risk associated with
locating urban development on land subject to
physical constraints such as slope instability,
flooding and mining subsidence.

N/A

Key Issue 9

The loss of productive soils, economic farming
units and rural character due to urban type
subdivision of rural land close to the city.

N/A

Key Issue 10

Reverse sensitivity issues arising where different
land uses occur in close proximity. For example:
residential and rural, residential and commercial,
residential and industrial.

The site will be carefully designed to ensure
residents will be well separated from industrial
activities.

Key Issue 11

The potential adverse effects of urbanisation on
important ecological systems and areas of high
ecological value.

N/A

Key Issue 12

The provision of, and access to, open space that
meets the demands of a growing population

Around 12ha of the site will be allocated for open
space.

Key Issue 13

Participation of Tangata Whenua in the planning
process.

N/A

Key Issue 14

The potential for degradation and loss of cultural
and historic sites of significance due to
urbanisation.

N/A

Key Issue 15

The effects of urban growth on the ability of
people and communities to have adequate
access to education and employment
opportunities, and other essential facilities.

The provision of education facilities in the area has
been discussed in the body of this report.
Provision of an education facility would enhance
the site.

Key Issue 16

Perceptions of Whangarei appear to have
negative aspects, regarding safety, employment,
and living standards.

N/A
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PORT NIKAU JOINT VENTURE
Port Road ‐ Whangarei: File 015
ASSESSMENT OF BUSINESS 4 ‘PERMITTED
BASELINE’ VERSION II
17 March 2008

Please find attached an assessment I have undertaken of the ‘permitted (baseline)’ level of development
allowable on the subject site.
If you wish to discuss, please do not hesitate to contact me.
Yours sincerely,

Ian McAlley
Director
McAlley Consulting Group

PO Box 1032, Whangarei 014009 459 1803 / 027 221 2141 ian.mcalley@mcalleygroup.co.nz
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ALLOWABLE USES
The Business 4 Environment enables as permitted activities:
•
•
•

Industrial uses
Commercial uses
Office uses

Specifically the controls do not allow (as a permitted activity):
•
•
•
•

Residential uses
Care of the elderly or the sick
Facilities for the education or care of children
Places of assembly

And retail space is restricted to no more than 100m2
The Plan contains the following definitions of the different activities:
•

Commercial Activity
Means the use of land and buildings for the display, offering, provision, sale or hire of goods,
equipment or services, and includes shops, markets, showrooms, restaurants, take‐away food
bars, professional, commercial, and administration offices, service stations, motor vehicle sales,
visitor accommodation, the sale of liquor and parking areas associated with any of the above.

•

Industrial Activity
Means the processing, manufacturing, fabricating, packing or storage of goods or other ancillary
activities, and includes servicing and repair activities.

•

Retail Activity
Means land and/or buildings from which goods, merchandise, equipment or services are sold,
exposed, displayed or offered for sale or direct hire to the public and includes: a market; a
showroom; a banking chamber (being that part of a bank which includes all the teller areas and
all areas to which the public generally has access); off‐licensed premises; and betting premises,
but does not include a service station, motor vehicle sales and service premises or a restaurant,
café and other eatery places.

BULK AND LOCATION
The following are the keys elements of the bulk and location controls

PO Box 1032, Whangarei 014009 459 1803 / 027 221 2141 ian.mcalley@mcalleygroup.co.nz

Page 3 of 8

Height
Allowed to build to 20m in height as a permitted activity, with a maximum height of 35m allowed over
25% of a site.
Setbacks
Buildings must be set back 4.5m from roads and any car parking must be setback 2.0m from road
boundaries.
Parking
Parking standards are provided in Appendix 6A of the Plan. In assessing total areas required for parking,
an assumption is made that each parking space required equates to 27m2 of the site area being taken
up, when the actual area of the car park, maneuvering space etc is taken into account.
ASSESSMENT OF ‘PERMITTED BASELINE’
In undertaking a permitted baseline assessment the Environment Court has suggested questions along
the following lines would assist in determining whether the permitted baseline test should be used.
Admittedly, these questions are related to a case before the Court, however, they do provide guidance
in establishing whether a permitted baseline argument is feasible and reasonable.
•

Does the plan provide for a permitted activity or activities from which a reasonable comparison
of adverse effect can conceivably be drawn?
Yes, the plan provides for industrial and commercial uses within the Business 4 Zone
(Environment) which can be used as a means of comparison for the zoning proposed.

•

Is the case before the Court (the application) supported with cogent reasons to indicate whether
the permitted baseline should, or should not, be invoked?
The permitted baseline test should be invoked, as from an external viewpoint the uses proposed
by way of the rezoning may not differ greatly with regard to their effects on amenity and
landscape matters, but the rezoning provides for more flexibility from a commercial perspective
as to the type of uses that can occur within the subject site and the flexibility that can be applied
over time in the leasing of space and the development of buildings to provide for the future
demand of development within the City.
The rezoning recognises the benefits from mixed use which were not anticipated when the Plan
was prepared and which were not necessarily available when the area was committed to heavy
industrial and port related uses. Including opportunities for medium density residential
development makes effective use of land located in close proximity to the CBD while potentially
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reducing commuting requirements and reducing car dependence for local shopping and
recreation.
•

If parties consider that application of the baseline test will assist, are they agreed on the
permitted activity or activities to be compared as to adverse effect, and if not, where do the
merits lie over the area of disagreement?
There is a level of certainty developing around the type of uses proposed within the proposed
rezoning, but what is key is to be able to assess and quantify the external effects of the proposed
development i.e. traffic and waste water volumes, stormwater discharge, and water usage etc.

•

Is the evidence regarding the proposal, and regarding any hypothetical (non‐fanciful)
development under a relevant permitted activity sufficient to allow for an adequate comparison
of adverse effect?
It is proposed that the permitted activity level of development allowable under the Business 4
Environment rules and the development enabled as a permitted activity under the new zoning
proposed can be directly compared and as such will enable an adequate comparison of any
adverse effects, because the new zoning will not introduce potential and adverse effects not
already considered by the plan, however it is the level of those effects which must be quantified
and assessed.

•

Is a permitted activity with which the proposal might be compared as to adverse effect
nevertheless so different in kind and purpose within the plan’s framework that the permitted
baseline ought not to be invoked?
No, it is proposed that the level of effect and any adverse effects generated by the establishment
of permitted activities under the current Business 4 rules and the establishment of activities and
associated effects under the proposed new zoning are similar types of effect, however, it is the
level, intensity and/or impact of those effects which are the matters that require assessment.

•

Might application of the permitted baseline have the effect of overriding Part 2 of the RMA?
No, as has been mentioned the types of effects being assessed are those effects which already
exist (or could be established) in the current environment, and it is the level of potential effects
that are being assessed. As a plan change application it will be a necessity to demonstrate that
the proposal is in accordance with Part Two of the RMA and as such it is proposed that the use of
a permitted baseline test will not enable the establishment of activities, by way of a ‘backdoor’
method that would lead to a type of development that would generate unmitigated adverse
effects that are greater than those permitted under the Business Four Environment Rules.

PROPOSED USES
For the purposes of assessing a permitted baselines level of development the following proposed uses
are to be assessed on assumed or actual sites:
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•
•
•
•
•

Warehousing
Industrial activity
Commercial/light industrial activity
Offices
Other Business 4 Uses

ASSUMED SITE
Each assumed site is 5000m2 in area with a single road frontage and no topographical constraints, unless
a specific example has been used as a guideline.
BUILDING COVERAGE
An assessment of the building coverage has been undertaken for each proposal. Building area is
assessed with regard to the building foot print (not the gross floor area) and the total site area.
IMPERMEABLE SURFACES
An assessment of the impermeable surfaces generated has been undertaken for each proposal.
Impermeable surfaces are assessed with regard to the building foot print (not the gross floor area) plus
the area required for car parking and the total site area. It is assumed that any areas not required for
building or parking will be in grass or gardens or the like (i.e. permeable).
ASSESSMENT
Warehousing
It is assumed that warehousing development would be undertaken as single level development.
The plan contains car parking requirements for warehousing of 1/50m2 of warehousing or buildings.
Therefore, on a 5000m2 site, if the warehousing amounted to 2200m2, it would require 44 car parks,
which would occupy an area of 1188m2.
Therefore, the building area plus the car parking area totals 3388m2 of the site. Whilst this leaves a
portion of the site undeveloped, the Plan requires certain setbacks and with allowances for heavy goods
vehicles and the like some of the redundant site area would be utilised.
Building Area
Warehousing
Car Parks Required
Car park Area
Total Area
(building + car parks)

2

2200m
44
1188m2
3388m2

Building Coverage
Impermeable Surfaces

44%
68%

Building Coverage/Site
Ratio
Car Park/Building
Ratio

1/2.3
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Industrial Activity
The industrial activity has been modeled off the existing Tenix site. It is assumed that the development
on the Tenix site is effectively single storey, although the buildings are quite large (in terms of height).
The total Tenix site is some 3.9 ha (39,000m2), with the Plan defining the parking requirements as being
1 (car park) per 50.0m2 GFA of warehouse and buildings and 1 per 100.0m2 of outdoor storage and
display. Measurements of different areas have been derived from the aerial photographs contained on
the WDC GIS website and a site visit undertaken, which determined that the outdoor storage areas were
not work areas, but were where materials and scrap were being stored and therefore not included in
the car parking calculations.
The site appears to have approximately 9,520m2 of buildings, generating a requirement for 190 car parks
equating to a parking area 5130m2.
Building Area
Buildings
Car Parks Required
Car Park Area
Total Area
(building + car parks)

9520m2
190
5130m2
14,650m2

Building Coverage
Impermeable Surfaces

24%
38%

Building Coverage/Site
Ratio
Car Park/Building
Ratio

1/3.2
1/50m2

Commercial/Light Industrial Activity
The commercial/light industrial activity that has been modeled is the Donovan’s Contractors yard at
Kauri. The total site is some 5,800m2, with 1280m2 of buildings. The Plan does not provide parking
requirements for contractors yards or commercial activities, however, the Plan does provide catch all
rules for development in the Business 4 Environment, which this type of use would typically locate in.
Those parking standards require 1 car park per 75m2 GFA, therefore requiring 17 car parks.
Building Area
Buildings
Car Parks Required
Car Park Area
Total Area
(building + car parks)

1280m2
17
460m2
1,740m2

Building Coverage
Impermeable Surfaces

22%
30%

Building Coverage/Site
Ratio
Car Park/Building
Ratio

1/4.5
1/75m2

Offices
Due to the lack of any substantial office development within the existing Business 4 Environment it is
necessary to use an assumed site to assess a potential office development. Therefore, a 3 storey
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development is proposed on a 5000m2 site, with parking proposed at grade. A 2500m2 office building is
proposed, therefore having a footprint of 840m2. Parking requirements for office spaces is one park per
35m2, however, it is proposed that a ratio of 1 per 20m2 should be applied to effectively provide the
required number of parks on‐site. Applying this parking ratio would result in the proposed office block
needing 125 car parks.
Building Area
Building (GFA)
Building (Footprint)
Car Parks Required
Car Park Area

Total Area (footprint)
(building + car parks)

2500m2
840m2
125
3375m2
4,215m2

Building Coverage
Impermeable Surfaces

17%
84%

Building Footprint/Site
Ratio
Building GFA/Site
Ratio
Car Park/Building
Ratio

1/6
1/2
1/20m2

Other Business 4 Uses
The ‘other Business 4 uses’ has been modeled off the existing Ballance site (fertilizer works). Due to the
size of the buildings it is assumed that the buildings are two storied (internally), with the Plan defining
the parking requirements as being 1 (car park) per 75.0m2 GFA.
The site has an area of 14ha (140,000m2) and appears to have approximately 35,000m2 of buildings,
assumed to be 70,000m2 of GFA, generating a requirement for 933 car parks.
Building Area
Building (GFA)
Building (Footprint)
Car Parks Required
Car Park Area

Total Area (footprint)
(building + car parks)

70,000m2
35,000m2
933
25,191m2
60,191m2

Building Coverage
Impermeable Surfaces

25%
43%

Building Footprint/Site
Ratio
Building GFA/Site
Ratio
Car Park/Building (GFA)
Ratio

1/4
1/2
1/75m2

ASSUMED DEVELOPMENT
Taking information from the above, an assumed development is proposed. Currently the site has a total
area of 106ha and from this recreational/public areas and roading/servicing will have to be subtracted.
Total Site
Park/Reserves/Public Space
Land available for development
Land taken up by roads and services

106 ha
10.6 ha (10%)
95.4 ha
14.31 ha (assume 15% taken with roads and
services)
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Actual land available for development within site

81.09 ha (76.5%) The Development Area

It is also proposed to assume a certain level of development of different uses within the site. Preference
is given to industrial and warehousing activities and although office uses are available, it is proposed
that office use would be minimal, due to the heavy industrial nature of the current Business 4 zoning.
The uses are the same as those assessed earlier.
USE
Warehousing
Industrial
Commercial/Light Industrial
Office
Other Business 4 Uses

25%
25%
20%
10%
20%

Taking the above proposed percentages of use, the assessments undertaken above are applied to assess
the actual areas of development and the parking demand, from which service requirements and traffic
generation etc can be derived.
Use
Warehousing
Industrial
Commercial/Light
Industrial
Office
Other Bus 4 Uses
Total

Total
Area
20.27 ha
20.27 ha
16.23 ha

Area (m2)
202,700 m2
202,700 m2
162,300 m2

8.09 ha
80,900 m2
16.23 ha 162,300 m2
81.09 ha 810,900 m2

Building
Area
89,188 m2
48,648 m2
35,706 m2

GFA
89,188 m2
48,648 m2
35,706 m2

13,753 m2
41,259 m2
40,575 m2
81,150 m2
2
227,870 m 295,951 m2

Bldg.
Imp.
Cover Surface
44%
68%
24%
38%
22%
30%
17%
25%

84%
43%

Car Parks
reqd.
1783
973
476
2063
1082
6377

Therefore, over the total site (106 ha)
•
•
•
•
•
•

Building coverage = 21.5% (of the total site)
Building coverage = 28.1% of the development area
1 car park is required (on average) for every 166m2 of (the total) site
1 car park is required (on average) for every 127m2 of the development area
The total area required for parking = 172,179m2 (at least)
The total impermeable surfaces, being building foot print + car parking area/development area
(being total site – parks/reserves and roads) = 49%

PO Box 1032, Whangarei 014009 459 1803 / 027 221 2141 ian.mcalley@mcalleygroup.co.nz
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Memorandum
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Tony Davies - Colley
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Leo Hills
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6 August 2009

Job No:

9563/2

Subject:

Port Nikau – Roading Upgrades

In light of the recent granting of Consent for the SS Plan Change (‘PC’) and the alternative Port
Nikau Link Proposal, we have analysed the effects of this with regards to the roading upgrade
projects associated with the Port Nikau PC using further modelling input from Gabites Porter. In
this regard, the base network has been modified to include the already approved SS
Developments Plan Change as well as the yet-to-be approved Pipiwai PC. With the hearing
imminent for the Pipiwai PC, it has been deemed necessary to also include this as part of the
base network. In addition to the inclusion of the Pipiwai PC and SS PC land uses, further
additions have been made to the network to include:


Pipiwai Link from Southend Avenue to High Street / Morningside Drive



Extension of Gumdigger Place to Southend Avenue



Porowini Extension.

Base Network
The base model was run to the year 2021 as per our previous assessment for this work. Figure 1
attached shows the deficiencies on the road network associated with this base model for the AM
and PM commuter peak periods from the Gabites Porter Model. For this purpose, a LOS of E or F
is considered to indicate a deficiency in the network.
It should be noted here that the 2021 modelled flows in the base model represent a predicted
level of development in the area. In reality the future traffic environment may in fact be less or
more than the environment modelled. Nevertheless, the base model represents the best estimate
of the future traffic environment available at this stage using the permitted land uses. Of note, the
bas model includes no further improvement apart from that described above. As such,
improvements to SH1 for example are not included.

Addition of Port Nikau Plan Change
As discussed, we have modelled what the effects of adding the Port Nikau PC area with the
alternative link in place (i.e. the link connecting the Plan Change area to a roundabout at the
intersection of Rewarewa and Kioreroa Road to the west) which we understand is in land that you
own.

PO Box 2592, Shortland Street
Auckland 1140
Phone: +64 9 531 5006
www.tdg.co.nz
New Zealand
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Table 1 below shows how the Gabites Model determines the traffic generating potential of the Port
Nikau Development. Basically, the model uses predicted numbers of households and employees
using the proposed land use activities. The area then acts as an ‘attraction’ for other
motorists/households in the greater area, drawing traffic from other areas in the city. This is the
same method as used in our original traffic assessment.
Land Use

Description

Light Industrial

Marine Industry

500

Business

Business Park

610

Offices

800

5

Warehouse

180

5

1,200

7.5

Mixed Use

Retail

Residential

Commercial

Open Space

Employees

Households

Residents

Area (ha)
14

680

1,630

17

Residential

-

300

720

7.5

Residential

-

880

2,110

22

Commercial

1,600

-

-

10

Residential

-

80

190

2

Office

640

-

-

4

N/A

N/A

N/A

N/A

12

5,530

1,940

4,650

106

TOTAL

Table 1: Port Nikau Land Use Proposals

With these land uses in place, the traffic generation associated with the Port Nikau Plan Change
area during the morning and evening peak periods is as follows in Table 2:
AM Peak Period (7am-9am)

PM Peak Period (4pm-6pm)

Inbound

2,367 vph

1,515 vph

Outbound

1,472 vph

2,493 vph

TOTAL

3,839 vph

4,008 vph

Table 2 : Summary of Traffic Generation for Port Nikau PC

With the Port Nikau PC in place, this model was again run to the year 2021. The deficiencies of
the road network at 100% development were identified, indicating the maximum impact of the
development on the network. Again, a LOS of E or F was considered to indicate a deficiency in
the network. A figure showing these deficiencies is shown in Figure 2 attached.
In summary, the deficiencies directly associated with the inclusion of the 100% developed Port
Nikau PC using the alternative link are:


Rewarewa Road / SH1 intersection



Port Road (from Port Nikau to Okara Drive)



Rewarewa Road between SH1 and Port Nikau Link



SH1 / Selwyn Avenue intersection (however, Base network showed a
LOS of E at this intersection in PM Peak)



SH1 to the south of Rewarewa / SH1 intersection.

In looking at the deficiency associated with SH1 / Selwyn, it is apparent from looking at the
modelled volumes at this intersection that the total volume through the intersection actually
decreases with the development in place and therefore it is considered that it does not warrant an
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upgrade as a result of the Port Nikau development. There appears to be an anomaly associated
with the model in this instance.

Road Network Improvements Required
To address the deficiencies as defined above, the following road network upgrades are
recommended:


Upgrading Port Road to four lanes between Port Nikau PC development
and Pipiwai Extension



Upgrading intersection of Rewarewa / SH1 from the current seagull layout
to a standard signalised intersection with two right turn lanes from SH1
and 4-laning treatment on SH1 in the vicinity of the intersection



Upgrade Rewarewa Road to four lanes



Upgrade SH1 south of Rewarewa Road to Loop Road to four lanes



Upgrade Rewarewa Road / Gumdigger Place to a signalised intersection.

It should be noted that these upgrades are required only when Port Nikau is at 100%
development. The section below discusses the indicative levels of development that trigger the
various upgrades.

Roading Upgrade Triggers
We have undertaken an analysis of the levels of development that will trigger the requirement for
the 4-laning upgrade of Port Road and the construction of the Port Nikau Link. The analysis
looked at the spare capacity on the critical section of Port Road in the base model, the levels of
development allowable before the 4-laning of Port Road is required, and then the trigger for the
construction of the Port Nikau Link. A summary of the roading upgrade triggers is as follows.


Port Road 4-laning:

Required following 27% Development



SH1 4 laning:

Required following 33% Development
(Rewarewa Road to Loop Road)



Rewarewa Road 4-laning:

Required following 50% Development



Port Nikau Link:

Required following 79% Development



Port Nikau link 4-laning:

See below*

* The model shows that once the Port Nikau link is put in, the attractiveness of this route takes much of the traffic from
Port Road. While the modelling shows the Port Nikau Link to just trigger the warrant for four-laning at 100%
development, it is not considered necessary as there is sufficient space capacity in Port Road to provide an over-flow link
should the Port Nikau Link become congested during peak periods.

Intersection Upgrade Triggers
Rewarewa / SH1 Intersection
Our previous analysis with regards to the intersection upgrade required at the Rewarewa / SH1 for
the SS Developments hearing concluded that the intersection required an extensive upgrade.
The level of upgrade required has diminished significantly with the addition of the proposed
Pipiwai Link however. The previous upgrade recommended involved an extra right turn lane from
both Rewarewa Road and SH1, as well as localised four-laning of SH1.
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Using intersection capacity analysis software we have identified indicative levels of development
within the Port Nikau PC area that warrant the upgrading of the Rewarewa / SH1 intersection. At
30-40% development, the form of the layout required is for two right turn lanes from SH1 into
Rewarewa with some localised 4-laning on SH1 in the vicinity of the intersection and serves the
development to its full potential. The localised 4-laning is not specifically warranted until
approximately 60 - 70% development however, it is considered that this should be done at the
earlier stage to make way for the four-laning required on SH1 (required to the south of here at
33% development). This level of upgrade is still less than that recommended at the SS
Developments hearing, with one less right turn lane from Rewarewa Road.
This intersection layout is shown in Figure 3 attached.
Rewarewa Road / Gumdigger Place
The upgrading of Rewarewa / SH1 intersection increases the attractiveness of the intersection to
the extent that Rewarewa / Gumdigger intersection does not operate at an acceptable LOS.
Therefore, it is recommended that this intersection be upgraded to a signalised intersection
following the full upgrade of Rewarewa Road / SH1 intersection. As discussed above, this is
required at a development level of approximately 30% - 40%.

Summary
The intersection and roading upgrade triggers and indicative levels of development allowable at
the year 2021 is summarised below in Table 3. All of the upgrades below assume that the Pipiwai
Link is in place as well as the Porowini Extension and included land.
Indicative level of
development before
upgrade required

Upgrade

Trigger

Upgrade Port Road to provide two lanes in
each direction

27% development

Flow on Port Road exceeds 1,230 vph
in southbound direction during critical
AM peak and thereby triggers LOS E.

Upgrade SH1 south of Rewarewa to Loop
Road to provide two lanes in each direction

33% development

Flow on SH1 exceeds 1,320 vph in
the northbound direction during the
critical AM Peak, thereby triggering
LOS E.

Upgrade Rewarewa / SH1 intersection to
provide an extra right-turn lane from SH1 and
provide localised four-laning on SH1.

30% – 40% Development

SIDRA intersection modelling shows
this as being required.

Upgrade Rewarewa Road / Gumdigger Place
to a signalised intersection

30% - 40% Development

SIDRA intersection modelling shows
this as being required.

Upgrade Rewarewa Road to provide 2 lanes
in each direction between SH1 and the
proposed Port Nikau Link.

50% Development

Flow on Rewarewa Road exceeds
1,270 vph in westbound direction
during the critical PM Peak period.

Construct 2-lane link from Port Nikau
development to link up to Rewarewa/Kioreroa
Road.

79% Development

Flow on Port Road exceeds 2,460 vph
in the southbound direction.

Table 3: Summary of Roading Upgrades and Development Triggers

Traffic Design Group
6 August 2009
Attach: Figures 1 - 3
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1.

Introduction

The Port Nikau site is located south of Whangarei City centre, in the upper reaches of the
Whangarei Harbour on low lying and predominately reclaimed land on the site of the old
Whangarei Port. It is strategically positioned between the harbour, State Highway 1, and the
Central Business District.
The site comprises approximately 101 hectares of largely flat expanse and is made up of a
number of titles, the greater part of which has been vacant since the cessation of the majority of
port operations. The land is largely made up of low‐lying river terrace and alluvial mudflats
overlaid with fill to form the reclamation, with consents in place to finalise the filling and
reclamation process. The Hatea River and mudflats form the eastern and southern boundaries of
the site, with the river being the main channel for boats heading north to the Whangarei City
Centre (the Town Basin) and conversely out to the Whangarei Heads and beyond.
The site is framed by hills managed in forestry to the west and the residential neighbourhoods of
Sherwood Heights and Onerahi on elevated headlands to the east. The North Auckland Rail Line
abuts the western boundary of the site and beyond this the land rises steeply with vegetated hills
framing the western edge of the site.
The eastern edge of the site forms the shipping docks along the Hatea River extending in a north
south direction. The length of the east river boundary is a rock wall, sloping into the river. A
peninsular of reclamation extends south of the main site for a distance of approximately 850m,
forming the southern extent of the site.
Once developed, the Port Nikau Environment will support a diverse range of land uses which will
be integrated with the adjoining coastal marine area through a series of open space linkages,
which will enable of a greater level of connectivity between the City and the water/harbour edge
and improving the water entrance to the City.
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2.

The Port Nikau Master Plan

The Port Nikau Master Plan has been designed to provide for a flexible land use pattern to
establish, creating greater opportunity to provide for economic growth opportunities, enabling a
greater range of land uses and economic uses to occur. The implementation of an overall urban
design strategy, through the Master Plan process, will provide a framework and structure for the
development of the Port Nikau Environment, a key component of which will be the incorporation
into the design and development of the site of adequate and appropriate open space, including
access to the coastal marine area and an infrastructure framework that ensures that adequate
services are provided.
The Port Nikau Master Plan


Gives cognisance to the development timeframe by outlining possible development
scenarios.



Establishes the overall infrastructure framework for the development of the Port Nikau
Environment.



Assesses the infrastructure and servicing requirements for the Port Nikau Environment
recognise the requirements and possible restrictions related to infrastructure provision, both
with regard to possible capacity restraints and also the physical provision of infrastructure
(i.e. storm water detention systems).



Establishes an Open Space network and assess possible and appropriate access points to
the coastal marine area.



Details the overall urban design framework for the Environment.



Establish buffers to insulate the development from sensitive activities on sites both within
and outside the Port Nikau Environment.

Jasmax have developed a base plan which sets out a basic layout for the development and the
various activities. The plan also estimates the level of development for each of the activities. The
level of development proposed by Jasmax differs somewhat from that assessed within the
Integrated Transport Assessment previously prepared by Traffic Design Group for the site, and as
such the following assessment will focus on the differences between the Plan Change and
Jasmax development values and the effects on the surrounding road network.

Port Nikau Joint Venture, Port Nikau: Master Plan Transportation Report
9563-5mp_final.doc

3

3.

Purpose of this Report

This report has been developed in response to Rule 50.4 (Master Plan Applications) of the
District Plan and has been undertaken on the basis of the possible development scenario outlined
on the Urban Design and Open Space Framework Plan and supporting information. It is
important to realise that development on the Port Nikau site will occur over an extended
timeframe and economic drivers (along with market forces) will determine the final land uses on
the site (confirmed through the precinct plan process). The possible development scenario put
forward in the master plan provides the basis on which this report has been prepared.
This report addresses the following requirements of Rule 50.4 as follows:
2)

Infrastructure
a)

An infrastructure framework is to be provided, prepared by registered
engineers detailing the layout and required capacity of main trunk
services to be provided for:
(i)

b)

6)

The infrastructure framework will detail where necessary those areas
within the Port Nikau Environment required to be set aside
(approximately) for the physical provision of infrastructure and network
utility services and also detail any staging proposed as a means of
managing and avoiding potential effects related to the provision of
capacity within services external to the Port Nikau Environment to
accommodate the assessed future demand.

Traffic Management
a)

7)

Roading (including provision for public transport, alternative
modes and access to the state highway);

A report examining the traffic implications of the Master Plan.

Railway line
a)

An assessment of how the railway line is to be retained and to continue
to operate.
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4.

Existing Site

4.1

Roading Hierarchy

Figure 1 shows the location of the site in relation to the surrounding road network as defined by
the Whangarei District Council Operative District Plan (“District Plan”).
In the District Plan’s roading hierarchy, Port Road north of Fertiliser Road is classified as an
Arterial Road and south of Fertiliser Road as a Local Road. Fertiliser Road and Dawson Road are
both Local Roads.
Whilst not directly accessing onto the site, the following have also been identified as key roads
within the study area:


Okara Drive



Kioreroa Road / Rewarewa Road



Otaika Road (SH1).

4.2

Traffic Volumes

Existing traffic volumes were not specifically surveyed for this project as the Whangarei TRACKS
model built by Gabites Porter for Whangarei District Council has been used for the analysis. This
model is current and already includes data on existing flows.
However, traffic flow information was obtained from Councils Traffic Engineers and the NZTA
‘State Highway Traffic Data Booklet 2005 – 2009’ for the following locations:


Kioreroa Road



Port Road



Okara Drive



SH1 south Tarewa Road



SH1 south of Cemetery Bridge



SH1 north of Loop Road.

Table 1 below summarises the information gathered from the above data sources. No peak hour
times were available from Council.

Peak Hours
Location

AADT
AM Peak

PM Peak

Kioreroa Road / Rewarewa Road Intersection

7,750

-

-

Port Road

9,079

-

-

Okara Drive

18,084

-

-

SH1 south of Tarewa Road

26,803

8 – 9am

4 – 5pm

SH1 south of Cemetery Bridge

17,907

8 – 9am

4 – 5pm

SH1 north of Loop Road

14,632

8 – 9am

4 – 5pm

Table 1: Existing AADT Volumes and Peak Hours (Where Known)
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5.

Infrastructure Features

5.1

Typical Internal Road Cross Sections

The internal roading network layout has been designed by Traffic Design Group / Jasmax and is
displayed in Figure 2. The designs have been prepared for the purpose of the Master Plan
assessment and as such are only indicative at this time and used for the purposes of modelling
the network. The proposed road network includes the following road classifications:


Road A – Arterial Road



Road B1 – Collector Road



Road B2 – Collector Road



Road C – Local Road.

The roads are discussed below in relation to the lane configuration, pedestrian and cyclist
facilities, and District Plan criteria.
5.1.1

Road A Roads (Arterial)

The Road A roads, within, the site provide the main entry and exit routes to/from the site. The
Road A roads refer to Pine Valley Link Road which will provide the primary access to/from the
west and Port Road which will provide the primary link to/from the north of the site. The two roads
will meet in the centre of the development and as such the roads will experience a high level of
traffic. The roads have been designed to act as Arterial roads and as such will primarily provide
for high through traffic volumes between districts within Whangarei. Turning movements are
proposed to be limited via a raised median while providing a sufficiently wide median to allow
turning lanes where necessary.
Within the Port Nikau site, where they accommodate internal and through traffic, these roads will
have two lanes of traffic in each direction separated by a raised median. Shared paths will be
provided on both sides of the road. The roads will have an approximate width of 26m with a
carriageway width of 16m. The District Plan specifies a road width of 23m and a carriageway
width of 13m. It is considered that the road cross section has been designed to the District Plan
criteria however, an additional raised median has been provided to increase through movement
efficiency and improve safety.
The footpaths will be used by both pedestrians and cyclists and is proposed to have a width of
3m. The shared paths are separated from the live lanes by a 2m berm. The kerbside lanes have
a proposed width of 3.5m and the central lanes are 3m wide. The raised median is proposed to
be 3m wide which will allow turning lanes where required.
5.1.2

Road B1 and B2 Roads (Collector)

The Road B1 roads will provide the main links to the business communities. The roads link with
the Road A roads and as such will provide the secondary road network function. The roads will
have one lane of traffic in each direction separated by a flush median and provide parking and
footpaths on both sides of the road. Parking will be made via parallel parking spaces. The flush
median will ensure vehicles wishing to turn right will be able to pull over and allow through
vehicles to pass. It is considered that this facility will improve efficiency and safety.
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The B1 roads have been modelled with a width of 24m and a carriageway width of 14m. This is
comprised of 2.5m wide parallel parking spaces on each side of the road, a 3m lane in each
direction and a 3m flush median. A total of 2.5m of berm is provided on each side of the road with
0.5m provided adjacent to parked vehicles to ensure door opening does not effect the footpath
operation. The footpath provided is 2.5m on each side and will accommodate both cyclists and
pedestrians. The District Plan specifies a road width of 21m and a carriageway width of 11m. The
road is generally considered to comply with the District Plan however, the flush median has been
provided to improve through traffic efficiency which has required an additional 3m.
Road B2 will only be a short section of road as displayed in Figure 4. However, the street will
provide a key link to the town centre and marine area. As such, the area will experience higher
pedestrian movements and will have frequent pedestrian crossings. Footpaths are proposed on
both sides of the road to accommodate the higher pedestrian traffic. One lane of traffic will be
supplied in each direction and angled parking will be supplied on each side of the road to allow
for the increased parking demand. The central median is proposed to be either raised or flush
depending on the requirements of pedestrians in the area and the required limiting of turning
movements.
Cyclists will be accommodated on-street within the manoeuvre area for cars as the footpaths will
be highly trafficked by pedestrians limiting the use by cyclists.
The footpaths will have a width of 2.5m and will be separated from the parking by a 0.5m berm
which will provide vehicle overhang for parked vehicles. The 45 degree parking spaces will have
a length of 5.1m and a 1.7m manoeuvre area as detailed within the Austroads parking document
‘Guide to Traffic Engineering Practice, Part 11 – Parking’. The median will have a width of 3.0m to
allow for turning vehicles and each lane will have a width of 3m. The layout does not comply with
the District plan requirements but has been designed to replicate the Road B1 roads with
increased parking and pedestrian amenity.
5.1.3

Road A Roads

These roads fully complies with the District Plan (excluding the footpath width which none of the
roads comply with). Cycling will be accommodated on-street due to the lower traffic volumes. The
wide lanes will permit parallel parking on both sides if required. The road is proposed to supply
footpaths and parallel parking if required on both sides of the road. The road will also supply one
lane of traffic in each direction. The roads will provide the primary access to residential dwellings.
The road will have a total carriageway width of 8.2m separated into two 4.1m lanes with a total
width of 18m.
5.1.4

Summary

As a comparison to a typical road hierarchy, the Road A roads generally follows the role of
Arterial roads. Arterial roads are the major roads into and through the District (excluding State
Highways), and roads servicing significant areas of development. Road B1 roads generally follow
the role of Collector roads. Collector roads are those that collect traffic from specific areas, or link
important roads or major traffic generators, such as industrial or business areas. Road C roads
act as local streets whose major function is to provide access to property, rather than provide
routes for traffic. Road B2 road is typical of a CBD style road with increased parking and
pedestrian amenity.
The following table summarises the District Plan criteria and the proposed road dimensions.

Port Nikau Joint Venture, Port Nikau: Master Plan Transportation Report
9563-5mp_final.doc

9

Road

Road Classification (m)

Road Width (m)

Carriageway Width (m)

Footpath Width (m)

Road A

Arterial

26 (23)

16 (13)

3.0 (1.5)

Road B1

Collector

24 (21)

14 (11)

2.5 (1.5)

Road B2

Collector

28.6 (21)

22.6 (11)

2.5 (1.5)

Road C

Local

18 (18)

8.2 (8.2)

2.5 (1.5)

Table 2: Road Cross Section District Plan Requirements
*xxxx - Proposed
(xxxx) – District Plan

As mentioned the Road A and B1 roads are generally designed to meet the District Plan criteria.
However, it has been considered that the provision of a central median will improve efficiency and
safety and as such an additional 3m has been added to the carriageway and road widths. The
Road B2 roads do not comply with the District Plan but have been designed to purpose where
additional pedestrian amenity and parking is required. It is considered that the road is similar to a
CBD type street. The Road C roads comply with the District Plan.
The footpaths provided are wider than that specified within the District Plan. It was identified
within the Plan Change process that pedestrian and cyclists would need to be accommodated
within the road network. In order to provide for these alternative modes a shared path has been
recommended for several roads which requires a larger footpath width.
Further, the proposed road cross sections are only indicative and have been used for the
purposes of modelling and to provide a base for the site design. It is considered that the
dimensions detailed above may vary but that the principles detailed above will remain as part of
the design.

5.2

Internal Intersections

Figure 3 shows the proposed intersections within the site and the proposed type of control (e.g.
priority controlled, roundabout, or signalised).
Generally, the intersections within the site will be priority controlled with the major through
movement having priority. Roundabouts are proposed at the primary intersections which occur
along the major arterial routes. These roundabouts are used at the connections between the
arterial and collector roads.

5.3

Parking and Servicing

In addition to the on-site parking, parallel parking is proposed on all local streets within the site.
The parallel parking will be 2.5m wide and be separated at intervals by landscaping. Within the
town centre area angled parking spaces will be provided. The angled parking will comply with the
District Plan requirements as set out in Appendix 6B.
It is proposed that all roads will be able to accommodate refuse and delivery vehicles, and that all
commercial and community facilities will have servicing capabilities appropriate to their needs.
These are to be determined at the time of Building Consent and / or Resource Consent. In
general, the critical vehicle to be used in the design should be the 18m Land Transport New
Zealand semi-trailer.

Port Nikau Joint Venture, Port Nikau: Master Plan Transportation Report
9563-5mp_final.doc

11

6.

Proposed New Infrastructure

There are a number of Council and NZTA roading improvements planned in the area. These are
shown in Figure 4 and include:


Porowini Avenue extension and bridge over the railway to Okara Drive. The extension will
provide an alternative route from the Port to the Whangarei CBD. The project is currently
under construction and is scheduled to be completed August 2011.



Second harbour crossing include connections to Port Road or Kioreroa Road planned for
2013/14. The project is known as the Lower Hatea Bridge Crossing and the design /
construction works are currently being tendered.



Creating a four laned road for Riverside Drive and Onerahi Road in Whangarei Planned for
2014-2016.



Over the next four years, NZTA has six projects planned to help manage growing traffic
numbers, improve safety and make travel easier for locals and visitors travelling in and
around Whangarei. The projects include Kamo Bypass stage 2, intersection upgrades,
widening of the State Highway and roading improvements from Tarewa Road north to
Percy Street. All projects are aimed at helping to ease congestion and support economic
growth in and around the city. The six projects are:
−

Kamo Bypass stage 2

−

Kamo Road to Kensington Avenue

−

Fourth Avenue to Selwyn Drive

−

SH1 / SH14 intersection improvements

−

Tarewa Road/SH1 intersection improvements

−

Four laning SH1 from Tarewa Road to SH14.

These proposed improvements by both Whangarei District Council and NZTA will provide
significant additional capacity to the local roading in the future.
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7.

Alternative Modes

7.1

Buses

Whangarei has a limited bus service and there are no current bus routes which serve the
proposed site. Starting in July 2008, the Northland Regional Council awarded passenger
transport company NZ Bus a contract to run Whangarei’s public bus service for the next five
years. As part of the change in bus service provider, an increase in bus frequencies and
extension of the existing routes has occurred and due to the size and nature of the site there may
be scope to include a new future bus route linking into the development site.
The existing bus services are shown in Figure 5.
There are no current plans to encourage the existing bus services to reroute through the
development, it is anticipated however, that with the road design standards used the site would
be capable of incorporating a new bus route. It is therefore suggested that as the development is
established within the site that the Council and local bus operators be approached to discuss
improved service and accessibility to future residents and employees of the development in the
long-term.
It is considered that the bus stops would need to be positioned so that no residents / employees
would travel more than 400m to a bus stop. In this regard Figure 6 shows 400m radii circles
around potential bus stop locations within the site to enable this requirement to be
accommodated.

7.2

Rail

The North Auckland Railway (NAR) line runs adjacent to the development site and through
Whangarei town centre itself; however there are no public train services currently offered for this
area or other suburbs within Whangarei. The NAR line is largely used for freight journeys only
and does not regularly carry passengers. It provides a direct link into Auckland and points further
south. It originates in the industrial area of West Auckland, passes through Whangarei, and
terminates west of Kawakawa. In addition, there are two branch lines, the first serves Dargaville
and the second is a short branch line from Kawakawa to Opua.
The closure of the Whangarei Port previously located on the Port Nikau site has seen a decline in
rail use in the Whangarei District as a result of a significant reduction in logging transport by rail,
as the Marsden Point Port currently has no rail line. However, KiwiRail have recently applied for a
designation for the Oakley to Marsden Point Rail line which it is understood has been appealed to
the Environment Court. With freight no longer being transported by rail, and delivery occurring by
truck instead, this leaves additional capacity within the rail network to accommodate increased
freight movement by rail.
In addition, the existing railway line which was used for Port Whangarei activities which links into
the NAR line and passes through the site and Whangarei Town centre could have the potential to
be adapted for public passenger transport services. This line within the Port Nikau Environment is
contained within legal easements registered over the appropriate titles and will be retained within
the development of the site. Continued operation of this line is a matter for KiwiRail, who have
recently announced Rail Services and the viability of maintaining these and the existing Rail Line
to Auckland is under review. Regardless of the outcome of that review rail access and services
can be maintained while there remains a demand and service available.
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7.3

Walking and Cycling

There are currently no footpaths on Port Road between the site and Okara Drive. Port Road
continuing north from its first intersection with Okara Drive has an existing footpath on the
western side only which links around to the Okara Shopping Centre and continues on into the
city.
There are currently no specific cycle facilities in the area. However, the ‘Walking and Cycling
Paths Proposed Off Road Network Whangarei Central’ diagram contained within the ‘Whangarei
District Council Walking and Cycling Strategy 2007’ shows future cycle / walking path links and
extensions planned for Port Road and Okara Drive extending at least as far as Fertiliser Road.
The Walking and Cycling Strategy does not set any goal dates for the construction of these paths.
Walking and cycling improvements are planned for the existing internal and external road
network. Within the development area on Port Road this will consist of the introduction of cycle
ways and footpath upgrades, on the new road link this will also consist of dedicated cycleways
and footpaths on both sides of the new road.
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8.

External Traffic Implications

8.1

Model

The traffic effects of the proposed development (based on the revised Jasmax values) on the
operation of the nearby intersections and carriageways have been assessed using the modelling
package TRACKS. This modelling was undertaken by Gabites Porter and used the existing
Whangarei District Council model. TRACKS is a computer-based program which provides an
industry standard tool for assessing the effect of a development on the wider network.
The model has the following details:


covers the District of Whangarei



covers morning inter and evening peak periods



has future years of 2011, 2016, 2021 and 2026



is vehicle driver only and includes private, and commercial vehicles.

This model which has previously been peer reviewed and accepted as “fit for purpose” was used
to test the proposed Plan Change development, in terms of its impact in the local and wider
transport network. However, a number of improvements have been made to the model since its
use for the Plan Change assessment to better reflect the changing transportation environment in
the Whangarei area.
Generally the study focuses on LOS F, E, and D. For the purpose of this assessment the capacity
flow is the point at which the LOS changes from LOS D to LOS E as adopted for the Plan Change
assessment and discussed and confirmed with Council.
The model used is the same on that was used in the Plan Change assessment and includes the
same potential upgrades.

8.2

Modelling Results

Figure 7 (2021 AM) and Figure 8 (2021 PM) summarise the LOS results for the intersection and
legs of the network as produced by the Master Plan model. The road improvements included in
the model are the same that these have been previously used in the Plan Change process.
Based on the upgraded modelling results it is considered that the Master Plan can be generally
developed using the same potential upgrades as assessed in the Plan Change. There are areas
of infringement regarding LOS E however, these are in the same areas as already discussed. Of
note, the Riverside Drive section has been modelled as one lane in each direction and as such
Council plans to upgrade to four lanes (as detailed in Section 6) will fully solve this issue. In a
similar vain, NZTA have plans to upgrade SH1 to four lanes in Whangarei and further do not
typically request any upgrades to State Highway midblock section (only intersections). In general
it is considered that the following sections / intersections will need to be reassessed at Precinct
Plan level. This assessment at Precinct Plan should review the following sections / intersections
and consider mitigation (if required).


Kioreroa Road / Port Road intersection



Port Road / Okara Drive intersection



Port Road between Port Nikau and Okara Drive
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Okara Drive between Port Road and Porowini Avenue



Pine Valley Link Road



Rewarewa Road between SH1 and Pine Valley Link Road



SH1 / Rewarewa Road intersection



Gumdigger / Rewarewa Road intersection.

The level of development that triggers improvements to the above sections / intersection will need
to be determined at Precinct Plan stage. For example, the Pine Valley Road link, and Rewarewa
Road upgrades, are only expected to be required once significant (70%) of development is
completed.
Analysis of the surrounding road network using the Gabites model indicates that the first upgrade
required due to the development traffic outside of the site will be Port Road between Port Nikau
and Kioreroa Road. This analysis assumes that no upgrades had been undertaken on the
surrounding road network but excluded those sections of road which have been scheduled for
upgrade by NZTA or Council. Based on the analysis it was determined that Port Road between
Port Nikau and Kioreroa Road required upgrading when the development reached approximately
34%. As such, it is recommended that once the proposal exceeds this percentage of
development that the traffic on the road network outside of the site be assessed in more detail.
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9.

Conclusion and Summary

On the basis of this Master Plan assessment, it is concluded that the proposed development
including residential, retail and business land uses as shown in the Master Plan can be
established as detailed in this report. The internal roading infrastructure proposed is appropriate
to accommodate the development proposal. As with the previous Plan Change assessment, the
traffic modelling has indicated several areas on the surrounding road network that will need
further assessment at the Precinct Plan stage of the development.
The internal transport initiatives proposed have been undertaken as an indicative layout and for
the purposes of modelling. Further proposals should be designed to meet the demands once the
precise nature of the development is known, in the Precinct stages. All pedestrians / cyclists /
public transport facilities can be accommodated in the indicative cross sections proposed.
Accordingly, it is found that there is no transport planning reasons to preclude the acceptance of
this Master Plan as intended, subject to further assessments being undertaken during
subsequent stages in collaboration with Whangarei District Council and NZTA once the precise
nature of the individual Precincts are known.

Traffic Design Group Ltd
8 April 2011
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EXHIBIT 9
COMMUTE REVISED ASSESSMENT
ADDENDUM REPORT (AUGUST
2016)

www.reyburnandbryant.co.nz

Mr T Davies-Colley
Westport
260 Port Rd, Port Whangarei,
Whangarei 0110

24 August 2016
Copy via email:

tony@westpoint.net.nz

Dear Tony

PORT NIKAU JOINT VENTURE– REVISED ASSESSMENT ADDENDUM REPORT
Further to your instruction, we are pleased to provide this addendum traffic assessment in respect of
the proposed Port Nikau Joint Venture development in Port Whangarei. This report is essentially an
addendum to the TDG Master Plan Transportation Report dated 8 April 2011 (2011 Traffic
Assessment). We report as follows:

1
1.1

PROPOSAL
GENERAL

The Port Nikau site is located south of Whangarei City centre, in the upper reaches of the Whangarei
Harbour on low lying and predominately reclaimed land on the site of the old Whangarei Port. It is
strategically positioned between the harbour, State Highway 1, and the Central Business District.
The site comprises approximately 101 hectares of largely flat expanse and is made up of a number of
titles, the greater part of which has been vacant since the cessation of the majority of port operations.
The Hatea River and mudflats form the eastern and southern boundaries of the site, with the river
being the main channel for boats heading north to the Whangarei City Centre (the Town Basin) and
conversely out to the Whangarei Heads and beyond.
Jasmax have developed a revised base plan which sets out a basic layout for the development and
the various activities. The plan also estimates the level of development for each of the activities. The
level of development proposed by Jasmax differs somewhat from that assessed within the Integrated
Transport Assessment previously prepared by Traffic Design Group for the site and the proposed
Master Plan developed in 2011-2013. As such the following assessment will focus on the differences
between the Plan Change / original 2011 Master Plan and the current 2016 revised Master Plan
development values and the effects on the surrounding road network.
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1.2

CHANGES

Table 1 outlines the changes to the proposed Port Nikau area and that originally assessed in the Plan
Change ITA, subsequent 2011 Master Plan and current proposal.
Table 1: Summary of proposal

USE

Original Plan
Change

Revised 2011
master plan

Current 2016
proposal

Area

101ha

101ha

101ha

Residents

4,650

6,119

3,100

Industrial Marine (employees)

500

549

0

Industrial (employees)

0

0

252

Marine (employees)

0

0

296

Office/commercial (employees)

3,040

6,612

0

Office/commercial/retail1 (employees)

0

0

1671

Business Park (employees)

610

422

395

Warehousing (employees)

180

0

0

Retail (employees)

1,200

1,150

0

B4 Logyard Rd (employees outside plan change area)

0

0

330

Total residents

4,650

6,119

3,100

Total employees

5,530

8,733

2,944

The above table shows that the 2016 proposal significantly reduces the development yield from both
the original Plan Change as well as the previously assessed Master Plan. Indeed, the 2016 proposal
has approximately 50% of the residents and 34% of the employees previously assessed in the 2011
traffic assessment.

1

Retail to service local office / commercial
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In terms of the 2011 assessment it is considered that section 8 “External Traffic Implications” is the
key area of change. In general, with the significant reduction in overall yield for the site (both
residents and employees) the traffic impacts in the wider network will also significantly reduce.

2

EXTERNAL TRAFFIC IMPLICATIONS

2.1

MODEL

The traffic effects of the proposed development (based on the revised values) on the operation of the
nearby intersections and carriageways have been assessed using the modelling package TRACKS.
This modelling was undertaken by Traffic Design Group (previously Gabites Porter) and used the
existing Whangarei District Council model. TRACKS is a computer-based program which provides an
industry standard tool for assessing the effect of a development on the wider network.
The model has the following details:





covers the District of Whangarei
covers morning inter and evening peak periods
has future years of 2011, 2016, 2021 and 2026
is vehicle driver only and includes private, and commercial vehicles.

This model which has previously been peer reviewed and accepted as “fit for purpose” was used to
test the proposed Plan Change and previous 2011 Master Plan development, in terms of its impact in
the local and wider transport network. However, a number of improvements have been made to the
model since its use for the Plan Change assessment to better reflect the changing transportation
environment in the Whangarei area.
Generally, the study focuses on LOS F, E, and D. For the purpose of this assessment the capacity
flow is the point at which the LOS changes from LOS D to LOS E as adopted for the Plan Change /
2011 Master Plan assessment and discussed and confirmed with Council.
The model used is the same one that was used in the Plan Change assessment and includes the
same potential upgrades. These include:







2.2

Upgrading Port Road to four lanes between Port Nikau PC development and Porowini
Extension
Upgrading intersection of Rewarewa / SH1 from the current seagull layout to a standard
signalised intersection
Upgrade Rewarewa Road to four lanes
Upgrade SH1 south of Rewarewa Road to Loop Road to four lanes
Upgrade Rewarewa Road / Gumdigger Place to a signalised intersection.
Inclusion of new Port Road link road from Port Nikau to Rewarewa Road (Port Nikau Link
Road)
MODELLING RESULTS

Figure 1 (2021 AM) and Figure 2 (2021 PM) summarise the LOS results for the intersection and legs
of the network as produced by the revised Master Plan model. All the road improvements included in
the model are the same that these have been previously used in the Plan Change process.
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Figure 1: 2021 AM results (all upgrades)

Figure 2: 2021 PM results (all upgrades)
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Based on the upgraded modelling results it is considered that the Master Plan can be generally
developed using the same potential upgrades as assessed in the Plan Change. There are areas of
infringement regarding LOS E however, these are in the same areas as previously assessed as not
being due to the Port Nikau development. Of note, the Riverside Drive section has been modelled as
one lane in each direction and as such Council plans to upgrade to four lanes (as detailed in Section
6) will fully solve this issue. In a similar vein, NZTA have plans to upgrade SH1 to four lanes in
Whangarei and further do not typically request any upgrades to State Highway midblock section (only
intersections).
2.3

SENSITIVITY TEST

2.3.1

GENERAL

Following a review of the modelling results for the revised 2016 Master Plan it is clear that the results
show the network performs at levels not only considered acceptable but also better than would
typically be expected. As a result, two additional modelling tests have been undertaken which include
all the upgrades mentioned above however include:
a) Assuming Port Road is only two-lanes (ie not upgraded to four lanes as per previous model)
with other upgrades including Port Nikau Link Road; and
b) Port Nikau Link Road not included, with all others included (including Port Road four laning).
2.3.2

PORT ROAD EXISTING W ITH PORT NIKAU LINK

Figure 3 (2021 AM) and Figure 4 (2021 PM) summarise the LOS results for the intersection and legs
of the network as produced by the revised Master Plan model with Port Road remaining as two-lanes.
The other road improvements included in the model are the same that these have been previously
used.
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Figure 3: 2021 AM results (Port Road existing 2-lane)

Figure 4: 2021 PM results (Port Road existing 2-lane)
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2.3.3

NO PORT NIKAU LINK

Figure 5 (2021 AM) and Figure 6 (2021 PM) summarise the LOS results for the intersection and legs
of the network as produced by the revised Master Plan model with no Port Nikau Link Road. The other
road improvements included in the model are the same as those that have been previously used
(including Port Road being upgraded to four lanes)
Figure 5: 2021 AM results (no Port Nikau link)
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Figure 6: 2021 PM results (no Port Nikau link)

2.3.4

ANALYSIS

The results show with the revised 2016 Master Plan (inc lower volumes) the new Port Nikau Link road
is actually not required to be constructed (if Port Road was upgraded to 4-lanes). In general however,
the Port Nikau Link Road is considered to have other benefits and in particular provides the Port Nikau
development with an alternative access and provides the road network with a much greater level of
resilience.
The modelling results also show that even with the Port Nikau Link road included, the existing 2-lane
Port Road operates at LOS E in the evening peak (with a small section of LOS F) and thus requires
some level of upgrade. The predicted traffic volumes have been further reviewed on Port Road in the
evening peak. The results are shown in Figure 7 and 8 below:
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Figure 7: 2021 PM traffic volumes (with Port Nikau link Road included)

Figure 8: 2021 PM traffic volumes (with Port Nikau link Road included) – Kioreroa Rd / Port Rd intersection
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The results show volumes of 1394 vehicles per hour (vph) northbound between the site and Kioreroa
Road and 1628vph between Kioreroa Raod and Okara Drive while Okara Drive has 1106vph. In this
regard the cut-off in the model for when LOS goes from D to E is approximately 1250vph. As such it is
considered that the section of Port Road between Kioreroa Road and Okara Drive will likely need
upgrading relatively early. However the remaining section of Port Road will only need upgrading late
in the development of Port Nikau (if at all).
Further this section of Port Road currently has a lane in each direction with no painted flush median.
The capacity of Port Road could be significantly improved by including a flush median. It is noted that
by including the Port Nikau Link Road, the developments on Port Road (including Port Nikau) have
two roading alternatives. As such while Port Road will gradually near LOS E (as a two-lane road) it is
likely that more traffic will use the Port Nikau Link Road (which is operating well below acceptable
capacity levels) and hence balance the flows.

3

CONCLUSIONS

On the basis of the revised Master Plan assessment, it is concluded that the proposed development
including residential, retail and business land uses can be established as detailed in this report.
The sensitivity testing has shown that the Port Nikau Link Road is no longer required with the other
upgrades included (including Port Road upgraded to four lanes). If the Port Nikau Link Road is
however provided, the only section of Port Road that will definitely need upgrading is the small section
between Kioreroa Road and Okara Drive. The need for the remaining sections of Port Road upgrade
is considered unlikely given the presence of the alternative route, which will likely lead to a balancing
of flows should one route become congested.
It is considered that Port Road will definitely need widening to allow for a painted flush median (to
ensure turning manoeuvres do not effect capacity) however the need for the two additional through
lanes over the entire length is considered unlikely (provided Port Nikau Link road is constructed).
Accordingly, it is found that there are no transport planning reasons to preclude the acceptance of this
Master Plan as intended, subject to further assessments being undertaken during subsequent stages
in collaboration with Whangarei District Council and NZTA once the precise nature of the individual
Precincts are known.
Yours sincerely
Commute Transportation Consultants

Leo Hills
Director
leo@commute.kiwi
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EXHIBIT 10
COMMUTE REVISED PORT NIKAU
TRAFFIC GENERATION REPORT
(OCTOBER 2019)

www.reyburnandbryant.co.nz

Mr T Davies-Colley
Director
Point Nikau JV
PO Box 11-039
Whangarei 0148
16 October 2019
Copy via email:

tony@bdx.nz

Dear Tony,

PORT NIKAU TRAFFIC GENERATION – REVISED

Further to your instruction, we are pleased to provide this memorandum in respect to the proposed
Port Nikau Joint Venture Development in Port Whangarei. We report as follows.

1

INTRODUCTION

In light of the revised Development Plan (PC88) for the Port Nikau development, we have analysed
the development with regards to the traffic generation associated with the Port Nikau PC.
In comparison to the original Plan Change and subsequent revisions, the 2019 ddevelopment plan has
a significant reduction in overall yield (both residents and employees) therefore the impact on the
wider environment will be significantly reduced. This report outlines the expected trip generation of
the revised 2019 master plan compared to previous iterations (especially the original Plan Change).

2

2019 REVISED PLAN

Table 1 outlines the revised 2019 provisions, and that originally assessed in the Plan Change
Integrated Transportation Assessment (ITA) and subsequent master plan revisions.
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Table 1: Revised development

USE

Original Plan
Change

Revised 2011
master plan

Revised 2016
master plan

2019
Development
Plan (PC88)

Area

101ha

101ha

101ha

101ha

Residents

4,650

6,119

3,110

2,488

Industrial Marine
(employees)

500

549

0

0

Industrial
(employees)

0

0

252

252

Marine (employees)

0

0

296

296

Office/ commercial
(employees)

3.040

6,612

0

0

Office/ commercial/
retail (employees)

0

0

1671

0

Business Park
(employees)

610

422

395

725

Warehousing
(employees)

180

0

0

0

Retail (employees)

1,200

1,150

0

0

B4 Logyard Rd
(employees outside
plan change area)

0

0

330

330

Total residents

4,650

6,119

3,100

2,488

Total employees

5,530

8,733

2,944

1,603

As shown above, the 2019 provisions are significantly less than previously proposed. The 2019
proposal has approximately 53% of the residents and 29% of the employees previously assessed in
the original Plan change.

3
3.1

TRAFFIC GENERATION
PREVIOUS (2008 PLAN CHANGE)

Table 2 below summarises the traffic generation of both the Business 4 Baseline together with the
original Plan Change. These are the same as Table 9 of the July 2008 Port Nikau Plan Change ITA.
Table 2: Previous assessed traffic generation

Period

Baseline (vph)

Original Plan Change

AM peak

1,596 vph

4,477 vph

PM peak

1,678 vph

4,663 vph

Of note the “Baseline” assessment was based on a total of 3,609 employees and no residential
residents (Business 4 land).
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3.2

2019 ASSESSMENT

The traffic effects of the proposed 2019 master plan have been assessed using the modelling package
TRACKS1. This modelling was undertaken by Stantec (previously TDG) whom used the existing
Whangarei District Council model. The printout of the modelling results are shown in Appendix A.
With the revised land use of 2,488 residents and 1,603 employees the model estimates a total of
1,428 vph in the morning peak and 1,571 vph in the evening peak.
This level of traffic is both below the previous assessments but also below that previously assessed as
the Business 4 baseline.

4

CONCLUSIONS

From a review of the revised 2019 Development Plan it is concluded that the land use is significantly
less than previous master plans and less than the 2008 Business 4 baseline. This results in expected
traffic generation levels (and thus traffic effects) that are significantly below the original Plan Change
but now also below that which would have occurred under the previously Business 4 baseline zone.

Yours sincerely

Commute Transportation Consultants

Leo Hills
Director
leo@commute.kiwi

1

TRACKS is a computer based program which provides an industry standard tool for assessing the
effect of a development on the wider network
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APPENDIX A: TRACKS MODELLING RESULTS ( 2019 DEVELOPMENT PLAN)
AM PEAK
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PM PEAK
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EXHIBIT 11
SUBDIVISION CONSENT
SD1000123

www.reyburnandbryant.co.nz

EXHIBIT 12
KENNEDY AND ASSOCIATED LTD
ENGINEERING PLAN APPROVAL
(SEWAGE PUMP STATION AND
RISING MAIN(SD1000123))

www.reyburnandbryant.co.nz

EXHIBIT 13
MASTER PLAN RESOURCE
CONSENT (LU1600182)

www.reyburnandbryant.co.nz

Private Bag 9023 | Whangarei 0148 | New Zealand
T: 09 430 4200 | 0800 WDC INFO | 0800 932 463 | F: 09 438 7632
W: www.wdc.govt.nz | E: mailroom@wdc.govt.nz

Notification Assessment - Discretionary Activity
1

Consent Application

Council Reference

LU1600182 and P125056

Reporting Planner

A Hartstone, Consultant

Applicant

Marine Park Limited and Port Road Limited (Port Nikau Joint Venture)

Application

Application under Section 50.4.1 for a Master Plan in the Port Nikau
Environment

Property Address

Port Road, Whangarei

Legal Descriptions

Lot 24 DP487202 and Lot 2 DP434901, Lot 11 DP487202 and Lot 3
DP96599, Lot 4 DP144562, Lot 2 DP53323, Lot 1 DP54000, Lot 2
DP54000, Lot 4 434901 and Lot 3 DP419557, Lot 3 DP111051, Lot 2
DP111051, Lot 1 DP111051, Lot 1 DP156781, and Lot 2 DP419557, and
Lot 1 DP59507

Date Lodged

1 st November 2016

Site Visit

25 th November 2016

Environment

Port Nikau Environment

Resource Notations

Flood Susceptible Area

Other

Part Coastal Environment under RPS

Plan Changes

Part Coastal Environment and High Natural Character under PC87

Distributions
Internal
I and S

Date sent
11/11/2016

Amendments sent

Comments received
21/11/2016 (C Kandori
re sewer)
22/11/2016 (G Sands
re water)
30/11/20167 (M Shaw
re stormwater)

R Skidmore
design
and
space)

(urban
open

External

17/11/2016

22/12/2016

22/12/2016

Date sent

Amendments sent

Comments received

N/A

2

Further Information

Requested

Received

25/11/2016 Section 92 request made

16/12/2016 Initial response from K Roland

22/12/2016 Review of Section 92 and advice on
outstanding urban design and open space
matters

14/2/2017 Full response addressing urban
design and open space queries in Section 92

LU1600182 and P125056
Port Nikau Joint Venture
Master Plan
Port Road
Whangarei

request, including provision of Isthmus Master
Plan document
6/3/2017
Additional
information
regarding ecological buffer

provided

31/3/2017 Advice re change of applicant to
Marine Park Limited and Port Road Limited

3

Description of Proposal

The proposal is set out in the application prepared by Precision Planning Limited dated October 2016
(‘the application’). The application is prepared and lodged with suitable information intended to meet
the requirements of Section 50.4 of the District Plan.
The application includes the details provided in the Section 92 response received on the 16 December
2016, and the additional information prepared by Isthmus Limited, which includes a memorandum dated
14 th February 2017 and a ‘Port Nikau Master Plan’ (‘the Master Plan’) which sets out the key urban
design elements. The memorandum records that ‘….Isthmus has revised the Key Urban Design
Elements (KUDE) drawing on page 12 of the urban Design Report (dated September 2016 and prepared
by Jasmax). This plan is now the principal Plan (or Masterplan) for consideration of the Application
under Rule 50.3.1 and supercedes the current ‘Attachment 1’.
Additional information was provided via e-mail dated 3 rd March 2017 that clarifies the location and extent
of the proposed ecological buffer. That includes a series of cross-sections showing the Ecological Buffer
area extending across the coastal marine area and the Buffer Extension being a land based area around
the coastal margins above Mean High Water Springs .
It is noted that the applicants name was verified as Marine Park Limited and Port Road Limited
(constituting Port Nikau Joint Venture), in order to meet the definition of ‘person’ for the purposes of
making an application under the Act, on 31 st March 2017.

4

Site and Surroundings

Section 4 of the application provides a description of the site and surrounding area. This description is
accepted and adopted for the purpose of this report.

5

Reasons for Consent

Section 5 of the application sets out the details of the application and what is required to address the
provisions under 50.4 as it relates to an application for a Master Plan.
To be considered as a discretionary activity, any application must address th e information requirements
specified under 50.4.1. The application, in conjunction with the supporting information provided in
response to the Section 92 matters, is considered to meet the necessary information requirements. The
application is therefore considered to comply with PNE.50.4.3 as a discretionary activity.
It should be noted that the Port Nikau Environment resulted from a private plan change process and
was declared operative on the 16 th November 2010. As a matter of legal structure, the relevan t rules in
the Port Nikau Environment are such that underlying Business 4 rules apply unless a Master Plan and
Precinct Plan have been approved. There is limited scope for subdivision under PNE.50.4.2 once a
Master Plan has been approved, but before a Precinct Plan is approved. The approval of a Precinct
Plan then provides for a ‘precinct’ to apply to the site or any identified part of it. Any specific regulations
included in an approved Precinct Plan, in conjunction with the Activity and Building Rules Tab les under
PNE.50.7 and PNE.50.8 respectively, then form the basis for assessment of a ny specific land use
activities. It is understood that any application for a Precinct Plan may include a subdivision consent.
Approval of a Master Plan is therefore the first step in designing the ultimate extent of development and
land use within the Environment, and is intended to provide ‘detail of core infrastructure layout, reserves
and open space pattern and defines key urban design elements to be included in the indi vidual Precinct
Plans’. For the purpose of context, the Master Plan is an approach that equates to the Councils structure
planning approach undertaken as part of the Coastal Management Strategy, and developed for the
Marsden / One Tree Point area.
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Notification Assessment (Sections 95A to 95E)

Statutory Matters – Public Notification section 95A to 95D
Section 95A of the Resource Management Act 1991 (the Act) gives a council discretion to decide
whether to publicly notify an application or not. Howev er, an application must be notified if:
1

the activity will have, or is likely to have, adverse effects on the envir onment that are more than
minor

2

the applicant requests public notification of the application

3

a rule or national environmental standard requires public notification.

Section 95A (3) provides that an application must not be notified if a rule or national environmental
standard precludes public notification and the applicant has not requested public notification.
Section 95B provides that if an application is not publicly notified, a council must decide if there are any
affected persons (or affected order holders) in relation to the activity. Limited notification of the
application must be given to affected persons unless a rule or national e nvironmental standard
precludes limited notification.
Section 95D - In determining whether to publicly notify an application, section 95D specifies a council
must decide whether an activity will have, or is likely to have, adverse effects on the environmen t that
are more than minor. In making this decision, a council:
1

must disregard any effect on persons who own or occupy:


the land in, on, or over which the activity will occur; or



any land adjacent to that land; and

2

may disregard an adverse effect of the activity if a rule or national environmental standard permits
an activity with that effect; and

3

in the case of a controlled or restricted discretionary activity, must disregard an adverse effect of
the activity that does not relate to a matter for which a rule or national environmental standard
reserves control or restricts discretion; and

4

must disregard trade competition and the effects of trade competition; and

5

must disregard any effect on a person who has given written approval to the relevant application.

Land excluded from public notification assessment
Pursuant to Section 95D(a)(ii) it is considered that effects on the following adjacent properties should
be excluded from an assessment of the wider potential and actual effects on the environment required
for public notification:
 NZ Rail (designated rail corridor)
 Carter Holt Harvey Limited, 45 Kioreroa Road
Permitted baseline – section 95D(b)
Pursuant to section 95D(b) of the Act a consent authority may disregard an adverse effect of an activity
on the environment if the plan permits an activity with that effect (the ‘permitted baseline’ test). There
are three categories to the permitted baseline test, these being
1

what lawfully exists on the site at present

2

activities (being non-fanciful activities) which could be conducted on the site as of right; i.e.
without having to obtain resource consent

3

activities which could be carried out under a granted, but as yet unexercised, resource consent.
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Because of the scope of the application as defined in the District Plan, and status as a Master Plan,
there is no relevant permitted baseline to assess the effects of the proposal against.
Assessment of wider environmental effects
While the proposal retains a full discretionary status, the scope of what is required to consider and grant
consent to a Master Plan application is detailed in the Plan provisions. Section 5.3 of the application
addresses the relevant matters under PNE.50.4.1. Assessment criteria are specified under
PNE.50.4.1.8 (a) – (j) and the application addresses these briefly under Section 7.
It has been acknowledged that the assessment of this application under the Plan provisions is at a high
strategic level. The more detailed definition of many components of the likely futu re development will
not be known until precinct planning provisions are addressed. Emphasis has been placed on the view
of Rebecca Skidmore, acting for Council in assessing the urban design and open space components,
that the Master Planning process (and resulting Plan) equate to the Structure Plan process that Council
has adopted several times previously. That provides context in assessing the Master Plan application,
and determining what features and information are critical for the application.
For the purposes of this report, each of the assessment criteria (a) -(j) are assessed as follows:
a) Whether the Master Plan sets out the key urban design qualities at a site wide level that ensure that
physical development at a Precinct level in the Port Nikau Env ironment will adhere to the principles of
the New Zealand Urban Design Protocol, in particular the key urban design qualities of: Context;
Character; Choice; Connections; Creativity; Custodianship; and Collaboration.
The initial information addressing the urban design qualities provided with the application has been
reviewed by Rebecca Skidmore (Urban Design professional) on behalf of the Council. As a result of
that review, new documentation has been provided from Isthmus Group which provides a coherent
Master Plan and explanation of the approach to the details shown on the Plan. That documentation
supercedes that provided in Attachment 1 of the application , and addresses the initial concerns raised
by Ms Skidmore.
b) Whether the design standards proposed reinforce and assist in achieving the key urban design
elements of the Master Plan.
The Master Plan prepared by Isthmus Group identif ies the overall urban design framework for the Port
Nikau Environment. PNE.50.3.2 Precinct Plans states that a precinct p lan will ‘Detail specific urban
design standards and bulk and location requirements….’ In the context of assessing a Master Plan,
provision of design standards is not required, and this assessment criteria is likely to have been included
in error in the Plan provisions.
c) Whether the Open Space network enables unrestricted access by the public to open spaces; and is
designed so that open spaces are accessible, readily usable, able to cater for a range of uses and users
and linked in a legible manner; and where appropriate be adjacent to and provide access to the Coastal
Marine Area.
The Master Plan prepared by Isthmus Group shows an open space network consisting of a suburb park
and two neighbourhood parks, coastal edge connecting park, and a pedestrian / cycle link that
interconnects with proposed streets. Four areas are identified specifically as ‘Public access to coastal
marine area’. These four areas generally align with features such as the marina/main street plaza area,
reserve frontage to the coastal marina area, and peninsula. It is recognised that some areas will not
have direct public access to the coastal marine area of coastal margin, and this is addressed in the
Isthmus Group Memo dated 14 th February 2017.
The cross sections provided for the ecological buffer area include provision for formed walkways and
access above mean high water springs. It is noted that the coastal marine area below mean high water
springs does not fall within the jurisdiction of the District Council and is not under the control of the
applicant
d) Whether providing public open space particularly adjacent to the Coastal Marine Area, takes into
consideration health and safety issues, particularly with regard to the safe and efficient operation of
marine based industrial and commercial activities.
It is apparent that the precincts shown on the Master Plan as ‘Marine’ currently co ntain existing
industrial fabrication and maintenance facilities located adjoining the coastal margin, and have a
functional need for direct access to the coastal marine area at this time. While a pedestrian and cycle
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link has been shown skirting the coastal margin of the ‘Marine’ precinct, this may not be appropriate for
health and safety reasons at present. However, an alternative link around the precinct and away from
the coastal margin is provided by way of connections to proposed major and minor roads. It is noted
that Policy 19 of the NZCPS 2010 sets out a clear direction as to when public walking access to the
coastal marine area may be restricted, and this will need to be addressed at the time of consideration
of any precinct plan application.
e) Whether the Infrastructure Framework accompanying the Master Plan accurately assesses the
servicing requirements of the proposed development of the Port Nikau Environment and the capacity of
infrastructure and services external to the Port Nikau Environment a nd how adverse effects arising are
avoided, remedied or mitigated.
Advice has been sought from the various asset management areas of the Council to confirm the
assessment provided in the application of likely servicing requirements. With regard to wastewater,
stormwater, and water supply, the following comments have been provided:
Wastewater
No capacity issues expected from the downstream network except the existing Port Rd
pumpstation and the rising main as covered in the Masterplan. The pumpstation & rising main
upgrade plan (possibly staged upgrade) with details of the trigger points based on flow need to
be agreed with WDC W&D Manager. Minimising network inflow/infiltration during construction of
the town will be important.
Wastewater Treatment Plant:
Flow Volume: The flow indicated in the Masterplan represents approximately 10% of the total dry
weather flow for the Whangarei City. Based on city forecast growth rate, the current wastewater
treatment plant has capacity to incrementally accept flow from the Port Nikau. Rapid growth rates
or wet industry may require reassessment of the position.
Physical and chemical characteristics of wastewater: The assessment has been made on the
basis of typical domestic wastewater discharge and complying with the prev ailing WDC
Tradewaste Bylaw.
Stormwater
Mark ‘Shaw (Consultant acting for WDC)’ is satisfied that the additional information provided by
Rob via e-mails of 25th November 2016 is sufficient to accept in principle that compliance with
the EES can be achieved for stormwater. The proviso to this, as is standard practice, is that where
any specific design is required that falls outside the EES, that will require consideration and
approval by the relevant Department Manager in Infrastructure and Services of WDC a t the
appropriate time.
Water
WDC Water have confirmed there are no outstanding constraints to the provision of water supply
within the PNE and relevant matters including fire fighting requirements can be addressed at
precinct/ subdivision stages.
Clause h) below addresses traffic and roading network.
f) Whether the assessment of natural hazards and/or ground contamination accurately defines those
hazards that are applicable, or likely to be applicable to the development of the site and the methods
to avoid, remedy or mitigate the effects of those hazards.
Since the Port Nikau Environment provisions became operative, the National Environmental Standard
for Assessing and Managing Contaminants in Soil to Protect Human Health has been implemented (‘the
Regulation’). In responding to this matter, the Section 92 response from the applicant dated 16 th
December 2016 indicates that approval of the Master Plan will not trigger the matters under Section 5
that require consideration of the Regulation. The applicant is aware that undertaking any works on the
site, including any change of use such as providing for public access across or to any areas subject to
previous activities listed on the HAIL, will trigger the Regulation. In addition, the entire Port Nikau
Environment is identified as contaminated land by the Northland Regional Council. In addition, NRC
records indicate that some activities on the HAIL have taken place in isolated parts of the site.
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With regard to coastal flooding and inundation hazards, the engineering report prepared by Richardson
Stevens Limited dated 21 July 2016 addresses these matters under Section 3.0 Site Suitability for
Development and Hazards. Clarification has been sought regarding the recommended finished floor
level for buildings, noting that the Richardsons Stevens report refers to a minimum floor level of 2.75m,
while the operative Northland Regional Policy Statement (‘RPS’) sets a minimum floor level of 3.3m.
Any built development located within the Port Nikau Environment is to comply with minimum building
floor levels as directed by council as part of any land use, subdivision, or building consent.
g) Whether the assessment of and management of hazards on the site ensures that future development
will not be negatively impacted upon by hazards and that development will not exacerbate the effects
of known hazards.
As addressed under (f) above, the Regulation will address any future risks associated with contaminated
soils, and compliance with the RPS regarding coastal flooding and inundation hazards will ensure that
built development avoids any potential hazards. Compliance with both Regional Council requirements
and the Councils Environmental Engineering Standards (either now or any future iterations during th e
life of the Master Plan) will address any potential for exacerbation of effects of known hazards,
particularly in the coastal margins.
h) Whether the traffic assessment adequately deals with circulation within the site and any other related
issues.
Traffic circulation within the site is defined in the Master Plan, and is supported by a Master Plan
Transportation Report prepared by Traffic Design Group (‘TDG’) dated 8 April 2011, and an addendum
prepared by Commute Transportation Consultants dated 24 th August 2016 (‘Commute report’). It is
noted that the Road Hierachy diagram prepared by Jasmax Group and provided as part of the
application is the same as that shown on the Master Plan by Isthmus Group
Section 5 of the TDG report specifically addresses t he internal traffic design and circulation within the
site. There is some disjoint in specifying road hierarchies between the TDG report and what is now
shown on the Master Plan. The TDG report identifies a hierarchy of Arterial, Collector B1 and B2, and
Local Roads. The Isthmus Master Plan refers to Major and Minor Roads. It has been agreed with the
applicant (as per e-mail dated 1 March 2017) that the TDG nomenclature and details in the report should
be applied as part of the Master Plan. On this basis, t he following applies to reconcile the different
terminologies:


Arterial Roads in the TDG report refers to Major Roads on the Master Plan



Collector B1 and B2 Roads and Local Roads in the TDG report refer s to Minor Roads on the
Master Plan

The need to determine what formation a Minor Road on the Master Plan should adopt (either Collector
B1, B2 or Local Road) can be assessed as part of the precinct planning process or any resulting
subdivision or land use consent where a new road is to vest.
With regard to external effects, the Commute report reviews the predicted traffic flows, the effects on
the external roading network, and concludes that ‘there are no transport planning reasons to preclude
acceptance of this Master Plan as intended, subject to further assessments being undertaken during
subsequent stages in collaboration with Whangarei District Council and NZTA once the precise nature
of the individual precincts is known.’
It is noted that the approval of a precinct plan requires an Integrated Traffic Assessment to address
specific projects located externally of the subject site which are listed under 50.5.1.5 of the Port Nikau
Environment. This matter has been discussed with Jeff Devine, Roading Manager, who has confirmed
that a more detailed assessment is not possible at this time, given the complexity of different projects
being potentially undertaken at different times by WDC and NZTA over the life of the Master Plan.
Reliance is therefore placed on the precinct planning process to address future road ing requirements.
i) Whether reverse sensitivity issues including impacts on sites within and outside the environment can
be mitigated particularly in relation to sensitive uses including noise, dust and dangerous goods.
Section 7 of the application addresses the means of managing reverse sensitivity on sites both within
and outside the Master Plan extent. Appendix 8 of the application includes commentary from Hegley
Acoustic Consultants addressing the Master Plan (as per the Jasmax documentation). The assessment
and conclusion reached by Hegley Acoustic Consultants is that ‘This development can occur without
resulting in any reverse sensitivity effects . Placement of specific land uses within the site and blocks
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would be further defined during the Precinct Plan process at which time matters within specific areas
would be addressed.’
It is noted that the Hegley Report references a ‘Figure 1 - Proposed Landuse Plan’ that is not consistent
with either the Jasmax or Isthmus documentation. However, the general location of commercial and
industrial land when compared between the plans remains i n the northwestern ‘precincts’, and the
commentary indicates definition at the precinct planning stage. The conclusion made in the Hegley
report is therefore accepted.
j) Whether the railway line is protected and can continue to operate.
Section 7 of the application addresses the issue of protection and operation of the railway line.
Overall, the proposal is considered to provide sufficient information to address the require ments under
the Port Nikau Environment Master Plan provisions, and that any adverse effects arising from the
granting of consent based on the assessment criteria relating to the Master Plan will be less than minor.
This conclusion is reached in recognition that the Master Plan approval does not of itself consent to any
specific development or activity.
In addition, as a full discretionary activity, there is scope to consider other adverse effects beyond those
identified in the assessment criteria a) – j). Cumulative adverse effects on the economic viability of the
Central Business District (‘CBD’) of Whangarei is a relevant consideration in this context. This has been
reinforced by the introduction of Chapter 6 of the District Plan subsequent to the Port Nik au Environment
being made operative. In addition, and more recently, the Environment Court decision WMG Yovich vs
Whangarei District Council (ENV-2015-AKL-000042) emphasised the need to contain future retail
development within the CBD and suburban nodes, and recognised that such directives were settled and
appropriate. The following points are relevant in considering potential cumulative economic effects on
the existing CBD and suburban nodes arising from the granting of consent to the Master Plan:


The provisions of the Port Nikau Environment in the District Plan record that ‘Port Nikau is designed
to be a mixed-use environment, located in close proximity to the CBD, thereby strengthening the
overall form, capacity and range of land uses in Whangarei. ’ It is understood that evidence was
provided at the time of the Plan Change hearing to address potential economic effects on the CBD,
and that Port Nikau’s position as being compatible with the CBD, rather than in direct competition
with it, was accepted.



The objectives of the Port Nikau Environment (such as PNE.50.2.1.3) specifically provide for mixed
use development, providing employment based, commercial, retail and other land uses and a range
of residential housing types and styles.



If there had been concerns regarding compatibility between the Port Nikau Environment and CBD,
it would be expected that the development and inclusion of Chapter 6 Built Form and Development
in the District Plan would have referenced Port Nikau Environment in some way. Chap ter 6 is silent
on the position and status of the Port Nikau Environment, despite a stated intention to provide
strategic direction on the location, shape, and form of future urban development in the Whangarei
District.



Rule PNE.50.6.1 Transitional Provisions, requires that development comply with the Business 4
rules (which limits retail activity to 100m 2 gross floor area) until a Master Plan is approved. The
Activity and Building Rules under PNE.50.7 and PNE.50.8 respectively do not contain any limit on
retail or commercial activities. That reflects an expectation that inter alia provisions restricting retail
activity (such as Business 4 rules) would no longer apply once a Master Plan providing for mixed
use across the Port Nikau Environment was granted.



PNE.50.5.1 sets out requirements for preparation of precinct plans following granting of a Master
Plan. This includes a Development Schedule under 3(a) which requires maximum gross floor areas
for different types of activities in each precinct, including re tail and office activities. Clearly, these
activities are envisaged in some or potentially all precincts.

Given the above, any adverse effects arising from granting of consent to a Master Plan had already
been envisaged and accounted for in granting the Plan Change for the Port Nikau Environment. The
process of granting Master and Precinct Plans under the framework set down in the Plan provisions
therefore does not explicitly allow re-consideration of those economic effects. It does explicitly require
consideration of other effects.
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Taking into account the above assessment, it is determined that any adverse effects arising from the
granting of consent to the Master Plan application will be less than minor.
Special Circumstances - section 95A(4)
Section 95A(4) of the Act states that a consent authority may also publicly notify an application for
resource consent if it decides that special circumstances exist in relation to the application.
It is considered that there are no special circumstances to warrant pub lic notification under section
95A(4). The application meets the expectations and requirements set out for Master Plan approval
under Section 50.4 of the District Plan.
Limited notification - sections 95B and 95E
If the application is not publicly notified, a council must decide if there are any affected persons and
give limited notification to those persons. In deciding who is an affected person under section 95E, a
council:
1

may disregard an adverse effect of the activity on a person if a rule or nationa l environmental
standard permits an activity with that effect (i.e. Council may consider the ‘permitted baseline’)

2

must disregard an adverse effect of the activity on a person that does not relate to a matter for
which a rule or environmental standard reserves control or restricts discretion

3

must have regard to every relevant statutory acknowledgement made in accorda nce with a statue
set out in Schedule 11 of the Act.

Further, and pursuant to s95E(3)(a), a council must not consider that a person is affected if they have
given their written approval or pursuant to s95E(3)(b) it is unreasonable in the circumstances to s eek
that persons approval.
Assessment of localised environmental effects
Based on the assessment undertaken in accordance with PNE.50.4.1.8 above, any localised effects
have been taken into account and will be the same or similar to those arising in the wi der environment.
The relevant Council asset management departments have been consulted internally regarding the
proposal, noting that the assessment criteria identify the need to assess and determine infrastructure
needs as part of the Master Plan.
Adversely affected parties
As the adverse effects on both the wider and localised environments have been assessed as less than
minor, and noting that the granting of a Master Plan does not provide consent for any specific activity,
no persons will be adversely affected to a minor or more than minor degree by the granting of the
consent.

7

Recommendation

That pursuant to Sections 95A-95F of the Act, this application proceed on a non-notified basis because:
1

The adverse effects of granting the Master Plan application as proposed are assessed as less
than minor. Suitable information has been provided to address the relevant provisions in the
District Plan, and approval of the Master Plan does not of itself consent to any specifi c activity
that will create any adverse effects

2

No persons have been determined to be adversely affected as any adverse effects arising will not
be minor or more than minor on any person.

3

There are no special circumstances to warrant public notificati on.

4

Approval of a Master Plan is the first step in designing the ultimate extent of development and
land use within the Environment, and is intended to provide ‘detail of core infrastructure layout,
reserves and open space pattern and defines key urban d esign elements to be included in the
individual Precinct Plans’. For the purpose of context, the Master Plan is an approach that equates
to the Councils structure planning approach undertaken as part of the Coastal Management
Strategy, and developed for the Marsden / One Tree Point area.
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11 th March 2017
Date

A Hartstone, Consultant Planner

12 th March 2017
M McDonald, Resource Consents Manager
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Consideration Assessment - Discretionary Activity
1

Processing Details

Reporting Planner

A Hartstone

Date of Report

24 th February 2017

Section 37

Yes

2

Application Details

The application details, including the proposal have been detailed in Section 1 of the attached
Notification Assessment. In addition, the reasons for consent, and the application site and the
surrounding environment have been detailed in Sections 4 and 5 respectively of the attached
Notification Assessment report.

3

District Plan Zoning/Environment and other Notations

The District Plan zoning/environment and other notations affecting the site have been detailed in
Section 1 of the attached Notification Assessment.

4

Statutory Context

Section 104 of the Act sets out those matters that, subject to Part 2, a consent authority must have
regard to when considering an application for resource consent. These matters include any actual or
potential effects on the environment of allowing the activity, an y relevant provisions of a Plan or
Proposed Plan, and any other matter the consent authority considers relevant and reasonably
necessary to determine the application.
Pursuant to Section 104B of the Act, after considering an application for resource consen t, a consent
authority may grant or refuse the application, and if it grants the application, may impose conditions
under Section 108 of the Act.

5

Actual or Potential Effects on the Environment (Section 104(1)(a))

Section 104(2) of the Act allows the consent authority to disregard an adverse effect of the activity on
the environment if the Plan permits an activity with that effect (i.e. the permitted baseline principle).
This matter has been addressed in Section 6 of the Notification Assessment report and also applies to
this consideration.
The adverse effects of this activity have been addressed in Section 6 of the Notification Assessment
report. This assessment also applies to this consideration, and it is concluded that any effects will be
less than minor and therefore acceptable.
Due consideration has been given to the need for consent conditions as part of the Master Plan
approval. The assessment criteria listed under PNE.50.4.1.8 (a) – (j) provide guidance as to the extent
of conditions that may be required in granting consent and the Section 92 response from Precision
Planning dated 16 December 2016 supports this. Section 108 provides for conditions to be imposed
that the consent authority considers are appropriate.
A draft decision with conditions was forwarded to the applicant on the 2 nd March 2017. Discussions
subsequent to that have resulted in the Council adopting a position that it is generally not possible to
impose vires conditions on any consent for the Master Plan. This is largely due to the consent being for
a plan not an activity, and the potential for any standards referenced in conditions (such as any
engineering standards) to change over the life of the Master Plan . Apart from a condition requiring
general compliance with the Master Plan and supporting information, all other matters are addressed
by way of advice notes. The advice notes identify relevant matters to be considered when precinct plans
or subsequent consents are applied for. The applicant confirmed agreement to this approach via e -mail
of 28th March 2017. Further minor amendments were requested by the applicant on the 11 th April 2017.
Some of these amendments have been included in the final decision.
An issue regarding identification of a consent holder over the life of the Master Plan has arisen. Once
approved, the Plan, if given effect to, may lead to multiple ownership of multiple areas of land covered
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by the Master Plan. Any one or more of those eventual owners may lay claim as consent holder to the
Master Plan, potentially without any legal ability to do so. This may only become an issue if an
application is made for a new Master Plan, or to vary the Master Plan in any way in future as per
PNE.50.3.4, and the Council does not wish to be in a position where it is unable to verify any consent
holder under the Act, for a consent that it has issued. Legal advice has indicated that any condition to
address this may not be for a resource management purpose, and therefore ultra vires. However, an
advice note should be included to identify that, should any person lodge an application for a new Master
Plan or to vary an approved Master Plan at any stage, written approvals may be required from any/all
landowners within the scope of the Port Nikau Environment.

6

Relevant provisions of a National Environmental Standard (Section
104(1)(b)(i)

The National Environmental Standard for Assessing and Managing Contaminants in Soil to Protect
Human Health is relevant to the proposal given the underlying and historical use of the site of
industrial purposes. As referred to previously, the Section 92 response from the applicant dated 16th
December 2016 indicates that approval of the Master Plan will not trigger the matters und er Section 5
that require consideration of the Regulation. The applicant is aware that undertaking any works on the
site, including any change of use such as providing for public access to any areas subject to previous
activities listed on the HAIL, will trigger the Regulation. In addition, NRC records indicate that some
activities on the HAIL have taken place in isolated parts of the site.
This is considered to adequately address the NES at this time.

7

Relevant Provisions of the New Zealand Coastal Policy Statement 2010
(Section 104 (1)(b)(iv)

As the Port Nikau Environment provisions were developed and made operative (just) prior to the release
of the NZCPS 2010, an assessment of the NZCPS 2010 provisions is necessary. The following policies
are relevant to the application:
Policy 6 – Activities in the Coastal Environment
Policy 7 – Strategic Planning
Policy 18 – Public Open Space
Policy 19 – Walking Access
Policy 25 – Subdivision, Use and Development in Areas of Coastal Hazard Risk
These provisions have binding effect on consent authorities and must be implemented , as per the
Supreme Court ruling in Environmental Defence Society Inc v The New Zealand King Salmon Co Ltd
[2014] NZSC 38. In reviewing the relevant provisions, it is considered that the maj ority are adequately
addressed, particularly where the objectives and policies of the Port Nikau Environment have reflected
the NZCPS requirements.
Policy 6 Clause 1(i) requires development to be set back from the coastal marine area where practicable
and reasonable to protect open space, public access and amenity values of the coastal environment. It
is considered that the open space and access network as shown on the Master Plan achieves this policy
directive.
Policy 7 Clause 1 (b) requires identification of areas where particular forms of subdivision, use and
development are inappropriate. Given the Port Nikau Environment zoning and associated provisions,
there is no reason to suggest that development of the site as proposed under the Master Plan is
inappropriate.
Policy 18 requires recognition of the need for public open space within and adjacent to the coastal
marine area, and requires public open space to be provided by various means. Clause (b) specifically
requires taking account of future need for public open space in and close to cities, towns, and other
settlements. The provision of an open space network focused on future access to the coastal marine
areas is provided for in the Master Plan.
Similarly, Policy 19 directs that public walking access be maintained and enhanced, and specifically
refers to situations under Clause 3 where restrictions on public walking access to, along, or adjacent to
the coastal marine area may be imposed. This needs to be carefully considered in light of wha t is
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proposed in the Master Plan, noting that there may be health and safety reasons to avoid public walking
access in areas but noting that alternative access is available. These provisions will need to be more
carefully considered in the relevant precinct plans and any subsequent subdivision or land use
consents.
Policy 25 directs that development, or a change of land use, that increases the risk of social,
environmental, and economic harm from coastal hazards over at least the next 100 years be avoided.
The risk associated with the development has been assessed by Richardson Stevens Consulting
Engineers Limited as part of the Suitability Report report dated 21 July 2016 supporting the application,
and recommends a minimum floor level. The report concludes that ‘….there are no engineering
constraints that preclude the area developing as detailed in the above report.’
Overall, the proposal will be consistent with the NZCPS policies as assessed above.
It is noted that consistency with these directives in the NZCPS 2010 will need to be clearly addressed
and adhered to as part of the development of any precinct plan. In the event that extensive development
is proposed to occur without a precinct plan or plans in place, these provisions will still require
assessment and adherence.

8

Relevant provisions of Regional Policy Statement (Section 104(1)(b)(v))

The Northland Regional Policy Statement (‘RPS’) was declared operative on the 9 th May 2016, well
after the Port Nikau Environment provisions became operative. The RPS was prepared so as to be
consistent with the NZCPS 2010. It is therefore reasonable to conclude that the relevant RPS provisions
are complied with by the proposal adequately addresses corresponding provisions in the NZCPS 2010.
Relevant objectives contained in the RPS are as follows:


Objective 3.4 Indigenous Ecosystems and Biodiversity, as it relates to the interface between the
Master Plan and the estuarine and harbour environment



Objective 3.5 Enabling Economic well-being, where business and investment is seen to improve
the economic well-being of Northland and its communities



Objective 3.6 Economic Activities – reverse sensitivity and sterilisation, where the Master Plan
provides for adequate buffers to protect existing industrial activities and mana ge reverse sensitivity
effects associated with noise



Objective 3.11 Regional Form, where the Master Plan is intended to provide a focus on urban
design and open space to create a sense of place, identity and a range of lifestyle, employment,
and transport choices



Objective 3.13 Natural Hazard Risk, as it relates to avoiding inappropriate new development in 10
and 100 year coastal hazard areas.

All of the relevant objectives and underpinning policies are addressed by way of the assessment criteria
in the PNE.50.4.1.8 as addressed under the assessment of effects. The proposal is therefore
considered to be consistent with the RPS provisions.

Relevant Provisions of the Operative / Proposed Plan (Section 104(1)(b)(vi))
The Port Nikau Environment provisions are largely ‘self-contained’ by virtue of Clause PNE.50.2. It is
therefore not necessary to look across the wider District Plan provisions, particularly Part C – Policies,
unless Chapter 50 is silent on any matter. In reviewing the objectives and policies in Chapter 50, and
noting that Chapter 6 Built Form and Development provisions became operative after the Port Nikau
Environment, the applicant was requested to provide an assessment of the relevant Chapter 6
provisions as part of the Section 92 request. This as sessment was provided under cover of the Section
92 response letter from Precision Planning Limited dated 16 th December 2016, and is accepted and
adopted for the purpose of this assessment.
Section 6 of the application addresses the relevant objectives and policies under Chapter 50, and
concludes under 6.3 that the development of the Master Plan in the manner proposed is not contrary to
the objectives and policies of Chapter 50. That assessme nt and conclusion is accepted and adopted
for the purpose of this report.
Plan Change 87 Coastal Environment is relevant to the proposal insofar as a portion of the site is
identified as being within the coastal environment and the coastal margins are show n as having High
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Natural Character. The coastal environment overlay is derived from the Regional Policy Statement and
covers a significant portion of the site. However, the proposed rules are not likely to be triggered by any
proposed development that may take place as a result of consent being granted to the Master Plan. It
is noted that while no submission has been lodged supporting or opposing the coastal environment
overlay as it affects Port Nikau, the provisions have been challenged in general and no hearing or
decision has been made as yet on the proposed provisions. Therefore , the provisions under Plan
Change 87 will have minimal weight in determining any decision on the application.

7

Other Relevant Matters (Section 104(1)(c))

Since the implementation of the Port Nikau Environment provisions, the Environment Court has
considered the legality of planning approaches similar to that envisaged in the Port Nik au Environment.
In particular, Queenstown Airport Corporation Limited v Queenstown Lake District Council [2014] NZEnv
93, and declarations sought as part of the Auckland Unitary Plan for framework plans are relevant.
It is now generally accepted that it is ultra vires to require resource consent for a plan, as opposed to
an activity. Nevertheless, in the case of Port Nikau Environment the operative District Plan provisions
stand. The applicant has the right to rely on those operative provisions, and lodge the appropriate
application for Master Plan with the council for consideration. The obligation is on the council to address
the legality of the District Plan provisions in considering the application. In a wider context, the council
is obligated to ensure the District Plan contains vires provisions, and may therefore have to undertake
a plan change to achieve this.
Therefore, the status of any consent granted to the Master Plan is in question and may have no legal
basis. Setting that aside, the consent maintains value as a strategic document outlining the scale and
intent of development in a similar manner to structure plans developed and adopted by the Council.
The identification of and requirements to address an ecological buffer as part of the Master Plan
illustrated in Appendix A falls largely outside the jurisdiction of the Council. The identified buffer area is
shown within the coastal marine area and therefore cannot legally form part or the proposal, and is not
under the control of the applicant. What has been provided are cross -sections identifying the treatment
of the coastal margins above mean high water springs adjoining the identified buffer, and the details of
the treatment of these areas is intended to be further detailed in precinct plans.

8

Part 2 Matters

Section 6.1 of the application addresses the relevant Part 2 matters. That assessment and resulting
conclusion that ‘it is considered that the application is consistent with and achieves the purpose and
principles of sustainable management set out in Part 2 of the Act ’ is accepted and adopted for the
purpose of this report.

9

Conclusion and Recommendation

Section 9 of the application provides an overall conclusion to the application, and records eight reasons
as to why the application is considered to adequately address the Master Plan provisions in the Port
Nikau Environment. While the application has evolved significantly since this assessment and
conclusion was made, having undertaken the assessment against the relevant provisions under Section
104 above, it is considered that the proposal is acceptable in that it appropriately addresses the District
Plan provisions as they relate to the Master Plan requirements for the Port Nikau Environment.
The potential ultra vires status of the application and resulting consent, when considering r elevant case
law, is recorded in this decision. The applicant is relying on operative District Plan provisions which
may no longer be valid under the Act.
Having considered the application against the relevant provisions of the Act, it is recommended that
this application be granted, subject to the conditions identified in Part 5 of this report that will avoid,
remedy and mitigate any adverse effects of the activity on the environment.
The reasons for this recommendation are as follows:
1

The adverse effects of granting the Master Plan application as proposed are assessed as less
than minor. Suitable information has been provided to address the relevant provisions in the
District Plan, and approval of the Master Plan does not of itself co nsent to any specific activity
that will create any adverse effects.
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2

Conditions can be imposed as part of granting consent to the Master Plan. However, those
conditions are limited to identifying what information forms part of the Master Plan decision.

3

The proposal is considered consistent with the objectives and policies of the operative District
Plan, as they relate to Port Nikau Environment and Chapter 6 Built Form and Development.

4

The proposal is consistent with Part 2 of the Act.
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Notice of Decision
LU1600182 and P125056

IN THE MATTER of the Resource Management Act 1991
and
IN THE MATTER of an application under Section 88 of the
Resource Management Act 1991 by Marine Park Limited
and Port Road Limited (Port Nikau Joint Venture)

Application
Application for approval of a Master Plan as provided for under PNE.50.4 of the Port Nikau Environment
provisions in the District Plan. The application is assessed as a discretionary land use activity under
the provisions set out on PNE.50.4.1.
The subject site consists of multiple properties located at Port Road, Whangarei legally described as
Lot 24 DP487202 and Lot 2 DP434901, Lot 11 DP487202 and Lot 3 DP96599, Lot 4 DP144562, Lot 2
DP53323, Lot 1 DP54000, Lot 2 DP54000, Lot 4 434901 and Lot 3 DP419557, Lot 3 DP111051, Lot 2
DP111051, Lot 1 DP111051, Lot 1 DP156781, and Lot 2 DP419557, and Lot 1 DP59507 .

Decision
The application has been considered and determined under authority delegated to the Resource
Consents Manager of Whangarei District Council, pursuant to Section 34A of the Resource
Management Act 1991. The decision is as follows:
Determination
That pursuant to Sections 104, 104B and 108 of the Resource Management Act 1991, Council grants
consent subject to the following conditions:
1.

That the approved Master Plan for the Port Nikau Environment consists of the following
documents:
a)

The application prepared by Precision Planning Limited dated 31 st October 2016, and the
following supporting attachments:
 Attachment 4 containing the report prepared by Jasmax Limited dated September 2016
Revision F, except for those specific matters that have been superceded by the
information provided by Isthmus Group recorded in (c) and (d) of this condition below.
 Attachment 5 containing the report prepared by Traffic Design Group dated April 2011
entitled ‘Master Plan Transportation Report’, and the report prepared by Commute
Transportation Consultants dated 24 August 2016 entitled Port Nikau Joint Venture –
Revised Assessment Addendum Report.
 Attachment 6 containing the report prepared by Richardson Stevens Consulting
Engineers Limited dated 21 July 2016 entitled ‘Suitability Report – Port Nikau,
Whangarei.’
 Attachment 7 containing the report prepared by Poynter and Associated Environmental
Limited dated April 2011 entitled ‘Port Nikau – Part D Environment Rules – Ecology’.
 Attachment 8 containing the report prepared by Hegley Acoustic Consultants dated April
2011 entitled ‘Port Nikau Master Plan.’

b)

The Section 92 response prepared by Precision Planning Limited dated 16 th December
2016

c)

The report prepared by Isthmus Group consisting of a memo dated 14 February 2017
entitled ‘Port Nikau Masterplan – Urban Design Review – Section 92 Request Response.’
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d)

The plan prepared by Isthmus Group entitled ‘Port Nikau Masterplan: Key Urban D esign
Elements’
Note:
Where there is any discrepancy between plans provided as part of the
application, and the Isthmus Group Master Plan as per Condition 1. (c) and (d) above, the
Isthmus Group Master Plan shall take precedence.

e)

The cross-sections A-A’ to F-F’ as they relate to the treatment of the ecological buffer area
and land above mean high water springs provided under cover of e -mail dated 3 March
2017.

Section 37 Resolution
Pursuant to Section 37, the timeframe for processing of this application was extended by 10 working
days on 23 November 2016 to allow for the issuing of a Section 92 request (noting the Section 92
request was issued on the 25th November 2016). The timeframe for issuing of the consent was
extended by 10 working days on the 2 March 2017 to allow for the review of the draft report and
conditions by the applicant.
The timeframe for issuing of the consent is now further extended by 16 working days (to 12th April
2017) to allow for further discussion and review of conditions by the appl icant, clarification regarding
the legal status of the applicant as a person under the Act, and issuing of the consent. The matters
under Section 37A(1) have been considered in making a decision to extend the time limit.

Reasons for the Decision
Pursuant to Section 113 of the Act the reasons for the decision are:
1

The adverse effects of granting the Master Plan application as proposed are assessed as less
than minor. Suitable information has been provided to address the relevant provisions in the
District Plan, and approval of the Master Plan does not of itself consent to any specific activity
that will create any adverse effects.

2

Conditions of consent have been limited to compliance with the documents provided with the
application, and a requirement to ensure there is a consent holder for the duration of the Master
Plan consent. All other matters considered relevant are addressed as advice notes .

3

The proposal is considered consistent with the objectives and policies of the operative District
Plan, as they relate to Port Nikau Environment and Chapter 6 Built Form and Development.

4

The proposal is consistent with Part 2 of the Act.

Advice Notes
1.

Urban Design and Open Space
a)

Clause (ii) of PNE.50.4.1.1(a) requires a road cross-section for arterial (main) roads
specifically detailing any provision to be made for carparking. For clarity, the cross -section
that applies is that found in the Jasmax Limited report, page 16 entitled ‘Road Hierachy’. The
extent of arterial road to be provided within the Port Nikau Environment is as defined on the
Isthmus Group Master Plan labelled as ‘Existing Road (to be upgraded)’.

b)

Where public open space and pedestrian / cycling links are to be provided, these are to
comply with the Councils Environmental Engineering Standards 2010 (or any subsequent
Standard adopted by Council) or an alternative design to be approved by the appropriate
council Manager in terms of design and construction. Where any constructed asset is to be
located over mean high water springs, the cons ent holder shall ensure consent is obtained
from the Northland Regional Council.

c)

In the event that open space and/or pedestrian access is provided to, along, or adjacent to
the coastal marine area over private property, the consent holder shall ensure t hat suitable
easements or other legal agreements are in place to ensure that unimpeded legal public
access is available at all times.

d)

The provision of the surburb and neighbourhood parks as vested assets to Council is to be
provided in such a way that they are vested in conjunction with, or prior to, the built
development of residential or mixed use precincts that the reserves are intended to serve.
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The provision of these reserve areas shall be directly linked to the granting of any precinct
plan or subsequent resource consent for subdivision or land use that generates demand for
reserve land.
e)

2.

Infrastructure
a)

3.

All reticulated services shall be constructed to comply with the Councils Environmental
Engineering Standards 2010 or any subsequent Standard adopted by Council in terms of
design and construction or an alternative design is approved by the appropriate council
Manager.

Natural Hazards
a)

4.

Where public walking access to the coastal marine area is not intended to be provided as
part of any proposed activity, the applicant will need to specifically address Policy 19(3) of
the NZCPS 2010.

Any built development located within the Port Nikau Environment is to comply with minimum
building floor levels as directed by Council as part of any land us e, subdivision, or building
consent. While the application includes details regarding a set minimum floor level, and the
operative Regional Policy Statement specifies minimum floor levels that the District Councils
must provide for in assessing development, the time frames associated with giving effect to
the Master Plan and carrying out resulting built development (30 -50 years) is such that it is
not appropriate to specify a minimum floor level at this time. It is the nature of potential
coastal hazards that the risk posed will change over time, as will the response to them
through the various planning and building requirements

This resource consent will lapse five years after the date of commencement of this consent (being
the date of this decision) unless:


It is given effect to before the end of that period; or



An application is made to Council to extend the period after which the consent lapses , and
such application is granted prior to the lapse of consent. The statutory considerations which
apply to extensions are set out in Section 125 of the Resource Management Act 1991.

For the purposes of defining ‘given effect to’, this is deemed to be approval of any one or more
precinct plans by the Council. If no precinct plan has been approved within 5 y ears of
commencement, this consent for a Master Plan shall be deemed to have lapsed.
5

Section 357 of the Resource Management Act 1991 provides a right of objection to this decision.
An objection must be in writing, setting out the reasons for the objectio n and delivered to Council
within 15 working days of the decision being notified to you. A fee may be payable to cover the
costs of processing any objection.

6

All archaeological sites are protected under the provisions of the Historic Places Act 1993. It is
an offence under that act to modify, damage or destroy any archaeological site, whether the site
is recorded or not. Application must be made to the New Zealand Historic Places Trust for an
authority to modify, damage or destroy an archaeological site(s ) where avoidance of effect cannot
be practised.

7

This consent does not authorise, and should be construed as approval in anyway, to undertake
any works that may require consideration under the National Environmental Standard for
Assessing and Managing Contaminants in Soil to Protect Human Health. It will be the consent
holders responsibility to ensure that compliance with the NES is achieved for any activity within
the Port Nikau Environment.

8

The consent holder shall pay all charges set by Council under Section 36 of the Resource
Management Act 1991, including any administration, monitoring and supervision charges relating
to the conditions of this resource consent. The applicant will be advised of the charges as they
fall.

9

Should any application be lodged with the Whangarei District Council in future for either a new
Master Plan, or to vary the Master Plan as approved under this consent in accordance with Rule
PNE.50.3.4, written approval may be required from any/all landowners who have land that falls
within the Port Nikau Environment.
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A Hartstone, Consultant Planner

11 th April 2017
Date

12 th April 2017
M McDonald, Resource Consents Manager
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